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FOREWORD

As the State of South Dakota enters the 1980s, it is faced with the
prospect of losing much of the its rail system and much of its rail service.
The recent increase in crop production indicates an expanded potential for
increased rail carloadings. At present, however, the State's rail network is
not capable of efficiently serving local shipper needs. Rail service has
deteriorated because of years of deferred maintenance over primarily light
density lines. This is reflected in the numerous slow orders and weight
restrictions applied to much of South Dakota's rail system. Over most of these
lines, this prohibits high speed operations using the larger, more efficient
car types. -

As South Dakota rail service has deteriorated, many shippers have turned
to other available modes, particularly motor carriers. These exempt carriers -
of agricultural commodities provide competitive service to both local and
distant overland markets. The trucking industry in South Dakota has benefited
from the {nability of the regulated rail carriers serving the State to earn
sufficient revenues to properly maintain their tracks.

The rail network serving South Dakota and much of the Midwest (primarily
light density lines) serves numerous small communities uniformly distributed
along the lines. The lines are typically composed of light rail (60-85 pounds
per vard) that have insufficient ballast and poor tie conditions. Many of
these lines generate id:bufficient revenues to support required maintenance
efforts, let alone rehabilitation efforts. In such cases, the rallroad
continues to operate the line only until the remaining traffic decreases to a
level sufficient to justify abandonment. .

The Chicago, Milwaukee, St. Paul and Pacific Railroad’s (the Milwaukee
Road) problems of deteriorating track, service, and traffic levels resulted in
1977 in the filing of a bankruptcy petition and in 1980 the subsequent embargo
of three—quarters of its systems Of these embargoed miles, 852.8 miles are
located in South Dakota, representing 27Z of the South Dakota rail system as of
January 1978. Combining this recent loss of track mileage in South Dakota with
other rail line abandonments in the State since July of 1976, produces a total
rail system decrease of 1,717.7 miles. This leaves 1,706.6 miles of line still
operating in the State; however, 26.0 percent of this is potentially subject to
abandonment within 3 years.

Note: The numbers in brackets included with chapter and section headings and
exhibit titles refer to the chapter, section, and subsection of the Code of
Federal Regulations under Title 49 that require the information.
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Despite the current decline of rail mileage$ and consolidation of rail
facilities in the State, rail transportation remains an essential source of
accessibility for both shippers and recelvers located in South Dakota, par-
ticularly for elevator operators, fertilizer distributors, and utllity com—
panies. If the State's rail network is allowed to continue to deteriorate
and shrink, the effect could be slower future economic growth. This could put
South Dakota's industry at a competitive disadvantage with the industry of
neighboring states which retain an adequate rail network.

The State of South Dakota, having recognized the possible threat to its
economic development potential arising from the further loss of rall services,
is working through its Department of Transportation, Division of Railroads, to
develop and implement a comprehensive rail assistance program. This program is
designed to identify and maintain essential rail services and facilities
through the application of available resources, including those of federal,
state, and local governments, railroads, and shippers. This report, while
updating the 1978 RAILPLAN SOUTH DAKOTA, focuses on the immediate efforts
needed to stop the cycle of line deterioration on essential rail lines in the
State while alleviating the effects of service abandonment of nonessential rail
lines. The action plan called for by this report describes the {initial steps
that the State should take to assure itself of continued rail service
accessibility. The drastic events of the past few years, culminating in the
853-mile rail line embargo by the Milwaukee Road call for decisive responses.
The recommended program of projects to be included in this report unpon
selection by the State, will provide an affirmative response to the current
crisis and will place the State in a stroung position from which to protect the
public interest concerned with the provision of rail service in South Dakota.

This program will continue in the new fiscal year beginning October 1,
1980, because at that time the lines currently being considered for acquisi-
tion by South Dakota will be studied as the primary candidates for Federal
assistance. It is planned that early in 1981, an outside rail operator will
begin service over these linmes. At that time, the lines will become eligible
for Section 803 project assistance. The 1980 program is aimed at reducing the
impacts of line abandomments and eliminating problems affecting the current
South Dakota Class I-operated rail lines that are already eligible for Section
803 project assistance.

RAILPLAN SOUTH DAKOTA 1980 addresses the concerns of the Federal Railroad
Administration regarding past .rail plans produced by the Division of Railrocads,
as described in its letter of March 21, 1978. Specifically, the RAILPLAN ref-~-
erences the appropriate format of the regulations contained in 49 CFR 266.15
(b) and (c); references to the State's Comprehensive Transportation Plan and
Multi-Model Planning. Process are included in Chapter I; detailed railroad maps
1llustrating operator and traffic information are contained in Chapter II; a
list of current abandomment applications is contained in Chapter 1I. Infor-
mation regarding clearance restrictions in South Dakota is no longer required
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as part of the state rail plan. Therefore this section no longer appears in
the RAILPLAN. Project selection critetia are applied as described in Chapter
I1I. The weighting of project prioritization criteria will be described once
the State selects its program of projects for 1980. Further comments are

welcome as part of the State's efforts to continually update and improve its
RAILPLAN. These comments should be addressed to:

Mr. James R. Myers, Director

Division of Railroads

South Dakota Department of Transportation
Trangportation Building

Pierre, South Dakota 57501

Phene (605) 773-3710
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EXECUTIVE SUMMARY
BACKGROUND

South Dakota is facing a railroad crisis. Inadequate traffic levels,
unsafe track conditions, and carrier bankruptcies have resulted in the
abandonment of over 1,700 miles of track since January 1976. The 1,707
miles of rail line still operated in South Dakota represent a 61 percent re-
duction from the all-time high of 4,420 miles once operated in the.State.
Although the Milwaukee bankruptecy is responsible for the ma jority of this
reduction, the trend is expected to continue.

Four railroads currently operate in South Dakota. These include the
Milwaukee Road (347.2 miles), the Chicago and North Western (C&NW) (826.6 miles
= 74.0 miles via trackage rights over the abandoned Milwaukee line from
Aberdeen to Wolsey)}, the Burlington Northern (BN) (466.5 miles - 7.7 miles via
track acquired from the Milwaukee between Madison and Wentworth), and the Soo
Line (66.3 miles). The Illinois Central Gulf (ICG) is in the process of
abandoning its remaining track in South Dakota. Exhibit A shows track that
each railroad has designated as either potentially subject to abandonment
within 3 years (Category 1), pending abandonment approval (Category 3), and all
other rail lines operating in the State (Category 2 and Category 5). Of the
rall mileage in South Dakota, 25 percent is Category 1, 2 percent is Category
2, 2 percent is Category 3, and 71 percent is Category 5.

When the Milwaukee Road's bankruptcy petition was filed on December 19,
1977, they operated one half of the State's rail mileage. The Court-appointed
Trustee submitted a reorganization plan on April 23, 1979, proposing limiting
operations to 1,722 miles of track. None of this system was located in South

Dakota, which meant that service would cease on nearly 1,400 miles of railroad
in the State.

Governor William J. Janklow met with the Milwaukee's Trustee and recom
mended that the railroad add the Miles City extension to its proposed system.
In consideration for keeping this 68l-mile extension in the operating system,
the Governor pledged to raise $2.3 million to be applied to the immediate
rehabilitation of specified segments of this line. The Milwaukee Trustee
accepted the Governor's proposal. Application was made and the FRA approved
the use of $1,860,000 of federal monies from the entitlements available to the
States of South Dakota, North Dakota and Minnesota. Rail user:s on the line

provided the required match for the project which was completed during the 1979
construction season.

Even though service has been retained on the Miles City ektension, nearly
1,000 miles of the remaining Milwaukee Road track in South Dakota was embargoed

and service has ceased. Subsequently, the embargoed lines have been approved
for abandonment.
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The State of South Dakota supports the reorganization effort of the Mil-
waukee Road and endorses the Milwaukee II structure. The State is currently
pursuing methods of restoring service to some former Milwaukee Road lines
recently approved for abandonment.

ORGANIZATIONAL STRUCTURE

The South Dakota Divison of Railroads is one of the four divisions re-
porting to the Secretary of Transportation, as shown on the organizational
chart of the following page (Exhibit B).

h

Three appointed organizational bodies contribute to the institutional
objectives of the Railroad Division. The Railroad Advisory Commission provides
the initial public participation and input to the planning process. The Rail-
road Authority is a semi-autonomous publicly-owned enterprise empowered to own
and/or maintain railroad facilities. The Railroad Board is the governing au-
thority for the Division in matters of operation, management, finance, market-
ing, and development of State controlled rall service.

The Division is responsible for performing the actual planning and analy-
sis functions involved in maintaining an up~to-date State rail plan, and
supporting the functions of the Rail Authority. This includes the collection,
analysis, and evaluation of data pertaining to rail lines and services in
South Dakota. The South Dakota Division of Railroads is the state agency
designated by the Governor to receive and expend federal funds for rail related
planning and projects.

RAIL TRAFFIC VOLUMES

Exhibit C lists the total number of carloads, originating and terminating
in South Dakota, by railroad and commodity for 1979. Milwaukee traffic
represents 50 percent of the total origins and terminations with 54,277 car-
loads. Chicago & North Western, Burlington Northernm, Soo Line, and Illinois

Central Gulf accounted for 31 percent, 15 percent, 2 percent and 2 percent
respectively.

The major commodities moving by rail to or from South Dakota shippers in-
clude farm products, coal, non-metallic minerals, food and kindred products,
lumber and wood products, and stone, clay, and glass products. In 1979, as was
the case in 1978, more than 55% of the total commodities were farm products
and coal. Coal carloads have expanded markedly since.1973 with the opening of
the Big Stone Power Plant at Big Stome City. The volume of farm products re-
flects the drought period in the mid 1970's decreasing from 49,231 carloads in
1973 to 17,307 in 1976 before rebounding to 30,450 carloads in 1979.
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EXHIBIT C

TOTAL NUMBER OF CARLOADS BY COMMODITY AND RAILROAD

ORIGINATING AND TERMINATING IN SOUTH DAKOTA

1979
TOTAL
sTCC % OF
CODE COMMODITY DESCRIFTION MILW RD CANW BM CARS TOTAL

] Ferm Products 13747 8sn 5,814 30,450 %
o9 fragh Figh & Merine Producty - - [ ] ] -
10 Matpilic Ores - - 1 1 -
n Cosl 523 a7 2,088 29,699 7
14 Non-metsilic Minsrsts except Fush 1597 2478 950 T4 7
19 Qrdance & Accssaries 2 2 1 ? -
20 Food & Kindred Products 1,224 2413 1703 - 9,240 ]
1 Tabacen Produca 3 [ - - 2 -
22 Basic Textiles 9 ] 2l - 57 -
3 Apgarel & Other Teoctilay 2 - - - 2 -
14 Lumbe & Wood Products 1,435 5,112 897 m 7483 7
- Furniture & Fixtures 119 144 118 E 78 -
b Pulp, Pepor & Allled Products N 14 802 ] 1A3 1
Frl Princed Martror - 1 - - 1 -
B Chemicals & Allad Producty 1.630 841 ane 59 3,448 3
2 Petrolrum & Cosl Products e m 1018 2 .7e 2
X0 Rubber & Misceitsnsous 38 139 s F- ] -
n Laattyr Products - ] - 1 -
2 Stons, Clav & Glams Producs 179 1z 449 3 13,904 13
n Primary Meutsi Products 883 308 433 2 1,39 1
] Febricatad Metal Producs 0 n - - 120 -
-} Machinery Except Electriosd 04 o 130 - 78 1
m Electrical vy b Sop - n 0 - 14 1 -] -
k) Transportation Equipment m 12 H Y - 2 [ -
= Instrument Phato & Opticsd Goods - - - - - - -
n it Mgyt trwy Prod: - n - - - o -
40 Wasts & Scrap Macerisls 654 m Fz ] - - 1001 1
0 Miaeall Freight S} 29 R J 3 - - b =
a3 Cowtainers 4“5 1 4 - 7 74 -
. Preigirt Forwarder Tratfla - - - 242 50 -
a8 Shipper Assaciation Tratfie 48 - 8 200 - 558 ] 1
43 Miscstl, Mixed Shi 104 m 194 E: 1173 1

GRAND TOTAL 5477 kR 15883 008 100,81 100%

SOURACE:;

Annusl Asports of the Aslirosds IO the |rterstete Comnarcs Commiasion.
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When comparing originating to terminating carloads by railroad between
1973 and 1979 (Exhibit D}, it is apparent that in 1979 the total traffic
for all railroad carriers was evenly split. Since 1973, the percent of
originating carloads has decreased from a rate of 66 percent of the total
traffic to 51 percent in 1979. This is due primarily te the continuing
diversion of eoriginating grain movements to motor carriers and the signif-
icant increase in terminating coal traffic destined for the Big Stone Power
Plant.

RECENT STATE ACTION

Legislative action at the state level has provided significant oppor-
tunities for solving the railroad problems affecting South Dakota. The 1978
South Dakota State Legislature passed two important and timely pieces of
legislation to aid railroads. The first bill was patterned after the "Iowa
Plan.” This set the mechanism whereby the state could invest monies in a
cooperative rehabilitation program upon which the state, shippers and railroad
each share 1/3 of the cost incurred in rehabilitating a line. The second bill
made it possible for local units of government to form regional railroad au-
thorities enabling them to share in the "Iowa Plan” or to enter into a project
on their own.

- The 1979 State Legislature was instrumental in increasing the manpower
allocation and budget for the Division of Railroads. Further, the legislature
transferred certain rallroad regulatory functions involving the statutory
authority to intervene in railroad matters from the Public Utilities Commission
to the Department of Transportation. This legisiation provides the Department
of Transportation with the planning, project implementation, and legal autho—-
rity to address railroad matters in South Dakota.

The 1980 State Legislature created the South Dakota Rallrocad Authority
whose duties are to plan, establish, acquire, develop, construct, purchase,
enlarge, mailntain, equip, and protect railroad facilities deemed necessary to
the State. The appropriation of $25 million being raised by a 1 percent sales
tax increment, was authorized for the Authority to implement the purchase plan.
This tax will to be rescinded by July 1, 1981, or upon collection of the
necessary funds, not to exceed $25 million.

A core system of 429 miles and local option lines of 825 miles were iden~
tified as the maximum mileage that could be acquired. The Authority will
purchase the lines in the fall of 1980, with service restoration on the core
system beginning in the spring of 1981. Legislative approval is required
before operations can be restored.

The 1980 legislation empowered the Division of Railroads to provide plan-
ning assistance to the Authority and arrange and coordinate rail service on
lines acquired, leased or controlled by the State. It also created the South
Dakota State Railroad Board, composed of seven members, to manage the purchased
system.
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RAIL SERVICE AND PLANNING POLICIES,
OBJECTIVES, AND GOALS

The direction of SOUTH DAKOTA RAILPLAN 1980 is defined by the plan's
policies, objectives, and goals for rail service and planning. These
policies, objectives, and goals reflect the rail issues affecting South
Dakota and the consensus of ‘the Division of Railroads and the Railroad
Advisory Commission. The policies define general statements of direction for
rail service and planning for South Dakota.

Rail Service and Planning Policies

« Rail users, railroad companies, local governments, and the
State need to coordinate their efforts to solve transporta-
tion problems in South Dakota.

. The South Dakota DOT encourages the continuation of finan-—
clally solvent, privately owned and operated rail services
in the State. Therefore, the South Dakota DOT will not openly
oppose all railrocad abandonment applications, but first will
counsider the potential viability 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.

« The South Dakota DOT will 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 ac-
quisition, service continuation, rehabilitation, rail banking,
operations improvement, or substitute service.

. The South Dakota DOT will foster the coordination and con~
solidation of rail services in the State where opportunities
exist for improving the efficiency of rall operations.

+ The South Dakota DOT will strive to increase the public aware-
ness of raill service issues as they affect the State and to
facilitate public involvement in the on-going State rail plan—
ning process.

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

Rail Service and Planning Objectives

« To foster adequate, safe, efficient, and economic transporta-
tion services for the movement of persons and goods in South
Dakota.

xvi




- To integrate the State's transportation system with that of
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 in-
herent social, economic, environmental, and land use impacts.

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

+ To maintain essential rail services and facilities in South
Dakota which serve the public interest but which cannot other-
wise be profitably continued by private carriers.

. To coordinate the available resources of rail users, railroad
carriers, and governments (local, state, and federal) for the
purpose of maintaining essential transportation accessibility
within South Dakota.

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.

Rail Service and Planning Goals

» To identify the essential rail system for South Dakota which
is needed to serve the State's current and potential agri-

cultural, natural resource; industrial and energy-related
activities.

» To retain a viable core rall system to.serve South Dakota
made up of essential lines which serve the primary traffie-
producing areas of the State and which provide accessibilicy
to the 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 alternative rail line or trans-
portation mode.

+ To develop competitive transportation options for those
communities which lose rail service.

.. To promote increased use of rail service in those ways 1in
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 capa-
bility for implementing State railroad policy by legisla-
tion, funding, program administration, and project imple-
mentation.

ESSENTIAL RAIL SYSTEM DESCRIPTION

The crisis nature of rail issues facing the State of South Dakota makes
it imperative that assistance efforts be directed where the greatest benefit
to the State can be achieved. This requires the State to identify which rail
lines are essential to its transportation and economic development needs, and
to direct available resources to those lines. The poor condition of much of
South Dakota's rail network makes rehabilitation and maintenance of all lines
in the State financially unrealistic. By focusing on a subset of essential
rail lines, the State can apply its scarce resources more effectively.

For the purposes of this study, essential rail lines are defined by sev=
eral characteristics including:

. current and projected traffic volumes;
. access to the major grain producing parts of the State;
. access to the national rail transportation network;

. access to natural resource areas, particularly coal de-
posits; and

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

Based upon the previous information and study results, the egsential
rail system for South Dakota is defined as illustrated in Exhibit E. These
lines form a basic skeletal rail network of feeder lines serving the agri-
cultural producing areas of the State; main lines linking the shippers in
South Dakota with local, natiomal, and international markets; and secondary
lines which connect the feeder lines to the main lines. Extensions beyond this
essential rail system may be possible where sufficient local interest and
commitment exists or where the lines are maintained by a private rail carrier.

xviii
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Defining the essential rail system for South Dakota provides an impor—
tant basis for the remainder of this plan, particularly the analysis of inten-
sive study lines. Future planning and assistance efforts can now be directed
toward ensuring that the essential rail system is maintained.

Considering the lines identified as essential, the Railroad Authority
is negotiating with the Milwaukee Road to buy 760 miles of abandoned lines in
South Dakota. Also being considered is the leasing of 55 miles of Milwaukee
Road lines along the southeastern border of South Dakota between Canton, SD and
Sioux City, IA and the purchasing of 19 miles of the Chicago & North Western
line between Hawarden, IA and Beresford, SD. This acquisition plan,
- {1lustrated in Exhibit F, includes all of the essential rail lines that are
abandoned, plus several extensions (such as the Napa to Platte branch line)
that might be operated as local option lines. These acquired lines will con~
nect with existing railroads at Sioux City, Sioux Falls, Wolsey, and Aberdeen,
and will be operated either by a Class I or Class II railroad.

By identifying an essential raill system and purchasing those portions
threatened by abandonment, the Division, through the Railroad Authority,
can ensure that the most needed rail transportation services are maintained
for the long-term benefit of South Dakota.

RALL ASSISTANCE PROGRAM

This year's rail assistance program for South Dakota is aimed at alle~
viating problems on lines eligible for immediate assistance. This excludes
the abandoned Milwaukee Road lines that the Railroad Authority is currently
negotiating to purchase. Until the disposition of these lines is determined,
the State of South Dakota will not apply assistance funds to these lines.

In anticipation of these lines becoming eligible for assistance in early
1981, the Division has decided to focus its current assistance -program on rail
lines with immediate needs that can be met through defined and specific
assistance efforts.

The large number of eligible rail lines in South Dakota and their
general state of deterioration provides the Division with many candidates
for possible project assistance. Because the assistance program funds are
limited, some mechanism is needed to select those rail lines most in need
of assistance. In considering which lines to select, the Division adopted
the following criteria: '

A. non—embargoed Milwaukee Road lines, since assistance for lines
to be purchased by the South Dakota Railroad Authority will be
sought at a later date;

B. abandoned lines with potentially significant shipper/community
impacts of abandonment in South Dakota;
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C. light density lines threatened by physical deterioration, or
requiring rehabilitation to permit more efficient operations
involving heavier loaded cars or unlt trains;

D. abandoned or light density lines which contribute at least
moderately to the traffic base of connecting viable linesy

E. abandoned or light density lines providing accessibility to the
regional and national railroad network; and

F. project locations where significant railroad and shipper in-

terests are demonstrated in improving local-rail operations or
accessibility.

These criteria focus the State's efforts on lines that have significant
abandonment impacts, and on lines that are part of the essential South Dakota
rail system. Application of these criteria to the current rail lines in South
Dakota produce the intensive study lines or project sites shown in Exhibit G.
Shown in Exhibit H are the criteria used to select the lines and the types of
assistance projects being considered for each line or site.

The lines or project sites listed in Exhibit H fall into three general
categories: abandoned lines, light density lines, and coordination or opera-
tions improvement projects. The two intensive study lines which are cur-
rently abandoned are former Milwaukee Road Lines. The remaining light
density lines are operated by the Milwaukee Road (2 lines), C&NW (4 lines),
and BN (2 lines). The siding installation or expansion projects occur on
the Milwaukee Road {1 site) and the BN (2 sites); and the transfer track
replacement is on the C&NW Railroad. The line rehabilitation project between
Miles City, Montana, and Gascoyne, North Dakota is part of a regional rehabi-
litation project for Miles City, Montana, to Jonathan, Minnesota. The portion
west of Gascoyne, North Dakota was selected for assistance funds because it is
the only part of this essential rail line that satisfies the eligibility
criteria for project funding of leg¢ than 5 million gross tons. The 14 inten-
sive study projects provide a balanced distribution of assistance to each of
the major railroads in South Dakota with substantial rail mileage in the State.
The projects are also distributed throughout the State to where the major
assistance needs exist.

The State of South Dakota 1s primarily interested in providing one-time
assistance which will result in lasting benefits to the railroads, rail users,
and the State. Therefore, the types of assistance projects being considered in
this plan mainly involve:

. mwmoving major grain elevators from abandoned branch lines to
main lines expected to remain in service;

. rehabilitating light density lines which can support current
operating expenses but not the full capital costs of return—
ing the line to its proper condition through rehabilitation;
and '
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EXHIBIT H

INTENSIVE STUDY LINES
AND PROJECT ALTERNATIVES

STUDY

STUDY LINES AND PROJECTS SELECTION
NUMBER ' CRITERIA **
1. MILBANK TO SISSETON (MILW) {A)D1,(E),(F)
*+ Continue Rail Service at Claas |
= Continua Rail Servics and Rahabilitate Line to Class 11, New Rail
= Absndon Rail Service
= Abandon Rail Service and Move Elevators to Summit and
Construct Public Loading Facility.
2, ANDOVER TO BRAMPTON (MILW) (BLIE)(F}
= Restore Rail Service and RehebilitateLines to Class |
— Restore Rail Service and Rehezbilitate Entire Line to
Class 11, New Rail
— Restore Rail Sarvice and Rehasbilitate Line to Class 11
*  Between Britton and BN Junction, New Rail
* Continue Rail Service Abandonment
-~ Continus Rail Sarvice Abandonment and Move
Elevetor(s) t¢ BN Junction
3 ROSCOE TO LINTON (MILW) {B).{EVIF)
~ Restore Rail Service and Rehabilitate Line to Class |
- Restore Rail Service and Rehabilitats Entire Line 1o
Class 1}
-~ Restore Rail Service and Rehabilitate Line to Clax It
From Eureka fo Linton, ND
— Restore Rail Sarvice and Aehabilitate Line to Class ||
From Hoscoe to Eureka
+ Continue Rail Service Abandonment
— Continue Rail Sarvice Abandonment and Move
Elevator to Bowdle ]
- Construct Public Loading Facility at Bowdle or
Artas
4, ABERDEEN SIDING (MILW) {F}
~ Enlarge Siding for Grain Elevator
5. ABERDEEN TO RUTLAND (BN} {C).(E}
« Continue Rail Service
— Continue Aail Service and Rehabilitate Line
8. MADISCN TO SIOUX FALLS (BN) {CLIE)IF)
« Continue Rail Sarvice
= Continue Rail Service and Rehabilitate Line to
Accomodata Unit Trains ’
— Abasndon Rail Service
NOTE:

Base cases (existing case) are marked with *
Alternatives studied are marked with —

** Soe pages xix and xxi. -
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EXHIBIT H (Continued)

10.

11.

12.

13.

14,

WENTWORTH SIDING {BN}

— Install New Siding for Unit Trains

REDFIELD TO ABERDEEN {CNW)

+ Continue Rail Servico at Clazs |

= Restore Rail Service and Rehebilitate Entire Line
to Class 1)

— Continue Rail Service and Rehabilitate Line to
Class |11 from Redfield to Mansfiald

— Abanden Reil Sarvice

— Abandon Rail Service and Move Elevator to
Parallel MILW Line

PIERRE TO HURON (CNW)

+ Continue Rail Service

— Continue Rail Service and Rehahilitate Entire Lins
to Class 11, and Replsce Walssy Transfar Track

— Abandon Rail Service (For Study Purposes Only)

— Cantinue Rail Service, Rehabilitate Entire Line, to
Class 11, Replace Wolsey Transfer Track, and Replace
Ruil Betwoen Wolsey and James Valley Junction.

BLUNT TQ GETTYSBURG (CNW)

» Continue Rail Sarvice
- Continue Rail Service and Rehabilitate Entire Line
to Clams Il

— Continue Reil Service and Rehabilitate Line to Class Il
from Blunt to Onida. :

— Truncate and Rehabilitate Line to Class il to Onids,
New Rail

~— Truncate and Rehahilitate Line to Class |( to Onida,
Existing Rail

- Abandon Rail Servics

BENTONITE TO RAPID CITY (CNW)

« Continue Rail Service

- Continue Rail Service and Rehshilitate Entire Line to
Class Il

— Abandon Rail Service (For Study Purposss Only)

WOLSEY TRHANSFER TRACK (CNW)

— Replace Transfer Track Setwesn CNW and MILW Lines

MILES CITY, MT TO GASCOYNE, ND {MILW)

« Continue Rail Sarvice

- Continue Rail Service and Rehabilitate Entire Line
to Class Il

— Ahandon Rail Service

VIENNA SIDING (BN)

— Instail New Siding for Unit Trains

{F}

€1, (E)IF)

(C).(D)(E}

{CLiE)

{C).iD)(E)

(EL(F)

(A).{C) (D) (E}

(F)

NOTE:
Base cases (existing case) are marked with * XXv
Alternatives studied are marked with — '




. installing or expanding siding facilities for new or existing
elevator or transloading facilities which will serve shippers
who have already lost direct rail service through past aban—
donments. .

These types of projects address the specific problems affecting many
of the lines in South Dakota without encouraging the continuation of un-
economic rail services that are c¢ostly to both the railroad and the user.
These problems include poor line conditions, low traffic density and inadequate
shipper facilities to take advantage of more efficient jumbo car or unit train
operations. : .

The types of projects being considered are intended to produce maximum
long-term benefits to the State, rail users, and the railrcads, without
committing the State to a long—term obligation. Innovative strategies, such as
moving grain elevators and construction of public loading facilities, reflect
the variety of solutions being considered by South Dakota for its railrcad
problems.

The intensive study lines and sites selected for this update deal with
lines located on the periphery of the proposed South Dakota purchase. This is
intentional because the State wants to be in a position in 1981 to focus its
assistance program on the lines that make up the purchased system.

South Dakota's Rail Advisory Commission held a meeting on August 19, and
again on August 28, 1980 to consider the results of the benefit-cost analyses
and to recommend specific projects for funding under the Rail Service
Assistance Program. A final recommendation was made September 3, 1980, and a
listing of the projects which were selected, and the priority order in which
they were placed by the Commission, appears in Exhibit I. Applications for
federal assistance will be filed with the Federal Railroad Administration prior
to September 30, 1980, and construction for those projects which are approved
is planned for 198l.




EXHIBIT 1
® . RECOMMENDED RAIL ASSISTANCE PROGRAM
PRIORITY ' STUDY
RANKING RALIL SEGMENT PROJECT DESCRIPTION NUMBER
® ,
1 Miles City — Gascoyne Rehabilitation 13
2 Pierre — Huron Rehabilitation 9,12
3 Madison — Sioux Falls Rehabilitation 6
® 4 Milbank — Sizsaton Mova Elevators/Pubiic Loading
Facility 1
5% Andover — Brampton Move Elevator or Truncation 2
8* Blunt — Gettysburg ' Rehabilitation to Onida "
L ‘ 7* , Roscoa — Linton Public Loading Facility 3
L
®
o
o

* Boeyond 1980 funding 1imit,




BHC

BN

C & NW
COMMISSION
DIVISION
FRA

HDCR

ICC

ICG

LRSA

MILW

4-R Act
3-R Act
S00
SDDOT

TOFC

GLOSSARY OF ABBREVIATIONS

Association of American Railroads

ﬁlack Hills Central Railroad

Burlington Northern

Chicago and North Western Transportation Company
South Dakota Railroad Advisory Commission
South Dakota Division of Railroads
Federal Railroad Administration

Historic Dakota Central Railroad
Interstate Commerce Commission

Illinois Central Gulf Railiroad Company
Local Rail Service Assistance Act of 1978

Chicago, Milwaukee, St. Paul, and Pacific Railroad Company
(also the Milwaukee Road)

Railraod Revitalization and Regulatory Reform Act of 1976
Regional Rail Reorganization Act of 1973

Soo Line Railroad Company

South Dakota Department of Transportation

Trailer-on-Flat-Car
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PART A: RAILROAD SYSTEM OVERVIEW

This portion of RAILPLAN SOUTH DAKOTA 1980 consists of a description of
the South Dakota railroad planning process and a description of the railroad
system serving the State. It reflects current conditions in addition to certain
historical information. Both the railroad planning process and the rail system
in South Dakota are constantly changing and evolving. Some of this change
results from the interaction between the planning process and the railroad
system. As an example, the embargo of much of the Milwaukee Road trackage in
South Dakota this year has caused the State to reorient its planning and
assistance programs to essential rail lines which comnect to or are part of the
planned South Dakota core railroad system. Therefore, the following information
portrays dynamic processes as they appear at this time. Subsequent updates or
addendums to the RAILPLAN will be issued as needed to account for significant
changes to these processes.




I. SOUTH DAKOTA RAILROAD PLANNING PROCESS

The railroad planning process in South Dakota has developed in response
to a varlety of issues and events that have drastically changed the character
of rail service to the State. This section reviews the past efforts of the
State to address rail-related issues in order to provide a better understanding
of the current planning process. It also highlights the public participation
process associated with the planning process and presents the major rail-re-
lated issues affecting South Dakota. These issues form the basis for the rail-
road service and planning 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 abandonments 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 the legal
power for 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
permitted the exchange of viewpoints 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 Tagk Force was instrumental in initiating timely studies to explore the
effects of rall abandonment on the State and its communities. It also was in-
strumental in raising public awareness of the rail problems in South Dakota and
set the initial direction for the development of the 1978 RAILPLAN.

The Task Force contributed to legislation adopted in 1975 to create a
Division of Railroads (Division) within the South Dakota Department of
Transportation. The Division was created on July 1, 1975, with the Task Force
serving in an advisory capacity.

The Task Force was replaced on July 1, 1977, by a five-member Railroad
Advisory Commission with members from different areas of the state being
appointed by the Governor to serve in an advisory capacity to the Division.
Their responsibilities included providing input to the rail planning process
and providing guidance and assistance in rail plan implementatiom.

The Division originally consisted of three full-time employees. Today,

the staff has grown to nine full-time employees, three of which are in the -
Planning Section. This staff is augmented by summer interms. . The Division

1.1




conducts research on basic rallroad problems, plans and assists in the develop-
ment of rail transportation, develops and maintains a Federal-State relation—
ship of programs relating to railroads, and assists the Department of Transpor-
tation or any public or private agency in coordinating railroad services with
those of other transportation modes. The Governor, under the Railroad Revita-
tization.and Regulatory Reform Act of 1976 (4-R Act)] designated the Division
as the State agency responsible for managing the rail planning process and
assistance program.

The aforementioned 4-R Act expanded the rail reform legislation contained
in the Reglonal Rail Reorganization Act of 1973 (3-R Act)?. This Act
initiated direct federal assistance to states in dealing with rail service
losses resulting from line abandonment and railroad restructuring associated
with the formation of Conrail out of the remains of seven bankrupt Northeast
rail carriers. Title IV of the Act established a Rail Service Continuation
Subsidy Program to assist those Northeast and Midwest States {not including
South Dakota) which might otherwise face rail service reductions. Under this
program, states with an established state rail plan and an agency having
authority to develop, promote, supervise, and support rail service could
qualify for federal matching funds designed to continue rail service on lines
not designated for inclusion in the Conrail system. In 1978, the initiative of
the 3-R Act was extended by passage of the 4-R Act.

The 4-R Act is the instrumental force behind unified nationwide rail plan-
ning and contains several significant provisions. One section provides for
direct loans to railroad companies for line upgrading, purchasing new facilities/
equipment, or repairing existing facilities/equipment. Another section extends
the local assistance program of the 3-R Act to make matching funds available to
all contiguous states for rail planning and for rail service assistance. This
assistance could initially be used only for rail lines which had already been
approved for abandonment by the ICC and had been endorsed by the designated
state rail planning agency. It is further required that the transaction be
documented in the state rail plan or its updates. Each state is allocated a
specific amount of funds each year by a national formula based on the number of
miles in the state which have been approved for abandonment and also now utili-
zes the number of miles potentially subject to abandonment. The asslstance
funds may be used to either foster continued rail service or to aid in subsit~-
ute service arrangements after rail service discontinuation. Two common ways
to provide continuing rail service are either to assist users in the outright
purchase of the line or to provide money to rehabilitate the line. Substitute
service assistance can take many forms, but all are designed to aid shippers on
a line which has been abandoned. The Federal share of the cost for providing

1 pyblic Law 94-210, 94th Congress, 5.2718, February 5, 1976.

2 public Law 93-230 93rd Congress, H.R. 9142, January 2, 1974.
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ral) service assistance under the Act is curently a maximum of 80% of each
specific project, the balance being provided by user, railroad, or state
contribution. '

One of the first and major charges for the Division under the 4-R Act
was the development of RAILPLAN SOUTH DAKOTA, approved by the Federal Railroad
Administration (FRA) in March 1978. The RAILPLAN addresses major rail-related
issues affecting South Dakota, documents the nature of rail lines and services
within the State, identifies the relative importance of rail lines within the
Statewide rail network, and establishes eligibility to recelve federal assis-
tance under the 4-R Act. '

Since the 1978 RAILPLAN submittal, additional rail assistance legislation
was Eassed by Congress. The Local Rail Service Assistance Act of 1978 (LRSA
Act)! extends rail planning and project assistance and permits the use of
federal (Section 803) funds for rehabilitation or new facility comstruction on
light density lines (less than 3 million gross tons average density; up to 5
million gross tons with approval by the FRA Administrator) before abandonment
is approved by the Interstate Commerce Commission (ICC). This Act is important
to South Dakota, since the majority of its rail lines are light density lines.

¢

South Dakota's initial application for project funding under the LRSA Act
came in a 1979 addendum to RAILPLAN SOUTH DAKOTA. Addendum No. 1 to the RAIL-
PLAN provided a benefit and cost analysis in support of a $2.3 million reha-
bilitation project along the Milwaukee Road line between Jonathan, Minnesota,
and Miles City, Montana. The line serves local shippers of agricultural pro-
ducts 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 Stone Power Plant. The project consisted of replacing
ties and adding ballast to the most deteriorated portions of the line using 80
percent federal (Section 803) funds and 20 percent user match from the alloca-
tions of South Dakota, North Dakota and Minnesota. The proposed project was
approved by the FRA in July 1979 and completed in early November 1979.

Legislative action at the state level has provided significant opportuni-
ties for solving the railroad problems affecting South Dakota. The 1978 South
Dakota Legislature passed two important and timely pileces of legislation to aid
railroads in this state. The first bill was patterned after the “Iowa Plan.”
This set the mechanism whereby the state could invest its monies in a
cooperative rehabilitation program whereby the state, shippers and the railroad
each share 1/3 of the cost incurred in tehabilitating a line. Thé second bill
made it legal for local units of govermment to form bonding districts whereby
they could raise money. This would enable them to share in the "Iowa Plan” or
to enter into a project on their own to retain rall service or some form of
substitute transportation service.

1 public Law 95-607, 95th Congress, 5.2981, January 19, 1978.




The 1979 State Legislature was instrumental in increasing the manpower
allocation and. budget for the Division of Rallroads. This was critical to the
success of the state's long term rallroad program. Further, the legislature
chose to transfer certain railroad regulatory functions involving the statutory
authority to intervene in railroad matters from the Public Utilities Commis-
sion to the Department of Transportation. This legislation was a much needed
tool to provide the basic authority needed to solve the state's railroad
problems and provided the Department of Transportation with the planning, proj-
ect implementation, and legal authority to address railroad matters in South
Dakota.

The 1980 Legislature passed a series of bills that established the South
Dakota Railroad Authority whose duties are to plan, establish, acquire,
develop, construct, purchase, enlarge, maintain, equip, and protect rallroad
facilities deemed necessary to the State. The legislation allows the Authority
to purchase up to $8 million worth of rolling stock, 1if legislative approval is
received, up to a $25 million spending limit overall. The $25 million is
raised by a 1 percent sales tax increment, to be rescinded by July 1, 1981, or
upon collection of the $25 million.

Part of the $25 million budget will be used to purchase abandoned rail
lines in South Dakota. Exhibit I-1 lists the line segments by owning railroad
which are eligible for purchase by the Authority. A core system of 429 miles
and local option lines of 825 miles have been identified as the maximum mileage
that could be purchased. It is anticipated that the Authority will purchase
the lines in the fall of 1980, with service restoration on the core system
beginning in the spring of 198l. Legislative approval is required before
operations can begin.

The 1980 legislation gave the Division of Railroads authority to provide
planning assistance to the Authority and arrange and coordinate rail service on
lines acquired, leased or controlled by the Authority. It also created the
South Dakota State Railroad Board, composed of seven members, with governing
authority over the Division of Railroads. Funds were also appropriated for
other functions associated with the operation of the State core rail system.

Since the submission of Addendum Neo. 1 to the RAILPLAN, the Division has
been concerned with the events associated with the Milwaukee Road's reorganiza-
tion efforts, including its embargo and subsequent abandonment of 963.9 miles
of lines in South Dakota. Ever since the Milwaukee Road filed for bankruptcy
on December 19, 1977, the future of significant portions of the rail system of
the Upper Midwest has beem in doubt. No state has been as significantly
affected as South Dakota, where the Milwaukee Road has abandoned over 1,204
miles or over 36 percent of the rail route mileage in South Dakota since 1977,
The events leading up to the embargo and abandonment of Milwaukee lines in
South Dakota are briefly reviewed below.

Following its bankruptcy filing, the Mi lwaukee Road was placed under the

direction of Mr. Stanley E.G. Hillman, who was named Trustee. Based on the re-
sults of an extensive strategic planning study of the railroad, a core railroad
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EXHIBIT I-1

SOUTH DAKOTA RAIL LINES AUTHORIZED
FOR ACQUISITION BY THE SOUTH DAKOTA RAILROAD AUTHORITY *

MILWAUKEE ROAD RAILROAD FACILITIES

# Roscoe to the North Dakota border

# Andover to the North Dakota border

® Aberdeen to the North Dakota border

® Aberdeen to Wolsey

¢ Wolsey to Mitchell

@ Mitchell to East Wye Switch

o East Wye Switch to the lowa border

¢ East Wye Switch to Canton

e Canton to Mitchell

® Canton to the lowa border

# Canton to Sioux Falls

® Sioux Falls trackage, including yard, side and spur tracks
@ Sioux Fails to Dell Rapids

# Dell Rapids to Sioux Falls Junction

o Sioux Falls Junction to the Minnesota border

o Sioux Falls Junction to Madison

® Madison to Bryant

@ Napa o Platte

o Mitchell to Chamberlain

e Chamberlain to Kadoka

o Kadoka to Rapid City

® Rapid City trackage, including yard, side and spur tracks
® Minnesota border to North Dakota border through White Rock

CHICAGO & NORTH WESTERN RAILROAD FACILITIES

¢ Watertown to Clark

& Mitchell to Eliis

o Redfield to Frankfort

® Redfield to James Valley Junction
8 Gary to the Minnesota border

@ Beresford to the lowa border

BURLINGTON NORTHERN RAILROAD FACILITIES

o Wentworth to Hayti
o Sioux Falls to Yankton

ILLINOIS CENTRAL GULF RAILROAD FACILITIES

o Sioux Falls to the Minnesota border

* Sanats Bilt No. 249, March 13, 1980,
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system was identified (known as Milwaukee II--See Exhibit I-2) which was
perceived to offer the best chances of long-term viability. On April 23, 1979,
the Trustee, on behalf of the Milwaukee Road, requested permission from the
Federal Court to halt service to parts of the railroad not included in this
core. Even though on June 1, 1979, the Milwaukee Road request was initially
denied by the Federal Court, it received permission in February 1980 to embargo
over 64 percent of its 9,800 mile system. The 852.8 miles of line embargoed in
South Dakota were subsequently abandoned on June 28, 1980.

On August 10, 1979, the Trustee filed a reorganization plan for the Mil-
waukee Road, which called for a pared-down 3,500 mile system. This plan was
rejected by the Interstate Commerce Commission (ICC) on March 19, 1980, citing
overly optimistic traffic forecasts and financial statements. A subsequent
analysis of the line was performed by Milwaukee personnel, who submitted a
technical response to the questions raised by the ICC on May 15, 1980.1 1n
this report, the Trustee indicated continued interest in retaining the
677.3-mile line between Jonathan, Minnesota, and Miles City, Montana; even
though the Trustee considered the line to be marginal and its retention sub ject
to future profitable cperations.

At the present time, the Milwaukee II core system is operating as far west
as Miles City, Montana, with trackage rights via the Burlington Northern (BN)
to Billings, Montana. Service to embargoed and abandoned lines has ceased.
Simultaneously, other raill carriers continue to abandon branch lines in the
State. In response, the Division has commissioned several studies beginning in
1977 to determine the essential rail lines which should be the focus of future
rail assistance. The size of South Dakota's rall service decline (1717.7
miles of railroad abandoned since January 1976) requires the State to take a
selective approach, since adequate resources do not exist to support all
abandoned or threatened rail lines in the State.

The first study involved a detailed assessment of the impacts of rail ser-
vice abandonment on 63 branch lines in South Dakota. The report, Railroad
Impact Study was prepared by the University of South Dakota and addressed
primarily the community impacts of rail service loss.

The second study was a detalled viability analysis of 25 light density
branch lines that were threatened by possible abandonment, the result of which
could be significant impacts on the area served by the line. The results of
these analyses were contained in Volume II of the 1978 RAILPLAN.

In 1979, the South Dakota Rail Line Inventory Study evaluated each rail
line in South Dakota according to the following six criteria: current traffic
level and composition, future traffic potential, network connectivity, rehabil-
itation costs, added shipper costs, and added highway costs. Each line was

l"Report and Recommendations for the Future of the Milwaukee Road,” Ogilvie,
Richard B., Trustee, May 15, 1980.
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prioritized according to these criteria to determine which lines offered the
greatest justification for continued service. Waybill data and railroad-sup~
plied data provided the basis for this analysis. The results of this study
helped to identify which embargoed Milwaukee Road lines should be included in
the South Dakota core system and which lines in the State are essential to
the future viability of South Dakota's rail service and economic development
potential.

Ongoing efforts by the Division, with assistance from both the University
of South Dakota and the South Dakota State University, have been directed at
identifying the level of agricultural production in South Dakota and its re-
lated transportation demands. Monitoring agricultural production will continue
to be an important function of the Division.

A second addendum to the RAILPLAN was prepared by the Division and sub-
mitted 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 West-
ern's (C&NW) Blunt to Gettysburg branch line. This cost of the project was to
be shared equally by the State, using 803 funds, shippers, using FoHA funds,
and the C&NW. This project was approved by the FRA, and now awaits
approval by the FmHA on the shippers' portion of the funds.

During 1980, several planning efforts have been undertaken. Most of the
Milwaukee Road rail network in South Dakota, including the line from Jonathan,
Minnesota, to Miles City, Montana, has been inspected and estimates made of
the net salvage value, normalized maintenance of way costs, and rehabilitation
costs for several conditions of track. Another planning effort is currently
underway to assess the viability of the Jonathan, Minnesota, to Miles City,
Montana line under several operating and rehabilitation alternatives. A third
on-going effort involves investigating the costs of moving several grain
elevators from rail lines threatened by abandonment to lines that will continue
to be served.

A third addendum to the RAILPLAN was submitted to FRA on August 1, 1980. This
consisted of a benefit-cost assessment of a $2.5 million rail line rehabilita~
tion project on the portion of the Jonathan, Minnesota to Miles City, Montana
line from Gascoyne, North Dakota to Miles City, Montana. The contents of the
third addendum appear as part of this update. However, the early submittal was
required to expedite the start of work, considering the brief construction
gseason remaining in 1980. Both North Dakota and South Dakota will provide
their federal share funds to the project, with the Milwaukee Road providing the
local match. In addition, the Milwaukee Road will expend $1.5 million on :
rehabilitating the line east of Gascoyne, North Dakota.

This report represents a culmination of many of these past and on—going
studies. Information collected and results analyzed by these studies provide
{input to both the rail system overview and detalled study line analysis parts.

CURRENT PLANNING PROCESS 266.15(c)(11)

The current rall planning program for the State of South Dakota is the
responsibility of the Division of Railroads, within the South Dakota Department
of Transportation. Exhibit I-3 illustrates the organization chart for the

1.8
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South Dakota DOT, in which the Division of Railroads is one of four divisions
reporting to the Secretary of Transportation. Exhibit I-3 illustrates the
organizational chart for the South Dakota Division of Railroads. The Railroad
Advisory Commission, as discussed earlier, provides public input to the plan-
ning process.

The recently authorized Railroad Authority is a semi-autonomous publicly-
owned enterprise empowered to own or maintain railroad facilities. The
Railroad Board, also recently authorized, 1s the governing authority for the
Division in matters of operation, management, finance, marketing, and
development of State-controlled rail service.

The Division is responsible for performing the actual planning and analy-
gis functions involved in maintaining an up-to-date State rail plan, and sup~
porting the functions of the Railroad Authority. This includes the collection,
analysis, and evaluation of data pertaining to rail lines and services in South
Dakota.

Such data includes traffic movement data by rail carrier (cars, toms, and
revenues), commodity flow data by railroad, grain production data by county
and crop, rail line classifications and densities by railroad, rail line track
charts, freight timetables, and shipper-supplied information.

The planning activities of the Division involve more than updating the
State rail plan. The recent number of line aband¢nments and the uncertainty
caused by the Milwaukee Road's inabllity to reorganize have caused the Division
to undertake the following types of activities, which include those relating to
the rail plan update process:

* @onitor rail traffic flows by railroad. station, and line;

. monitor commodity flow data for the State, particularly agri-
cultural products;

. perform detailed line analyses for lines threatened by aban-
donment;

. provide technical support to South Dakota rail users;

. 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; and

. assist railroads and rail users in South Dakota in developing
cooperative assistance projects.

In addition, the Division uses ocutside sources for certain technical

analyses requiring special expertise. This includes consulting firms speclal-
lizing in railrocad planning.

L.10.




EXHIBIT 1-4
ORGANIZATIONAL CHART
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EXHIBIT I-5

RAIL PLANNING PROCESS

FOR SOUTH DAKOTA

[266.15c)(11)]

AWARENESS OF
RAIL [SSUES

PUBLIC
ak INPUT,

L]

EXTERNAL
POLICY
DIRECTIVES

L]

INTERNAL POLICIES,
OBJECTIVES & GOALS

% PUBLIC
INPUT

]

DATA COLLECTION

Y

v

SPECIAL
STUDIES

RAILROAD IMPACT
AND POTENTIAL
STUDIES

AAIL LINE
INVENTORY
sTUDY

MILWAUKEE MILES
CITY LINE STUOY

CORE SYSTEM LINES
INFRASTRUCTURE
ANALYSIS

Y

L]

RAIL LINE INVENTORY
SYSTEM OVERVIEW

Y

Y

MONITGR RAIL TRAFFIC,
LINE STATUS AND CONDITION,
AND STATE COMMQOITY DATA

RAIL LINE ASSESSMENT : PUBLIC
AND LINE CLASSIFICATION INPUT
—
INTENSIVE STUDY LINE
= SELECTION
INTENSIVE STUDY LINE
ANALYSIS
ESSENTIAL RAIL ] "VBLIC m’::':&““ pUBLIE
SYSTEM INPUT e INPUT

J

DRAFT STATE RAIL PLAN,
WOATE. CR ADDENDUM

¥

PUBLIC HEARINGS

Y

FIMAL STATE RAIL PLAN,
UPDATE, OR ADDENDUM

MULTIMODAL PLANNING PROCESS

y

y

L]

Y

Y

LEGISLATIVE PLANNING
AND POLICY
RECOMMENDCATIONS

IMPLEMENTATION

CONTINUING PROCESS OF
UPFDATE AND REVISION

COMPREMENSIVE
STATE
TAANSPORTATION
PLAN

I.12




Exhibit I-4 illustrates the flow chart of rail planning activities of the
Division. The process involves several parallel activities, many of which sup-
port the preparation of the State rail plan. Other impacted areas include the
Comprehensive State Transportation Plan, the Multimodal Planning Process, and
the rallroad-related legislation of the State. The most important elements of
this process are the evaluation of the overall State rall system, the analysis
of intensive study lines, and the continuous monitoring of rail line services
and conditions. The Division, through its planning and project implementation
functions, also interacts with the rail planning agencies of neighboring states
to address rail-related issues of regional consequence. This has resulted in
joint line assistance projects with the states of North Dakota and Minnesota.

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 trans-
portation problems. Public participation in the States rail planning process
began with the 1973 Railroad Seminar held in Sioux Falls. Public input to the
process was formalized with the creation in 1973 of the 19-member Railroad
Policy Task Force, which initiated rail planning in South Dakota and sponsored
numercus public meetings throughout the State to acquaint leocal citizens with
the rail issues affecting their area and the resources available to them to
help maintain essential rail services. The Tagk Force was instrumental in mak-
ing people aware of the rail problems in South Dakota, helping shippers become
organized, writing and introducing pertinent legislation, helping create
the Division of Railroads, hiring consultants to perform work pertinent to rail
planning, and generally providing the major means whereby public input was
injected into the planning process.

The 5-member Railroad Advisory Commission, successor in 1977 to the Task
Force, carries on the public input role to the Division. Further input 1s
also provided by the six Planning and Development Districts of South Dakota.
Each district is composed of an area of the State characterized by similar
population and physical characteristics. Eaech district is headed by a Director
and serves county govermment and local municipalities. They are responsive to
the citizens of each multi-county area. )

A statewide Rail Users Association has been formed in South Dakota. The
Association is subdivided into local "Branch Line Chapters”. Its purpose is
te inform local rail users of current or expected rail issues and coordinate
their efforts to achieve their collective rail service goals. This organiza-
tion has been well informed of the rail planning process and has offered valu-
‘able local input into the statewide RAILPLAN and its revisions. It is ex—
pected that this organization will continue to provide shipper and citizen
input into the continuing planning process, plan update, and project imple-
mentation. Further information about the organization can be obtained from:

South Dakota Rail Users Association .
P.0. Box 829

Sioux Falls, South Dakota 57102
(805/334~5000)

Il13




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

. Transportation Commission - has final authority over all
expenditures of the Department of Transportation, includ-
ing the Division of Railroads;

. Policy Development and Evaluation Division of the DOT -
is working on the multi-modal approach to transportation
planning and is involved in the rail plan and planning
process as related to the statewide highway network;

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

. State Game, Fish, and Parks Department - is concerned
with future recreational areas using abandoned or rail
banked railroad right-of-way;

+ State Public Utilities Commissidn - is responsible for
rate regulation;

. State Departments of Energy and Natural Resources — are
concerned with the nature, amount, and 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 provided by
the State DOT through the issuance of news releases, agency mailings, and
special meetings and seminars. Division of Railroads staff have met with
‘numerous shipper groups and have made several public appearances throughout
the State for various groups and organizations to inform the public and solicit
public input to the planning process.

The Division staff has also directly contacted shippers and recelvers on
rail lines selected for intensive study. These interviews have provided in-
formation on shipper attitudes toward rail service, shipping patterns by mode
and commodity, and the effects of changes in rail service. The interview pro-
cess provides the shippers with an opportunity to understand the State's rail
planning process and provide direct input to the process.

The Division staff maintains close contact with the rall planning staffs
of neighboring states. Coordination between these staffs focuses on planning
activities, program development, and project implementation relating to proj-
ects involving intensive study lines operated between the participating states.

Numerocus public hearings are conducted throughout the State whenever a
RAILPLAN update, revision, or addendum is issued. These meetings provide. the
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State with the opportunity to describe the contents of the plan, explain the
study rationale and findings (particularly regarding intensive study lines
threatened by abandonment), and solicit public comment regarding the recom-
mendations contained in the study. These public hearings also provide both
the Division staff and local citizens with the opportunity to exchange ideas
and to discuss issues of recent development which might be more readily re-
solved.

This public participation process incorporates input from many different
sources to the overall rail planning process. This type of involvement 1s
essential to a meaningful rail planning process that is responsive to the needs
and concerns of local rail users. Rail assistance projects in particular re-
quire the active involvement and commitment of those affected by the project.
Therefore, public participation will continue to be a major component of the
rail planning process for South Dakota.

Public comments received during the preparation of this RAILPLAN are
contained in Appendix A.

RAIL SERVICE ISSUES

This section briefly reviews the major rail service 1ssues currently fac-
ing South Dakota. These issues focus on the current rail problems affecting
the State and the remaining needs which rail services are expected to meet.
They help to define the policles, objectives, and goals of South Dakota for
rail planning, thereby forming the basis for the 1980 RAILPLAN update.

Rail facilities in South Dakota are primarily light density branch lines,
with no major classification yards, shops, or terminals. The light density
nature of many of these lines prevents the use of jumbo hopper cars for grain
or fertilizer movements. These are more efficient and cost—effective than
box cars, which carry smaller loads and are transloaded less efficiently.
Without the ability to efficiently 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
producing potential of many of South Dakota's branch lines. As a result,
maintenance has been deferred for many years while the track has been allowed
to deteriorate.: This has led to further service declines as track speeds have
been reduced by slow orders, which in turn has resulted in further diversion
to other, transportation modes.

This continuing cycle of track and traffic deterioration has resulted in
South Dakota losing 48.9 percent of its operating rail mileage in the past 5 years.
This loss of trackage could become worse because an additional 443.6 miles of
rail lines in the State are potentially or currently threatened by abandonment.

Much of the rail mileage abandoned in the last few years was owned by the
Milwaukee Road. Abandonment of these lines reflects the Milwaukee Road's fi-
nancial difficulties and its attempts to reorganize into a more compact and
concentrated system.

I.15




Abandonment of all of these lines, along with the threat of potential
abandonment of others will severely impact the State's industrial development,
agricultural production, and natural resources potential. - Much of the current
rail traffic moving in South Dakota consists of high-volume, bulk commodities.
This includes grain, coal, fertilizer, gravel, clay, and pulpwood. These
commodities, when moving long distance, are typically more cost-effective to
move by railroad than by truck. Without rail accessibility, industries for
such commodities in the State would either have to ship by truck, relocate to
remaining railheads, or close. This is true for the many grain elevators in the
State, and the Big Stone Power Plant, which receives its coal from Gascoyne,
North Dakota, over the Milwaukee Miles City line. Fewer serviceable rail lines
will result in fewer opportunities for businesses which are dependent on rail
service.

As will be discussed, several of the recent Milwaukee Road abandonments
form part of an essential rail network for the State. Without these lines,
the South Dakota rall system is reduced to a handful of stub-ended branch
lines. Such a system would severely limit the availability of accessible,
competitive rail services within the State. Without a modern rail system
connected to the national rail network, South Dakota might not be considered
for and realize key future industrial growth, especlally by heavy industries.

As .traffic has been diverted to the motor carriers, accelerated deterio~-
ration of the highways used by these motor carriers has resulted. The in-
creased highway capital and maintenance costs of this diversion can produce
a significant annual cost to South Dakota, and to neighboring states.

One of the causes of rail decline in South Dakota has been the fluctuating
demand for rail service. Drought-related agricultural production shifts have
resulted in inadequate traffic levels for many lines in certain years. How-
ever, as irrigation becomes more prevalent in South Dakota and farmers in-
crease their on—-farm storage capacity, the variation of grain movements during
the year and between years should decline. A more stable grain production
rate, coupled with improved yields due to irrigation, may help to significant-
ly improve the attractiveness of grain traffic to the railroads.

The importance of rail accessibility for major bulk commodities moving in
South Dakota relates not only to the cost—effectiveness of such movements,
particularly over long distances, but also in terms of energy counsumption and
air pollution. On a per ton-mile basis, rail 1s far more efficient than trucks
for both of these factors. In these days of national fuel crises and
pollution, it is appropriate to favor tranmsportation methods that utilize modes
that are both energy and pollution efficient.

The loss of much of South Dakota's rail system stems from its lack of cen-
tralized manufacturing centers or energy producing sources within its borders,
and the genmerally poor conditiom of its rail facilities. As a state rail sys-
tem composed primarily of branch lines, South Dakota will continue to face the
prospect of line abandomment. To stop or reverse this process, the State must
identify the lines it considers essential to its overall transportation needs.
Once identified, these lines should then be the focus of track rehabilitation




programs aimed at reversing the deterioration caused by years of deferred
maintenance so that the line can move the more efficient jumbo hopper cars.
Such a program should be aimed at lines that offer a reasonable expectation
for becoming economically viable or that provide an important link to the
national rail transportation network. Non-essential lines should be
addressed in terms of reducing the negative impacts of abandonment, such as
moving a plant or elevator to the nearest remaining railhead or improving the
capacity of parallel highways to handle the diverted traffic. In certain
cases, the purchase of an abandoned rail line may be the only way to ensure
continued rail service to an essential rail line.

RAIL SERVICE AND PLANNING POLICIES, OBJECTIVES, AND GOALS 266.15(c) (1)

The direction of SOUTH DAKOTA RAILPLAN 1980 is defined by the plan's poli-
cies, objectives, and goals for rail service and planning. These policies,
objectives, and goals reflect the rail issues affecting South Dakota and the
consensus of the Division of Railroads and the Railroad Advisory Commission.
The State's policles define general statements of direction for rail service
and planning for South Dakota.

Rail Service and Planning Policies

. Rail users, railroad companies, local govermments, and the
State need to coordinate their efforts to solve transporta-

.tion problems in South Dakota.

. The South Dakota DOT encourages the continuation of finan-
cially solvent, privately owned and operated rall services
in the State. Therefore, the South Dakota DOT will not
openly oppose all railroad abandonment applications, but
first will consider the potential viability 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.

. The South Dakota DOT will support essential rail services
which are threatened by abandonment through the use of
avallable public and private funds, where the public in-
terest justifies such assistance. Possible assistance
includes acquisition, service continuation, rehabilitation,
rail banking, operations improvement, or substitute service.

. The South Dakota DOT will foster the coordination and con-—
solidation of rail services in the State where opportuni-
ties exist for improving the efficiency of rail operations.
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. The South Dakota DOT will 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.

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

Rail Service and Planning Objectives

. To foster adequate, safe, efficient, and economical trans-—
portation services for the movement of persons and.goods
in South Dakota.

. To integrate the State's transportation system with that
of neighboring states and with the national transporta-
tion system in order to facilitate interstate and nation-
wide travel, while also considering state and local needs,
desires, and the inherent social economic, environmental,
and land use impacts.

+ To integrate the various carriers and modes of transpor-
tation in order that they might safely, efficiently, and
economically supplement and complement each other in the
movement of persons and goods, recognizing the inherent
advantages of each mode.

+ To maintain essential rail services and facilities in
South Dakota which serve the public interest but which
cannot otherwise be profitably continued by private car-
riers.

. To coordinate the avallable resources of rail users, rail-
road carriers, and govermments (local, state, and federal)
for the purpose of maintaining essential transportation
accessibllity within South Dakota.

Established, workable goals are necessary for the state rail planning
process to outline courses of action and to define the desired future charac-~

teristics of the railroad system within the State of South Dakota.

Rail Service and Planning Goals

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

1.18
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To retain a viable core rail system to serve South Dakota
made up of essential lines which serve the primary traffic-
producing areas of the State and which provide accessi-
bility 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 alternative rail line or trans~
portation mode.

To develop competitive transportation options for those
commnities which lose rail service.

To promote increased use of rall service in those ways in
which it is best suited.

To provide for the transportation needs of commnities
where the loss of current rail service will cause severe
economic or soclo-economic hardships.

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

To develop, maintain, and improve the institutional capa-
bility for implementing state railroad policy by legisla-
tion, funding, program administration, and project imple-
mentation. -




II. SOUTH DAKOTA RATLROAD SYSTEM
[266.15(¢) (2 and 3)]

This chapter presents an overview description of the history of rail ser-
vice in South Dakota, the rail carriers and network currently serving the
State, the various categories of rail lines in the State, and the essential
rail lines which should be retained in operation. Where possible and appro-
priate, historical data are presented which show the recent trends in rail
usage and carrier operations.

RAILROAD SERVICE HISTCRY

The building of railroads in South Dakota came late in the history of the
nation's rail system. The first railroad lines in South Dakota opened in 1872
with the wave of early settlers. This followed 3 years after the first
transcontinental rail line in the United States was completed. The years
1880-1890 were the boom period of railroad construction in South Dakota. Rail
progressed westward rapidly, but halted at the Missouri River. The Federal
Government prohibited the railroads from building in the vast Indian
Reservation area of Western South Dakota until 1906.

While the westward race stopped temporarily in South Dakota, other aggre-
sive railroad construction and expansion diverted around the State and main
lines were built to the west coast through the States of Nebraska and North
Dakota. This proved to be unfortunate for South Dakota. The Milwaukee Road
finally crossed the Missouri River at Mobridge to build its transcontinental
route, but only many years after others had reached the western country and
established their markets. Four years after the Milwaukee Road's transcon=
tinental line opened in 1910, the Panama Canal was completed. As a result,
traffic patterns shifted and much of the historic and potential traffic
travelled through the Canal to eastern ports, thereby being eliminated from
the transcontinental rail movements. Much of South Dakota's track subsequently
ended up as branch lines, dependent upoun that traffic they could originate and
terminate for thelr self-support. They were not necessary links in the na-
tional railroad system for overhead traffic.

Most of the railroad construction in South Dakota was completed by 1911.
- There were 4,420 miles of railroad built in this State including some narrow
gauge lines in the Black Hills area. Today's operating rail mileage is down
to about 1,706.6 miles with the prospect that this mileage may decrease to
approximately 1,181 miles or less within the next 2 to 3 years.

This decrease in rail mileage is a result of many factors. Ome factor,
although it may not be the most important, is related to progress. The role
of the railroads has changed dramatically since 1940. Initially, the rail-
roads helped to build and settle this state by transporting immigrants and
their supplies. They served every small town along the way by transporting
goods, people, and mail with speed and reliability.

iI.1




The invention and refinement of the automobile along with the construc-—
tion of modern roads created less dependency on the railroad for passenger
transportation. Consequently, traffic and revenue dropped off. Soon the
demand for passenger service decreased to a point where this service was not
economically feasible to maintain. Freight and mail could be handled with less
frequency of service than passenger demands. Soon the mail contracts were
awarded to carriers utilizing cars and trucks and the public highways. Reve-
nues again decreased as did maintenance, service, and speed. It soon became
economically unfeasible to serve every small town along the line with less than
carload lots of commodities. The trend later shifted from full carload move-
ments of goods to multi-car loadings and, to the detriment of South Daketa's
branch lines, movements of large jumbo hopper cars. These cars, when loaded,
exceed the maximum weight allowable on many lines in South Dakota.

Many lines in South Dakota have the original lightweight rail or a light-
weight replacement rail which is incapable of adequately supporting heavy
(263,000 pounds) loads. Rail weights of 80-85 pounds are comsidered marginal,
whereas weights of 100 pounds or greater are recommended by the railroad com-
panies as necessary to safely support these heavy loads. Therefore, commodi-
ties transported on many lines in South Dakota must still utilize box cars.
Box cars are uno longer the standard of the rail freight industry. Those in
service in South Dakota are old and generally in deplorable condition. Spe-
cialty type cars constitute the majority of cars being purchased by rallroads
today.

With the decreasing volume of commodities shipped, the shifting of major
freight movements, the increased cost of providing service and the increased
cost to maintain or upgrade a line have all contributed to the railroad's cur-
rent tendency to abandon track in South Dakota. Already the railroads have
abandoned nearly 62 percent of all of the South Dakota track ever constructed.
Many of the lines which are gone are not needed today due to the availability
and versatility of modern day truck service. The need no longer exists within
the state for a complex and closely knit railroad network.

The railroads do, however, have a necessary and economically justifiable
place in the South Dakota tranmsportation network. Rail is needed to haul
heavy, bulky commodities long distances. "It is needed to haul South Dakota
agricultural products to the terminal markets located outside its borders. It
is needed to haul timber products to processing plants located in other states.
It is needed to haul ores, aggregates and other bulky products to areas for
processing or use. But South Dakota's current rail network cannot economically
continue to exist in its current configuration and conduct business hampered
as they are by outdated equipment, rates, rules, and demands.

This is the current condition of South Dakota's railroads. The concern
1s not only to identify the causes of these conditionms, but more importantly
to identify what must be done to maintain a total South Dakota transportation
system which the state and its citizens can support and afford. This update
is an element in that identification process.

II.2




CURPENT RAILROAD SYSTEM AND SERVICE -

The rail network in South Dakota is shown by line segment in Exhibit II-l.
Exhibit II-2 shows the highway network for the State. Together, these two
transportation networks provide the primary corridors for movement of goods
and people throughout South Dakota. The massive irrigation control dams along
the Missouri River, which divides the State into eastern agriculture and west-
ern range areas, prohibits the significant use of waterway transportation in
the State.

Four railroads currently operate 1,706.6 miles of rail line in South Da-
kota. These include the Milwaukee Road (347.2 miles), the Chicago and North
Western (C&NW) (826.6 miles - 74.0 miles via trackage rights over the abandoned
Milwaukee line from Aberdeen to Wolsey), the Burlington Northern (BN){466.5
miles - 7.7 miles via track to be acquired from the Milwaukee between Madison
and Wentworth), and the Soo Line (66.3 miles). The Illinois Central Gulf (1CG)
is in the process of abandoning its track in South Dakota. Exhibit II-3
illustrates the operating rail lines in South Dakota by rail carrier. Exhibit
I1-4 lists the mileage operated in South Dakota by each rail carrier as of
August 1980, as well as the percentange of total system route miles operated
in South Dakota by each rail carrier. Also listed are the miles of track that
each railroad has designated as either potentially subject to abandonment
within 3 years {(Category 1), under study by the railroad to determine its
economic viability (Category 2), pending abandonment approval (Category 3),
and all other rail lines operating in the State (Category 5). O0f the rail
mileage in South Dakota, 25 percent is Categery 1, 2 percent is Category 2,

2 percent is Category 3, and 71 percent is Category 5. Exhibit II-5 illus-
trates the location of rail lines that are currently classified as Category
1, Category 3, or abandoned. :

Much of the rail network shown as Exhibit II-1 is currently abandoned.
The 1,706.6 miles of rail lines continuing to be operated in South Dakota rep-
resent a 48.9 percent reduction in operating mileage since January 1976, and a
61.4 percent reduction from the all-time high of 4,420 miles once operated in
the State.

South Dakota has long been involved in rail line abandomments. The Chi-
cago and North Western has had an active abandonment program for the past 12
years. They have trimmed down their system and have eliminated most of their
dead-end branch lines. The Milwaukee Road did not have an active abandonment
plan in South Dakota and consequently had many miles of dead-end branch lines
still in operation when they filed for bankruptcy in December 1977. The rail
line embargo and subsequent abandomment of lines in South Dakota because of
the Milwaukee Road restructuring affected nearly 1,000 miles.

South Dakota has followed the actions of the Milwaukee Road very closely.
When their bankruptcy petition was filed on December 19, 1977, one half of the
State's rail mileage belonged to that carrier. The Court-appointed Trustee for
the Milwaukee Road submitted a reorganization plan om April 23, 1979, proposing
a core system for operations on 1,722 miles of track. None of the core system
was located in South Dakota, which meant that service would cease on nearly
1,400 miles of track in this State.
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Governor William J. Janklow met with the Trustee and proposed that the
rallroad add the Miles City extension to thelr core system. In comsideration
for keeping this 681 mile extension in their operating system, the Governor
pledged to raise $2.3 million to be applied to the immediate rehabilitation of
specified segments of this line. The Milwaukee Road accepted the Governor's
proposal. Application was made and the FRA approved the use of $1,860,000 in
federal monies to be taken from the entitlements available to the States of
South Dakota, North Dakota and Minnesota. Rail users on the line provided
the required match for the project which was completed during the 1979 con-
struction period.

Even though service has been retained on the Miles City extension, nearly
1,000 miles of other Milwaukee Road track in South Dakota was embargoed and
service has ceased. Subsequently, these lines have been approved for abandon-
ment. The Division continues to closely monitor the Milwaukee Road reorganiza-
tion process because the State is still affected by the actions of this rail-
road.

The State of South Dakota supports the reorganization effort of the Mil-
waukee Road and endorses the Milwaukee II structure as currently identified.
The State would like to see the Milwaukee II system be given a chance to deter=-
mine if the traffic and revenue projections are accurate and if the reorganized
system will work. Meanwhile, the state is pursuing methods of restoring
gervice on some former Milwaukee Road lines which have recently been approved
for abandonment.

Exhibit II-6 lists the rail lines that have been abandoned in South Dakocta
aince 1976. This list includes those Milwaukee lines omitted from the Mil-
waukee II reorganization plan and subsequently abandoned on June 28, 1980. The
rail mileage in South Dakota abandoned since 1976 consists of 72.5 percent Mil-
waukee trackage, 22.8 percent C&NW trackage, 3.8 percent BN trackage, and 0.9
percent ICG trackage.

Compared to other states, South Dakota's rail mileage in the Category 1,
Category 2, Category 3, and abandonment classifications have typically ranked
quite high. In the FRA listing of eligible lines as of October 1, 1979, South
Dakota was ranked as 5th in the nation for the sum of rail mileage in
Categories 1, 2, and 3, and mileage approved for abandonment since the
enactment of the 4-R Act. The mileage of South Dakota was exceeded only by the
mileage of the States of Illinois, Iowa, Michigan, and Wisconsin.

Part of the reason for the high number of abandouments in South Dakota
1s the low traffic density generated by local shippers and receivers. Most of
the rail lines in South Dakota carry very light traffic densities. .Exhibit
I1-7 1llustrates the average traffic density by direction for rail lines in the
State. Those lines that carry a significant traffic density (over 5 million
gross tons) serve primarily overhead traffic, or traffic that moves through the
State. Achievement of higher traffic densities on other local lines will
require the consolidation of rail lines which can concentrate the available
rail traffic market, unless significant traffic increases develop.
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ABANDONMENTS APPROVED SINCE 1976

EXHIBIT I1-6
SOUTH DAKOTA RAIL LINE

YEAR . MILES
RAILROAD — LINE DESCRIPTION ABANDONED ABANDONED
MILWAUKEE ROAD
1. Roscoe to Orient 1977 410
2. Trail City to Faith 1979 106.5
3. Woonsocket to Wessington Springs 1979 16.2
4, Bristol to Garden City 1979 288
5. Moreau Jct. to Isabel 1979 56.5
6. Marion Jet. to Manno 1978 215
7. Jackson, MN to Egan 1979 120
8. Andover to Brampton, ND 1980 38.6
9, Rascoe to Linton, ND 1980 40.7
10. Abardeen to Edgeley 1980 38
11. Ortonvilla, MN to Fargo, ND 1880 1.3
12, Madison to Bryant 1880 47.3
13. Napa to Platte 1920 82.9
14, Mitcheli to Rapid City 1980 286.0
15. East Wye Switch to Mitchell 1980 1165
16. East Wye Switch to Canton 1980 153
17. Canton to Mitchell 1980 78.%
18. Sioux Falls to Sioux Falls Jct. 1280 323
19. Egan to Madison 1980 26.0
20. Mitchaell to Wolsey 1980 54.6
21. Wolsay to Aberdeen .. 1980 74.0
22. Mason City, |A to Canton, SD 1880 . 30
23. Sioux City to East Wye Switch 1880 14.7
‘24, Canton to Sioux Falls 1980 20.8
‘ TOTAL 12454
CHICAGO & NORTH WESTERN
1. Winner, SD to Norfolk, NE 1978 63.2
2. Watertown to Suatford 1977 714
3. Clark to Doland 1977 18.7
4, Wren, 1A to Iroguois, SD 1978 1265
5. Jaily to Jolly Dump 1979 iz
6. James Vallay Jct. to Redfieid 1979 338
7. Ellis to Mitchell 1980 662
8 Redfield to Frankfort 1980 9.7
9 Tracy, MN to Gery, SD 1980 1.0
TOTAL 302.2
BURLINGTON NORTHERN
1. Near Yankton 1976 4.1
2. Minnskahta to Hot Springs 1977 119
3. Wantworth to Hayti 1980 49.2
TOTAL 65.2
S00 LINE
None - -
ILLINOIS CENTRAL GULF
1. Cherokea, |A to Sioux Falls 1980 149
GRAND TOTAL 17177
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Gross revenues generated by railroad for operations in South Dakota for
the years 1974 through 1979 appear in Exhibit II-8. 1In 1979, the total reve-
nue for all railroad operations in the State exceeded $80 million, most of
which was freight charges. Of the five raillroads serving South Dakota through
1979, the Burlington Northern demonstrated the greatest increase in revenues
(350 percent) due largely to the large increase in coal movements through the
southwestern portion of the State. Milwaukee Road revenues remained fairly
constant between 1976 and 1979.

State Rail Usage (1973 to 1979)

The volume of traffic originating and terminating in South Dakota has re-
covered somewhat from the drought years of 1976 and 1977 when total carloadings
fell to less than 96,000 per year. (This is shown in Exhibit II-9.) The 1979
total carloads for all railroads in the State totaled to 108,633, excluding all
bridge traffic. This recovery however does not approach the traffic levels
achieved in the early 1970s, when over 128,000 carloads moved to or from South
Dakota in 1973.

Exhibit II-10 lists the total number of carloads, originating and termi-
nating in South Dakota, by railroad and commodity for 1979. Mi lwaukee traffic
represents 50 percent of the total origins and terminations with 54,277 car-
loads, C&NW traffic represents 31 percent with 34,138 carloads, BN traffic rep-—
resents 15 percent with 15,885 carloads, and both Soo Line and ICG traffic rep-
resent about 2 percent each, with 2,637 carloads and 1,696 carloads respec-—
tively.

The major commodities moving by rail to or from South Dakota shippers
include farm products, coal, non-metallic minerals, food and kindred products,
lumber and wood products, and stone, clay and glass products. In 1973, the
predominant commodity generated in South Dakota was farm products, representing
49, 231 carloads or 38 percent of all traffic originating and terminating in
the State. Most of this traffic was originating traffic. The number of car-
loads of farm products decreased to 17,307 in 1976 or 18 percent of the total
carloadings, and increased to 30,450 or 28 percent of total carloadings in
1979.

Coal was only 5 percent of all carloadings (6,105 carloads) in 1973,
With the opening of Big Stone Power Plant at Big Stone City in 1975, this num-
ber increased to 23,162 carloads and was 29,699 in 1979, or 27 percent of the
total carloads generated in the State. '

In 1973, non-metallic minerals was the second largest commodity generated
in the State with 19,147 carloads or 15 percent of the total. Carloadings
of this commodity decreased to 7,884 in 1976 and 7,491 in 1979 or 7 percent of
the totals, a reduction of more than 60 percent since 1973.

Food and kindred products amounted to 11,761 carloads or 9 percent of the
total in 1973. By 1979, this commodity had declined to 5,340 carloads or 5
percent of the total. Lumber and wood products amounted to 7,078 carloads in
1973, or 5 percent of the total. This commodity has remained fairly stable
since then, amounting to 7,483 carloads in 1979, or 7 percent of the total.

II1.12




EXHIBIT 1I-3

GROSS REVENUE FOR RAILROAD
OPERATIONS IN SOUTH DAKOTA BY

REVENUE SOURCE ¥
1974 1978 197¢ 1977 1978 1979

MILWAUKEE AOAD

Freight - $27.574,000 $28 434,000 $31,897.000 $31 289,000 $31,602,000 £29,036,000

Mail Service 51,000 - - - - -

Switching 37.000 29,000 42 000 48,000 100,000 44 000

Misc. 49,000 47,000 43,000 58,000 78,000 3,223,000

Toul £27.711,000 $28 507,000 $31.982,000 $31,394 000 $31.773,000 £32,303,000
CHMICAGO & NORTH WESTERN

Freight $12,112,595 511,668,642 $12,172.000 $11,505,000 $13,098.000 $16,260,000

Switching 203.372 178,201 197 000 203,000 154,000 212.000

Mise, 8528 14,3200 64,000 - 733,000 203.000

Toul 312,325,508 311,829 518 $12,433,000 $11,708,000 $13,482.000 $18,67%.000
BURLINGTON NORTHERN ]

Freigit $ 8,721,845 1 9.749.000 $11,643,000 $18,293,000 $21.429 000 £30,79%.000

Pansangers =] - - . - - -

Mail Servicm 1,358 - - - - -

Switeving 81,043 63,000 63,000 46,000 94,000 92,000

Mitc. 19477 18,000 39,000 35,000 . 60,000 60,000

Tow $ 8,804 383 $ 9,850,000 $11,748,000 315,414,000 $21,593.000 $30,947,000
$00 LINE

Fradght’ 1 TI450 s 61354 s 49203 s 51538 s s s 187579

Misc., 129 -] 160 102 -] s

Total s TIsM™ s &1583 3 4938 $ 81940 s 9s.m00 3 167804
ILLINOIS CENTRAL GULF

Fraight § 58,48 $  ®87 $ 58000 s 62000 $ 68,000 s 78000

Switching 9.507 818 13,000 13,000 13,000 14,000

Mise. 25,040 101 10,000 3,000 1,000 6,000

Total [ 7 ] $ 71408 T 000 s 78,000 $ 89000 97000
STATE TOTAL

Freignt $48,541 035 249,961,183 $%5,819.202 553,200,838 $66,200,373 $78.336.5T0

Pazsengics 32 - - - - -

Mail Servicem §2,3%8 - - - - -

Switching mnan 38,810 318,000 348,000 361,000 362,000

Migs, 101,974 81,622 158,180 97.302 176,225 3481228

Tots - $49.007,41% 350715504 $%6.290.383 $58,545 940 487,037,668 $80, 189,804

NOTE: Entries of s contracy charscter indicated by psrenthauls
Theme figures sre miléage B FEtd FAVINUE BN NOL SLILIOA revenus.

SOURCE: Annusl Regort of the Asliroads to the Interszece Commarce Commission,

5 inciudes Bridge Traific
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EXHIBIT 11I-9

TOTAL NUMBER OF CARLOADS OF COMMODITIES ORIGINATING
AND TERMINATING IN SOUTH DAKOTA — ALL RAILROADS

svee
CODE COMMUODITY DESCRIPTION 1973 1974 1975 1974 177 1973 1979
" Farm Products 49,231 43,170 28,029 17,307 18,730 w242 30,450
o9 Fish & Marine Producty 18 -} 2 - 4 -] L
10 Martallia Gres o 12 2 1 2 1 1
1 Coal 6,105 6,400 3183 8,000 28,708 32,349 29.609
14 Non.metailic Minerals 19,147 14,080 4,750 7.884 9111 8173 740
19 Ovdence & Acossmoriss 76 k] 15 18 ° 55 ] ?
2 Food & Kindred Products 11708 13019 10,043 9,308 7953 6,049 5,340
F 4] Tabeczo Products 8 3 12 17 13 14 g
2 Basia Textiles L 64 &5 79 o« 100 57
23 Othar Textile 3 F-} ] 10 -} T 2
24 Lumber & Wood Producs 778 4934 3792 7,025 7.018 7370 7483
25 Furniture [ o4 480 Lr ] s 421 7e
i} Puip, Paper & Others 1320 1,438 1,155 140 1,434 1298 1423
7 Printed Myttar 2 2 1 4 - - 1
8 Chamicaty & Allied Producty 4,862 470 4,041 1074 3,174 330 3,448
F-] Petroleum & Cosl Products 3398 2,174 1,601 1494 MR AL 1,5%9 1376
0 Pubber & Miscelisnsqus 412 E ) 273 342 1] =] 295
n Lenther & Relsted Produce - - 45 23 1 - 1
x Stone, Clay & Others 15289 18,588 14,763 14 A58 13,804 11,992 13,904
n Primary Metai 1587 1,399 919 818 1,001 1,093 1,399
34 Fabr. Matsi Products 1933 1343 830 [=r] 2685 163 120
» Machinery 1343 1493 1428 1110 884 800 78
] Electrical Machinery 468 564 20 203 33 158 e
7 Traneportation Equipment 482 420 264 Fxa) ] 128 92
3 Ingtruments & Othars - - 4 [} ] - -
N Miso, Products 52 L) ] 2 AL E 3
L Warts & Scrap Metal 1238 .87 839 1,287 768 13 1,081
41 Mise. Freigitt Shipments 143 197 76 44 FL X E
42 Contsiners & Othery a7 2 184 13 184 179 T4
a4 Framght Forwarder Traffle 145 L] 74 m 189 388 %0
a5 Shipper Amoc. 110 n? 205 n2 1294 1,082 - 833
@ Miza. Mixed Shigmants 1,657 1,119 1576 1,422 a7 am 1.173
GRAND TOTAL 120,773 118.384 104,856 97230 98,738 108,503 108,633
SOURCE: Annusl Reoorn of the Rallirosde to the [+ e Co
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EXHIBIT I1-10

TOTAL NUMBER OF CARLOADS BY COMMODITY AND RAILROAD

ORIGINATING AND TERMINATING IN SOUTH DAKOTA

1979
TOTAL
sTee : % OF
CODE COMMQUITY DESCRIPTION MILW RD CRNW BN SO0 ICG CARS TOTAL
o1 Form Products 13,747 asm 5,514 2,422 20 0,430 WK
09 Fresh Fish & Mavine Producn - - '] - - ] -
10 Matsilic Ores - - 1 - - 1 -
1 Coal 27,523 a7 2,088 1 - 29.609 7
1 Non-metallic Minersis exceot Fiais 3.597 2875 950 - [ 7491 7
19 Ordence & Accssnries 2 . 1 1 - 2 7 -
20 Food & Kindred Products 1224 a.413 1,703 - - 3,340 &
il Taobscco Producth 3 8 - - - ] -
n Basic Textiles ) B ] k2] 19 - 11 -
13 Apparel & Other Taxtiles 2 - - - - 2 -
24 Lumber & Wood Products 1435 8,112 297 1 - ] 7.483 7
5 Fumiture & Fixturse 118 144 116 - 3 e -
26 Pulp, Paper & Allied Products 401 414 802 - 8 1423 t
n Printad Matrer - 1 - - - 1 -
8 Chamicsls & Allled Pr 1.630 841 12 1907 58 1,449 3
n Petraleum & Cosd Products 7 s 1018 4 2 238 2
30 Rubber 5 Miscellaneous 33 19 114 - - F- -] -
n Lesther Producty - 1 - - - 1 -
32 Stone, Clay & Glao Product . 2419 11222 “ug 1 3 13504 13
n Primary Matsl Productsy 583 305 435 74 2 1,349 1
k] Fabricatad Matal Producs 50 b A4 4 - 120 -
35 Machinery Excrpt Elacerical 264 81 130 3 - (1] ] 1
38 Elwctrical hinery & Suppls n 93 30 - 14 162 -
n Tramportation Equipment ) m 12 247 - 2 2 -
k] Instrument Photo & Optical Goods - - - - - - -
k] kacail ing Prod - 30 - - - x -
40 Wazte & Scrap Matsrials 654 2 s - - 1,081 1
“ L Fraight Ship % 7 3 - - ] -
42 Canysinesy 45 18 4 - 7 74 -
a4 Fraight Farwerder Tralfic - - 8 - M2 50 -
45 Shipper Assacistion Tratfic 48 & ) - 188 883 1
8 ! Mixed Shi X 164 13 196 1 589 1.173 1
GRAND TOTAL 54277 34,138 15,885 2.5837 1,506 108,633 100%
SOUACE: Annual Repce of 1he Aalroads to the interstats Commerce Commissian.
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In 1973, 15,251 carloads of stone, clay, and glass products were gener-
ated in the State, amounting to 12 percent of the total., This number has
fallen to 13,904 carloads generated in 1979, or 13 percent of the total. In
1979, farm products remains the major commodity originated or terminated in
South Dakota, while coal represents a close second.

The number of carloads of traffic originating and terminating on the vari-
ous lines has changed since 1973 as well as each carrier's proportional share
(Exhibit II-11). 1In 1973, the Milwaukee Road handled 43,534 carloads, or 34
percent out of a total of 128,776 carloads Statewide. Their carloads grew to
54,277 out of a total of 108,633 carloads, or 50 percent of the total carloads
generated in the State by 1979. The C&NW generated 56,248 carloads in 1973
for 44 percent of the total, versus 34,138 carloads or 31 percent in 1979. The
BN's share in South Dakota decreased from 21,711 carloads or 17 percent to
15,885 carloads or 15 percent in 1979. The Soo Line's share also decreased
from 3,664 carloads to 2,637 carloads, or from 3 percent to 2 percent of the
carloads generated in the State by 1979. The ICG's share also decreased, from
3,619 carloads or 3 percent in 1973 to 1,696 carlcads or 2 percent of the
State's total traffic in 1979. These figures include only originating and ter-
minating traffic.

When comparing originating to terminating carloads by railroad for 1973
through 1979 (Exhibit II-11), it is apparent that in 1979 the total traffic for
all railroad carriers 1s evenly split. Since 1973, the percent of originating
. carloads has decreased from a rate of 66 percent. of the total traffic to 51
percent in 1979. This 13 due primarily to the continuing diversion of
originating grain movements to motor carriers and the significant increase in
terminating coal traffic destined for the Big Stone Power Plant..

According to the One Percent Waybill Sample for 1973 through 1978, the
primary states of origin for South Dakota-bound rall traffic include North
Dakota, Illinois, and Minnesota which account for over 68 percent of the total
inbound carloads in 1978 (Exhibit II-12). The primary states of destination
for South Dakota-bound rail traffic include Minnesota, Wisconsin, and Washing-
ton, which account for over 62 percent of the total ocutbound carloads in 1978.
As shown in the exhibit, the distribution of rail traffic by origin-destination
palr changes somewhat from year to year as markets and natural resources shift.
This exhibit also reveals that the traffic flows are becoming more concentra-
ted, and tend to focus on specific origin-destination pairs. The declines in
the percentages of other states for both originating and terminating traffic
from 1973 to 1978 demonstrate the concentrating effect. In addition, the
states that provide the highest proportion of originating or terminating
traffic for South Dakota generally represent higher percentages in 1978 than
1973, This trend is characteristic of the railroad industry today, as it
attempts to concentrate efforts on high volume, bulk commodities, such as coal
or grain.

Since 1973, the percent of carloads moving intrastate within South Dakota
has declined from 14.7 percent of the total carloads moving in the State to
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EXHIBIT II-12

SOUTH DAKOTA RAIL FREIGHT
ORIGINS AND DESTINATIONS

PERCENT INBOUND CARLOADS BY ORIGIN STATE

1973 1978
ORIGIN % ORIGIN %
Wyoming 18.8 North Dakota 495
Hlinois 12.0 llinois 105
Minnesota 8.0 Minnesota 89
Kansas 7.2 Wyoming 6.1
lowa - 6.9 lowa 3.1
Montana 54 Kansas 26
Wisconsin 4.7 Nebraska 2.2
Other 37.0 Other 171
TOTAL 100.0 + TOTAL 100.0
PERCENT OUTBOUND CARLOADS BY DESTINATION STATE
1973 1978
DESTINATION % DESTINATION %
Minnesota 3.1 Minnesota 323
lowa 101 Wisconsin 16.0
Nebraska 9.6 Washington 13.9
Wisconsin 95 lowa 85
Missouri 6.8 Missouri 4.7
Washington 4.0 Nebraska 4.2
Kansas 35 lllinois 24
Other 254 Other 18.0
TOTAL 100.0 TOTAL 100.0

SOURCE: One-Percent Waybill Statistics, Interstate Commerce Commisvion, 1973 and 1978,
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7.1 percent in 1978. This indicates that the use of rail traffic for local,
short-haul moves is declining in South Dakota, with most rall shipments being
destined for out-of-state markets or originating in out-of-state supply sources
(coal, lumber, and machinery). This information is based on the One Percent
Waybill Sample, which provides a general picture of rail traffic moving
throughout the country based on sampled railroad waybills.

Nonfreight Rail Services

In addition to the four Class I rail carriers which provide freight ser-—
vice in South Dakota, two tourlst train operations provide limited passenger
service. The Black Hills Central Railroad is a privately owned corporation
which operates daily steam excursion trains during the summer between Hill
City and Keystone via trackage rights with the BN. Extended service to Custer
has been provided in the past. The Black Eills Central Railroad consists of
six steam locomotives and numerous vintage passenger cars. The present owner
of the Black Hills Central Railroad has expressed an interest in acquiring the
BN track in the Black Hills area, from Edgemont to Deadwood and Hill City to
Keystone, Lf the BN would abandon the line.

The Historic Dakota Central Railroad is a privately owned company which
owns one steam engine, several passenger cars, and two miles of the former
Milwaukee Road line that ran from Madison west to Woonsocket, abandoned in
1972. Summer operations on a limited basis are provided between Madison and
Prairie Village. The current plan by BN to acquire and operate the Madison
to Wentworth line will require the Historic Dakota Central Railrocad to get BN
approval for access into Madison.

RAIL LINE CHARACTERISTICS

The rail network serving South Dakota can be characterized in many ways.
Exhibit II-3 illustrates the rail lines by operating carrier; Exhibit II-5 i1-
lustrates the Category 1 and 3 lines and the lines already abandoned; and Exhi-
bit II-7 illustrates the light density lines in the state. '

Exhibit II-13 displays the rail lines in South Dakota eligible for project
assistance under the Section 803 Program of the 4-R Act. These include aban-
doned lines and light density lines in the State, which currently comprise the
vast majority of rail lines in South Dakota. Selection of lines for intensive
study and project consideration will be addressed in Section IV of Part B, of
this report.

Exhibit 1I-14 shows the rail lines in South Dakota that are currently un-—
der transition. These include lines expected to be retained as part of the
reorganized Milwaukee II system, consolidation project lines, and lines anti-
cipated to be included in the Railroad Authority's purchase of abandoned
Milwaukee rall lines in the State.

IT1.19
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Exhibit II-15 displays the location of rail assistance projects for which
federal assistance may be sought, as well as lines whose projects are funded
by non-federal sources. The first group of lines or sites will involve appli-
cation for Section 803 project assistance. The second group of lines are part
of the proposed South Dakota core railroad system which are currently being
studied in detail using State resources entirely. Also shown as part of this
second group is the Milwaukee Miles City line from Jonathan, Minnesota, to
Gascoyne, North Dakota. This line is also under special study by the Division
to assess its short-term viability using State resources. :

Exhibit II-16 lists the remaining trailer-on-flat-car/container-on-flat-
car (TOFC/COFC) facilities in South Dakota. Since 1977, the number of TOFC/
COFC ramps in the State has decreased from 19 to 4. The remaining ramps are
evenly distributed throughout the State, located in the largest cities of the
State on railroad main lines.

ESSENTIAL RAIL SYSTEM DESCRIPTION

The crisis nature of rail issues facing the State of South Dakota makes it
imperative that assistance efforts be directed where the greatest benefit to
the State can be achieved. This requires the State to identify which rail
lines are essential to its transportation and economic development needs, and
to direct available resources to those lines. The poor condition of much of
South Dakota's rail network makes rehabilitation and maintenance of all lines
in the state financially unrealistic. By focusing on a subset of essential
rail lines, the State can more effectively apply its scarce resources by prior—
itizing lines that are candidates for assistance.

For the purposes of this study, essential rail lines are defined by sev-
eral characteristics, including:

. current and projected traffic volumes;
. access to the major grain producing parts of the State;

. access to the national rail transportation network;
. access to natural resocurce areas, particularly coal depo-
sits; and

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

The major commodity moving by railroad in South Dakota is grain, and the
most important industry in South Dakota today is agriculture. South Dakota
farmers produced nearly 455 million bushels of grain in 1979 (Exhibit II-17).
This production, converted to dollars, represeants a value of approximately $1.3
billion. Of this total, estimated off-farm sales amount to over $729 million.

Wheat had the largest sales volume representing over $219.

I1.22
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EXHIBIT 11-16

TRAILER-ON-FLATCAR (T OFC) FACILITY LOCATIONS
WITHIN THE STATE OF SOUTH DAKOTA

LOCATION OPERATING RAILROAD

Aberdeen Milwaukee Road

Mobridge Milwaukee Road

Rapid City Chicago & North Western

Sioux Fails Burlington Northern
lllinois Central Gulf

SOURCE: Officiat Railroad Guide, July-August 1980,

I1.24




EXHIBIT II.17

SOUTH DAKOTA VS UNITED STATES
AGRICULTURE PRODUCTION — 1979
(1,000 BU.)

SOUTH DAKOTA UNITED STATES PERCENT

COMMODITY PRODUCTION PRODUCTION sSDVSUS
Corn 210,900 7,763,771 2.7%
Sorghum 13,590 814,308 1.7%
Qats 98,500 534,386 18.4%
Barley 20,000 378,067 5.3%
Wheat 60,060 2,141,732 2.8%
Rye 6,300 24 549 25.7%
Soybeans 20,955 2,267,647 0.9%
FlaxSeed 4,900 13,539 36.2%
TOTALS 435,206 13,937,999 3.1%
Hay 7,915 Tons 145,878 Tons 5.4%
Sunflowers 378,150 Tons 3,652,795 Tons 10.4%

SOURCE: United States Department of agriculture,
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million or 28 percent of the total grain production, followed by corn with §188
million or 26 percent. Since the drought of 1976, grain production for the
State has more than tripled. For 1979, South Dakota ranks first in the United
States in the sale of oats and rye, second in the sale of flaxseed, and third
in the production of sunflowers. As of April l; 1980, it is estimated- that
over 328 million bushels of grain are in storage in South Dakota. This in-
cludes both on-farm and commercial storage. This stored grain has an estimated
overall value of $702 million.

Grain production totals by county for 1979 are aggregated into three
ranges (Exhibit II-18). Note the heavy concentration of high volume grain-
_producing counties east of the Missouri River. Exhibit II-19 shows the
expected production of the grain producing areas by 1990, while Exhibit II-20
shows the total 1978 on-and off-farm grain storage capacity by county.
Service to these high volume grain producing and storage areas is considered an
important determinant of ‘rail-line significance.

Access to natural resources such as coal provides another basis for
making a rall line more essential. Exhibit II~21 shows the location of coal
resources in South Dakota and the rail line serving the area.

During 1979, a special study called the South Dakota Rail Line Inventory
Study was undertaken by the Division and outside consulting firms to prioritize
all line segments in the State on the basis of -six criteria, including current
traffic, future traffic potential, network accessibility, rehabilitation costs,
additional shipper costs, and additional highway costs. Although the results
of this study are preliminary and do not account for the interrelationships
between lines in the same area, they do provide a supporting basis for develop—
ing an essential rail system for South Dakota.

Based upon the analyses contained in this study, each segment received a
summary evaluation rating. This summary evaluation rating was based upon a
welghted average of the ratings given for each criterion by line segment. Ex—
hibit II-22 1ists the ratings for each line segment in South Dakota. Ratings
are also provided for rail lines abandoned since the release of the study in
January 1980. This permits the evaluation of lines recently embargoed and then
abandoned by the Milwaukee Road which are currently being considered for ac~
quisition by the Railroad Authority. Exhibit II-23 displays the ratings of
each line segment in South Dakota. This exhibit demonstrates which lines would
produce the most severe effects due to abandonment of rail service. These
lines form the nucleus of the proposed essential rail network for South Dakota.

Based upon the previous information and study results, the essential rail
system for South Dakota 1s defined as illustrated in Exhibit II-24. These
lines form a basic skeletal rail network of feeder lines serving the agricul-
tural producing areas of the State; main lines linking the shippers in South
Dakota with local, national, and international markets; and secondary main
lines which connect the feeder lines to the main lines. Extensions beyond this
essential rail system are possible where sufficient revenues are generated to
justify service extension or the lines are already being served and maintained
by a raill carrier.
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EXHIBIT 1-22

SOUTH DAKOTA RAIL SEGMENT

EVALUATION RATINGS

Segment
Number

Line Description

Summary
Rating

Milwaukee Road

MWO01
Mwoz2
MWo3
Mwo4
* MWO5S
MW06
Mwos
* MWO09
* MW10
¥ MW11
Mw12
* MW13
MW14
MW15
MW16 '
MwW17
*MWI18
X MW19
* MW20
MW21a
MW21b
Mw22
MW23
Mw2z4
MW25
MW26
Mw27

Chicago & North Western

CNO1
CNO2
CNO3
* CNOQ4a
CNO4b
CNODS
CNOG6
CNO7
% CNO8
CNO9
CN10
CNT1
CN12
CN13
CN15
CN16
ZN17
*CN18
CN19

Montevideo, MN to Aberdeen, SD
Aberdeen to Mobridge

Mobricdge, SD to Marmarth, ND
Milhank to Sisseton

Bristol to Garden City

Andover, SD to Brampton, ND
Roscoe, SD to Linton, ND
Moreau Jet. to Trail City

Trail City to Isabel

Trail City to Faith

McLaughlin, SD to New England, ND
Ortonville, MN to Fargo, ND
Mason City, |A to Canton, SD
Canton to Mitchell

Mitchell to Wolsey

Wolsey to Aberdeen

Aberdeen, SD to Edgeley, ND
Marion, Jct. to Menno )
Woonsocket to Wessington Springs
Mitchell to Murdo

Murdo to Rapid City

Sioux City, IA to Sioux Falls, SD
Sioux Fails to Sioux Falls Jct.
East Wye Switch to Mitchel!

Napa to Platte ‘
Jackson, MN to Madison, SD
Madison to Bryant

Tracy, MN to Huron, SD
Huron to Pierre

. Pierre to Rapid City

James Valley Jct. to Redfield
Redfield to Aberdeen

Aberdeen, SD to Oakes, ND
Chadron, NB to Rapid City, SD
Rapid City, SD to Bentonite, WY
Jolly to Jolly Dump
Worthington, MN to Sioux Falls, SD
Sioux Falls to Mitchell _
Hawardeon, |A to Beresford, SD
Sioux Valley Jet. to Watertown
Watertown to Clark

Redfield to Frankfort

Blunt to Gettysburg

Tracy, MN to Gary, SD

Norfolk, NB to Winner, SD

Box Elder to Ellsworth AFB

goOOODeoDOmMMmMpopOCOoOQQUUNMNMMmMoomMmOP»2

mMoOoooOmMOODmMPpPPO0O0MUID

Not Rated

% Abandoned lines whose descriptive sheets have been omitieci.fron{ this update due to the unlikelihood of rait service

resumption or rail banking.
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o
EXHIBIT II- 22
SOUTH DAKOTA RAIL SEGMENT
EVALUATION RATINGS (Cont.) ®
Segment Sumary
Number ) Line Description Rating
®
Burlington Northern
8NO01 Willmar, MN to Garretson, SD A
8NO2 Garretson, SD to Sioux City, 1A A
BNO3 - Garretson to Sioux Falls A
BNO4 Sioux Falls to Yankton D
BNOS Sioux Falls - Hayti D ®
BNOG Benson, MN to Watertown, SD C
BNO7 Watertown to Huron c
BNOS Genesco Jet. to Aberdeen D
BNOS Alliance, NB to Edgemont, SD A
BN10D Edgemont, SD to Gillette, WY A
BN11 Edgemont to Deadwood c
*BN12 Minnekahta to Hot Springs E 4
BN13 Hill City to Keystone D
BN14 Kirk to Lead D
Soo Line
sSLo Veblen Jet., ND to Veblen, SD D
sLO2 Wishek, ND to Pollock, $D D L
tilinois Central Guif
1C01 Cherokee, 1A to Sioux Falis, SD c.
Rating Key
®
A - Highest Priority
B - Significant Impact
C - Limited Impact
D - Minimal Impact
E - Abandoned
SOURCE: South Dakota Rait Line Inventory Study, Day & Zimmerman, Inc., ' . ®
and Roebis Associates, January 1980, p. 15-17.
L
¢
¥ Abandoned lines whdse descriptive sheets have been omitted from this update due to the unlikelihood of rail service
resumption or rail banking.
IT.32
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Defining the essential rail system for South Dakota provides an important
basls for the remainder of this plan, particularly the analysis of intensive
study lines in Part B. Future planning and assistance efferts can now be
directed toward ensuring that the essential rail system is maintained.

Reflecting on the lines identified as essential, the Railrocad Authority is
negotiating with the Milwaukee Road to buy a 760-mile portion of the abandoned
lines in South Dakota left out of the proposed Milwaukee II system.

Also being considered is the leasing of 55 miles of Milwaukee Road lines
located in Iowa along the southeastern border of South Dakota between Canton,
SD and Sicux City, IA and the purchasing of 19 miles of the Chicago & North
Western line between Hawarden, IA and Beresford, SD. This acquisition plan,
illustrated in Exhibit II-25, includes all of the essential rail lines that are
abandoned, plus several extensions (such as the Napa to Platte branchline) that
might become viable under a revised operating plan. These acquired lines will
form the basis for a core railroad system for South Dakota. This system will
connect with existing railroads at Sioux City, Sioux Falls, Wolsey, and
Aberdeen, and be operated either by a Class I or Class II railroad operator.

By identifying an essential rail system and purchasing those portiocns
threatened by abandomment, the Division, through the Railroad Authority, can
ensure that the most needed rail transportation services are maintained for
the long-term in South Dakota.

RAIL LINE SEGMENT DESCRIPTIONS (266.15 {c) (2))

The following pages provide a capsule description of each rail line seg-
ment in South Dakota. TFifty-one segment descriptions are included, with the
following breakdown by operating railroad:

« Milwaukee Road 21 segments
+ Chicago & North Western 14 segments
+ Burlington Northern 13 segments
» Soo Line -2 segmenfs
+ Illinois Central Gulf 1 segment

Included in each description is a listing of line and service characteristics,
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 sys-
tems. Together, these segment descriptions provide a useful inventory of the
rall system serving South Dakota.
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EXHIBIT I1.26

SOUTH DAKOTA RAIL SEGMENTS

Segment
Number Line Description ICC Category
Milwaukee Road
MW01 Montevideo, MN to Aberdeen, SD 1
MwO02 Aberdeen to Mobridge 1
MWwo3 Mobridge, SD to Marmarth, ND 1
Mwo4 Milbank to Sisseton 1
*MWO5S Bristol to Garden City Abandoned
MWO06 Andover, SD to Brampton, ND Ahandoned
Mwos Roscoe, SD to Linton, ND Abandoned
* MWO09 Moreau Jet. to Trail City Abandoned
* MW10 Trail City to Isabel Abandoned
*MW11 Trail City 1o Faith Abandoned
Mw12 McLaughlin, SD to New England, ND 1
*MWI13 Ortonville, MN to Fargo, ND Abandoned
Mw14 Mason City, 1A to Canton, SD Abandoned
MW15 Canton to Mitchell Abandoned
MW16 Mitchell to Wolsey Abandoned
Mw17 Wolsey to Aberdeen Abandoned
* MW18 Aberdeen, SD to Edgeley, ND Abandoned
* MW19 Marion, Jet. to Menno Abandoned
sk MW20 Woonsocket to Wessington Springs Abandoned
MW21a Mitchell to Murdo Abandoned
MW21b Murdo to Rapid City Abandoned
Mw22 Sioux City, |A to Sioux Falls, SD Abandoned
Mw23 Sioux Falls to Sioux Fails Jet. Abandoned
Mw24 East Wye Switch to Mitchell Abandoned
MW25 Napa to Platte Abandoned
MwW26 Jackson, MN to Madison, SD Abandoned
MwW27 Madison to Bryant Abandoned
Chicago & North Western
CNO1 Tracy, MN to Huron, SD 5
CNO2 Huron to Pierre 5
CNO3 Pierre to Rapid City 5
*CNO4a James Velley Jet. to Redfield Abandoned
CNO4b Redfisld to Aberdesn 5
CNOS Aberdeen, SD to Oakes, ND 5
CNGE Chadron, NB to Rapid City, SD 5
CNO? Rapid City, $D to Bentonite, WY 5
*CNO8 Jolly to Jolly Dump Abandoned
CNO9 Worthington, MN to Sioux Falis, SD B
CN10 Sioux Falls to Mitchell Abandoned
CN11t Hawarden, [A to Beresford, $D - Abandoned
CNT2 Sioux Vailey Jct. to Watertown 5
CN13 Watertown to Clark 3
CN15 Redfield to Frankfort Abandoned
CN16 Blunt to Gettysburg 5
CN17 Tracy, MN to Gary, SD Abandoned
*CN18 Norfolk, NB to Winner, SD Abandoned
CN19 5

Box Elder to Ellsworth AFB

* Abandoned lines whose descriptive sheets have been omitted from this update due to the unlikefihood of rail service

resumption or rail banking.
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EXHIBIT I1-26

SOUTH DAKOTA RAIL SEGMENTS (Cont.)

Segment
Number Line Description ICC Category
Burlington Northern
BNO1 Willmar, MN to Garretson, $D 5
BNO2 Garretson, SD to Sioux City, 1A 5
BNO3 Garretson to Sioux Falls 5
BNO4 Sioux Falls to Yankton 1
BNOE Sioux Falls - Hayti Abandoned
BNO6 Benson, MN to Watertown, SD 5
BNO7 Watertown to Huron 5
BNO3 Genesco Jct. to Aberdeen 5
BNOS Alliance, NB to Edgemont, SD 5
BN10 Edgemont, SD to Gillette, WY 5
BN11 Edgemont to Deadwood 5
*BN12 Minnekahta to Hot Springs Abandoned
"BN13 Hill City to Keystone 3
BN14 Kirk to Lead 5
Soo Line
SLO1 Veblen Jct., ND to Veblen, SD ]
sLO2 Wishek, ND to Pollock, SD 2
Iinois Central Gulf
ICo1 Cherckee, 1A to Sioux Falls, SD Abandoned

k. Abandoned lines whose dascriptive sheats have been omitted from this update due to the unlikelihood of rail service

resumption or rail banking.
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Data for these segment descriptions were obtained from the rallroads
operating in South Dakota. Line segment descriptions are not included for
lines that have been abandoned and that have no prospects for rail service
resumption. Exhibit II-26 lists the line segments whose descriptions are
included in the section, as well as those abandoned segments that are not in-
cluded in this RAILPLAN update.

Following the 51 segment descriptions (page 11.145) is a description of
the truck substitute service in force in the State, including a map of the
truck-rail service locations. General freight motor carriers and specialized
motor carriers also serve South Dakota by providing freight transportation
services to local shippers. These are listed in Exhibit II-27. The
specialized, irregular route truckload carriers compete most actively with the
railroads for the type of commodities in which they specilalize.

The information contained in the following segment descriptions is con~
tinuously monitored and updated. This helps to alert the Division staff to
changing conditions in the rail system and therefore facilitates the develop—
ment of sclutions to potential problem areas.
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EXHIBIT II-27

GENERAL COMMODITIES AND SPECIALIZED MOTOR CARRIERS
OPERATING IN SOUTH DAKOTA

GENERAL COMMODITIES MOTOR CARRIERS
Abler Transfer, Inc.
American Frelght System, Inc. @
Barber Transportation, Inc.
Crawford Frelght Co., A Corporstlon
Duncan Truck Service
Glendening
Glodery, Wayne
Hyman Freightways

" Ipswich Truck Line

Ken's Transfer ®
Lowls Truck Line
MecNasil Truck Line
Meyer Truck Line
Midwest Emery- “reight System
Minnesota-Wisconsin Truck Lines, Inc.
Murphy Motor Freight Lines, Inc.
Pacific Intermountain Express
Ringsby Truck Lines
Ross Transfer inc, .
Rude Transporiation Co.
Salt Creek Frolghtways
Schnelder Transport, Inc.
Sloux Transportation Co., Inc.
Wiilers Truck Service

SPECIALIZED MOTOR CARRIERS
. AUTO. AND/OR TRUCK TRANSPORT ®
Kenosha  Auto Transport

_ AGRICULTURAL CHEMICALS
I . Alteuk Frelght Systema
1 Dan Dugey, Inc.

AGRICULTURAL COMMODITIES/PRODUCE HAULING . .
ruk Freight Systems .
Daily Express, Inc.
Dan Dugan, Inc.
Monkem Company
Thunderbird Motor Freight Lines

EXEMPT COMMODITIES
Altruk Freight Systems
Monkem Company o

FOREST PRODUCTS
wyor Transport

L
C&H Transportation Co.
Calonial Fast Freight Lines
Daily Express, Inc. . @
International Transport, Inc.
Mldwest Speclalized Transportation
E.L. Murphy Trucking
J.H. Rese Truck Lines, In¢.

LUMBER HAULING
Ace Linas, Inc.
International Transport o
Monkem Company
Salt Creek Freightways
Sawyer Transport

' WOOD PRODUCTS
Altruk Freight §ystems

SOURCES:
* Netiongl Motor Freight Classification 100-G
* Chiiton's Distributiop ‘Intermodal Guide - 1881°
. O oty Spring 1380
+ American Motor Carrier Direclory - Specialized Services
Editlon - 1980
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SOUTH DAKOTA RAIL SEGMENTS
[266.15 (C) (2)]




S0UTH DAKOTA SEGMENT - MWO1l

MONTEVIDEQ, MN TO ABERDEEN, SD (PORTION OF MAIN LINE)
MILWAUKEE ROAD MINNESOTA — DAKOTA DIVISION — 3rd SUBDIVISION

LINE DESCRIPTION _
LINE STATUS - Category l: Potentially subject to abondonment within 3 years.
TYPE OF LINE - Main LINE LENGTH IN MILES - 157.0 Total; 109.3 in SD
MAXTMUM WEIGHT LIMIT - 263,000 1bs. MAXIMUM SPEED LIMIT - 50 mph (87 miles

under slow .orders)

SERVICE FREQUENCY - Local - 1 round trip daily; Coal - 9 per week

YARDS - Milbank and Aberdeen '

CONNECTING LINES ~ Milwaukee Road main line at Big Stone City and Aberdeen;
Milwaukee Road branch line at Milbank; former Milwaukee Road branch lines
at Andover and Aberdeen, Burlington Northern at Aberdeen; and Chicago and
North Western at Aberdeen.

HIGHWAYS - US 12 parallels this line plus Milbank is served by US 77, Summit
by US 81, Webster by SD 25, Groton by SD 37 and Aberdeen by US 28l.

RAIL WEIGHT = 112 1bs. and 115 1lbs. Webster to Bristol

MAXTIMUM GRADE - 1.2% MAXIMUM CURVE - 2°© 16!

BALLAST - Stone applied 1979 from James to Bath, stone applied 1977 from Web~.
ster to Bristol, gravel from 1953 to 1970 from Big Stone City to near Web=-
ster and gravel from 1944-1947 for remainder of segment.

BRIDGES AND TRESTLES - 4 pile trestles ranging in length from 2 to 5 spans
and totaling 19 spans plus 5 steel bridges, 10 concrete bridges and 2 com
bination steel and concrete bridges.

STATION LOCATIONS

STATIONS MILES STATIONS MILES STATIONS MILES
Big Stone City 0.0 Jackson 35.2 Bristol 66.3
Milbank 8.9 Ortley © 39,0 Andover 80.0
Twin Brooks 16.1 Waubay 44.4 Groton 89.8
Marvin 23.8 Webster 55.0 James 95.6
Summit 31.0 Holmquist 6l.4 Bath 100.9
Aberdeen 109.3
TRAFFIC CHARACTERISTICS
“1975 1979
TRAFFIC DENSITY - 13.59 MGT 11.44 MGT
TRAFFIC DIRECTION - 66% East/34% West 67% East/33% West

COMMODITIES - Primarily coal traffic moving in unit trains east to Big Stone
City, SD and Columbia, WI; also forwarded grain and non—metallic minerals,
and received fertilizer, lumber, and stone, glass and clay.

OTHER INFORMATTON

This segment is currently undergoing its second short-term rehabilitation
effort in two years. Local traffic is uniformly distributed along the seg—
ment. 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 train operates daily
round trip service. ’

The South Dakota Rail Line Inventory Study found that very significant
éggg?ts would result from abandonment of this line, based on 1977 traffic
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SOUTH DAKOTA SEGMENT MWO1
MONTEVIDEO, MN TO ABERDEEN, SD

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT - MWO2

ABERDEEN TO MOBRIDGE (PORTION OF MAIN LINE)
MILWAUKEE ROAD - MINNESOTA-DAKOTA DIVISION — 4th SUBDIVISION

LINE DESCRIPTION :

LINE STATUS —~ Category l: Potentially subject to abandonement within 3 years.

TYPE OF LINE - Main LINE LENGTH IN MILES - 98.2

MAXIMUM WEIGHT LIMIT - 263,000 lbs. MAXIMUM SPEED LIMIT - 50 mph (78 miles

under slow orders)
SERVICE FREQUENCY - Local - weekly round trip, weekly Mobridge to Aberdeen;
Coal = 9 per week

YARDS - Aberdeen and Mobridge

CONNECTING LINES - Milwaukee Road main line at Aberdeen and Mobridge,
former Milwaukee Road branch line at Roscoe, Burlington Northern at
Aberdeen and Chicago & North Western at Aberdeen.

HIGHWAYS - US 12 parallels line. Aberdeen is also served by US 281, Ipswich
and Craven by SD 45, Roscoe by SD 247, Bowdle by SD 47, Jarva by SD 271 and
Selby by US 83,

RAIL WEIGHT - 112 1bs. rail except about 5 miles of 115 1bs rail near Mo-
bridge

MAXIMUM GRADE - 1% . MAXIMUM CURVE - 20 (at Aberdeen)

BALLAST - Gravel applied in 1946 and 1947 axcept for about 8 miles of gravel
applied in 1959 near Mobridge.

BRIDGES AND TRESTLES - One 2 span pile trestle, one 4 gpan pile and steel
bridge and 11 concrete or steel bridges.

STATION LOCATIONS

STATIONS MILES STATIONS MILES STATIONS MILES
Aberdeen 0.0 Orient Line Jet. 4l.1 Java 69.8
Mina 13.1 Roscoe 41.6 Selby 77.1
Craven 21,2 Gretna 50,2 Sitka 85.1
Ipswich 26.5 Bowdle 56.9 Glenham 89.4
Beebe 34.6 Alamo 64.5 Mobridge 98,2

TRAFFIC CHARACTERISTICS

1975 1979
TRAFFIC DENSITY - 12753 MGT 10.26 MGT
TRAFFIC DIRECTION - 63% East/37% West 66% East/34% West

COMMODITIES = Primarily overhead unit coal trains operating to Big Stone
City, SD and Columbia, WI; also limited forwarded grain and received ferti-
lizer, farm machinery, and pulp and paper products.

OTHER INFORMATION

This segment is currently undergoing its second short-term rehabilitation
effort in two years. Service includes 9 coal trains per week plus ome 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 im
pacts would result from abandonment of this line, based on- 1977 traffic data.
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SOUTH DAKOTA SEGMENT MWO02
ABERDEEN TO MOBRIDGE

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT ~ MWO3

H{OBRIDGE, SD TO MARMARTH, ND (PORTION OF MAIN LINE)

MILWAUKEE ROAD - MINNESOTA ~ DAKOTA DIVISION - &43rd SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category l: Potentially subject to abandonment within 3 years.
TYPE OF LINE - Main LINE LENGTH IN MILES - 189.,5 total, 92.0
in SD

MAXIMUM WEIGHT LIMIT - 263,000 1bs. MAXIMUM SPEED LIMIT - 50 mph (82 miles
under slow orders)

SERVICE FREQUENCY - Local - weekly tound trip, weekly McLaughlin to Mobridge

round trip; Ccal - 9 per week
YARDS — Mobridge, (S.D. stations only)
CONNECTING LINES - Milwaukee Road main line at Mobridge and Marmarth, and
Milwaukee Road branch line at McLaughlin.

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 1bs. rall west of
Wakpala.

MAXIMUM GRADE - 0,6% MAXIMUM CURVE - 20 02!

BALLAST - Gravel placed between 1942 and 1949 except about 14 miles of gravel
placed in 1961 (west of Mobridge).

BRIDGES AND TRESTLES - Two 3 span pile trestles, 16 creosoted ballast deck

trestles ranging from 3 to 9 spans in length, one 7 trestle and steel com
bination bridge and the Missouri River steel bridge.

STATION LOCATIONS

STATIONS MILES STATIONS MILES STATIONS MILES
Mobridge 0.0 Walker 45.0 Lemmon 98.2
Moreau Jet. 8.2 McIntosh 58.0 Petrel 104.1
Wakpala 12,0 Watauga 67.7 White Butte 108.1
Mahto 22,2 Morristown 76.5 :
McLaughlin 29.8 Thunder Hawk 89,0

TRAFFIC CHARACTERISTICS _

1975 1979
TRAFFIC DENSITY - 11.48 MGT 10.03 MGT
TRAFFIC DIRECTION ~ 63% East/37% West  66% East/34% West

COMMODITIES - Primarily overhead unit coal trains operating to Big Stone
City, SD and Columbia, WI; also limited forwarded grain and received
fertilizer, stone, sand and gravel, and petroleum products.

OTHER INFORMATION

This segment is currently undergoing its second short-term rehabilitation
effort in two years. Service includes 9 coal trains per week plus two local
trains per week.

The South Dakota Rail Line Inventory Study found that very significant im

pacts would result from abandonment of this line, based on 1977 traffic
data-
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SOUTH DAKOTA SEGMENT MW03
MOBRIDGE, SD TO MARMARTH, ND

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT - MWO4

MILBANK TO SISSETON

MILWAUKEE ROAD — MINNESOTA -~ DAKOTA DIVISION - 26th SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category l: Potentially subject to abandonment within 3 years.
TYPE OF LINE —~ Branch LINE LENGTH IN MILES - 37.1
MAXIMUM WEIGHT LIMIT - 220,000 1bs. MAXIMUM SPEED LIMIT - 20 mph (entire line
under slow orders)
SERVICE FREQUENCY - Two 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 8l 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 lbs., mostly at Milbank, balance is 60
1bs. rail
MAXIMUM GRADE - 0,72% MAXIMUM CURVE - 7° (at Wye joining

main line)
BALLAST - Gravel and dirt.

BRIDGES AND TRESTLES - 27 pile trestles ranging in length from 2 to 1l spans
and totaling 120 spans.

STATION LOCATIONS

STATIONS MILES '
Milbank 0.0
Corona 10.1
Wilmot 17.0
Peever 27.4
Sisseton 37.1

TRAFF1C CHARACTERISTICS

‘ 1975 1979
TRAFFIC DENSITY - 0.12 MGT 0.21 MGT
TRAFFIC DIRECTION - 88% Orig./12% Term. 97% Orig./3% Term.

COMMODITIES - Primarily forwarded grain (barley) destined for Minneapolis,

also received fertilizer, petroleum products, lumber, and stone, clay, and
glass. '

OTHER INFORMATION

Barley is 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 MW04
MILBANK TO SISSETON

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT - MWO6

ANDOVER, SD TO BRAMPTON, ND

MILWAUKEE ROAD - MINNESOTA - DAKOTA DIVISION - 28th SUBDIVISION
LINE DESCRIPTION
LINE STATUS - Abandoned
TYPE OF LINE - Branch LINE LENGTH IN MILES - 42.9
MAXIMUM WEIGHT LIMIT - 220, 000 lbs. MAXIMUM SPEED LIMIT - 20 mph (25 miles
under slow orders)

SERVICE FREQUENCY - None

YARDS - Brampton, ND

CONNECTING LINES - Andover, Milwaukee Road main line Burlington Northern
intersects north of Britton.

HIGHWAYS - Andover is on US 12, Langford and Pierpont are on SD 27, Britton
is on SD 10 and SD 27, Brampton is on a paved road. '

RAIL WEIGHT - First mile 75 lbs., balance is 56 lbs.

MAXIMUM GRADE - 1% MAXIMUM CURVE - 8° (at Andover,
Wye track)

BALLAST - Gravel and dirt.

BRIDGES AND TRESTLES = 14 plle trestles ranging in length from 2 to 1l spans
and totaling 63 spans. '

STATION LOCATIONS

STATIONS MILES STATIONS MILES

Andover, SD

Pierpont, 5D

Langford, SD 1
Spain, SD 2
Britton, SD 2

Newark, SD 38.4
Brampton, WD  4Z.9

TRAFFIC CHARACTERISTICS

) 1975 1979
TRAFFIC DENSITY - 0.09 MGT 0.09 MGT
TRAFFIC DIRECTION - 78% Orig./22% Term. 85% Orig./15% Term.

COMMODITIES - Primarily forwarded grain; also received fertilizer and petro-
leum products. °

OTHER INFORMATION

This line has been abandoned by the Milwaukee Road. The line is current-
ly under consideration by the State for possible acquisition.

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 MW06
ANDOVER, SD TO BRAMPTON, ND

RAILROAD-HIGHWAY LOCATION MAP
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SQUTH DAKOTA SEGMENT - MWO8

ROSCOE , SD TO LINTON, ND

MILWAUKEE ROAD - MINNESOTA—DAKOTA DIVISION - 3lst SUBDIVISION
LINE DESCRIPTION
LINE STATUS - Abandoned
TYPE OF LINE - Branch LINE LENGTH IN MILES - 75.3 total, 40.3
in 8D

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

SERVICE FREQUENCY - None

YARDS - Linton, ND o

CONNECTING LINES - Milwaukee Road main line at Roscoe intersects with Soo
Line branchline at Madraj connects with Burlington Northern at Linton.

HIGHWAYS - Roscoe is on US 12, Eureka is on SD 10, Hague is on state highway
11, Strasburg and Linton are on US 83, Hosmer and Hillsgview are served by
hard surfaced local roads.

RAIL WEIGHT = Most is 56 lbs. rail, except about 10 miles of mixed (60 lbs.
to 100 1bs.) rail near Roscoe.

MAXIMUM GRADE - 1.14% MAXIMUM CURVE - 30 30!

BALLAST - Gravel and dirt. '

BRIDGES AND TRESTLES = 7 pile trestles ranging in length from 3 to 9 spans
and totaling 33 spans.

STATION LOCATIONS

STATIQNS MILES STATIONS MILES
Roscoe, SD 0.0 Madra, SD 38.6
Hosmer, SD 11,1 Zeeland, ND 45,1
Hillsview, SD 18.3 Hague, ND 54,1
Eureka, SD T 2643 Strasburg, ND 65.3
Greenway, SD 37.1 Linton, MD 75.3
TRAFFLIC CHARACTERISTICS
1975 1979
TRAFFIC DENSITY = 0.08 MGT 0.05 MGT
TRAFFIC DIRECTION - 87% Orig./13% Term. 97% Orig./3% Term.

COMMODITIES - Primarily forwarded grain; also received fertilizer, coal, and
farm machinery.

OTHER INFORMATION

This line has been abandoned by the Milwaukee Road. The BN has expressed
interest in acquiring and operating the line between Linton, ND and Eureka,
SD. South Dakota is currently considering acquiring the portion of the line
between Eureka and Roscoe.

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 MW08
ROSCOE, SD TO LINTON, ND

RAILROAD-HIGHWAY LOCATION MAP
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SOMTH DAKOTA SEGMENT — MW12

McLAUGHLIN, SD TO NEW ENGLAND, ND

MILWAUKEE ROAD — MINNESOTA - DAKOTA DIVISION 49th SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category l: Potentially subject to abandonment within 3 years.
TYPE OF LINE — Branch LINE LENGTH IN MILES - 133.9 total, 9.7

in SD
MAXTMUM WEIGHT LIMIT - 220,000 1lbs. MAXIMUM SPEED LIMIT - 25 mph

SERVICE FREQUENCY - Weekly

YARDS = None in South Dakota )

CONNECTING LINES - Milwaukee Road main line at McLaughlin and Burlingtonm
Northern at Mott, ND

HIGHWAYS - US 12 parallels the portion of this line in SD

RAIL WEIGHT - 65 1lbs. rail placed in 1910 except about 3 miles of 85 1lbs.
rall outside McLaughlin

MAXIMUM GRADE - N/A MAXIMUM CURVE = N/A

BALLAST - Gravel

BRIDGES AND TRESTLES - N/A

STATION LOCATIONS

STATIONS MILES
McLaughlin, SD 0.0
Maple Leaf, 5D 8.9
New Leipzig, ND 83.9
Mott, ND 104.1
New England, ND 133.9
TRAFFIC CHARACTERISTICS
1975 - 1979
TRAFFIC DENSITY - 0.19 MGT 0.07 MCT
TRAFFIC DIRECTION - N/A 91% Orig./9% Term. (1977)
COMMODITIES — Primarily forwarded grain; also received fertilizer and farm

machinery.

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
abandonement. The State's position on this line is neutral in that it is not
necessary for the movement of South Dakota products but may be needed for
traffic originating or terminating in North Dakota. We will cooperate with
North Dakota in theilr planning effort and their designation of this line.

The South Dakota Rail Line Inventory Study found that minimal lmpacts
would result from abandonment of this line, based on 1977 traffic data.
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. SOUTHDAKOTA SEGMENT MW12
MCLAUGHLIN, SD TO NEW ENGLAND, ND

RAILROAD-HIGHWAY LOCATION MAP
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SQUTH DAKOTA SEGMENT — MWl4

MASON CITY, IA TO CANTON, SD

MILWAUKEE ROAD - MINNESOTA-DAKOTA DIVISION - 24th SUBDIVISION
LINE DESCRIPTION
LINE STATUS - Abandoned

TYPE OF LINE = Branch LINE LENGTH IN MILES - 178 miles, 3 miles
MAXIMUM WEIGHT LIMIT - 263,000 1bs. in SD
SERVICE FREQUENCY - None MAXIMUM SPEED LIMIT - 30 mph

YARDS ~ Canton

CONNECTING LINES - Milwaukee Road connects at Canton with abandoned Mil-
waukee lines west to Mitchell, south to Elk Point, and north to Sioux
Falls.

HIGHWAYS - Canton is served by US 18.

RAIL WEIGHT - South Dakota portion is 90 lbs. rail

MAXIMUM GRADE - N/A MAXIMUM CURVE - N/A
BALLAST - N/A

BRIDGES AND TRESTLES - N/A

STATION LOCATIONS

STATIONS MILES
Canton 0.0
State Line 3.0

TRAFFIC CHARACTERISTICS

1975 1979
TRAFFIC DENSITY - 1.34 MGT 0.39 MGT
TRAFFIC DIRECTION - N/A N/A

COMMODITIES - N/A

OTHER INFORMATION

This line was embargoed by the Milwaukee Road in March 1980 and approved
for abandonement in June 1980.

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




SOUTH DAKOTA SEGMENT MW14
MASON CITY, IA TO CANTON, SD

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT - MWl5

CANTON TO MITCHELL

MILWAUKEE ROAD - MINNESOTA - DAKOTA DIVISION - 38th SUBDIVISION
LINE DESCRIPTION
LINE STATUS - Abandoned
TYPE OF LINE - Branch LINE LENGTH IN MILES -~ 79.2
MAXIMUM WEIGHT LIMIT - 263,000 1bs. MAXIMUM SPEED LIMIT - 35 mph {62 miles
under slow orders)

SERVICE FREQUENCY - None

YARDS - Canton and Mitchell .

CONNECTING LINES - Former Milwaukee Road line at Canton and Mitchell;
Chicago & North Western at Mitchell; and Burlington Northern at Lennox.

HIGHWAYS - Canton is served by US 18, Werthing, Lennox, Chancellor and Parker
served by SD 44; Bridgewater, Emery and Alexandria served by SD 262; Mit-

chell served by I 90 and SD 37; and Marion Ject. served by a local hard
surfaced road.

RAIL WELIGHT - 4 miles of 100 1bs. rail near Canton, about 9 miles of 75 lbs.
rail from Lennox to near Worthing, 85 1bs. rail between Lennox and Parker,
90 1bs. rail between Parker and Mitchell. ,

MAXIMUM GRADE - 1% MAXIMUM CURVE = 20 47!

BALLAST = Gravel dating from 1942 to 1971.

BRIDGES AND TRESTLES - 26 pile trestles ranging in length from 1 to 20 spans
and totaling 155 -spans and 6 other types of steel and conérete bridges.

STATION LOCATIONS

STATIONS MILES STATIONS MILES STATIONS MILES
Canton 0.0 Marion Ject. 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

TRAFFIC DENSITY - 0.62 MGT 0.78 MGT
TRAFFIC DIRECTION - 65% Orig./35% Term. 72% Orig./28% Term.

COMMODITIES - Primarily forwarded grain; also received grain mill products,
fertilizer, and farm machinery.

OTHER INFORMATION

This line was embargoed by the Milwaukee Road in March 1980 and approved
for abandonment in June 1980. The line 1is currently under consideration by
the State for possible acquisition and resunption of rail service.

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 MW15

CANTON TO MITCHELL
RAILROAD-HIGHWAY LOCATION MAP
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SCUTH DAKOTA SEGMENT - MW16

MITCHELL TO WOLSEY
MILWAUKEE ROAD - MINNESOTA -DAKOTA DIVISION, 33rd SUBDIVISION (SOUTH PORTION)
LINE DESCRIPTION

LINE STATUS - Abandoned
TYPE OF LINE - Secondary Main LINE LENGTH IN MILES - 54,6
MAXIMUM WEIGHT LIMIT - 263,000 lbs. MAXIMUM SPEED LIMIT - 40 mph {(entire line

under slow orders)
SERVICE FREQUENCY - None

YARDS - Mitchell
CONNECTING LINES - Chicago & North Western at Wolsey.

HIGHWAYS - Mitchell is served by 1.90 and SD 37, Woonsocket is served by SD
34, Wolsey 1s served by US 281 and US 14, the other stations are served
by hard surfaced local roads.

RAIL WEIGHT ~ 85 1lbs. from Mitchell to Letcher and 90 1bs. on remainder of
segment. ‘ ,

MAXIMUM GRADE - 1% MAXIMUM CURVE - 3©

BALLAST - Gravel dating from 1919 to 1929.

BRIDGES AND TRESTLES ~ 12 pile trestles ranging in length from 2 to 8 spans
and totaling 55 spans, and also 3 other bridges of steel or comcrete.

STATION LOCATIONS

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

TRAFFIC CHARACTERISTICS . _
1975 1979

TRAFFIC DENSITY - 1.11 MGT 1.34 MGT
TRAFFIC DIRECTION - 59% Orig./41%Z Term. 75% Orig./25% Term.

COMMODITIES - Forwarded food products, grain, farm machinery and scrap iorn or
steel; received coal, lumber products, and petroleum products.

OTHER INFORMATION

This line was embargoed by the Milwaukee Road in March 1980 and approved
for abandonment in June 1980. The line is currently under consideration by
the State for possible acquisition and resumption of raill service.

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 MW16

MITCHELL TO WOLSEY
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® SOUTH DAKOTA SEGMENT - MW17
WOLSEY TO ABERDEEN '
MILWAUKEE ROAD - MINNESOTA-DAKOTA DIVISION - 33rd SUBDIVISION (NORTH PORTION)
LINE DESCRIPTION

LINE STATUS — Abandoned by Milwaukee, Operated by Chicago & North Western
under trackage rights.
L J TYPE OF LINE - Secondary Main LINE LENGTH IN MILES - 74.0
MAXIMUM WEIGHT LIMIT - 263,000 lbs. MAXIMUM SPEED LIMIT - 40 mph (entire line
under slow orders)

SERVICE FREQUENCY - 3 round trips per week

YARDS - Aberdeen

CONNECTING LINES - Chicago & North Western at Wolsey, Redfield and Aberdeen;

o Milwaukee main line at Aberdeen, former Milwaukee line at Wolsey,
Burlington Northern at Aberdeen.

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.

RAIL WEIGHT - 90 1bs. rail between Wolsey and Tulare, 85 1lbs. rail between
o Tulare and near Redfield, and 90 1bs. rail for remainder of line.
MAXIMUM GRADE - 1% MAXIMUM CURVE - 3°
BALLAST - Gravel placed in 1919 from Wolsey north about 5 miles, 4" gravel
placed in 1945 north to near Bonilla, gravel placed in 1909
to near Redfield, 4" gravel placed in 1942 to Ashton, surfaced and .
Shiele Process Gravel 1970 north to Warmer, and gravel placed in 1929
® from here to Aberdeen.

BRIDGES AND TRESTLES - 6 pile trestles ranging in length from 1 to 15 spans
and totaling 29 spans and also 4 other steel bridges.

STATION LOCATIONS

® STATIONS MILES STATIONS MILES
Wolsgey 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
TRAFFIC DENSITY - . 1.11 MGT 1.58 MGT
TRAFFIC DIRECTION - 59% Orig./ltlz Term. 97% 0rig./3z Term.

COMMODITIES - Primarily grain.

OTHER INFORMATION

This line was embargoed by the Milwaukee Road in March 1980 and approved
for abandonment in June 1980, The Chicago & North Western is currently
® servicing the line under a trackage rights agreement with the Milwaukee
Road. The line is currently under consideration by the State for acquisi-

tion and resumption of rail service. . -
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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SOUT:! DAKOTA SEGMENT - MW2la

MITCHELL TO MURDO
MILWAUKEE ROAD - MINNESOTA-DAKOTA DIVISION - 4lst SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Abandoned

TYPE OF LINE - Branch LINE LENGTH IN MILES -~ 142.3

MAXIMUM WEIGHT LIMIT - 220,000 lbs. MAXIMUM SPEED LIMIT - 25 mph (entire line
‘ under slow orders)

SERVICE FREQUENCY - Ncne

YARDS - Mitchell and Chamberlain

CONNECTING LINES - Former Chicago & North Western at Mitchell, former

Milwaukee at Mitchell and Murdo.

HIGHWAYS -~ I 90 parallels this line. Mitchell is served by SD 37, Plankinton
by US 281, Kimball by SD 45, Chamberlain by SD 50, Reliance by SD 47,
Vivian and Murdo by US 83 and Presho by US 183,

RAIL WEIGHT - 65 1bs. rail except for 20 miles of 75 lbs. and 1l miles of 85
1bs. from near Chamberlain to Kennebec.

MAXIMUM GRADE - 1% MAXIMUM CURVE - 5°

BALLAST - Gravel laid in 1962 from White Lake to Chamberlain, gravel laid in
1971 from Reliance to Kennebec, about 21 miles of gravel placed in 1971
and 1972, '

BRIDGES AND TRESTLES - 68 pile trestles ranging in length from 1 to 15 spans
and totaling 434 spans and 4 steel bridges including that crossing the
Missouri River.

STATION LOCATIONS

STATIONS MILES STATIONS MILES STATIONS MILES
Mitchell 0.0 Kimball 47.0 Kennebec 97.1
Betts 6.1 Pukwana 58.6 Presho 107.1
Mt. Vernon 11.8 Chamberlain 67.1 Vivian 119.0
Plankinton 23.1 Oacoma 71.0 Draper 131.9
White Lake 34.5 Reliance 83.8 Murdo 142.3
TRAFFIC CHARACTERISTICS
1975 1979
TRAFFIC DENSITY - 0.52 MGT 0.55 MGT
TRAFFIC DIRECTION - 66% Orig./34% Term. 58% Orig./42% Term.

COMMODITIES - Forwarded grain; recelved stone, clay, and glass, petroleun
products, and sand and gravel.

OTHER INFORMATION

This line was embargoed by the Milwaukee Road in March 1980 and abarndoned
in June 1980. The line is currently under comsideration by the State for
possible acquisition and partial resumption of rail service.

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 - MW21b

MURDO TO RAPID CITY
MILWAUKEE ROAD -~ MINNESOTA-DAKOTA DIVISION - 42nd SUBDIVISION

LINE DESCRIPTION

LINE STATUS - Abandoned

TYPE OF LINE - Branch LINE LENGTH IN MILES - 144.0

MAXIMUM WEIGHT LIMIT - 220,000 1bs. MAXIMUM SPEED LIMIT - 25 mph (45 miles
under slow orders)

SERVICE FREQUENCY - None

YARDS - Rapid City

CONNECTING LINES -~ Chicago & North Western to Rapid City and former
Milwaukee at Murdo.

HIGHWAYS - I 90 parallels from Murdo to Kadoka, and SD 44 parallels the re=-
maining portion of the line.

RAIL WEIGHT - 65 lbs.

MAXIMUM GRADE - 0.75% MAXIMUM CURVE - 6° (in Rapid City)
and 4° elsewhere on the line

BALLAST - Gravel placed in 1966 and 1971 from Murdo to Kodoka.

BRIDGES AND TRESTLES - 86 pile trestles ranging in length from 1 to 13 spans
and totaling 533 spans and also 2 concrete bridges and 5 steel bridges.

STATION LOCATIONS

STATIONS MILES STATIONS ~ MILES STATIONS MILES
Murdo 0.0 Weta 57.2 Creston 114,46
Okaton 10.5 Interior 72.0 Farmingdale 124.8
Stamford 21.3 Conata 82.3 Caputa 130.2
Belvidere 32.5 Imlay 92.8 Murphy 138.3
Kadoka 45.5 Scenic 102.1 Rapid City 144.0
TRAFFIC CHARACTERISTICS
1975 1979
TRAFFIC DENSITY - 0.52 MGT 0.55 MGT
TRAFFIC DIRECTION - 66% Orig./34% Term. 93% Orig./7%Z Term.

COMMODITIES ~ Forwarded grain, grain mill products, lumber, and stone, clay,
and glass; received lumber and stone, clay, and glase.

QTHER INFORMATION

This line was embargoed by the Milwaukee Road in March 1980 and abandoned
in June 1980. The line is currently under consideration by the State for
possible acquisition.

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 MW21b
MURDO TO RAPID CITY
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SOUTH DAKOTA SEGMENT - MW22

SIOUX CITY, TIA TO STIOUX FALLS, SD
® MILWAUKEE ROAD - MINNESOTA-DAKOTA DIVISION - 37th SUBDIVISION (portion)
LINE DESCRIPTION

LINE STATUS - Abandoned

TYPE OF LINE - Branch LINE LENGTH IN MILES - 89.7 Total, 48.6

in SD
MAXIMUM WEIGHT LIMIT - 263,000 1bs. MAXIMUM SPEED LIMIT - 30 mph (68 miles
L of operating under slow orders)

SERVICE FREQUENCY - None

YARDS - Sioux City, West Yard, Canton, South Yard, and Sioux Falls

CONNECTING LINES - Former Milwaukee Road line at East Wye Switch, Canton, and
Sioux Falls; Chicago & North Western connects at Sioux Falls; Burlington
Northern at Sioux Falls.

® HIGHWAYS - I 29 serves West Yard, Jefferson and East Wye Switch; Hudson,
Fairview and Harrisburg and served by local hard surfaced roads; Canton is
served by US 18 and Sioux Falls is served by I 29, I 90, US 77, SD 42, and
Sh 38.

RAIL WEIGHT ~ 90 1bs. rall from Sioux City to Westfield and Hudson to Sioux
Falls, 85 lbs. from Westfield to Hudson. .

® MAXIMUM GRADE - 1,5% MAXIMUM CURVE - 10°x 32t

BALLAST - Gravel placed in the 1930s from Sioux City to Canton and placed
in 1942 from Canton to Sioux Falls.

BRIDGES AND TRESTLES — 41 pile trestles ranging in length from 1 to 15 spans
and totaling 177 spans and 9 other bridges of pile trestle and steel com
bination ranging from 2 spans to 46 spans.

[ ] _STATION LOCATIONS
f STATIONS MILES STATIONS MILES STATIONS MILES
Sioux-City, IA 0.0 East Wye Switch, SD 19.8 Hudson, SD 53.8
Shore Acres, IA 3.9 Westfield, IA ' 25.9 Fairview,SD 60.5
Military Rd., IA 5.1 Akron, IA 31.4 Canton, SD 68.9
West Yard, SD 5.6 Chatsworth, IA 38.1 Harrisburg, SD 80.3
Jefferson, SD 12.1 Hawarden, IA 44,2  South Yard, S$D 88.5

Sioux Falls, SD 89.7

TRAFFIC CHARACTERISTICS

TRAFFIC DIRECTION -

and gravel.

70% Orig./30% Term.
COMMODITIES - Forwarded grain, food products, stone, sand, and gravel. and
scrap iron or steel; received grain, grain mill products, and stone, sand

1975 1979
TRAFFIC DENSITY -
Siocux City to East Wye Switch 2.24 MGT 0.88 MGT
East Wye Switch to Canton 1.16 MGT 1.52 MGT
Canton To Sioux Falls 0.75 MGT 0.70 MGT

57% Orig./43% Term.

OTHER INFORMATION -

This line was embargoed by the Milwaukee Road in March 1980 and abandoned
in June 1980. The line is currently under consideration by the State for
possible acquisition of the portion between West Yard and Westfield, IA
and between Canton and Sioux Falls in South Dakota, lease of the remaining
portions of the line, and resumption of rail service.

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

I1.69




SOUTH DAKOTA SEGMENT MW22
SIOUXCITY, |A TO SIQOUX FALLS

RAILROAD SEGMENT MAP HAILROAD—HIGHWAY LOCATION MAP
- - e
’ 9
Y E;an”’
: um{!l":u
'i‘\xnm
Y
T A= e i —
l 24 4 oftid ar . Oell 11
I Bultaio C;‘;;.mu ' Tl Bal Raglds J'ielrz [an . GeLn ek
= ! l o+ y I™ie Tr;g;‘; - L § ) 1 I
. \ i MILW ! yons 1.3 | a. . ™
Copodion SR i L (T SN M| N [NQE {HAA H”"fz’ﬁ" g RO P
ocR - MILW ALY ioun Falls Jet W o} el - )7 g t"'“m"/
! - B ©a : Hambot |, G é) hact ol L = Luverne.
Chestar I é‘"‘“' l #ﬁ !KI 2 ‘F"’J‘.s I‘\ . : ’? or:@g 1] 3 S
. 1 Lot N, 4-
IUVU 478 AR .~ , ! DX PN ; R AR
L'ox- MINNEHAIHA .&%... Ropids | A7 LQ..l.!x F. é- uﬁen:ss 8
I Calton = Sherman j é. ?'3?::‘10. P &S el e
. - | 14 E E) e .7... O
, by =ganc L Pathfinder Spur i Dp & v p,,, TR e S
Pg::m. Lyony -4 Garretsang | % nm&co.n pu'r “; Y :.-q:“ e "%E‘ tg Shhd :‘ .fﬁ’ u,-\,;: Ro;i}
] 3t e e L Pz
+W o) -;' ‘+ | \(ﬁ ‘\ \ " 13 nIburg '\_‘\ * ‘3t \.I
| e :'sz'vf@ ok r ikl \~“ﬁ = N i 3 %LL o
‘ () § ‘p CHJJWQ‘IU - Q -Wort '"3‘&;: " L |£11 Gl * N
. Ell‘:" =~ " caw = E ; Ry
Sloux Fallgg) "m.,,lr1 l P
j % ilﬂt EAPP DM“J
N8| B
3 Y e 3 A
m " ) > 19 2
L] ] B3 ) N
il 'I v — mc'_
' o k] e
uy'u “gﬁ:ncm B / Y Dy
(13- 28 L
N\ : &F T
i' Wakorlda .}
] L
< i lcL K
' . Westarvile 2l
LS
B ayvills
25 mm. - 0 4 F
Sk 4
° " ".'B'Zrﬂw'“ R JUE%-“" ! g \."_\c;; . Le M%f.‘
S v N ~'--=s|:‘-¢wdl e
I Rt NG PLYMOWTH
- i W+ Ypsael i SR . %\ ‘ ‘!"
Obert ; 4 DIXO) i S
i . ‘Sﬁ.,__!h 0 22 BEY
BED | Meweastie NS 27 a8 sy
\A_, l l 12 LR »
' ' W s & 0 M § éﬁ
"3:l 05
A AR . oo~
AT Sioux
Sl -, City
) i Sz Coy e W S‘EO N w 5 \: ) -
< W\ Sioux City .,’ Jackson & Fg "'54?,23'
Hubblrd(ﬁn A ek
l) _pngwn:fﬁ;y' \.
KEY
) 2
] Study Sement
ssssERIBAET Abandoned Line AN
W mm Em B Potentially Subject to Abandonment ' T
Within 3 Years _
) —2 —
Wm rEm 8 W Pending Abandonment Approval —[
—e— All Other Lines II1.70




SOUTH DAKOTA SEGMENT - MW23

SIOUX FALLS TO SIOUX FALLS JCT.
Milwaukee Road — MINNESOTA-DAKOTA DIVISION 37th SUBDIVISION(portion)}

LINE DESCRIPTION

LINE STATUS - Abandoned

TYPE OF LINE - Branch LINE LENGTH IN MILES - 32.3

MAXIMUM WEIGHT LIMIT - 220,000 lbs. MAXIMUM SPEED LIMIT - 25 mph (entire

line under slow orders)

SERAVICE FREQUENCY - None

YARDS - Sioux Falls and Dell Rapids

CONNECTING LINES -~ Former Milwaukee at Sioux Falls and Sioux Fallg Junction,
Chicago & North Western at Sioux Falls, Burlington Northern at West Ject..
and 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. I 29 and US 77 both parallel this route.

RAIL WEIGHT - 65 1lbs.
MAXIMUM GRADE - 1.05Z MAXIMUM CURVE - 6°40' (near
Dell Rapids)
BALLAST - Gravel placed in 1962 from Sioux Falls to near Renner, gravel
placed in 1971 from near Renner to near Dell Rapids and data unavailable
for remainder of the line.

BRIDGES AND TRESTLES - 14 pile trestles ranging in length from 1 to 8 spans
and totaling 54 spans and 3 combination pile and steel bridges totaling
34 spans and 3 steel bridges.

STATION LOCATIONS

STATIONS MILES STATIONS MILES STATIONS MILES
Sioux Falls 0.0 Renner 6.5 Sioux Falls Jet. 32.3
Peaks 0.9 Dell Rapids 19,5
West Jct. 2.7 Trent 26.6
TRAFFIC CHARACTERISTICS
1975 1979
TRAFFIC DENSITY - 0.75 MGT : 0.70 MGT
TRAFFIC DIRECTION - 70% Orig. /30% Term. 81% orig./19% Term.

COMMODITIES - Primarily forwarded stone'grain, clay, glass, and sand, and
non-metallic minerals; received fertilizer, stone, clay, and glass.

OTHER INFORMATION

This line was embargoed by the Milwaukee Road in March 1980 and abandoned
in June 1980. The portion of the line between Sioux Falls and Trent is cur-
rently under consideration by the State for possible acquisition and resump-
tion of rail service. '

The South Dakota Rail Line Inventory found that significant impacts would
result from abandonment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT MW23
SIOUX FALLS TO SIOUX FALLS JCT.

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT - MW24

EAST WYE SWITCH TO MITCHELL
MILWAUKEE ROAD - MINNESOTA-DAKOTA DIVISION 35th SUBDIVISION
LINE DESCRIPTION

LINE STATUS — Abandoned

TYPE OF LINE - Secondary Main LINE LENGTH IN MILES - 116.7

MAXIMUM WEIGHT LIMIT - 263,000 1bs. MAXIMUM SPEED LIMIT - 30 mph (12 miles

under slow orders)

SERVICE FREQUENCY - None

YARDS - Yankton and Mitchell _

CONNECTING LINES - Former Milwaukee Road at East Wye Switch, Napa and
Mitchell; Burlington Northern branch at Yankton; and Chicago & North
Western at Mitchell.

HIGHWAYS - Elk Point is on I 29; Vermillion, Meckling and Yankton on SD 50;
Tripp, Parkston and Dimock on SD 37; Mitchell on I 90 and SD 37; all other
stations except Napa and Beardsley are on hard surfaced local roads.

RAIL WEIGHT - 85 1lbs. from East Wye Switch to Burbank and from Beardsley to
Ethan; 90 lbs.from Burbank to Beardsley and 100 lbs. — 112 1lbs. from
Ethan to Mitchell.

MAXIMUM GRADE - 1% MAXIMUM CURVE - B8° & 6° at

) ) Mitchell

BALLAST — Mostly gravel dating from 1918 to 1928,

BRIDGES AND TRESTLES - 25 pile trestles ranging in length from 1 to 1!l spans
and totaling 99 spans and 7 .other bridges of steel or concrete.’

STATION LOCATIONS

STATIONS MILES STATIONS MILES STATIONS MILES
East Wye Switch 0.0 Yankton 41,7 Tripp B2.5
Elk Point 0.7 Napa 47.3 Beardsley 88.1
Burbank 9.3 Utica 50.9 Parkston 94.6
Vermillion 15.2 Lesterville 57.6 Dimock 100.0
Meckling 23.4 Scotland 68.9 Ethan 105.1
Gayville 29.6 Kaylor 75.5 Mitchell 116.7
TRAFFIC CHARACTERISTICS
> 1975 1979

TRAFFIC DENSITY -

East Wye Switch to Napa 0.94 MGT. 0.56 MGT

Napa to Mitchell 0,80 MGT 0.4]1 MGT
TRAFFIC DIRECTION - 58% Orig./427% Term. 59% Orig./41% Term.

COMMODITIES - Forwarded grain and grain mill products; received food prod-
ucts, fertilizer, and iron and steel.

OTHER INFORMATION

This line was embargoed by the Milwaukee Road in March 1980 and abandoned
in June 1980. The line is currently under consideration by the State for
possible acquisition and resumption of rail service.

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 25

NAPA TO PLATTE
MILWAUKEE ROAD - MINNESOTA-DAKOTA DIVISION - 36th SUBDIVISION
LINE DESCRIPTION

LINE STATUS ~ Abandoned

TYPE OF LINE - Branch LINE LENGTH IN MILES - 82.4

MAXIMUM WEIGHT LIMIT - 220,000 1bs MAXIMUM SPEED LIMIT - 25 mph (entire line
' under slow orders)

SERVICE FREQUENCY - None

YARDS - None

CONNECTING LINES - Former Milwaukee Road at Napa.

HIGHWAYS — SD 50 parallels, Platte also served by SD Highway 44; Wagner also
served by SD Highway 46.

RAIL WEIGHT - About 8 miles of mixed 75 1lbs., 85 lbs. and 95 1bs. rail near
Napa; balance is 60 1lbs.

MAXIMUM GRADE - 1% MAXIMUM CURVE - 79 30' (at Tyndall)

BALLAST - Gravel and dirt.

BRIDGES AND TRESTLES - 38 pile trestles ranging in length from ! to 19 spans
and totaling 249 spans, and one steel girder bridge with one span.

STATION LOCATIONS

STATIONS MILES STATIONS MILES STATIONS MILES
Napa 0.0 Wagner 46.1 Platte 82.4
Tabor 10.5 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
TRAFFIC DENSITY - 0.09 MGT 0.09 MGT
TRAFFIC DIRECTION - 80% Orig./20% Term. 67% Orig. 33% Term.

COMMODITIES - Forwarded grain; received fertilizer, lumber products, stone,
clay, and glass and farm machinery.

OTHER INFORMATION

This line was embargoed by the Milwaukee Road in March 1980 and abandoned
in June 1980, The line is currently under consideration by the State for
possible acquisition and resumption of rail service.

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 - MW26

JACKSON, MN TO MADISON, SD
MILWAUKEE ROAD - MINNESOTA-DAKOTA DIVISION - 19th SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Abandoned
TYPE OF LINE - Branch LINE LENGTH IN MILES - 124.0 Total; 37.5
in 8D

MAXIMUM WEIGHT LIMIT - 220,000 lbs. MAXIMUM SPEED LIMIT - 25 mph

SERVICE FREQUENCY - None

YARDS - Madison

CONNECTING LINES - Former Milwaukee Road at Madison and Sioux Falls Junc-
tion, Burlington Northern at Wentworth, and Historic Dakota Central at
Madison.

HIGHWAYS - Flandreau is served by SD 32, and the other stations are served
by SD 34.

RAIL WEIGHT - 65 lbs. with some 75 lbs., 90 1bs., and 100 lbs. rail.
MAXIMUM GRADE - 1.07% MAXIMUM CURVE - 3°© 50°'
BALLAST - Gravel dating from 1942-1944.

BRIDGES AND TRESTLES - 9 pile trestles ranging in length from 1 to 7 spans
and totaling 38 spans and also 3 steel bridges.

STATION LOCATIONS

STATIONS MILES STATIONS MILES
Madison 0.0 Flandreau 29.5
Wentworth 7.7 Minnesota

Colman 15.5 Border 37.5
Sioux Falls Jct. 23.2

Egan 25.1

TRAFFIC CHARACTERISTICS

1975 1979
TRAFFIC DENSITY -
Egan to Sioux Falls Jct. 0.19 MGT 0.07 MGT
Sioux Falls Jet to Madison 0.11 MGT 0.09 MGT
TRAFFIC DIRECTION - 45% 0rig./55% Term. 39% Orig-/ﬁlx Term.

COMMODITIES - Forwarded grain; received fertilizer, stone, clay, and glass,
and lumber products.

OTHER INFORMATION

This line was embargoed by the Milwaukee Road.in March 1980 and abandored
in June 1980. The portion from Madison to Wentworth is currently operated
by the Burlington Northern as part of its purchase plan for portions of
abandoned Milwaukee Road lines.

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 — MW27

MADISON TO BRYANT .
MILWAUKEE ROAD - MINNESOTA-DAKOTA DIVISION - 21st SUBDIVISION

LINE DESCRIPTION

LINE STATUS - Abandoned
TYPE OF LINE - Branch LINE LENGTH IN MILES - 47.5

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

SERVICE FREQUENCY - None

YARDS -~ Madison

CONNECTING LINES - Former Milwaukee Road and Historic Dakota Central at
Madison; Chicago & North Western at Lake Preston.

HIGHWAYS - Madison is on US 81 and SD 34, Lake Preston is on US 14, Bryant
is on SD 28 and the other towns are served by local hard surfaced roads.

RAIL WEIGHT - 65 1lbs. for entire line except between Lake Preston and Erwin
at 56 l1bs.

MAXIMUM GRADE - 1% MAXIMUM CURVE - 4©
BALLAST - Gravel and dirt.

BRIDGES AND TRESTLES ~ None

STATION LOCATIONS

STATIONS MILES STATIONS MILES
Madison 0.0 Erwin 40.0
Ramona 10.3 Bryant 47.5
Oldham : 1.9
Lake Preston 30.3
TRAFFIC CHARACTERISTICS
1975 1979
TRAFFIC DENSITY - .02 MGT +01 MGT
TRAFFIC DIRECTION - N/A 84% 0rig./16z Term.

COMMODITIES - Primarily forwarded grain; also received fertilizer.

OTHER INFORMATION

This line was abandoned by the Milwaukee Road in 1980. Milwaukee Road
Line from Madison to Wentworth is currently operated by Burlington
Northern as part of its purchase plan for portions of abandoned Milwaukee
Road lines.

The South Dakota Rail Line Inventory Study found that minimal impacts
would result from abandomment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT MW27
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SOUTH DAKOTA SEGMENT - CNOI

TRACY, MN TO HURON, SD
CHICAGO & NORTH WESTERN ~ CENTRAL DIVISION - HURON SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation

TYPE OF LINE = Main LINE LENGTH IN MILES - 136.4 total,

. 90.2 in SD

MAXIMUM WEIGHT LIMIT - 263,000 1bs. MAXIMUM SPEED LIMIT - 35 mph

SERVICE FREQUENCY - N/A

YARDS - Tracy, Brookings, Arlington, Iroqueis, Huron.

CONNECTING LINES - Chicago & North Western at Tracy, Sioux Valley Jct.
and Huron, and Burlington Northern at Huron, and near Burchard.

HIGHWAYS — US 14 serves all stations in Minnesota except Garvin, which is
served by US 59 and Verdi which is served by a local road and in addition,
Lake Benton is served by US 75. Elkton is served by SD 218, Aurora by a
local hard surfaced road and the remainder of the stations are served by
US 14, plus I 29 serves Brookings, US 81 serves Arlington, SD 25 serves
DeSmet, and SD 37 serves Huron.

RAIL WEIGHT - 100 1bs. from the Minnesota border to Iroquois and 90 lbs.
from Iroquois to Huron.

MAXIMUM GRADE - 1.2% MAXIMUM CURVE - 4° (near Arlingtomn)

BALLAST - Gravel dating to around 1940 from the Minnesota border to Sioux
Valley Jct., rock dating to 1960-1970 from Sioux Valley Jct. to Iroquols
and gravel dating from 1926 to 1954 for remainder of this segment.

BRIDGES AND TRESTLES-46 pile trestles ranging in length from 2 to 19 spans
and totaling 306 spans plus one combination steel and pile trestle.

STATION LOCATIONS

STATIONS MILES STATIONS MILES STATIONS MILES
Tracy, Minn. 0.0 Elktomn, SD 47.8 Lake Preston, SD  94.4
Garvin, Minn. 7.2 Aurora, SD 58.5 DeSmet, SD 103.0
Balaton, Minn. 13.0 Brookings, SD 64.3 Manchester, AD 111.8
Burchard, Minn. 19,5 Sioux Valley Jet. SD 67.7 Iroquois, SD 118.1
Tyler, Minn. 27.1 Volga, SD 70.8 - Cavour, SD 127.4
Lake Benton, Minn. 34.9 (BN Crossing) 80.7 Huron, SD 136.4
Verdi, Minn. 41.2 Arlington, SD B1.7

Hetland, SD 87.2
TRAFFIC CHARACTERISTICS
1975 1979

TRAFFIC DENSITY - ]

Minn. border to Sioux Valley Jct. 2.81 MGT 2.71 MGT

Sioux Valley Jct. to Iroquois 2.65 MGT 2.66 MGT
. Iroquois to Huron 2.71 MGT 2.54 MGT
TRAFFIC DIRECTION - N/A 47% Orig./53% Term (1977)

COMMODITIES - Forwarded grain, food products, and stone, sand, and gravel;
recelved grain mill products, coal, lumber products, and stone, sand, and
__gravel,

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 abandonment of the parallel Milwaukee line to Rapid City makes
this line even more important to the State of South Dakota.

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 SE®MENT - CNO2

HURON TO PIERRE
CHICAGO & NORTH WESTERN - WESTERN DIVISION — PIERRE SUBDIVISION

LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation

TYPE OF LINE - Main LINE LENGTH IN MILES - 117.7

MAXIMUM WEIGHT LIMIT - 251,000 lbs. MAXIMUM SPEED LIMIT - 35 mph-w/slow orde

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 Ruron. Former Milwaukee Road line at Wolsey.

HIGCHWAYS - US 14 serves all stations except James Valley Jct. and Canning
which are served by local roads. Adlitionally 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 1bs. and 112 1bs. from Huron to James Valley Jct and the
remainder 72 lbs.

MAXIMUM GRADE - 1% MAXIMUM CURVE -~ 4° 30'

BALLAST - Majority is rock, stome, and gravel dating from around 1960.

BRIDGES AND TRESTLES - 50 pile trestles ranging in length from 1 to 9 spans
and totaling 213 spans in addition to 2 steel and pile trestle combina-
tion bridges.

1

STATION LOCATIONS

STATIONS MILES STATIONS - MILES
Huron 0.0 Ree Heights 50.6
James Valley Jct 4,2 Highmore 62.4
Wolsey 13.3 Holabird 70.2
Wessington 24.7 Harrold 77.2
Vayland 30.4 Blunt 90.0
St. Lawrence 37.6 Canning 98.2
Miller 40.1 Pierre 117.7
TRAFFIC CHARACTERISTICS
1975 1979
TRAFFIC DENSITY -
Huron to James Valley Jct. 2.53 MGT 2.54 MGT
James Valley Jet to Blunt 1.54 MGT 1.82 MGT
Blunt to Pierre 1.20 MGT 1.49 MGT
TRAFFIC DIRECTION - N/A 45% Orig./55% Term. (1977)

COMMODITIES - Forwarded grain; received fertilizer, stone, sand, gravel,
clay, and glass.

OTHER INFORMATION

This line serves both Chicago & North Western local and overhead traffic
from points west and north. Locomotive and car repalr shops are located at
Huron. The abandonment of the parallel Milwaukee line to Rapid City makes
this line even more important to the State of South Dakota.

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 CN02
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SOUTH DAKOTA SEGMENT - CNO3

PIERRE TO RAPID CITY
CHICAGO & NORTH WESTERN - WESTERN DIVISION - PRC SUBDIVISION

LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation

TYPE OF LINE - Main LINE LENGTH IN MILES - 170.8

MAXIMUM WEIGHT LIMIT - 210,000 1bs. MAXIMUM SPEED LIMIT - 25 mph

SERVICE FREQUENCY -~ 3 to 7 trips per week depending on traffie.

YARDS - Pierre, Wall, Box Elder, and Rapid City.

CONNECTING LINES - Chicago & North Western at Pierre and Rapid City. TFormer
Milwaukee Road line at Rapid City.

HIGHWAYS - US 14 serves Pierre, Ft. Pierre, Midland, Philip, Cottonwood, and
Quinn, local gravel roads serve Wendt, Van Meter and Capa, I 90 serves
Wall, Wasta, Underwood, Box Elder, and Rapid City; Owanka is served by a
local hard surfaced road. Additionally, Pierre is served by US 83 and SD
34, Philip by SD 73, Rapid City by SD 44, SD 79 and US l6. ’

RAIL WEIGHT — 85 1bs. of CWR, 90 1bs., 100 1bs., and 112 1bs.
MAXIMUM GRADE - 1.5% MAXIMUM CURVE - 11° at Rapid City,
elsewhere 6°
BALLAST - Mostly gravel placed in 1958-1960 from Pierre to Quinn and the re-
mainder is mostly gravel dating back to the 1920's.

BRIDGES AND TRESTLES - 164 pile trestles ranging in length from 1 to 35 spans
and totaling 1,370 spans. In addition there are 47 pile trestle and other
type construction combination bridges.

STATION LOCATIONS

STATIONS . MILES STATIONS MILES STATIONS MILES
Pierre 0.0 Midland 52,7 Wasta 124.5
Ft. Pierre 3.9 Philip 79.2 Cwanka 134.8
Wendte 22.8 Cottonwood 92.9 Underwood 148.5
Van Metre 32.4 Quinn 104.1 Box Elder 160.1
Capa 42,9 Wall 110.5 Rapid City 170.8

TRAFFIC CHARACTERISTICS _

1975 1979
TRAFFIC DENSITY - 1.20 MGT 1.49 MGT
TRAFFIC DIRECTION - N/a B1% Orig./19% Term. (1977)

COMMODITIES - Forwarded grain, grain mill products, pulp wood and woodchips,

stone, sand, gravel, clay, and glass; received grain, food products, and
stone, sand and gravel.

OTHER INFORMATION

This line serves both Chicago & North Western local and overhead traffic
from points west. The abandonment of the parallel Milwaukee line to Rapid
-City makes this line even more important to the State of South Dakota.

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




SOUTH DAKOTA SEGMENT CN03
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RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT - CNO&b

REDFIELD TO ABERDEEN
CHICAGO & NORTH WESTERN — WESTERN DIVISION -~ OAKES SUBDIVISION

LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation to Mansfield
TYPE OF LINE - Branch LINE LENGTH IN MILES - 42.2
MAXIMUM WELIGHT LIMIT - 210,000 1bs. MAXIMUM SPEED LIMIT - 10 mph

SERVICE FREQUENCY - Two round trips per week.

YARDS - Redfield and Aberdeen.

CONNECTING LINES - Former Chicago & North Western branchline at Redfield,
former Milwaukee Road line at Redfield, and Chicago & North 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 28l1.

RAIL WEIGHT - About 22 miles of 90 lbs., 8 miles of 72 1bs., 7 miles of 80
lbs. and 5 miles of 100 1lbs. rail.

MAXIMUM GRADE - .8% MAXIMUM CURVE - 2°

BALLAST - Largely gravel dating from 1935 to 1937 from Redfield to Northville
and mainly stone and rock placed in the 1960's for the remainder of the
line with one 6 mile segment of dirt. _

BRIDGES AND TRESTLES - 8 pile trestles ranging in length from 1 to 10 spans
and totaling 44 spans and one bridge at Redfield which is a trestle and
steel combination with a total of 13 spans.

STATION LOCATIONS

STATIONS MILES

Redfield

Athol 1
Northville 2
Mansfield 2
Aberdeen 4

0
0.0
0.3
6.3
2.2

TRAFFIC CHARACTERISTICS

1975 1979
TRAFFIC DENSITY — 0.84 MGT 0.44 MGT
TRAFFIC DIRECTION - mostly north to south 76% Orig./24% Term. (1977)

COMMODITIES - Forwarded grain, and scrap iron and steel; received grain mill
products, rubber and plastics, and stone, clay, and glass.

OTHER INFORMATION

The Chicago & North Western operates over the former Milwaukee Road branch
between Wolsey and Aberdeen through an operating rights agreement; rail
service to the C&NW 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 CNO4b
REDFIELD TO ABERDEEN

RAILROAD SEGMENT MAP
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SQUTH DAKOTA SEGMENT - CNO5

ABERDEEN, SD TO OAKES, ND
CHICAGO & NORTH WESTERN - WESTERN DIVISION — CAKES SUBDIVISION

LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation
TYPE OF LINE - Branch LINE LENGTH IN MILES ~ 52.7 total; 38.6
. in SD

MAXIMUM WEIGHT LIMIT - 210,000 1bs. MAXIMUM SPEED LIMIT - 10 mph

SERVICE FREQUENCY - 2 round trips per week.

YARDS - Aberdeen and Ludden Jct. - Qakes

CONNECTING LINES - Burlington Northern, Milwaukee Road and Chicago & North
Western at Aberdeen; Soo Line and Burlington Northern at Oakes; and
Burlington Northern crosses this line near Ludden.

HIGHWAYS - Aberdeen is served by US 28l and US 12, Ordway and Columbia by
local hard surfaced roads, Houghton by SD 10, Hecla by SD 37, Ludden by
ND 1 and 11, and Qakes by ND l.

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

MAXIMUM GRADE - ,B8% MAXIMUM CURVE - 5° (at Columbia)

BALLAST - Mostly gravel and rock applied since 1954,

BRIDGES AND TRESTLES - 17 pile trestles ranging in length from ! to 24 spans
and totaling 75 spans and also one pile trestle and steel combination
bridge with 7 spans.

STATION LOCATIONS

STATIONS MILES STATIONS MILES

Aberdeen, 5D 0.0 Hecla, SD 34,7

Ordway, SD B.4 Ludden, ND 43,6

Columbia, SD 14,2 Ludden Jet. ND  45.0

Houghton, 8D 26.0 Oakes, ND 52.7

TRAFFIC CHARACTERISTICS i
1975 1979
TRAFFIC DENSITY - 0.56 MGT 0.51 MGT
TRAFFIC DIRECTION - N/A 79% Orig./21% Term. (1977)

COMMODITIES — Forwarded grain; received fertilizer and lumber products

through the Oakes, ND gateway.

OTHER INFORMATION

This line provides an important connection between the South Dakota rail
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
result from abandonment of this line, based on 1977 traffic data.

11.89




SOUTH DAKOTA SEGMENT CNO5
ABERDEEN, SD TO OAKES, ND

RAILRO_AD SEGMENT MAP RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT - CNOb

CHADRON, NE TO RAPID CITY, SD
CHICAGO & NORTH WESTERN - WESTERN DIVISION - RAPID CITY SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation

TYPE OF LINE - Branch LINE LENGTH IN MILES - 102.2 total, 84.0
in SD

MAXIMUM WEIGHT LIMIT - 251,00C 1bs. MAXIMUM SPEED LIMIT - 30 mph

SERVICE FREQUENCY - Daily

YARDS - Chadron, Oral, and Rapid City

CONNECTING LINES - Chicago & North Western at Rapid City, Dakota Ject. and

Chadron; former Milwaukee Road line at Rapid City.

HIGHWAYS — US 20 and US 385 serve Chadron; US 385 serves Dakota Jct., Wayside
and 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, US 16 and SD 44.

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

MAXIMUM GRADE - 1.52% MAXIMUM CURVE - 4°

BALLAST - Rock and stone dating from 1964-1972 from Chadron to Hermosa and
gravel dating from 1904-1935 for the remainder of this line with rock
placed in 1978 and 1979 near Rapid City.

~ BRIDGES AND TRESTLES - 71 pile trestles ranging in length from 3 to 27 spans
and totaling 57! spans and in addition there are 6 pile trestle and steel
combination type bridges.

STATLION LOCATIONS

STATIONS - MILES STATIONS MILES
Chadron, NE 0.0 Oral, SD 48.7
Dakota Jct., NE 5.1 Buffalo Gap, SD 55.7
Wayside, NE 17.1 Fairburn, SD 72.1
Oelrichs, SD 31.9 Hermosa, SD 83.8

41.5 Rapid City, SD 102.2

Smithwick, SD

TRAFFIC CHARACTERISTICS 1975 1879
TRAFFIC DENSITY - 2.71 MGT 3.02 MGT
TRAFFIC DIRECTION - N/a 98% Orig./2% Term (1977)

COMMODITIES - Primarily forwarded grain, pulpwood and woodchips, and stone,
sand, and gravel. This is the primary route for 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 CNO6
CHADRON, NE TO RAPID CITY, SD

RAILROAD SEGMENT MAP
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SOUTH DAKOTA SEGMENT -~ CNO7

RAPID CITY, SD TO BENTONITE, WY

CHICAGO & NORTH WESTERN - WESTERN DIVISION - RAPID CITY SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation

TYPE OF LINE = Brauch LINE LENGTH IN MILES - 77.6 total, 71.0

in SD

MAXIMUM WEIGHT LIMIT - 251,000 1bs. MAXIMUM SPEED LIMIT - 20 mph (Rapid City

to Jolly), 30 mph
(Jolly to Bentonite)

SERVICE FREQUENCY - 6 times a week

YARDS ~ Rapid City, Whitewood, Sturgis, Belle Fourche and Bentonite

CONNECTING LINES - Chicago & North Western at Rapid City, and former
Milwaukee Road line at Rapid City.

HIGHWAYS - T 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 - 112 1bs. from Rapid City to Black Hawk, 72 1lbs. from Black
Hawk to Black Hills National Cemetery, 112 lbs. — 100 1lbs. from Black Hills
National Cemetery to Sturgis, 90 1bs. from Sturgis to Belle Fourche, 80
1bs. from Belle Fourche to Wyoming border and 72 1lbs. in Wyoming.

MAXIMUM GRADE - 1,5% MAXTMUM CURVE - 7° at Bentonite,

BALLAST Stone and rock placed since 1966. elsewhere 4°,

BRIDGES AND TRESTLES - 45 pile trestles ranging in length from 1 to 17 spans

and totaling 332 spans and three other bridges of steel and pile trestle
combination.

STATION LOCATIONS

STATIONS MILES STATIONS MILES

Rapid City 0.0 Whitewood 38,2

Black Hawk 9.5 St. Onge 45.6

Piedmont 16.6 Jolly 53.3

Tilford 21.8 Belle Fourche 57.0

Sturgis 31.5 Bentonite, WY 77.6

TRAFFIC CHARACTERISTICS 1975 1979

TRAFFIC DENSITY - -
Rapid City to Jolly 2,71 MGT 2,97 MGT
Jolly to Bentonite 1.65 MGT "~ 1.61 MGT

TRAFFIC DIRECTION - N/A 99% Orig./1% Term.(1977)

COMMODITIES - Forwarded pulpwood and woodchips, stone, clay, and glass, and

non-metallic minerals; received pulp and paper products, lumber products,
and farm machinery,

OTHER INFORMATION

This line provides an 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
ég acts ggyld result from abandonment of this line, based on 1977 traffic
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SOUTH DAKOTA SEGMENT CN07
RAPID CITY, SD TO BENTONITE, WY

RAILRCAD SEGMENT MAP
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SOUTH DAKQTA SEGMENT - CNO9

WORTHINGTON, MN TO SIOUX FALLS, SD

CHICAGO & NORTH WESTERN — TWIN CITIES DIVISION — SIQUX FALLS SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation
TYPE OF LINE -~ Branch LINE LENGTH IN MILES - 61l.9 total; 15.8
in SD

MAXIMUM WEIGHT LIMIT - 210,000 1bs. MAXIMUM SPEED LIMIT - 40 mph

SERVICE FREQUENCY - Daily except Saturday

YARDS - Sioux Falls ‘

CONNECTING LINES - Burlington Northern, former Illinois Central Gulf, former
Milwaukee Road line and Chicago & North Western at Sioux Falls

HIGHWAYS ~ A local hard surfaced highway serves Valley Springs, SD 1l serves

Brandon, and Interstate 90 and 29 plus other state and local roads serve
Sioux Falls.

RAIL WEIGHT — 90 and 100 1bs.

MAXIMUM GRADE - 1% . MAXIMUM CURVE - 3° a1t
BALLAST - Gravel dating to 1936.

BRIDGES AND TRESTLES - 7 pile trestles ranging in length from 2 to 25 spans
and totaling 5! spans, one I beam and 2 span pile trestle combination,
one deck plate girder and 9 span pile trestle, one through riveted truss

‘and 16 span pile trestle, and one through riveted truss and 25 span pile
trestle.

STATION LOCATIONS

STATIONS MILES

MN Border 0.0

Valley Springs 0.7

Branden 7.2
1

Sioux Falls 5.8

TRAFFIC CHARACTERISTICS 3375 1979

TRAFFIC DENSITY - 0.39 MGT 1.25 MGT

TRAFFIC DIRECTION - N/A 67% Orig./33% Term. (1977)
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 CN09
WORTHINGTON, MN TO SIOUX FALLS, SD

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT - CN10

SIOUX FALLS TO MITCHELL

CHICAGO & NORTH WESTERN = TWIN CITIES DIVISION - SIOUX FALLS SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Abandoned between Ellis and Mitchell, Continued operation
between Ellis and Sioux Falls.

TYPE OF LINE - Branch LINE LENGTH IN MILES - 72.0, 6.7 still

in service.

MAXIMUM WEIGHT LIMIT - 210,000 1bs. MAXIMUM SPEED LIMIT - 10 mph

SERVICE FREQUENCY - Daily except Saturday.

YARDS ~ Sioux Falls, Salem - Spencer, and Mitchell .

CONNECTING LINES - Chicago & North Western, Burlington Northern, former
Milwaukee Road line and former Illinois Central Gulf at Sioux Falls, and
former Milwaukee Road line at Mitchell.

HIGHWAYS - Sioux Falls is served by I 90, I 29, SD 38, US 77 and SD 42, while
SD 38 serves Hartford, Humbolt, Montrose, Salem and Spencer; Mitchell is
served by SD 38, SD 37 and I 90; Fulton, Ellis, and Farmer are served by
local hard surfaced roads. 1 90 also parallels this line and all stations
have easy access to this highway.

RAIL WEIGHT - 80 lbs. except about 10 miles of 90 lbs. E of Salem.
MAXIMUM GRADE - 1.26% MAXIMUM CURVE - 3° 40°
BALLAST - Early 1900's gravel.

BRIDGES AND TRESTLES - 16 pile trestles ranging in length from 2 to 18 spans
and totaling 121 spans, a bridge consisting of 6 spans of pile trestles,

and I beam construction and two pile trestle and steel combination bridges
totaling 64 spans.

STATION LOCATIONS

STATIONS MILES STATIONS MILES
Sioux Falls c.0 Spencer 49,7
Ellis 6.7 Farmer 54.5
Hartford 14,3 Fulton 61.2
Humbolt 21,1 Riverside 67.4
Montrose 28.1 Mitchell - 72.0
Salem 39,6
- TRAFFIC CHARACTERISTICS 1975 1979
TRAFFIC DENSITY - 0.14 MGT 0.06 MGT
TRAFFIC DIRECTION - N/A 29% Orig./71% Term. (1977)

COMMODITIES - Forwarded grain, food products, and stone, sand, and gravel;
received lumber products, Stone, clay, glass, sand, and gravel.

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 CN10
SIOUX FALLS TO MITCHELL

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT -~ CN11

HAWARDEN, IA TO BERESFORD, SD
CHICAGO & NORTH WESTERN — CENTRAL DIVISION - HAWARDEN SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Abandoned

TYPE OF LINE - Branch LINE LENGTH IN MILES - 17.4 total, 16.7
MAXIMUM WEIGHT LIMIT - 251,000 1bs. in SD i
SERVICE FREQUENCY - None MAXIMUM SPEED LIMIT~ 30 mph

YARDS - Hawarden
CONNECTING LINES -~ Former Milwaukee Road line at Hawarden.

HIGHWAYS - Hawarden is served by SD 10 and SD 12; Alcester is served
by SD 11; and Beresford by SD 46 and 1 29.
RAIL WEIGHT - about 20 miles of 110-112 1lbs. from Hawarden to near Beresford-

MAXIMUM GRADE - 1.8% (in SD) MAXIMUM CURVE - 4° (in SD)
BALLAST - Rock and gravel dating from 1954-1965 from the SD border to
Beresford.

BRIDGES AND TRESTLES - 10 pile trestles ranging in length from 2 to 24 spans
and totaling 78 spans and 2 other bridges of steel construction in the
South Dakota portion with a total of 17 spans.

STATION LOCATIONS

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

TRAFFIC CHARACTERISTICS 1975 1979

TRAFFIC DENSITY - 0.08 MGT 0.00MGT

TRAFFIC DIRECTOR - 91% Orig./9% Term.(1974) 64% Orig./36X Term.(1977)

COMMODITIES - Primarily forwarded grain; received fertilizer, lumber
products, and petroleum products. .

OTHER INFORMATION

This line was abandoned in 1978 by the Chicago & North Western. A project
consisting of 90% Federal and 10% local funds was approved in March 1978 for
the purpose of purchasing the line from Parker to Hawarden. The funds were
not ‘expended since the asking price of the railroad exceeded the total sum
available ($1,579,000).

Shipper interest in continued service remains and because of this, the
line between Hawarden, IA and Beresford, SD will be purchased by the State
for possible resumption of rail service.
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SOUTH DAKOTA SEGMENT CN11
HAWDARDEN, IA TO ERESFORD, SD

RAILROAD SEGMENT MAP RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT - CN12

SIOUX VALLEY JCT. TO WATERTOWN
CHICAGO & NORTH WESTERN - CENTRAL DIVISION — WATERTOWN SUBDIVISION

LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation

TYPE OF LINE - Branch LINE LENGTH IN MILES - 44.2

MAXIMUM WEIGHT LIMIT - 210,000 lbs. MAXIMUM SPEED LIMIT - 30 mph

SERVICE FREQUENCY - Daily except Sunday

YARDS - Sioux Valley Jct. and Watertown

CONNECTING LINES - Chicago & North Western at Sioux Valley Ject., Chicago &
North Western branch at Watertown and Burlington Northern at Watertown.

HIGHWAYS - US 14 serves Sioux Valley Ject.; 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,
I 29, and US 81,

RAIL WEIGHT - 72 1lbs.

MAXIMUM GRADE - .77% (at Watertown) MAXIMUM CURVE ~ 4° at Watertown and

BALLAST - Consists of old gravel and cinders with some segments being dirt.

BRIDGES AND TRESTLES -~ 50 pile trestles ranging in length from 1 to 22 spans
and totaling 233 spans.

STATION LOCATIONS

STATIONS MILES

Sioux Valley Jct.

Bruce

Estelline 1

Dempster 2

Castlewood 3
3
4

Appleby
Watertown

TRAFFIC CHARACTERISTICS 1975 1979

TRAFFIC DENSITY - 0.39 MGT 0.27 MGT

TRAFFIC DIRECTION - N/A 24% Orig./76% Term. (1977)

COMMODITIES - Forwarded grain and farm products; received grain mill
products, lumber products, stone, clay, and glass.

OTHER INFORMATION

The South Dakota Rail Line lnventory Study found that limlited impacts
would result from abandomnment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT CN12
SIOUX VALLEY JCT. TO WATERTOWN
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SOUTH DAKOTA SEGMENT — CNI3

WATERTOWN TO CLARK

CHICAGO & NORTH WESTERN - CENTRAL DIVISION — WATERTOWN SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category 3: Pending Abandonment Approval

TYPE OF LINE - Branch LINE LENGTH IN MILES ~ 31.1

MAXIMUM WEIGHT LIMIT - 210,000 lbs. MAXIMUM SPEED LIMIT - 10 mph

SERVICE FREQUENCY - Irregular

YARDS - Watertown

CONNECTING LINES - Chicago & North Western and Burlington Northern at

Watertown.
HIGHWAYS - US 212 parallels and serves the stations.

RAIL WEIGHT - 72 lbs. :
MAXIMUM GRADE - 1% MAXIMUM CURVE - 3°

BALLAST - About 12 miles dirt and the remainder gravel which was placed in
1916 and 1917.

BRIDGES AND TRESTLES - 3 pile trestles which are 4 or 6 spans each and one
bridge which is a combination I Beam and 4 gpans of pile trestles.

STATION LOCATIONS
STATIONS MILES

Watertown 0.
Kampeska

Hentry 1
Elrod 2
Clark 3

TRAFFIC CHARACTERISTICS 1975 1979

TRAFFIC DENSITY - 0.02 MGT 0.01 MGT

COMMODITIES - Forwarded grain; received fertilizer.

OTHER INFORMATION

The 1CC issued an abandomment certificate for the Clark to Doland portion
of this line, but denied the petition for abandonment of the Clark to Water-—
town portion. 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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T SOUTH DAKOTA SEGMENT CN13
WATERTOWN TO CLARK

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT - CN15

REDFIELD TO FRANKFORT
CHICAGO & NORTH WESTERN ~ WESTERN DIVISION - OAKES SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Abandoned

TYPE OF LINE - Branch LINE LENGTH IN MILES - 10.7

MAXIMUM WEIGHT LIMIT - 210,000 1bs. MAXIMUM SPEED LIMIT - 10 mph

SERVICE FREQUENCY - None

YARDS - Redfield

CONNECTING LINES - Chicago & North Western and former Milwaukee Road line
at Redfield.

HIGHWAYS - US 212 serves Frankfort and US 212 and US 281 serve Redfield.

RAIL WEIGHT - About 3.5 miles 90 1bs., and 7.2 miles 72 lbs. rail

MAXIMUM GRADE - 1% HMAXIMUM CURVE - 2°

BALLAST - Gravel

BRIDGES AND TRESTLES - One bridge across the James River which is a 20 span
pile bridge and a 148' truss. )

STATION LOCATIONS

STATIONS MILES
Redfield 0.0
Frankfort 10.7
TRAFFIC CHARACTERISTICS 1975 l??g
TRAFFIC DENSITY - 0.02 MGT - 0.01 MGT
TRAFFIC DIRECTION - 97% Orig./3% Term. 100% Orig./0% Term. (1977)

COMMODITIES - Forwarded grain.

OTHER INFORMATION

This line was abandoned in 1980 by the Chicago & North Western.
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 CN15

REDFIELD TO FRANKFORT
RAILROAD SEGMENT MAP RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT - CN16

BLUNT TO GETTYSBURG i
CHICAGO & NORTH WESTERN - WESTERN DIVISION - GETTYSBURG SUBDIVISION

LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation .
TYPE OF LINE - Branch | LINE LENGTH IN MILES - 40.3

MAXIMUM WEIGHT LIMIT -~ 178,000 1bs. MAXIMUM SPEED LIMIT - 10 mph

SERVICE FREQUENCY - As needed, O to 6 round trips per week.

YARDS - Blunt and Gettysburg

CONNECTING LINES - Chicago & North Western at Blunt.

HIGCHWAYS - Blunt is served by US 14, Onida, Agar and Gorman by US 83 and
Gettysburg by US 212.

RAIL WEIGHT - 60 1bs.

MAXIMUM GRADE - 1% MAXIMUM CURVE - 9° at Blunt and
BALLAST - Mostly 1910 gravel or dirt. 4° elsewhere on
’ the line.

BRIDGES AND TRESTLES - 26 pile trestles ranging in length from 1-17 spans and
totaling 167 spans.

STATION LOCATIONS

STATIONS MILES

Blunt

Onida 1
Agar 2
Gorman 3
Gettysburg 4

0.0
5.6
5.3
1.5
0.3

TRAFFIC CHARACTERISTICS 1975 1979

TRAFFIC DENSITY - 0.11 MGT 0.08 MGT
TRAFFIC DIRECTION - N/A 73% Orig./27% Term. (1977)
COMMODITIES - Forwarded grain; received fertilizer and farm machinery.

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 SEGMENTCN16

BLUNT TO GETTYSBURG
RAILROAD-HIGHWAY LOCATION MAP
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SQUTH DAKOTA SERMENT - CN17

TRACY, MN TO GARY, SD

CHICAGO & NORTH WESTERN - CENTRAL DIVISION - MARSHALL SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Abandoned

TYPE OF LINE - Branch LINE LENGTH IN MILES - 58.0 total,
MAXIMUM WEIGHT LIMIT - 210,000 1lbs. approx. 1 in SD.
SERVICE FREQUENCY - Néne MAXIMUM SPEED LIMIT - 5 mph

TARDS - Entire Subdivision

CONNECTING LINES - Burlington Northern at Marshall, Chicago & North Western
at Marshall and Tracy.

HIGHWAYS - Gary is served by a local hard surfaced road; State Highway 68
parallels this line from Canby to Marshall; and Tracy is served by US 14,

RAIL WEIGHT - 72 1bs. from Canby to Burr and 60 lbs. rail from Burr to Gary.

MAXIMUM GRADE - 1% MAXIMUM CURVE - 1°

BALLAST - Gravel placed in 1916 from Canby to near Burr and dirt the last
4 miles of line.

BRIDGES AND TRESTLES - 17 pile trestles ranging in length from 2 to 12 spans
and totaling 84 spans.

STATION LOCATIONS

STATIONS MILES STATIONS MILES
Tracy, MN . 0.0 Taunton, MN 34.4
Amiret, MN 7.0 Porter, MN 40,2
Marshall Jet., MN 15.5 . Canby, MN 47.4
Marshall, MN 17.3 Burr, MN 52.3
Ghent, MN 24,2 Gary, SD 58.0
Minneota, MN 29.9 :
TRAFFIC CHARACTERISTICS 1975 1979
TRAFFIC DENSITY - 0.06 MGT 0.04 MGT
TRAFFIC DIRECTION - N/A 58% Orig./QZZ Term. (1977)

COMMODITIES ~ Forwarded grain; received fertilizer.

OTHER INFORMATION

This line was ‘abandoned in 1980 by the Chicago & North Western.
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 CN17
TRACY, MN TO GARY, SD

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT - CN19

BOX ELDER TO ELLSWORTH AIR FORCE BASE
CHICAGO & NORTH WESTERN - WESTERN DIVISION - PART OF THE PRC SUBDIVISION

LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation

TYPE OF LINE - Branch LINE LENGTH IN MILES - 3.0
MAXIMUM WEIGHT LIMIT - N/A MAXIMUM SPEED LIMIT - N/A
SERVICE FREQUENCY - As needed

YARDS - N/A .

CONNECTING LINES -~ Chicago & North Western at Box Elder.
HICHWAYS - Box Elder is served by I 90.

RAIL WEIGHT - 90-100C 1lbs. :
MAXIMUM GRADE - N/A MAXIMUM CURVE - N/A
BALLAST - N/A

BRIDGES AND TRESTLES N/A

STATION LOCATIONS

STATIONS MILES
Box Elder 0.0
Ellsworth AFB 3.0

TRAFFIC CHARACTERISTICS 1977
TRAFFIC DENSITY - —0.03 MGT
TRAFFIC DIRECTION - 25% Orig./75% Term.

COMMODITIES - Primarily received ordinance and petroleum products.

OTHER INFORMATION

This line serves the Ellsworth ALr Force Base and is federally owned for
that portion located on the base. Though the line 1s not included in the
Department of Defense Strateglc Rail Corridor Network, it is the State's
position that the line should connect with and be part of the National
Defense System.
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SOUTH DAKOTA SEGMENT CN19
BOX ELDER TO ELLSWORTH AIR FORCE BASE

RAILROAD-HIGHWAY LOCATION MAP

Wyl ¢ J
) " “'a :
v, wodartas ) ¢ S, Heretor
" ORT MEADE, »

VETERANS ADWMIN. RES. "

LACK #iEdd MATL Cli

-Nu.

Py 10
" sl ('} 430 )Tilford
e aad ot .
ghe inle
N - S
R A \-.;_ — - 5
L - R /Y
‘ﬁ‘“l‘% ok " ‘q., lusm:r? -“\.szk
B T Buck Hawk | ¥ 082t
T ¢ g - s Bancteen_ ol
o0 = et 3
Ay " .
NN PR der e —
» -: u v, d '3,,({-.‘{3_,’-- #or o . i Wasts - ;
by (e N s TN
i ol Tl o Thoines .\ (T Owankg W we {14
- 2 1ES; 79 2 c":u Correg % m..‘
__.{.*I“.".-' ’L/‘“ 16 Oy Farmingdale é" Wak T 7 r
o g Py
- 57 2 hotereny 17, + TN T o3 N ‘ il
o o n .
* e e - ®
. . %'. . \ﬁ_l 1]
j rpeard Yy F ADLANDS "
eyl PSSO, VI S N I )
] R o ST masa G NiTioN:
Fros ~R - " umagd] NN
rlanii b -1 7y s /%4‘ F{\JQ_SH < MONUMENT
) ¢/ - Scenic -
s ™ Game i) ; NATION, '
2 . - n
. '\‘ L G SLAND . - M
3 ool LTcusron E R~ - \.—. iR
ey 87) srare Fairburn Ml “.1 l
7 . _ PARK ;}-\ Crees ™\ . L =,_J1-| \ iy [ .
RAILROAD SEGMENT MAP

Craston

e QEnrlu S.pur
%,
/', '%cenlc “""" o)
Vi ’"'-lﬂl-l!uuuhllug'lulm!“’
Ty T T —T
| . l
l {
KEY
_l —
] study Segment
sesssaseane Abandoned Line i
= W W Potantially Subject to Abandonment ) T
Within 3 Years ]
== = mm v 8 Pending Abandonment Approval 11.112 1 11
e All Other Lines ' ‘\A\ELLEd




SOUTH DAKOTA SEGMENT - BNO1

WILLMAR, MN TO GARRETSON, SD
BURLINGTON NORTHERN — MINNESOTA DIVISION - 3rd SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation

TYPE OF LINE - Main LINE LENGTH IN MILES - 127.9 total; 4.6 in S. Dakota
MAXIMUM WEIGHT LIMIT - 263,000 lbs. MAXIMUM SPEED LIMIT - 49 mph

SERVICE FREQUENCY - 7 to 10 trains daily.

YARDS - N/A -

CONNECTING LINES - Burlington Northern at Garretson.

HIGHWAYS - SD 11 serves Garretson and a local hard surfaced road serves

Sherman.
RAIL WEIGHT - 110 1bs. and 112 1lbs.
MAXIMUM GRADE - .67% MAXIMUM CURVE - 3° 3%

BALLAST - N/A
BRIDGES AND TRESTLES -~ N/A

STATION LOCATIONS

STATIONS MILES
SD Border 0.0
Sherman 1.3
Garretson 3.3

TRAFFIC CHARACTERISTICS 1975 - 1979
TRAFFIC DENSITY - 5.85 MGT 10.64 MGT
TRAFFIC DIRECTION - N/A 55% East/45% West

COMMODITIES - Primarily overhead traffic, including grain and fertilizer.

OTHER INFORMATION

This line, along with BNO2, 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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tor T ' SOUTH DAKOTA SEGMENT 8NO01
T WILLMAR, MN TO GARRETSON, SD

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKQTA SEQMENT - BNO2

GARRETSON, SD TO SIOUX CITY, IA
BURLINGTON NORTHERN - MINNESOTA DIVISION — 3rd SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation
TYPE OF LINE - Main LINE LENGTH IN MILES - 94.6 total; 8.1
in SD
MAXIMUM WEIGHT LIMIT - 220,000 1bs. (40 ft. or less in length)
263,000 1bs. (Over 40 ft. in length) .
MAXIMUM SPEED LIMIT - 49 mph
SERVICE FREQUENCY - 7 to 10 trains daily. . '
YARDS ~ N/A .
CONNECTING LINES - Burlington Northern at Garretson.
HIGHWAYS - SD Highway 1l serves Garretson.
RAIL WEIGHT - 110 1lbs.
MAXIMUM GRADE - .60% MAXIMUM CURVE - 3° 36'
BALLAST - N/A :
BRIDGES AND TRESTLES - N/A

STATION LOCATIONS

STATIONS MILES
Garretson 0.0
- SD Border 8.1

TRAFFIC CHARACTERISTICS 1975 1979
TRAFFIC DENSITY - S.05 MGT 9.13 MGT
TRAFFIC DIRECTION - N/A 46% South/54% North

COMMODITIES - Primarily overhead traffic, including grain and fertilizer.

OTHER INFORMATION

This line, along with BNCl, 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 abandomment of this line, based on 1977 traffic
data.
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SOUTH DAKOTA SEGMENT BN02
GARRETSON, SD TO SIOUX CITY, IA

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT — BNO3

GARRETSON TO SIOUX FALLS
BURLINGTON NORTHERN - MINNESOTA DIVISION - 15th SUBDIVISION
LINE DESCRIPTION
LINE STATUS - Category 5: Continued Operation
TYPE OF LINE - Branch LINE LENGTH IN MILES - 18.5
MAXIMUM WEIGHT LIMIT ~ 220,000 lbs. (40 ft. or less in length)
263,000 1bs. (Over 40 ft. in length)
MAXIMUM SPEED LIMIT - 30 mph

SERVICE FREQUENCY ~ Twice daily

YARDS - Sioux Falls

CONNECTING LINES - Burlington Northern at Garretson and Sloux Falls;
Chicago & North Western, and former Mi lwaukee Road and Illinois
Central Gulf lines 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.

MAXIMUM GRADE - .b64% MAXIMUM CURVE - 3°30' (7°30' at

BALLAST - N/A Sioux Falls)

BRIDGES AND TRESTLES - N/A

STATION LOCATIONS
STATIONS MILES

Garretson

Corson

Pathfinder Spur 1

Lawrence Spur 1

Crampton Spur 1
1

0.0
8.2
2.3
3.7
5.2
Sioux Falls 8.5

TRAFFIC CHARACTERISTICS 1975 1979
TRAFFIC DENSITY - 1.0l MGT 1.19 MGT
TRAFFIC DIRECTION - N/A 21% Orig./79% Term. (1977)
COMMODITIES - Forwarded food products; received food products, lumber
products, petroleum products, and stone, clay, and glass. This segment.
also serves as an overhead route for agricultural products originating in

South Dakota.

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 BNO3
GARRETSON TO SIOUX FALLS

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT - BNO4

STOUX FALLS TO YANKTON
BURLINGTON NORTHERN - MINNESOTA DIVISION - 15th SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category l: Potentially Subject to Abandonment Within 3 Years.

TYPE OF LINE - Branch LINE LENGTH IN MILES - 63.1

MAXIMUM WEIGHT LIMIT - 220,000 lbs. MAXIMUM SPEED LIMIT - 25 mph

SERVICE FREQUENCY - Weekly

YARDS - Sioux Falls : i

CONNECTING LINES - Former Milwaukee Road lines at Sioux Falls, Lennox and
Yankton, Burlington Northern at Sioux Falls, Chicago & North Western at
Sioux Falls, and former Illinois Central Gulf line 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 stations are served by hard surfaced local roads.

RAIL WEIGHT - 56 lbs., except for 1l mile of 75 1bs. and 3 i/2 miles of 77 1/2
1bs., near Sioux Falls.

MAXIMUM GRADE - .8% MAXIMUM CURVE - 4°

BALLAST - N/A

BRIDGES AND TRESTLES - N/A

STATION LOCATIONS

STATIONS MILES  STATIONS MILES

Sioux Falls 0.0 Viborg" 33.6

Tea 10.9 Irene 41.0

Lennox 17.6 Volin 50.1

Naomi 20.1 Mission Hill 56.3

Davis 26.2 Yankton 63.1

TRAFFIC CHARACTERISTICS 1975 1279
TRAFFIC DENSITY - 0.10 MGT 0.07 MGT
TRAFFIC DIRECTION - N/A 79% 0rig./211 Term. (1977)

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 BNO4

SIOQUX FALLS TO YANKTON
RAILROAD SEGMENT MAP RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SE®{ENT - BNOS

SINUX FALLS TO WENTWORTH
BURLINGTON NORTHERN - MINNESOTA DIVISION - 16th SUBDIVISION
LINE DESCRIPTION

LINE STATUS ~ Category 5: Continued Operation

TYPE OF LINE - Branch LINE LENGTH IN MILES - 36.4; 1.7 miles
between East Jct.
and West Jct. 1is
Milwaukee Road
owned

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

SERVICE FREQUERCY - Weekly

YARDS - Sioux Falls .

CONNECTING LINES - Burlington Northern at Sioux Falls, Chicago & North Wes-
tern at Sioux Falls, former Milwaukee Road lines at Sioux Falls, Wentworth
and West Jct., and former Illinois Central Gulf line at Sioux Falls.

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

RAIL WEIGHT - 60 lbs. except for 3 miles of 90 lbs. near Sioux Falls.

MAXIMUM GRADE - 2% MAXIMUM CURVE = 5°

BALLAST -~ N/A

BRIDGES AND TRESTLES - N/A

STATION LOCATIONS

STATIONS MILES

Sioux Falls 0.0

East Jct. 1.4

West Jct. 3.1

Crooks 9.8

Lyons 15.4

Colton 24.8

Chester : 28.8

Wentworth 36.4

TRAFFIC CHARACTERISTICS 1975 1979

TRAFFIC DENSITY - 0.08 MGT 0.06 MGT
TRAFFIC DIRECTION - N/A 78% 0rig./22% Term. {1977)

COMMODITIES - Forwarded grain and food products; received fertilizer.

OTHER INFORMATION

The Burlington Northern operates between Wentworth and Madison on the
former Milwaukee Road line as part of its purchase plan for portions of
abandoned Milwaukee Road lines.

The South Dakota Rail Line Inventory Study found that minimal impacts
would result from abandoment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT BNOS
SIOUX FALLS TO WENTWORTH

RAILROAD SEGMENT MAP RAILROAD-HIGHWAY L.
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SOUTH DAKOTA SEGMENT - BNO6

BENSON, MN TO WATERTOWN, SD
BURLINGTON NORTHERN-MINNESOTA DIVISION-12TH SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation
TYPE OF LINE - Branch LINE LENGTH IN MILES - 92.0 total; 45.1
in SD
MAXIMUM WEIGHT LIMIT - 220,000 1bs.(40 ft or less in length)
263,000 1ibs.(Over 40 ft in length)

SERVICE FREQUENCY-Three trips per MAXIMUM SPEED LIMIT - 35 mph
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 1bs.
MAXIMUM GRADE - .81% MAXIMUM CURVE -~ 3° 06'
BALLAST - N/A

BRIDGES AND TRESTLES - N/A

STATION LOCATIONS

STATIONS MILES

Benson, MN 0.0

SD Border 46,9

Albee 51.7

LaBolt 58.0

Stockholm 65.5

South Shore 72.8

Rauville 86.0

Watertown 92.0

TRAFFIC CHARACTERISTICS 1975 1979

TRAFFIC DENSITY - 0.57 MGT 0.74 MGT
TRAFFIC DIRECTION - N/A 86% Orig./lﬁz Term.(1977)

COMMODITIES - Forwarded grain, food products, and non—metallic minerals;
recelved 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 BN06
BENSON, MN TO WATERTOWN, SD

RAILROAD-HIGHWAY LOCATION MAP
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SOI'TH DAKOTA SEGMENT - BNO7

WATERTOWN TO HURON
BURLINGTON NORTHERN~-MINNESOTA DIVISION-12TH SUBDIVISION
LINE DESCRIPTION

LINE STATUS ~ Category 5: Continued Operation

TYPE OF LINE - Branch LINE LENGTH IN MILES - 69.8

MAXIMUM WEIGHT LIMIT - 220,000 lbs. (40 ft or less in length)
263,00 lbs. (over 40 ft in length)

SERVICE FREQUENCY - Two trips per MAXIMUM SPEED LIMIT - 35 mph
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
$D 22, Willow Lake by SD 28, Huron by US 14 and SD 37,
and the other stations are served by hard surfaced local roadg.

RAIL WEIGHT - 75 1bs.
MAXIMUM GRADE - .60% MAXIMUM CURVE - 3°
BALLAST - N/A :

BRIDGES AND TRESTLES ~ N/A

STATION LOCATIONS

STATIONS MILES STATIONS MILES
Watertown 0.0 Bancroft 44.1
Grover 9.9 Osceola 48,5
Hazel 16.2 Yale 56.6
Vienna 23.1 Huron 69.8
Willow Lake 32.0
TRAFFIC CHARACTERISTICS 1975 1979
TRAFFIC DENSITY - 0.23 MGT 0.19 MGT
TRAFFIC DIRECTION - N/A 47% Orig./53% Term.(1977)

COMMODITIES - Forwarded grain and food products; received food products and
non-metallic materials, lumber products, petroleum and coal products, and
fertilizer.

OTHER INFORMATION

The South Dakota Rail Line Inventory Study found that limited impacts
would result from abandomnment  of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT BNO7
WATERTOWN TO HURON

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT — BNO8

GENESEQ JCT., ND TO ABERDEEN, SD
BURLINGTON NORTHERN-MINNESOTA DIVISION-14TH SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation
TYPE, OF LINE = Branch LINE LENGTH IN MILES - 76.5 total; 53.6
in SD
MAXIMUM WEIGHT LIMIT - 220,000 1lbs. (40 ft or less in length)
263,000 1bs. (over 40 ft)

SERVICE FREQUENCY - Twice weekly MAXIMUM SPEED LIMIT - 35 mph

YARDS - N/A

CONNECTING LINES - Milwaukee Road in Aberdeen intersects with former
Milwaukee Road near Britton, and Chicego & North Western 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 - 77-1/2 ibs., 90 1lbs. and 110 1bs.
MAXIMUM GRADE - .60% MAXIMUM CURVE - 3°
'BALLAST - Gravel

BRIDGES AND TRESTLES - N/A

STATION LOCATIONS

STATIONS MILES STATIONS MILES
Geneseo Jct, ND 0.0 Amherst, SD 42,4
Geneseo, ND 0.9 Claremont, SD  46.8
Cayuga, ND 6.1 Huffton, SD 54,1
Rutland, ND 12,2 Putney, SD - 59.6
Havana, ND 21.6 Aberdeen, SD 76.5
Kidder, SD 28.1 i
TRAFFIC CHARACTERISTICS 1975 1979
TRAFFIC DENSITY -~ 0.19 MGT 0.23 MGT
TRAFFIC DIRECTION - N/A 26% Orig./74% Term.(1977)

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 BN08
GENESEO JCT., ND TO ABERDEEN, SD

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT — BNO9

ALLIANCE, NE TO EDGEMONT, SD

BURLINGTON NORTHERN-ALLIANCE DIVISION-2ND SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation
TYPE OF LINE - Main LINE LENGTH IN MILES = 110.6 total;

27.4 in SD
MAXIMUM WELIGHT LIMIT - 315,000 lbs. MAXIMUM SPEED LIMIT - Centralized

SERVICE FREQUENCY - 42 times daily Traffic Control at 49 mph
YARDS - N/A

CONNECTING LINES ~ Burlington Northern at Edgemont.

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

RAIL WEIGHT - 112 1bs. with some 132 1bs.
MAXIMUM GRADE - N/A MAXIMUM CURVE - N/A
BALLAST - Rock

BRIDGES AND TRESTLES - N/A

STATION LOCATIONS

STATIONS MILES
SD Border 0.0
Ardmore ) 1.6
Rumf ord 9.9
Provo 18,2
Edgemont 27.4
TRAFFIC CHARACTERISTICS 1975 1979
TRAFFIC DENSITY - 28.98 MGT 84.46 MGT
TRAFFIC DIRECTION - N/A 23% North/77% South

Local Traffic Only - 79% Orig./
21Z Term. (1977)
COMMODITIES - Primarily overhead coal moving in unit trains from the
Gillette, Wyoming area to points east. Local traffic consists of forwarded

non—metallic minerals and stone, clay and glass; received coal and
miscellaneous freight.

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
datac
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SOUTH DAKOTA SEGMENT BNOS
ALLIANCE, NB TO EDGEMONT, SD

RAILROAD SEGMENT MAP

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT — BN1O

EDGEMONT, SD TO GILLETTE, WY
BURLINGTON NORTHERN—ALLIANCE DIVISION-3RD SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation

TYPE OF LINE - Main " LINE LENGTH IN MILES - 121.1 total;
MAXIMUM WEIGHT LIMIT - 315,000 1bs. 21,4 in SD
SERVICE FREQUENCY - 42 times daily MAXIMUM SPEED LIMIT - Centralized
YARDS - N/A Traffic Control at 49 mph

CONNECTING LINES - Burllngton 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 lbs.
MAXIMUM GRADE - .80% MAXIMUM CURVE - 2°03°
BALLAST - Rock

BRIDGES AND TRESTLES - 10 bridges

STATION LOCATIONS

STATIONS MILES

Edgemont 0.0

Marietta 8.2

Dewey 19,6

SD Border 21.4

TRAFFIC CHARACTERISTICS 1975 1979
TRAFFIC DENSITY - 28,68 MGT 79.64 MGT
TRAFFIC DIRECTION -~ N/A 23% North/77% 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 BN10
EDGEMONT, SD TO GILLETTE, WY

RAILROAD SEGMENT MAP

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT - BNI1

EDGEMONT TO DEADJOOD
BURLINGTON NORTHERN—ALLIANCE DIVISION-4TH SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation

TYPE OF LINE - Branch LINE LENGTH IN MILES - 106.9

MAXIMUM WEIGHT LIMIT - 263,000 lbs. MAXIMUM SPEED LIMIT - 25 mph

SERVICE FREQUENCY - Three times per week.

YARDS - N/A

CONNECTING LINES - Burlington Northern main line at Edgemont and Burlington
Northern branch lines at Hill City and Kirk.

HIGHWAYS - Edgemont is served by US 18 and SD 89, SD 89 serves stations 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 1lbs. and 90 1lbs.
MAXIMUM GRADE - 3% MAXIMUM CURVE - 16°08°'
BALLAST - N/A

BRIDGES AND TRESTLES - N/A

STATION LOCATIONS

STATIONS MILES STATIONS MILES

Edgemont 0.0 . Hill City 60.4

Deadwood Jct. 0.6 Mystic 74.8

Minnekahta 16.0 Rochford 82.1

Lien Spur 22.1 Englewood 98.6

Loring 27.5 Kirk 102.9

Pringle 32.3 Pluma 105.1

Custer 44,5 Deadwood 106.9

TRAFFIC CHARACTERISTICS 1975 1979

TRAFFIC DENSITY - 0.55 MGT 0.84 MGT
TRAFFIC DIRECTION - N/A 14% Orig./86% Term.(1977)

COMMODITIES - Forwarded lumber products, non-metallic minerals, and stone,
clay, and glass; received coal.

OTHER INFORMATION

The Black Hills Central Railroad operates a steam excursion train over
the Hill City to Keystone portion of this line through a trackage rights
agreement with the Burlington Northern.

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 abandomment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT BN11
EDGEMONT TO DEADWOOD ¢
RAILROAD SEGMENT MAP RAILROAD-HIGHWAY LOCATION MAP
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® SOUTH DAKOTA SEGMENT - BN13

HILL CITY TO KEYSTONE
BURLINGTON NORTHERN-ALLIANCE DIVISION-5TH SUBDIVISION
LINE DESCRIPTION

® LINE STATUS - Category 3: Pending Abandonment Approval

TYPE OF LINE - Branch LINE LENGTH IN MILES - 8.8

MAXIMUM WEIGHT LIMIT - 220,000 1lbs. (263,000 if cars are over 40 ft long)
SERVICE FREQUENCY - Irregular MAXIMUM SPEED LIMIT - 15 mph

YARDS - N/A

CONNECTING LINES -~ Burlington Northern at Hill City.

* HIGHWAYS - Hill City is served by US 385 and Keystone served by Alt. US 16.
RAIL WEIGHT - 90 1bs.

MAXIMUM GRADE - 5% MAXIMUM CURVE - 16°08'

BALLAST - N/A&

,. BRIDGES AND TRESTLES - N/A

STATION LOCATIONS

STATIONS MILES
. —————— —
Hill City 0.0
Oblivion 4,3
Keystone 8.8
® TRAFFIC CHARACTERISTICS 1975 1979
TRAFFIC DENSITY - less than 0.01 MGT less than 0.01 MGT
TRAFFIC DIRECTION - N/A 100% Orig./0% Term.(1977)
COMMODITIES - Forwarded non-metallic minerals repregents the only traffic
® on the line, amounting to a very small traffic volume.

QTHER INFORMATION

There has been expressed interest by a local steam tourist railroad
operator in acquisition if the line was abandoned, therefore service would be
® retained. The Black Hills Central operates several daily passenger trains
over this route in the summer. The portion of this 1line from Hill City to
Oblivion is dual guage and can accommodate narrow guage (3 ft) trains. The
Black Hills Central operated narrow guage trains for several years beginning
in the mid 1950s.

® ' 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 BN13
HILL CITY TO KEYSTONE

RAILROAD SEGMENT MAP
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SOUTH DAKQTA SEGMENT - BNl4

KIRK TO LEAD

BURLINGTON NORTHERN-ALLIANCE DIVISION-4TH SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category 5: Continued Operation

TYPE OF LINE - Branch LINE LENGTH IN MILES - 3,2
MAXIMUM WEIGHT LIMIT - 220,000 lbs. MAXIMUM SPEED LIMIT - 15 mph
SERVICE FREQUENCY - Irregular

YARDS - N/aA

CONNECTING LINES - Burlington Northern at Kirk.

HIGHWAYS - US 85 serves both stations.

RAIL WEIGHT - N/A

MAXIMUM GRADE - 4.6% MAXIMUM CURVE - 16°
BALLAST - N/A

BRIDGES AND TRESTLES - N/A

STATION LOCATIONS

STATIONS MILES
Kirk 0.0
Lead 3.2
TRAFFIC CHARACTERISTICS 1975 1979
TRAFFIC DENSITY - 0.02 MGT 0.02 MGT
TRAFFIC DIRECTION - N/A 2% Orig./98% Term.(1977)
COMMODITIES = Primarily received non-metallic minerals, primary metals, and
chemicals.

OTHER INFORMATION

The South Dakota Rail Line Inventory Study found that minimal inmpacts
would result from abandonment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT BN14
KIRK TO LEAD

RAILROAD SEGMENT MAP RAILROAD-HIGHWAY LOCATION MAP
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®
SOUTH DAKOTA SEGMENT - SLOL
L
VEBLEN JCT., ND TO VEBLEN, SD
500 LINE-WESTERN DIVISION-IST SUBDIVISION
LINE DESCRIPTION
LINE STATUS - Category 5: Continued Operation
e TYPE OF LINE - Branch LINE LENGTH IN MILES =-42.2 total;
MAXIMUM WEIGHT LIMIT - 263,000 1bs. 33.5 in SD
MAXIMUM SPEED LIMIT - 20 mph
SERVICE FREQUENCY - Weekly to Veblen, twice per week to Rosholt.
YARDS =~ None
CONNECTING LINES - Soo Line at Veblen Jet., ND.
®
HIGHWAYS - US 81 serves Rosholt, Victor, New Effington and Hammer, Claire
City and Veblen are served by SD 25, ND 1l serves Veblen Jet., ND, and no
ma jor roads serve LaMars, ND
RAIL WEIGHT - 85 lbs. to Rosholt, remainder is 60 lbs. o :
PY MAXIMUM GRADE - .38% MAXIMUM CURVE 0—9 in North Dakota
BALLAST - Rock in 1978 and 1979. 4730' in South Dakata
BRIDGES AND TRESTLES - N/A
® STATION LOCATIONS
STATIONS MILES
Veblen Jet., ND 0.0
LaMars, ND 6.8
° Rosholt, SD 14.5
Victor, SD 19.5
New Ef fington, SD 24.0
Hammer, SD 29.2
Claire City, SD 33.1
Veblen, SD 42.2
@
TRAFFIC CHARACTERISTICS 1975 1979
TRAFFIC DENSITY - 0.15 MGT 0.20 MGT
TRAFFIC DIRECTION - 74% Orig./26% Term. (1974) 84% Orig./16% Term. (1977)
® . 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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SOUTH DAKOTA SEGMENT SLO1
VEBLEN JCT., ND TO VEBLEN, SD

RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT - SLO2

WISHEK, ND TO POLLOCK, SD
SO0 LINE-WESTERN DIVISION-7TH SUBDIVISION
LINE DESCRIPTION

LINE STATUS - Category 2: Under Study by the Sco Line

TYPE OF LINE - Branch LINE LENGTH IN MILES -~ 69.9 total;
MAXIMUM WEIGHT LIMIT - 263,000 1bs. 32.8 in SD
SERVICE FREQUENCY — Weekly and more often if needed.

YARDS - Wishek, ND and Pollock, SD MAXIMUM SPEED LIMIT - 20 mph
CONNECTING LINES -~ Soo Line at Wishek, ND

HIGHWAYS - SD 10 serves Pollock, US 83 serves Herreid, SD 271 serves Artas,
SD 1l serves Ashley, SD 13 serves Wishek, and local roads serve Danzig,
Venturia and Madra.

RAIL WEIGHT - 60 lbs. with 2 miles at 80 1lbs. at Pollock. o
MAXIMUM GRADE - 0.467% MAXIMUM CURVE -40 in North Dakotd
BALLAST - Gravel 37 in South Dakota

BRIDGES AND TRESTLES - 5

STATION LOCATIONS

STATIONS MILES STATIONS MILES
Wishek, ND 0.0 Madra, SD 37.7
Danzig, ND 0.5 Artas, SD 43.7
Asghley, ND 20.2 Herreid, SD 57.0
Venturia, ND 28.1 Pollock, SD 69.9

TRAFFIC CHARACTERISTICS 1975 1979

TRAFFIC DENSITY - .05 MGT 0.07 MGT
TRAFFIC DIRECTION -~ 64% Orig./36% Term.(1974) 87% Orig./13% Term.(1977)
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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SOUTH DAKOTA SEGMENT SL02
WISHEK, ND TO POLLOCK, SD
RAILROAD-HIGHWAY LOCATION MAP
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SOUTH DAKOTA SEGMENT - ICO!

CHEROKEE, IA TO SIOUX FALLS, SD
ILLINOLIS CENTRAL GULF~SIOUX FALLS DIVISION
LINE DESCRIPTION

LINE STATUS - Abandoned, pending the result of a local appeal before the 8th
Circuit Court.

TYPE OF LINE - Branch LINE LENGTH IN MILES - 96.4 total;
MAXIMUM WEIGHT LIMIT - 177,000 1bs. '14.9 in SD
(due to condition of bridges) MAXIMUM SPEED LIMIT - 40 mph

SERVICE FREQUENCY - Dailvy except Saturday and Sunday
YARDS — Sioux Falls

CONNECTING LINES - Former Milwaukee Road, Chicago and North Western, and
Burlington Northern at Sioux Falls.

HIGHWAYS - SD 38 parallels this route plus Sioux Falls 1s served by I 29 and
I 90 plus other state and local roads.

RAIL WEIGHT - 90 1bs.
MAXIMUM GRADE - ,53% MAXIMUM CURVE - 3°
BALLAST - Gravel and rock

BRIDGES AND TRESTLES - Three steel structures for nine spans.

STATION LOCATIONS

STATIONS MILES

SD Border 0.0

Benclare 1.3

Rowena 5.5

Sioux Falls 14.9

TRAFFIC CHARACTERISTICS 1975 1979
TRAFFIC DENSITY - 0.41 MGT 0.24 MGT
TRAFFIC DIRECTION - 61%Z Orig./39% Term. 56% Orig./44Z Term.(1977)

COMMODITIES - Forwarded food products and miscellaneous mixed shipments;
received TOFC and miscellaneous mixed shipments.

OTHER INFORMATION

This line was abandoned by the Illinois Central Gulf in 1980. However,
implementation of the abandonment certificate is delayed pending an appeal
before the 8th Circuit Court.

The South Dakota Rail Line Inventory Study found that limited impacts
would result from abandomment of this line, based on 1977 traffic data.
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SOUTH DAKOTA SEGMENT [C01 ®
CHEROKEE, |A TO SIOUXFALLS, SD

RAILROCAD-HIGHWAY LOCATION MAP
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TRUCK-RAIL SERVICE (AT RAIL RATES) FOR OUTBOUND GRAIN SHIPMENTS

‘ TRANSFER
SEGMENT FORMER RAIL ROUTE SERVICE PROVIDED BY  RAILROAD POINT
TR-1 GRENVILLE - VEBLEN (1) DAKOTA TRANSFER $00 LINE VEBLEN
TR-2 LONG LAKE ~ ABERDEEN DAKOTA TRANSFER C&NW ABERDEEN
TR-3 DOLAND - GROTON DAKOTA TRANSFER C&NW ABERDEEN
TR-4 AKASKA - CONDE (2) DAKOTA TRANSFER CaNW ABERDEEN
TR-5 GETTYSBURG - REDFIELD DAKOTA TRANSFER C&NW ABERDEEN
TR-6 SPECIAL (BISON) (3) DAKOTA TRANSFER C&NW ABERDEEN

(1) The Soo Line route from Grenville to Veblen was the only one ordered by
the ICC.

(2) The first, and still the most successful, truck substitute service is on
the route from Akaska to Conde. It was initiated by the Minneapolis and
St. Louis Railway in the late 1930s. The rail line was abandoned in
1940,

{3) There has never been rall service to Bison, but the C&NW subsidizes con-
necting truck service.
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SOUTH DAKOTA SEGMENT TR-1
FORMER SO0 LINE GRENVILLE BRANCH

DAKOTA TRANSFER COMPANY - GRENVILLE TC VEBLEN

STATIONS (1) STA. NO. (1)
Lake City DAKT 5
Eden DAKT 10
Roslyn DAKT 15
Grenville DAKT 20

This truck service replaces rail service abandoned by the Soo Line in
1971. Grain is transferred to rail cars at Veblen.

SOUTH DAKOTA SEGMENT TR-2
FORMER MINNEAPOLIS & ST. LOUIS LONG LAKE BRANCH

DAKOTA TRANSFER COMPANY - LONG LAKE:TO ABERDEEN

STATIONS (1) STA. NO. (1)
Ri chmond DAKT 25
Wetonka DAKT 30
Leola DAKT 35
Long Lake DAKT 40

On this route, the truck service replaces rail service between Leola and
Long Lake abandoned by the Minneapolis & St. Louis Rly. in 1940 and rail ser-
vice between Aberdeen and Leola abandoned by the Chicago & North Western in
1968. Grain is transferred to rall cars at Aberdeen.

SOUTH DAXOTA SEGMENT TR-3
FORMER CHICAGO & NORTH WESTERN GROTON BRANCH

DAKOTA TRANSFER COMPANY - DOLAND TO GROTON

STATIONS (1) STA. NO. (1)
Groton DAKT 45
Ferney DAKT 50
Turton DAKT 55

Truck service to these three stations replaces rail service abandoned by
the Chicago & North Western in 1970. Grain is transferred to rall cars at
Aberdeen. Groton is the only station with substitute truck service which also
has rail service. (It is on the Milwaukee Road Miles City Main Line.)

(1) Official List of Open and Prepay Stations #91, Station List Publishing
Co., St. Louis, MO, 1976.

II1.146




SOITH DAKOTA SEGMENT TR-4
FORMER MINNEAPOLIS & ST. LOULS AKASKA BRANCH

DAKOTA TRANSFER COMPANY - AKASKA TO CONDE

STATIONS (1) STA. NO. (1)
Adelaide DAKT 60
Brentford DAKT 65
Chelsea DAKT 70
Cresbard DAKT 75
Wecota DAKT 80
Onaka DAKT 85
Tolstoy DAKT 90
Hoven DAKT 95
Lowry DAKT 100
Akaska DAKT 105

Initiated in December 1937, this route is the oldest continuing substitute
truck service in the nation. It was started by the Minneapolis & St. Louis
Rly. in preparation for their 1940 abandonment of the rail line between Conde
and Akaska - the longest single abandonment ever granted in South Dakota (102.8
miles), prior to 1977.

Dakota Transfer has operated the substitute truck service since its incep-
tion.

Originally the grain was hauled to the nearest rail shipping point during
harvest. At other times it was loaded into M & St. L box cars at Conde. Dur-
ing the 1940s seven to eight truck loads were needed to fill a box car.

In 1960, the Chicago & North Western purchased the Minneapolis & St. Louis
and has continued the substitute truck service agreement.

As rail service at Conde deteriorated rapidly in the 1970s, Dakota Trans-
fer shifted the truck/rail transfer operations for this route to its Aberdeen
facilities.

Prior to C & NW acquisition of "The Louie"”, grain elevators on the line
used the truck/rail service exclusively. In 1975, with heavy competition from
unregulated truckers, and the drought, Dakota Transfer still hauled 295 rail
boxcar loads of grain from elevators on the route. Adelaide, which no longer
has a grain elevator, was the only station which failed to use the service that
year. (2)

(1) Official List of Open and Prepay Stations #91, Station.List Publishing
Co., St. Louis, MO, 1976.

(2) Stoebe, Kurt, Study of the Effects of Substitute Rail/Truck Service Upon
South Dakota Communities, South Dakota Department of Transportation,
Pierre, SD, 1976 (based on information supplied in part by Dakota Transfer
Co., Aberdeen, SD).
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SOUTH DAKOTA SEGMENT TR-5
FORMER CHICAGO & NORTH WESTERN REDFIELD ~ GETTYSBURG LINE

DAKOTA TRANSFER COMPANY - GETTYSBURG TO REDFIELD

STATIONS (1) STA. NO. (1)
Zell DAKT 110
Rockham DAKT 115
Miranda DAKT 120
Faulkton DAKT 125
Burkmere DAKT 130
Seneca DAKT 135
Lebanon DAKT 140

This substitute truck service replaces rall service abandoned by the Chi-
cago & North Western in 1970. This route was initially operated for the C&NW
by another trucking firm. Besides outbound grain shipments, inbound loads of
fertilizer and lumber were handled. Loading and unloading were done at Red-
field.

The 'original truck firm ran into financial difficulties, and Dakota Trans-
fer took over the route in its third year. The inbound shipments ceased at
that time and grain is now loaded into rail cars at Aberdeen.

During 1975, only 18 rail carloads of. grain were hauled from stations om
this route.(2)

SOUTH DAKOTA SEGMENT TR-6
BISON SERVICE

DAKOTA TRANSFER COMPANY -~ BISON TO ABERDEEN
STATION (1) STA. NO. (1)
Bison DAKT 145
This route is unusual in that it is operated under an agreement with the

Chicago & North Western, even though it does not replace an abandoned rail ser-
vice. There has never been rail service to Bison.

(1) Official List of Open and Prepay Stations #91, Station List Publishing
Co., St. Louis, MO, 1976,

(2) Stoebe, Kurt, Study of the Effects of Substitute Rail/Truck Service Upon
South Dakota Communities, South Dakota Department of Transportation,
Pierre, SD, 1976 (based on information supplied in part by Dakota Transfer
Co., Aberdeen, SD).
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PART B

RAILROAD ASSISTANCE
PROGRAM




PART B. RAILROAD ASSISTANCE PROGRAM

This second part of SOUTH DAKOTA RAILPLAN 1980 addresses the lines and
improvement projects selected for intensive study. These lines and projects
are the basis for the rail assistance program for South Dakota for 1980-1981,
Funding of this program will be sought from the Section 803 program of the 4-R
. Act, with the local share being provided by the affected railroads, rail users,
and/or the State. Included in this part of the RAILPLAN is a description of
the intensive study line selection process; an overview description of the
benefit-cost methodology used to analyze and evaluate each alternative project;
individual project descriptions, including the results of the benefits.and
costs analysis and impacts assessment of project alternatives. A prioritized
ranking of projects by line and location will be included once the State has
selected which projects will be included in the 1980 rail assistance program
for South Dakota. It concludes with projections of the direction the South
Dakota rail planning program may take, and the rail issues the Division may
face in the next few years.




I1I1. PROJECT SELECTION PROCESS
266.15(c) (4)

This year's rail assistance program for South Dakota is aimed at allevia-
ting rail problems on lines elipgible for immediate assistance. This excludes
the abandoned Milwaukee Road lines that were omitted from the Milwaukee II
system because the Railroad Authority is currently negotiating for purchase
of these lines. Until the results of this negotiation is completed and the
disposition of these lines is determined, the State of South Dakota will net
propese to apply Section 803 funds to assist these lines.

In anticipation of these negotiations being completed in the fall of 1980
and the lines becoming eligible for Section 803 assistance in early 1981, the
Division has decided to focus its current assistance program on other rail
lines with immediate needs that can be met through a defined and specific
assistance effort. ‘

The large number of eligible rail lines in South Dakota and their general
state of deterioration provides the Division with many candidates for possible
project assistance. Because the assistance program funds are limited, some
mechanism is needed to select those rail lines most in need of assistance.

In considering which lines to select, the Division adopted the following
criteria:

A. non-embargoed Milwaukee Road lines, since assistance for

lines to be purchased by the South Dakota Railroad Authority
will be sought at a later date;

B. abandoned lines with potentially significant shipper/community
impacts of abandonment in South Dakota;

C. light density lines threatened by physical deteriora-
tion, or requiring rehabilitation to permit more efficient
operations involving heavier loaded cars or unit trains,

D. abandoned or light density lines which contribute at least
moderately to the traffic base of connecting viable lines;

E. abandoned or light density lines providing accessibility
to the regional and national railroad network; and

F. project locations where significant railroad and shipper
interests are demonstrated in improving local rail opera-
tions or accessibility.

These criteria focus the State's assistance efforts on lines that are

eligible for Section 803 assistance, on lines that have significant abandon-
wment impacts, and on lines that are part of the essential South Dakota rail
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system. Application of these criteria to the current rail lines in South
Dakota produce the intensive study lines or project sites shown on Exhibit
TII-1 and listed on Exhibit III-2, Also shown on Exhibit III-2 are the
eriteria used to select the lines and the types of assistance projects being
considered for each line or site.

The lines or project sites listed in Exhibit III-2 fall into three general
categories: abandoned lines, light density lines, and coordination or
operations improvement projects. The two intensive study lines which are
currently abandoned are former Milwaukee Road Lines. The remaining light
density lines are operated by the Milwaukee Road (2 lines), C&NW (4 lines}, and
BN (2 lines). The siding installation or expansion projects cccur on the
Milwaukee Road (1l site) and the BN (2 sites); and the transfer track replace-
ment 1s on the C&NW Railroad. The line rehabilitation project between Miles
City, Montana, and Gascoyne, North Dakota is part of a larger rehabilitation
project for the entire Miles City Line from Miles City, Montana, to Jonathan,
Minnesota. The portion west of Gascoyne, North Dakota was selected for
assistance using South Dakota Section 803 funds because it is the only part of
this essential rail line that satisfies the eligibility criteria for project
funding of less than 5 million gross tons of traffic density. The 14 intensive
study projects provide a balanced distribution of assistance to each of the
major railroads in South Dakota with substantial rail mileage in the State.

The projects are also distributed throughout the State to where the major
asslstance needs are.

The State of South Dakota is primarily interested in providing one—time
assistance to these lines and project sites, which will result in lasting
benefits to the railroads, rail users, and the State. Therefore, the types
of assistance projects being considered in this plan mainly involve:

. moving major grain elevators from abandoned branch
lines to main lines expected to remain in service;

. rehabilitating light density lines which can support
current operating expenses but not the full capital
costs of returning the line to its proper condition
through rehabilitation; and

. installing or expanding siding facilities for new
or existing elevater or transloading facilities
which will serve shippers who have already lost
direct raill service through past abandonments.

These types of projects address the specific problems affecting many of
the lines in South Dakota without encouraging the continuation of uneconomic
rail services that is costly to both the railroad and the subsidizing agency.
These problems include poor line conditions, low traffic density due to
excessive rail facilities, and inadequate shipper facilities to take advan-—
tage of more efficient jumbo car or unit train operations.
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EXHIBIT I1I-2

®
INTENSIVE STUDY LINES
AND PROJECT ALTERNATIVES
STUDY .
NUMBER INTENSIVE STUDY LINE 555%2::: ®
1. MILBANK TO SISSETON (MILW) (A),(DLIE).(F)

+ Continue Rail Service at Clasa |

— Continue Rail Servica and Rehabilitste Line to Class [1, New Rail

~ Absndon Rail Service ]

— Abandon Rail Service and Move Elevators 1o Summit and
Construct Public Loeding Facility. -

2 ANDCVER TD BRAMPTON (MILW} {8).{E).{F)

— Restoro Roil Sorvice and Rehabilitatelines to Class | .

— Rastoro Rail Service and Rehshilitate Entire Line to
Claga |, New Rail

- Restaro Reil Servico and Rehabilitate Line to Class 11
Botweon Britton and BN Junction, New Rail

« Continue Rail Sorvics Abandonment

- Caontinue Reil Scrvics Abandonment and Mowe
Elovatoris) to BN Junction . @

3. ROSCOE TO LINTON (MILW) {B),{E).(F)

= Restore Rail Service and Rehabilitate Line to Class |

— Rostore Rail Sorvice and Rehabilitate Entire Line to
Clas }l '

— Rastore Rail Sorvice and Rehabiiitate Line to Class I}
From Eureks to Linton, ND

~ Restoro Rail Servies and Rehsbilitate Line to Clags ||
From Roscos to Eureka

» - Continus Rsii Sorvica Abandanment

— Continue Rail Sarviea Abandonment and Move
Elevator to Bowdle .

— Construct Public Loading Fecility st Bowdie or
Artca

4, ABERUDEEN SIDING {MILW} (F}

— Eniarge Siding far Grain Elavator .

5. ABERDEEN TO RUTLAND (BN) {C).(E}

+ Continue Rail Servica
= Continug Rail Sarvice and Rehabilitate Line

[
6. MADISON TO SIQUX FALLS {BN) : {C)AELIF)
» Continua Rail Sorvico
— Continue Rail Sorvica ana Aohabilitato Line to
Accomodats Unit Trains
- Abandon Rail Sarvics
@

+# Sae listing of criteria on p. 111.1

NOTE: ) .
Bass cases [Existing cases) | are indicated by a asterisk () and
Project alternatives are indicated by a dash — I1I.4




EXHIBIT Ii1-2 (Continued )

10.

.

12.

13

14,

WENTWORTH SIDING {BN)

— Install New Siding for Unit Trains

REDFIELD TO ABERDEEN (CNW)

« Continua Present Rail Servica
— Restore Rail Service to entire line and Rehabifitate

to Class 11

-~ Continue Rail Sarvics and Rehabilitate Line to
Clam |1 from Redfisld to Mansfisid

~ Abandon Rail Service

— Absndon Rail Sarvics and Move Elevator to
Parallel MILW Line

PIERRE TO HURON {CNW)

» Continua Rail Seevics

— Comtinua Reil Service and Rehabilitate Entire Line
to Class i1, and Replace Wolsey Transfer Track

— Abandon Rail Service {For Study Purpcses Only)

= Continua Rail Service, Rehabilitate Entire Line, to
Clams I}, Replace Woisey Transfer Track, and Roeplace
Rail Between Wolsey and James Valley Junction,

BLUNT TO GETTYSBURG {CNW)

,» Comtinus Reil Service
= Continus Rail Servios arid Rehabilitate Entire Line
to Ctass
— Continue Rail Sarvice and Rehabilitate Line to C‘In- 1]
from Blunt to Onida, and Continus Sarvics

— Truncato snd Rehabiiltate Line to Clam |l to Onida,
New Rail

— Truncyto and Rehabilitste Line to Class 11 to Onida,
Existing Rail

— Absndon Raoil Service

BENTONITE TO RAPID CITY (CNW}

« Continue Rail Sorvics
~ Continue Rail Service snd Rehshilitats Entire Line to
Class I1 i
— Absandon Rail Sarvies (For Study Purposss Only)
WOLSEY TRANSFER TRACK {CNW)

— Replace Transfor Track Batwesn CNW and MILW Lines

MILES CITY, MT TO GASCOYNE, ND (MILW)
« Continue Rail Service
— Continue Rail Servios and Rehsbilitate Entire Line
to Clags 11
— Absndon Rail Service
VIENNA SIDING (BN}

— Install New Siding for Unit Trains

{ALIF)

(C), (E)AF}

{C).(D)LE)

{C).(B)

HC).iD){E}

(EL(F)

{C}(DL(E)

(F

* Base case

— Project Alternatives
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Other alternatives that are considered for certain lines include trunca-
ting the line and operating over upgraded track, abandoning the line entirely,
and, in two cases, operating the lines as short lines based on the results of
special studies that assessed the costs and implications of short-line. The
base case is also considered, whether the base case consists of line
abandomment or continued rail service. In several cases, the abandonment
alternative is discussed to demonstrate the possible impacts that may result
from not assisting a line, even though the line is not being considered for
abandonment.

The base case condition assumes a minimum Class 1 track condition for
continuing rail service, while the rehabilitation alternatives result in either
Class 1 or Class 2 track conditions, depending on the current status of the
line. Line truncation is considered only where significant numbers of shippers
on a line are located before the end of a line. The movement of an elevator
is considered only for threatened rail lines where the elevator represents the
primary shipper who would be most severely affected by rail service abandonment
but who could not solely support continued rail service. When an alternative
involves the elimination of rail service to shippers, it is agsumed that the
affected traffic will move by truck instead, either all the way to its final
destination or to the nearest railhead: Therefore, the abandonment alternative
implies substitute truck service. Siding expansions or installations are pro-
posed for rail lines with continuing rail service to serve shippers who have
lost rail service on nearby abandoned lines. These projects promote rail ser-
vice coordination by concentrating traffic on selected rail lines which become
more viable as a result, while alleviating the effects of line abandonment.

The sidings at Aberdeen, Wentworth and Vienna are also designed for unit train
service, which further encourages the concentration of rail traffic for loading
purposes. The transfer track at Wolsey is designed to improve the operations
of trains moving between the connecting Milwaukee Road and C&NW lines. Since
the abandonment of the connecting Milwaukee Road line, the C&NW has taken over
the line for operating to Aberdeen and thus requires the improved transfer
track to more efficiently access the line.

-These projects comprise a wide variety of assistance efforts which are
tailored to the unique conditions of each intensive study line. The types of
projects being considered are intended to produce maximum long-term benefits
to the State, rail users, and the railroads, without committing the State to
a long-term obligation to continuously subsidize the line. Innovative strate-
gies, such as moving grain elevators, reflect the variety of solutions being
considered by South Dakota for its railroad problems.

The intensive study lines and sites selected for this update deal with
lines located on the periphery of the proposed South Dakota core system. This
is intentional because the State wants to be in a position in 1981 to focus
its assistance program on the lines that make up the core system. By address—
ing the lines listed in Exhibit I1I-2 this year, the State begins to reduce
the major rail problems affecting rail lines in South Dakota that are outside
this core system, and that are eligible for immediate assistance. ‘
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IV. BENEFIT-COST ANALYSIS OF INTENSIVE STUDY LINES
[266.15(c)(5)]

Each intensive study line was subjected to special study of its physical
condition, service characteristics, level and nature of usage, and the possible
impacts of service changes on the local community, rail users, railroad, and
State. The purpose of the studies was to support the benefit and cost analysis
of transportation service alternatives identified in Section III for each in-
tensive study line. These results could then assist the State of South Dakota
in selecting the most advantageous rail assistance program for 1980,

A general description-of information sources and analysis procedures used
for the intensive study lines appears in this section. A more detailed docu-
mentation of these sources and procedures is included in the appendices.

The accompanying benefit-cost analysis projections for intensive study
line alternatives have been prepared on the basis of information and assump~
tions set forth in the text and exhibits of this section. Appendix D describes
in detail the impact analysis methodologies used for this study, as well as
the benefit-cost evaluation methodology. We have relied upon information and
assumptions from the sources indicated in the text and exhibits without
verifying such data. Although we believe the information and assumptions used
constitute reasonable bases for preparation of the benefit-cost projections,
the achievement of any financial projection may be affected by fluctuating
conditions and is dependent upon the occurrence of other future events which
cannot be assured. Therefore, the actual results achieved may vary from the
projections and such variations could be material.

The results of the benefit-cost analysis of intensive study line altern-
atives will be followed by a prioritization of the recommended alternatives for
each line or site improvement, based on the impacts associated with each ree-
commended alternative. This prioritization will be presented in Chapter V once
the state has selected its recommended program of projects for 1980,

DATA COLLECTION

The analysis of intensive study lines was based upon the existing data
files maintained by the Division of Railroads and information collected during
this update. Shipper and railroad data were collected for each intensive
study line through a shipper survey and a railroad survey. The condition of
each intensive .study line was independently evaluated based on an on-site
track inspection. These efforts are described below.

Shipper Survey

Shipper information was developed by surveying in person, each rail user
on each intensive study line. Appendix B contains the shipper survey inter—
view form which was used for this purpose. The type of information requested
of each shipper included the following:

Iv.1




+ rail user identification, employment, sales, taxes, and
principal business activity;

- rall user attitudes towards existing carrier performance and
serivce;

- rail operations and service description;

« volume and nature of current rail usage, and the use of al-
ternative transportation modes; and

« projected impacts on employment, production, rail and truck
usage, and transportation costs of improving rail service,
contlnuing existing rail service, and abandoning rail service.

Additional shipper data concerning employee income was developed from past
surveys conducted in the state. The shipper survey effort reached all known
rail users on each of the intensive study lines in South Dakota. The informa-
tion provided by the shipper surveys should be viewed in most cases as upper
estimates of the effects of rail service changes on shippers' business opera-
tions. Even so, this information is considered to be the best data on which to
base the comminity impact analysis of intensive study lines. The major concern
as to the validity and accuracy of shipper—supplied information involves future
actions and responses to changes in rail service. Thus, care must be exercised
in interpreting the community-impact analysis results, especlally where ship-
pers were asked to make projections regarding the impact of service abandon-
ment.

Rail Carrier Survey

Shortly after the initiation of the RAILPLAN updating process, each
Class I rail carrier serving South Dakota was requested to provide information
not already available concerning its operations in South Dakota and its
operation of intensive study lines, where applicable. A copy of one of the
data request letters is contained in Appendix C. The types of information
sought from the rail carriers included the following:

. Data Requested for Preparation of Statewide Overview:

1979 freight system density map;

= current railroad system map;

division timetables for South Dakota; and

- list of current open stations in South Dakota.

+« Data Requested for Intensive Study Lines:

- revenues and costs of providing rail service;

- traffic data by type and quantity;

- -operating characteristics and service frequency;

- list of line facilities (yards, servicing facilities);
- five year history of line maintenance efforts; and

- property taxes paid on the line.
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Additional information regarding each line and railroad was also avallable
at the Division. This included the railroad annual reports (R-I reports) to the
Interestate Commerce Commission (ICC), statewide railroad statistics filed with
the South Dakota Publice Utilities Commission, a State annual report for each
railroad filed with the South Dakota Department of Revenue, commodity flow
statistics for each rallroad as compiled by the Division, line abandonment sum~
maries compiled by the Division, line abandonment applications filed by the
operating railroads with the ICC, detailed line segment data maintailned by the
Division, and past shipper survey data also maintained by the Division.

Track Inspections

During June and July of 1980, the study team made detailed on—-site in-
spections of the intensive study lines or project sites. Most inspections were
made in the company of railroad officials and used a combination rail/highway
vehicle provided by the railroads. Several segments were inspected by
automcbile and on foot, including spot inspections at grade crossings and other
polnts along the lines.

During the inspections, detailed observations were made of the condition
of the rails, ties, rail-joints and tie plates, ballast, and right—-of-way.
Bridge facilities and grade crossings were inspected for major defects. Weed,
grass, and bush growth in the right-of-way was also noted.

Most of the railroads furnished additional materials to the study team,
including operating timetables, track charts, and the number and type of
bridges, culverts, and grade crossings on special study lines. Together with
the results of the on—site inspections, this information enabled the study
team to prepare cost estimates to rehabilitate the track to certain operating
standards and the estimated cost to maintain the track at a normalized level.
The net salvage value of the line, without consideration of the land value,

was also estimateds These estimates reflect net salvage values as of July
1980,

PROJECT ANALYSIS METHODOLOGY

The analysis of each intensive study line involved the determination of
the quantitiative and qualitative impacts associated with each project al-
ternative, as they affect the rall carriers, rail users, State, and Nation.
This section describes the types of impacts considered for each alternative and

the method of calculating the results as part of a benefit-cost analysis for
each line.

Benefit-Cost Analysis Methodology

Federal regulations [CFR 266.,15(c)(5) and (¢)(8)] require project applica-
tions for federal funding under the Section 803 Program of the 4-R Act to be
accompanied by a benefit-cost analysis of the projects quantitative impacts.
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This section describes South Dakota's benefit—cost analysis methodology as it -
is applied to the assessment of intensive study lines for the 1980 RAILPLAN up-
date.

The South Dakota benefit-cost analysis methodology is based upon the sug-
gested guidelines of the Federal Railroad Administration (FRA) for benefit-cost
analysis of rail assistance projects. Briefly, the methodology consists of de-
veloping the primary and secondary efficiency benefits and cost factors which
result from a particular line alternative and allocating the impacts by affect-
ed party. The benefit—cost ratio consists of summing the total monetary bene-
fits and dividing by the total project costs, discounted to an annualized val-
uve, assuming a 10-year time frame and a 10 percent discount rate {except where
noted otherwise). The resulting ratio provides .a measure of the projects’
variability, whereby a ratio in excess of 1.0 means that the project produces
more benefits than costs. Non-monetary and non—quantitative impacts of each
alternative are then added to the line analysis results to complete the assess-—
ment. A second way to evaluate the benefits and costs of each alternative
relative to the base case is to calculate the difference in the annualized
benefits and costs. This is necessary in these cases where the project costs
are zero.

The primary efficiency benefits measure the change in consumer and pro—
ducer surplus for shippers and railroads due to changes in the availability
of transportation service. These benefits result from changes to the quantity,
price, and cost of moving commodities to and from each line, by station, due
to a change in rail service. 'The primary efficiency benefits are defined by
the following equation:

(Bn'Bo)p = Qo (Co=Cq) + 172 (P5—Pp) (Qp=Qp) + (Pp~Cy) (Qn—Qp)
where
(Bn‘Bo)p = Primary Efficiency Benefit ($), Alternative "n" versus Base Case

Qg ® Quantity Shipped, Base Case {Tons)

Qn = Quantity Shipped, Alternative n (Tons)
P, = Transportation Revenue, Base Case ($/Ton)
P, = Transportation Revenue, Alternative n ($/Tomn)

Transportation Costs, Base Case ($/Ton)

(]
o
]

Transportation Costs, Alternative n ($/Ton)

Q
=]
Hi

This equation defines the net gain in benefits from charged transportation
rates and costs of Alternmative "n”" over Alternative "0". The first set of
terms specify the cost charge in existing traffic, the second set of terms
specify the consumer surplus and new or lost traffic, and the third set of

terms specify the producers surplus and new or lost traffic.
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The revenues and costs reflect the composite rates and costs of the al-
ternative being considered. They are based on published rail and truck rates
for South Dakota origins and terminations, and estimated rail and truck
costs. The rail costs are based on estimated on—branch costs, using system
average costs, and normalized maintenance~of-way costs and net salvage values
for each line. Off-branch rail costs are developed from the individual rail-
roads' Rail Form A costs. Truck costs are estimated on a truck-mile and trip
basis, using average owner-operator driver costs. The quantity information is
based on the shipper survey responses, calibrated to the 1979 actual railroad
volumes by station. It is assumed 'that all commodities moving under the base
case or during the last.full year of operation will continue to move under each
rail service alternative, with differing amounts moving by truck to the nearest
railroad or all the way to the final destination. The length of the truck haul
depends on whether or not the elevator closes, in which case it is assumed that
the farmer will move his commodities to the nearest avallable elevator served
by a railroad. If the elevator stays open but loses rail service, the traffic
is typically trucked to the final destination from the elevator. Rail service
improvements resulting from line rehabilitation produce traffic increases 1in
certain cases.

A separate primary efficiency calculation was made for each stationm,
commodity, and destination/origin combination, by alternatives relative to the
base case.

Secondary efficiency benefits considered by the intensive study line
analyses included the following impacts:

. Jjobs — the jobs lost or created due to the rail service change,
including rail user, railroad, and truck jobs;

+ income - the income of additional jobs which are filled by
previously unemployed persons less the income of persons who
lose their jobs due to the rail service change, adjusted for the
amount of unemployment compensation. This affects not only rail
service but also railroad and truck employees.

. highway capital/maintenance costs = the increase in highway
capital or maintenance costs which result from the diversion
of traffic from rail to truck;

«+ taxes - change in tax revenues due to line abandonment, plant
shut—-down, or truck diversion;

« net salvage value - the value of the material in the railroad
right-of-way, less removal costs. This is considered a bene-
fit of abandonment.

» other benefits - other monetary benefits which are unique to
a line, such as the value of a highway overpass whose construc—
tion could be avoided if an intensive study line is abandoned,
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or the additional profit to be made by elevators on lines
whose rehabilitation would result in higher grain volumes.

These monetary benefits are calculated and assembled according to affected
party, including the railroad carrier, motor carrier, rail user, state, and
Nation, and discounted to an annualized value.

Project costs are defined as the actual program outlays associated with
each project, including both federal and local matching funds. These involved
outlays for land, labor, and capital inputs employed. The costs that have been
assoclated with the projects considered by the update include the following:

« rehabilitation costs to Class I track standards;

. rehabilitation costs to Class II track standards;

. moving costs of relocating an elevator;

. new construction costs for installing or expanding rail
sidings; and

. new construction costs for installing a transfer track.
Project costs are considered as an annualized value.

Non-monetary impacts are also assessed in analyzing each project alterna-
tive. These include the following impacts of rail service changes:

« changes in fuel consumption - due to diversion of traffic
between rail and truck;

. changes in alr pollution emissions - due to diversion of traffic
between rail and truck;

« changes in accessibility to regional and national markets;

. changes in the availability of competitive transportation
services within the State; and

. changes in the economic development potential of the State.

The final benefit-cost ratio for each alternative is tempered by the non-
monetary impacts which are projected. In certain cases, the primary justifica-
tion for a project is based on the non-—monetary impacts. Therefore, the as-
sessment of non-monetary impacts is made an important part of South Dakota's
benefit-cost analysis and project evaluation methdology.
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PROJECT EVALUATION METHODOLOGY

Individual project alternatives were evaluated on the basis of the benefit-
cost ratio and the assessment of non-monetary impacts. The alternatives with
the best composite incremental benefit-cost ratio and non-monetary benefit
were selected as the recommended project for each intensive study line.

Because of the qualitative nature of many of the impacts being considered,
this process required the application of judgement on the part of the
evaluators. .

Recommended projects for each intensive study line were further evaluated
to determine their priority ranking. As before, this evaluation required
the consideration of both the ineremental benefit-~cost ratios and the non-~
monetary impact assessments for each line. The result was a priority listing
of recommended assistance projects by line or project site. Where the analysis
indicated that no assistance project could be justified, the line or project
site was eliminated from further consideration and dropped out of the project
evaluation and prioritization process.

The results of the detailed benefit-cost analyses of each intensive study
line and project site are presented in the following section. Included in the
discussion is a description of the line or project site as it is in the base
case, a description of each project alternative and its benefits and costs as
compared to the base case, and a summary of the benefit-cost ratio and non-
monetary impacts by alternative. Chapter V contains the final prioritization
of recommended projects by intensive study line or project site.




i INTENSIVE STUDY LINE ANALYSIS
[266.15(c)(6,7,8, and 9)]




Study Project A

MWO4 MILBANK TO SISSETON

BACKGROUND

The Milbank to Sisseton line is one of two branch lines currently operated
in South Dakota by the Milwaukee Road as part of the Milwaukee II system. It
lies to the north of the Miles City mainline and is a link between a productive
agricultural area and the grain markets of Minneapolis, Duluth, and the west

. coast. Primarily because of track conditions, the Milwaukee has expressed a
desire to abandon the line unless rehabilitation to allow a more efficient
level of operations and a 263,000 1b. weight limit is accomplished. This re-
habilitation has been considered as a project alternative.

This line was selected for intensive study because it 1s a non—embargoed
Milwaukee line, it is a light density line which contributes to the traffic
base of a connecting line, and it is a light density line that provides access
for shippers to the regional and national railroad network. In addition, it
is a project location where significant railroad and shipper interest in im-
proving local rail operations or accessibility is demonstrated.
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~Study Project #1

LINE CHARACTERISTICS = BASE CASE

Line Description

The 38-mile Milbank to Sisseton line has open stations at the towns of
Corona, Wilmot, Peever, and S5isseton. The line crosses agricultural land
for virtually its entire length and serves five grain elevators and a lumber
yard, employing a total of 25 persons.

Operations and Service

Normal operations consist of two round trips weekly, although in times
of high demand service frequency increases to three times weekly. During
the summer of 1980, traffic volume averaged between 50 and 60 cars per week.
Because of rail weight and track conditions, only box.cars can be used on
this line.

Those who responded to the shipper survey reported that they found
overall service provided by the railroad to be adequate. Rankings were based
on specific service characteristics, using a scale of one to five with one
being excellent, two being good, three being adequate, four being poor, and
five being unsatisfactory. The results of this rating are as follows:

Service Characteristic Rating Service Characteristics Rating

Local Service Frequency 2.4 Car Supply 3.2

Total Transit Time 2.8 - Loss or Damage Frequency 4.0

Service Reliability 3.0 Customer Service 3.2
Overall Rating 3.1

Shippers reported that the line is essential to their transportation needs,
and some indicated that a drop in the number of bushels handled annually would
be the result of abandonment. An elevator also reported that the termination
of rall service would make continued operation impossible.
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Study Project #1

Rail Traffic Volume - 1979

Originating Amount Terminating Amount
Commodity Destination Tons Cars Commodity Origination Tons Cars
Grain Minneapolis 80,376 1,338 || Fertilizer Misc. 1,379 27
Grain Duluth 3,532 59 Lumber 1,136 23
Grain West Coast 998 17 Other 97 2
Grain Other 7,292 121 L
TOTAL 92,198 1,535 TOTAL 2,612 52

Grand Total for Line 94,810 1,587

Revenues and Costs of Rail Service

The rail costs are based on estimated on-branch costs, using system aver-
age costs, and normalized maintenance~of-way costs and net salvage values for
each line. Off-branch rail costs are developed from the individual railroads’
Rail Form A costs.

Revenues;: $1,933,100 Car Day Cost $ 64,701
Expenses: (on-branch): Car Mile Cost 14,991
Transportation 1,175 Locomotive Ownership 4,802
Fuel 33,413 Return on Investment 519
Maintenance of Way 219,783 Total on-branch Expenses 645,875
Train Supplies & Expenses 12,002 Total off-branch Expenses 967,222
Train Labor 87,736 Total Expenses 1,613,097
Miscellaneous 199,911 Profit (Loss) 320,003

Maintenance of Equipment 6,842

Track Conditions

Many years of deferred maintenance have made this line a candidate for
abandonment despite the fact that the traffic volume has been increasing. The
60-pound rail is incapable of supporting loaded covered hopper cars, and causes
a welght limit of 220,000 1bs. The entire line is operated under slow orders.
Crosstie conditions are also poor, and inadequate ballast and the absence of
rail anchors causes significant tie shifting, particularly at the southern end’
of the line. Tie plates are installed only sporadically, which has caused tie
cutting and frequent variations in gauge. Even short—-term operation of this
line will be impractical unless these conditions are improved.

Project Alternatives

The following project alternatives are presented as studied. Final selec-
tion 1s based on consideration of both quantitative and qualitative criteria
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Study Project #1

and may result in the choice of an alternative which does not have the highest
ratio of benefits to costs. In such cases, qualitative considerations form
the primary basis for selecting the recommended alternative.
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Study Project #1

PROJECT ALTERNATIVE I - ABANDONMENT

Descrigtion

The ultimate effect of taking no affirmative action to allow continued
rail service will be the abandonment of the Milbank to Sisseton branch line
due to unsafe operating conditions. Alternative I, therefore, is the result of
choosing a "do nothing” course of action. The line is currently in Category 1,
meaning that it is anticipated to be the subject of an abandonment application
within the next 3 years. The imminent construction of Interstate Highway 29
across the path of the line necessitates that an early decision be made
regarding its future so that necessary provisions can be made regarding the
possible need for a highway bridge. The first alternative considered is the
abandonment of the line with no action taken to ease the effect of this action
on shippers.

Rail Service Level

None.

Rail Traffic Volume

None.

Annual Benefits and Costs

TYPE OF IMPACT RALAOAD TRUGK COMMUNITY SHIPPER STATE TOTAL
Primary Eficlency Sanefits (§) - - & «8,559 5-8,559 s -8,559
Secondary EHiciency Benelits

income (%) $_2.457 544,343 § -2,695 809 s -809
Highway Costs (9) - - - 5-8,615 b -8,615
Tazes (3 - - - $+3,823 § +3,823
Net Ssivage Veium (!_3 ¢+740 - - - S +740
Other: 1y ghway Bridgp - - - $+192,335 S +192,335
; |
Tote! Benwfits ($) $-1,717 IS +4,343 § -11,251 $+178,175 $ +178,915
Coats (%) N i - - - -
Qther: i
Jobs -4 +5 -12 -11 ~-11
Energy (Galiona) - - - +51,600 ' $+51,600
Air Poilution (Iba.} - - - +34,600 '5+34,600
\Bepefils minus costs § +178,915*
BenefitCost Ratio i - J

* Annual Benefit

The statements and projections presanted above have been prepared on the basis of
the information and assumptionms set forth in this section.
economic, fimancial, or usage forecast may be affected by fluctuating economic con~-
ditions and is dependent upon the occurrence of other futura events which cannot

be assured.

and such variation could be material.
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Study Project #1

PROJECT ALTERBATIVE I1 ~ REHABILITATION TO CLASS II NEW RAIL

Descrigtion

The alternative of rehabilitating the line (with new rail), to meet FRA
Track Class II standards, is considered in order to illustrate the traffic
potential of the line and the benefits which would accrue to the railroad of
operating at a more efficient level. Rehabilitation to Class II would be
required to provide sufficient incentive for the Milwaukee Road to continue
service. Because of existing conditions, rehabilitation costs are very high,
($4,814,300) as is the expense incurred by building the interstate highway
bridge over the railroad ($1,500,000). Consideration of the rehabilitation
alternative assumes that the railroad will be willing to operate the line after
operating efficiencies are regained. Successful operations are predicated on a
level of traffic which is sufficient to support both the costs of providing
service and of performing annual maintenance at a normalized level.

Rail Service Level

Twice weekly, increasing with seasonal demand in late Summer and Fall.

Rail Traffic Volume - 1979

Originated - 134,466 tons
Terminated ~ 4,652 tons

Total - 139,118 tons

Annual Benefits and Costs

TYPE OF IMPACT AAILAQAQD TRUCK COMMUNITY SNIPPER STATE TOTAL
Primary Eficiancy Benetits (3} - - ‘o +398 184 5 +358,184__ |¢ +358,184
Secondary Eiciency Genaiits

income (%) ‘ - - s +2,520 g +2,520 § +2,520
Highrway Costs (5} - - - - -
Tares (%) - - - l - -
Nat Saivago Vaiuas (3) - - - . - -
Cther
| |
! |
Tatal Benetits (5) - ' - $ +360,704 $ +360,704 3 360,704
Costs (W(Rehabilizatjon) _ i - - _ $ 119 274
I | | E
i Other: . T !
o0a - - +s +5 s
Energy (Gations) - - - | +18.458 - +18.,458
Alr Pollution (Iba.) - - - +12,500 +12,500
Benefics minus cests I ’ i !}-351,572
BanefiUCost Aatio | j | +0.30

The scatements and projections presented above have been prepared on the basx; of
the information and assumptions set forth in th{s saction. ‘The achievement ° 22z_
economic, financial, or usage forecasc may be affected by fluctuating gc;nomxcoc
dicions and is dapendent upon the occurreace of cother future events whic .cango .
be assured. Therefore, the actual results achieved may vary from the projections,
and such variation could be material.
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PROJECT ALTERNATIVE III - MOVE ELEVATORS ] :
AND CONSTRUCT PUBLIC LOADING FACILITY Study Project #1

Description

The alternative of relocating the two grain elevators currently located at
Sisseton to Summit on the Milwaukee main line has been proposed by the State as
an option available to ease the impact of abandonment on the line's two largest
shippers. The alternative is particularly attractive as it allows a large
share of the traffic volume to remain while incurring none of the on-branch
operating costs or rehabilition expenses. It has been assumed that the relo-
cated elevators will utilize rail service at Summit to the same degree that
they would utilize service at Sisseton if the line were rehabilitated to Class
II. The cost of moving the elevators is estimated at approximately $1,200,000.
A public loading facility is also proposed for this Milbank area and would cost
approximately $375,000. This would be used primarily by elevators which would
be abandoned but not moved to the Milwaukee main line.

Rail Service Level

None. . .

Rail Traffic Volume

None.

Annual Benefits and Costs

TYPE OF IMPACT RAILROAD TRUCK COMMUNITY SHPPER STATE TOTAL
Primary Efficiency Benefits (8) $+548,795 $+548,795 $+548,795
Secondary EMiclency Banelits

tnoome ($) $-2,457 +968 =1,489 =1,489
Highway Costa (%) -1,995 -1,995
Taxes (§) +1,089 +1,089
Net Sehwnge Vaiue (5 +740 +740
Other: Highway
Bridge +192,335 +192,335
Tota) Beneftta (3} $-1,717 5+968 $+548,795 $+738,735 $+739,475
Costs (9)
Move elevators and bufild loading facility $+233,021
Ottver:
Jobe -4 +1 -3 -3
Epersy {Gallons) - - - +20,800 +20 800
Alr Potlution {Iba.) - - - +13,940 +13.940
Benefits minus costs $+506,454
BanelittCost Ratle - +3.17

The scatements and projections presenced above have been prepared on the basis of
the information and assumptions ser forth in this section. The achievement of any
aconomic, financial, or usage forecast may be affacted by Iluctuating aconomic con~
ditions and is depeadentr upom the occurrence of other fugure events which cannoc

be assured. Therefore, the actual resuiis achieved may vary f{rom the projections,
and such variacion could he material.
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Study Project #1

BENEFIT COST SUMMARY

E
TYPE OF IMPACT ABANDON REHABILITATE g:§§i§%§g% Oﬂsrnuncarsuus OTHER
Primary Eificiency Benefits {$) $-8,559 $+358,184 $548,795
Secondary Efficiency Senefits
Income ($) ~809 +2,520 -1489
Highwey Costs (5) ~8,615 - -1995
- Taxen {$) "+3,823 - +1089
Net Salvage Valus (3) +740 - +740
other: Highway Bridge +192,335 - +192,333
Totat Banefits (3} $+178,915 $+360,704  |s+739,475
Costs {3) Rehabilitation IJI - b+712,276 -
Move Elevator - - $+233,021
Qther:
Jobs =11 +5 -3
Energy (Galions) +51,600 +18,458 +20,800
Alr Poflution (i2s.} +34,600 +12,500 +13,940
Benefits minus Costs K+178,915%  $+351,572 5+506,454
GenefitCost Ratio - +0.50 +3.17

*Annual Benefit

The statements and projections presented above have been prepared on the basis of
the information and assumptions set forth in this section. The achievement of any
economic, financial, or usage forecas may be affected by fluctuating economic con-
ditions and is dependent upon the occurrence of other future events which cannot

be assured. Therefore, the actual results achieved may vary from the projections,
and such variation could be material.

IMPACTS ASSESSMENT

The primary factors to be considered in relation to the Milbank to
Sissetdn line are the exceedingly poor track conditions, the need for determin-
ing the most efficient method of handling existing rail traffic should service
be discontinued, and the importance of rail service to on-line shippers. The
line is supported primarily by the traffic that originates at Sisseton,
although rail service plays an important role in meeting each of the elevators'
needs and is heavily utilized. Nevertheless, the fact that maintenance has
been deferred for many years, combined with the benefit of abandonment and not
building an interstate highway bridge, makes other alternatives such as moving
elevators more attractive. 1In additiom, the option of trucking grain to the
nearest railhead is an economically attractive option that would greatly ease

the impact of abandomment on shippers which would not relocate on the main line.
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- Study Project #

The move elevator alternative has the highest ratio of benefits to costs,
primarily because of the ability the largest shippers would have to utilize
rail service and enjoy the rail rate advantages, while absorbing none of the
costs of operating the branch line. The cost of moving the elevator is great-
ly exceeded by the cost of the rehabilitation. The benefit of abandonment
exists because the cost avoidance of constructing the highway bridge exceeds

the increased cost of shipping which results from a conversion from rail to
truck transportation.




Study Project #2

MW06 - ANDOVER — BRAMPTON

BACKGROUND

The Milwaukee Road line from Andover to Brampton is currently aban~
doned, and on-line shippers have developed alternative strateglies for trans-
porting their commodities. Some are using motor carriers for the entire
length of haul, and others are using trucks to take grain to a railhead at
Andover.

The line was selected for intensive study because it is an abandoned

line with significant shipper and commodity impacts in South Dakota, it is an
abandoned light density line which provides accessibility to the regional and
national railroad network, and it is a light density line for which consolida—
tion or operational improvement projects are considered. Like most rail lines
in the State, it lies in a productive agricultural area; however, it is close
to an operating BN line (Aberdeen-Rutland) which is in better condition. The -
primary. on-line shipper is located at Britton, and efforts are concentrated on
selecting a viable project that will include easing or eliminating the impact ,
of abandonment on that station. : 5
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The Andover to Brampton branch line is approximately 43 miles in length,
including about 4 miles in North Dakota. Grain is the primary commodity which
is originated on the line, with small amounts of fertilizer brought in by rail.
The line crosses the BN's Aberdeen to Rutland line at a point just north of
Britton, but no interchange track between the lines exists. Stations open at
the time of abandonment were located at Pierpont, Langford, Britton, and
Newark, South Dakota, and Brampton, North Dakota. A total of four elevators
and agricultural firms and one lumber yard were served by the South Dakota
portion of the line. These firms employ a total of 29 persons at the present
time, and there is no indication that any jobs have been lost as a result of
the abandonment.

Line Description
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Study Projact #2

Operation and Service

This line is currently abandoned; and consequently shippers were not
asked to rate the quality of the rail service which they last received.

Rail Traffic Volume (1979) (South Dakota Stations only)

Originating Amount Terminating Amount
Commodity Destination Tons Cars|| Commodity Origin Tons Cars
Grain Minneapolis 34,050 528 || Fertilizer Miscellaneous 7,969 113

Duluth 6,842 106

West Coast 4,486 70
Other 1,542 23 L
Total 46,920 727  Total 7,969 113
IGrand Total For Line’ 54,889 840

Revenues and Costs of Raill Service

The rail costs are based on estimated on—branch costs, using system
average costs, and normalized maintenance-of-way costs and net salvage values
for each line. Off-branch rail costs are developed from the individual rail-
roads' Rail Form A costs.

Revenues: $1,068,379 Car Day Cost 5 49,873

Expenses: (on-branch): _ Car Mile Cost 3,124
Transportation 473 Locomotive Ownership 3,242
Fuel . . 22,553 ' _ijReturn.on Investient 0
Maintenance-of-Way 229,733  Total On-branch Expenses 486,284
Maintenance of Equipment 2,661 Total Qff-branch Expenses 549,407
Train supplies & Expenses 11,574 Total Expenses 935,691
Train labor 84,603 Profit {(Loss) 132,688
Miscellaneous 78,448

Track Conditions

This line consists primarily of 56 pound rail with varying ballast condi-
tions, including sod, gravel, and cinders. Crossties are in better overall
condition here than on other lines, although the road crossings are extremely
poor. Heavier rail has been installed through some of the crossings, but
gravel from the roads often completely covers the rail. Extensive rehabilita-
tion would be required to operate at Class II speeds, but a Class I operation
would be possible with a moderate effort.

Shortline Alternative

Operation of the Andover to Brampton line as a shortline was analyzed by
Rail Management Services, Inc. under several line alternatives. Their
analysis concluded that insufficient traffic exists on the line to allow
shortline operations to break even without significant surcharges per carload.

Iv.22




Study Project #2

Of the alternatives considered, operation of the line from Britton to Brampton
with a connection at the BN offers the greatest potential for shortline
viability, although this segment would still cover only a portion of its opera-
ting expenses.

Project Alternatives

The following project alternatives are presented as studied. Final selec~
tion is based on consideration of both quantitative and qualitative criteria,
and may result in the choice of an alternative which does not have the highest
ratio of benefits to costs. In such cases, qualitative considerations form the
primary basis for selecting the recommended alternative. Since the line is
currently abandoned, this line status was used as the base case for the purpose
of the analysis. Consequently, no study was made of the impact of abandonment
relative to the rail service which previously existed.
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Study Project #2

PROJECT ALTERNATIVE I - SERVICE RESTORATION AND REHABILITATION TO CLASS I

Descrigtion

This alternative includes rehabilitation of the line to Class I track
standards and resumption of train service. This option provides a minimum
amount of service for a minimum expenditure of funds, and does not allow for
sufficient operating improvements or efficlencles to be realized. Calculation
of primary efficiency benefits yields a negative result due to the rise in the
cost of providing rail service over truck service. This, in turn, is a
function of a branch line operation over poor track and at restricted speeds.
In short, the inherent advantages of rail in relation to truck for the move-
ment of bulk commodities over long distances are not realized by undertaking
this project. Start up and rehabilitation expenses are estimated at approxi-
mately $107,000.

Rail Service Level

Twice weekly.

Rail Traffic Volume

Originated ~ 46,920 tons
Terminated - 7,969 tons
Total - 54,889 tons

Annual Benefits and Costs

TYPE OF IMPACT RAILACAD TRUCX chMUvasanéR STATE - TOTAL
Srimary Eticiency Benofits (%) - - ¢ -97 95] $. ~97,951 $-97.951
Seconcary Elicioney Genetits ) B )

income ($) +2,000 - - +2,000 +2,000
Highway Costa (%) - - - +10,400 +10,400
Tazes (3} - - b =9,745 =5,745
Met Ssivaga Volug ($) - - -
Qthor:
i |
Tatai Bonotits (3} +2,000 { - ! $ .97 a57 $ 91,796 $-91,296
Costs (§ - i | ‘ | $+15,816 !
[ |
Qther
Joba 2 - - +*2 +2
Energy (Qallons) - = - -37,200 -37,200
Air Poilution [Iba) - - - -25,000 ~25,000
!
Benefits minus costs j$-107,112
SonsfitiCost Ratio | ~5.77

The statements and projections preseanted above have been prepared ou the basis of
the information and assumptions set forth in this section. The achievement of any
economic, financial, or usage forecast may be affected by fluctuating ecopomic con-=
dicions and i{s dependent upon the occurTence of other future events which cannot

be assured. Therefore, the actual results achieved may vary from the projections,
and such variation could be material.
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Study Project #2

PROJECT ALTERNATIVE II - SERVICE RESTORATION AND REHABILITATION TO CLASS II

Description '

This alternative involves track rehabilitation to allow Class II operating
speeds and the resumption of service. The differences between this alternative
and Project Alternative I include the achievement of operating efficiencies due
to higher train speeds and the potential growth of the traffic base as a result
of providing better service. Service, however, is not a simple function of
speed as it is also variable based on trip frequency, equipment availability,
and the time required to complete the entire trip cyele, from pick up to actual
delivery. Based on the shipper survey, there is no basis to forecast an
increase in the 1979 traffic base. There is a large difference in the project
cost between the two levels of rehabilitation, and this effects the increased
cost of providing service through a return on investment requirement. Based on
past experience, the traffic base does not seem substantial enough to
justify more than twice per week service. Start-up and rehabilitation
costs are estimated at approximately $4,637,000.

Rail Service Level

Twice weekly.

.~

Rail Traffic Volume (1979) (South Dakota only)

_ Originated - 46,920 tons
Terminated - 7,969 tons
Total - 54,889 tons

Annual Benefits and Costs

i | -4 |

TYPE OF IMPACT RAILAOAD TRUCX COMMUNITY SHIPPER i STATE l TOTAL
Primary Eficrency Benetits ($) - - §-1310.851 1 5-310,851 $-310,851
Secondary ENiciency Benetits | ]
income (%) +2,000 i - - | +2,000 | +2,000
Higmsy Coata iS) | - | - - | 410,400 +10,400
Tages (3) | - ] - - | _5.745 _5.745
Net Seivage Vaiue {3) | - : - - i - | -
Qther: ; |
| .
z | : % |
Total Benetits (4] [ +2.000 [ - 5-310.851 | $-304,196 $-304,196
Costs T} { - ' - - | - -
Rehabilitacion 1II | - i - - : - | $+686,029 |
Jtner: I ; i ; |
| ams +2 | - | - {42 ) i
! Energy (Gallons) - [ - ] - | =37,200 ! -37.200 j
Alr Potlution itbs.) - i - ! - | ~25.000 |_-25 000 :
' i ’ i
henafits minus costs | | |$-990,225
I
1

i
:
{
1
|

T
|
BanetiyyCost Ratio !
;

The scatements and projections presented above have been prepared on the basis of
the {nformation and assumptions set forth im this sectiom. The achievement of any
econcmic, financial, or usage forecast may be affected by fluctuating econonmic con=-
ditions and is dependent upon the occurrence of other future events which cannot

he assured. Therefore, the actual resulcs achieved may vary from the projections,
and such variazion could be material. '
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PROJECT ALTERNATIVE III - TRUNCATE AND REHABILITATE LINE TO CLASS II (BRITTON-
BN JUNCTION

This project concerns the segment between Britton and the junction with
the Burlington Northern's Aberdeen to Rutland line. It would involve restoring
service on approximately four miles of track, and rehabilitating it to a Class
II level with rail renmewal to allow track conditions to be consistent with the
BN's line. Britton is the largest station on the line, and this project would
allow the rail option to be preserved for these shippers. It is estimated
that rehabilitation would cost approximately $586,000 due to the expense of
installing new rail and replacing a large number of crossties. This expense
results in a large return on investment expense requirement, but it is more
than compensated for by the benefits which accrue to the shipper for returning
to rail transportation.

Rail Service Level

Twice weekly.

Rail Traffic Volume (1979)

Originated - 18,274 tons
Terminated -~ 6,335 tons
Total - 24,609 tons

Annual Benefits and Cosﬁs-

TYPE OF IMPACT RAILROAD TRUCK COMMUNITY SHIPPER STATE TOTAL

?hmuw!md-uwsuuﬂulﬂ - - $+168,634 $+168,634 $+168,634
Secondary Eificisncy Bonelits

Incame (3} ' . - - - - -

Higiroay Costs () - - - $ +8,582 $+ 48,582

Taxws (%) - 5 +6,654 - $ 44,654 5+ 4,654

Net Satvage Vaiue (3) - - - = -

Qther:

{
Total Sonedlts (S - I's +4,654 $+168,634 $+181,870 $+181,870
Cotm (T i Z - - s+ 86,708
- 1
| |
t
Qther:

H - - - - -

Energy (Gailons) -29,700 -29,700

At Pollution {1hs.) - - - -19,900 - =19,900

+ 95,162
Bengfiss minus co3ts 3
BencittiCoot Raitio ' +2.10

Tha statements and projections presented above have been prepared on the basis_ of
the information and assumptions set forth in this section. The achlevement ot any
aconomic, fimancial, or usage forecast may be affecred by fluctuating gc?nomic con~
ditions and is dependent upon the occurrence of other future events wh:.cn.cannot
be assured. Therefore, the actual rtesults achleved may vary from the projeccions,
and such variation could be material.
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PROJECT ALTERNATIVE IV - MOVE ELEVATOR

This alternative involves moving the elevator at Britton to the BN junc—
tion, where rall shipping would continue on the Aberdeen to Rutland line.
Abandonment of the Andover to Brampton line would be allowed to continue and
the abandoned stations would use the other transportation options of all truck
and truck-rall moves. The primary advantage of this alternative is that the
traffic would be able to utilize the rail option while absorbing none of the
required rehabilitation costs on the Andover to Brampton line. This enables
the full efficiencies of rail transportation to be realized and reflected in
the primary efficiency benefits. Moving the elevator is expected to have an
approximate cost of $600,000.

Rail Service Level

None

Rail Traffic Volume

None

Annual Benefits and Costs

T
TYPE QF IMPACT RAILROAD TRUCK COMMUNITY SMIPPER | STATE . TOTAL
Primary Eficiancy Benetits (5 - - $+244,190 15+244,190 | $+244,190
Secondary Efficiency Benatits i i
Income ($1 - - - | B -
Highway Cass ($) - - - | +8,582 +8,382
Tanes (9 - | - - b 4634 | -4 6564
Net Ssivaqe Value (%) - ] - - | - -
Other: |
i .
| i |
Tatal Benafits (1 - i - ST244,190 5 S+248, 110 3758, 110
Conts (%) - - - ! - - l
Move elevator | - i - - i - : 88,770
Sthar : E ! II ;
] 1 - 1 -
Jons - | - ' - | 1
Energy (Gallons; - | - | - | -29,700 -29,700
Air Pollution {ins.) - ‘ - = : -19,900 | ~-19,900
1 | | | |
[Benefits minus costs | i i ] $TI07,558
BenetiuCost Antle i j i : +2.80 JI

The statements and projections presented above have been prepared on the basis of
the information and assumptions set forth in this section. The achievement of any
economic, financial, or usage forecast may be affecred by I{luctuating economic con-
ditions and is dependent upon che occurrence of other futura events which cannot

be assured. Therefore, the actual results achieved may vary from the projections,
and such variation could be material.
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BENEFIT-COST SUMMARY

REHaBILITATC ¢ ALRASLLLITAL TTRONCATE LIoT,
TYPE OF iIMPACT | Class I ! Class 1I IMOVEELEVATOmSﬂBri:ccn’aﬂ
Seimary Efficioncy Sonetits ($) ' $-97,951 [ 5-310,851  i5+244,190  [5+168,634
Socondary Efficiency Seneiits | . !
Income {3) +2,000 +2,000 -
Highway Casts 1S} +10,400 +10,400 +8,582 $+8,582 i
Tazes (5) | -5,745 5,745 T 4,654 3+3, 554 !
Net Saivago Vaius (3) | - i - : - | i !
Other: | [ | i
l : I i
| | | |
Total Bonofits {3) $=91.296 §5-304,196  |$+248 118  !$+181,870
Costt (9 Rehabilitation - $+686,029 - [ $+86,708
Move Elevator $+15,816 ! - $+88,770 i
Sther: ! ] | i
o8 i - - | |
Eneegy {Gallone) | — 37,200 —37,200 =I5,700 | -29,700 |
[ A donution b, - 25,000 | =25,000 [ -19,900 1 _13,900
lBenefits minus costs 1$-107,112  {$-990,225  |$+159,348  is+95,162 | P
BenetiuCost Ratio J -5.77 A +2.80 ] +2.10 ! E

The statements and projections presented above have been prepared on the basis of
che information and assumptions set forth in this section. The achievement of any
eccpomic, financial, or usage forecast may be affected by fluctuating ecemomic con=
ditions and is dependent upeon the occurrence of ocher future events which cannoc

be assured. Therefore, the actual results achieved may vary [rom the projections,
and such variarion could be material.

IMPACTS ASSESSMENT

The most attractive option, considering only the ratio of benefits to
costs, is the move elevator altermative. This is followed by the line
truncation project, which would involve operation by the BN of the four miles
of track between Britton and BN's Aberdeen to Rutland line. The need to
perform substantial track rehabilitation work and the operations cost of the
line represent the difference between the move elevator and truncation cases.
Both cases result in positive ratios of benefits to costs, and a choice between
the two should be based on qualitative criteria.

The rehabilitation cases for the line result in negative ratios due to
the high return on investment requirement resulting from track repairs. The
difference between the benefits and costs of the rehabilitation.to Class II
case is significantly larger than the rehabilitation to Class I alternative
because of the need to renew the rail on the entire line. In short, the large
amount of deferred maintenance prevents the line from realizing a positive
benefit-cost ratio unless other options designed to minimize operating and
repair requirements are implemented.




Study Project #3

MW08 ROSCOE-LINTON

BACKGROUND

The line from Roscoe to Linton is currently abandoned and commodities

formerly transported by rail are now
selected for intensive study because
shipper and community impacts; it 1s
bility to reglonal and national rail
light density line consolidation and
considered. The Burlington Northern

transported by truck. The line was

it is an abandoned line with significant
an abandoned 1line that provides accessi-
networks; and it is a line for which
operational improvement projects are
announced plans in July 1980 to acquire

the northern portion of the line to Eureka and to operate south to that point.
' The

ICC approval was granted August'7, and service began in September 1980.
balance of the line will remain abandoned.
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LINE CHARACTERISTICS

Line Description

The Roscoe to Linton line is 75
at Hosmer and Eureka.
at these locations.

,Abandonment within

3 years I Other Lines

miles in length with South Dakota statioms

Four elevators employing a total of 73 persons operate
The purpose of studying this line is to assess various

alternatives and to provide a basis for a recommendation of the course of ac~

tion which best eases the effects of
agricultural area of the State, and,
capital of the world during the 19th
Dakota points on the line terminates

abandonment. The line exists in an

in fact, Eureka was known as the wheat
century. Traffic originating at South

at Minneapolis and Duluth, and terminating

traffic consists primarily of fertilizer from the Southeastern United States.

Qperations and Services

This line is currently abandoned, and consequently shippers.were.not asked
to rate the quality of the rail service which they last received.
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Rail Traffic Volume (1979)

Originating Amount Terminating Amount
Commodity Destination Tons Cars Commodity Origination Tons Cars
Grain Minneapolis 28,838 473 Fertilizer Miscellaneous 344 12
Grain Buluth 548 9 Other Minneapolis 431 16
TOTAL 29,386 481 TOTAL 775 28
|[Grand Total for Line 30,161 509 |

Revenues and Costs of Rail Service

The rail costs are based on estimated on-branch costs, using system aver-
age costs, and normalized maintenance-of-way costs and net salvage values for

each line.
Rail Form A costs.

Revenues: $762,316

Expenses:
Transportation 599
Fuel 22,673
Maintenance of Way 454,573
Maintenance of Equipment 3,302
Train Supplies and Expenses 16,289
Train Labor 119,070
Miscellaneous 43,486

Track Conditions

Of f~-branch rall costs are developed from the individual railroads'

Car Day Cost S 28,626
Car Mile Cost 3,378
Locomotive Owmership 3,259
! Return on Investment 1,870
Total On—-branch Expenses 697,125
Total Off-branch Expenses 251,419
Total Expenses ’ 948,544
Profit (Loss) (186,228)

This line is currently abandoned and consists primarily of 56-pound rail.
Some farmers are allowing their cattle to graze in the right—of-way, and the

line 1s quickly becoming overgrown because of the lack of weed control.

The

ballast is a combination of sod and badly fouled gravel, creating an overall
condition that would require a significant amount of attention to meet Class 1

track standards.

Rehabilitation of the line to Class II would require an ex—

penditure of approximately $120,000 per mile, or a total of approximately

$9,013,000.
higher speeds.

Shortline Alternative

This is primarily due to a need to remew the rail to operate at

Operation of the Roscoe to Linton line as a shortline was analyzed by Rail

Management Services, Inc. under several line alternatives.

cluded that insufficient traffic exists

tions without significant surcharges per carload.
pears to be viable as a shortline.

Their analysis con—
on the line to justify shortline opera-
No segment of the line ap-
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Project Alternatives

The following project alternatives are presented as studied. Final selec-
tion is based on consideration of both quantitative and qualitative criteria,
and may result in the choice of an alternative which does not have the highest
ratio of benefits to costs. In such cases, qualitative considerations form
the primary basis for selecting the recommended alternative. Since the line
is currently abandonmed, this line status was used as the base case for the
purpose of this analysis. Consequently, no study was made of the impact of
abandomnment relative to the rail service which previcusly existed.
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PROJECT ALTERNATIVE I - SERVICE RESTORATION AND REHABILITATION TO CLASS I

Description

This alternative involves restoring service and rehabilitating the line
to allow operation at Class I speeds (10 miles per hour or legs). A primary
efficiency disbenefit results when analyzing this project, despite generally
lower rates available through rail service. This is because the rise in the
cost of providing service is greater than the decline in the price of using
the service. In other words, although in most cases it would cost the shipper
less to use rail transportation, it would cost the community more to provide
the service. When this benefit and disbenefit are compared, a net disbenefit
results. The total cost of this project is estimated at approximately
$111,625,

Rall Service Level

Twice weekly.
Rail Traffic Volume

Originated -~ 29,386 tons
Terminated - 775 tons
~ Total - 30,161 tons

Annual Benefits and Costs

TYPE OF IMPAGT RAILROAD TR-UCK COMMUNITY SHIPPER STATE i TOTAL
Primary Etticiency Ssnoiits 9 = - 268,192 3.268,192 § -268,192
Socondary EMiciency Bonotits |

Income ($) $+1,350 - +648 +1,998 L +1,998
Mgty Com @0 - - - +14,331 L +16,331
Taxos (5} - - - 8,406 T -8,404
Net Saivage Valuo {31 - - - - -
Other:
Total Banofito () 5+1,330 T - s 267,564 s -260,267 G 260,267
Costs (5 - : - | - i - ]5-15,683
i |
Cthor: . . i
labs 2 . +2 +4 i +4 i
Energy {Gailans) | =54,400 T -54,%00 i
Alr Poiturion (Iba.) -36,500 | -36,500 !
L |
Benefits minus costs |$-275,95¢ !
SonafiCant Aatic l -16.60 i

The statements and projections presented above have been prepared on the basis of
the information and assumptions sat fotth in this section. The achievement of any
economic, Finmaancial, or usage forecast may be affected by fluctuating economic con-
ditions and is dependent upon the occurrence of other future events which cannct

be assured. Therefore, the actual results achieved may vary from cthe projectious,
and such vartacion could be material.
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PROJECT ALTERNATIVE 11 - SERVICE RESTORATION AND REHABILITATION TO CLASS 11

Description

This alternative is identical to Project Alternative I with two excep-
tions. First, rehabilitation would occur to Class 1I track standards to allow
operations at higher speeds (25 miles per hour) and at a more efficient level.
This would require complete rail renewal. Second, this service improvement
would attract a slightly greater amount of traffic. Because of the high
rehabilitation costs and resulting return on investment requirement of this
project, the primary efficiency disbenefits are much greater than under the
first option. The total cost of this project is estimated at $9,018,625.

Rail Service Level

Twice weekly.

Rail Traffic Volume

Originated - 32,557 tomns
Terminated - 775 tons
Total - 33,332 tons

‘. Annual Benefits and Costs — .

TYPE OF IMPACT RAILROAD TRUCX COMMUNITY SHIPPER STATE TOTAL
Brimary €lficiency Banetits (3) - - $ 549 543 5 649,943 $ 649 543
Secandary Eliciency Banefits

Income ($) s *1,350 +1,944 +3,294 +3,294

Highway Costs (% - - - +14,331 ) +16,331

Tazes (%) t - - - -8, 404 ~8,604

Net Ssivage Vaiua (5) | - - - - -

Other:

i

Towi Benatits (3) 3 +1,350 ! § =647, 599 § =640,322 $ =540,322

Costs (8 - i - - - -

Rehabilitate II - i - - | - B 1,333,473

Other 1 0 E

Joos - - e 2 "y H

Energy (dalionn; - - - =54 .,400 =54,400

Alr Poliutian (1ba.) - - - =16 500 _34,300
Benefits minug costs 5-1,973,795

BeneftuCaat Retio 0.68 J

The statemencs and projections presented above have been prepared on the basis of
the informacion and assumptions sec forth in this .section. The achievement of any
economic, financial, or usage forecast may be affected by fluctuating economic con-
dirions and is dependent upon the occurrence of other future events which cannot

be assured. Therefore, the actual results achieved may vary from the projections,
and such variation could be material.
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PROJECT ALTERNATIVE III - MOVE ELEVATOR

This project would involve moving the line's largest shipper located at
Eureka to Bowdle on the Milwaukee main line. Primary efficiency benefits are
substantial for this alternative because the abandonment could continue and
the majority of traffic would have the advantage of moving back to the lower
rail rates. Rail rates are lower on the mainline and no branchline operating
costs would have to be borne. Movement of the elevator would not affect the
current transportation pattern which exists at any other stations on the line,
unless these elevators elect to use the re-located elevator as transfer point.
Cost of this project is estimated at approximately $600,000.

Rail Service Level

None.

Rail Traffic Volume

None.

Annual Benefits and Costs

| TYPE OF IMPACT RAILACAD TRUCK COMMUNITY SHIPPER STATE TOTAL
| .
Primary EMiciancy Bonatits 1)} i - s +248,419 §+248,419 3+248,419
Secondary Efficiancy Senetita i |
Income (%) - - +1,944 +1,944 +1,944
Highway Costa (5) - - - +13,179 +13,179
Taxea ($) -7,771 -7,7i71
Net Satvagn Vetuo (8) $+2.663 - - ! - | +2.663
Qther I I I
| ! i
! . i |
{ __ Towi Baneits (5) $+2,663 - 15 +250,363 '54255,771 % 258,436 |
[ Costs (m - ‘ _ | » ; - ] = i
| Move Elevactor | - ] - [ - i - ¥ 38,770
i Othar i ‘F i
Jobs - - +4 -6 +6 r
Erorqy (Gationa - - - - 48,200 -48,200 |
Alr Poilution {iba.) - - l - —32.400 | —32.400
] i i |
Benefits minus costs i I {5+169,664 |
Baneil’Cast Astio l l i ! + 2.91 i

The statements and projections presented above have been prepared on the basis of
the information and assuzptions set forth in this section. The achievement of any
econemic, financial, or usage forecast may be affected by fluctuating economic cen-~
ditions and is dependent upon the occurrence of other future events which cannot

be assured. Therafore, the actual results achieved may varv Irom the projections,
and such variatiorn could be material.
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PROJECT ALTERNATIVE IV - TRUNCATION AND REHABILITATION OF LINTON TO EUREKA

Description

This alternative involves truncation of the line and operation by the BN
from Linton south. These operations have been begun by the railrocad,
which requests that a cooperative 803 program be executed by North and South
Dakota to rehabilitate the line. For the purpose of this analysis, it has
been assumed that this rehabilitation would be to the Class II track level
to permit a more efficlent operation. Primary efficiency benefits are nega-
tive due to the high costs of the rail operation. The cost of this project
has been estimated at approximately $3,121,500.

Service Level

To be determined.

Traffic Volume (South Dakota Stations only)

Originated - 21,212 tons
Terminated - 715 tons
Total -= 21,927 tons

Annual Benefits and Costs

TYPE OF IMPACT RAILROAD TRUCK COMMUNITY SHIPRER STATE TotaL |
Beimary EHicioncy Benwlts (5) - - $=385,516 H 3-335.515 15-385,516
Secondary EHIclancy Jenstity |
i Incoms %) §+1,350 ! - +1,944 | +3,294 +3,294
T ignwey Casta {51 - ! N | - | s+14,265 S+14,245
Taxew (3) - - : - i -7,924 -7,924 :
Net Saage Vawe (8 | o poq - - | - | +2.663 |
! Qthen } : i !
! | I 5 ! i
E ‘ | 3 i !
I Towl Beneits 13} 5 44,013 i - | §-383,572 i $-375,88L 19-373,218 .
[ Costnm | - - l - - 15+661,826 |
| i | ' I |
i Ather i } i 1
| lobs -2 ! - | +6 P+ +8 '
[ Energy Gailonn) T i - i - | _§6,600 -66,500
alr Potlution \lbs.) I~ ! - { - bge 7hg D a4 w00 :
! I i i ' ' i
!Benef:its minusé costs | J | ! 5-835,044
i SenellUCan: Aatio ;L i | =-.81 |

* Annual Benefit

The statements and projections presented above have been prepared on the basi§ of

- rhe information and assumptions set forth in chis secction, The achievement of any
economic, financial, or usage forecast Tay be arfectad by fluctuacing economic con-
dirions and is dependent upen the occurrence of other future evencs which cannot
be assured. Therefore, the actual results achieved may vary from the projeccions,
and such variation could be macerial.
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PROJECT ALTERNATIVE V - TRUNCATION AND REHABILITATION OF ROSCOE TO EUREKA

Descrigtion

.This alternative provides for the restoration of service from Roscoe to
Eureka and the rehabilitation of the 26 miles of track to Class II standards.
The cost of this project is estimated at approximately $3,123,450, due pri-
marily to a need for complete rail renewal. Implementation of this option
would allow the two stations in South Dakota to return to using rail service,
although only 35 percent of the line would have to be rehabilitated, main-~
tained, and operated. The primary efficiency benefits are positive because
of the ability to ship by rail rather than truck. However, due to the large
investment needed to rehabilitate the line to Class II standards, the ratio
of benefits to costs is less than one. 1In other words, the investment will
not be recovered within the ten-year period. The cost of this project has
been estimated at approximately $3,123,450.

Rail Service Level

Twice weekly.

Rail Traffic Level

Originated - 26,303 tons
Terminated - 775 tons
Total - 27,078 tons

Annual Benefits and Costs

i TOT,
TYPE OF IMPAGT RAILROAD TRUCK COMMUNITY SHIPPER STATE 1 OTAL
Primary Elflcioncy Benedita (5) - - $+12,716 5412,716 5+12,716
S y Eficioncy Benedit . .
Income ($) §+1,350 - 5+1,944 $+3,294 | 5+ 3,294
Highway Gosty (3} - - - $+14,331 §+14,331
- - - 5-p,269 5-6,209
Taxes (%)
Met Ssivego Value (3) - - - -
Other
I
i |
Totai Benefits (N i $+1,350 i - i §+14,600 §+24,072 $+24,072
Cosun 13} - i - ! - - $+462,114
i {

Qther: . ! |
isos +2 - +8 | +8 +8 |
Enurgy (Gallons) | - - - ~54,400 -54,400
Alr Pollution (bs.) i _ i - - -36,500 i -36.300

I ! I | :
{ts g i 5 ! | 5-238,02 |
B =3 minus costsl ! : |
i i
Boneflt/Cost Astio | ; | | +.05 '

The statements and projections presented above have been prepared on the basi§ of
the informarion and assumptions set forth in this seczion. . The achievement ?c anv
aconomic, financial, or usage forecast may be affecred by flucruacing §c9nom1c son-
ditions and is dependent upon the occurrence of other future avents whlcn'cangot
Ye assurad. Therafore, the actual resulrs achieved may vary Irom the projections,
and such variation could bYe material. -~
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PROJECT ALTERNATIVE VI - CONSTRUCT PUBLIC LOADING
FACILITY AT ARTAS OR BOWDLE

Description

This project involves the construction of a public loading facility
at either Bowdle (on the Milwaukee main line) or Artas (on the Soo Line).
The facility would be available for use by the general public for a
nominal fee to cover expenses. This alternative would allow all elevators
on the line to utilize rail service and benefit from not absorbing high
branch line costs. The facility is'proposed for either location and is
anticipated to cost approximately $375,000, which includes the cost of
siding construction. The benefits and costs of constructing the facility at
Artas are shown below. The primary efficiency benefits of locating the
project at Bowdle increase to $310,621, making the benefit cost ratio +5.77.

Service Level

None

Traffic Volume (South Dakota Stations Only)

Originated - 23,132 toms
Terminated - 0 tons
Total - 23,132 tons

Annual Benefits and Costs

TYPE OF IMPACT RAILROAD TRUCK COMMUNITY SHIPPER STATR TOTAL
Primary Efficiency Banetits {$) - - $+268,125 $+268,125 .15+268,125
Secondary Efficiency Benefits

income (5} - - +648 - +648
Mighway Costs (%) - - - +12,922 +12,922
Taxes (9) - - - -7,623 -7,623
Net Salmge Vaiue (3) $+2,663 - - - $+2,663
Other:
Total Benefits ($) $+2,663 - $+268,773 $+273,424 $+276,735
Costs (%) - - - - 55,481
Other:
lobe - - +2 +2 +2
Energy (Gallons) - - - -63,526 ~-63,526
Alr Poliution (Ibs.) - - - -42,680 =42,680
Benefirs minus Costs 5+221, 254
BanefitiCost Rt « ' +4.99 J

The statements aand projections presented above have been prepared on the basis of
the information and assumptions set forth in this section. The achievemenr of any
economic, finmancial, or usage forecast may be affected by fluctuating economic con=-
dicions and is dependent upon the occurrence of other future events which cannmot

be asaurad. Therefore, the actual results achieved may va fro
* - th
and such variation could he material. Y i ® £he projections,
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BENEFIT - COST SUMMARY

IC

REHABILITATE | REHABILITATE | TRUNCATE LINE|TRUNCATE LINEOADING FACILITY
TYPE OF IMPACT CLASS I CLASS I1  [MOVEELEVATORSAy:n¢qon-Eureka{Roscoe-Eureka, ZTAS)#%
Primary Efficiency Senefits (3} $-268,192 $-649,543 $+248,41% §-385,3516 $+12,716 $+268,125
Secondary Efficiency Genefits -
Income () +1,998 +3,294 +1,946 +3,294 +3,294 +648
Highway Coets {5) +14,331 +14,331 +13,179 +14,265 +14,331 +12,922
Taxea (8 ~8,4064 -8,404 -7,771 ~7,924 ~6,269 =7.623
Net Saivage Value {3} - - +2,663 +2,663 - +2,663
Other:
Totzi Bonofits (3) §-260,267 $-640,322 $+258,434 $~373,218 $+24,072 §+276,735
Costs () Rehabilitation | § 15,683 $ 1,333,473 - S+461,826 | $+662,114 $+55 481
Move Elevator - - $ 88,770 - -
Cther:
Jots +4 +8 +6 +8 +8 +4
Energy (Gallona) -54,400 -54,400 -48,200 ~66,600 -54,400 -63,526
Alr Pollution {fb.) -36,500 -36,500 -32,400 ~44,700 -36,500 -42,680
Benefits minus Costs $-275,950 $=-1,973,795 [ $+169,664 $-835,044 $-438,042 | $+221,254
Banefit/Cont Ratic -16.60 -0.48 +2.91 -.81 +.05 j +4.99

" %  Annual Benefit

E *% Benefit/cost ratio for Bowdle facility is +5.77

'IMPACTS ASSESSMENT

Of the projects studied, only the move elevator and public loading
facility options have ratios of benefits to costs which are greater than

one.

cost of rehabilitation is not covered during the ten-year period.
The primary reason for these

result in negative ratios of varying magnitude.
results is the high return on investment requirement incurred by the large

rehabilitation cost of the rail alternatives.

The Roscoe to Eureka truncation alternative has a positive ratioc, but the
Other cases

If there were not a need to

renew the existing rail, the ROI requirement would be significantly reduced.

However, an independent assessment has determined that the light rail currently

in place cannot support a Class II operation.

The statements and projections presented above have been prepared on the basis of

the information and assumptions set forth in this section.
sconomic, firancial, ox usage forecast may be affecred by Eluctuating economic con-

The achievement cf any

ditions and is dependent upon the occurrence of other future events which cannot

be assured.

and such variation could be macerial.
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Study Project #4

ABERDEEN SIDING

BACKGROUND

This project involves the construction and upgrading of a rail siding of
the South Dakota Wheat Growers Association elevator at Aberdeen. The facility
is one of the largest in the State and is currently served by the Milwaukee
Road, but siding capacity limits the number of cars that can be loaded to
only about 12 at a time. The desire is to be able to ship in 50 car units.
This project was selected for study because several other elevators owned by
South Dakota Wheat Growers located 'at Frankfort, Stratford, Cresbard, and Brent-
ford, and Chamberlain have lost rail service through line abandonments.
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PROJECT DESCRIPTION

This project includes sufficient track capacity to load 50-car units and
thereby allow the more efficient marketing of commodities. It is hoped that
as a result of this increased capacity the impact of rail abandonment on other
elevators owned by the Association will be eased. Total shipments are expected
to increase to over 1 million bushels annually due to increased railcar load-
ing capacity. '

The benefits and costs of this project are summarized in the table below.
Primary efficiency benefits accrue from the lower relative costs and prices of
ralil to truck transportation, and secondary benefits result from increased
elevator employment, decreased highway maintenance costs, and less energy con—
sumption and air pollution. A disbenefit occurs from the loss of motor
carrier tax revenues, but the final result is a benefit to cost ratio of 4.2
to l. The siding is estimated to cost approximately $227,000.
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Benefits and Costs

7 1
. TYPE OF IMPACT AAILROAD TRUCK COMMUNITY SHIPPER | STATE TOTAL i
; i !
Primary EMiciency Benefits (5} - - $ +116 487 §+136,483 1§ . 46 pgy !
Secondary ERiciency Sanetits ! i
Income (3 - - | _+a00 +900 +300
Highway Costs (3) - - - +3,300 =3,300 i
Taxes (8) - - - -1,793 -1,792 }
Net Saivage Yaiue (%) | - 1 - - i - - |
Other: i E | |
' | L '
| i i ) |
i l ]
Totai Benetits (5} _ : _ $+137,383 ; $+138,890 | $+138,890
Coata (%) | - i - } - ! - [ -
i Construction Cosc | = i - - = {5 33,585
Qther | : f
ioba - ! - +2 - +2
Energy (Gallons: - } - - +11,607 +11,607 |
alr Polution (Ibs.) - 1 - - +5 948 I +6,948 ;
1 ] _ |
Benefits minus costs | i | $+105,305 |
BenefltiCoat Aatio & | +4.14 !

The statements and projections presented above have been prepared on the basis of

the information and assumptions set forth in this section.

The achievement of any

economic, financial, or usage forecast may be affected by flucruating economic con-
ditions and is dependent uponm the occurrence of other future evencs which cannot

be assured. Therefore, the actual results achieved may vary from the projections,
and such variation could be material,
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BNO8 ABERDEEN TO RUTLAND, NORTH DAKOTA

BACKGROUND

This line was selected for study because 1t is a light density line
which was perceived to be threatened by physical deterioration, and it is a
light density line that provides accessibility to the regional and national

railroad network.

The most important reason for its selection is that, should

the Milwaukee's Miles City line be abandoned, the Aberdeen to Rutland line
would become a primary gateway for the movement of grain to the west coast.
With the objective in mind of preserving this option, the line was selected for
possible rehabilitation assistance to strengthen its long-term viabilty.
Although preliminary indications were that some work was needed to maintain
Class II track standards, an independent assassment concluded that current
conditions are adequate for this type of operation.
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IMPACTS ASSESSMENT

Abandonmaent within
3 years

Other Lines

Despite the fact that rehabilitation is not currently required, the State
wishes to preserve the option of proposing that assistance be granted at some

future time.

The future of the Miles City line is still uncertain, and action

may be required to maintain the Aberdeen to Rutland line as an operating part

of South Dakota's .rail system.

With its connection at Aberdeen, the line

could serve as the natural route for west coast traffic flowing from the South
Dakota core system since it has access to the BN main line in North Dakota.

Because no further analysis was conducted, no table of benefits and costs

is included.
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Study Project #6-

MW26/BNOS5 SIOUX FALLS TO MADISON

BACKGROUND

The line from Sicux Falls to Madison is operated by the Burlington Northern
and now includes the Madison to Wentworth portion of a former Milwuakee line which
is now abandoned. When the Milwaukee embargoed this line in the spring of 1980, BN
proposed to purchase the Wentworth to Madison segment and to incorporate it into
their system. Since that time, a regional facility has been proposed by
the State for the Wentworth area which would serve as a transloading point
for grain. This would be used by area elevators located on abandoned lines.

The proposed project includes construction of the facility's rail siding
which would have sufficient capacity to load 54-car unit trains and utilize
the BN unit train rate for grain destined to the west coast, This project
also includes improvement of the rail line to a level sufficient to attaiu
both the 263,000-pound weight limit which is needed to operate fully loaded
covered hopper unit trains, and Class II operating speeds (25 mph). The
line exists in an extremely productive part of the State's agricultural
area and provides a vital link with the regional and national rail network.
This line was selected for intensive study because it is a light density
line which provides this accessibility, it involves a light density line
consolidation or operational improvement project, and the Wentworth to
Madison portion is a light density line threatened by phsical deterioration.
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LINE CHARACTERISTICS

Line Description

This line is approximately 44 miles in length, and services six open
stations and seven grain elevators which employ 50 persons. The stations are
located at Crooks, Lyons, Colton, Chester, Wentworth, and Madison. Outbound
shipments are agricultural commodities, and inbound shipments include ferti-
lizer, feed, coal, lumber, and stone, clay and glass products. The location
of the line enables it to have significant potential to attract large amounts
of outbound grain shipments which formally moved over now abandoned lines.
The most important stations on these lines include Oldham, Ramona, Sinai,
Nunda, Rutland, and Colman, and some area elevator operators havgaformed an
association to investigate the possibility of a cooperative venture to con-
struct the regional facility.

Operating and Service

Current operations consist of twice weekly service which originates from
S5ioux Falls. Future service levels will be determined by demand, with the
neaviest period occurring in late summer and fall. Grain shipments are
generally becoming less seasonal as on—-farm storage and marketing potential
increase. It is expected that unless total shippment volume is in the
vicinity of 3,000 cars annually, that the BN will seriously consider abandon-
ing the line or minimizing its financial support for a line improvement pro-
ject. It is hoped that the regional loading facility will allow this goal
to be reached and surpassed.

Shippers on the line were surveyed and asked to rate their rail service
based on various service characteristics, using a scale of one to five with
one being excellent and five being unsatisfactory. The results of this
rating are as follows:

Service Characteristic Rating Service Characteristic Rating

Local Service Frequency 2.7 Car Supply
Total Transit Time 3.0 Loss or Damage Frequency
Service Reliability 2.9 Customer Service

W W o
-
o~

Overall Rating 2.9
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Rail Traffic Volume - 1979

Originating Amount Terminating Amount
Commodity Destination Tons Carsil Commodity Origin Tons Cars
Grain Minneapolis 6,508 240 || Fertilizer Miscellaneous 10,419 172

Duluth - 127 || Lumber Miscellaneous 883 15
West coast 11,351 18 || Coal Miscellaneous 200 3
Sioux City 6,005 127 || Other Miscellaneous 10,750 178
Other 876 _18 |} Total 22,252 368
Total 24,740 523
Grand Total for Line 46,992 891
Revenues and Costs of Rall Service .

The rail costs are based on estimated on=branch costs, using system aver-
age costs, and normalized maintenance-of-way costs and net salvage values for
each line. Off-branch rail costs are developed from the individual railroads’
Rail Form A costs. .

Revenues: $782,064 Car Day Cost $ 23,065

Expenses: (on-branch): Car Mile Cost 3,020
Transportation 3,759 Locomotive Ownership 29,575
Fuel 81,685 * Return on Investment 4,052
Maintenance of Way 284,748 Total on-branch Expenses 744,402
Maintenance of Equipment 7,676 Total off-branch Expenses 787,894
Train Supplies & Expenses 42,308 Total Expenses $1,532,296
Train Labor . 199,969 Profit (Loss) (750,232)
Miscellaneous . 64,545

Track Conditions

Track conditions on this line are fair, with only occasional surfacing
required to continue the present type of operations, with the exception of
the Wentworth to Madison segment which needs work to meet both Class I and
Class II track standards. To provide the type of service required by the
regional facility, however, (unit trains of covered hopper cars moved at Class
11 speeds) significant work such as complete rail renewal is required. Most of
the rail currently in place is only 60-pound rail, and the BN proposes that
112-pound be installed to meet these operating requirements.

Project Alternatives

The following project alternatives are presented as studied. Final
selection is based on consideration of both quantitative and qualitative
criteria, and may result in the choice of an alternative which does not have
the highest ratio of benefits to costs. In such cases, qualitative considera-
ticns form the primary basis for selecting the recommended altermative.
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PROJECT ALTERNATIVE I - ABANDONMENT

Description

The impacts caused by abandoning the entire line are addressed in the
benefits and costs table shown below. This option is based on diverting
present rail shipments to the truck alternative. Large disbenefits occur
when long distance hauls are performed by truck, and if either a truck to
railhead alternative is employed, or if the commodity is trucked to a
closer final destination such as Sioux City, Duluth, or Minneapolis, the
effect of abandonment becomes a net benefit. A positive primary efficiency
benefit usually results from a diversion to truck of a short haul such as to
Minneapolis because the decrease in the cost of producing the service is
greater than the increased price which is charged to the customer. In
essence, the on-branch rail costs exceed the price which a trucker would
charge to provide service to a railhead on the main line by more than the
savings which would be realized by using the lower rail rate and shipping from
the branch line. TFor the purpose of this project alternative, it was assumed
that existing rail volumes and .destinations would be diverted to truck, except
in the case of west coast corn shipments which were assumed to be sent by truck
to Sioux City and transferred to the rallroad.

Rail Service Level

None

Rail Traffic Level

None

Annual Benefits and Costs

TYPR OF IMPACT ] RARACAD TRUCX COMMUNITY SHIPFER sTate toraL
Primary Eificiency Benafity (3) . $+108.786 3 +108.786 S ina 78
Seconaary Eliclency Esnelits .

Incoma i5) 5 ~2,457 $ +2,686 -4,716 -8,834 -3,834
Higrway Coats () =460 -460
Taes (3} +9 319 +2. 319
Net Satveqo Yalue () +5.770 +5,770
Qthtee: !
l
Totat Seneits (3) B+1.319 1$ 32 ga6 3 +104,070 108,831 4116 60
Casie (%)
Qv
laog -4 +3 ~21 =22 =22
Knorgy {Gatlans) +54,800 +54,800
Alr Posetien (o) +36,700 +36,1700
Benefirs minus cosca S4114,601 %
DoneNt/Cacs Rots 1 - ]

*Annual Benefit *
The statements and projections presented above have been prepared on the basis of
the information and assumptions set forth in this sectioa. The achievement of any
economic, fizancial, or usage forecast may be affecred by fluctuating economic con-
dirions and is dependent upor the occurrence of other future events which cannot
be agsured. Therefore, the actual results achieved may vary from the projections,
and such variation could be materiai.

ILV.46




PROJECT ALTERNATIVE II - REHABILITATION TO CLASS IT WITH AND WITHOUT REGIONAL
FACILITY SIDING

bescription Study Project #8

This alternative incorporates rehabilitation of the line to a level
sufficient to support a 263,000-pound weight limit and a speed limit of 25
miles per hour. Primary efficiency benefits are slightly negative due to
the fact that on a variable cost basis the railroad was found to move virtually
all its traffic at less than cost.

This project would allow abandoned elevators to transfer their commodities
to the rafilroad at a minimal cost and to reduce the impact of rall abandonment
on their operations. In addition, it would provide access to the attractive
west coast market and enable shippers to utilize the recently published
unit train rate for west coast grain. The BN had indicated that it will not
participate in this project until a contract is signed with an area shipper's
assoclation regarding the project itself, the volume to be' shipped, etc. This
assoclation has been formed and is exploring various alternatives which are
available. The cost of line rehablilitation has been estimated at approximately
$6,027,000 and the siding cost has been estimated at $364,000. For the purpose
of the analysis, it has been assumed that the same amount of traffic will move
over the line regardless of whether the regional facility is built. This is
because of current sidetrack capacity on the line. The regional siding would
have the advantage of common access and potentially lower user charges.

Rail Service Level

Twice weekly with special unit train service.

Rail Traffic Volume

Originated - 45,187 tons
Terminated - 22,252 tons
Total - 67,439 tons

Annual Benefits and Costs

TYPE OF IMPACT RAILACAD TRUCK COMMUNITY SHIPPER STATE TOTAL
Pricary Etficiency Senaits (8) - - $-403,29]1 $-403,291 §-403,29]
Sesandary Efftciency Senwetits

Income (8} - - + 5,904 + 5,904 + 5,506
Higiwey Cazme () - - - B =
Tares (9 - . - - - -
Nt Satvage Vaius (3} - - - = -
Other:
l
Total Benetits (5 - - i - $-397,387 $-397,387 5-397,387 |}
Costs (8} Rehabilitation II - - - - +891,695
54 Car $iding - - - - 3 +53.854
Other:  Total Costs - : - - - $945.549
ot - - +12 +12 +12
Energy (Gallons) - - - +10,800 +10,860
Alr Pottution (e} - - - + 7,300 | +7.300
e TIUE costs IWITE SIaIng) = " = R VLY 8 EL)
Jﬂt&bﬂu&-ﬂiﬂi?ﬂl S-1.289.082
Benafit/Cosc Ratio (without siding - - - | -.45
BenetivCost Fae (with siding) _ . _ | .42 J

The statements and prejections presented above have been prepared on the basis of
the information and agsumptions set forth in this section. The achlevement cof any
econemic, financial, or usage forecast may be affected by fluctuaring economic com-
ditions and is dependent upon the occurrence of other future events which caanot

be assured. Therefore, the actual results achieved may vary from the projections,
and such variation could be material.
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Study Project #6

BENEFIT - COST SUMMARY

TYPE OF IMPACT ! ABANOON | REMABILITATE :mova E'.EYATOR(SJ TRUNCATE LINE i QTHER |
Primery Efficioncy Boneits 15} Is +108,786 3-403.291 - I - I :
Socondary Efticioncy Bonatits l ;
Incemo (%) ls -8,834 | 575,904 - -
Highway Casts \§) ] ~460 - - - I |
Tazoo ($) +9,339 - - ] - i f
Mot Saivage Vaiue ($) +5,770 7 - - ! - : i
Othor i i i
| I
1 |
Total Bonetita (£) i $+114,601 ' $-397 387 - | -
Costs (%) Rehabilitation I - | $+891,635 - |‘ -
‘ S4-car siding - i $+53,856 - : -
! Cthoe i [
‘a2 -22 +12 - - !
Enorgy (Gallons) +34,000 +10,800 - - |
Air Poitution (b3, |_+35.760 +7,300 - -
Benefits minus cost ! $+114,601% $-1,342,936 | |

BortafltCost Raua !** -.62 (uitﬂ siding) i ; ) j

* Annual Benefit
**Benefit/Cost Ratio is -.45 without siding

The statements and projections presented above have been prepared on the basis of
the information and assumptions set forth in this section. The achievement of any
econemic, financial, ar usage Zorecast mnay be affected by fluctuating econcmic coun-
ditions and is dependent upon the occurrence of other future events which cannot

be assured. Therefore, the actual results achieved may vary from che projections,
and such variation could be material.

IMPACTS ASSESSMENT

The benefit cost analysis is predicated on the fact that the siding is
not a major cost when it is annualized over ten years and, more importantly,
on the assumption that there is no difference in the volume regardless of
whether the siding is built. This assumption is based on the belief that
there is a certain amount of grain that will be shipped by rail regardless
of whether a regional facility is available, or an existing elevator with rail
service is used. This grain is primarily corn destined for the west cecast.
The BN's recently published unit train rate for west coast grain is encour-
aging this traffic, especially on a line such as this, which is located in a
major corn producing area of the state. The benefit/cost ratio is negative
because it is indicated that the BN is not covering its costs on the traffic

moved. Thus, the more traffic that is moved, the greater the deficit becomes.

It is also the reason why the abandomment alternative results in an annual benefit.




Study Project #7

WENTWCORTH SIDING

Project Description

s

This project would consist of constructing a rail siding for a public
loading facility in the Wentworth area. The facility would be built to
serve elevators located on abandoned lines, and the siding would cost
approximately $364,000. Since the facility would be served by the
Burlington Northern's line between Sioux Falls and Madison, and the benefits
of the siding would accrue to that line, the benefit cost analysis is
included as part of Study Project 6.




Study Project #8

CN 04(b) REDFIELD TQO ABERDEEN

Background

- The C&MW rail line between Redfield and Aberdeen has been selected for
intensive study in order to explore the options available to minimize the
impact of abandorment should it occur. The line is currently in Category
S, indicating that no plans for abandonment currently exist. Serving as a
link between an agricultural area and the regional rail network, the line plays
an important role in enabling local farmers and grain elevators to market
their commodities to full advantage. A study of alternatives at this time
allows the most appropriate course of action to be selected and instituted
prior to actual abandonment so that the effects of service termination can
be minimized.
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B. LINE CHARACTERISTICS

Line Description

The Redfield to Aberdeen line is 42 miles in length and serves three sta-
tions and grain elevators at Athol, Northville, and Mansfield. These elevators
employ a total of 7 persons and represent the heavily agricultural nature of
the local economy. The line formerly continued south to James Valley Junction,
but this portion was abandoned in 1979 and removed during the summer of 1980.
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Study Project #8
Opefations and Service
@
Sexvice is currently provided twice weekly by a train originating at Huron
and terminating at Qakes, North Dakota. The Redfield to Aberdeen portion of
the line is out of service due to track conditions, necessitating operations to
Aberdeen to be completed on abandoned Milwaukee tracks through a 1979 trackage
rights agreement.
[
Shippers were requested to rate their rail service based on several cri-
teria, using a scale of one to five with one being excellent and 5 being un-—
satisfactory. The aggregated results are as follows:
Service Characteristic Rating Service Characteristic Rating
®
Local Service Frequency no response Car Supply 2.3
Total Transit Time 2.5 Loss or Damage Frequency 2.5
Service Reliability 2.0 Customer Service 2.3
Overall Ratiné 2.4 '
Rail Traffic Volume* - 1979 ®
Originating Amount
Commodity Destination Tons Cars
Grain Minneapolis 19,608 332
Grain i Duluth 6,927 117 ®
Grain Other 7,803 133
Total -— 34,338 582
Revenues and Costs of Rail Service
The rail costs are based on estimated on-branch costs, using system aver-— ®
age costs, and normalized maintenance of way costs and net salvage values for
each line. Off-branch rail costs are developed from the individual railroads’
Rail Form A costs.
Revenues: $685,871
Expenses (on-branch): Car Day Cost $ 15,991 °
Transportation 3,705 Car Mile Cost 2,110 g
Fuel 75,751 Locomotive Ownership 33,440
Maintenance of Way 229,760 Return on Investment 21,403
Maintenance of Equip. 8,250 Total on - Branch Expenses 558,981
Train Supplies & Expenses 23,012 Total off - Branch Expenses 265,967
Train Labor 112,934 Total Expenses 824,948 ®
Miscellaneous 32,625 Profit {(loss) {139,077)
*There is no terminating traffic on this line. ®




Study Project #8

Track Conditions

Track conditions are very poor, as maintenance has been deferred for
several years. A 210,000 1lb. weight limit exists due to bridge conditions,
and speeds are restricted to 10 mph. Poor tie and ballast conditions and
a general lack of tie plates and rail anchors have allowed the rail to lose
guage rather drastically in some areas, and this problem is a primary rea-
son for the termination of service north of Mansfield. No work is planned
by the railroad to alleviate these conditions.

Project Alternatives

The following project alternatives are presented as studied. Final
selection is based on consideration of both quantitative and qualitative
criteria and may result in the choice of an alternative which does not have
the highest ratio of benefits to costs. In such cases, qualitative consid-
" erations form the primary basis for selecting the recommended alternative.
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PROJECT ALTERNATIVE I - ABANDONMENT
' @
The first alternative, abandonment, will occur within a short period of
time unless extensive rehabilitation is performed. The benefits and costs
of abandonment were developed to illustrate the effect of taking no action
to either continue service or ease the impacts on shippers of terminating
service.
®
Rail Service Level
None.
Rail Traffic Volume
®
None,
Annual Benefits and Costs
L)
L ]
TYP@ OF IMPACT RAILROAD TRUCK COMMUNITY SHIPPER STATE TOTAL
Pritnary Elcioncy Bonofita (%) - . - $+75,166 3 +75,166 §+75,166
| Socondary Eiffcioncy Bonofits -
| income (8) - $+1498 -674 i +319 +119
T Highmay Costo (8] - - - | -17,910 -17,910 ®
Taxeg (S) - - - +9 768 +9,768
Net Saivago Vaiua (%) $+30,478 ] - - - +30,478
Qthen
i
i ®
Tatai Benotits (3) +30,478 | +1,498 $+74,492 $+67,343 3+ 97,821
Ceots (%) _ ! - - - -
|
E Cthor: ;
| ews - | +8 -3 +5 +5
Enorgy (Gailors) - | - - +68,100 +68,100 | ®
‘Alr Patiution (b2 - i - - +45,700 +45,700
[} H
Benefics minus costs | $+97,821* |
BanofitCast Aatia l - I
*annual Benefit
¢

The statements and projections presented above have been prepared on the basis of
rhe informacion and assumptions set forth in this section. The achievement of any
aconomic, financial, or usage forecast may be affecred by fluctuating economnic con=
ditions and is dependent upon rthe occurrence of other future events which canmot

be assured. Therefore, the actual results achieved may vary from the projectionms,
and such variacion could be material.
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PROJECT ALTERNATIVE II - REHABILITATION TO CLASS II1

The costs and benefits of rehabilitation were calculated to determine
if anticipated traffic levels and any modal advantages of rail transporta-.
tion would justify the rehabilitation of the rail line to track class II.
Some shippers indicated through the survey that improved service such as
could be provided after this level of rehabilitation was performed would
allow them to increase the volumes which they ship by rail. The cost of
this project is estimated to be approximately $965,600.

Rail Service Level

Twice weekly.

Rail Traffic Volume -~ 1979

Originated - 37,772 tons.

Annual Benefits and Costs

TYPE OF IMPACT l RAILRCAD TRUCK COMMUNITY SHIPPER STATE TOTAL |E
Primary Efficiency Ganetita 13} ] - - §+112,355 _ $+112,355 $+112,3535
8 y EMicioncy Benetits |
incoms (%) | - - - - -
Highwey Costa (3) | - - - - -
Tazes (8) | - . - - - -
MNut Ssivage Yalue (%} I - = = - =
Qher
i .
Tats{ Benelits (3) - P - $+112,355 S$+112,355 - | §¥112,355
Com (91 - ‘ - - - - 142 417
|
Qther: |
Jobs - - - !
Energy (Gaitons) - - - | +1.900 +1,900
Air Pollution fibay -~ - - i +1,300 +1,300
T -
Benefits minus costs | |§-30,062
k AensettyCast Aatiy l l i +.79 i

The statements and projectiona presented above have been prepared on the basis of
the information and assumptious set forth in this section. The achievement of any
ecotomic, financial, or usage forecsst may be affected by fluctuacing economic con=
ditions and is dependent upon the occurrence of other future events which canmnot
be asgured. Therefore, the actual results achieved may vary from the projections,
and such variation could be material.
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PROJECT ALTERNATIVE III - MOVE ELEVATOR

The alternative of moving the elevator of the largest rall shipper,
located at Northville, to Mellette on the parallel Milwaukee line currently
being operated by the C&NW, was also investigated. This would allow the
railroad the benefits of abandoning the Redfield to Aberdeen line, while at
the same time continuing rail service to the largest rail shipper and pro-
viding the carrier with the benefit of that traffic. It was assumed that
moving the elevator would have the same effect on this elevator's rail shipping
volumes as would rehabilitating the Redfield to Aberdeen line. Rail traffic of
abandoned elevators was routed via other transportation modes for the purpose
of calculating the benefits and costs of the alternative. The cost of this
project is estimated to be approximately $600,000.

Rail Service Level

None

Rail Traffic Volume

None

Annual Benefits and Costs

TYPE OF IMPACT RAILRCAD TRUGK COMMUNITY SHIPPER STATE TOTAL
frimary Elficiancy Bancfits () - - § +284,452 | § +284,432 | $ +284,452
Secondary Eficioncy Boncfits l i_

Income (3) R - [ +427 +427
Highway Cost (%) - - - | —11,980 -11,980
Taxes (% - - - +6,6456 +6,436
' Naot Seivago Vaiug (91 $430,478 - - - | +30,478
Gthor:
i }
Totel Banatits ($) 5+30,478 P 8:427 | §+284,452 $ +279,355 1$+309,833
Coats (3 - b | §+88,770
I I i
Othor: i | |
Jaba - | +2 B +2 +2' I
Energy (Galtoma) - - - +46,600 +46,600 |
‘Alr Pollution {los.f - - - | +31,300 +31,300 ¢
1 1 ! j
| Benefits minus costs| i 1$+221,063 :
BencitCast Aatio | ' +3.49 |

The statements and projections presented above have been prepared on the basis of
the information and assumptions set forth in this section. The achlevement of any
economic, financial, or usage forecast may be arffecced by fluctuating economic con-
ditions and is dependent upon the occurrence of other future events which cannot

he asgured, Therefore, the actual results achieved may vary from the projectiens,
and such variation could be material.
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PROJECT ALTERNATIVE IV - LINE TRUNCATION AND REHABILITATION FROM
REDFIELD TO MANSFIELD

The final alternative considered is the truncation of the line between
Mansfield and Aberdeen and the rehabilitation of the portion between Redfield
and Mansfield. This would allow the continuation of service to all stations
on the line and the improvement of track conditions. The improvement of these
conditions would lower the carrier's cost of providing service, retain all
current rail traffic, and allow the possibility of providing better service
and attracting an additional increment of traffic. The cost of this project
is estimated to be approximately $602,771.

Rail Service level

Twice weekly

Rail Traffic Volume - 1979

Originated — 37,772 tons.

Annual Benefits and Costs

TYPE OF IMPACT RAILRCAD TRUCK COMMUNITY SHIPPER STATE TOTAL

Primary EMiciency Senefits {$) - - 5§ +209,118 $+209,118 $+209,118
Secondary EMiciency Sanatits

Income (3} - - - - i =

Highway Costs {3) - | - - - -

Taxen (3 - = = - -
Nat Saivage Value (3} {$+11,483- - - - $+11.683
Other:
Total Beaetits (5) $+11 483 $+309,118 $+209.,118 $+220.60]
Costs (%) - ! 5 89,180.
|
Qther

008 - - - - -

Energy (Gailons) - - - - -

Alr Pollytion (Ibs.) - - - - -

i
Benefits minus costs | $+131,621
|

Senetit/Cast Aatio *» + 2.47 I

*Annual Benefit

The statements and projections presentad above have been prepared on the basis of
the informacion and assumptious set forth in this section. The achlevement of any
economic, financial, or usage forecast may be affecred by fluctuating economic com=
ditions and is dependent upon the occurrence of other future events which cannot
be aggured. Therefore, the acrual resulis achieved may vary from the projections,
and such variationm could be material.
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BENEFIT - COST SUMMARY

TYPE OF IMPACT ABANDON AEMAGIITATE MOVEELEVATDNS4 TRUNCATE LINE i OTHER
Primory EMicioncy Bonatlts 15} §475,166 3+112,3355 5+284,452 | +209,118
Sacondary Eficioncy Bonotits | i

Incame ($) +319 | - +427 ! - !
Highway Costs (5) -17,910 | - -11,980 | -
Tares (%) [ +9,768 | - +6,436 ; - i
Not Saivage Value iS) | +30,478 i - +30,478 | #11,483 \'
Qther |
| |
Total Benolts %) $+ 97,8214 | $+112,355 5+309,833  |si00n ao:
Costa () Rehabilitation If = lg+162,417 - P5+89,180 |
Move Elevator - - 988,770 ;

Qhor: I I
Joga +5 - +2 : - I
Enorgy (Gallons) +58,100 +1,900 +46, 600 | = i
Alr Poliution (iba.) +45,700 +1,300 +31,300___| - ':

Benefits minus costs s+ 97,821% $-30,062 $+221,063  |s=I3L,%2l |
gonoliuCout Ratio - +.79 +3.49 | +2.47 [

*  Apnnual Benefic

The statements and projectious presented above have been prepared on the basis of
the information and assumptions sec forth in this segtion. The achievemenc of any
economic, financial,;or usage forecast may be affected by fluctuating economic con-
ditions and is dependent upon the occurrence of other future events which cannot

oe assured. Therefore, the actual results achieved may va from i
s : the pro
and such variation could be material. Y i projectiona,

IMPACTS ASSESSMENT

The project alternatives studied for this line offer two options where
the ratio of benefits to costs exceeds one. These are line truncation and
moving the elevator, with the latter enjoying the higher ratio. This is
primarily due to the fact that the largest shipper would be able to ship by
rail and incur a smaller portion of the line's operations costs. The move
elevator alternative also has the greatest difference between project bene-
fits and costs, due both to the low project cost and the greater primary
efficiency benefits. In the rehabilitation case, the project cost exceeds
the benefits, making the ratio less than one. The benefit of abandonment
is exceeded by the net benefits of both the move elevator and truncate line
alternatives. Since the latter cases are fairly close in their respective
results, qualitative factors are a key in making final project selection.
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. Study Project #9

CNO2 HURON = PIERRE

BACKGROUND

The Huron to Pierre segment of the C&NW secondary main line which crosses
the State from east to west is one of South Dakota's most essential rail
segments. Serving Pierre, the State capitol, it links a productive agricultu-
ral region with the regional and national rail network and its existence allows
stations west of Plerre to also have rail service. Without this line, the
major population center of Rapid City would lack direct rail access to the east
and the Blunt to Gettysburg branch line would be abandoned. In addition, with
the embargo and subsequent abandonment of most Milwaukee lines in the State,
including the line from Mitchell to Rapid City, this has become the only
operating rail line in its service area.

The Huron to Plerre segment is in Category 5, meaning that no plans
currently exist for its abandonment. It was selected for study because of the
belief that its physical condition threatened its future viability, its
abandonment would have an adverse impact on shippers and communities, and
because of its vital role as a link to agricultural markets. The line was also
selected because it contributes to the traffic base of connecting, viable
lines. It is the goal of the State for this line to be retained and profitably
operated by a Class I railroad.

® o © @ 0 o intonsive Study Line NNUUDNNNNNNY  Pending Abandonment

RNNENSNSRS Potentially Subject to AARAAAAAAA Abandoned Lines

Abandonment within
3 years CERNEREEEEN Other Lines
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LINE CHARACTERISTICS-BASE CASE

Line Description

The Huron to Pierre segment is 118 miles in length, and serves fourteen
grain elevators and agriculturally oriented businesses, as well as one user of
manufactured goods. These firms are located at nine open stations and employ
a total of 82 persons. The stations are; Pierre, Harrold, Highmore, Holabird,
Ree Heights, Miller, St. Lawrence, Wessington, and Wolsey. With the growth in
the numbers of acres being irrigated, crop production has been increasing and
this trend should be expected to continue. Therefore, demand for transporta-
tion of farm products should generally rise and increase the demand for trans-
portation. ' -

Operations and Service

Service is now provided by three round trips weekly, with the train
originating at Huron and continuing to Rapid City. During periods of high
transportation demand, this level of service is increased as needed. The vast
majority of traffic over the segment is overhead traffic originating at or be-
yond Rapid City.

Shippers were requested to rate the quality of their rail service based on
several criteria using a scale of one to five, with one being excellent and

five being unsatisfactory. The aggregated results are as follows:

Service Characteristic Rating Service Characteristic Rating

Car Supply

Local Service Frequency 2.7 3.0

Total Transit Time - 2.6 Loss or Damage 3.5

Service Reliability 3.1 Customer Service 3.3
Rail Traffic Volume - 1979 Overall Rating 3.0

Originating Amount Terminating Amount
Commodity Destination Tons Cars Commodity Origidation Tons Cars

Grain Minneapolis 72,099 890 Fertilizer Minneapolis 13,837 232

Duluth 30,249 373 Other 29,765 508
Sioux City 2,744 34
Nebraska 650 8
Other 9,359 116
TOTAL 115,101 1,421 TOTAL 43,602 740

Grand Total for Line 158,703 2,161

1V.60
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Revenues and Costs

The rail costs are based on estimated on—branch costs, using system
average costs, and normalized maintenance-of-way costs and net salvage values
for each line. Off-branch rail costs are developed from the individual rail-
roads' Rail Form A costs. :

Revenues: $2,345,665

Expenses (on-branch):
Transportation 24,803 Car Day Cost $ 39,693
Fuel 333,302 Car Mile Cost 21,912
Maintenance of Way 764,285 Locomotive Ownership 147,135
Maintenance of Eguipment 55,223 Return on Investment 32,415
Train Supplies & Expenses 63,282 Total on-Branch Expenses 1,942,919
Train Labor 310,571 Total off-Branch Expenses 1,456,806
Miscellaneous 150,298 Total Expenses 3,399,725

Profit (loss) (1,054,060)

Track Conditions

This line segment consists almost entirely of 72 pound rail. Primary
physical deficiencies consist of poor ties and ballast in the Pierre to Wolsey
section, as the effects of deferred maintenance are extremely evident. The
line is 118 miles long, of which 97 miles are currently being operated at 20
mph or less. 13,000 ties are planned for installation during the summer and
fall of 1980, but this work will primarily eliminate existing deficiencies and
do little to improve the overall operating condition of the line. Present
conditions do not appear to threaten operation of the line,. but unless
substantial work is undertaken in the near future it is possible that service
will need to be reduced. Heavier tonnage is expected due to the abandonment of -
the parallel Milwaukee line, and this both increasés the overall importance of
the line and speeds its deterioration. The section east of Wolsey 1s in much
better condition, but it is felt that the 251,000 pound weight restriction
results in the loss of traffic which would normally flow north on the Wolsey to
Redfield line. This problem could be eliminated by installing heavier rail in
some sections in order to bring them into conformity with the rest of the
segment, which is 112 pound.

Project Alternatives

The following project alternatives are presented as studied. Final
selection is based on consideration of both quantitative and qualitative
criteria, and may result in the cholce of an alternative which does not have
the highest ratio of benefits to costs. In such cases, qualitative

considerations form the primary basis for selecting the recommended
alternative. ' '
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PROJECT ALTERNATIVE I - ABANDONMENT

Descrigtion

~

The purpose of designating this line for intensive study is to prevent its
abandonment, not to propose it. The option is examined in order to assess the
overall impact and thereby better understand the importance of the line's role
in the State's rail system. It is felt that unless action is taken shortly,
the physical condition of the line will necessitate consideration of the
abandonment option by the C&NW. If abandonment were to occur, {(and it would
probably include the segment to Rapid City) the essential nature of the line
would require that the state consider it for acquisition and inclusion in the
South Dakota core system.

Rail Service Level

None.

Rail Traffic Volume

None.

Annual Benefits and Costs

TYRE OF IMPACT RAILROAD TRUCX COMMUNITY SHIPPER STATE TOTAL
Primary Efficiency Benafits (%) | - - $-517,807 1$-617.807 B 617,807
Secandary EMicioncy Benetits i

Incamo (S) $-2,457 +7,581 -3,146 -1,188 -1,188 h
Highway Cogta ($) - - - ~53,707 -53.707 :
Taxca ($ - - - -3,311 ~3,311
Nat Satvage Yeiua (3) +46,160 - - - +456,160
Othor:
t
|
| }
Total Bonctits (3) $+43,703 '$+7 s81 5 _520,951 ® 676,013 % -629.853
GCants (5} - i - - - -
Qthor: i
Jans -4 +18 -14 ! - - I
Enorgy (Gations - | - - +187 300 +187.300 |
Alr Poliution (itw.) = i - - +126,200 +124,200 |
! l i ! i
3enefics minus coacs | | [5-629,853 * ]
BenofitCot Aotie | i - |

*Annual 3enefit

The statements and projeccions presented above have been prepared on the basis of
the informatfon and assumptions set forth in this section. The achievement of any
economic, financial, or usage forecast may be affected by fluctuating economic con-
ditions and is dependent upon the occurrence of other future events which cannot
be assured. Therefore, the actual resulrs achieved may vary from the projecrions,
and such variation could be material.
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PROJECT ALTERNATIVE II - REHABILITATION TO CLASS II

Rehabilitation to Class Il standards is considered in order to eliminate
slow orders, improve the efficiency of operations, and improve the long term
viability of the line itself and the lines with which it connects. Its
importance to the State has increased with the recent abandonment of the
Milwaukee line that it parallels, and since it appears that the C&NW is cur—
rently unable to independently finance the necessary improvements, the State
decided to explore the options of providing outside assistance. The amount of
traffic which will be diverted to the C&NW from the abandoned Milwaukee line is
still unclear, but preliminary indications are that this diversion is current-
ly taking place. This will hasten deterioration, but provide a greater and
more stable traffic base. The cost of this alternative is estimated at
approximately $3,456,500, which includes the Wolsey transfer track. This
latter project is discussed separately later in the Plan.

Rail Service Level

Three round trips weekly.

Rall Traffic Volume

Originated - 137,250 tons
Terminated - 43,601 tons

Total - 180,851 tons
Annual Benefits and Costs .

TYPE OF IMPACT RAILROAD TRUCK COMMUNITY SHIPPER STATE TOTAL
Primary Eficienay Seneiits {3} - - $+535, 626 $+535,626 $+535,626
Secondary EMiziency Seneiits B

Income () - - +1,728 .| +1,728 +1,728

Highway Casts ()

Taxen (D

Neot Sshegs Valve (5

Other:

Total Benatits (3) - - B +537.354 4537354 F +537,354

Costs (%) Rahabilitarfon LI : p+511,508y

Other j

Jobs - - +6 +6 +6 i

Energy (Gailony) - - - +22,100 +22,100

Alr Pollution (ibe.) - - - +15,000 +15,000
Benefits minus costsl Rehab [T B +25,965

BanefiiCon Astio . T

+1,0%

The stacemsnts and projections pregsented above have been prepared on the basis of .”
the informatfon and assumptions set forth in this section. The achievement. of any
aconomic, financial, or usage foracast may be affected by fluctuating economic con-
ditions and is dependent upon the accurrence of othar future events which cannot

be agssured. Therefors, the actusl results achieved may vary from the projections,
and such variation could be material.
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PROJECT ALTERNATIVE III - REHABILITATION TO CLASS II WITH PARTIAL
RAIL RENEWAL '

This project is identical to altermative II with the exception of
nine miles of rail renewal between Wolsey and James Valley Junction.
The cost of the rail has been added to the costs of rehabilitating the
line to Class II and replacing the Wolsey interchange. The benefits of
rail replacement would accrue primarily to the Huron to Oazkes train since
according to C&NW there is potential business that requires the higher
weight capacity. This traffic was served by the C&NW until the James
Valley Junction to Redfield line was abandoned, but since the heavier rail
was never installed between James Valley Junction and Wolsey, (which is the
current route of the train) the traffic was lost. Rail replacement would
allow the recapturing of this traffic. This project will result in
operations improvements and increases in traffic volumes which are not
quantified since neither the Huron to Oakes train nor the lines over which
it travels are designated as intensive study lines in this RATLPLAN.
It is expected that the Wolsey to Aberdeen and Aberdeen to Oakes lines
will be studied in detail in the 1981 plan update. The Wolsey to Aberdeen
line is not currently eligible for consideration as an intensive study line.

Rail Service Level

Three round trips weekly.

Rail Traffic Volume

Originated - 137,250 tons
Terminated - 43,601 tons

Total . . - 180,851 tons
TYPH OF BSPACT RAILROAD TRUCK COMMUNITY SHIPPER STATH TOTAL
Primary Efficiency Benetits (5) - - $+535,626 $4+535,626 $+535,626
Seconcsry EMicigncy Denefits
incoma ($) - - - +1,728 +1,728 +1,728
Highway Cocto (8)
Toxes (8
Nct Saivego Vadue (5)
QOther:
Totz Benetits {$) - - 5+537.354 5+537,354 $+537,354
Coutn () b
Rehabilitation II wibh partial rail renewal $+644, 544
Other:
dabs - - +6 +6 +6
Energy (Gallona) - - - +22,100 +22,100
Alr Polirtion (Iba) - - - . | +15,000 +15,000
Benefits minus cost3 $-107,190 *
Beneft¥Cort Rotlo * +.83

The statements and projections presented above have been prepared om the basis of
the information and assumptions set forth in this section. The achievement of amy
ecopomic, financial, or usage forecast may be affected by fluctuating ecomomic con-
ditions and is dependent upon the occurrence of other future events which cannot '
be assured. Therefore, the actual results achieved may vary from the projectiona,
and such variation could be material. 1V.64
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BENEFIT - COST SUMMARY

REHABILITATE
TIH PARILAL
T\ 7€ OF IMPACT ABANDCN REHABILUTATE 1L RENEWAL | TRUNGCATE LINE OTHER
Primary Effict Benetity {3} s=60l/,807 $4535,026 5+335,026
Secondary Efficiency Beneilts *
Income (8) -1,188 +1,728 +1,728
Higiway Costs {8 =-53,707 - -
Taxsa ($) -3,311 - -
Net Seivags Velue ($) +46,160 - -
Qther:
Totsi Benetits (%) $-629,853 §+537,354 $+537,354
Conts {$} - - - _ ~
Rehabilicacion IT - $+511,389 $+644, 544
Qther:
Jobs - +6 +f
Energy (Gaillons) +187,300 +22,100 +22,100
Alr Pollution (Ibs.) +124,200 +15,000 +15,000
 BenefiCa migus Cogstd $-629,853 " [s+25 965 $-107.190
BensfiyCost Retio - - +1.05 +.83

The statements and projections presented above have besn prepared on the baais of
rhe informarion and assumptions sec forth in cthis sectiom. The achievemenc of any
economic, financial, or usage forecast may be affected by fluctuating econcmic con-
ditions and is dependent upon the occurrence of other fucure evants which cannot
be assured. Therefora, the actual results achieved may vary from the projectiouns,

IMPACTS ASSESSMENT and such variation could be material.

*Annual Benefit

The impact of failing to rehabilitate the Pierre to Huron segment is to
perpetuate operating inefficiencies, endanger the traffic base due to
deteriorated service levels, and eventually force the abandonment of the entire
Huron to Pierre line and the Blunt to Gettysburg branch line. This would leave
a significant part of the State with no rail transportation alternative and
have an adverse impact on the economic development of the area. The loss of
this segment would leave Rapid City, South Dakota with no direct rail connnec-
tion to the east and impose economic hardship on the state~owned cement manu-
facturing plant which is located there and ships large quantities of cement
by rail to points in eastern South Dakota and Minnesota. The highly productive
East River agricultural area would also be completely cut off from service.
Traffic from the Rapid City to Bentonite line also flows to the east, and the
loss of this routing could well cause dislocatioms at shipper's plants on that
line as well.

In the belief that the true options available regarding this line are to
either rehabilitate the segment to Class II standards or to abandon the line
as discussed above, a special case was constructed to determine the primary
efficiency benefits of abandoning the line instead of rehabilitating it. An
annual disbenefit of $1,247,048 was discovered as the effect of choosing not to
rehabilitate the line. Thus, a reason for selecting the rehabilitation alter—
native may not be the ratioc of benefits to costs, but rather the large dis-
henefits of abandonment.
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r

CN 16 BLUNT TO GETTYSBURG

BACKGROUND

The C&NW branch line from Blunt to Gettysburg was selected for intensive
study because it is a light density line which is threatened by physical
deterioration and provides shippers with accessibility to the regional and
national rail network.

A rehabilitation project for the Blunt to Onida portion of the line with
the State, railroad, and shippers sharing the cost has been delayed since an
application of on-line shippers to the FmHA has not yet been acted upon. The
State's share, however, has been approved by the FRA. The line is being
studied again to update existing information and to re-assess the alternatives
available for action The State is comsidering applying these funds to an
alternate project while awaiting the FumHA decision, an action which would
require a subsequent re-application for Federal funds by the State from its
fiscal year 1981 allocation. The number of irrigated acres of farm land is
increasing in this area, which creates the potential for increased demand for
the transportation of agricultural commodities by rail. The line is currently
in Category 5, meaning that no plans for abandonment currently exist.

SANE | CLARE  wwe
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® ¢ & ¢ & ¢ Intensive Study Line NOODNNNNNN  Pending Abandonment
AT Potantially Sublect to: iy WiW'WAAM® Abandoned Lines

Abandonmant within
3 years IEEEREEE Other Lines
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LINE CHARACTERISTICS

Line Description

The Blunt to Gettysburg line is 40 miles in length and serves a total of
eight grain elevators located at the stations of Onida, Agar, and Gettysburg.
These elevators employ a total of 45 people and serve a heavily agricultural
area of the State. The Oahe Grain elevator at Onida is one of the State's
largest. The line formerly extended from Gettysburg east to Redfield and on to
Watertown, but intermediate segments have been abandoned over the past several
years.

Operations and Service

Service is currently provided only on an as-needed basis, and the time
between train trips can be as much as 30 days. This is due to track conditions
and the associated problems of operations. Traffic consists solely of
originated grain products and terminated fertilizer. Minneapolis 1is the primary
destination for outbound commodities. '

Shippers were requested to rate their rail service based on several
criteria, using a scale at one to five with one being excellent and five being
unsatisfactory. The aggregated results are as follows:

Service Characteristic Rating Service Characteristic Rating

Local Service Frequency 3.9 Car Supply 4,1
Total Transit Time ' 3.1 Loss or Damage Frequency 3.3
Service Reliability 4,5 Customer Service 2.8

Overall Rating 3.6

Rail Traffic Volume - 1979

Originating Amount Terminating Amount
Commodity Destination Tons Cars Commodity Origination Tons = Cars
Grain Minneapolis 55,700 928 Fertilizer Miscellaneous 1,147 31
Duluth 3,787 63 ‘
Grain Other 813 14
TOTAL 60,300 1005 " TOTAL 1;147 ~ 31

Grand Total for Line 61,447 1,036

Revenues and Costs

The rail costs are based on estimated on-branch costs, using system aver-
age costs and normalized maintenance-of-way costs, and net salvage values for
each line. Off-branch rail costs are developed from the individual railroad's
Rail Form A costs.




Revenues:

Expenses (on-branch):
Transportation
Fuel
Maintenance of Way

Maintenance of Equipment
Train Supplies & Expenses

Train Labor
Miscellaneous

Track Conditions

The overall condition of the rail line 1

an apparent long history
tenance-of-way work was u
regularly scheduled servi
operations ovef? these tra
place, but have become in
section north of Onida.
sod, and great numbers ar

variations in guage. The
bridges and a 10 mph spee

Project Alternative

The following projec
selection is based on con

teria and may result in the choic

highest ratio of benefits

from the primary basis for selecting

Study Project #10

$923,312 Car Day Cost $ 37,953
' Car Mile Cost 3,586
2,124 Locomotive Ownership 18,392
41,663 Return on Investment 208
244,734 Total on-branch Expenses 505,199
4,727 Total off-branch Expenses 552,291
16,096 Total Expenses 1,057,490
77,642 Profit (Loss)
587074 (134,178)

tself is extremely poor, due to
of deferred maintenance. The last significant main-
ndertaken in 1974 or 1975. These conditions make

ce inadvisable and threaten the safety of train

cks. Ties originally installed in 1907 are still in
effective. Conditions are particularly poor on the
Ties are buried in either badly fouled ballast or

e either broken or have rotted away. Tie plates are .
nd on the bridges only, and this results in frequent
line has a 178,000 1b. loading restriction due to

d restriction due to track conditions.

t alternativ
sideration o

€s are presented as studied. Final
f both qualitative and quantitative cri-
e of an alterative which does not have the

s. In such cases, qualitative congiderations
the recommended alternative.

to cost
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PROJECT ALTERNATIVE I - ABANDOMMENT

Descriptions

Prompt action to correct physical deficiencies in track conditions is
required 1f abandonment is to be averted. This alternative would divert
approximately 60,000 tons of freight from the rail to the highway system and
also affect the traffic level on the Plerre to Huron line with which it inter-
changes. The latter is an essential line in the State's rail system, and
diversion of traffic from its traffic base could influence its future
viability.

Rail Service Level.

None .

Rail Traffic Volume.

s

None .

Annual Benefits and Costs

SonotitiCost Ratio

TYPE OF IMPACT RAILROAD TRUCK COMMUNITY SHIPPER STATE TOTAL
Primary Efficiency Senotits ($1 - - $=-729,135 [$§-729,135 | $=729,135
Secondsry Efficioncy Benetits |
income 15} - | +3,121 -1,123 +1,158 +1,158
Highway Casta (5) - - - -43,409 -43,409 i
Taxes (5) - - - 7 +24,100 +24,100 |
| Net Satvage Vaius ($) +296 - - - +296
Qther: E
| i |
' | : i | !
Totz Banafits (S} $4794 P54y 121 i §-1 127 | 5-747,286 | $-746,990
Costs %) - : - ! - | - -
i I | i i
| Omen i i !
[—— - | +i3 -5 +3 R i
Encrgy (Gailons) - ! - - +151,000 +151,000
Air Pailution (Iba) - | - - +103,300 I +103,2300
: i i
3enefi:s ainus costs i i '$-746,990%
!

! ! -

*  Apnual Senefit

The statements and projections presenced above have been prepared on the basis of
the information and assumptions ser forth in this section. The achievement of any
econcmic, financial, or usage forecast may be affected by fluctuating econmomic con-
ditions and is dependent upon the occurrence of other fucure events which cannot

be assured. Therefore, the actual results achieved may vary from the projections,
and such variation cculd be material.
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PROJECT ALTERNATIVE II - REHABILITATION TO CLASS II (NO RAIL RENEWAL)

Descrigtion

Under this alternative, the physical condition of the line would be
improved to allow continued operation at Class II speeds. This would
involve performing deferred maintenance and restoring the line to a
condition that would allow a normalized annual maintenance expenditure to
keep the line in a safe operating condition. It would also remove the

threat of abandonment as long as an adequate traffic level is maintained. No
rail renewal would be performed under this project, and the total cost is
estimated at approximately $1,164,000.
Rail Service Level
One or two trips weekly.
Rail Traffic Level
Originated - 66,331 tons
Terminated - 1,147 tons
Total - 67,478 tons
Annual Benefits and Costs
i
TYPE OF IMPACT RAILROAD TRUCK COMMUNITY SHIPPER STATE l TOTAL
Primary Elficiency Saneiits (3) - - 3 +98,028 7 +96,028 | $+98,028
Secondary Eificisncy Senafits I t
Incoma (f) i - % - +6.480 6,230 +6 480
Hignhway Costa (1) - ! - - = -
Taxes (3) - - - - I -
Net Saivage Yalue (3) - .7 B ” N
Qther: .
i
: i
Tots! Banstits () - - | $+104,508 . 5+104,508 T $+104,508
Casts 19) - - ! - l - - i
4 Rehabilicarion IT | i $+172,214
b Jwnen ! | ; ;
loon | - - ! +20 | +20 i +20 i
Energy (Galions) | - - | = ' +10,200 i +10,200 l
Alr Pailution fioa.) i = i - | - +6,900 ‘ +6,500
| 1 1 | . s
lBenefics minus costs H | §-67,100
1 BenetivCast Aatio i ! ; +0.61 _i

The statements and projections presented above have been prepared on the basis of
the information and assumptions set forth in this section. The achievenment of any
economic, financial, or usage forecast may be affected by fluctuating economic c¢on-
ditions and is dependent upovn the occurrence of other future events which cannoc

be assured. Therefore, the actual results achieved may vary from che projections,
and such variacion could be macerial.

IvV.71




Study Project #10

PROJECT ALTERNATIVE III - TRUNCATION TO ONIDA AND REHABILITATION TO
CLASS IT1 (WLITH AND WITHOUT RAIL RENEWAL)

Description

This alternative examines the feasibility of operating only the portion of
the line between Blunt and Onida. This would enable 47% of the traffic to be
retained while operating only 39% of the mileage. Within this project alterna-
tive there are two options: rehabilitation with rail renewal, and rehabilita-
tion replacing only defective crossties and performing other track work as
needed. This would not allow the weight limit of the line to be raised. The
cost of rehabilitation without replacing rail is estimated at $393,500, while
the cost with rail renewal is estimated at $1,954,000.

Rail Service Level

One or two trips weekly.

Rail Traffic Level
Originated - 31,746 tons

Terminated - 592 tons
" Total - 32,338 tons
Annual Benefits and Cost — Without Rall Renewal
TYPE OF IMPACT RAILROAD TRUCK COMMUNITY SHIPPER STATE TOTAL
Primary Efficiongy Benolits (3) - - $=384,747 $-384,747 $-384,747
Sccondery Efficioncy Boncfito .
Incoma () - $+3,123 449 +2,337 +2,337
Higiraay Coats () - - - -20,846 -20,846
Taxea (9 - - - +11,789 +11,789
Net Satvogo Vatuo (%) +148 - - - +148
Other:
|
Total Boncfits (N 5 +148 Is +3,123 $-385,196 §=-391,467 5-391,319%
p—— = ] = = = §¥58, 218
Qther:
dobs - +7 -l -2 +5 +5
Entorgy (Gallono) - - - +75,900 +75,900
Air Pollytion {fba.} - - - +50,900 +50,900
Benefits minus costs | $=-449,537
BonotiyCoat Rata -6.72

[he statements and projections presented above have been prepared on the basis of
the information and assumptiona set forth in this section. The achievement of any
economic, financial, or usage forecast may be affected by fluctuating economic con--
ditjions and i{s dependent upon the occurrence of other future events which cannot

be assured. Therefore, the actual results achieved may vary from the projections,
and such variation could be marerial.
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Annual Benefits and Cost — With Rail Renewal

TYRE QP IMPAGT AMLROAD TRUCK _COMMUNITY SHIPPER $TATE ] TOTAL
Primary Efticiency Banetits (91} - - $=-368,862 $-368,863 §-368,863
< ¢ et + Benellt

Income (3} - §+3,123 ~449 +2,337 +2,337
Highway Costs (%) - - - -20,845 -20,846
Tazes {3) | +11,789 . |+11,789
Net Saivage Vaiys (1) | +148 - - - +148
Qther:
|
Tetai Benetits () $+148 1$+3,123 $-369,312 $~375,583 $=375,435
Costs (% i 5+289,094
|
Cther:
Zoos - +7 -2 +5 +5
Energy (Gallons) - - - 75,900 75,900
Air Potlution (ibe.) - - - 39,900 - 50,900
Benefits minus costs 5-664,529
BanafivCast Ratio . L =1.30

The statements and projections presented above have been prepared on the baais of
the Lnforaation and assumpcions set forth in this section. The achlevemeat of any
economic, financial, or usage forecast may be affected by fluctuating aconoaic con-
ditions and 1s dependent upon the occurrence of other future avents which cannot
be assured. Therefore, the actual regults achieved may vary from the projectiocns,
and such variation could be material. : .
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PROJECT ALTERNATIVE IV - REHABILITATION TO CLASS II TO ONIDA AND CONTINUE
SERVICE TO GETTYSBURG

This alternative would provide for rehabilitation of the Blunt to Onida
segment with continued service on the Onida to Gettysburg segment. This
would provide the best quality railrcad for the portion of the line with the
most traffie, and spread the cost burden over the entire traffic base. The
purpose of considering this altermative is to investigate the effect of
providing a degree of track quality that would match the traffic conditions
of the line. :

Rail Service Level

One or two trips weekly,

Rail Traffic Volume

Originated - 63,186 tons
Terminated - 1,147 tons
Total - 64,333 tons

Annual Benefits and Costs

TYPZ OF ILPACT RAILROAD TRUCK COMMUNITY SHIPPER STATE TOTAL
Primery Elfficloncy Bonetits () §+14,449 $+14,449 $+164,449
Socondary Efficioncy Banotito -

Incomo (%) +648 +648 +648

Highvsoy Costy (1) - ’ - - - -

Taxea (%) - - - - -

Not Schoge Velne (5 - - - - -

Cther

Tatal BancMs (8) 5+15,097 §+15,097 §+15,097

Comtn (D) - - - - $+58,218

Other

Jobrs - - +2 - +2

Enérgy(gaillons) - - +2,200 - +2,200 _|

Alr Pollustiz (Iba.) - - +1,500 - +1,500
Benefits minus Costs $-43,121

BanciCast Reto +.26

The statements and projections presented above have been prepared on the basls of
the informacion and assumptions set forcth in this gection. The achievement of any
economic, financial, or usage forecast may be affected by fluctuating economic con-
ditions and 1s dependent upon the occurrence of other future avents which cannot

be assured. Therefore, the actual results achleved may vary from the projeccions,
and such variation could be material. :
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BENEFIT - COST SUMMARY

TYFPE OF IMPACT | ABANDON Partial Rehaw ‘runcate line
cTEUABHTATE foilitarion luliheh rald jwith ratl
Primary Efficiancy Banefity ($) §-729,135 $+98,028 $+164,449 §-384,747 -368,863
Secondary EMiciency Banefits ) -
income (3) +1,158 +6,480 +648 +2,337 | +2,337
Highway Caats {3} -43,409 - ' - -20,846 =20,846
Taxes ($) +24,100 e _ +11.789 +11,789
Net Saivage Vaiue {3) +296 - - +l£llB : +148
Qther:
Total Banetits (5) $_ 747,286 $104,508  jei15 97 $-391,319 $-375,435
Costs () - - - - -
Rehabilitation II - $172,214 |5+58,218 5+58,218 $+289,094
Olh:
Jobs +8 +20 +2 +5 +5
Energy (Galloas) +151,000 +10,200 +2,200 +75,900 +75,900
Alr Pollution {ibs.) +103, 300 +6,900 +1,500 |+50,900 +50,900
Benefits minus costs $-746,990% 15-67,706 $_43 171 $-449,537 5 664,529
BanelitfCost Ratio +0.61 +.26 -6.72 -1.30

* Annual Benefit

The statements and projections presented above have been prepared on the basis of
the informacion and assumptions set forth in this section. The achievement of any
economic, financial, or usage forecait may be affected by fluctuating economic con=-
ditions and is dependent upen the occurrence of other future events which canneot

be assured. Therefore, the actual results achieved may vary from the projections,
and such variation could be material.

IMPACTS ASSESSMENT

In the range of projects studied, none achieved a ratio of benefits to
costs of one or better. This means that each alternative results in an annual
disbenefit over the ten year period.  ,The reason for these results lies in the
return on investment requirement, which is shared by all traffic moving over
the line. The poor condition of the line at the present time requires that
substantial rehabilitation work be done, regardless of whether new rail is in-
stalled. Despite the disbenefits to some type of rail project, there is also
a substantial annual penalty for abandonment. Thus, the most important cri-
teria for selecting a project for this line may be qualitative.
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CN 07 RAPID CITY TO BENTONITE

BACKGROUND

The Chicago and North Western Railroad branch line from Rapid City,
South Dakota, to Bentonite, Wyoming, has been designated as an intensive
study line because of its role as a vital 1link between on-line shippers and
the regional and national rail network, and because it is a light density
line which contributes to a connecting viable line. It is also a light
density line requiring rehabilitation to permit more efficient operations.
The line is currently in Category 5, which signifies that no plans for
abandonment currently exist. The line's principal importance lies in the
transportation of bentonite clay to markets in oil drilling areas, at steel
manufacturing plants, and at export markets. The principal purpose of
studying this line is to facilitate, through rehabilitation assistance, the
long-term operation of the branch line by a Class I railroad.

o
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LINE CHARACTERISTICS - BASE CASE

Line Description

The C&NW has invested significant amounts of money in maintenance of way
programs in recent years in an effort to reduce a large backlog of deferred
maintenance. There are three open stations along its 78 mile length, located
at Sturgis, Whitewood, and Belle Fourche. These stations serve four grain
elevators, four lumber and wood products firms, four bentonite plants, and one
wool company, with a combined employment of 607 persons. ’
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Operations and Service

Normal operations consist of daily service from Rapid City to Belle
Fourche, where a permanently stationed switch engine assembles a train of
loaded cars from both local traffic and the Bentonite plants in Wyoming.

The majority of traffic is not seasonal, and thus few variations in the service
level occur. Unit train shipments of bentonite for export will occasionally
require dedicated train service.

»
Shippers were requested to rate their rail service based on several cri-
teria, using a scale of one to five with one being excellent and 5 being un-
satisfactory. The aggregated results are as follows:

Service Characteristic Rating Service Characteristic Rating
Local Service Frequency 2.0 Car Supply 2.5
Total Transit Time 2.9 Loss or Damage Frequency 3.5
Service Reliability 2.8 Customer Service 3.1

Overall Rating 2.75

Shippers reported varying degrees of dependence on the railroad to serve
their transportation needs. Service is most essential to the bentonite plants,
followed by lumber and wood products firms and grain elevators. The bentonite
clay product is shipped both in bulk and bagged form, and the railroad seems
ideally suited to providing transportation services for this usually long-
hauled commodity. :

Traffic Volume - 1979

Originating Amount : Terminating Amount
Commodity Destination Tons Cars Commodity Origin Tons Cars

Grain Minneapolis 6,114 104 7,140 238
Woodchips Wisconsin 61,055 1,034 Commodity and origin are shipper
Pulpwood Wisconsin 140,865 2,388 specific and are therefore assumed
Bentonite Miscella- 258,185 4.376 to be confidential.

neous
Total 466,219 7,902 Total - 7,140 238
[Grand Total for Line 473,359 8,140]

Revenues and Costs

The rail costs are based on estimated on-branch costs, using system aver—
age costs, and normalized maintenance-of-way costs and net salvage values for
each line. Off-branch rail costs are developed from the individual railroads'
Rail Form A costs.
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Revenues: $19,134,150 Car Day Cost $ 129,092

Expenses (on-branch): Car Mile Cost 72,554
Transportation 31,839 Locomotive Ownership . 133,759
Fuel 303,001 _  Returp on Investment 43,140
Maintenance of Way 464,532 Total on-branch Expenses 2,200,310
Maintenance of Equipment 70,885 Total off-branch Expenses 8,318,771
Train Supplies & Expenses 50,337 Total Expenses 10,519,081
Train Labor 247,044 Profit (Loss) 8,615,069
Miscellaneous 654,127

Track Conditions

Track conditions are improved from a few years ago, as much tie, ballast,
and surfacing work has been completed. Some 72.1b. rail has also been replaced
with 90 1b. welded rail, and more rail work is planned for the fall of 1980,
Crossties are generally old but in relatively good condition, although the
absence of an annual replacement program will result in track violations, slow
orders, and jeopardized service within the next several years.

The line itself is located in the foothills of the Black Hills and suffers
from problems such as having a subgrade with low sheer strength and the per—
sistent erosion of surrounding terrain back into the shoulder ballast. Re-—
placement of the remaining 72 1b. rail would result in operational and safety
improvements, as well as operations cost savings.

PROJECT ALTERNATIVE

The following project alternative are presented as studied. Final selec~
tion 1s based on consideration of both quantitative and qualitative criteria
and may result in the choice of an alternative which does not have the highest
ratio of benefits to costs. In such cases, qualitative considerations form
the primary basis for selecting the recommended alternmative.
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PROJECT ALTERNATIVE I - ABANDONMENT

Although abandonment of this line is not currently contemplated, the
effects of this course of action are calculated to determine the benefits of
continuing service. They are also calculated to illustrate the ultimate
effect of deferring maintenance on the line, assuming that the resulting de-
terioration in gervice would encourage a diversion of traffic to other modes
and eventually render the line uneconomical to operate. Therefore, this al-
ternative illustrates the consolidated effect of a process which could occur
slowly as service quality declines. It should be noted that some bentonite
plants reported in the shipper survey that they believe it would be impossible
for them to continue operations without rail service. Some of these plants are
located in the state of Wyoming, and the impmct of employee dislocation was
not calculated for their employees.

Service Level

None ,

Traffic Volume

None .

Benefits and Costs

TYPE QF IMPACT RAILROAD TRUCK COMMUNITY SHIPPER STATE . l “TOTAL ‘;
| Primory Etticioncy Banctits (51| - - | 3 9,375,027 $-9,376,007 !S-9,376 90>
I sccondary éHicioncy Bonatita | ;

I income (9 [$-7, 985 $ +6,129 ~63,538 -115,715 | -113,715
i Highway Coats (5) ! - | - - i -23.619 -23,619
f Tazes (9 i - - - '+21,618 +21,618
[ Net Sahage Vawe (3) | +45,125 - - - | +43,125 |
| Other | [ } ?
" i | | |
e i ! i
Total Benotits (3} §+37,140 P§+6,129 $ =9,439,385 19=9,493 743 ;) *-9,448,518
i Sodts (B . ! i E
i ! : | .
Other: l | ! i
Joos -13 +10 -283 | -286 | -286 i
Enorgy (Gaitoma) - - - | -469,600 | -469,600%%
| air Psitutton s - - | - | -318,300 | -318,300%=
i | ! i ]
iBenefics minus costs | i i 5.9, 448 519
i daneth/Cast Aatie ' ; | - '

* Annual Benefit

** Dacrease due o plant closings, terminations of trasfic

The statements and proiections presented above have been prepared cn the basis of
the information and assumptions set forth in this section. The achievement of any
economic, financial, or usage forecast may be affected by fluctuating economic con-
ditions and i{s dependent upon the occurrence of other future events wnich cannot
be assured. Therslfore, the actual resul:is achieved may varv from the projections,
and such variation could be material.
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PRUJECT ALTERNATIVE II — REHABILITATION TO CLASS II

This alternative assesses the benefits of performing line rehabilitation
work, including some rail renewal. It is assumed that service improvemeats
will result from this rehabilitation, and that this will attract the addi-
tional shipping demand that some shippers indicated accrues from improved rail
service. This alternative also would result in the benefit of allowing infra—
structure improvements which the railroad, by 1itself, could not finance in the
near term and confirm its long term operating commitment. The cost of this
project is estimated to be approximately $2,860,000, of which $2,260,000 is rail.

Rail Service Level

Daily

Rail Traffic Volume

Originated - 466,219 tons
Terminated - 7,140 tons
Total - 473,359 tons

Benefits and Costs

TYPE OF IMPACT AMILROAD . TRUCK COMMUNITY SHIPPER STATE ll TOTAL |
Brimary Eificiency Benetits (5} - - 59, 286 $ 69,286 § 69,288
Secondary Eificiency Banafite

Income (3) - - +21,384 +21,384 +21,384
Highway Costs (%}
Taxes (1)
Nat Ssivage Vaiua (9
Qther:
|
Tatal Henefita (%) = I - ¥-47,902 ?<47,902 '3 =47,902
Costs () | $+423,122
]
Qther:
lona - - +54 +54 +54
Energy {Qallans) - - - +7,700 +7,700
Alr Pollution {Ibe.) - - - +5,200 +5,200
|
Benefitas minua costs|’ ’ B -471,024
Banefit/Conl Ratio I =0.11

The statements and projections preganted above have been prepared cn the basis of
the information and assumptions set forth in this section. The achievement of any
economic, financial, or usage forecast may be affected by fluctuating economic con=-
dicions and is dependent upon the occurrence of other future events which cannoct
be assured. Therefora, the actual results achieved may vary from the projections,
and such variation could be waterial.
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SUMMARY OF BENEFITS AND COSTS

TYPE OF IMPACT ABANDON REHABIUTATE 'MovesLevATcmsJ TRUNCATE LINE OTHER
Brimary EMicioncy Bonelits (5) §-9,376,027 569,286 !
Secandary Efficiency Gonefity I
Income (%) =-115,715 +21,384
Aignway Casts (5} -23,619 I
Taxeo (S +21,5618 |
Not Saivage Valua {3) {445,125 | |
Other: | |
I !
I !
Totsi Benalits (3} 5=5,448,618 $-47,902 | i
Casts (B
Rehabilizacion II §i+425,122
Othor:
Jooa -286 +54 |
Enoryy (Gailans) -469,600%* 147,700 |
Ale Potiution (iba.) =318,300%* {+5,200
Benefits minua costs $=-9,448,618% 5—&71.02&
BonclitiCost Aatio - -0.11 [

* Annual Benefit

% Decrease due to plant closings, termination of craffic.

The statements and projections presented above have been prepared on the basis of
the information and assumptions set forth in this section. The achievement of any
economic, financial, or usage forecast may be affected by fluctuating economic con~
ditions and is dependent upon the occurrence of other future events which cannot

be assured. Therefore, the actual results achieved may vary {rom the projections,
and such variation could be material.

IMPACTS ASSESSMENT

A goal of South Dakota is to maximize and facilitate the involyement of
Class I railroads in its rail transportation system. By assisting a line
such as this which is not presently an abandomment candidate, it is hoped
that the long term potential for the line's ecomomic viability will be maxi-
mized. The line is also a source of traffic for C&NW's Rapid City to Huron
line which is judged to be vital to South Dakota's rail system. The Benton-
ite line, by serving as a feeder, therefore serves as an important source of
overhead traffic and plays a key role in the Huron to Rapid City line's
economic viability.

Despite the large disbenefits associated with abandonment, the ratio of
benefits to costs is negative. This is because of the high return on invest-
ment requirement resulting from the rail renewal. The rehabilitation project
was selected because of the desire to eliminate slow orders on the line and
to improve operating safety and efficiency. In view of the line's value to
the state and the fact that estimated rail life will greatly exceed the ten
year time frame used in the analysis (thus spreading the cost over a longer
period), qualitative factors play an important role in selecting a project
alternative.
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® WOLSEY TRANSFER TRACK

BACKGROUND

This project is for the purpose of replacing the transfer track between
° . the C & NW line from Huron to Pierre, and the Milwaukee line from Mitchell to
Aberdeen. The Milwaukee line is currently being operated by the C & NW. The
existing facility, at the Wolsey crossing, has a curve of approximately 12°,
which is too sharp to handle the length of train currently operated. In addi-
tion, the track has reached the end of its normal useful 1life. Current traffic
consists of two round trips weekly which originate at Huron and terminate at
@ ODakes, North Dakota.
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IMPACTS ASSESSMENT

With the abandonment of C & NW's line from James Valley Junction to Red-
field, the Milwaukee line and the Wolsey transfer have become the only routing
available for traffic moving between the C & NW's east-west secondary main line
and the north-south line formerly operated by the Milwaukee. This Milwaukee
line has been designated for possible inclusion in a state core rail system and
thus there is a long—term requirement for the ability to continue to inter—
change traffic at the Wolsey interchange.

If the current facility were to become unserviceable, the result would be
either the loss of the Huron to Oakes train or its re-routing from Aberdeen,
with the segment to Redfield operating as a dead—-end branch line. It is reason-
able to assume that this change could affect the service level provided, the
traffic base of the line, and eventually the long—term viability of the opera-
tion. Although these events are not expected in the near term, their occurence
should be considered as a possible effect of an inability to execute the trans-
fer of traffic at Wolsey.

In the near term, advantages of undertaking this project include primarily
safety and time-saving improvements. The estimated cost of the project is
$95,000, or $17,053 when annualized over ten years. No quantifiable benefits
are achieved, however the eventual impact on operations of not completing the
project, and potentlial service and operations improvements'resulting from a
higher capacity interchange should be considered. Since the transfer is an
integral part of the Pierre to Huron line, its cost has been included in the
project cost of rehabilitating that line.
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MILES CITY, MONTANA TO GASCOYNE, NORTH DAKOTA

BACKGROUND

The Miles City, Montana to Gascoyne, North Dakota Project Segment is the
169-mile western end of the 677.3 mile Miles City Line which runs from Miles
City, Montana to Jonathan, Minnesota. This line serves local shippers in Mon-
tana, North Dakota, South Dakota, and Minnesota, as well as overhead coal traf-
fic destined for Wisconsin. It is claimed by the Milwaukee Road to be a
marginall{ viable line, which should be maintained in operation in the public
interest.” The Project Segment is the oanly portion of the line eligible for
Section 803 funding, since its traffic density is below 5 million gross tons.
Although the Project Segment lies in Montana and North Dakota, its proposed
rehabilitation to Class II track standards is part of a larger rehabilitation
effort aimed at the entire Miles City Line, which passes through northern South
Dakota. Improvement of this line will help to keep the line in operation until
a more thorough rehabilitation effort is undertaken. This will ensure con—
tinued service in South Dakota via the Miles City Line over the short term,
thus justifying South Dakota's participation in the project with North Dakota.

LINE CHARACTERISTICS — BASE CASE

Line Description

The Project Segment is 169 miles long with primary stations at Bowman,
Rhame, Marmarth, Baker, Terry and Miles City. The track is composed of 115
pound rail, with a ruling grade of 1.0 percent eastbound and 0.6 percent
westbound. The weight limit of 263,000 pounds is adequate for unit coal and
grain trains consisting of 100-ton hopper cars. The Project Segment serves 5
shippers in North Dakota and 8 shippers in Montana weekly, besides unit coal
trains destined for Wisconsin 3 days a week.

Operations and Service

Normal operations consist of coal unit train service east to Wisconsin
three times weekly and a local freight, as required. Maximum operating speeds
vary between 30 and 50 miles per hour in various portions of this line, with
significant 10 miles per hour speed restrictions due to local track conditions.
The Project Segment has automatic block signals, and remotely controlled sig—
nals are located between Rhame and Marmarth.

l Report and Recommendations for the Future of the Milwaukee Road,
Docket No. 77B899, Richard B. Ogilvie, Trustee, May 15, 1980, p.72.
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Study Project #13

Traffic Volume - 1979

Diverted traffic volumes for the Project Segment result in a traffic
density of about 3.32 million gross tons for 1979. Most of this is overhead
coal traffic. Traffic volumes which are local to the Project Segment are
listed as follows for 1979 (excluding Gascoyne, North Dakota, and Billings,
Montana): .

Originating Terminating
4 o~

COMMODITY Tons Cars Tons Cars
Grain 60,248 851 - -
Lumber and Wood Products 48 1 517 35
Fertilizer - - 10,935 116
Farm Machinery - - 838 58
Transportation Equipment 1,787 95 2,065 116
Other 178 i 3,277 39
TOTAL . 62,261 954 17,632 414

Shippers local to the Project Segment make extensive use of both rail and
truck modes and are not captive to the line. Traffic overhead to the Project
Segment is primarily coal moving east, fertilizer moving west, and grain moving
predominately west. Without this line, the local traffic would use substitute
truck service to the nearest railhead while overhead traffic would move via
the parallel Burlington Northern mainline through North Dakota.

Revenues and Costs

Detailed revenue and cost data for the Project Segment were not available
for this analysis. However, the analysis relied on the incremental costs of
each alternative relative to the current situation, using Rail Form A costing
of the traffic moving via the segment. This provided a more complete basis for
judging the cost impacts of each alternative. This is because the analysis
considers the cost differences of the entire routing changes which result from
line abandonment, or operating changes and maintenance cost savings which re-
sult from line rehabilitatiom.

Track Conditions

The general condition of the Project Segment ranges from good to poor.
The poor track ‘is caused primarily by poor cross-tie conditions, augmented by
clays in the subgrade pumping up through the gravel ballast and causing poor
support. The rail condition is fair to good, due to the use of 115 pound
rail and large tie plates. The track geometry has remained relatively satis-
factory for the speed operated despite the tie and ballast deterioration.
This segment needs emergency rehabilitation to sustain unit coal operations
until rehabilitated to a normalized condition.
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The 5>-year history of maintenance efforts by the Milwaukee Road in the

Project Segment is listed below: ®
YEAR MAINTENANCE EFFORT - ANNUAL COST
' (Current $)
1975 Not Available , ®
1976 Install 3,000 Crossties $138,254.00
1977 Install 16,000 Crossties 800,000,00
1978 Install 13,000 Crossties 750,000.00
1979 Install 10,000 Crossties 500,000.00

6,000 Yards Rip-Rap

Source: Milwaukee Road
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PROJECT ALTERNATIVE I - ABANDON LINE, NO REHABILITATION

Description

According to this alternative, the Project Segment is allowed to continue
to deteriorate until service is halted. The result is that local traffic
moves by truck to and from the nearest railhead, while overhead traffic moves
by rail over the BN main line through North Dakota. The primary result of this
traffic shift is an annual primary efficiency disbenefit of over $3.3 millionm,
arising from the increased costs of moving the traffic via the longer, more
expensive BN route. Other impacts result from the loss of railroad jobs and
the use of substitute truck service.

Compared to the base case of continued rail service with no rehabili-
tation, this alternative produces the following annualized benefits and costs.
A 3-year time frame and 10 percent discount rate is assumed for this

alternative because

Service Level None

Traffic Volume None

Annual Benefits and

of the short-term nature of the project.

Costs None

RENERTS AND COFTE
TYMY OF ACT AARROQAD TRICX COMNMLMNTY SInPPER ITATE TOTAL
Prosary Cficeny amanty (511 | ~3,816,96% -1,816,943 '-3,516,943
Somatnty {Mitsomtry Gastarits | | | .
[— | *0,917 -%1,509 120,863 |-113,346
migamay Coca (8 | =119, 200 i =-119,200
Teazms D |
Nox Babvegs Ve (0 +2,120,242 +2,120.262
Ot N
| - )
Tomi Sanoftts 1) +2,120,262 +6,9L17 ~3,908,454 et ,057,008 | ~1,929,849
Camin (5Y
Qtwr 1
otn +10 -53% %5 | -3
Enanpy (adens +100, 200 | +190.200
Al Pomation (Ra) +£7,100 | «67.100
Benefits minus costs $-1,929,849
SanastvCamt facm * ] l - |

¢ Annual Disbenafit

The statements and projections presented above have been prepared on the basis of

the information and assumptions set forth in this section.

Tha achievement of any

economic, financial, or usage forecast may be affected by fluctuaring economic con-
ditions and is dependent upon the occurrence of orther futura evencs which cannot

be agsured.

and such varjation could be material.
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PROJECT ALTERNATIVE II - CONTINUE SERVICE, REHABILITATE LINE

Description

The proposed rehabilitation project is intended to eliminate slow orders
and track safety violations on the Project Segment. The purpose of this effort
is to maintain competitive rail service over the Project Segment, to ensure
the continued accessibility of North Dakota and South Dakota rail network, and
to provide for the expected capacity requirements of future coal and grain
movements.

The proposed rehabilitation project will reduce the annual maintenance
of way expenses required on a normalized basis which would be required in
absence of the project. These annual cost savings amount to approximately
$2,256,800 for the Project Segment under study. This reflects a cost of
$1,615,000 if the line is rehabilitated and $3,871,800 if the segment is not
rehabilitated.

As of May 25, 1980, the Project Segment had a slow order of 10 miles per
hour between Gascoyne (M.P. 951) and Ives (M.P. 987). Rehabilitation of this
slow—-ordered track will permit shorter cycle times per train set and improved
equipment utilization. This results in an annual savings of $173,900, which
is included in the primary efficiency benefit. Of this amount, $83,289 per
year results from improved equipment utilization, which 1s credited to the
shippers. The remainder is credited to the railroad. No other impacts on
the local rail users are assumed resulting from this alternative. The benefits
and costs of this alternative are listed below. A three year time frame and
10 percent discount rate is assumed for this alternative because of the short-—
term nature of the project.

Service Level

Three unit coal trains weekly; weekly local train.

Traffic Volume

3.32 MGT density; Originating — 62,261 tons, Terminating - 17,632 tons
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BENEFITS AND COSTS

TYPL OF IMPAGT AALROAQ T™ICK COMMNETY SHPPER STATR ToTAL
Primary Eficioney Bonwhite (31142, 347 363 +83 289 +2,630, 632 +2,630,632
Sesomaary Lificionsy Bonarity

lneame (3]

Highwey Comte (34

Tanen (%} _

Het Saiveqe Vaiue (5

Sther:

|

Totu Sensiten (3} +2,347,363 +83,289 +2,430,652 +2,430,432

Cones 19 i : §+ 911,897
Qthan - . ) .

E ] |

Lnergy (Gadens -19,340 -19,300

Alr Pathostam {iha.) -13,200 -13,200
Benefits minus costs 3+1,516,755

onatrCom Avsis l | +2.66

* Annual Disbenefit

Note: The benefit-cost ratio of the Rehabilitation Case versus the Aban—
donment Case becomes $4,360,501/$913,897 = +4.77, for a payback
period of 0.63 years or 7.5 months.

The statements and projections preseated above have been prepared on the basis of
the information and assumptions set forth in this section. The achievement of any-
economic, financial, or usage forecast may be affected by fluctuating economic cema=
ditions and is dependent upon the occurrence of other future events which cannoc

be assurad. Thersfore, the actual results achieved may vary from the projections,
and such variation could be material. . :
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BENEFIT COST SUMMARY

TYPE OF IMPACT ABANDON REHABILITATE }moumvuowmll TRUNCATE LINE OTHER
Primury Effcisncy Senstita $) 5 -3,816,945 42,430,632 | '
s y EMficrancy Senedi
Income {$) -113,946
Highwoy Casts (S) -119,200
Taxon (% I
Net Salvage Vale (S) +2,120,242
Qther:
Tatal Benetits (0 §-1,929,849 5.2 430,652
Cons (9) |5+ 913,897
|
Other: |
soes ) -45
[y — +100,700 | 19,500
Alr Pottution (iba) +67,100 -13,200
Benefics minus coscs’ §-1,929,849% $+1,516,755 |
BomeHyCact Reto | - +2. 66"

* Annual Disbenefit

**kNote: The benefit-cost ratio of the Rehabilitation Case versus the Aban-
donment Case becomes $4,360,501/$913,897 = +4.77, for a payback
period of 0.63 years or 7.5 months.

The statements and projections presentad above have been prepared on the basis of
the information and assumptions set forth in this section. The achievement of any
economic, fimancial, or usaga forecast may be affected by fluctuating economic con-
ditions and is dependent upon the occurrence of other future events which canmmot

be assured. Therefore, the actual results achieved may vary from the projectious,
and such variation could be material.
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IMPACTS ASSESSMENT

The primary justification for rehabilitating the Project Segment is the’
operating cost savings which result from not rerouting the segment's overhead
traffic to the more expensive parallel BN main line through North Dakota.
Other factors that support the rehabilitation project include the continued
accessibility provided by the segment to both North Dakota and South Dakota
for eastbound coal and lumber and westbound grain destined for export; access
for the proposed South Dakota core system to the west coast export markets for
grain; and continued viability of the line east of Gascoyne, North Dakota which
serves the coal transportation needs of the Big Stone Power Plant. Without
the overhead traffic moving on this segment, the line east of Gascoyne, North
Dakota, would be much less viable and possibly shut down. This could result
in huge economic losses due to the closing of the Big Stone Power Plant.
Rehabilitation of the segment reduces the annual maintenance costs for the
line and helps to ensure continued rail capacity for future movements of
western coal destined for eastern markets or export. This is consistent with
the national energy policy, which has emphasized coal as a major energy source
for the United States.

Rehabilitation of the line essentially keeps the Project Segment open,
since to do nothing would lead to quick abandonment of the line by shippers,
1f not the railroad, due to the deterioration of service. By rehabilitating
the project segment, a second route for western coal is maintained. Without
this route there is some doubt regarding the BN's ability to carry the
potential traffic diversion that would result without incurring gignificant
traffic delays or capital expenditures for line capacity improvements. The
diverted traffic potential plus BN's expected traffic growth would exceed the
BN main line's capacity within the next several years. A rehabilitated
Milwaukee Main Line could absorb all the projected growth in coal traffic for a
number of years. Since it is already a shorter and potentially faster route to
Minneapolis, considerable long-term benefit can be gained by retaining and
rehabilitating the line. Less community impacts would also result, since the
Milwaukee main line passes through fewer population centers on the way to
Minneapolis than the parallel BN main line the parallel BN main line through
North Dakota.
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CONCLUSIONS AND RECOMMENDATIONS

Project Recommendations

The results of the analysis of the project segment clearly supports the
need for immediate rehabilitation efforts to begin to eliminate existing track
defects and slow orders. The proposed project will accomplish these objec—
tives for the short—term (3 years), as part of a similar (1.5 million addit-
ional) effort to be undertaken by the Milwaukee Road this fall. A payback
period of 7.5 months results from rehabilitating the segment, with a
benefit-cost ratio of &4.77. :

This project is consistent with the rail plan policies, goals, and ob~
jectives for both North Dakota and South Dakota in that it:

. improves the viability and safety of rall services to
the states;

. 1involves both states and the rallroads in coordinating
rail assistance efforts and pooling thelr resources;

. involves the continuation of service by a privateiy-owned
carrier;

. supports essential rail services which could be lost with-
out the project;

. facilitates the continuation of interstate rail services
through a joint state program; and

. promotes the most efficient route and mode for handling the
bulk coal and grain commodities moving over the project
segment.

The project is also consistent with national transportation and energy
policy since it is directed at maintaining a rail line which serves coal
producing areas and provides an efficient routing for such traffic.

Project Schedule

The project is proposed to begin in August of 1980 and be completed this
fall. This will permit satisfactory operation over the Project Segment
beginning this winter.
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Project Funding

Project funding will be divided as follows:

Source Amount
Milwaukee Road $ 500,000 (Local Match)
North Dakota $ 900,000 (BO3 Funds)
South Dakota $1,100,000 (803 Funds)
Total Project Cost $2,500,000

This allocation reflects the emphasis placed by each of the participants
on the benefits (both quantitative and qualitative) to be received from the
project.

The proposed project must be considered an interim component of a longer
range solution for the entire Miles City Line. Such a solution, alluded to in
the previous 1979 Railplan Addendum to the North Dakota and South Dakota rail
plans, entails a substantial rehabilitation effort utilizing Secton 505 funds,
amounting to $15-45 million, plus an aggessive marketing effort to attract
potential traffic (particularly coal) to this line. The long-term future of
the line depends on these efforts taking place, as well as the success of
the Milwaukee Road's efforts to reorganize and the contribution made by the
proposed South Dakota Raillroad Core System. :
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VIENNA ELEVATOR SIDING

BACKGROUND

This project concerns a possible unit train siding and is proposed as a
result of the construction in 1980 of a major new grain elevator at Vienna on
the Burlington Northern's Watertown to Huron line. It 1s a privately owned
facility which will initially ship only corn to the west coast and later
expand to other commodities and destinations. Even though 1t is the policy of
the Department of Transportation not to provide assistance to private busi-
ness, it 1s decided that because primary customers of the facility would be
elevators on recently abandoned lines, assistance should be considered. Thus,
this project is consistent with the detailed study line selection criteria
in the following respects: it is a light density line consolidation or opera-
tional improvement project, and it addresses the effect of abandonment on ship-
pers.
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ANNUAL BENEFITS AND COSTS

TYPE OF IMPACT l RAILAOAD ’ TRUCK COMMUNITY SHIPPER f sTATE TOTAL
Primary Efficiency Senefits ($) - i - $+4 209 107 | §+6,209,302 1544 209 302
Secondary EHiciency Senefits |

Income (5) - - +3.865 | §+3,865 +3,865
Highway Costs (5 - - - i +1358,771 +158,771
Tazes (8 - - - | -86,000 -86,000
Nat Saivage Yaius (3) | [
Other: | | i
| ! ! ! '
i ! !
Tatai Banetits (3) - i - j$+6,213,167 $+6,285,938 | $+6,285,938_
Costs (%) : : K
Copstruction Cost ! | | 1§ 39,1480
Qthar i ! | |
Jabs - - +37 - +37 {
"&nwrgy (Qassnn - - - +504 ,400 +504,6400 |
Aie Polhution (153.) e i - - | +302,400 | 302,400
l | | ’ :
Benefits minus costs ! $+6,226,758 |
Benefi’Cont Ratio i +106

)
The statements and projections preseated above have been prepared on the basis of

the information and assumptions set forth in this section. The achievement of any
economic, finamcial, or usage forecast may be affected by fluctuating economic con=-
ditions and is dependent upon the occurrence of ocher future avents which canmet
be assured. Therafore, the actual results achieved may vary from the projections,
and such variation could be material.

IMPACTS ANALYSIS

A 700,000-bushel capacity elevator is planned to open at Vienna, South
Dakota in the fall of 1980 to ship unit trainlcads of corn to the west coast.
The Burlington Northern railroad recently instituted a S4-car unit train rate
for this type of movement, and the facility is planned to take full advantage
of it by moving unit trainloads almost exclusively. For this reason, a 6,400
foot siding is desired. The BN is prepared to construct the siding in the fall
of 1980 at a cost of $500,000, consisting of 4,300 feet of new track and 2,100
feet of upgraded existing track. The upgrading will include track presently
in a highway crossing, and the construction will result in one or two residen-
tial streets becoming dead ends.

The primary marketing strategy for the elevator has been to try to
attract business from other elevators on abandoned lines. These include
facilities located in the towns of Hayti, Lake Norden, Bryant, and Erwin. A
terminal handlng fee is assessed on a per bushel basis for the service of
transloading grain in rail cars, and other elevators on the BN line are also
being contacted as potential customers. Shipping is expected to begin in
late 1980, and in 1981 it is forcasted that the facility will handle a total of

5 million bushels. Plans include increasing this to 10 million bushels in
1985,
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Study Project #14

The table above summarizes the benefits and costs of the proposed project,
annualized over 10 years. An extremely high ratio is achieved because of the
large increase 1n the cost of moving grain to the west coast by truck over
rail. 1In addition, benefits are realized because of the jobs created by the
elevator, and reduced highway maintenance costs. A tax disbenefit is created
because of the decline in fuel consumed by not trucking to the west coast,
since railroads are exempt from this type of taxation and trucks are not. Non-
monetary benefits accrue in the areas of energy consumption and pollutiom,
resulting in a ratio of benefits to costs of 103 to 1.
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V. RECOMMENDED RAIL ASSISTANCE PROGRAM
[266.15 (¢) (9 and 12)]

PROJECT DESCRIPTIONS AND PRIORITIZATION

South Dakota's rail assistance program for 1980 consists of a variety of
improvement projects designed to strengthen viable rail lines while allevi-
ating the negative impacts of rail service loss to non-viable rail lines. The
recommended projects for each intensive study line or project site are listed
in Exhibit V-1, arranged in order of priority. The order of priority reflects
the benefit-cost ratio and the non-monetary impacts for each line.

FUTURE RAIL PLANNING 1SSUES

Implementation of this year's rail assistance program will enable the
State to concentrate future efforts on improving the proposed South Dakota
core system. This depends on the success of the South Dakota Railroad Author—
ity, which 1is attempting to purchase over 800 miles of former Milwaukee Road
and Chicago & North Western trackage in the State. Once these lines are
acquired, an operating carrier will be required to establish and implement an

operating plan for those portins of the core system that will be returned to
service.

In the meantime the Division is working with the Milwaukee Road to coor—
dinate 30 days of directed service over the abandoned Milwaukee Road lines
left out of the Milwaukee II system. This 30-day period of directed service
was authorized by Congress on May 30, 1980 as part of the Rock Island Rail-
road Transition and Employee Assistance Act, Public Law 96-254, Section 116 of
this act amends Section 18 of the Milwaukee Railroad Restructuring Act (49
U.5.C. 916), which authorized directed service for a period of 30 days prior
to acquisition of lines which cannot be continued under the Emergency Rail
Services Act of 1970. Eligible states for this assistance include those that
have initiated steps to acquire portions of the former Milwaukee Road system no
longer included in the Milwaukee II system, prior to May 30, 1980, The Divi~
sion will utilize the directed service to move this year's harvest and accu-
mulated grain stored in elevators and on farms formerly served by the aban-
doned Milwaukee lines. The objective is to release some of the grain storage
capacity in the State which can then be used by farmers until rail services can
be resumed over portions of the abandoned Milwaukee Road lines.

The outcome of the Milwaukee Road's efforts to reorganize will directly
impact the future of the Miles City Line. This line is essential to South
Dakota because it provides a western gateway for South Dakota grain destined
for export, and provides the sole rail facility which connects the Knife
River Coal Mine at Gascoyne, North Dakota, to the Big Stone Power Plant at
Big Stone City, South Dakota. It is expected that as the decade ends,




EXHIBIT V-1

RECOMMENDED RAIL ASSISTANCE PROGRAM

STUDY

PRIORITY

RANKING RAIL SEGMENT PROJECT DESCRIPTION NUMBER
1 Miles City — Gascoyne Rehabilitation 13
2 Pierra — Huron Rehabilitation 9,12
3 Madison — Sioux Falls Rehabilitation 8
4 Miltrank — Sissaton Move Elevators/Public Loading

Facility 1

5* Andover — Brampton Move Elevator or Truncation 2
e* Blunt — Gettysburg Rehabilitation to Onida 50
7* Roscoe — Linton 3

Public Loading Facility

* med 1980 funding limit,




thisz line will become much more important as a major coal carrying line for
western coal moving east. If the Milwaukee Road fails to reorganize or
eliminates the Miles City Line from its system, South Dakota will have to re-
assess its entire rall assistance program and decide which steps should be
taken to ensure continued rail operations over this line. Otherwise, the
viability of the proposed South Dakota core system could be jeopardized,
since this system is expected to connect to the line at Aberdeen.

The light traffic density of much of South Dakota's rail system, combined
with its poor physical condition, argue for the consolidation of current local
grain storage facilities into major subterminals capable of supporting fre-
quent unit train operations. Such facilities should be located on main lines
that can carry jumbo hopper cars arranged in unit trains. Through such efforts
the State will be able to eliminate non-viable rail lines while improving the
viability of the remaining rail lines. This approach incorporates the best
advantage of both truck and rail modes, by using the truck to perform the
local pick up and delivery and the railroad to provide the long-haul move. It
also recognizes the fact that available resources are insufficient to support
all the lines in South Dakota even if they were rehabilitated.

The current merger activity in the railroad industry can be little
impacted by the State of South Dakota, but may have a significant impact on
the viability of its rail system. As the number of Class I railroads de-
creases, the opportunities for competitive rall services decrease. However,

a rail merger could help South Dakota if it brought another strong railroad
into the State. These influences make rail mergers an important consideration
for the State in planning which lines are essential and which should be
assisted.

The effects of truck and rail-deregulation, whether formally of infor-
mally achieved, could affect the nature of transportation services in the
State and the modal competition which exists between rail and motor carriers.
Historically, railroads have been losing market share to the motor carriers.
Now, as fuel prices continue to rise, the competitive balance between the modes
is shifting, favoring the more fuel-efficient railroads. This trend should be
‘monitored closely to determine the effects on rail usage in South Dakota.

The rail system in South Dakota is currently in a state of rapid change,
with much of the change involving the termination of rail services. This
RAILPLAN update, through its recommended program of assistance projects,
attempts to alleviate certain of the causes and impacts associated with this
change through the rehabilitation of viable lines and the moving of elevators
from non-viable lines—-the first step toward reducing the size of the rail
problems facing South Dakota to a manageable level. Without this first effort,
rail service together with mch of the economic development potential in the
State will continue to decrease. Future planning and assistance efforts by
the Division will address the need for continued rail service over the pro-
posed South Dakota Core System. Additional planning efforts will continue
the rail service monitoring programs already underway and will begin to fur-
ther assess the 1ssues raised in this section.
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APPENDIX A

PURLIC PARTICIPATION COMMENTS

Public information and interaction meetings on rail issues and rail planning
in South Dakota is a continuing, on-going process with the Division of Rail-
roads. Numerous meetings have been held throughout the State during the
past year with various groups, organizations and special interest groups.
The general public became deeply aware of and involved in current rail is-
sues during the 1980 State Legislative Session. Several bills were intro-
duced and discussions centered around a "core system concept" (identifying
rail lines most essential to South Dakota's transportation needs), preserva-
tion of lines through State purchase of those core lines which were
threatened with abandonment, future operations on the State owned rail lines
and rolling stock needs. The debates and issues were extensive and well
publicized.

The South Dakota Railroad Advisory Commission. the first formal level of
public input to RAILPLAN, SOUTH DAKOTA, 1980, held meetings in Pierre on
July 19, August 19 and August 28, 1980, to set the scope of the plan and to
take actions and make recommendations on the plan including the program of
projects. In addition to the meetings in Pierre, conference calls were con-
ducted with the Advisory Commission members on September 3 and 15, 1980.
The climax of the Advisory Commission actions occurred on September 25,
1980, when that body met with the South Dakota Transportation Commission at
which time the Transportation Commission approved RAILPLAN, SOUTH DAKOTA,
1980, and the projects selected for funding and implementation. The A-95
review process was conducted prior to public hearings and sign-offs were
received from the appropriate agencies.

Notices for public hearings on RAILPLAN, SOUTH DAKOTA, 1980, were sent to
and printed in all of South Dakota's daily newspapers plus those weekly
newspapers which are designated by counties as the official newspaper for
county actions and notices. Notices were printed twice in each of the
papers prior to the public hearings. Public hearings were held at:

Aberdeen. §8.D, Holiday Inmn 9-22-80 2 P.M.
Watertown, S.D. Holiday Imn 9-22-80 7 P.M.
Mitchell, S.D. Oscar Howe Center 9-23-80 2 P.M.
Sioux Falls, S.D, Holiday Inn 9-23-80 7 P.M.
Rapid City, S.D. Holiday Inn 9-24-80 2 P.M,
Pierre, 5.D. State Capitol 9-24-80 7 P.M.




In addition to the notices of public hearings in the State's newspapers,
special invitations to attend the public hearings were sent to or made
available to the following:

State Legislators

U.S. Legislators

State Department Heads

Planning & Developing Districts

Railroad related Boards and Commissions

DOT Commission Members

District Highway Engineers

County Commissioners

Indian Tribal Councils

Agriculture leaders and related groups and organizations
Railroad companies serving S.D.

FRA Regional and Washington., D.C. Offices

FWHA Local Office

Railroad contact persons in surrounding states
Rail Labor

State Public Utilities Commission

Known interested citizens in S5.D.

Public attendance at the hearings was about 20 people per meeting except for
Mitchell and Sioux Falls at which slightly over 40 people attended each.
Each meeting was attended by various state and county officials, and the
majority of the meetings were covered by the press as well as representa-
tives from the local Planning and Development Districts.

Attendance sheets were provided at each hearing location which recorded
those in attendance. A Court Reporter attended and recorded proceedings at
each of the hearings and transcripts were made, These transcripts, along
with the attendance sheets, are on file at the Division of Railroads Office
in Pierre.

Overall public comments received on RAILPLAN, SOUTH DAKOTA, 1980, were
favorable and supportive of the plan. There were no outright objections to
the projects selected for funding utilizing Section 803 funds as documented
in the plan with the exception of that one area documented below. That ad-
verse comment and the suggested changes in the railplan update expressed at
the public hearings and those received through written comments are as fol-
lows:

CITIZEN(S) COMMENT

There was concern by several citizens .that the State should not support
financially the relocation of grain storage facilities, There was expressed
the concern of not being able to control future projects of this nature even
though the project line drew support for some form of assistance. It was
expressed that possibly a loan concept for this type project may be better
than a grant.




STATE RESPONSE AND/OR POSITION

The grain marketing in the area served by the project line (Milbank to Sis-
seton line) is unique to that line. It is largely a barley collection and
distribution line and a large part of the barley is trucked long distances
to this line from well outside the normal trade area for elevators. The
major barley handling elevators could relocate to the Milwaukee Mainline to
the South and still maintain the barley business. The simple fact is that
we cannot find a way of addressing the rail needs of this line without an
economic impact that would cost us the barley business at Sisseton. There-
fore, it is important that we consider saving the business instead of saving
the line. With respect to control of future projects, the Division has
drafted a list of criteria that provides adequate control. The loan concept
is being givern consideration by the Division. however, other projects where
saving the rail is possible are grants, and the question is, should this be
an exception.

CITIZER(S) COMMENT

The entire rail line from Mitchell to Rapid City should be a local optionm
line or a core system line, but the line should not be divided into three
separate categories and service not resumed all the way to Rapid City.

STATE RESPONSE AND/OR POSITION

The State has studied and analyzed this entire rail line in detail including
truncation at different points and different operating scenarios. It would
be unthinkable to use public money to compete with the Chicago and North
Western at Rapid City so that we could all go down in history as being the
cause for their exit from the Pierre-Rapid City segment. However, it is vi-
tally important that the segment from Kadoka to Rapid City be purchased and
maintained so that a future alternative would exist in case some day the
Chicago and North Western does abandon its east/west line. With respect to
making the entire line a core system line, traffic levels do not justify
such an action. It is felt that the advantages of the core system, extended
west to at least the Missouri River, make possible the development of a lo-
cal option segment beyond that point.

CITIZEN(S) COMMENT

The Napa to Platte rail line should be a part of the State core system and
all costs for upgrading and operations should be borne by the State.

STATE RESPONSE AND/OR POSITION

The Napa to Platte rail line has long been an area of concern and frustra-
tion. the trade area can be served by the core line from Mitchell to
Yankton. State Highways 44, 46 and 50 plus U.S. Highway 18 all connect the
Napa to Platte line to the core line. The distances between these two lines
range from 0 miles at Napa to a maximum of 43 miles at Platte. Conceivably,
grain could be trucked from stations on the Napa to Platte line to existing
or future facilities at highway intersection points with the core system
line. Shippers on the line must be fully committed to use the line or use a
terminal concept or neither solution can be viable. Without a unified local
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financial commitment, the line could not survive because in the near years
there would be far too many temptations to ship through a terminal facility
on another rail line.

Other questions and comments expressed by citizens at the public hearings
were related to issues outside of the scope of RAILPLAN, SOUTH DAKOTA, 1980.
These comments were related to such topics as:

How is the State proceeding with the purchase of the Milwaukee Road Lines?

The purchase plan has been agreed upon by the State and the Milwaukee Road
and the U.S. District Court in Chicago on October 27, 1980, approved the
purchase agreement and the agreement for options to lease and/or purchase
lines. The transaction closed in escrow November 15, 1980. The total pur-
chase price was $18,750,000.

How much money has been raised to date for this purchase?

The purchase plan is being funded by & 1 cent sales tax. The sales tax col-
lection and reporting process is on a quarterly basis, therefore, creating a
large time span between actual collection and payment and reporting. The 1
cent sales.tax collections began in May of 1980 and are raising approximate-
ly $2.5 million per month.

Who will operate the core system and when will operations begin?

The State is in the process of developing a request for proposal to seek in-
terest and input from prospective rail operators. There will be an opera-
tions package before the 1981 Legislative Assembly. Conceivably, operations
could commence on the core system in the Spring of 1981.

What is the status of the 30 day directed service proposal?

The State prepared and submitted all of the necessary documentation for
directed service to the Federal Railroad Administration (FRA). The FRA has
taken the position not to fund directed service in South Dakota this fall,
but funding may be made available for track repairs and start up costs next
spring when actual service will be implemented on the State core system.

The Division will strive to keep the public informed and involved in this
continuing rail planning process.
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SOUTH DAKOTA STATE RAIL PLANNING SURVEY
SHIPPER SURVEY

Person Conducting Survey:

Name and address of parent company (if different from above):

Name of person reporting information, title:

In all of the following questions, please record only local facility
information -~ not information concerning parent company.

Principal type of 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

What is the current annual payroll of your firm: §

What do you estimate will be the annual payroll of your firm in

What is the current annual sales of your firm: §

What do you estimate will be the annual sales of your firm in
5 years: § g .

Part A: GENERAL INFORMATION
1. Name and address of firm:
Telephone:
2,
Telephone:
3.
NOTE:
4,
plant, etc.):
5.
5 years:
6.
5 years: §
7.
8.

How much.property taxes have been paid by your firm in the last
fiscal year: §
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IF YOUR FIRM PRESENTLY DOES NOT USE RAIL SERVICE, PLEASE SKIP TO PART E.

'PART B: USER ATTITUDES

1. How would you rate the rail service presently being provided to
your firm? (Check one box for each characteristic): :

Rail Service Characteristic Excellent Good Adequate Poor Unsatisfactory

Local Service Frequency

Total Transit Time

Service Reliability [

Car Supply

Loss or Damage Frequency

Customer Service
Other (Specify)

2. If your firm has reduced or is planning to reduce its use of rail service,
please indicate why. (Check as may responses as apply). Indicate the
most significant reason:

inadequate service frequency poor customer service
long transit times business or market changes
terminal delays shipment size too small

low reliability cheaper to ship by truck

poor car supply loss of rail service

excess freight damage Other (Specify)

3. What characteristics of rail service cause you to use it? (check as
many responses as apply). 1Indicate most significant reason:

only method of transportation available or appropriate

high volume capacity

traditional mode used

lower overall transportation cost

good service .

Other (specify)
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PART C: TIMPACTS OF RAIL SERVICE CHANGES

1. If rail service to your firm has recently been discontinued
or may ‘be discontinued in the near future, which action(s)
did your firm take or 1is anticipating taking? (Check as many
Tesponses as apply):

Maintain present level of operations

Reduce operations by %

Close plant

Relocate plant to active rail line within South Dakota

Relocate plant to location outside South Dakota

Convert to truck transportation for entire haul

RN

Truck to nearest rail line loading facility

Other (Specify)

Answer the following questions Yes or No.

2. If direct rail service was discontinued to your firm, would you
be willing to ship by truck to the nearest railhead, piggy-back
facility or subterminal facilicy?

3. Would you be willing to pay a surcharge per carload of received
or shipped goods to retain rail service on the line serving your
firm?

4. 1f your firm was threatened with the loss of direct rail service,
would it be willing to participate with others in any of the
following?

{(Indicate Yes or No)

Purchase the line from the railroad and operate it:

Assist the railroad company in supporting the annual
maintenance costs of the line:

Assist the railroad company in supporting the operating
costs of the line:

Guarantee a minimum annual shipment level:

5. Should rail service to my facility be continued unchanged (status
quo), :

a. Employment at the facility over the next five years would (pick
one) increase/decrease by percent or number of jobs,
or not change?

- B.4




Annual production at the facility over the next five years
would (pick one) increase/decrease by percent or
$ .. dollars, or not change?

Annual rail usage at the facility over the next five years
would (pick one) increase/decrease by percent or
number of tons, or not change?

Annual truck usage at the facility over the next five years
would (pick one) increase/decrease by percent or
number of tons, or not change?

Annual transportation costs to the facility over the next
five years would (pick one) increase/decrease by percent
or § dollars, or not change?

Should rail service on the line to my facility be restored or improved,
such as by reducing transit time and increasing service frequency,

a.

Employment at the facility over the next five years would (pick
one) increase/decrease by percent or number of jobs,
or not change?

Annual production at the facility over the next five years would
{pick one) increase/decrease by , percent or $
dollars, or not change?

Annual rail usage at the facility over the next five years would
(pick one) increase/decrease by percent or number of
tons, or-not change?

Annual truck usage at the facility over the next five years would
{(pick one) increase/decrease by percent or number of
tons, or not change?

Annual transportation costs to the facility over the next five
years would (pick one) increase/decrease by percent or
$ dollars, or not change?

Should rail service available to my facility be discontinued, either
directly or indirectly,

a.

Employment at the facility over the next five years would (pick one)
increase/decrease by percent or number of jobs, or not
change?

Annual production at the facility over the next five years would
{pick one) increase/decrease by percent or $
dollars, or not change?

Annual truck usage at the facility over the next five years would
(pick one) incresdsc/decrease by percent or number of
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e. Annual transportation costs to the facility over the next five
years would (pick one) increase/decrease by percent or
5 dollars, or not change?

Does your firm presently use rail service during the year to receive

(a) My firm has its own private rail siding.

(b) My firm ships and/or receives at a rail freight

Indicate the location of the rail siding, team track, or station

times per ) week; ( )} month, or ( } year.

Indicate the type of rail equipment used by your firm (e.g. boxcar,

PART D: RAIL SERVICE USAGE iNFORMATION
1.
or ship goods? (Please check) Yes
1f No, skip to Part E. . No
2. Name of railroad(s) serving your firm
3. Please check either (a) or (b):
station or team track.
4,
used by your firm:
(street name, mile post, or FSAC):
5. How often does your firm use rail service:
6.
covered hopper, etc.):
7.

Please indicate below if your firm uses any of the following:
Type * Number

leased cars -

company owned cars -

assigned cars -

private fleet cars -

* (e.g. boxcar, hopper car, flat car, etc.)
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-PART D, CONTINUED

8. Rank the importance of rajl service to your firm by checking
the appropriate box: ‘

Essential Somewhat Important Not Important

9. 1If there are any products which cannot be moved either to or
from your firm by any other mode of transportation but rail,
please specify:

Product

10. Please complete the two tables on the following page, specifying the
volume and nature of shipping and receiving performed during the
latest 12-month period by your firm, using the modes of transportation
listed. Your cooperation in completing these tables is essentlal
to the successful completion of this survey.
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.PART E: NOK-RAIL USERS

1. If rail service to your firm has recently been discontinued
or may be discontinued in the near future, which action(s)
did your firm take or is anticipating taking? (Check as many
responses as apply):

Maintain present level of operations

Reduce operations by 4

Close plant

Relocate plant to active rail line within South Dakota

Relocate plant to location outside South Dakota

Convert to truck transportation for entire haul

AR

Truck to nearest rail line loading facility

Other (Specify)

2. When did your firm stop using rail service? (Month and Year)

3. Why did your firm stop using rail service? (check as many responses
as apply). Place a "1" in the box which represents the most
significant reason}:

rajl line abandoned by railroad

deterioration of rail service

poor customer service

changing business or market conditions

cheaper to ship by truck

gshipment size too small

other (specify)
4. How many rail carloads did your firm ship and/or receive during your
last full year of rail usage?

carloads shipped: ; carloads received:

5. Would your firm consider using rail service in the future?
annual usage: carloads; tons

types of commodities:

frequency of rail service: per week

6. What would cause your firm to use rail service again?
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.PART F: ADDITIONAL CCMMENTS

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 facility, as it affcets your firm and
South Dakota as a whole. Do you have any additional comments,
questions, or suggestions? If you have any further cosments, please
contact the Division of Railroads at:

Department of Transportation
Division of Railroads
Transpertation Building
Pierre, South Dakota 57501
Telephone: 605-773-3710
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|: 1990 K Street, N.W,
. Peat, Marwick,Mitchell &Ca Washingwnftf).czooos
July 8, 1980

Mr. Alan R. Boyce

Assistant Vice President-
® Executive Department

Burlington Northern

BN Building

176 East 5th Street

St. Paul, Minnesota 55101

Y Dear Mr . Boyce:

The firm of Peat, Marwick, Mitchell & Co. (PMM&Co.) has been retained by the
State of South Dakota to complete the 1980 update to the State RAILPLAN.
Part of this responsibility entails the detailed analysis of branchlines
which have been selected as the subjects of possible applications to the

o Federal Railroad Administration for assistance under Section 803 of the 4R
Act.

In order to conduct the line specific analyses required by the FRA's rail
planning regulations, and to provide the necessary overview information for
the update, certain information will be necessary which can only be obtained
® directly from the railroads serving the State. Attached to this letter is a
list of the data which we are hereby requesting from your railroad company.

As a principal factor in the timely completion of South Dakota's RAILPLAN
update is availability of railroad data; we would greatly appreciate expedi-
tious handling of this request. If you have any questions concerning the

® ) attached material, please contact Mr. Dan Dorman (202-223-9525) in
Washington, D.C., or myself in Pierre, South Dakota (605-773-4177).

Very truly yours,

PEAT, MARWICK, MITCHELL & CO.
¢ ' : éé: G e

Chris Randall

‘CR:JB
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Data Requested for Lines Considered for Section 803 Assistance

1. Revenues and costs of providing rail service.

2. Annual tons and carloads by 2-digit STCC (indicate seasonality
where appropriate).

3. Crew size.
4. Locomotive consist — number and type used.
-
5. Round trip service time.
6. S;rvicé frequeney.
7. Property taxes (1979).
8. Five year history of type and cost of line maintenance.

9. Facilities on line - yards, servicing faciliﬁies, if any.

Section 803 Study Lines

Aberdeen - Rutland
Sioux Falls -~ Wentworth

Data Requested for Preparation of Statewide Qverview

l. System freight density map.
2. System map.
3. Division timetables.

4. List of open statioms.
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APPENDIX D
BENEFIT-COST ANALYSIS METHODOLOGIES
BACKGROUND

As part of its effort to prevent further decline ¢f railroad services and
to reduce the effects of deterioration that has already occurred, the State of
South Dakota is seeking to initiate local branch line assistance projects with
Federal funding authorized by the Local Rail Service Assistance Act of 1978,
To become eligible for assistance under this Act, the State must develop and
implement a methodology to conduct a benefit-cost analysis of alternative
courses of action for each project under consideration. This analysis then
becomes a part of the overall evaluation to determine appropriate strategy for
the implementation of rail projects.

OBRJECTIVE AND SCOPE

The objective of this appendix is to provide the State of South Dakota
with a practical and meaningful benefit-cost methodology which is acceptable to
the FRA, and which will enable the State to determine if proposed branch line
project expenditures are in the public interest. A system for evaluating cour=~
ses of action is incorporated in the methodology. Alsc included are descrip—
tions of the analysis procedures used to develop the impacts incorporated in
the project evaluation methodologiles.

Procedures and equations used for the benefit—cost analysis are simplified
so that they are suitable not only for use by experienced practitioners, but
for application by those who have minimal formal training in economic analysis,
and for presentation to public forums. The methodology is also programmable.

BENEFIT - COST ANALYSIS MODEL

The model for the benefit—-cost analysis is a series of equations defining
primary and secondary efficiency benefits and cost factors in terms of a spe-
cified set of readily available data. These benefits and costs result from the
implementation of rail service changes involving intensive study lines under
consideration for assistance. This section defines the types of assistance
projects which can receive Federal funds under the Section 803 program of the
4-R Act and Local Rail Service Assistance Act, the types of benefits and costs
being considered in the model and their derivation and the methodological con-
siderations assoclated with the analysis of project benefits and costs. The
data sources for the benefit-cost analysis are listed as part of the descrip-
tion of benefit and cost impacts.
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Classes of Alternatives

As defined under Section 5 of the Department of Transportation Act, fed-
eral funds for local branch line projects are limited to the following uses by
the states: :

Lines Abandoned Since February 5, 1976

» Subsidy - Payments to the operator of the rail service to cover
the negative difference between revenues attributable to the
line and cost of line operation.

. Acquisition - The cost of acquiring, by purchase, lease, or
other manner appropriate to the state, a line of railroad or
other rail properties, or any interest therein, to maintain
existing or provide for future rail service.

. Substitute Service - The coét of reducing the effects of lost
rail service in a manner less expensive than continuing rail
service, including (but not limited to) the acquisition, con-
struction or improvement of facilities (such as highway or
highway bridges) for the provision of substitute freight
transpertation services.

Light Density Lines With Traffic Density Less Than or Equal to
Three Million Gross Tons?

. Rehabilitation — The cost of rehabilitation and improving rail
properties on a line of railroad to the extent necessary to
permit adequate and efficient rail freight service on such line.

. New Construction = The cost of constructing rail related facil-
ities (including connections between two or more existing lines
of railroad), intermodal freight terminals, sidings, and reloca-
tion of existing lines.

A schedule showing the purposes or outcomes possible from the five alter—
natives plus a null option 1is included as Exhibit D-1. To facilitate evalua-
tion of the potential combinations, the purposes have been sub-divided into
those directed toward maintaining rail service and those aimed at abandonment
of rail service.

0f the 48 possible combinations, only 22 prove to be appropriate for adop-
tion. The remaining 26 are not feasible and can be eliminated from further
consideration. As examples, it would not be practicable to provide subsidies
for activities directed toward the abandonment of rail service.

1 0r less than or equal to five willion gross tons with approval by the
Administrator of the FRA.
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Reference to Exhibit D-1 provides a ready tabulation of the appropriate
uses of federal funds given the specific project objectives of the state. Only
those uses that apply need be included as part of the analysis.

Project Benefits

Project benefits relate to the impacts which result from the implementa-
tion of a proposed alternative. Such benefits are measured as the incremental
differences in primary and secondary efficiency benefits between the proposed
alternative and the base case. The base case is always the current status of
the line being studied, whether it is operating or already abandoned. The
scope of the impacts being measured extends to the area directly impacted by
each proposed alternative.

Primary Efficlency Benefits

The primary efficiency benefits of rail service changes consist of the
consumers’ and producers' surpluses produced by these changes. These surpluses
result from the differences Iin transportation rates and costs and the asso-
ciated quantities involved in converting from the base case to the proposed
alternative.

The primary efficiency benefits are calculated by the ﬁollowing'equation:'
(Bn-Bo)p = Qo (Co—Cn) + 1/2 (Po~Pn) (Qn-Qo) + (Pn—Cn) (Qn-Qo)
where

(Bn-Bo)p = Primary Efficiency Benefit, Alternative n Versus Base Case (§)
Qo = Quantity Shipped, Base Case (Tons)

Qn = Quantity Shipped, Alternative n (Tons)

Po = Transportation Revenue, Base Case ($/Ton)

Pn = Transportation Revenue, Alternative n ($/Ton)

Co = Transportation Costs, Base Case ($/Ton)

Cn Transportation Costs, Alternative n ($/Ton)

The data for determining the primary efficiency benefits are obtained from
a transportation demand curve of the shipper for each commodity. (See Exhibit
D-2). This curve is a composite which includes components for each mode in-
volved. 1In this case, railroad and truck transportation are considered. The
areas defined by the curve for each commodity and origin-destination pair, cor—
responding to the difference between the consumers' (shipper) surplus and pro-
ducers' (transportation carrier) surplus for the alternative being analyzed
and the base case make up the primary efficiency benefit. This may be positive
or negative, depending on the relative values of the rates, costs, and quanti-
ties transported according to each alternative. These are determined as fol-
lows:

Quantities Shipped by Alternative — The responses from the shipper
surveys provide estimates of the relative quantities to be shipped by rail or

D.4




- a

vIN YiN vIN viN vin YiN NOILDY ON

vinN YiN vin vinN NOILINULSNOD MIN

viN VIN vii VIN viN vinN FIAY3S ILNLLASENS

viN vin VIN VIN NOILVAITIBVH3Y

viN viN viN vin = AQisansg

vIN viN : NOLAISINDODY

FDIAHIS IFDIAHAS avol avol

IMMAHIS AAVNHILTY ERIDYCE 3 FAVNUIALTY i avol ANIAHEND avol ANIHUND SanNnd

ILYNY m.b.-( ON AAVYNHIALTY ON ASVIHINI NIVLNIVIN ASVIHONI NIVLNIVW IVYIAIA A0 IASN
ONDINVE TIVY ON AININDIUS 3FVIHINI AININOIHA ANIHHND NIVINIVNY

ONIMNVE WIVH

3OIAH3IS TIVH NOANVEY

INAUIS TIWH NIVANIVWN

D.5

IN0ILNO0 HO ISOdHNd

SLOA[0Ud FONVLISISSV JALLYNYALTY

1-a LIGtHXH




TRANSPORTATION DEMAND CURVE OF SHIPPER




truck according to each alternative. Shipment quantities are determined for
each station on the line, by commodity and origin-destination pair. Both
inbound and outbound shipments are included. Total quantities by station are
calibrated to the actual 1979 traffic level reported by the operating railroad.

It is assumed that the total volume shipped under the base case or during
the last full year of operation will continue to move under each alternative.
The amount moving by truck versus rail distinguishes between the alternatives,
with differing amounts moving by truck to the nearest railhead or all the way
to the final destination. This depends on whether the facility closes or con~
tinues to operate. If the facility is an elevator and closes, it is assumed
that the farmer will move his/her commodities to the nearest available elevator
served by a railroad. If the elevator stays open despite the loss of rall ser—
vice, the traffic is trucked to the final destination. In certain cases where
a line is rehabilitated and rail service consequently improved, increased ship-
ments result.

Transportation Rates By Alternative - Transportation rates for both
rail and truck modes are developed for each alternative by commodity and ori-
gin-destination pair. These are determined on a per—ton basis.

Rail Rates — Rail rates are based on the actual per—ton revenue collec—
ted by the operating carrier in 1979. These rates are inflated to 1980 levels
using a 1.20 rate index, based on the Price Index for Total Railroad Freight
for the period June 1979 to June 1980, as issued by the Department of Labor,
Bureau of Labor Statistics. ‘

Truck Rates — The primary commodity transported on the special study
803 Project rail lines is grain., In alternatives where this traffic would be
diverted to motor carrier, the goods will primarily be hauled by owner—
operators owning a single tractor-trailer. For intrastate traffic, the
rates charged are regulated under the authority of the South Dakota Public
Utilities Commission. The applicable tariff is the South Dakota Class B Motor
Carriers Tariff No. 60, Naming Rates on Livestock and Other Commodities. The
portion of the tariff used for this study is for grain shipments weighing
40,000 pounds or more. The effective date of this tariff is September, 1979.
Since an application to increase thege rates has been gubmitted to the Public
Utilities Commission to compensate for increased costs, the rates are increased
by 10 percent to reflect this increase.

With regards to interstate motor carrier movements of grain, this commo-
dity is exempt from Interstate Commerce regulation. Therefore, rates charged
are subject to market demand and fluctuate during the year. Since it is dif-
ficult to secure precise data on these rates because set rates are not pub—
lished, this analysis uses the South Dakota rate tariff. This situation 1is
only applicable to the truck-all-the-way alternative. In cases where the trip
mileage is greater than that available from the tariff, the price and mileage
is extended to cover these incidences using the rate differences between 500
and 600 miles. An example of this is a mileage of 700 miles. The rate for 500
miles is $1.58 and the rate for 600 miles is $1.86, with a difference of $.28.
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Therefore we assumed an applicable rate for 700 miles to be $2.14 with an
additional L0% increase. Although these rates are not necessarily what each
shipper may pay for motor carrier transportation services, they do appear to be
reflective of actual rates currently charged to shippers in South Dakota.

Commodities other than grain are also involved in this study. The rates
used in this portion of the study are from other applicable rates published
by the South Dakota Public Utilities Commission. Rates for feed, fertilizer
and seed use the livestock rates from Tariff No. 60. Bentonite clay rates
are charged at 150 percent of the livestock rates, which is the rate used
for building materials. The South Dakota Public Utilities Commission Offi-
cial Lumber Tariff is used for lumber commodities, including pulpwood and
other applicable items. The commodities which would be classified under
heavy hauling, such as farm machinery, use rates from the South Dakota Pub-
lic Utilities Commission Official Heavy Hauling Tariff.

The rates in these tariffs are in hundredweights, and have been changed
into tonnage. For the truck-to-the-nearest-railhead and truck-all-the-way
scenarios, the truck rates were taken directly from these tariffs. In sce-
narios where some of the movements were split between part being truck-all-
the-way, and truck-to-the-nearest-railhead, a weighted average by tonnage 1s
used of the total price charged, including the off-branch rail rates to de-
termine an average rate charged teo the shipper.

Transportation Costs By Alternative - Transportation costs for both
rail, truck, and rail-truck combinations are developed on a per—ton basis by
commodity and origin-destination pair.

Rail Costs — Rail service costs are determined for each line and al-
ternative by calculating the on-branch costs of service and the off-branch
costs of service.

On-Branch Rail Costs ~ On-branch costs are those avoidable (variable)
costs which are incurred by a railroad operating over a particular branch
line. Most of these costs were determined by applying the standards and
formulae developed by the Rail Services Planning Of ficel (RSPO) and Rail Form
A2 variable cost percentages and cost of capital rates.

1 Standards for Determining Rail Service Continuation Subsidies in the
Northeast — Midwest Region of the United States, Ex Parte No. 293, Sub-No.2,
as amended through February 10, 1977; Rail Services Planning Office, Inter-
state Commerce Commission, Washingtdn, D.C.

2 Formula for Use in Determining Rail Freight Service Costs, Statement
1F1-73; for the Chicago and North Western Transportation Company and Sub-
sldiaries, the Burlington Northern Inc., and the Chicago, Milwaukee, St.
Paul and Pacific Railroad Company, Debtor; Interstate Commerce Commission,
Washington, D.C., 1977.
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RSP0 standards sometimes required that the costs assigned to a branch
line be the actual direct branch costs. Since these actual direct costs were
not available, almost all branch line costs were determined by first taking
the rR-11 system cost and dividing by an appropriate system operating statis-
tic, e.g., car miles, for each carrier operating the branch lines analyzed
in detail by this study. This system unit cost was then multiplied by the
actual branch line operating statistic to yleld an estimate of branch line
cost. PMM&Co. believes the system unit costs calculated are not significant-
ly different from the actual branch unit cost. Therefore, the total branch
cost should be a reliable estimate of actual branch cost.

A computer program is used to take the inputs of system unit costs,
actual branch line operating statistics, and inflation factors? to arrive
at 1980 branch line costs.

Exhibit D-3 displays the process used to generate the on-branch costs
by line alternative. The individual costs elements included in this deri-
vation are described below.

« Maintenance of Way and Structures — Normalized maintenance of
way and structures (MOW) costs are based on estimates devel-
oped by T. K. Dyer, Inc. for each branch line analyzed in de-
tail by this study. The normalized maintenance of way esti-~
mates are typically in the range of $5,400 to $6,400 per mile
of line and are used for both Class I and Class II track re-
habilitation alternatives.

« Locomotive Repalr - Road locomotive repalr costs are allocated
to each branch line on the basis of locomotive gross ton miles
on the branch as a percentage of the system total.

. Locomotive Ownership - The cost of capital and replacement
cost for road locomotives 1s apportioned to each branch line
according to the ratio of branch locomotive unit hours to sys-
tem locomotive unit hours.

1 Annual Report to the Interstate Commerce Commission for the year ended
December 31, 1977; for the Chicago and North Western Transportation Company
and Subsidiaries, the Burlington Northern Inc., and the Chicago Milwaukee,
St. Paul and Pacific Railroad Company, Debtor. Interstate Commerce Cowmmis-
sion, Washington, D.C. 1978,

2 Baged on "Indexes of Railroad Charge~Out Prices and Wage Rates™, Asso-
ciation of American Rallroads (AAR), Economics and Finance Department,
Washington, D.C., June 1980. An estimated cost index of 1.21 1s used to in-
flate 1979 railroad costs to 1980 cost levels.
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The cost of capital is determined by applying the 1977
Rail Form A (system) historical cost of capital rate to
the system net investment in locomotives.

The use of replacement costs for 803 eligible projects
has been approved by the ICC for determining railroad
branch line costs. Total replacement cost is determined
by applying the cost which would be incurred to rebuild
one locomotive unit out of the locomotive fleet owned by
each carrier. Annual replacement cost is computed by
assuming a 10 year life, 1.e., dividing total replacement
cost by 10.

Locomotive Servicing, Fuel, Labor, and Train Supplies and
Expenses - Train fuel and the servicing of train locomo-
tives are allocated to each branch line on the basis of
system locomotive unit hours and system locomotive unit
niles, respectively. Crew costs (salary and fringes)

and train supply expenses are developed using system
averages per train hour and actual branch line train
hours.

Taxes and Rents - Property taxes paid in South Dakeota
by railroads vary widely, depending on the level of
malntenance efforts expended on a line. Since rail-
roads can deduct portions of their maintenance costs
from the property tax liability of each line operated
in South Dakota, no consistency in railroad property
taxes is evident between lines. Therefore this cost
element is omitted from the analysis. Revenue taxes
and rents are also not considered significant to the
economic analysis of branch line avoidable costs.

Miscellaneous Expenses - Miscellaneous expenses are
allocated on the basia of aystem net tons of revenue
freight,

Car Day and Car Mile Costs - System freight train car
costs are classified as functions of both time and
mileage. Components of freight car cost include re-
palr expense, cost of capital, car hire, and replace-
ment cost.

The cost of caplital is determined by applying the 1977
Rail Form A (system) historical cost of capital rate to
the system net investment in freight cars.

Total replacement cost is arrived at by applying a
welghted average cost for new equipment to the freight
car fleet held by each carrier. Annual replacement cost
1s computed by a 15 year 1life, f.e, dividing total re-
placement cost by 15.
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System car days and car miles are calculated according to
RSP0 standards. These system totals are divided into the
relevant time and mileage system freight car costs to arrive
at the unit freight car costs for each carrier. These sys-
tem unit costs are multiplied by branch line car days and
car miles to obtain branch line costs.

. Return On Investment - The return on rail properties is deter-
mined according to RSPO standards by applying the current
yield to maturity in Treasury bonds issued in August 1980
and maturing in August 1990 to the net liquidation value of
rall properties, considering their highest and best use.
Estimates of net liquidation value exclude land values, but
do reflect the value of materials added to line upon reha-
bilitation. These estimates are based on information
supplied by T.K. Dyer, Inc.

The unit operating statistics for each line and alternative
are based on information supplied by each operating railroad.
This includes the length of the line average round-trip travel
time, - service frequency, maximum operating speed, locomotive
and crew consists, and traffic volume. All other operating
gstatistics used in the line analysis are derived from these
operating statistics. :

Rail Costs - Off-branch costs refer to the variable costs of moving the
traffic to or from the branch line under study from or to its ultimate origin
or destination. The off-branch costs are developed using PMM&Co's Rail Form A
program. The primary purpose of Rail Form A is to provide the foundation for,
and inputs to, a standard, uniformly applied, costing procedure for purpose of
protecting the public against unlawful charges as defined in Part I of the
Interstate Commerce Act (Title 49, Chapter 1, of the U.S. Code).

Rail Form A 1is a formula procedure for developing functional unit costs
from accounting and other data. Applications of unit costs are technically not
a part of Rail Form A. The development of unit costs in Rail Form A is based
on the assigmment of functional costs incurred by a railroad in performing a
given service over each functional unit of that service. The historical number
of service units incurred in a specific movement is part of the basis for de-
termining historical unit costs, which in turn become the basis- for calculating
unit costs for the future.

Rail Form A provides methods for allocating expenses (shown in railroad
annual reports) among the various components of rail operatioms, i.e., yard
switching, train switching, road haul, station, special services, and general
overhead. The formula uses related revenue units of service, such as car-
miles, gross ton—miles, net ton-miles, tons originated and terminated, etc.,
in the construction of unit variable and constant costs. The formula also
provides for developing unit costs for each type of train service {local,




way, and through train) and the combining of such, to produce cost scales for
various weight shipments moving in different types of cars, by various lengths
of haul. The costs include allowances for capital and federal income taxes,
and are developed on a variable and fully allocated basis.

Long-term variable costs are based on average traffic density experienced
during the year in which costs were developed. For 1980 costs, the 1977 ex-
penses are indexed to reflect the effects of inflation. Costing information
for each line is developed for a mixture of car types most frequently using the
line. For most of the lines under study, this includes some combinations of
open top hoppers, covered hoppers, and box cars.

The Rail Form A program is run for each line using the actual Form A data
for the railroad operating the line. The output of the Rail Form A program
lists the cost per ton and hundredweight for the off-branch movement at various
lengths of haul and load weights. These variable costs involve terminal (sin-
gle for all rail service and dual for truck-to—nearest rallhead service alter~
native), line~haul, and interchange costs, in accordance with the RSFO metho-
dology. For the purposes of this study, the cost per ton is applied to the
number of tons moved over each line by alternative and added to the average
on-branch cost to determine the total rail variable costs per ton. This is
based on the average length of haul by origin-destination pair and traffic
volume per rail line as provided by the railroad supplied data.

The products of the economic analysis of Class I operating alternatives
are inserted in a pro-forma income statement which arranges revenues, on-branch
costs, and off-branch costs, and produces an indication of the amount of con-
tribution to profit and overhead which is projected for each line. Both unit
revenues and costs were incorporated in the Pro-Forma Income Statement and
applied to the specific operating statistics for each line and alternative.

The Pro-Forma Income Statement is illustrated in Exhibit D-4.




EXHIBIT D-4

PRO—FORMA INCOME STATEMENT
CLASS I RAILROAD OPERATIONS

REVENUE

1979 carloads x revenue per car x inflation factor.

EXPENSES
On Branch

o Maintenance of Way and Struct'ures - Branch cost for annual normalized maintenance of way per mile x branch mites of line,

¢ Locomotive Repair - System locomotive repair cost per locomotive gross ton mile x ennual branch gross ton miles x inflation
factor.

o Locomotive Ownership - System road locomotive capital and replacement cost per locomotive unit hour x annual brench
locomoative unit hours x inflation factor,

© Locomotive Serviﬂ - Systemn train locomotive servicing cost per locomotive unit mile x annual branch locomotive unit miles
» inflation factor

o Fuyel - System cost per locomative unit hour x annual branch locomutive unit hours x inflation factor.

o Train Suppiies and Expensos - System cost per train hour x annual branch train hours x inflation factor.

o Train Labor - Systam cost per trein hour x annual branch train hours x inflation factor,
o Taxes and Rents - Not applicable.

o Miscellancous Exponses - System cost per net ton of revenue freight x annuai branch net tons of revenus freight x inflation
factor.

@ Car Day Cost - System cost per car day x annus! branch car days x infiation factor.
© Car Mile Cost - Systam cost per car mile x annual branch car miles x inflation factor,

¢ Return an Investment - Net liquidation value of branch rail property x annuai yleld on ten year Treasury bond.

Subtotal
Off Branch

Rail Form A system cost per net ton of revenuve freight (proratod by miles of line) x annual branch net tons of revenue freight
x inflation factor.

TOTAL COST

Total on-branch expenses + total off-branch expenses.

PROFIT {LOSS)

Revenue - Total Cost.
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Truck Costs - To develop costs of moving freight which would be di-
verted to truck if a rail line were abandoned, a truck cost model is utilized.
The traffic which would be diverted to truck is truckload freight, and pri-
marily carried by individual owner—operators. These costs relate primarily to
linehaul costs but additional factors are included to allow for the cost of
pickup and delivery.

Both the fixed and variable elements of the annual cost of a single dri-
ver operated truck are considered. The vehicle used in the model is a )
five—-axle tractor-semi-trailer suitable for carrying grain. It is assumed that
approximately 100,000 miles would be driven per year. This is based on an
average truck speed of 50 m.p.h. and an average of 2,000 hours driven per year.
The variable costs are strictly a function of mileage with driver cost
including a fixed component (minimum base salary)}. Pick-up and delivery costs
are a function of the number of trips. The cost of traveling twenty-five miles
is added to each round trip to account for the expense of moving the vehicle to
the point of freight origination from the drivers domicile. Also included in
fixed costs are return on investment, insurance, licenses and/or permits, and
overhead costs. These costs account for $16,600 per year or a fixed cost per
mile of 16.6¢.

Variable costs include cost of capital or equipment, depreciation of the
vehicle, current fuel costs, tires and maintenance. These variable costs are
directly related to mileage and were developed using cost estimates from the
U.S.D.A., the Association of American Railroads, the American Trucking Associa-
tion, the Interstate Commerce Commission and current literature and discussions
with manufacturers. Also included in variable costs are driver costs as a
function of miles driven, drivers' benefits and social security. Miscellaneous
costs were also estimated, such as out—of-town layover. These costs amount to
an approximate total of $68,400 or 68.40¢ per mile.

The total costs, which are a function of mileage, amount to approximately
$85,000 for 100,000 miles driven or 854 per mile. The costs which are a
function of the number of trips amount to $29.08 per trip. If more than omne
trip can be made in one day from the same point of origin and destination,
these costs decrease to $15.00 per trip and include the hour layover for pickup
and delivery and the apportioned expense of traveling to and from the driver's
domicile. See Exhibit D-5 for truck cost breakdown with further explanation of
each cost item following.

In utilization these costs, a 100 percent empty backhaul for trips under
200 miles was assumed., Based on the Interstate Commerce Commissions, "Energy/
Loaded Truck Miles on Interstate Highways During 1976" study, the ratio of
empty backhaul varied. Using percents for exempt carriers in appropriate geo—
graphical regions, the empty backhaul- for 201 to 1,000 miles was approximated
to be 53 percent and over 1000 miles to be 42 percent.
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EXHIBIT D-5
TRUCK COST BREAKDOWN

TRUCK COSTS - assuming annual mileage of 100,000 miles

Fixed Costs

tnsurance $ 6,000.00
Licenses and Permits 1,400.00
Management and Overhead 3,305.00
Fleturﬁ on Investment 5,907.00
Total Fixed Cost $16,612.00
Variable Costs

Cost of Capital 2,029.00
Depreciation 6,148.00
Fuel 24,000.00
Tires 3,700.00
Maintenance 8,800.00
Driver Cost 22,744.00
Miscellaneous _ 1,000.00
Total Variable Cost $68,421.00
Totel Fixed and Variable Cost $85,033.00

Fixed Cost per Mile

Variabte Cost per Mile

Fixed and Variabie Costs par Mile

e 2 |5

Per Trip Costs
Lost Driver Time - Pickup and Delivery $7.83 per hour

Travel mileage to and from freight origination point 25 miles x .\85 = $21.25

Total Per Trip Cost $29.08
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Truck Costs—-Fixed - Truck Cost Breakdown, Exhibit D=5, item
descriptions and footnotes on fixed costs are as follows:

. Insurance - Insurance on all items approximate $6,000, This
figure includes 1liability, collision and cargoe insurance on
the tractor and trailer. Insurance rates on the tractors and
trailers for a specific owner-operator may be higher or lower
depending on the safety and cargo loss claims record of the
owner. The figure is derived using the USDA, Office of Trans-
portation’'s April 1980 "Owner—Operator Truck Cost Guide" and
allowing for a lower capital equipment cost and lower cargo
loss.

+ Licenses and Permits - The total cost for licenses and permits
is estimated to be $1,400., This cost includes state license
fees and trip permits. This cost varies as to annual mileage
driven and the states in which the driver operates. An aver-
age cost is estimated using fees charged in South Dakota, the
USDA's "Owner—Operator's Truck Cost Guide,” and White Motor
Trucks "Cost per Mile Handbook.”

. Management and Overhead - The cost for management and over—
head includes various items not readily assoclated with road
trips. The office rental allowance is for a portion of the
owner—operator's home that is used for an office. It in-
cludes part of the utilities used for that purpose. Tele-
phone is for the standard monthly charge but does not in-
clude long distance calls. Travel is for business-related
trips that don't involve the owner-operator's vehicle.!

« Return on Investment — The return on investment is deter—
mined by computing the opportunity cost of the net invest-
ment in the tractor and trailer {purchase price less avail=-
able investment tax credit). An alternative investment of
comparable risk appears to be triple A rated utility bonds.

The yield on risk bonds averages 11.00% annually as of
June 30, 1980.2 ‘

Truck Cost—-Variable - Truck Cost Breakdown, Exhibit D=5, item
descriptions and footnotes on variable costs are as follows:

+« Cost of Capital - The cost of capital is based on the cost
of a new tractor and trailer suitable for grain movements.

luspa's Office of Transportation,-"Owner-Operator Truck Cost Guide”, April
1980, '

2Business Week, July 14, 1980, pg. 83.
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The cost of this equipment is determined from surveys of manu-
facturers selling the appropriate equipment. The capital cost
is the effective annual interest charge incurred on the loan
obtained to finance the tractor/trailer. The effective annual
interest was calculated by dividing the total amount of inter-
est paid over the life of the loan for the tractor and the
trailer by their respective useful lives. The total amount of
interest paid was determined by applying an annual 10% "add-on"
interest rate to the loan over a three year period. The add-on
method, interest rate, and maturity term were arrived at by
reference to an article on truck financing.l

Depreciation - Depreciation is computed separately for the
trailer and tractor because of different useful lives. A trac-
tor and trailer are assumed to have a maximum life of 650,000
and 850,000 miles, respectivelyz. The basis for depreciation
is the purchase price less 20 percent for salvage and less the
available investment tax credit. It is assumed the salvage
value would be reinvested as the downpayment for the next trac-
tor/trailer.

Fuel - Fuel is costed at $1.14 per gallon3. Since no back-
haul 1s assumed, fuel efficiency 1s computed by averaging 4.4
miles/gallon for a loaded truck and 5.1 miles/gallon for an
unloaded one“. This yields an average cost of 24¢ per mils.

Tires - The cost of maintaining and replacing a set of 18
truck tires 1s determined to be $0.037 per mile for an owner-
operatot.

Maintenance - Maintenance expense for the tractor/trailer of
an owner—operator varies with the age of the equipment.
This cost is determined to average $0.088 per mile.

l*Truck Financing" Owner Operator, Volume 10, Number 2, March/April 1980,
Radnor, Pa.

2ysDa's Office of Transportation, "Owner-Operator Truck Cost Guide", April,

3Federal Register, Vol. 45, No. 128, July 1, 1980, Appendix - Fuel Surcharge.

aRose, Energy Intercity, — Op. Cit.; p.6-1l.

SFruit and Vegetable Truck Cost Report, June 30, 1980, USDA, Volume 2, No. 6.
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. Driver Cost -~ Driver cost consists of salary, fringes, pay-
roll, taxes and subsistence costs. A base salary of $13,000
is set based on available cost reports and average earnings
of people engaged in the transportation industry in South
Dakota.l A charge of 16¢ per mile driven in excess of
81,250 miles (the equivalent of the base salary) is used. 2
Payroll taxes include the self employment tax, while fringes
include health and worker's compensation insurance.

. Miscellaneous — Miscellaneous costs per mile can vary by
both the length of the haul and its destination. It was
assumed however, that l¢ per mile would adequately re-
flect any such costs. ‘

Truck Costs--Per Trip - Truck Cost Breakdown Exhibit D-5, item
descriptions and footnotes on per trip costs are as follows:

+ Pickup and Delivery - The costs associated with pickup and
delivery (P&D) were quantified as the opportunity cost of
the time spent in a queue to pickup or deliver shipments.
This opportunity cost was defined to be only driver cost,
since the time would otherwise be spent in line haul and
there are no other significant costs, e.g., equipment. It
was assumed that the P&D time associated with each trip
would be one hour. Therefore, driver cost was computed on
an hourly basis and multiplied by the number of round trips
to determine P&D cost.

. Travel Mileage - The additional.travel mileage to and from
the freight origination point was estimated to be 25 miles
at a cost Qf $.85 per mile.

Secondary Efficiency Benefits

The primary efficiency benefits measure the change in consumers' and pro-
ducers' surplus associated with changing the level of rail service to shippers
along a branch line. The measured surpluses relate to the transportation ser-
vices provided to shippers located on intensive study lines. Secondary effi-
~ ciency benefits measure other economic impacts which result from the proposed

1"MVMA Motor Vehicle Facts 2 Figures '79", Motor Vehicle Manufacturers Asso-
ciation of the United States, Inc. .

2 Cyrrent Cost of Operating Refrigerated Trucks for Hauling Fresh Fruits
and Vegetables by Multi-Truck Lines.” USDA, Economics, Statistics, and
Cooperatives Service, National Economics Division, December 1979,

3 Cost per Mile Handbook", White Motor Trucks, 1980,
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changes in rail services. This study considered the following types of second-

ary efficiency benefits:
. changes to local (commnity) income due to job losses or gains;

. changes to highway, capital or maintenance costs due to poten—
tial traffic diversion to trucks;

. changes in taxes resulting from the closing of shipper facili-
ties and the diversion of traffic to trucks, whose fuel 1is taxed
by the state;

. net salvage value of the intensive study line which is realized
under the abandonment or truncation altermatives; and

. other economic impacts resulting from unique conditions associ-
ated with an intensive study line.

These changes can result in either positive or negative benefits depending
on the volume of the base case and line alternatives.. The secondary efficiency
benefits are described more fully below.

Income Impacts

Rail service changes can result in the loss of shipper jobs due to
plant closings, the loss of railroad jobs due to line abandonment, or the loss
of truck driver jobs due to truck traffic being diverted to the railroad. Job
gaing can also result from the establishment or improvement of rail service,
potentially affecting both railroad and shipper employees. Increased truck
driver jobs can result from the loss of rail service and the diversion of rail
traffic to trucks.

In this study, the income effect on local commnities. of job losses
is measured as the on—-time loss of salary for a period equal to the average
period of unemployment for South Dakota (11.5 weeks) !, less the average
amount of unemployment compensation per week ($99 per week for all employees
except railroad employees, whose higher average salary justifies the use of
the maximum unemployment compensation rate of $119 per week). The income
effect on the State from job losses is measured as the one time loss of salary
for the average period of unemployment, without adjustment for unemployment
compensation. At the state level, unemployment compensation is an economic
transfer and so is not included in the income loss calculationm.

lsouth Dakota Department of Labor, July 1980.
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The diversion of traffic teo rail from truck in the case of: line ser-
vice restoration or line rehabilitation is assumed to result in negligible
income 1oss to the trucking sector due to the relative mobility of truck
drivers. ‘The annual income impact of job gains is measured by the average
salary of the affected groups ($12,000 - elevator employees, 316,000 - truck
drivers, and $25,000 - railroad employees) times the average percentage of
unemployment in the counties served.by the line.l

The equations used to calculate the income impacts of rall service
changes are listed below:

Income Impact of Job Losses.

'i,]p - J Tuc (Ruc - R)

where

Bil = Secondary Employee Income Loss, One-Time

J a Lost Jobs

"Tuc = Average Term of Unemployment (weeks)

R = Average Wage Rate ($/week)

Ruc =. Average Unemployment Compensation Rate (§/week);

Ruc = O under the state allocation of benefits
Income Impacts of Jsb Gains

Big = Jg R U x 52

where

Big = Secondary Employee Income Gain, Annual
Jg = Gained Jobs

R = Average Wage Rate (§/week)

U = Average Local Unemployment Rate (%)

Highway Costs

The diversion of traffic from the railrocads to the motor carriers pro-
duces increased deterioration of the highways over which the traffic moves.
This results in either higher highway capital costs, where the existing highway
is currently inadequate to carry the expected traffic diversion and must be up-
graded; or added maintenance costs, where the existing highway is adequate to
carry the expected traffic diversion but the traffic increase causes some addi-
tional highway deterioration. The methodology used to obtain a rough estimate
of these costs was developed with the assistance of the South Dakota Department
of Transportation.

lpaged on South Dakota Department of Labor Unemployment Statistics,
April 1980.
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Increased capital costs are computed using the highway rehabilitation
costs which would be incurred if the highway is rebuilt before substantial
damage to the existing road takes place using average strength and 18-KIP
axle weight equivalencies. In practice, the additional number of trucks on the
highway generated by this abandonment would shorten the 1ife of the pavement,
with the next overlay of a suitable design to carry the Iincreased traffic based
on the new volumes. Since the increase in dajily traffic is minimal in compari-
son to the current traffic volume, the study focuses only on the increased cost
involved with additional overlay thickness necessary to¢ meet design standards.
Current road deficiencies and other structural changes such as bridge and
shoulder repair are not included.

The following process was used to compute the upgrading costs to
accomodate the diverted truck traffic for each of the intensive study lines:

l. Diverted truck traffic based upon an estimate of average
cargo welght of 20 tons and 100% empty backhauls.

2. Adjust for seasonal patterns of traffic movements,1 to
obtain a maximum truck volume estimate per day.

3. Convert the diverted truck traffic to 18-KIP axle welght
equivalents on flexible pavements using 5—axle vehicles
weighing 14.5 tons empty and 34.5 tons loaded.2 For
loaded vehicles, the 18KIP axle weight equivalency is
5.3, and for empty vehicles .7.

4, Determine the average strength figure for each highway
under consideration for truck traffic diversion. Relate
this figure to the dynaflect measure, which relates to a
18-KIP equivalent axle weight load.!

5. For the calculated number of 18-KIP equivalencies added
to the existing volume of traffic for each affected high-
way, determine the required dynaflect measurement using
the graph mentioned in step 4. (This does not take into
account current design deficiencies.)

lgouth Dakota Highway Traffic Report: 1979, State of South Dakota Department
of Transportation.

2rruck Weight Study: 1979, South Dakota D.0.T., Pierre, S.D.

3Derived from Traffic vs. Maximum Recommended Dynaflect Deflections graph
supplied by South Dakota's Department of Tramsportation — Research and
Special Assigmments.
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6. Using the Average Strength Overlay Design Curve, determine
the required pavement thickness for the resulting dyna-
flect measurement and compare to current pavement thickness.

Where the required pavement thickness exceeds the current pavement
thickness, an overlay would have to be added. For a 24 foot wide road, the
additional overlay for the 138 mile segment would cost in 1980 approximately
$1,670,000 (at 86¢ per sq. yd. of asphalt). Road surfaces in South Dakota
are plan?ed to last 18 years, so the yearly added cost would approximate
$93,000.

Applying these methodologiés to each of the intensive study lines fails
to result in the need to add additional pavement to roadways in South Dakota.
The additional traffic created by abandonment to the various highways, depen-—
dent on freight destination, is a low percentage in comparison to the current
traffic volume. This is due to the low volume of traffic which is typically
diverted from these rail lines and the presence of nearby interstate highways
to several of the affected rail lines.

The estimated added maintenance cost incurred before upgrading the af-
fected highways has been calculated using an equation developed by the South
Dakota Transportation Systems Planning Division. This equation was formulated
in 1978 dollars. This cost has been inflated to 1980 dollars using a 10%
inflation factor for 1979 and a 16% inflation factor for 1980.2 The equation
follows on page D.26:

# of additional # of tons total added

trucks/yr. in x per round [365] x [0.551963] x # of miles = maintenance

each direction trip in South cost by high-
Dakota way segment

affected per year in
South Dakota.

Highway cost impacts are comsidered only for the roadways located in
South Dakota and are calculated on an annualizéd basis. Impacts beyond the
state border result from the estimated truck diversions, however this is not
quantified as part of South Dakota's RAILPLAN. Traffic diverted to an inter-
state 1s assumed to result in negligible cost impacts due to the high design
standards to which such roads are constructed.

lBased on an analysis of the Added Cost of Maintenance and Construction 1f
the Coal to Supply the Big Stone Power Plant were Hauled from Gascoyne,
North Dakota over U.S. 12. prepared by S.D.D.0.T., Div. of Policy Devel-
opment and Evaluation, Office of Transportation Planning, 1979, Appendix C.

2Formulated from current South Dakota experiences by South Dakota Transpor—
tation Systems Planning Program.
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EXHIBIT D-5
TRUCK FREIGHT ENERGY INTENSITIES BY COMMODITY CLASS

Energy Intensity

Average
truckload Btu Btu
Commodity (tons) mpg route-TMP GC-TMb
".. Farm products 19.45 4.42 2330 2680
Forest products 18.59 4,47 2410 2770
Fresh fish, other marine products 13.56 4.79 3080 3540
Metallic ores 19.87 4.39 2290 2630
-~ Coal 20.30 4.37 2260 2590
Crude petroleum and natural gas 26.81 4.02 1860 2130
Nonmetallic minerals, except fuels 20.05 4.38 2280 2620
Ordinance and accessories 16.62 4.59 2620 3012
Food and kindred products 17.36 4.54 2540 2914
Tobacco products 16.29 4,61 2670 3060
Basic textiles 13.13 4,82 3160 3630
Apparel and other finished textiles 10.11 5.04 3530 4506
- Lumber and wood, except furniture 19.13 4.43 2360 2710
Furniture and fixtures 9.56 5.09 4120 4730
Pulp, paper, and allied products 15.55 4,66 2760 3170
Printed matter 14.45 4.73 2930 3361
Chemicals and allied products : 18.02 4.50 2470 2830
Petroleum and coal products ' 24,45 4.14 . 1980 2270
Rubber and miscellanecus plastics 12,13 4.89 1370 3870
Leather and leather products 10.66 5.00 3750 4310
Stone, c¢lay, and glass 19.91 4.39 2290 2630
Primary metal products 18.98 4,44 2370 2720
Fabricated metal products 13.53 4.79 3090 3540
Machiney, except electrical ) 13.39 4.80 3110 3570
Electrical machinery 11.21 4.96 3600 4130
Transportation equipment 11.77 4,92 3460 3970
Instruments, photo, optical, etc. 14.00 4.76 3000 3450
Miscellaneous manufactured products 12.04 4.90 3390 3900
Waste and scrap material 17.28 4.55 2550 2920
Miscellaneous freight shipments 13.16 4.82 3160 3620
Containers, shipping, empty return 9.65 5.08 4080 4690
Mail and express
Freight forwarder traffic 12.19 4.90 3560 3860
Shipper association 22.73 4.23 2080 2389
. — Miscellaneous mixed shipments . 13.95 4.76 3010 3460
Total 18,04 4.50 2470° 2830

“The values in this table are not intended for intermodal compari-
sons, as they do not include route structures and are not at a suffi-
cient level of disaggregation,

bTM — Ton-mile.

GC — Great-circle.

SOURCE:
A.B. Rose. Energy Intensity and Related Parameters of Sslscted Transportation Modes: Freight Mowments.
Prepared for Department of Energy by Dak Ridge National Lzboratory Ozk Ridge, Tennessee, June 1979; p. B-11.
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EXHIBIT D-6
RAIL FREIGHT ENERGY INTENSITY BY COMMODITY CLASSES, 1976

1976 1976 1972
Average Average 1972 Mean Energy intensity
1976 carload length Mean expty ocupty over in Btu/ton-mile
Ton-miles? weight of haul®  car weight  loaded car 3
Commodity (o) {tons) (miles) {tons) . miles By route-miles By great-circle miles

Coal 1,00s,1 86.2 320 28.1 0.91 340 450
Food and kindred products 644.0 49.8 721 36.3 0.84 750 990
Chemicals and allied products 620.2 73.4 699 33.9 0.95 470 620
Farm products 582.6 66.9 489 35.5 . 0.87 520 680
Lumber and uood,.excepl .

furniture® 454,6 46.8 512 34.3 0.74 720 960
Pulp, paper and allied

products 339.0 43,1 n 33.3 0.95 920 * 1220
Nonzetal lic minerals, except

fuels 251.1 76.1 194 31.0 0.91 410 540
Stone, clay and glass 242.5 56.8 451 33.5 0.82 580 + 770
Primary metal products 239.8 63.1 500 33.9 0.73 500 670
Transportation equipment 210.5 23.3 782 36.8 0.69 2070 2140
Metallic ores 200.3 T 81,58 153 30.9 0.93 190 510
Petroleuns and cosl products 194.8 59.4 466 3.6 1.02 650 860
Miscollaneous mixed shlp-en:sd 162.8 22.6 1,018 32.7 0.70 1940 2560
Froight and forwarding vragficd 45.4 22.2 1,592 32.7 0.70 2000 2640
Fabricated metal products 42.5 - 34,2 659 34.1 0.76 1130 1500
Machinery, axcept olectrical 25.1 4.8 944 38.1 0.69 1950 2570
Electrical machinery 23.5 17.2 502 34.3 0.70 3200 4220
Rubber and miscellaneous :

plastic products 22.4 18.8 73 33.5 .70 2680 3540
Basic textiles . 8,9 19.6 875 34.2 0.69 2530 3350

%The values in this table are not designed for intersodal comparisons, as they do not include route structures and are not at a

sufficient level of disaggregation.

bAIl wileage-related data from the source are based on short-line distances rather than the sctual routings.

Furniture accounts for only a small portion of the ton-miles for tho combined catcgory of luaber and fumiture in Tablc 5.8.
Thercfore the car-mile-weighted values are left unchanged.

dAll movements are assumed to occur in box cars.

SOURCE: Rose. Energy Intensity - tbhid.; p. 5-16
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Taxes

Changes in rail service also result in changes to the tax base of the
state. The tax impacts of rail service abandonment or truncation are quanti-
fied by the property taxes paid by shippers who indicated they would close
operations if they lost rall service. Railroad property taxes are not con-
sidered by this study since they are not consistently applied, due to the fact
that the property tax liability of a railroad operating a line in South Dakota
can be adjusted to reflect track maintenance and rehabilitation efforts con—
ducted by the operating railroad.

The only other tax impact of rall service changes results from the di-
version of traffic to the truck mode, which, unlike the railroads, pays a state
tax of 12 cents per gallon of fuel consumed. Therefore the annual effect of
traffic diversion to trucks is a tax revenue increase of 12 cents per gallon of
fuel required to move the affected traffic in South Dakota.

Net Salvage Value

When a line is abandoned, a net benefit to the railroad is the net
salvage value of the railroad materials (rail, ties, etc.) which can be sal-
vaged from the line. The current net salvage value for each intensive study
line is provided by T. K. Dyer, Inc., based on their inspection of the lines.
The estimates exclude the value of the land contained in the track right-of-
Way.

Other

Other monetary secondary efficiency benefits considered by this study
included the following:

. deferréd highway construction costs - the costs associated
with a highway project, such as a bridge overpass, whose
construction could be avoided i1if a rail line is abandoned
or terminated.

. producers' and consumers' surpluses resulting from new
traffic growth. These effects cannot be quantified as
part of this study. However, their qualitative impacts
are noted.

Non-Monetary Benefits

Besides the primary and secondary efficiency benefits or disbenefits of
rail service changes, non-monetary impacts also result. These include both
quantifiable and non-quantifiable impacts and may in certain instances rep—
resent the primary justification for implementing a rail assistance project.
The non-monetary impacts addressed by this study are discussed below.
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Jobs

The number of jobs either lost or galned due to a proposed rail service
change are listed in the descriptions of project benefits and costs. The
affected job categories include railroad, truck, and shipper employees. This
impact category relates directly to the monetary income impacts already
discussed.

Environmental Impacts

The environmental impacts resulting from raill service loss consist of
energy usage and the air and noise pollution impacts associated with alterna-
tive transportation modes. For this analysis, the noise pollution impacts are
assumed to be negligible since the commodities will be transported, for the
most part, through rural low-density populated communities. Two types of
transportation modes are logical alternatives should rail service be reduced.
The first alternative involves long distance hauling solely by truck to replace
the long distance rail hauling. The second alternative involves truck hauling
to the nearest railhead and thence transport by rail. Thus; the enmergy and air
pollution impacts are estimated for the truck and the truck/rail alternatives.
The impacts of these alternatives are compared to the impacts of the existing
all-rail condition to assess the incremental impacts. The estimation metho-
dology employed is similar to that endcrsed by the 1cCl and 1is described
briefly below for each impact.

Energy Impacts

The energy impacts are evaluated in terms of the diesel fuel consump-—
tion per year for the truck and truck/rail alternatives. The fuel consumption
of trucks and rail depends on several factors: shipment weight, volume, and
length of haul; idling time and speed; physical condition and characteristics
of road, track and terrain; age and condition of truck and locomotive; and
various other factors.2

The concept of energy intensity of transportation modes has generated
numercus intermodal fuel consumption comparison studies. Widely divergent
estimates of modal variations in energy intensities have been made. For

IICC, Rail Service Planning Office. Guide for Evaluating the Community
Impact of Rail Service Discontinuance. Washington, D.C., January 1975;
pp. 26-34.

2L. A. Poth and J. Sward. Railroad Impact Study: Doland-Watertown, South
Dakota-Chicago & North Western Transportation Company Railroad Line.

University of South Dakota, Business Research Bureau, Pierre, South Dakota,
October 1975; p. 36.
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example, truck energy intensity estimates vary between 1,000 - 3,500 Btu/
route~ton-miles, while those for rail vary between 300 - 1,450 Btu/route-ton-
miles.l It 1s generally agreed however, that a ratio of 4/l seems to be a
reasonable estimate of the fuel efficlency of rall over trucks.2

The most widely used, and perhaps the.best data for energy intensity by
commodity class for truck and rail have been prepared by Rose. The energy
intensities (Btu/ton-miles) by commodity class are shown in Exhibit D-5 for
truck and Exhibit D=6 for rail. It should be noted that these data have also
been utilized in other studies involving the impact analysis of rail line
discontinuance.

For each line and alternative, the quantity of diesel fuel is estimated,
based on the net volume, haul length within South Dakota only, and modal compo-
sition of each traffic movement. Once an energy consumption estimate is made
in Btus, it 1s converted to gallons of diesel fuel using the conversion factor
of 138,700 Btu/gallon of diesel fuel. The energy consumption estimates are
then summed for all traffic movements for edch line alternative for all modes.
The totals are then compared to the base case to arrive at an estimate of the
incremental energy consumption by line alternative. Energy consumption impacts
are considered only for. the movements in .South Dakota, although further impacts
beyond the State borders will occur.

Air Pollution

The air pollution impacts are evaluated in terms of pounds of pollut-
ants per year for the truck and truck/rail alternatives. The three major
pollutants emitted by trucks and rail locomotives are carbon monoxide (CO),
hydrocarbons (HC), and oxides of nitrogen (as NO7). Supplemental emissions

1o, B. Rose. "The Role of Alr Freight in View of Energy Intensity and
Related Parameters — An Intermodal Comparison.” A paper presented to the
1978 SAE International Alr Transportation Meeting. Boston, Massachusetts,

Zpoth. Railroad Impact Study: Doland-Watertown, Op. Cit., p. 36.

3A. B. Rose. Energy Intensity and Related Parameters of Selected Transporta-
tion Modes: Freight Movements. Prepared for Department of Energy by Oak Ridge
National Laboratory, Oak Ridge, Tennessee, June 1979; p. 5-16, 6-11,

“Minnesota DOT. Potential Impacts and Alternatives to the Proposed Abandon-
ment of the Mjilwaukee Road Mainline: From Chanhassen to Ortonville,
Minnesota. Minneapolis, Minnesota, July 1979; pp. 19-22,

SMinnesota DOT. 1979 State Rail Plan. Minneapolis, Minnesota, December 1979;
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include oxides of sulfur (as S03), particulates, aldehydes, and organic

® acids. For this analysis, the last two pollutants were assumed to be
negligible. The air pollutants emitted by truck and rail depend on several
factors: type of fuel and fuel consumption rate; vehicle type, age, condition,
and weight; vehicle operating speed; ambient air temperature; altitude; and
various other factors.

@ Air pollution and emission analysis is highly technical and complex,
As with energy intensity measures, pollutant emission rates vary widely and
have been developed per quantity of fuel consumed or per mile travelled.

In general, however, it appears that the total truck-to-rail pollutant ratio
is about 4:1 under average conditions.?

® The emission factors used for the analysis herein were developed by
the EPA.3 Exhibit D-7 presents these emission factors (lbs. of pollutants/
100 gallons of diesel) for heavy-duty truck and locomotive diesel engines.

The calculation of air pollution impacts involves multiplying the

estimated rail and truck fuel consumption by the appropriate air pollution

® factors. Summing the results for each movement by alternative and comparing
to the base case produces an estimate of the incremental air pellution
emissions of each rail service alternative. The emissions by type of air
pollution are summed for each line and alternative for ease of presentation.
Only the impacts which occur in South Dakota are quantified by this study,
although further impacts beyond the state borders will occur.

® Other
Other non—monetary impacts of rail service changes addressed by this
study include the following:
® = the competitive nature of transportation services to the
- State;
= the connectivity of the South Dakota rail system to
that of the midwest and national rail system;
® ~ the economic development potential of the State; and
lu.s. EPA. MOBILEl: Mobile Source Emission Model. Washington, D.C.
® August 1978; pp. 3~-5.

2poth. Railroad Impact: Doland. op. cit.; p. 46.

3U.S. EPA. Complication of Air Pollution Emission Factors. Washington,

D.C., March 1975; pp. 3.1, 3.2.




EXHIBIT D-7

EMISSION FACTORS FOR HEAVY-DUTY TRUCK
AND LOCOMOTIVE DIESEL ENGINES (1)

HEAVY-DUTY
. TRUCK LOCOMOTIVE
POLLUTANT : bs./103 gal. Ibs./103 gal,
Carbon Mornoxide (CO) | 225 130
Hydrocarbons (HC} 37 94
Oxides of Nitrogen {NO_E) . 370 - 370
Oxides of Sulfur (SO3) 27 57
Particulates : 13 25
Aldehydes : 3 -4
Organic Acids 3 ) . 7

{1} Dota are based on weighting factors applied to actunl tests conducted at various load and idle
conditions with an average gross wehicle woight of 30 tons and fuel consumption of 5 mllulqal

SOURCE: U.S. EPA Completion of Alr Pollution Emishon Factors. Washingtnn D.C., March 1975

pp.3.1, 3.2.




~ the accessibility of natural and energy resources
of South Dakota to the State’'s freight transportation
systems.

Each of these lssues is an important area of concern to the State.
The effect of each line alternative on these issues 1s noted as part of the
discussion of project impacts.

Project Costs

Project costs include the actual program outlays associated with imple-
menting the proposed rail project alternative. This can include the following
items: '

« acquisition costs;

. subsidy costs;

. rehabllitation costs;

« alternative mode costs; and

. new construction costs.

For the purposes of this study, the only costs considered are the follow—
ing, due to the nature of project alternatives being proposed:

. rehabilitation costs to attain Class I or Class II
traffic conditions;1

. relocation costs to move a grain elevator from a line
losing or without rail service to an operating line;?2

» construction costs for installing or expanding a rail
siding, or for installing a transfer track.!

Distributional Considerations

The distributional analysis determines by how much different groups gain
or lose as a Ttesult of the project. The distributional considerations may have
critical implications for policy decisions. It is very likely that a project
which has a net positive result will have significant negative effects on some
groups. In certain instances, the effect on individual groups will cause a
re—evaluation of available alternatives.

1 Based on estimates provided by T.K. Dyer, Inc.

2 Based on estimates provided by Banner, and Associates.
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To account for the distributional impacts of proposed project alterna-
atives, the benefits are allocated to affected groups, including the

« railroads;

. truck drivers;

+ community, including shippers; and

. state.

The sum of the maximum benefits (whether positive or negative) equal the
total efficiency benefits for each project: Project costs are not allocated

to the affected parties listed abave.

Benefit—Cost Evaluation Criteria

The benefits and costs for each line alternative define the incremental
changes relative to a consistent base case, which reflects the current status
of each line. The impacts are listed in terms of annualized benefits and
costs by using a 10-year time frame (except where noted) and a 10 percent
discount rate. This permits consistent application of all monetary impacts
to the evaluation criteria.

The project alternatives are evaluated by comparing the difference between
the annualized benefits and costs for each alternative, and the ratio of
.annualized benefits and costs. The decision rules assoclated with each
evaluation criteria are as follows: :

Criteria General Decision Rule

Benefit -~ Cost Difference Accept if B,~C, >0
Reject if B,—C,<0

Benefit - Cost Ratio Accept 1f B, > 1

Reject if By < 1

where .
B = Annualized value of benefits
C = Annualized value of costs
n = Number of benefits and costs

These decision rules are modified to reflect consideration for the nen-
monetary impacts assoclated with each line.
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CONCLUSIONS

The benefit-cost impact and evaluation methodology described in this
appendix attempts to address the intent of the Local Rail Service Assistance
Act which first called for the benefit-cost assessment of local rail assis-
tance projects. The methodology employed for this RAILPLAN incorporates many
of the guidelines suggested by the Federal Railroad Administration for conduct-
ing benefit-cost analyses. It also reflects the nature of the data available
to perform such an analysis. The quality of supporting information is the most
critical variable in determining the type of benefit-cost methodology which can
be used. The Study Team was greatly aided by the quality of data maintained
by the Division of Railroads and provided by the railroads and shippers
assocliated with each of the intensive study lines.

The benefit-cost methodology is intended to be both meaningful and
workable, and yet conform to the requirements of the Federal Railroad Adminis-
tration. Significant judgement is involved in applying the available data to
the methodology. The statements and projections contained in this study result
from the analysis methodologles, information, and assumptions set forth in this
appendix. The achievement of any economic, financlal, or usage forecast may
be affected by fluctuating economic conditions and is dependent upon the
occurrence of other future events which cannot be assured. Therefore, the
actual results achieved may vary from the projections, and such variation could
be material. However, the enclosed results reflect the best estimates of the
consequences of rail service alternatives considered in this study, thereby
providing a useful basis for selecting rail assistance projects for imple-
mentation.
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