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EXECUTIVE SUMMARY

Developing and maintaining an efficient freight rail system is critical to our state’s
economic competitiveness, especially as domestic and global trade expands. Our

economic vitality requires a strong rail system capable of providing New Jersey
ports and businesses with competitive access to local, national and international
markets.

Expanding and enhancing our state freight rail network will serve as a catalyst for retaining,
attractingand growing New Jersey industry, creating jobs and enhancing quality of life. It willprovide
new opportunities for businesses and industry to move goods in a cost effective manner and lessen the
impacton the state’s highway system. Transporting more goods by rail instead of by truck will also
improve New Jersey’s air quality.

FREIGHT IS THE “ECONOMY IN MOTION”

A flexible, efficient freight rail network that meets the ever-changing needs of the logistics industry is
vital to serving New Jersey businesses and industries and maintaining New Jersey’s role as the premier
commercial gateway for international trade on the Eastern Seaboard.In simple terms, “freight” means
goods in motion and, more fundamentally, an“economy in
motion.”New Jersey is the most densely populated state in
the nation. As its roadways become more congested and the
availability of land for the construction of additional
transportation infrastructure shrinks, New Jersey will need

Freight transportation is truly the
“Economy in Motion.” New Jersey’s
freight rail network is a vital link in

anational transportation system that

supplies America’s people and ) ) o
industries. to rely even more on its rail system to move millions of

people and millions of tons of goods every year.lt has
already been projected that the volume of freight moved by rail in New Jersey will increase 50 percent
by the year 2035.

Developing and maintaining an efficient freight rail system is critical to the continued economic health
of New Jersey and the quality of life enjoyed by its people. The freight railroads employ nearly 1,100
people in New Jersey, and supports the growth and preservation of the nearly one half million jobs the

goods movement industry provides its residents.Rail plays a key
role in the freight industry due to its ability to transport heavy
bulk goods and intermodal containerslong distances and for less
cost than trucks. While a freight transportation system is shaped
by the evolving needs of the people, businesses and industries it
serves locally and throughout the country, realizing the
maximum value freight rail has to offer does not automatically

. . . delivery by rail at the Port of New York &
happen by itself. It requires a vision of future needs and a plan of New Jersey

action to create a system to meet those needs. The New Jersey
Statewide Strategic Freight Rail Plan articulates that vision and is the blueprint for creating the most
efficient, effective freight rail system possible.
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THE FREIGHT RAIL SYSTEM IN NEW JERSEY

New Jersey’s freight rail system is located within one of the richest industrial and consumer markets in
the world.Hundreds of millions of tons of goodsare transported to, from, through and within our state
annually. Rail freight volumes have increased significantly over the past decade due to rising global
and intermodal trade.Over the last 25 years, intermodal rail traffic has quadrupled. In the last decade,
it increased by nearly a third.

New Jersey’s nearly nine million residents consume vast quantities of goods that are moved by rail. In
terms of dollar value, more imports and exports move through the Port of New York and New Jersey
than any other port in the United States, with the sole exception of the Port of Los Angeles. To
supportthe global trade market and the movement of goods regionally and nationally, New Jersey has
one of the largest concentrations of distribution centers and warehouses in the United States.

Today, the freight railroads move over one million carloads
to and from New Jerseyannually, transporting nearly38
. million tons of goods valued at over $55 billion.Major

Jersey annually, transporting nearly 38 .. . o . .
I commodities shipped by rail include petrochemicals, plastic

million tons of goods valued at over ] ) )
$55 billion. pellets, construction materials, food products, raw materials
for manufacturers, finished components, and waste/scrap
materials.Intermodal facilities at the Port of New York and New Jersey and ports on the Delaware River
facilitate the transfer of containers and goods directly from cargo ships to railcars. Due to the
concentration of intermodal rail and maritime ports in the northeastern portion of New Jersey, the
counties of Hudson, Union, Middlesex, Essex and Bergen account for the origin or destination of over
78 percent of the goods moved by rail to and from New Jersey.

Today, freight railroads move over one
million carloads to and from New

Nearly 220,000 additional carloads are moved through the state on New lJersey’s rail network,
transporting another eight million tons of goods valued at more e
than $12 billion. This activity is expected to increase by nearly | #eworsey maliosss & ~ |
50percent by the year 2035. Ourquality of life and our economic ’,;‘f_ I S U
vitality are dependent upon the ability of New Jersey’s freight \j __(.i..._ “TE Ql":__ ¢
system tomove goods efficiently and cost effectively.Action must "'z_ 5 LR

be taken today to ensure that New Jersey’s freight rail network is o

ready to handle the demands of tomorrow.

New lJersey’s extensive and robust freight rail system is being
challenged by ever increasing demand and growth of the
customers it serves. Our state has approximately 1,000 miles of
rail freight lines serving customers large and small. It is served by
shortline, regional and national railroads.

All operate on their own tracks, with many also operating on
tracks owned by others through shared use agreements. Each
perform a different role and has different needs. The national
railroads focus on high volume freight movements, including the
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international marine and interstate traffic. High traffic density operations are their major source of

revenue and profit.

By contrast, shortline railroads focus on the individual needs of
New Jersey-based businesses and industries, which support the
state’s economy and provide jobs. Many of their customers are
clustered in “freight villages,” industrial parks, logistics centers
and other areas ripe for economic growth. However, they are
hampered by limited financial resources and their reliance on
other railroads to get their cars to their final destination.

To improve profits and lower costs, rail-reliant businesses and
industries prefer providers that can accommodate the longer,
higher and heavier cars that have become the national
standard. Despite limited resources, New Jersey shortlines have
made considerable progress in this regard. However, business
opportunities are being lost because the a number of the
secondary and mainlines on which they depend do not meet the
new national weight standard and their owners do not have a
sufficient financial incentive to make the upgrade.

Eighteen freight railroads currently operate within the State of

New Jersey, including:

e Three Class | Railroads — Norfolk Southern (NS), CSX
Transportation (CSXT) and the Canadian Pacific Railway (CP)
e One Class Il Regional Railroad —the New York, Susquehanna,

and Western Railway (NYS&W)

i e
NYNJ Railroad at the CrossHarbor Rail Float

Terminal in Jersey City

Staging of ethanol cars at the Winchester &
Western Railroad Yard, BridgetonNJ

- TEECE 23
Conrail on the move in northern New Jersey

. A=~
CSX freight moving south on the River Line

e Seven Class Il and Il

Local Railroads, and
e Seven Switching and Terminal Railroads, most notably the
Consolidated Rail Corporation (Conrail).

There also are three major passenger rail providers in the State
— Amtrak, New Jersey Transit (NJT) and the Southeastern
Pennsylvania Transportation Authority (SEPTA).

Together, Class | and Canadian railroads account for over 67
percent of the rail mileage operated in New Jersey, with CSXT
and NS operating about 250 and 160 trains daily in New Jersey,
respectively.

ES-3
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Switching and terminal railroads (inclusive of Conrail) account for nearly 22 percent of the track miles
operated in New Jersey.

The overall number of railroads and miles operated in New Jerseyremained relatively consistent over
the past decade. Total mileage operated by individual railroads remained relatively consistent with
some minor exceptions. The New York, Susquehanna, and Western Railway registered an increase of
13 additional route miles (a 17 percent increase) during this interval. Conrail registered a reduction in
route miles operated from 429 in 2000 to 419 in 2011.

THE BENEFITS OF FREIGHT RAIL

The considerable benefits of freight rail accrue to New Jersey in three areas:

Economic, Environmental, and Quality of Life.

Economic Benefits - Every year, America’s freight railroads save consumers billions of dollars.
According to an analysis from the American Association of State Highway and
Transportation Officials (AASHTO), it would cost shippers almost $70 billion more per year
if all freight moved by rail were shifted to truck.

America’s freight railroads generate nearly $265 billion in total annual economic activity, sustaining 1.2
million jobs, including more than 175,000 jobs in the freight rail industry itself. According to U.S.
Department of Commerce economic models, every dollar spent on investments in our freight railroads
— tracks, equipment, locomotives, bridges, etc. — yields $3 in economic output. In addition, each S1
billion of rail investment creates more than 17,000 jobs.

Freight railroads directly employ over 1,100 people in New Jersey, providing nearly $92 million in
annual wages and benefits. An additional 8,800 railroad retirees are the recipients of annual railroad
retirement benefits of $157 million. Nationwide, each freight rail job supports 4.5 jobs elsewhere in the
economy.

Freight rail service encourages and supports development and economic growth. Transportation cost
is a key consideration in many business location decisions. Locations that offer multimodal
transportation options that include state of the industry rail infrastructure and access to the national
network have a competitive edge over locations that offer deficient or non-existent rail accessibility.
Enhancements to the rail service provided to a location supports the retention of industrial activity,
encouraging existing businesses to remain within New Jersey as opposed to relocating to adjoining
states and taking jobs with them.

Environmental Benefits - Railroads are the most environmentally sound way to move freight. On
average, trains are four times more fuel efficient than trucks. They also reduce highway
gridlock, lower greenhouse gas emissions, and reduce pollution. Railroads are developing
and implementing greener technologies and operating practices to support greater
environmental benefits into the future.

ES-4
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Technological advances in the railroad industry have resulted in railroad fuel efficiency increasing by
over 100 percent since 1980. In 2010, America’s railroads moved a ton of freight an average of 484
miles on onegallon of fuel. It has been estimated that if 10 percent of the long-distance freight that is
currently moved by truck were to be moved by rail, fuel savings would exceed one billion gallons per
year.

Moving freight by rail instead of truckreduces greenhouse gas emissions by 75 percent.Ilt has been
estimated that if 10 percent of long-distance freight currently moved by truck were to be moved by
rail, annual greenhouse gas emissions would be reduced by more than 12 million tons. That reduction
is equivalent to the reduction that would be achieved by taking 22 million cars off the road.

Quality of Life Benefits — In 2010,congestion on America’s highways cost $1,001 billion in lost time (4.8

) billion hours) and resulted in the unnecessary consumption of 1.9 billion gallons of fuel.A
typical freight train can carry the equivalent load of 280 or more trucks. Fewer trucks
means less congestion and fewer hours of lost time that commuters and everyday drivers
spend sitting in traffic. Use of freight rail as opposed to trucks reduces harmful emissions
that contribute to poor air quality, allowing everyone to breathe a little easier.

INCREASED FREIGHT RAIL DEMAND - PREPARING TO MEET THE CHALLENGE
Rising fuel prices, increasing highway congestion, an increased focus on environmental stewardship,
increasingly sophisticated supply chain management techniques and industry desire for redundancy
intheir freight distribution systems are all contributing to increased demand for freight rail. But is the
freight rail system in New Jersey ready to meet the challenges that lie ahead?

Overall freight demand (all modes) is projected to grow by about 64 percent between 2007 and 2035.
Rail freight demand is expected to grow by about 48 percent during the same period.With limited
resources to build new capacity, it becomes especially important to effectively manage the existing
multimodal transportation infrastructure to accommodate freight growth and select the most
beneficial infrastructure projects to fund. Improved management of the existing system capacity and
expansion of the system where required will help ease highway and rail network congestion,
accommodate projected growth and provide cost-effective options for the transportation of
passengers and goods.

While millions of private and public dollars are invested in improvements to New Jersey’s freight rail
system each year, the needs far outweigh available financial resources. In 2010, applications for
funding under the New Jersey Freight Rail Assistance Program totaled more than three times the
annual funding allocation of $10 million.A wide range of freight rail infrastructure improvements are
currently being advanced by the public and private sectors throughout the state. Some of these
improvements are fully designed and funded for construction, while others are still in the early
visioning stage of project development. In the aggregate, the cost for completion of these
improvements is estimated to be nearly $1.5 billion. The needs of the freight rail system must be
carefully considered and prioritized to ensure that the maximum benefit is achieved for every
improvement dollar invested.
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GOALS AND OBJECTIVES OF THE PLAN

The New Jersey Statewide Strategic Freight Rail Plan has been developed to
identify the state and efficiency of the existing system, project future demand to be

placed upon it, examine infrastructure improvements already in the works,
determine what still needs to be done, and prioritize a series of actions to ensure
that New Jersey is well served by freight rail.

Our quality of life and our economic vitality are dependent upon the ability of New Jersey’s freight
system tomove goods efficiently and cost effectively. This New Jersey Statewide Freight Rail Strategic
Planis one of a wide range of activities undertaken by the New Jersey Department of Transportation to
advance the following freight movement goals and objectives:

e Integrated Planning: To foster increased cooperation and coordination among public agencies
and between public agencies and the private sector.

e Economic Development: To retain and generate jobs, maintain and increase revenue, and help
maintain and enhance the state’s competitive position through strategic freight initiatives.

e Mobility: To improve access to the national freight system and improve the efficiency of goods
movement.

e Sustainable Investment: To cultivate and protect freight initiatives which provide lasting
returns on public investment.

e Community and Environment: To promote freight as a good neighbor and the movement of
freight in a socially and environmentally responsible manner.

o Safety and Security: To protect people, cargo, and infrastructure.

To fulfill these goals and objectives, the recommendations of the New Jersey Statewide Freight Rail
Strategic Plan focus on supporting enhancements to the freight rail infrastructure, operations and
services that will:

e Facilitatethe efficient and cost-effective movement of goods to businesses, industries and
consumers both within and outside of New Jersey;

e Encourage business and industry retention and growth within New Jersey;

e Support anticipated growth within New Jersey’s maritime ports;

e Improve public safety;

e Createjobs, and

e Reduce emission of greenhouse gases and enhance the quality of life within New Jersey.

In return for providing the infrastructure to support freight movement to the rest of the nation, New
Jersey is uniquely situated to benefit from the industries that add value to that freight as it moves
through the transportation system. With appropriate planning, freight activity can drive economic
activity, create jobs, and support broader community quality of life goals.

PRIORITY ACTIONS - “THE PLAN”

ES-6
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Building upon extensive coordination and input from a wide cross section of state agencies, Class |
railroads and shortline / terminal railroads, 43 issues were identified that represent varying degrees of
impediment to the creation and operation of a flexible, efficient freight rail system to serve New
Jersey. These issues range from critical infrastructure improvement needs affecting the operational
capacity of the system to issues affecting the integration of freight rail operations into local
communities while preserving quality of life for local residents. Based upon close consultation with the
freight rail industry, the 12highest priority recommendations to improve rail freight in the State of New
Jersey are:

e Continuation of the NJ Freight Rail Assistance Program;

e Upgrading secondary / light density lines to handle the current industry standard 286,000 Ib.
(286K) rail cars;

e Upgrading New Jersey’s shortlines to handle the current industry standard 286K rail cars;

e |dentify and mitigate constraints inhibiting the movement of 286K rail cars on selected
passenger lines;

e Capacity and access at Greenville Yard;

e Repair and rehabilitation of the Delair Bridge to ensure continued freight rail access to southern
New Jersey;

e Expand capacity of the Lehigh Line (shared with NJ Transit’s Raritan Valley Line) from Oak Island
Yard to Manwville Yard.

e Elimination of tunnel and bridge height and width constraints that restrict the movement of
today’s larger industry standard rail cars;

e Providing freight rail connectivity between the northern and southern New Jersey;

e Preservation and reactivation of the military rail network;

e Enhancing connectivity between the Class | and the short line railroads, and

e Expanding intermodal yard capacity throughout the State, particularly in northern New Jersey.

Not all issues require the same level of action to affect an improvement. Specific solutions and actions
were identified for each issue. These recommended actions are categorized by level of intensity as:

e Compliance with existing and pending regulations and Federal mandates;

e Maintenance of infrastructure and operations in their current serviceable state;

e Improvement of existing infrastructure, programs and practices to eliminate constraints;
e Expansion of existing facilities and practices, and

e Development / Implementation of new infrastructure, programs and practices.

These specific infrastructure improvements and programmatic actions are the foundation of the New
Jersey Statewide Freight Rail Strategic Plan.
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. INTRODUCTION

A. A HISTORY OF GROWTH, DECLINE AND GROWTH

Initially developed in the 1830s, the United States rail system expanded rapidly throughout the
1800s and early 1900s. At its peak in the 1920s, the rail system included nearly 380,000 miles
of trackl, moving both passengers and freight. As a result of improvements and expansion of
highway infrastructure, increased competition from the trucking industry, and increased
regulation, the national rail system fell into a deep decline in the decades following World War
I, leading to numerous bankruptcies and ultimately the formation of Amtrak and Conrail. The
passage of the Staggers Rail Act’ in 1980 allowed the railroad industry to consolidate and divest
itself of unprofitable lines. Some of these lines were acquired by short lines, which could
operate with greater efficiency. Today, the core freight rail network in the United States has
been reduced to approximately 172,000 miles of track.

From the outset, the New Jersey rail system focused on the needs of the ports, its many
industries, and providing access to New York and Philadelphia for passengers and freight.
Nonetheless, the state’s system experienced the same pattern of explosive growth and
eventual decline. In 1999, Norfolk Southern and CSX acquired Conrail and split the assets
between them. A new entity, Conrail Shared Assets, was formed as a terminal railroad to
manage operations benefitting both Norfolk Southern and CSX in the state. A detailed history of
the rail system can be found in the New Jersey State Rail Plan.

Today, eighteen freight railroads currently operate within the State of New Jersey, including:

e Three Class | Railroads — Norfolk Southern (NS), CSX Transportation (CSXT) and the Canadian
Pacific Railway (CP)

e One Class Il Regional Railroad — the New York, Susquehanna, and Western Railway
(NYS&W)

e Seven Class Il and Il Local Railroads, and

e Seven Switching and Terminal Railroads, most notably the Consolidated Rail Corporation
(Conrail).

TAASHTO Freight Rail Bottom Line Report, 2003

The Staggers Rail Act of 1980 is a United States federal law that deregulated the American railroad industry to a
significant extent, and replaced the regulatory structure that existed since the 1887 Interstate Commerce Act.
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With a reduced but more stable and sustainable rail network in place, rail freight volumes have
continued to grow in recent years, driven by advances in freight rail productivity including
double-stack cars and more powerful locomotives pulling longer trains. New Jersey refineries
are witnessing a surge in petroleum shipments by rail, both inbound and outbound. With the
rise in foreign oil prices, domestic production has boomed with the use of new technologies,
such as the hydraulic fracturing of shale formations and horizontal drilling. Some production
sites, such as the Bakken field in North Dakota, are relying on rail to move product. The rising
cost of fuel has served to make the use of rail more economically viable for transporting large
volumes of goods over long distances. Increasing congestion on the nations and New Jersey’s
highways has also contributed to increased rail volumes. The result of these trends is that rail
market share, as a proportion of intercity ton-miles in the United States, has stabilized following
a long decline where rail lost over 40 percent of its market share.

Together, Class | and Canadian railroads account for over 67 percent of the rail mileage
operated in New Jersey, with CSXT and NS operating about 250 and 160 trains daily in New
Jersey, respectively. Switching and terminal railroads (inclusive of Conrail) account for nearly
22 percent of the track miles operated in New Jersey.

Rail freight volumes increased substantially during the 2000s due in part to rising global trade
combined with freight railroad expansion into new markets such as intermodal trade.
Intermodal rail traffic has quadrupled over the last 25 years and increased by about a third
during the past decade.’ Domestic economic growth during the same period led to increases in
consumption commodities such as coal and bulk food products, key rail commodities. Overall
freight demand (all modes) is projected to grow by about 64 percent by 2035, with rail freight
demand expected to grow by about 48 percent.

There also are three major passenger rail providers in the State impacting the freight system.
Amtrak provides inter-city and high speed service and New Jersey Transit (NJT) and the
Southeastern Pennsylvania Transportation Authority (SEPTA) which provide commuter service.
In some cases the track is owned by the passenger system, and in other cases the track is
owned by the freight operators. Additional transit service, which does not impact the freight
system is provided by the Port Authority of NY&NY (Port Authority Trans Hudson — PATH); and
the Delaware River Port Authority (Port Authority Transit Corporation - PATCO). Figure 1.1
displays the New Jersey rail network.

3Association of American Railroads
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Figure I.1 Existing Rail Network

New Jersey Railroads
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Population, economic, and income growth all drive increased freight demand and contribute to
congestion on New Jersey’s transportation system. With limited resources to build new
capacity, it becomes especially important to effectively manage the existing multimodal
transportation infrastructure to accommodate freight growth and select the most beneficial
infrastructure projects to fund. Improved management of the existing system capacity and
expansion of the system where required will help ease highway and rail network congestion,
provide cost-effective options for the transportation of passengers and goods and
accommodate projected growth in the demand for movement of freight by rail.

B. IMPORTANCE OF MAINTAINING AND SUPPORTING THE FREIGHT RAIL
INDUSTRY IN NEW JERSEY

T, Freight is the “Economy in Motion.” A flexible,

“Economy in Motion.”New Jersey’s efficient freight rail network that meets the ever-
freight rail network is a vital link in the changing needs of the freight logistics industry is

transportation system that supplies vital to serving New Jersey businesses and industries
America’s people and industries.

and maintaining New Jersey’s role as the premier
commercial gateway for international trade on the Eastern Seaboard. In simple terms, “freight”
means goods in motion and, more fundamentally, the economy in motion. New Jersey is the
most densely populated state in the nation. As its roadways become more congested and the
availability of land for the construction of additional transportation infrastructure shrinks, New
Jersey will need to rely even more on its rail system to move millions of people and millions of
tons of goods every year.

Historically, the State of New Jersey was heavily industrialized and served by an extensive port
and freight rail network. Over the years, as industries moved out of New Jersey, the demand
for rail service to supply local manufacturing operations declined. Miles of freight railroad were
simply taken out of service while many more miles of freight rail right of way were sold off and
converted to other uses. The remaining freight rail network continues to support movements
to and from New Jersey, but it is no longer as capable of supporting movements within the
state as it once was.

Developing and maintaining an efficient freight rail system in New lJersey is critical to
maintaining economic competitiveness, especially as domestic and global trade continues to
expand. Economic vitality requires a strong rail system capable of providing New Jersey ports
and businesses with competitive access to local, national and international markets. As the
volume of goods moved through the ports continues to grow, the regional roadway network
will face tremendous challenges in moving freight. Expanding and enhancing the ability to
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move goods by rail will lessen the burden on the roadways and serve as a catalyst for attracting,
retaining and growing New Jersey industry and creating jobs.

The public and private sectors spend millions of dollars every year on freight rail infrastructure
improvements. However, available financial resources fall well short of the estimated $1.5
billion needed to fund the projects identified in this plan. New Jersey is not alone in this regard.
Many other states face a similar challenge, attempting to resolve the issue of limited funding in
a variety of ways with varying degrees of success. Examples of the diverse ways states provide
financial aid and encourage private investment include:

Funding Mechanisms

e Revolving loan funds

e State or authority bond issues

e Industrial revenue bonds

e Private activity bonds

e State grants —100% and local match

e Federal grants (TIGER, US EDA, etc.)

e Congestion Mitigation and Air Quality (CMAQ) funds

e State infrastructure bank

e Federal Railroad Rehabilitation & Improvement Financing (RRIF) loans

e Transportation Infrastructure Finance and Innovation Act (TIFIA) federal credit
assistance

e Public/private partnerships

e State tax exemptions (user fees)

e State investment credits

Government Structures

e State Departments of Transportation

e Independent agencies or authorities

e Bipartisan commissions

e Non-profit transportation corporations (T-CORP)

State Revenue Sources

e State budget reallocation (highway to rail)
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e Sales tax dedication

e Diesel tax (increase or indexing)
e Gas tax (increase or indexing)

e Truck/trailer sales tax

e Truck tire tax

e Driver’s license surcharge

e Registration fees

e Share of U.S. Customs revenues
e Ton freight charge

e Ton-mile freight charge

e U.S. freight bill

e Special state railroad tax

e Railroad property tax

e Railroad franchise tax

A thorough examination of the revenue sources, financing mechanisms and governance
structures employed by other states should be conducted to determine if there are “best
practices” or successful models that could be adapted for use in New Jersey.

C. PLAN PURPOSE AND NEED

Rail plays a key role in the freight industry due to its ability to transport heavy bulk goods, as
well as containerized goods, long distances for less cost than trucks. While the freight
transportation system has been shaped by the evolving needs of the people and businesses
served both locally and throughout the country, realizing the maximum value that freight rail
has to offer does not automatically happen by itself. It requires a vision of future needs and a
plan of action to create a system to meet those needs.

To stretch limited existing resources and achieve the maximum benefit for every public dollar
invested, the NJDOT must prioritize the needs of the state freight rail system. Recognizing the
importance of maintaining and supporting an efficient freight rail system in New Jersey, the
NJDOT undertook development of the New Jersey Statewide Freight Rail Strategic Plan to
assess the state and efficiency of the existing system; project future freight rail demands;
identify infrastructure improvements already in the works; and prioritize a series of
improvements and actions to ensure that New Jersey is well served by an efficient and effective
freight rail system well into the future.
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The New Jersey Statewide Strategic Freight Rail Plan is a guide for creating the most efficient,
effective freight rail system possible. It looks at the existing rail system and the forces that are
expected to shape it in the future and applies the knowledge and insight of the Agency and
Industry Advisory Group (“AlAG”). This wide cross section of state agencies, Class | railroads and
short line / terminal railroads helped to determine what needs to be done to accomplish this
end, whether physical, operational or institutional

1. Strategic Freight Rail Planning within the Context of State Planning

While a wide array of regional and statewide multimodal freight planning studies have been
undertaken by multiple agencies, this current effort is unique in that it represents an attempt to
comprehensively identify the critical issues that affect the freight rail system and industry
throughout the state. A range of potential strategies and solutions are identified to address
each issue with the intent of assessing the overall performance of the freight rail system and
providing a framework for consistently evaluating and prioritizing investments and policy
decisions. The goals and objectives of this effort were developed to support the goals and
objectives of the State Development and Redevelopment Plan as well as the State
Transportation Plan, Transportation Choices 2030.

The State Planning Act contains three key provisions which set the framework for the State
Development and Redevelopment Plan:

e encourage development, redevelopment and economic growth in locations that are well
situated with respect to present or anticipated public services or facilities and to
discourage development where it may impair or destroy natural resources or
environmental qualities.

e reduce sprawl

e promote development and redevelopment in a manner consistent with sound planning
and where infrastructure can be provided at private expense or with reasonable
expenditures of public funds. (N.J.S.A. 52:18A-196, et seq.)

Transportation Choices 2030 sets eight goals and policies, focusing on existing transportation
infrastructure, smart growth, efficiency, environmental stewardship and a new awareness of
freight movement. Rail freight supports the above goals, as it focuses on the existing
infrastructure that shaped the state and created the centers in the State Plan. Rail freight is
efficient, environmentally sound, and supports the state’s economy.

The New Jersey State Strategic Freight Rail Plan will play a significant role in supporting and
advancing the overall goals and objectives of these state plans by identifying issues and
prioritizing actions and investments in the freight rail infrastructure that will support the freight
industry in the state, attract industrial and manufacturing development, create jobs and foster
economic growth and vitality for new Jersey’s residents and industries.
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2. Environmental Benefits

Railroads are the most environmentally sound way

to move freight. On average, trains are four times [IUCILCECHEICRUEERTCRINTEIIE TR
friendly way to move freight, thanks
to their unique ability to fight
highway gridlock, lower fuel

consumption, reduce greenhouse gas
implementing greener and cleaner technologies and emissions, and reduce pollution.”

more fuel efficient than trucks. They also reduce
highway gridlock, lower greenhouse gas emissions
and reduce pollution. Railroads are developing and

more efficient operating practices that will support - Association of American Railroads
greater environmental benefits into the future.

Reduced C ti Fossil Fuels - A ding t
educed Consumption of Fossil Fuels - According to In 2010 U.S. freight railroads moved

a ton of freight an average of 484
Administration, on average, railroads are four times miles per gallon of fuel.

a recent independent study for the Federal Railroad

more fuel efficient than trucks. Technological - Texas Transportation Institute

advances in the railroad industry have resulted in
railroad fuel efficiency increasing by over 100 percent since 1980. In 2010, U.S. freight railroads
moved a ton of freight an average of 484 miles per gallon of fuel. It has been estimated that if
10 percent of the long-distance freight that is currently moved by truck were to be moved by
rail, fuel savings would exceed one billion gallons per year.

Reduced Greenhouse Gas Emissions and Improved } } )
“Freight railroads account for just

Air Quality - Greenhouse gas emissions are directl
Q y g y 0.6% of U.S. Greenhouse Gas

related to fuel consumption. Since railroads are, on

Emissions.”
average, four times more fuel efficient than trucks, - USEPA, Inventory of US Greenhouse Gas

moving freight by rail instead of truck lowers Emissions and Sinks, 1990-2009

greenhouse gas emissions by 75 percent. Transportation is responsible for 27.3 percent of the
greenhouse gas emissions in the United States, generating 1,794 of the 6,633 terra grams
(trillion grams) of CO2 emitted annually. Of this total, The 37.2 terragrams accounted for by
freight railroads was just 0.6 percent of total U.S. greenhouse gas emissions from all sources
and just 2.1 percent of transportation-related greenhouse gas emissions. It has been estimated
that if 10 percent of long-distance freight currently moved by truck were to be moved by rail,
annual greenhouse gas emissions would be reduced by more than 12 million tons. That
reduction is equivalent to the reduction that would be achieved by taking 22 million cars off the
road.
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3. Economic Benefits

Freight railroads have invested more than $480

“Every dollar spent on investments
in our freight railroads yields $3 in

billion since 1980 to maintain and improve their
tracks, bridges, tunnels, locomotives, freight cars economic output”

and other infrastructure and equipment. Those - US Department of Commerce
investments continue to pay dividends to our

nation’s economy. Every year, America’s freight railroads save consumers billions of dollars.
According to an analysis from the American Association of State Highway and Transportation
Officials (AASHTO), it would cost shippers almost $70 billion more per year if all freight moved
by rail were shifted to truck. America’s freight railroads generate nearly $265 billion in total
annual economic activity, sustaining 1.2 million jobs, including more than 175,000 jobs in the
freight rail industry itself. According to U.S. Department of Commerce economic models, every
dollar spent on investments in our freight railroads — tracks, equipment, locomotives, bridges,
etc. — yields $3 in economic output. In addition, each $1 billion of rail investment creates more
than 17,000 jobs.

Freight Railroads Save Consumers and Businesses Money - Railroads help their customers
control prices, saving shippers, and ultimately consumers, billions of dollars annually. Average
U.S. freight rail rates (inflation-adjusted revenue per ton-mile) were 51 percent lower in 2010
thanin 1981. Accordingly, shippers can move twice as much freight per dollar today as 30 years
ago. This translates to lower consumer product costs.

Freight Railroads Create Jobs — The railroad
industry nationwide supports more than 175,000

“The railroad industry nationwide
supports more than 175,000 jobs”

jobs. In 2010, the average full-time rail industry - Association of American Railroads

employee earned wages of $82,600 — 55 percent
higher than the $53,000 average wage per full-time employee in the United States. In addition
to direct employment, freight railroads sustain more than one million additional jobs in
industries that provide goods and services to railroads or that are recipients of spending by the
employees of railroads and their suppliers. In short, every direct job in freight rail operations
sustains another 4.5 jobs elsewhere in the economy, with the freight railroads generating
nearly $265 billion in total economic activity annually including direct, indirect and induced
effects.

Encourage and Support Development and Economic Growth — Cost is a key consideration in
business location decisions, particularly in industries for whom transportation is a major
component of total costs. When presented with multiple geographic options for locating a new




New Jersey Statewide Freight Rail Strategic Plan

or expand an existing business, the cost of transportation can be the deciding factor. Locations
offering multimodal transportation options that include state of the industry rail infrastructure
and access to the nation network have a competitive edge over locations that offer deficient or
non-existent rail accessibility. Even if no significant new business activity is generated due to
other constraints, enhancements to the rail service that can be offered to a location often
results in business retention and encourages existing businesses to remain within new Jersey as
opposed to relocating to adjoining states and taking jobs with them.

4, Quality of Life Benefits

Reduced Roadway Congestion - Railroads help

In 2010, congestion on America’s
highways cost $1,001 billion in lost
time (4.8 billion hours) and resulted

reduce the economic costs of highway congestion.
According to the Texas Transportation Institute, in
2010 congestion on America’s highways cost $1,001 in the unnecessary consumption of
billion in lost time (4.8 billion hours) and resulted in 1.9 billion gallons of fuel.

the unnecessary consumption of 1.9 billion gallons - Texas Transportation Institute

of fuel. This estimate does not take into account
additional costs related to other factors like lost productivity or delayed cargo delivery. A
typical freight train can carry the equivalent load of 280 or more trucks. Shifting freight from
trucks to rail reduces the need to build new or expanded roadways. It also reduces the stress
placed on the existing roadway pavement and bridge infrastructure, much of which is already
classified as structurally deficient, reducing life-cycle maintenance costs.

D. GOALS AND OBJECTIVES

The New Jersey Statewide Freight Rail Strategic Plan is one component of a wide range of
activities undertaken by the New Jersey Department of Transportation to advance the following
freight movement goals:

e Integrated Planning: To foster increased cooperation and coordination among
public agencies and between public agencies and the private sector.

e Economic Development: To retain and generate jobs, maintain and increase
revenue, and help maintain and enhance the state’s competitive position through
strategic freight initiatives.

e Mobility: To improve access to the national freight system and improve the
efficiency of goods movement.

o Sustainable Investment: To cultivate and protect freight initiatives that provide

I-10
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lasting returns on public investment.

¢ Community and Environment: To promote freight as a good neighbor and the
movement of freight in a socially and environmentally responsible manner.

o Safety and Security: To protect people, cargo and infrastructure.

Building upon these broader state freight goals, the primary objective of the New Jersey
Statewide Freight Rail Strategic Plan is to support economic activity in the state by providing a
strong infrastructure and operational system that makes rail service available and effective for
as many businesses as possible.

In the context of the various state plans, and in recognition of the many benefits that a vibrant
freight rail system and industry offers, overarching goals and objectives were established for
the New Jersey Statewide Freight Rail Strategic Plan, including:

e Ensure the existing freight rail infrastructure is maintained in a state of good repair.

e Promote preservation of currently out-of-service and at-risk rail rights of way for
potential future reactivation.

e Ensure continued operation of critical freight rail corridors and connections to the
national network.

e Enhance intermodal connectivity.

e Enhance connectivity between Class |, regional and short line railroads.

e Ensure adequate yard capacity.

e Maintain and expand available mechanisms and programs for funding of
improvements.

e Expand system redundancy.

e Reduce congestion and enhance operational efficiency.

¢ Enhance economic development opportunities.

e Support the retention, attraction and growth of rail-served industries within New
Jersey.

e Expand public education and support.

e Reduce emissions and improve the quality of life.

E. STRUCTURE AND CONTENT OF THE PLAN

As opposed to an analytical model approach, this plan was developed from the bottom up,
building upon extensive coordination and input from a wide cross section of state agencies,
Class | railroads and short line / terminal railroads. These participants on the Agency and

I-11
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Industry Advisory Group (“AlAG”) provided valuable insights into their current operations and
visions for the future, as well as a comprehensive listing of issues and constraints - physical,
operational and institutional — that are hindering the achievement of the plan’s vision. These
impediments make it difficult to create and operate a flexible and efficient freight rail system,
stimulate economic growth and create jobs.

The plan is not intended to represent a list of specific capital projects and policy needs, but
rather as a blueprint to guide future efforts in planning and maintaining a flexible, efficient

freight rail system. In short, the plan:

e Organizes and focuses New Jersey’s freight rail planning efforts to leverage freight rail in
support of economic development.

o Identifies issues affecting the health of the freight rail system serving New Jersey.

e Prioritizes issues in terms of early, mid-term and long-term action needs.

¢ Identifies a range of actions that can be taken to address specific needs.

The following sections of this report detail the plan development process and a series of
prioritized recommended improvements and actions to support the freight rail industry.

[-12
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1. EXISTING SYSTEM AND RAIL COMMODITY FLOW ANALYSIS

A key element of the plan preparation was the development of an understanding of existing rail
infrastructure and freight flows along with insight into the future demand for rail freight. A
guantitative commodity flow analysis helps policy-makers and analysts better understand rail
freight movements into, out of, within, and through the state by identifying the volumes and
types of commodities moved and their origins and destinations. This profile focuses on the two
primary measures of freight activity, tonnage, and value. Tonnage is an indicator of the
demand that freight movement places on transportation infrastructure while value is an
indicator of the economic activity associated with freight. The data were analyzed by direction,
(i.e., inbound, outbound, intraregional, and through moves), by commodity and by trading
partner for both 2007 base year and 2035 forecast year.

Analysis of the New lJersey rail system, including existing infrastructure, commodities
transported, and expected growth in the type and directionality of rail flows helps to better
understand the existing and emerging freight industry, and logistics trends that are affecting
goods movement into, out of, through and within New Jersey. This knowledge will help policy-
makers identify critical rail system bottlenecks, and identify the policies, projects, and strategies
that can enhance regional mobility, improve regional competitiveness, and mitigate community
and environmental impacts. The findings will support the development of the Statewide
Freight Rail Strategic Plan and support future planning activities within the State.

A. RAIL SUPPLY

From the inception of the nation’s rail network in the 1820-1830 era to the post World War |
period, rail track miles throughout the country expanded rapidly. Since the 1920s, however,
track miles have generally declined throughout the United States, including New Jersey. Much
of the recent declines are attributable to the deregulation of the railroad industry as a result of
the Staggers Rail Act of 1980, which allowed, among other elements, for rail carriers to
discontinue or consolidate unprofitable routes. This consolidation has led to the current “core”
freight rail system operated by the Class | railroads, supported by shortline railroads that
provide direct connections to customers.

New Jersey has a robust freight rail system, including three Class | railroads, several Class Il and
Il railroads, and a number of shortline, switching and terminal railroads. A variety of passenger
rail services are also available including intracity and intraregional services operated by New

! AASHTO Freight Rail Bottom Line Report, 2003.
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Jersey Transit and long distance interstate services operated by Amtrak. Figure Il.1 displays the

New Jersey rail network
Figure Il.1 New Jersey Rail System
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1. NEW JERSEY FREIGHT RAILROADS

Eighteen freight railroads operate within New Jersey including three Class | Railroads - Norfolk
Southern (NS), CSX Transportation (CSXT) and the Canadian Pacific Railway?’; one Class IlI
Regional Railroad -The New York, Susquehanna, and Western Railway; seven Class Il and Il
Local Railroads, and six Switching and Terminal Railroads.?Portions of the track these railroads
operate on are owned by freight railroads, and portions are owned by passenger railroads.
Regardless of ownership, many sections of track are shared with passenger operations. Port
Authority Trans-Hudson (PATH) and Port Authority Transit Corporation (PATCO) also provide
passenger service, but their systems do not connect with the freight system. There are
currently 1,133 freight rail employees in the state, a reduction from over 1,700 in 2003 as
reported in the 2007 New Jersey Freight Plan.

The overall number of railroads and miles operated remained relatively consistent between
2003 and 2009 with US Rail Corporation assuming operation of 18 miles of track previously
operated by the Southern Railroad Company of New Jersey. (In 2012, operation of the Salem
Line reverted to Southern Railroad.) Total mileage operated remained relatively consistent with
some minor changes to the Southern New lJersey and Philadelphia area Conrail operations,
which were reduced from 429 miles in 2003 to 411 miles in 2009. The New York, Susquehanna
and Western Railway registered a marginal increase of 13 additional track miles (about a 17
percent increase) during this interval. Together, Class | and Canadian railroads account for over
67 percent of the rail mileage operated in New Jersey, with CSXT and NS operating about 250
and 160 trains respectively. Switching and terminal railroads (inclusive of Conrail) account for
nearly 22 percent of the track miles operated in New Jersey. Table Il.1 provides a summary of
the freight railroads mileage comparing 2010 data with that reported for 2003 in the New
Jersey Freight Plan.

2Canadian-owned line not affiliated with any U.S. rail subsidiary

* Association of American Railroads, New Jersey Statistics for 2008.
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. . . 4
Table ll.1 Summary of Freight Operators and Mileage in New Jersey
. Miles Operated in New Jersey
Class/Type Railroad Name
2003 2010
Class | and Canadian CSX Transportation 648 647
Norfolk Southern Corporation 933 933
Canadian Pacific Railway 68 68
Class Il and Class Il The New York, Susquehanna and 78 91
(Regional) Western Railway
Class Il and Class Il Belvidere and Delaware River Railway 16 20
(Local) Company
Cape May Seashore Lines 27 27
Morristown & Erie Railway, Inc. 42 42
New Jersey Rail Carrier, LLC 0.5
NJ Seashore Lines 0’
New York and Greenwood Lake Railway 2
SMS Rail Service, Inc. 11 13
Southern Railroad Company of New 71 53
Jersey
Winchester and Western Railroad 54 54
Switching and Black River and Western Railroad 17 17
Terminal Railroads Conrail, Inc. 429 469
East Jersey Railroad and Terminal 2 3
Company
Hainesport Industrial Railroad 0
New York, New Jersey Rail, LLC® 4
Port Jersey Railroad 5
Raritan Central Railway, LLC 16 17
US Rail Corporation 0 18

Class Summary

Number of Railroads

Miles Operated in New Jersey

(Excluding Trackage

(Including Trackage

Rights) Rights)
Class | and Canadian 3 189 1,649
Class Iland Il 1 91 91
(Regional)
Class Il and 11l (Local) 7 201 213
Switching and 7 527 531
Terminal
Total 18 983 2457

4Source: Association of American Railroads, 2003, 2010
5 NJ Seashore Lines anticipate future operation over 13 miles

®Formerly operating as New York Cross Harbor Railroad
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2. NEW JERSEY PASSENGER RAILROADS

Four passenger railroads serving New Jersey residents, visitors and businesses, impact the
freight system. NJ Transit operates 11 lines throughout the state; Amtrak serves the Northeast
Corridor, SEPTA operates in the Philadelphia and Trenton areas. Port Authority Trans-Hudson
(PATH) and Port Authority Transit Corporation (PATCO) also provide passenger service, but their
systems do not connect with the freight system.

Amtrak

In 2009, Amtrak operated approximately 110 trains a day in New Jersey, including the Acela
Express, Regional, and Keystone Trains. Amtrak also operates several long-distance trains that
service New lJersey including the Crescent (from New York, through New Jersey to New
Orleans), the Cardinal (from New York, through New Jersey to Chicago), the Palmetto (from
New York, through New Jersey to Savannah), the Silver Meteor and Silver Star (from New York,
through New Jersey to Miami), the Carolinian (from New York, through New Jersey to
Charlotte), the Pennsylvanian (from New York, through New Jersey to Pittsburgh), and the
Vermonter (from Washington D.C., through New Jersey to St. Albans, Vermont). Amtrak
stations in New Jersey experienced over 1.5 million boardings and alightings in 2009 over
600,000 of which occurred at the Newark station — the busiest in New Jersey and the 13™
busiest in the National Amtrak system. Amtrak owns the Northeast Corridor track (around 58
miles in New Jersey), on which it operates its trains. Amtrak employed 1,418 New Jersey
residents in FY 2009.

New Jersey Transit

New Jersey Transit (NJT) provides regional passenger rail services on 11 commuter lines
throughout New Jersey that connect to New York and Philadelphia. In 2009, NJT operated 729
daily revenue trains’ during weekdays with about half that number on weekends. There were
nearly 300,000 daily unlinked® passenger trips and over 83 million trips in FY 2009. In the last
five years, the number of average daily trips has increased by more than 30 percent. Despite
the substantial increase in use, the number of daily revenue trains has only increased about 6
percent, resulting in an increase in the number of passengers per train.

The northern routes on the Main and Bergen County Lines and Pascack Valley Line serve
Hudson and Bergen counties. The Montclair-Boonton and Morristown Lines serve the counties

"Trains carrying paying passengers

® Unlinked passenger trips refer to passengers who board public transit vehicles, even if the boarding is the
result of a transfer from another vehicle.
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of Essex Morris, and Warren with the Gladstone Branch serving Union and Somerset counties to
the west and south of Newark. The Raritan Valley Line serves Somerset and Hunterdon
counties to the southwest. The Northeast Corridor Line, North Jersey Coast Line, River Line,
and Atlantic City Line service points south and west of New York City, with destinations of
Trenton, Philadelphia, and Atlantic City. The North Jersey Coast Line serves passengers in
Middlesex and Monmouth counties. The Northeast Corridor Line serves Hudson, Union,
Middlesex, and Mercer counties from Newark to Trenton. The River Line continues from
Trenton south to the New Jersey border with Pennsylvania and the Atlantic City Line runs from
Philadelphia in the State of Pennsylvania to Atlantic City in the southern part of the state
through Camden and Atlantic counties. In many parts of the state, NJT trains operate on CSX
Transportation and Norfolk Southern tracks.

Southeastern Pennsylvania Transportation Authority (SEPTA)

SEPTA operates commuter rail trains in New Jersey, Pennsylvania and Delaware serving an
average of 120,000 passengers per weekday.” Most of this ridership is concentrated in
Pennsylvania with New Jersey stations in Trenton and West Trenton and Delaware stations in
and around Newark and Wilmington. In 2009, ridership on the West Trenton, Trenton and
Wilmington/Newark lines averaged roughly 10,000 per weekday.

Port Authority Trans-Hudson Corporation (PATH)

The Port Authority Trans-Hudson Corporation (PATH), a subsidiary of the Port Authority of New
York and New Jersey operates the a heavy rail rapid transit system linking Manhattan and
neighboring New Jersey urban communities and suburban commuter railroads. With station
stops in Newark, Harrison, Hoboken and Jersey City, PATH presently carries nearly 250,000
passenger trips each weekday. This volume is expected to continue to increase with the
anticipated growth in regional residential, commercial, and business development.

B. CONTEXT

Freight, or goods movement, refers to the transportation of goods from one location to
another. These goods are shipped over the multimodal transportation network because they
are demanded by New Jersey residents, businesses and visitors.

Rail plays a key role in the freight transportation system due to its ability to transport heavy
bulk goods, as well as containerized goods, long distances and for less cost than trucks. A
variety of factors contribute to the demand for freight rail services nationally and within New

9SEPTA Operating Facts, FY 2009
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Jersey. Increasing congestion on the highway network and its corresponding negative impact
on reliability has encouraged shippers to look to rail as an alternative. The growth of
intermodalism, fueled by the use of increasingly sophisticated supply chain management
techniques that allow shippers to benefit from both the lower cost of rail transport and the
flexibility inherent in truck transportation, contributes to the increased demand for rail freight.
Other factors include increasing fuel prices, a focus on environmental considerations, and the
desire of shippers to quickly respond to changing demand patterns, congestion levels, and fuel
prices by establishing redundancy in their freight distribution systems.

Rising fuel prices have caused shippers to look for less expensive ways to transport goods,
sometimes benefitting rail. The public sector’s focus on air quality, along with the desire to
find ways to reduce the road maintenance and safety costs associated with trucks, highlights
the attractiveness of rail transport. Rising levels of international and domestic trade, coupled
with the recognition of the freight rail’s benefits, ensure that rail will continue to be an
important way to move goods throughout the United States and the State of New Jersey.

For over a century, rail has played an important role in the economy of New Jersey. The state’s
rail system enables passengers and goods to move within the state, to New York and
Philadelphia directly and to destinations acrossthe nation. As a heavily urbanized state, and the
most densely populated in the union, New Jersey will continue to rely on its rail system to move
millions of people and millions of tons of goods every year. The study area is comprised of the
21 counties of the State of New Jersey and is shown in Figure I1.2.
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Figure 11.2 Study Area
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C. RAIL DEMAND

Rail demand is influenced by several factors. The primary driver of freight demand across all
modes, including rail, is economic growth. Economic growth, coupled with population growth
and the expansion or improvement of rail freight generating facilities (such as ports, intermodal
yards, coal-fired power plants, chemical manufacturing facilities, etc.) contribute to increases in
freight rail flows. The following sections highlight future demographic, economic, and supply
chain management trends that impact rail freight in New Jersey.

1. Demographic and Economic Trends

The state of New Jersey is the most urbanized state in the United States and the only state
where each county is designated as urbanized by the U.S. Census Bureau. New Jersey also has
the highest population density of any state. The population of New Jersey has increased every
decade since its establishment. As population increases, demand for goods and services
increase as well, resulting in manufacturing and foreign trade growth. This, in turn, leads to
increased demand for freight services to haul raw materials to production facilities and finished
products to businesses and consumers. New Jersey is a key producer of raw materials (minerals
and agricultural commodities among others), as well as waste materials and recyclables. It is
also home to a large array of warehouse and distribution facilities that serve industries,
businesses, and residents both in-state and in the greater New York City and Philadelphia
markets.

Population - Like many states in the Northeast, historical population growth rates in New Jersey
generally outpaced the national average until the 1970s and have lagged behind ever since.
Between 1970 and 2000, New Jersey’s population grew about 14 percent while the population
of the United States as a whole increased nearly 35 percent. According to the U.S. Census, the
population of New Jersey is expected to increase another 10-15 percent by 2030. Population
growth is an important driver of both freight demand and passenger traffic on the state’s
roadways and rail facilities. Figure 11.3 shows historical and projected population of New Jersey
between 1900 and 2030.
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Figure 1.3 New Jersey Population (1900-2030)
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Employment - New Jersey has long been an important contributor to the overall U.S. economy.
Although employment in the manufacturing sector continues to decline (over 100,000 jobs lost
in the sector between 2000 and 2006), the state remains a robust manufacturing hub with
over 250,000 manufacturing jobs in 2010. Manufacturing employment in New lJersey is
concentrated in chemicals, processed food products, and pharmaceuticals (combined over 40
percent of the total). Although New lJersey is currently experiencing a relatively high
unemployment rate due in large part to the recent global recession, for the past decade,
unemployment in New Jersey has tracked either at or slightly below the national average.™ The
Rutgers Economic Advisory Service expects that the unemployment rate will improve to about
6.5 percent by 2020."> A large proportion (nearly 30 percent) of non-farm New Jersey
employment is in industries hardest hit by the recent global recession (e.g. retail trade,
transportation, construction, and manufacturing). As the recovery continues, the state can
expect to benefit from increases in employment in these industries and to experience a
corresponding increase in freight demand and associated congestion.

Income - Notwithstanding recent rises in unemployment, New Jersey is historically among the
states with the highest median household incomes (second in 2009). High incomes are

10New Jersey Economic Outlook and Review 2007
" Source: Bureau of Labor Statistics, 2000-2009

2 Source: New Jersey Economic Indicators, New Jersey Department of Labor and Workforce Development,
November, 2010
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correlated with increased consumption of goods, from food to energy, thereby increasing
demand for freight across all modes, including rail, resulting in increasing congestion.

Congestion on the Transportation Network - As described above, population, economic, and
income growth all drive increased freight demand and contribute to congestion on New
Jersey’s transportation system. With limited resources to build new capacity, it becomes
especially important to select the most beneficial infrastructure projects to fund and to
effectively manage the existing multimodal transportation infrastructure to accommodate
freight growth. Analysis of the TRANSEARCH data indicates that overall freight demand (all
modes) will likely grow by about 64 percent between 2007 and 2035 with rail freight demand
expected to grow by about 48 percent during the same period.

Targeted transportation capacity and operational improvements will help congested highway,
rail, port and airport infrastructure accommodate projected growth and provide cost-effective
options for the transportation of passengers and goods. One example of a major potential
capacity improvement is the Cross Harbor project under study by the Port Authority of New
York and New Jersey. The concentration of port, rail and air freight facilities needed to sustain
the region's economic link to the rest of the world has developed largely to the west of the
Hudson region. The only direct connection from this freight hub to the heavily populated region
east of the Hudson River is by truck over a limited number of congested crossings. Currently,
freight flows between areas east and west of the Hudson River are restricted to a limited
number of highway bridges, already congested railroad crossings, and a rail barge. Freight
trains from the west and south destined for New York City, Long Island and Connecticut must
cross the Hudson River using the Alfred H. Smith Memorial Bridge, located in Selkirk, New York,
approximately 140 miles north of New York City. Construction of the Cross Harbor Rail Tunnel
would provide a direct freight rail link to New York City and Long Island, offering an alternative
to trucks for moving freight across the Hudson River.

2. Passenger and Freight Volume Trends

Passenger Rail - Rail passenger operations have been in place since the dawn of the nation’s rail
network in 1828. Passenger ridership continued to grow along with the expanding rail network
until the early 20" century. Ridership peaked in 1920 at over 47 billion passenger miles."*The
rising popularity and market penetration of automobile beginning in the 1920s followed by
economic challenges during the Great Depression led to large declines in rail ridership. During

BMeyer, John R. and Clinton V. Oster, Jr. Deregulation and the Future of Intercity Passenger Travel.Massachusetts
Institute of Technology, 1987.
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the war years of the late 1940s, passenger rail ridership experienced a resurgence but
continued its long decline after the war and into the 1970s when Amtrak was created by an act
of Congress to take over the operations of the nation’s passenger rail service from the Class |
railroads. Amtrak has been able to achieve gains in passenger rail ridership and continues its
effort to maintain its long-distance transportation market share versus private automobiles and
air travel. During the last two decades especially, passenger rail ridership growth has been
strong. In 2009, many rail transit operators, including Amtrak, set ridership records.

Freight Rail - The freight rail system, initially developed in the 1830s, expanded rapidly in the
1800s and early 1900s with system mileage reaching its peak of about 380,000 miles of track™
in the 1920s. As a result of improvements and expansion of highway infrastructure, increased
competition from the trucking industry, increased regulation, and due in part to the passage of
the Staggers Rail Act in 1980, the railroad industry has consolidated and divested itself of lines
that were unable to generate enough revenues to cover operating and maintenance costs to
the extent that the core rail network today has been reduced to about 172,000 miles. With a
more stable sustainable rail network and operational framework in place, rail freight volumes
have continued to grow, driven by advances in freight rail productivity including double-stack
cars and more powerful locomotives pulling longer trains. The result of these trends is that rail
market share, as a proportion of intercity ton-miles in the United States, has stabilized following
a long decline where rail lost over 40 percent of its market share. Rail freight volumes
increased substantially during the 2000s due in part to rising global trade combined with freight
railroad expansion into new markets such as intermodal trade. Intermodal rail traffic has
quadrupled over the last 25 years and increased by about a third during the past decade.’
Domestic economic growth during the same period led to increases in consumption
commodities such as coal and bulk food products, key rail commodities.

3. Supply Chain Management Trends

Several factors impact the way shippers use the global multimodal transportation network to
manage their inventories of goods on the move and to ensure that the right materials arrive at
the right location at the right time. One of these factors is the rise in globalization. This
phenomenon has caused supply chains to lengthen, disperse and become more complex as
producers look to gain a competitive edge by accessing lower labor costs in locations around
the globe. As more goods are produced overseas and imported into the United States, the
nation’s Ports of Entry, including the many marine terminals in New Jersey, are experiencing

14AASHTO Freight Rail Bottom Line Report, 2003
> AAR
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rapid growth in inbound products®®, especially containers. This large inflow of goods must be
distributed throughout the nation using roadways, rail lines and waterways.

The large volumes of containerized products arriving at key National Gateways, much of which
is destined for locations in the middle of the country or on the opposite coast, provide the
economies of scale and haul distances that are well-served by rail-truck intermodal
transportation. Manufacturers, shippers and retailers are continually working to reduce supply
chain costs by utilizing technology improvements related to tracking shipments in real time
(just-in-time) enabling increased inventory management from the moment a product is shipped
through point of sale (or in the case of manufacturing, the point of consumption). “Many
containers are now packed overseas for delivery direct to the U.S. store to eliminate the cost of
repacking for final delivery. Containers are loaded onto containerships in a preplanned, last-on-
first-off sequence organized by train and destination city so that the containers move directly to
intermodal trains when they arrive at U.S. ports, eliminating delays and missed deliveries.”’

In their continuing efforts to reduce supply chain costs, shippers are monitoring the
performance of all of the elements of the freight network and adjusting their logistics plans
accordingly. Maintaining and improving the performance of the freight rail system in New
Jersey will ensure that the state keeps or even improves its competitive position relative to
other National Gateways.

Rail Intensive Industries - Rail is of particular importance to industries that rely on bulk
materials and/or commodities that are not particularly time sensitive. Costs per ton-mile are
significantly lower for rail shipments than they are for truck shipments. The AASHTO (American
Association of State Highway and Transportation Officials) Freight Rail Bottom Line Report
estimated that the absence of a freight rail option would have cost shippers an additional $69
billion in the year 2000, at prevailing truck shipment rates.'®

Existing Rail Intensive Industries

New Jersey industries that are particularly reliant on rail freight include, among others, power
generation, waste disposal, warehousing and distribution, chemical manufacturing and food
products manufacturing. These industries require inputs generally shipped by rail, including
coal for power generation, food/kindred products for food processing and chemicals for the

'® The recent global recession caused a reduction in Port volumes, but the long-term trends suggest that this
reduction is a temporary one.

17Freight Transportation Demand and Logistics Bottom Line Report, 2007

¥ AASHTO Freight Rail Bottom Line Report, 2003.
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chemical and pharmaceutical industries.”® Analyses completed in 2000 by the Bureau of
Transportation Statistics and the Bureau of Economic Analysis, quantify the relative level of
dependence that various industries have for rail transportation. Figure 1.4 shows, by industry,
the level of rail freight input needed to produce a dollar of output (e.g., 0.6 cents of rail inputs
are required for every dollar of agriculture or mining output; while 0.5 cents are required for
every dollar of manufacturing output; 0.2 cents for every dollar of construction output, etc.)*

Figure 1.4 Level of Rail Input Required to Produce One Dollar of Output
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The analysis indicates that for certain industries rail has a relatively greater influence on the
level of output than for other industries. Railroad and passenger ground operations and rail
transit operations are heavily supported by rail.Utilities, agriculture, mining and manufacturing
are also strongly supported by rail. The industries described above are important to the New
Jersey economy, and the state can continue to support these industries by ensuring the health
of the state’s freight and passenger rail system. Without a rail system that can accommodate
continued growth in these industries, it will be more difficult to achieve the same level of
economic outputs.

*In October 2010, food, chemical, and pharmaceutical manufacturing processes accounted for over 110,000
jobs in New Jersey according to the New Jersey Department of Labor and Workforce Development’s New
Jersey Economic Indicators, November, 2010.

*®Fang, Bing song, et al, U.S. Surface Transportation Satellite Accounts for 1996. Survey of Current Business.
May 2000. Accessed 12/20/2010. http://www.bea.gov/scb/pdf/national/inputout/2000/0500tsa.pdf.
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Future Rail Intensive Industries

The infrastructure already in place to support existing rail-intensive industries can also support
the growth of new industries with similar needs. The rail infrastructure for chemicals is also
becoming increasingly important for the carriage of crude petroleum for long distances for its
refining into finished petroleum products such as gasoline, diesel and heating oil and the
onward shipment of these products to markets. The inputs for these new industries correlate
well to those needed for existing industries. As will be shown in this report, a large proportion
of rail freight that arrives in New Jersey originates (or is transferred from western railroads) in
the Chicago area, which is also an agricultural products hub. The agricultural products (corn,
soybeans, vegetable oil, etc.) originating in the Midwest are key production inputs for the
biodiesel and ethanol industries. The existing rail infrastructure linking New Jersey to the
Midwest can be used to transport production inputs to these new industries and transport their
final products as well. In addition, rail intensive industries such as wind power and clean coal
power generation may benefit from existing New Jersey rail infrastructure.

Intermodalism - Intermodal transportation involves the movement of freight in a container or
other package that can be easily transferred between one mode of transportation and another
(e.g., truck to train) without having to remove the cargo when changing modes. Intermodal
trains typically transport shipping containers or truck trailers by flatcar, allowing for simple
transitions between truck and sea transport. Intermodal shipping allows shippers to realize the
cost benefits of rail transportation while retaining the flexibility of truck transportation. The
growth of containerized shipping associated with global trade has increased rail intermodal
demand throughout the United States.

Transportation of Bulk Materials - Rail freight is well suited to ship bulk commodities over long
distances. The ability of rail locomotives to pull enormous loads enables a consolidation of
materials and shipments that are impossible to duplicate with other transportation modes and
typically result in lower costs per ton-mile for shippers. Bulk commodities, or commodities that
are transported unpackaged in large volumes, are often relatively heavy or bulky, relatively
cheap (on a per ton basis compared to manufactured goods) and tend not to have strict
delivery schedules. Commaodities such as coal or waste products are generally shipped in bulk
loads.

Unit Trains

Unit trains are rail trains composed of cars all being shipped to the same origin and destination,
often with the same or similar cargo. They play a major role in bulk shipping. By avoiding the
need to transload cargo or split and store rail cars en route, these trains offer efficiencies in
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time and cost. In New Jersey, many commodities move by way of unit trains, from coal
shipments to the transport of waste and scrap products to destinations in the Midwest and the
South.
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D. COMMODITY FLOW ANALYSIS

1. TRANSEARCH Commodity Flow Data

The TRANSEARCH commodity flow dataset, a commercial product of IHS Global Insight, is the
basis of the commodity flow analysis performed for this study. The database combines
proprietary data to estimate truck flows, public data for air and water flows, and the Surface
Transportation Board (STB) waybill sample data for rail freight flows. The TRANSEARCH dataset
study includes commodity information at the Standard Transportation Commodity Code (STCC)
2 level of detail. The dataset provides base year data for 2007 and forecast data through 2035.
The data include inbound, outbound, intrastate, and through freight flows for New Jersey on all
modes of transportation (truck, rail, water, air) but excluded pipelines.

This commodity flow analysis focuses on statewide and county-level freight rail flows. It
presents key findings, an evaluation of tonnage and value of rail flows, directional analysis,
identification of major trading partners both within the state and between other
states/countries and New Jersey, and reporting of major commodities and their role in the
state’s rail system.

Although the TRANSEARCH dataset provides useful information on the proportion, type and
direction of freight moved by rail within the state, the data does have some deficiencies. The
dataset is based on a sampling of freight waybills for loaded trains greater than 8,500 carloads
in a given year. This provides a clear picture of large-scale rail enterprises on which the majority
of cargo is shipped. However, some cargo hauled on shortline railroads might not be captured
by the waybill sample. In addition, the TRANSEARCH data is not linked, meaning that it counts
freight that is carried by more than one mode multiple times. For example, if a ton of sand is
brought into the state by train and then transported within the state via truck, that same ton of
sand will be counted as both rail and truck tonnage. Outside of a few summary results for all
modes, the commodity flow analysis in this report is limited to the rail mode.

2. Overview

Freight volumes hauled across New Jersey’s transportation system are expected to grow from
715 million tons in 2007 to 1.2 billion tons in 2035, an increase of 64 percent. The truck and air
freight modes are projected to grow the fastest, followed by the rail and water modes as shown
in Table Il.2.
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Table 1.2 Freight Flows by Mode, 2007 and 2035
Tons and Value

2007 2035 Percent 2007 Value 2035 Value Percent
Direction Tons Tons Change ($000) ($000) Change
Truck 589,356,933 1,006,478,084 71% $2,409,057,077 $5,430,284,396 125%
Rail 45,737,542 67,698,651 48% $62,267,766 $98,713,903 59%
Water 76,364,258 92,727,254 21% $51,887,948 $66,942,175 29%
Air 479,810 845,501 76% $3,680,778 $13,778,671 274%
Other 2,668,956 3,253,928 22% $950,539 $1,320,292 39%
Total 714,607,500 1,171,003,418 64% $2,527,844,107 $5,611,039,436 122%

Source: TRANSEARCH, 2007.

Note:

Where the mode of transport is unknown or not clearly specified on the customs

documents, the shipment is included in the “other” grouping, which is overwhelmingly
dominated by pipeline shipments of crude petroleum and natural gas.

Trucks carry the most freight in New Jersey by a large margin, followed by water, rail and air.
Rail’s share of total freight in New Jersey (by weight) was 6 percent in 2007 and is projected to

remain at about 6 percent in 2035 as shown in Figure II.5 below.

Figure .5  Mode Share by Weight
2007 and 2035
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Weight versus Value

A weight-based commodity flow analysis is a fundamental component of any freight rail study,
as the weight of shipped commodities is critical to understanding how freight vehicles utilize
the transportation system. Analyzing the value of commodities shipped provides insight into

the economic activity associated with freight.
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In 2007, over 45 million tons of freight moved over the state’s rail transportation system. By
2035, total rail freight is projected to increase by nearly 50 percent to over 67 million tons.
During the same interval, the value of the freight hauled over the rail system is projected to
increase from just over $62 billion to nearly $99 billion, an increase of 59 percent. These data
are displayed graphically on Figures 11.6 and 11.7.

Figurell.6 Expected Growth of Statewide Rail Flows
By Weight
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Figure II.7 Expected Growth of Statewide Rail Flows
By Value
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Directional Analysis

Directional analysis describes and compares the magnitude of freight, in terms of both weight

and value, moving over the region’s transportation infrastructure by direction. It also can help

reveal the underlying economic structure of the region. Every freight shipment can be

categorized as moving in one of four directions, i.e. either inbound, outbound, intrastate or

through. Freight flows are assigned a direction according to the following definitions:

Inbound freight moves originate outside of the State and terminate within the state.
Inbound freight represents imports to New Jersey. Because consumers and businesses
must pay for goods received, inbound freight is associated with a corresponding outflow
of dollars from the state.

Outbound freight moves originate within the state and terminate outside of the state.
Outbound freight represents exports from New Jersey and is considered wealth-
generating freight because it is associated with an inflow of dollars to the state.
Intrastate freight moves originate and terminate within New Jersey. Intrastate freight
moves represent the degree to which the state is trading with itself. It is associated with
neither imports nor exports, but reflects the level to which the state is supplying the
goods it needs (both consumer and production materials) from within its boundaries.
Through freight moves originate outside of New Jersey, traverse the state and
terminate outside of New Jersey. Through freight moves, while very important for the
national and global economy, do not directly impact the New Jersey economy to a
significant degree.However, the movement of through freight does utilize and impact
the state’s transportation system as a means to reach its final destination.

Since this report is focused primarily on the rail mode, the directional analysis is described for

that mode only and indicates the extent to which inbound, outbound, intrastate and through

rail freight supports the state’s economy and is therefore only a portion of a story that is more

fully understood by analysis of all modes.

These data are tabulated and displayed graphically in Table 11.3 and on Figures 1.8 and 11.9.
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Table I1.3 Rail Tonnage and Value by Direction
2007 and 2035

2007 2035 Percent 2007 Value 2035 Value  Percent
Direction Tons Tons Change ($000) ($000) Change
Inbound 24,657,640 32,781,951 33% $35,757,347 $50,381,400 41%
Outbound 12,807,291 22,377,780 75% $19,078,743 $35,740,773 87%
Internal 262,200 319,393 22% $478,203 $787,611 65%
Through 8,010,411 12,219,528  53% $6,953,473 $11,804,118  70%
Total 45,737,542 67,698,652 48% $62,267,766 $98,713,902 59%

Source: IHS Global Insight, TRANSEARCH data.

Figure 1.8 Direction of Rail Freight Flows by Weight
2007 and 2035
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The largest component of rail freight, by weight, is traveling inbound (54 percent of the 2007
total) to New Jersey which indicates that the state is a net importer of rail-shipped goods.
Outbound rail freight is the second largest component (28 percent of the 2007 total) and
indicates that the state generates significant quantities of rail-shipped goods for export. The
third largest component of statewide rail freight is through traffic (17 percent of the 2007
total). Less than 1 percent of rail freight moves have an origin and a destination within New
Jersey. Since rail is typically more cost efficient for longer hauls it is not unexpected that there
are relatively few intrastate rail moves in a geographically small state like New Jersey.
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By 2035, a significant shift in the proportion of inbound and outbound rail freight is projected
with the proportion of inbound rail freight declining to 48 percent of the total (from 54 percent
in 2007) and the proportion of outbound rail freight growing to 33 percent of the total (from 28
percent in 2007).

Figure 11.9 Direction of Rail Freight Flows by Value
2007 and 2035
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Value analysis provides insight into the flow of money into and out of the state economy.
Inbound value implies an outbound flow of money as consumers and businesses pay for the
goods received. Similarly, outbound value implies an inbound flow of money as businesses in
the state receive payment for goods or raw materials produced.

The largest component of total rail freight (by value) is traveling inbound (57 percent of the
2007 total) followed by outbound rail freight (31 percent of the 2007 total) which indicates that
the state experiences a net outflow of money related to rail freight movement.

In 2007, 11 percent of rail freight flows by value were through moves that did not originate or
terminate within the state and less than 1 percent was intrastate moves. The directionality of
rail freight flows in New Jersey is expected to shift somewhat by 2035, with a 6 percent
reduction in inbound value and a corresponding increase in outbound value. The following
sections provide more detail on inbound, outbound, intrastate, and through trips.
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Directional Analysis — Inbound Rail Freight

The TRANSEARCH dataset identifies the origins and destinations of rail freight flows at the
county level in New Jersey.Therefore, it is not possible to identify a particular manufacturing
facility, distribution center, port terminal, etc., as the termination point. All inbound freight
flows terminating in Middlesex County, for example, will be routed (within TRANSEARCH) to
terminate at a centroid within the county. By looking at where the inbound rail freight is going
in New Jersey, it is possible to see key geographic patterns.

Terminating Counties for Inbound Rail Freight

Table 1.4 provides information on inbound rail freight tonnage by destination county for 2007
and 2035. The table includes carload, intermodal, and other®* tonnage. Figures .10 and 11.11
graphically present the distribution, by county, of inbound rail tonnage for 2007 and 2035
respectively. Middlesex County received the greatest proportion of total inbound rail freight in
2007 (over 23 percent of the New Jersey total) followed by Hudson County (over 20 percent)
and Union County (13 percent). Inbound intermodal rail freight is concentrated in Hudson and
Union counties, which combined account for over 90 percent of total outbound intermodal rail
tonnage to the state. Maintaining and improving rail access to key facilities in these counties
(including the marine terminals at Port Jersey and Port Newark-Elizabeth) will be important to
the vitality of the rail-supported portion of the state economy.

*! The TRANSEARCH dataset does not differentiate between carload and intermodal for rail flows originating or
terminating in Canada or Mexico. These flows are simply categorized as “other.”
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New Jersey Statewide Freight Rail Strategic Plan

Figure 11.10 Terminating Counties for Inbound Rail Freight by Weight, 2007
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New Jersey Statewide Freight Rail Strategic Plan

Figure ll.11

Terminating Counties for Inbound Rail Freight by Weight, 2035
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Directional Analysis — Outbound Rail Freight

It also is important to understand where New Jersey’s outbound rail freight is being generated
from — its origination point. As noted in the previous section, the TRANSEARCH dataset
identifies the origins and destinations of freight flows at the county level Therefore, it is not
possible to identify a particular manufacturing facility, distribution center, port terminal, etc., as
an origination point. All outbound rail freight flows originating in Hudson County, for example,
will be routed (within TRANSEARCH) with the origin at a centroid within the county.

Originating Counties for Outbound Rail Freight

Table 11.5 provides information on outbound rail freight tonnage by origin county for 2007 and
2035. Figures 11.12 and 11.13 graphically present the distribution, by county, of outbound rail
tonnage for 2007 and 2035 respectively. Hudson County accounted for the greatest proportion
of total outbound rail freight in 2007 (over 38 percent of the New Jersey total) followed by
Union County (about 26 percent) and Essex County (11 percent). Outbound intermodal rail
freight is concentrated in Hudson and Union counties which combined account for over 90
percent of total outbound intermodal rail tonnage from the state. Maintaining and improving
rail access to key facilities in these counties (including the marine terminals at Port Jersey and
Port Newark-Elizabeth) will be important to the vitality of the rail-supported portion of the
state economy.

11-27



8¢-ll

aseqeiep HOYVISNYYL “oul 3ysisu| |eqO[D SHI  :924n0S
. 19y10,, se paziio8a1ed ale smoj} asay |
"02IX3|A\| JO epeue) Ul Suljeulwsal Jo SuileuISII0 SMO} [1eJ JO) [EPOWLIIU] PUB PEOJJED UDIMISC 91BIIUSISHIP 10U SI0p 13se1ep HOYVYISNYYL 9yl e 910N
%SL 6LLLLE'TT | T6T'L0O8TT %¢9T Y0L‘VOT‘T | 9€9°€08 %19 9SLVIL'6 | OVS‘PPO‘9 %LL 6TE'8SS'0T | STT‘6S6°S lelol
%SCC 08T'T €9¢€ %S¢CC 08T'T €9¢ - - - - - - Aluno) Ae|n ade)
%SET v0€‘6 LLL'T %SET v0€‘6 LLL°T - - - - - - Ayuno) onuey
%08¢ 09.°ST LYT'Y %08¢ 09.°ST LYTY - - - - - - Ayuno) xassng
%L8T S66°0C vee'L %L8T §66°0C vee'L - - - - - - Ayuno) yinowuop
%181 LST'ST €66'8 %181 LST'ST €66'8 - - - - - - Ayuno) uopiajuny
%18T ELV'LE LSEET %18T €LV'LE LSEET - - - - - - Ayuno) ueaso
%S99T ¥19'GL 095'8¢ %00¢ Wi (00874 = = = %EC- Lv'e 0¢s'y Ayuno) suion
%LL 69809 LLEVE %9¢T 961°0C €568 - - - %09 v/9°0v vev'se Ayuno) uatiep
%S8T 089°61T 8¥5'CS %TVC 9CE vy 886°CT - - - %991 ¥G€'S0T 096'6€ Auno) 1esiawos
%L8 601°66 098°CS %LLT 9TT'€S 077’61 - - - %9¢€ €68'GY ov9‘ee Ayuno) 42043\
%CT- €5690T 6CETCT %TCT L66TL €19°CE - - - %19- 956vE 9T.'88 Ayuno) ojessed
%SCT 6Cv'0cE €8599T %LTT 9TS'Sy TLEDT - - - %STT €1678¢ TTTTET Ayuno) uoi8uijing
%19 0€5°SPT 001291 %P1C 1959¢ 09%'8 - - - %EV 046'8TC 0v9°eST Ayuno) puepaquin)
%C 9017'66T 886'G6T %01¢ 090°CS 0C€E'ST = = = %8T- 9VE‘LYT 899°08T Ayuno) uspwe)
%S¢ 195°6S€ 79998C %191 05929 8S6'€T - - - %ET TT6°96C ¥0L29T Ayuno) wa|es
%S9 11088 YSY'SES %9€T ¥S9'TIT €665 %1lv T€LCLY 00v‘'vEE %16 £7969C 0CT'IVT Ayuno) uadiag
%y TL8°T6L LLT'0SS %LLT 785°76C L19°S0T - - - %ET 61£°00S 009Vt Ayuno) xasa|ppIN
%1T- LYT'TY8 ovL'LV6 %0LT ¥19'66 1689¢ - - - %6T- €9 TVL 658016 Ayuno) Ja1s80n0|n
%0L ¥699€°C L T6ET %TST 69G°/SC i cot %Y 19 Tve 09LT¥C %69 €1699L°T 0vS'870°T Ayuno) xass3
%18 €89°V€T9 Sv8‘gre’s %SYT LT8°65S G78'8tC %L9 LST'0€9°E | 0TS'89T‘C %601 80LVv6'T 00S'TE6 Ayuno) uolun
%56 €06°029°6 6SC'VER'Y %L9T G98'V61T €86°CL %09 LOV'69C°S | 098°66C°C %991 TE€9'9STY 9T¥'195°T Ayuno) uospnH
ymolio S€0¢C £002 ymoio S€0C £00¢ ymolio S€0C £00¢ ymolio S€0¢ £002 uoipsunr
jua2Iad E100 jua2Iad (€950 3ua213d EpowIRIu] jua213d SUoL pEolIE)

SE0Z pue £00z ‘@dAl pue ySiam Ag smoj4 |1ey punoqinQ jo uoneuislio

S’li |lqel

ue|d 21891e.43S |IeY 1ySial4 apImalels Aasiar maN




New Jersey Statewide Freight Rail Strategic Plan

Figure 11.12 Originating Counties for Outbound Rail Freight by Weight, 2007
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Figure 11.13

Originating Counties for Outbound Rail Freight by Weight, 2035
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Directional Analysis - Intrastate Rail Freight

To understand more about how intrastate rail freight moves within New Jersey, a ranked list of
origin-destination pairs has been developed (see Table II.6 below). The origin-destination pair
with the greatest level of intrastate rail freight by weight is Union County to Middlesex County.
In 2007, this origin-destination pair accounted for over 24 percent of all intrastate rail tonnage
and by 2035 this pair is projected to account for nearly 38 percent of it. The second and third
most significant origin-destination pairs are Gloucester County to Cape May County, and
Gloucester County to Camden County. Interestingly, Gloucester County is either an origin or a
destination for 8 of the top 10 origin-destination county pairs in the state. Table Il.6lists the top
10 origin-destination pairs in 2007 and 2035 by weight.

Table 11.6Top 10 Origin-Destination Pairs for Intrastate Rail Traffic by Weight, 2007 and 2035

Percent

2007 2035 Change
Origin Destination Tons Tons 2007-2035
Union County Middlesex County 63,944 121,178 90%
Gloucester County Cape May County 40,860 31,106 -24%
Gloucester County Camden County 23,520 13,313 -43%
Gloucester County Hudson County 21,400 5,406 -75%
Union County Gloucester County 20,920 57,244 174%
Gloucester County Union County 16,960 15,048 -11%
Camden County Gloucester County 15,440 14,601 -5%
Gloucester County Gloucester County 11,440 4,554 -60%
Somerset County Somerset County 9,360 2,491 -73%
Cumberland County Gloucester County 6,960 7,110 2%
All Others 31,396 47,343 51%
Total 262,200 319,393 22%

Source: IHS Global Insight Inc., TRANSEARCH database

Directional Analysis — Through Rail Freight

In 2007, eight million tons of rail freight, about 17 percent of all rail freight tonnage moved
through the state of New Jersey. By 2035, through rail tonnage is projected to grow to over 12
million tons and comprise 18 percent of the total rail tonnage in the state. Table Il.7lists the
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top 10 origin-destination pairs for rail freight passing through New Jersey. Rail freight passing
through New Jersey from origins and destinations in Pennsylvania tops the list followed by rail
freight originating in lllinois and terminating in Pennsylvania, and rail freight originating in New
York and terminating in Virginia.

Table I1.7 Top 10 Origin-Destination Pairs for Through Rail Traffic by Weight, 2007 and 2035

Percent
2007 2035 Change
Origin Destination Tons Tons 2007-2035
Pennsylvania Pennsylvania 1,003,224 1,738,304 73%
Illinois Pennsylvania 590,580 793,009 34%
New York Virginia 572,308 923,042 61%
West Virginia Pennsylvania 364,690 353,462 -3%
Maryland New York 302,368 130,110 -57%
Canada North Carolina 253,800 440,552 74%
Canada Maryland 251,440 443,664 76%
Canada Pennsylvania 232,360 340,301 46%
Georgia Massachusetts 208,732 363,002 74%
Indiana-Pennsylvania Pennsylvania 208,560 373,945 79%
All Others 4,022,349 6,320,137 57%
Total 8,010,411 12,219,528 53%

Source: IHS Global Insight Inc., TRANSEARCH database

About 98 percent of the Pennsylvania to Pennsylvaniathrough traffic is coal with an origin in
western Pennsylvania and a destination in Northampton County, Pennsylvania. Much of this
traffic utilizes a section of track within New Jersey between Phillipsburg and Martins Creek.

4. Analysis by Commodity Type

Understanding the types of commodities transported over the state’s rail network provides
insight into which sectors of the economy are most reliant on rail. The TRANSEARCH database
provides commodity information at the two-digit STCC (Standard Transportation Commodity
Code) level. A complete list of commodity groups by STCC number is shown in Table 11.8 below.
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Table 1.8 Major Commodity Groups

STCC-2 Commodity Description STCC-2 Commodity Description

01 Farm Products 32 Clay, Concrete, Glass or Stone Products
08 Forest Products 33 Primary Metal Products

09 Fish or Other Marine Products 34 Fabricated Metal Products

10 Metallic Ores 35 Machinery; Except Electrical

11 Coal 36 Electrical Machinery, Equipment or Supplies
13 Crude Petroleum, Natural Gas or Gasoline | 37 Transportation Equipment

14 Nonmetallic Minerals 38 Instruments, Optical Goods, Watches orClocks
19 Ordnance or Accessories 39 Miscellaneous Manufactured Products
20 Food or Kindred Products 40 Waste or Scrap Materials

21 Tobacco Products 41 Miscellaneous Freight Shipments

22 Textile Mill Products 42 Shipping Containers

23 Apparel 43 Mail

24 Lumber or Wood Products 44 Freight Forwarder Traffic

25 Furniture or Fixtures 45 Shipper Association or Similar Traffic
26 Pulp, Paper or Allied Products 46 Freight All Kinds

27 Printed Matter 47 Small Packaged Freight Shipments

28 Chemicals or Allied Products 48 Hazardous Waste

29 Petroleum or Coal Products 49 Hazardous Materials

30 Rubber or Miscellaneous Plastics Products | 50 Bulk Commodity Shipments in Boxcars
31 Leather 99 LTL-General Cargo

Source: [HS Global Insight Inc., TRANSEARCH database

Rail Commodities — All Directions

A summary of the top 10 commaodities moving inbound, outbound, intrastate, and through New
Jersey via rail in 2007 and 2035 are provided in Tables 11.9 and 11.10. The top three commodities
in both 2007 and 2035 are freight all kinds, chemical products, and waste or scrap materials.
Combined they account for 53 percent of total commodities by weight in 2007 and 59 percent
in 2035 (see Figure 11.14). It should be noted that three of the top 10 commodities (waste or
scrap materials, coal and primary metal products) are heavy or bulky and have relatively low
value compared to finished or intermediate manufactured goods (freight all kinds, chemicals or
allied products, and transportation equipment). Shippers of basic materials, such as coal, tend
to be more concerned with minimizing the cost of transportation rather than speed of delivery,
while shippers of manufactured goods tend to emphasize travel times and reliability over
transportation cost.
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Table 11.9 Top 10 Rail Commodities by Weight — All Directions, 2007
Commodity STCC Carload Tons Intermodal Tons Other Tons® Total Tons
Freight All Kinds 46 760 9,298,920 39,955 9,339,635
Chemicals/Allied Products 28 8,141,196 171,680 978,737 9,291,613
Waste/Scrap Materials 40 5,296,080 315,660 16,041 5,627,781
Food/Kindred Products 20 3,137,492 372,480 97,336 3,607,308
Pulp/Paper/Allied Products 26 2,457,880 122,320 280,792 2,860,992
Coal 11 2,798,113 - 1 2,798,114
Petroleum/Coal Products 29 1,799,792 3,080 83,673 1,886,545
Lumber/Wood Products 24 1,730,596 26,120 117,571 1,874,287
Transportation Equipment 37 1,520,638 34,954 44,404 1,599,996
Primary Metal Products 33 1,392,268 7,200 141,442 1,540,910
All Others 2,988,865 1,967,080 354,417 5,310,362
Total 31,263,680 12,319,494 2,154,368 45,737,542

Note a: The TRANSEARCH dataset does not differentiate between carload and intermodal for
rail flows originating or terminating in Canada or Mexico. These flows are categorized

as “other.”

Source: IHS Global Insight Inc., TRANSEARCH database
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Table11.10  Top 10 Rail Commodities by Weight — All Directions, 2035
Commodity STCC Carload Tons Intermodal Tons Other Tons® Total Tons
Chemicals/Allied Products 28 12,520,781 339,909 2,975,743 15,836,433
Freight All Kinds 46 846 12,947,787 70,372 13,019,005
Waste/Scrap Materials 40 9,898,590 863,635 29,468 10,791,693
Food/Kindred Products 20 4,900,424 306,176 178,368 5,384,968
Pulp/Paper/Allied Products 26 3,081,255 116,033 498,552 3,695,840
Coal 11 3,619,947 - 1 3,619,947
Petroleum/Coal Products 29 2,123,262 4,712 95,622 2,223,596
Shipping Containers 42 21,454 2,167,871 - 2,189,325
Primary Metal Products 33 1,863,779 8,365 272,150 2,144,294
Lumber/Wood Products 24 1,857,472 35,849 210,818 2,104,139
All Others 4,843,797 1,001,617 844,073 6,689,487
Total 44,731,607 17,791,877 5,175,167 67,698,651

Note a: The TRANSEARCH dataset does not differentiate between carload and intermodal for
rail flows originating or terminating in Canada or Mexico. These flows are categorized

as “other.”

Source: IHS Global Insight Inc., TRANSEARCH database

Figure 11.14 Top 10 Rail Commodities by Weight — All Directions, 2007 and 2035
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Rail Commodities - Inbound

Tables 11.11 and I1.12 detail the rail freight tonnage inbound to the state in 2007 and 2035.
These shipments are regional imports and represent inputs for New Jersey’s producers and
consumer goods for the state’s residents and visitors. Inbound rail freight in 2007 totaled 24.7
million tons. The top inbound commodities are chemicals and allied products (6.5 million tons),
freight all kinds (4.8 million tons), and food or kindred products (2.7 million tons). Figure 11.15
displays this information graphically.

Table 11.11 Top 10 Rail Commodities by Weight — Inbound, 2007

Commodity STCC Carload Tons Intermodal Tons Other Tons® Total Tons
Chemicals/Allied Products 28 6,087,568 111,360 394,157 6,593,085
Freight All Kinds 46 - 4,765,760 14,918 4,780,678
Food/Kindred Products 20 2,374,656 246,440 83,511 2,704,607
Pulp/Paper/Allied Products 26 1,281,760 83,960 272,615 1,638,335
Transportation Equipment 37 1,447,042 29,114 38,107 1,514,263
Coal 11 1,445,395 - - 1,445,395
Lumber/Wood Products 24 965,840 18,080 117,424 1,101,344
Waste/Scrap Materials 40 944,236 63,960 10,063 1,018,259
Nonmetallic Minerals 14 808,905 3,200 21,964 834,069

Petroleum/Coal Products 29 742,924 2,240 76,958 822,122

All Others 1,162,548 721,920 321,014 2,205,482
Total 17,260,874 6,046,034 1,350,732 24,657,640

Note a: The TRANSEARCH dataset does not differentiate between carload and intermodal for
rail flows originating or terminating in Canada or Mexico. These flows are categorized
as “other.”

Source: IHS Global Insight Inc., TRANSEARCH database
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Table 11.12 Top 10 Rail Commodities by Weight — Inbound, 2035
Commodity STCC Carload Tons Intermodal Tons Other Tons® Total Tons
Chemicals/Allied Products 28 8,004,711 167,860 1,247,835 9,420,406
Freight All Kinds 46 - 6,086,668 26,275 6,112,942
Food/Kindred Products 20 3,577,070 200,242 150,884 3,928,197
Pulp/Paper/Allied Products 26 1,563,608 86,250 478,809 2,128,667
Transportation Equipment 37 1,849,790 38,673 76,943 1,965,406
Coal 11 1,537,642 - - 1,537,642
Waste/Scrap Materials 40 1,265,414 136,912 18,975 1,421,301
Lumber/Wood Products 24 1,031,579 23,560 210,624 1,265,763
Petroleum/Coal Products 29 1,155,781 3,868 89,890 1,249,540
Primary Metal Products 33 605,174 5,088 240,695 850,957
All Others 1,370,461 1,001,136 529,533 2,901,130
Total 21,961,232 7,750,256 3,070,463 32,781,951

Note a: The TRANSEARCH dataset does not differentiate between carload and intermodal for rail flows
originating or terminating in Canada or Mexico. These flows are categorized as “other.”

Source: IHS Global Insight Inc., TRANSEARCH database
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Figure 11.15Top 10 Rail Commodities by Weight — Inbound, 2007 and 2035

Petroleum/
Coal Al ;);hers Primary All g}hers
b
Nonmetalic 3% ’ Pet(lmzl:lum/ Nzls/tal
Minerals b
o Chemicals/ 49 .
¥ Allied Lumber! Chemicals/
Waste/ 27% umber Allied
Scrap ° Wood 29%
Materials 4%
4 Waste/
Lumber/ Scrap
Wood Materials
5% 4%
Coal
Coal
5%
6%
Transpor-
Transpor- tation
tation Freight All Equipment
Equipment Kind 6% Freight All
19% Kind
6% Pulp/Paper/
" PulpPaper Al Food/ 19%
Allied Kindred 6% Kindred
7% 11% 12%

Rail Commodities - Outbound

Tables 11.13 and I1.14 display the rail freight tonnage outbound from the state in 2007 and 2035.
These shipments, totaling 12.8 million tons in 2007, represent New Jersey exports or wealth-
generating freight. Ensuring efficient rail transportation for these exported goods is important
to producers and, therefore, is critical to the economic competitiveness of the state. The top
outbound commodities in 2007 were freight all kinds (4.4 million tons), waste or scrap
materials (3.5 million tons) and chemicals or allied products (1.6 million tons). These three
commodity groups made up 73 percent (by weight) of all outbound rail tonnage in 2007 and are
projected to account for 80 percent of all outbound rail tonnage by 2035. Figure I1.16 displays
this information graphically.
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Table 11.13 Top 10 Rail Commodities by Weight — Outbound, 2007
Commodity STCC Carload Tons Intermodal Tons Other Tons® Total Tons
Freight All Kinds 46 4,371,080 25,037 4,396,117
Waste/Scrap Materials 40 3,234,888 240,900 5,977 3,481,765
Chemicals/Allied Products 28 920,675 55,920 584,580 1,561,175
Shipping Containers 42 1,880 906,480 908,360
Petroleum/Coal Products 29 796,284 840 6,715 803,839
Food/Kindred Products 20 239,928 104,960 13,825 358,713
Primary Metal Products 33 214,304 2,360 17,159 233,823
Nonmetallic Minerals 14 143,000 8,920 45,633 197,553
Farm Products 1 155,956 7,040 236 163,232
Mail 43 110,080 23,536 133,616
All Others 252,200 235,960 80,937 569,097
Total 5,959,115 6,044,540 803,636 12,807,291

Note a: The TRANSEARCH dataset does not differentiate between carload and intermodal for
rail flows originating or terminating in Canada or Mexico. These flows are categorized

as “other.”

Source: IHS Global Insight Inc., TRANSEARCH database
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Table11.14  Top 10 Rail Commodities by Weight — Outbound, 2035

Commodity STCC Carload Tons Intermodal Tons Other Tons® Total Tons
Waste/Scrap Materials 40 7,001,376 706,933 10,493 7,718,802
Freight All Kinds 46 6,635,423 44,097 6,679,520
Chemicals/Allied Products 28 1,604,873 141,788 1,727,908 3,474,569
Shipping Containers 42 2,456 1,737,163 1,739,619
Petroleum/Coal Products 29 745,889 844 5,732 752,465
Food/Kindred Products 20 413,518 96,700 27,484 537,702
Farm Products 1 223,126 14,492 674 238,292
Primary Metal Products 33 137,133 2,564 31,455 171,152
Nonmetallic Minerals 14 101,039 10,395 55,121 166,556
Hazardous Waste 48 89,388 41,829 131,217
All Others 239,522 326,625 201,740 767,887
Total 10,558,319 9,714,756 2,104,704 22,377,780

Note a: The TRANSEARCH dataset does not differentiate between carload and intermodal for
rail flows originating or terminating in Canada or Mexico. These flows are categorized
as “other.”

Source: IHS Global Insight Inc., TRANSEARCH database
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Figure ll.16

Top 10 Rail Commodities by Weight — Outbound, 2007 and 2035
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Rail Commodities - Intrastate

Tables 11.15 and 11.16 summarize the level of intrastate rail freight movement in 2007 and 2035.
These shipments, totaling just 262 thousand tons, account for less than 1 percent of total rail
freight moves in New Jersey, yet they are essential for meeting the demands of local producers
- especially in the petroleum and chemical products industries. The top intrastate commodities
in 2007 were petroleum and coal products (148 thousand tons), chemicals and allied products
(95 thousand tons), and transportation equipment (15 thousand tons). Figure I1.17 displays this

information graphically.

Table I11.15 Top Rail Commodities by Weight — Intrastate, 2007
Commodity STCC Carload Tons Intermodal Tons Other Tons Total Tons
Petroleum/Coal Products 29 148,452 148,452
Chemicals/Allied Products 28 95,424 95,424
Transportation Equipment 37 15,456 15,456
Food/Kindred Products 20 2,868 2,868
Total 262,200 262,200

Source: IHS Global Insight Inc.,

TRANSEARCH database
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Table11.16  Top Rail Commodities by Weight — Intrastate, 2035
Commodity STCC Carload Tons Intermodal Tons Other Tons Total Tons
Chemicals/Allied Products 28 192,714 192,714
Petroleum/Coal Products 29 101,035 101,035
Transportation Equipment 37 19,440 19,440
Food/Kindred Products 20 6,204 6,204
Total 319,393 319,393

Source: [HS Global Insight Inc., TRANSEARCH database

Figure 11.L17  Top Rail Commodities by Weight — Intrastate, 2007 and 2035
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Rail Commodities - Through

Tables 11.17 and 11.18 summarize the rail freight movement passing through New Jersey in 2007
and 2035. Ensuring efficient rail transportation for these goods is important to the greater

regional and national economy of which New Jersey is an integral part.

The top through

commodities in 2007 were coal (1.4 million tons), pulp, paper, or allied products (1.1 million
tons), and waste or scrap materials (1.1 million tons). These three commodity groups made up
45 percent (by weight) of all through rail tonnage in 2007. By 2035 the top through commodity
groups are projected to be chemicals or allied products (2.7 million tons), coal (2.1 million tons),
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and waste or scrap materials (1.7 million tons). Figure lll.18 displays this information
graphically.

Table1l.17  Top 10 Rail Commodities by Weight — Through, 2007

Commodity STCC Carload Tons Intermodal Tons Total Tons
Coal 11 1,352,718 1,352,718
Pulp/Paper/Allied Products 26 1,140,920 5,960 1,146,880
Waste/Scrap Materials 40 1,116,956 10,800 1,127,756
Chemicals/Allied Products 28 1,037,529 4,400 1,041,929
Lumber/Wood Products 24 711,316 711,316
Primary Metal Products 33 666,832 600 667,432
Food/Kindred Products 20 520,040 21,080 541,120
Farm Products 1 315,912 315,912
Clay/Concrete/Glass/Stone 32 293,260 293,260
Products

Metallic Ores 10 240,348 240,348
All Others 385,660 186,080 571,740
Total 7,781,491 228,920 8,010,411

Source: IHS Global Insight Inc., TRANSEARCH database

11-43



New Jersey Statewide Freight Rail Strategic Plan

Table 11.18

Top 10 Rail Commodities by Weight — Through, 2035

Commodity STCC Carload Tons Intermodal Tons Total Tons
Chemicals/Allied Products 28 2,718,483 30,261 2,748,744
Coal 11 2,082,305 2,082,305
Waste/Scrap Materials 40 1,631,801 19,789 1,651,590
Pulp/Paper/Allied Products 26 1,467,604 1,720 1,469,324
Primary Metal Products 33 1,121,472 714 1,122,186
Food/Kindred Products 20 903,631 9,234 912,865
Lumber/Wood Products 24 802,991 802,991
Clay/Concrete/Glass/Stone 32 399,400 399,400
Products

Nonmetallic Minerals 14 315,791 315,791
Freight All Kinds 46 846 225,697 226,543
All Others 448,340 39,449 487,789
Total 11,892,663 326,865 12,219,528

Source: IHS Global Insight Inc.,, TRANSEARCH database

Figure 11.18

Top 10 Rail Commodities by Weight — Through, 2007 and 2035
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5. Analysis by Rail Trading Partner

In addition to the analysis by direction and commodity summarized in the previous sections, it
also is important to identify New Jersey’s key rail trading partners. Key rail trading partners are
identified by combining the inbound and outbound rail freight flows between New Jersey and
the trading partner region and highlighting the trading partner regions with the largest
combined rail freight flows.

Identifying the New Jersey’s major rail trading partners helps planners (and others) understand
the state’s place in the larger national economic landscape and its roll within the national and
global rail freight transportation system. It also can help identify additional potential market
opportunities for firms in the region.

Rail Trading Partners

The “trading partners” (places outside of the state of New lJersey) defined within the
TRANSEARCH dataset consist of each the rest of the states in the United States, the District of
Columbia, and the countries of Canada and Mexico.

Tables 11.19 and 11.20 list the top rail trading partners for the state of New Jersey by weight in
2007 and 2035. Figures I1.19 and 11.20 graphically display the level of rail trade, by weight,
between New Jersey and its trading partners. The top three trading partners — Illinois,”* Ohio,
and Canada — account for about 54 percent of totalrail freight flows by weight to and from New
Jersey.

22The TRANSEARCH dataset identifies the origins of rail freight flows that transfer from a western railroad to an
eastern railroad in Chicago, as originating in Chicago. Similarly, the destination of rail freight flows that
transfer from an eastern railroad to a western railroad in Chicago is identified as terminating in Chicago. This
feature of the data overemphasizes to some extent the level of rail trade with lllinois.
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Table I11.19 Top 10 Rail Trading Partners by Total Weight, 2007

Percent From Percent of To Percent of

State Total Tons of Total New Jersey Total New Jersey Total
Illinois 12,950,172 35% 3,708,760 29% 9,241,412 37%
Ohio 3,926,938 10% 2,503,136 20% 1,423,802 6%
Canada 3,224,532 9% 1,031,945 8% 2,192,587 9%
Pennsylvania 2,514,137 7% 399,828 3% 2,114,309 9%
Florida 1,534,676 4% 439,516 3% 1,095,160 4%
Michigan 1,352,056 4% 637,448 5% 714,608 3%
Texas 1,140,160 3% 169,760 1% 970,400 4%
New York 1,124,204 3% 307,080 2% 817,124 3%
Virginia 1,005,616 3% 751,416 6% 254,200 1%
Louisiana 753,480 2% 66,880 1% 686,600 3%
All Others 7,938,960 21% 2,791,522 22% 5,147,438 21%
Total 37,464,931 100% 12,807,291 100% 24,657,640 100%

Source: IHS Global Insight Inc., TRANSEARCH database
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Table 1.20  Top 10 Rail Trading Partners by Total Weight, 2035
Percent From Percent of To Percent of
State Total Tons  of Total New Jersey Total New Jersey Total
Illinois 13,706,423 25% 5,448,125 24% 8,258,298 25%
Ohio 7,581,416 14% 5,699,010 25% 1,882,405 6%
Canada 6,462,146 12% 2,303,647 10% 4,158,499 13%
South Carolina 2,661,908 5% 103,465 0% 2,558,443 8%
Florida 2,352,958 4% 601,978 3% 1,750,980 5%
Pennsylvania 2,325,917 4% 478,491 2% 1,847,427 6%
Mexico 2,177,194 4% 1,272,817 6% 904,377 3%
Michigan 1,923,055 3% 874,903 4% 1,048,153 3%
Louisiana 1,823,733 3% 123,901 1% 1,699,832 5%
Virginia 1,821,146 3% 1,349,531 6% 471,615 1%
All Others 12,323,834 22% 4,121,912 18% 8,201,922 25%
Total 55,159,730 100% 22,377,780 100% 32,781,951 100%

Source: IHS Global Insight Inc., TRANSEARCH database
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lllinois

The state of lllinois is New Jersey’s largest rail freight trading partner. lllinois is an important
interchange point between western and eastern Class | railroads, and TRANSEARCH treats the
interchange point as the beginning of a new trip, so much of the “lllinois origin” traffic may
actually be from the west coast. In 2007, the top three commodity groups moving to and from
Illinois were freight all kinds, chemicals or allied products, and food or kindred products,
accounting for just over 48 percent of total rail trade by weight.

Table 11.21 Top 10 lllinois Rail Commodities by Weight, 2007

Commodity STCC2 Carload Tons Intermodal Tons Total Tons
Freight All Kinds 46 0 5,475,320 5,475,320
Chemicals/Allied Products 28 3,735,084 70,760 3,805,844
Food/Kindred Products 20 570,776 241,560 812,336
Shipping Containers 42 1,880 733,520 735,400
Lumber/Wood Products 24 694,480 15,200 709,680
Farm Products 1 240,456 85,480 325,936
Transportation Equipment 37 205,062 19,554 224,616
Petroleum/Coal Products 29 163,000 400 163,400
Mail 43 0 104,400 104,400
Waste/Scrap Materials 40 79,720 20,000 99,720
Remaining Commodities 159,240 334,280 493,520
Total 5,849,698 7,100,474 12,950,172

Source: IHS Global Insight Inc., TRANSEARCH database
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Table 11.22 Top 10 lllinois Rail Commodities by Weight, 2035

Commodity STCC2 Carload Tons Intermodal Tons Total Tons
Freight All Kinds 46 0 6,726,677 6,726,677
Chemicals/Allied Products 28 2,027,713 120,313 2,148,026
Shipping Containers 42 2,456 1,422,995 1,425,451
Food/Kindred Products 20 902,391 185,760 1,088,151
Lumber/Wood Products 24 717,866 19,505 737,371
Farm Products 1 313,521 84,730 398,251
Transportation Equipment 37 232,778 27,599 260,377
Waste/Scrap Materials 40 128,105 54,985 183,090
Petroleum/Coal Products 29 153,565 156 153,721
Printed Matter 27 0 81,332 81,332
Remaining Commodities 130,306 373,671 503,977
Total 4,608,699 9,097,724 13,706,423

Source: IHS Global Insight Inc., TRANSEARCH database

Figure 11.21  Top 10 lllinois Rail Commodities by Weight, 2007 and 2035
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Ohio

The state of Ohio is New Jersey’s second largest rail freight trading partner. Tables 11.23 and

11.24 show the commodity composition of this trade. The composition of the rail trade with

Ohio is very different from the rail trade with Illinois (see previous section). In 2007, the top

commodity group moved to and from Ohio was waste and scrap materials, accounting for 52

percent of total rail trade by weight, whereas rail trade with lllinois was related to containerized

goods (freight all kinds) and chemical products. Figurell.22 displays this information

graphically.

Table 11.23  Top 10 Ohio Rail Commodities by Weight, 2007
Commodity STCC2 Carload Tons Intermodal Tons Total Tons
Waste/Scrap Materials 40 2,038,704 4,120 2,042,824
Freight All Kinds 46 0 765,000 765,000
Transportation Equipment 37 263,960 720 264,680
Chemicals/Allied Products 28 187,120 32,480 219,600
Food/Kindred Products 20 178,692 880 179,572
Primary Metal Products 33 140,840 1,440 142,280
Shipping Containers 42 0 128,320 128,320
Petroleum/Coal Products 29 88,444 480 88,924
Coal 11 27,258 0 27,258
Clay/Concrete/Glass/Stone 32 24,080 0 24,080
Products
Remaining Commodities 16,120 28,280 44,400
Total 2,965,218 961,720 3,926,938

Source: IHS Global Insight Inc., TRANSEARCH database
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Table1l.24  Top 10 Ohio Rail Commodities by Weight, 2035
Commodity STCC2 Carload Tons Intermodal Tons Total Tons
Waste/Scrap Materials 40 5,145,718 18,521 5,164,239
Freight All Kinds 46 0 1,171,273 1,171,273
Food/Kindred Products 20 292,877 570 293,447
Chemicals/Allied Products 28 196,467 35,751 232,218
Shipping Containers 42 0 212,382 212,382
Petroleum/Coal Products 29 195,951 928 196,879
Transportation Equipment 37 140,224 279 140,503
Primary Metal Products 33 83,558 749 84,306
Coal 11 23,807 0 23,807
Miscellaneous Shipping 41 1,431 15,267 16,698
Remaining Commodities 23,911 21,753 45,665
Total 6,103,944 1,477,472 7,581,416

Source: IHS Global Insight Inc., TRANSEARCH database

Figure 11.22

Top 10 Ohio Rail Commodities by Weight, 2007 and 2035
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Canada

Canada is New Jersey’s third largest rail freight trading partner. Tables 11.25 and 11.26 show the

commodity composition of this trade. In 2007, the top three commodity groups moving to and

from Canada were chemicals or allied products; pulp, paper or allied products; and freight all

kinds, accounting for nearly 64 percent of total rail trade by weight. Figure 11.23displays this

information graphically.

Table 11.25 Top 10 Canada Rail Commodities by Weight, 2007
Commaodity STCC2 Carload Tons Intermodal Tons  Other Tons Total Tons
Chemicals/Allied Products 28 273,440 7,200 702,836 983,476
Pulp/Paper/Allied 26 313,280 20,800 252,223 586,303
Products
Freight All Kinds 46 0 492,320 0 492,320
Petroleum/Coal Products 29 182,480 0 81,248 263,728
Lumber/Wood Products 24 72,800 8,520 115,791 197,111
Food/Kindred Products 20 71,520 18,440 78,220 168,180
Primary Metal Products 33 55,480 2,000 84,032 141,512
Textile Mill Products 22 37,680 0 36,175 73,855
Nonmetallic Minerals 14 0 2,800 67,521 70,321
Transportation Equipment 37 50,160 3,600 936 54,696
Remaining Commodities 57,640 55,720 79,671 193,031
Total 1,114,480 611,400 1,498,652 3,224,532

Source: [HS Global Insight Inc., TRANSEARCH database
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Table11.26  Top 10 Canada Rail Commodities by Weight, 2035
Commodity STCC2 Carload Tons Intermodal Tons  Other Tons Total Tons
Chemicals/Allied 28 822,559 22,117 1,664,233 2,508,909
Products
Freight All Kinds 46 0 1,292,362 0 1,292,362
Pulp/Paper/Allied 26 342,527 23,910 452,053 818,490
Products
Lumber/Wood Products 24 113,447 14,408 206,864 334,718
Petroleum/Coal Products 29 202,669 0 93,428 296,097
Primary Metal Products 33 107,490 3,849 165,840 277,179
Food/Kindred Products 20 105,758 22,597 139,500 267,855
Textile Mill Products 22 25,890 0 99,537 125,427
Waste/Scrap Materials 40 52,691 45,328 8,801 106,820
Nonmetallic Minerals 14 0 6,054 79,325 85,378
Remaining Commodities 170,288 63,641 114,983 348,912
Total 1,943,319 1,494,265 3,024,563 6,462,146

Source: IHS Global Insight Inc., TRANSEARCH database

Figure 1.23  Top 10 Canada Rail Commodities by Weight, 2007 and 2035
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Summary

The freight profiles of each New Jersey’s three top rail freight trading partners are quite distinct
from one another. This is due in large part to the very different markets these trading partners
serve. The primary rail-shipped commodity groups traded with lllinois are the freight all kinds
(generally representing containerized goods), chemicals or allied products, and food or kindred
products. In fact, nearly 55 percent of rail trade with lllinois is intermodal rather than carload,
reflecting the large proportion of containerized “freight all kinds.” Trade with Ohio is
predominantly carload shipments of waste and scrap materials shipped via rail car. Over 75
percent of rail trade with Ohio is carload rather than intermodal. Rail trade with Canada is not
dominated by one or two commodities, but consists of a broader assortment of commodity
groups, each with a significant share of trade. These consist of chemicals or allied products;
pulp, paper or allied products; freight all kinds; petroleum or coal products; lumber or wood
products; food or kindred products; and primary metal products.

6. County Analysis

To better understand the rail freight profiles of key counties within New Jersey, county-level
freight analyses were developed. This section of the report describes the existing conditions
and expected growth in freight tonnage and value for the four New Jersey counties with the
largest volumes, by weight, of inbound plus outbound rail freight. These counties are: Hudson,
Union, Middlesex and Essex. Table 11.27 lists the counties of New Jersey with their respective
rail freight volumes as of 2007.
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Table 11.27 Sum of Inbound and Outbound Rail Flows, 2007
Jurisdiction Inbound Tons Outbound Tons Total Tons Rank
Atlantic County 150,480 2,777 153,256 17
Bergen County 1,481,424 535,454 2,016,878 5
Burlington County 443,168 146,583 589,751 9
Camden County 1,198,774 195,988 1,394,762 8
Cape May County 541,899 363 542,261 10
Cumberland County 261,838 162,100 423,938 13
Essex County 2,739,319 1,392,742 4,132,061 4
Gloucester County 950,249 947,746 1,897,995 6
Hudson County 4,984,649 4,934,259 9,918,907 1
Hunterdon County 37,086 8,993 46,079 21
Mercer County 96,040 52,860 148,900 18
Middlesex County 5,740,114 550,277 6,290,391 3
Monmouth County 98,991 7,324 106,316 19
Morris County 150,096 28,560 178,656 15
Ocean County 39,047 13,357 52,405 20
Passaic County 347,711 121,329 469,040 12
Salem County 1,332,081 286,662 1,618,743 7
Somerset County 461,906 52,548 514,454 11
Sussex County 150,353 4,147 154,500 16
Union County 3,235,140 3,328,845 6,563,985 2
Warren County 217,276 34,377 251,654 14
Total 24,657,640 12,807,291 37,464,931

Source: [HS Global Insight Inc., TRANSEARCH database
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Hudson County Directional Analysis

In 2007, 24.3 million tons of rail freight moved into, out of, within, or through Hudson County.
Approximately 5.0 million tons (21 percent) traveled inbound, 4.9 million tons (20 percent)
traveled outbound, and 14.3 million tons (59 percent) traveled through. By 2035, total rail
freight moving across the county is expected to grow to 35.7 million tons, an increase of 47
percent (see Table 11.28 and Figure 11.24).

Table 11.28 Summary of Hudson County Rail Flows, 2007 and 2035

Weight and Value
Percent Percent
Direction 2007 Tons 2035 Tons Growth 2007 Dollars 2035 Dollars Growth
Inbound 4,984,649 6,901,270 38% $5,500,334,064  $7,706,455,077 40%
Outbound 4,934,259 9,620,903 95% $6,977,538,049  $15,435,422,726 121%
Internal - 19,763 - $25,479,960 $41,638,018 63%

Through 14,333,062 19,147,132 34% $31,734,793,375 $49,137,947,719 55%

Total 24,251,969 35,689,068 47% $44,238,145,447 $72,321,463,540 63%

Source: IHS Global Insight Inc., TRANSEARCH database

Figure 1.24  Expected Growth of Hudson County Rail Flows, 2007 and 2035
By Weight and Direction
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Hudson County Rail Commodity Analysis

In 2007, about 5.0 million tons of rail freight moved inbound to and 4.9 million tons moved
outbound from Hudson County. Freight all kinds and food or kindred products combined
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accounted for nearly 70 percent of all inbound rail flows. Freight all kinds and waste or scrap
materials combined accounted for nearly 75 percent of all outbound rail flows. The top ten
inbound and outbound Hudson County rail commodities are displayed in Tables 11.29 and 11.30
and in Figure 11.25.

Table1.29  Top 10 Inbound Rail Commodities - Hudson County, 2007 and 2035
Tons and Dollars

2007 2035 Percent Percent
Commodity Tons Tons Growth 2007 Dollars 2035 Dollars Growth
Freight All Kinds 2,353,818 2,826,428 20% $1,399,181,846 $1,935,212,861 38%
Food/Kindred Products 1,134,474 1,684,612 48% $1,041,049,487 $1,556,638,806 50%
Chemicals/Allied 335,041 773,869 131% $405,177,068 $1,001,753,861 147%
Products
Transportation 200,118 323,460 62% $1,526,308,294 $1,711,162,813 12%
Equipment
Pulp/Paper/Allied 192,686 255,549 33% $246,956,688 $275,717,604 12%
Products
Shipping Containers 129,520 184,885 43% S0 S0 -
Waste/Scrap Materials 126,611 225,643 78% $36,613,615 $72,289,606 97%
Farm Products 121,071 145,282 20% $89,353,536 $102,239,187 14%
Petroleum/Coal 109,068 125,595 15% $63,206,986 $69,281,367 10%
Products
Lumber/Wood Products 93,482 115,675 24% $95,527,914 $112,734,453 18%
All Others 188,759 240,271 27% $596,958,630 $869,424,517 46%
Total 4,984,649 6,901,270 38% $5,500,334,064 $7,706,455,077 40%

Source: IHS Global Insight Inc., TRANSEARCH database
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Table .30  Top 10 Outbound Rail Commodities - Hudson County, 2007 and 2035
Tons and Dollars

2007 2035 Percent Percent
Commodity Tons Tons Growth 2007 Dollars 2035 Dollars Growth
Freight All Kind 2,005,858 2,781,984 39% $1,626,887,222  $2,259,129,260 39%
Waste/Scrap Materials 1,682,772 4,642,284 176% $3,859,094,821 $10,700,586,257 177%
Shipping Containers 719,400 1,372,569 91% S0 S0 -
Mail 122,654 76,385 -38% $291,725,709 $181,677,620 -38%
Chemicals/Allied 108,525 325,445 200% $192,249,704 $476,854,303 148%
Products
Food/Kindred Products 86,622 78,640 -9% $98,827,118 $103,287,812 5%
Hazardous Waste 56,840 109,103 92% $31,453,678 $60,374,790 92%
Apparel 28,039 50,373 80% $412,798,797 $818,128,649 98%
Miscellaneous Shipping 19,280 37,028 92% $49,877,534 $95,792,732 92%
Rubber/Plastics 17,081 29,075 70% $62,993,445 $101,995,905 62%
Products
All Others 87,187 118,017 35% 351,630,021 637,595,398 81%
Total 4,934,259 9,620,903 95% $6,977,538,049 $15,435,422,726 121%

Source: [HS Global Insight Inc., TRANSEARCH database
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Figure 11.25 Top 10 Inbound and Outbound Rail Commodities by Weight Hudson County,
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Union County Directional Analysis

In 2007, 23.5 million tons of rail freight moved into, out of, within, or through Union County.
Approximately 3.3 million tons (14 percent) traveled outbound, 3.2 million tons (14 percent)
traveled inbound, 0.1 million tons (0.4 percent) traveled from one point within the county to
another, and 16.9 million tons (72 percent) traveled through. By 2035, total rail freight moving
across the county is expected to grow to 36.6 million tons, an increase of 55 percent (see Table

11.31 and Figure 11.26).

Table 11.31 Summary of Union County Rail Flows, 2007 and 2035

Weight and Value

Percent Percent
Direction 2007 Tons 2035 Tons Growth 2007 Dollars 2035 Dollars Growth
Inbound 3,235,140 4,879,411 51% $3,477,108,181  $6,050,965,914 74%
Outbound 3,328,845 6,134,683 84% $5,157,433,592  $10,232,315,869 98%
Internal 105,504 205,775 95% $323,947,889 $665,396,333 105%
Through 16,888,994 25,394,133 50% $32,714,020,950 $54,803,484,775 68%
Total 23,558,483 36,614,002 55% $41,672,510,610 $71,752,162,891 72%

Source: IHS Global Insight Inc., TRANSEARCH database
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Figure 11.26  Expected Growth of Union County Rail Flows, 2007 and 2035
By Weight and Direction
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Union County Rail Commodity Analysis

In 2007, about 5.0 million tons of rail freight moved inbound to and 4.9 million tons moved
outbound from Union County. Freight all kinds and food or kindred products combined
accounted for 58 percent of all inbound rail flows and 56 percent of all outbound rail flows. The
top ten inbound and outbound Union County rail commodities are displayed in Tables I1.32 and
11.33 and in Figure 11.27.
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Table1l.32  Top 10 Inbound Rail Commodities - Union County, 2007 and 2035
Weight and Value

2007 2035 Percent Percent
Commodity Tons Tons Growth 2007 Dollars 2035 Dollars Growth
Freight All Kinds 1,878,820 2,540,213 35% $1,290,206,014 $1,878,063,072 46%
Chemicals/Allied 416,527 854,001 105% $602,970,998  $1,294,892,327 115%
Products
Food/Kindred Products 254,981 330,282 30% $232,142,104 $326,946,097 41%
Pulp/Paper/Allied 190,746 239,296 25% $260,790,485 $309,220,529 19%
Products
Petroleum/Coal 112,713 214,323 90% $60,080,029 $108,188,792 80%
Products
Waste/Scrap Materials 61,305 127,196 107% $20,543,041 $43,904,453 114%
Primary Metal Products 46,231 117,855 155% $139,724,155 $330,784,905 137%
Shipping Containers 62,120 97,665 57% S0 S0 -
Lumber/Wood Products 38,941 53,399 37% $26,867,683 $33,818,112 26%
Miscellaneous Shipping 23,600 50,406 114% $61,422,398 $131,212,940 114%
All Others 149,155 254,776 71% $782,361,273  $1,593,934,686 104%
Total 3,235,140 4,879,411 51% $3,477,108,181 $6,050,965,914 74%

Source: [HS Global Insight Inc., TRANSEARCH database
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Table1l.33  Top 10 Outbound Rail Commaodities - Union County, 2007 and 2035
Weight and Value
2007 2035 Percent Percent
Commodity Tons Tons Growth 2007 Dollars 2035 Dollars Growth
Freight All Kinds 1,866,077 3,171,392 70% $1,624,204,383 $2,768,106,122 70%
Chemicals/Allied 564,797 1,423,143 152% $1,574,113,008  $4,217,614,275 168%
Products
Waste/Scrap Material 458,345 857,898 87% $1,021,997,965 $1,982,884,862 94%
Shipping Containers 157,800 304,693 93% S0 S0 -
Food/Kindred Products 79,230 119,877 51% $100,651,328 $148,931,236 48%
Apparel 28,593 38,829 36% $334,370,530 $477,462,459 43%
Petroleum/Coal 27,360 15,770 -42% $18,901,540 $10,856,508 -43%
Products
Nonmetallic Minerals 25,559 43,104 69% $1,947,781 $3,890,648 100%
Pulp/Paper/Allied 17,590 17,505 0% $44,880,014 $42,501,771 -5%
Products
Rubber/Plastics 13,672 25,068 83% $56,861,846 $98,595,862 73%
Products
All Others 89,823 117,402 31% 379,505,197 481,472,125 27%
Total 3,328,845 6,134,683 84% $5,157,433,592  $10,232,315,869 98%

Source: IHS Global Insight Inc., TRANSEARCH database
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Figure 11.27

Union County, 2007

Top 10 Inbound and Outbound Rail Commodities by Weight
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Middlesex CountyDirectional Analysis

In 2007, 24.2 million tons of rail freight moved into, out of, within, or through Middlesex
County. Approximately 5.7 million tons (24 percent) traveled inbound, 0.6 million tons (2
percent) traveled outbound, 0.1 million tons (0.3 percent) traveled from one point within the
county to another, and 17.8 million tons (74 percent) traveled through. By 2035, total rail
freight moving across the county is expected to grow to 36.7 million tons (driven almost
entirely by growth in through freight movements), an increase of 48 percent (see Table 11.34
and Figure 11.28).
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Table 11.34 Summary of Middlesex County Rail Flows, 2007 and 2035
Weight and Value

Percent Percent
Direction 2007 Tons 2035 Tons Growth 2007 Dollars 2035 Dollars Growth
Inbound 5,740,114 5,352,378 -7% $8,030,909,066  $8,276,894,939 3%
Outbound 550,277 792,871 44% $1,146,378,373 $1,412,904,116 23%
Internal 77,052 131,373 70% $282,080,869 $492,269,652 75%
Through 17,827,949 29,464,295 65% $35,286,653,829  $55,815,159,623 58%
Total 24,195,392 35,740,918 48% $44,746,022,138 $65,997,228,329 47%

Source: IHS Global Insight Inc., TRANSEARCH database

Figure 11.28 Expected Growth of Middlesex County Rail Flows, 2007 and 2035
By Weight and Direction
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Middlesex County Rail Commaodity Analysis

In 2007, about 5.7 million tons of rail freight moved inbound to and 0.5 million tons moved
outbound from Middlesex County. Chemicals or allied products accounted for 69 percent of all
inbound rail flows and 53 percent of all outbound rail flows. The top 10 inbound and outbound
Middlesex County rail commodities are displayed in Tables 11.35 and 11.36 and in Figure 11.29.
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Table 11.35 Top 10 Inbound Rail Commodities - Middlesex County, 2007 and 2035
Weight and Value

Percent Percent
Commodity 2007 Tons 2035 Tons Growth 2007 Dollars 2035 Dollars Growth
Chemicals/Allied 3,987,428 3,262,172 -18% $6,165,297,793  $6,274,175,665 2%
Products
Pulp/Paper/Allied 362,725 540,197 49% $451,658,883 $548,932,582 22%
Products
Waste/Scrap Materials 326,532 274,081 -16% $176,652,216 $146,937,276 -17%
Food/Kindred Products 158,600 261,891 65% $107,289,828 $176,460,219 64%
Lumber/Wood Products 251,640 259,162 3% $214,295,355 $212,313,044 -1%
Primary Metal Products 237,160 244,108 3% $448,181,997 $440,218,190 -2%
Clay/Concrete/Glass/Sto 182,493 242,050 33% $81,432,689 $97,191,120 19%
ne
Petroleum/Coal Products 170,401 180,497 6% $125,623,966 $122,609,910 -2%
Rubber/Plastics Products 12,329 36,478 196% $14,863,840 $43,733,980 194%
Textile Mill Products 40,571 33,902 -16% $221,210,790 $153,931,918 -30%
All Others 10,236 17,842 74% $24,401,711 $60,391,037 147%
Total 5,740,114 5,352,378 -7% $8,030,909,066 $8,276,894,939 3%

Source: [HS Global Insight Inc., TRANSEARCH database
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Table11.36  Top 10 Outbound Rail Commodities - Middlesex County, 2007 and 2035
Weight and Value

Percent Percent
Commodity 2007 Tons 2035 Tons Growth 2007 Dollars 2035 Dollars Growth
Chemicals/Allied 294,046 538,035 83% $731,714,524 $1,082,254,051 48%
Products
Primary Metal Products 158,118 102,352 -35% $343,157,529 $209,231,883 -39%
Petroleum/Coal Products 39,108 75,484 93% $22,527,111 $49,596,488 120%
Waste/Scrap Materials 31,729 27,598 -13% $26,921,082 $24,598,247 -9%
Nonmetallic Minerals 8,616 10,399 21% $366,401 $430,691 18%
Transportation 6,464 13,717 112% $10,308,449 $20,677,953 101%
Equipment
Clay/Concrete/Glass/Sto 4,386 7,339 67% $2,380,170 $4,779,572 101%
ne
Rubber/Plastics Products 2,671 8,299 211% $3,573,244 $11,193,525 213%
Machinery Exc Electrical 1,779 4,475 152% $1,331,218 $3,340,331 151%
Crude Petrol/Natural Gas 1,208 671 -44% $1,444,884 $802,661 -44%
All Others 2,153 4,502 109% 2,653,762 5,998,714 126%
Total 550,277 792,871 44% $1,146,378,373 $1,412,904,116 23%

Source: [HS Global Insight Inc., TRANSEARCH database
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Figure 11.29

Top 10 Inbound and Outbound Rail Commodities by Weight
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Essex CountyDirectional Analysis

In 2007, 23.0 million tons of rail freight moved into, out of, within, or through Essex County.
Approximately 2.7 million tons (12 percent) traveled inbound, 1.4 million tons (6 percent)
traveled outbound, 0.007 million tons (0.03 percent) traveled from one point within the county
to another, and 18.8 million tons (82 percent) traveled through. By 2035, total rail freight
moving across the county is expected to grow to 34.3 million tons, an increase of 50 percent
(see Table 11.37 and Figure 11.30)
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Table11.37  Summary of Essex County Rail Flows, 2007 and 2035

Weight and Value

Percent Percent
Direction 2007 Tons 2035 Tons Growth 2007 Dollars 2035 Dollars Growth
Inbound 2,739,319 3,789,957 38% $9,027,684,617 $10,963,567,232 21%
Outbound 1,392,742 2,366,944 70% $2,577,427,557  $4,383,851,044 70%
Internal 7,764 21,101 172% $17,314,238 $48,987,667 183%
Through 18,822,682 28,154,876 50% $33,207,231,532 $52,093,674,374 57%
Total 22,962,507 34,332,877 50% $44,829,657,944 $67,490,080,318 51%

Source: IHS Global Insight Inc., TRANSEARCH database

Figure 11.30  Expected Growth of Essex County Rail Flows, 2007 and 2035
By Weight and Direction
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Essex County Rail Commodity Analysis

In 2007, about 2.7 million tons of rail freight moved inbound to and 1.4 million tons moved
outbound from Essex County. Transportation equipment; food or kindred products; and pulp,
paper or allied products combined accounted for 64 percent of all inbound rail flows. Waste or
scrap materials, freight all kinds, and food or kindred products combined accounted for nearly
84 percent of all outbound rail flows. The top ten inbound and outbound Essex County rail
commodities are displayed in Tables 11.38 and 11.39 and in Figure 11.31.
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Table 11.38  Top 10 Inbound Rail Commodities - Essex County, 2007 and 2035
Weight and Value
2007 2035 Percent Percent

Commodity Tons Tons Growth 2007 Dollars 2035 Dollars Growth
Transportation Equip. 917,670 1,176,663 28% $7,323,063,043 $8,692,881,627 19%
Food/Kindred Products 443,044 602,299 36% $363,619,494 $487,264,893 34%
Pulp/Paper/Allied 401,333 436,936 9% $542,468,270 $558,343,395 3%
Products
Waste/Scrap Materials 291,701 628,305 115% $120,137,580 $258,556,093 115%
Freight All Kinds 236,440 328,322 39% $183,297,921 $279,612,842 53%
Lumber/Wood Products 133,304 149,084 12% $122,341,890 $134,815,542 10%
Chemicals/Allied 124,217 154,312 24% $160,049,741 $208,171,269 30%
Products
Shipping Containers 64,200 111,130 73% S0 S0 -
Primary Metal Products 51,058 77,941 53% $130,630,061 $215,002,184 65%
Textile Mill Products 11,379 31,534 177% $1,764,304 $4,889,302 177%
All Others 64,973 93,432 44% $80,312,314 $124,030,085 54%
Total 2,739,319 3,789,957 38% $9,027,684,617 $10,963,567,232 21%

Source: [HS Global Insight Inc., TRANSEARCH database
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Table 11.39 Top 10 Outbound Rail Commodities - Essex County, 2007 and 2035
Weight and Value
2007 2035 Percent Percent

Commodity Tons Tons Growth 2007 Dollars 2035 Dollars Growth
Waste/Scrap Materials 766,727 1,310,699 71% $1,624,524,596  $2,914,776,097 79%
Freight All Kinds 231,753 321,090 39% $188,662,149 $261,898,710 39%
Food/Kindred Products 170,162 315,895 86% $185,397,420 $344,215,386 86%
Chemicals/Allied Products 98,258 237,118 141% $101,746,904 $195,272,419 92%
Miscellaneous Shipping 43,480 43,815 1% $90,545,315 $72,873,533 -20%
Pulp/Paper/Allied Products 30,610 45,459 49% $63,653,737 $93,408,796 47%
Transportation Equipment 24,416 47,121 93% $200,555,890 $403,616,814 101%
Primary Metal Products 6,249 7,250 16% $9,765,039 $8,495,752 -13%
Shipping Containers 5,200 10,148 95% S0 S0 -
Electrical 5,117 3,274 -36% $101,085,745 $54,886,263 -46%
Mach/Equip/Supp
All Others 10,770 25,075 133% $11,490,763 $34,407,275 199%
Total 1,392,742 2,366,944 70% $2,577,427,557 $4,383,851,044 70%

Source: IHS Global Insight Inc.,, TRANSEARCH database

Figure I.31 Top 10 Inbound and Outbound Rail Commodities by Weight
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ll. PLANNED INFRASTRUCTURE IMPROVEMENTS

A wide range of rail system infrastructure and operational improvements are currently being
advanced by a variety of sponsors including railroad owners/operators, MPOs and the NJDOT.
Table lll.1 summarizes these individual improvement initiatives. Mapping depicting the location
of these planned improvements is presented in Appendix B of this report.
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New Jersey Statewide Freight Rail Strategic Plan

IV. THE STATEWIDE FREIGHT RAIL STRATEGIC PLAN

A. AGENCY AND INDUSTRY ADVISORY GROUP

As opposed to an analytical model approach, the plan was developed from the bottom up,
building upon extensive coordination and input from a wide cross section of state agencies,
Class | railroads and short line / terminal railroads. As members of the Agency and Industry
Advisory Group (AIAG), they provided valuable insights into their current operations and visions
for the future, as well as a comprehensive listing of issues and constraints - physical,
operational and institutional — that hinder their progress and the operation of a flexible and
efficient freight rail system. The AIAG also contained representatives of agencies and industries
with a direct interest in freight rail operations including:

1. New Jersey State Agencies

e New Jersey Department of Transportation was established in 1966 as the nation’s first
state transportation agency. The NJDOT establishes transportation policy, operates and
maintains New Jersey’s highway and public road system, and supports the state’s rail,
freight and intermodal transportation infrastructure.

e NIJ Transit was established in 1979 and integrated the former NJDOT Rail Division. The NJ
Transit Rail Division provides commuter rail service in New Jersey, with most service
centered on transportation to and from New York City, Hoboken, and Newark. Freight
traffic operates on significant portions of the NJ Transit passenger rail network, and some
NJ Transit passenger trains operating on rail lines owned and operated by freight
railroads.

e New Jersey Economic Development Authority provides a wide range of services to attract
businesses to New Jersey and support their retention and growth. It offers businesses
financing and real estate development assistance.

e North Jersey Transportation Planning Authority is the Metropolitan Planning
Organization (MPO) for the 13-county northern New Jersey region. Each urbanized region
of the country is required to establish an MPO to qualify for federal transportation
funding.

e Delaware Valley Regional Planning Commission is the MPO for the Delaware Valley,
covering five counties in Pennsylvania and Mercer, Burlington, Gloucester and Camden
counties in New Jersey.

e Port Authority of New York and New Jersey is a bi-state authority charged with operating
and maintaining major transportation infrastructure including bridges, tunnels, airports,
seaports, and freight and passenger rail service within a 1,500 square mile area within a
25-mile radius of the Statue of Liberty in New York Harbor.
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2. Class | and Switching Railroads

e CSX Transportation is an international transportation company offering a variety of rail,
container-shipping, intermodal and trucking services to customers in 23 states and two
Canadian provinces. It operates over 647 miles of track in New Jersey.

o Norfolk Southern Railway is a Class | railroad that services customers in 22 states. It
operates over 933 miles of track in New Jersey.

e Consolidated Rail Corporation is a terminal and switching railroad jointly owned by CSX
and Norfolk Southern and operates over 469 miles of track within New Jersey.

3. Short Line and Terminal Railroads

e New Jersey Short Line Railroad Association is an organization that focuses on the
concerns of short line railroads and seeks to solve or mitigate problems through collective
effort and cooperation.

e SMS Rail Lines is a short line railroad based at the Pureland Industrial Park in Bridgeport.
It handles all freight car deliveries to businesses located within the industrial park, with
additional operations in Paulsboro, New Jersey; Morrisville, Pennsylvania, and Albany,
New York.

e Morristown& Erie Railway is a short line freight railroad serving customers in Morris and
Essex counties in New Jersey and the Mid-Coast region of Maine.

o Winchester & Western Railroad is a short line railroad operating several lines in southern
New Jersey, connecting to Conrail Shared Assets Operations at Millville and Vineland. It
primarily handles quarry products and grain.

e The New York, Susquehanna & Western Railway operates over 400 miles of track in New
York, New Jersey and Pennsylvania (91 miles within New Jersey) handling a range of
commodities such as feed ingredients; lumber and other building materials; construction
and demolition debris; chemicals and aggregates; plastics; food and paper products;
motor vehicles, and metals.

e Southern Railroad Company operates a total of 71 miles of rail in South Jersey on three
different/distinct lines - the Salem Branch, the Winslow Industrial Track and the
Pleasantville Industrial track.

The AIAG was a valuable resource in the development of the plan, bringing a wide array of
perspectives and extensive experience to the process. The participation of the AIAG was
instrumental in the:

e |dentification of operational and institutional issues affecting their business and the
overall operations and efficiency of the freight rail network;

e Prioritization of issues in terms of the geography affected, severity and need for corrective
actions, and

e |dentification of a range of potential solutions that would be consistent with other state
planning documents.
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B. SUMMARY OF ISSUES AND RECOMMENDED ACTIONS

In close coordination with the Agency and Industry Advisory Group (AIAG), a broad range of
issues that affect the freight rail industry in New Jersey were identified. Each issue (described
in detail in Appendix A) was evaluated with respect to its severity to the State of New Jersey
and the freight rail industry, and how quickly corrective action needs to be taken. Since AIAG
participants represented a range of opinions and perspectives, not surprisingly the order of
priority recommended by each participant varied as well. Considering the opinions and input
offered by the AIAG, each issue was ranked with respect to the extent recommended actions
would support the goals and objectives of this plan. Goals were categorized as either critical or
supportive, with the recommended actions being classified as Highly Supportive, Moderately
Supportive, Not Applicable or Detrimental to the achievement of each goal.

Specific solutions and actions were identified for each issue. Recommended actions were
categorized on the basis of their level of intensity - High Priority, Moderate Priority or Low
Priority - and:

e Compliance with existing and pending regulations and federal mandates;

e Maintenance of infrastructure and operations in their current serviceable state;

e Improvement of existing infrastructure, programs and practices to eliminate constraints;
e Expansion of existing facilities and practices, and

e Development / Implementation of new infrastructure, programs and practices.

The following sections discuss each issue; the risks and opportunities it presents to the State of
New Jersey; recommended actions; anticipated outcomes, and how it supports the plan’s goals
and objectives.

1.  High Priority Issues

Of the 42 identified issues, 12 were determined to be of critical priority and worthy of
immediate action. These high-priority issues include:

e Continuation of the NJ Freight Rail Assistance Program;

e Upgrading secondary / light density lines to handle the current industry standard
286,000 Ib. (286K) rail cars;

e Upgrading New Jersey’s short lines to handle the current industry standard 286K rail
cars;

e |dentify and mitigate constraints inhibiting the movement of 286K rail cars on selected
passenger lines;

e Capacity and access at Greenville Yard;

e Repair and rehabilitation of the Delair Bridge to ensure continued freight rail access to
southern New Jersey;

IV-3



New Jersey Statewide Freight Rail Strategic Plan

e Expand capacity of the Lehigh Line (shared with NJ Transit’s Raritan Valley Line) from
Oak Island Yard to Manville Yard.

e Elimination of tunnel and bridge height and width constraints that restrict the
movement of today’s larger industry standard rail cars;

e Providing freight rail connectivity between the northern and southern New Jersey port
complexes;

e Preservation and reactivation of the military rail network;

e Enhancing connectivity between the Class | and the short line railroads, and

e Expanding intermodal yard capacity, particularly in northern New Jersey.

Impact of Superstorm Sandy

In the fall of 2012, Superstorm Sandy struck the Mid-Atlantic and New England area. The
potential record-breaking intensity of the storm, coming a year after Hurricane Irene, led
officials to suspend transportation services in advance of the storm’s arrival. The Class | freight
railroads removed rolling stock from the area, as well as repositioned equipment to
accommodate the potential diversion of international maritime cargo from Northeast ports.

The immediate impacts on New Jersey’s rail transportation systems were extensive. The impact
area was multi-state with significant damage from flooding and high winds. CSX and Norfolk
Southern, which sustained limited damage (such as debris on tracks at Port Newark/Elizabeth),
were able to restore services within the first week. CSX operated intermodal trains between
ports in Virginia and New Jersey to transport diverted ocean containers back to New Jersey. The
damage at Greenville Yard, however, was significant with all facilities and one rail car float
destroyed. While the potential effect of extreme weather occurrences such as Superstorm
Sandy, flooding and the potential for elevation in mean sea level is not addressed in this plan as
a specific issue with recommended actions, resiliency to weather related environmental factors
should be a consideration in the assessment of any component of the freight rail infrastructure.

2.  Moderate Priority Issues

Of the 42 identified issues, 12 were determined to be of a moderate priority with
recommended actions to be taken in the near future. These moderate priority issues include:

e Elimination of vertical constraints imposed by catenary systems;

e Preservation of out of service and abandoned rail rights-of-way for potential future
reactivation;

e Expansion of the carrying capacity of the Lehigh Line (Manville to Phillipsburg);

e Maintenance of overall line capacity and system/route redundancy;

e improvement of the New York Susquehanna and Western (NYSW) to accommodate both
freight and passenger service;

e Maintenance of the 286K standard on the Class | main lines;
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e Expansion of the capacity of existing transload yards;

e Creation of new capacity at existing carload yards;

e Expansion of the carrying capacity of the CSX West Trenton Line;

e Expansion of the carrying capacity of the CSX River Line;

e Restructuring the freight rail network and connections in Southern New Jersey, and
e Enhancement of connectivity between short lines.

3. Longer Range, Lower Priority Issues

Of the 42 identified issues, 19 were determined to be of relative low priority. While these are
real and pertinent issues, some were determined to have relatively low adverse effects if left
unaddressed or are being addressed by the railroads themselves. Others are not expected to
exert any significant adverse influence of freight rail operations until well into the future. These
issues include:

e Planned new passenger operations;
e Community education;

e High speed rail;

e Temporal separation;

e Shared operations;

e Grade crossings;

e Haulage rights;

e Trackage rights / paper barriers;

e Hazmat storage;

e Passenger platforms (commuter rail);
e Passenger platforms (light rail);

e Freight train speed restrictions;

e Positive Train Control (PTC)

e Noise;

e Emissions;

e Environmental justice;

e QOdor

e Adoption of a national rail plan, and
e Trend towards 315K routes.

Potential actions to be taken to address the issues facing the freight rail industry in New Jersey
are numerous and varied. In some instances, simply ensuring compliance with federal
mandates is required. In others, significant threats to the continued utility and vitality of the
freight rail system as a supporter of economic growth require more complicated and capitally
intensive actions be taken. Table IV.1 summarizes the potential actions identified to address
each issue and which action(s) are recommended for advancement. Each issue and
recommended action is described in detail in Appendix A.
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Table IV.1  Plan Summary - Recommended Actions’

POTENTIAL SOLUTION SET CATEGORIES

Maintain

Improve

HIGH PRIORITY ISSUES

Develop /
Implement (New)

Continue to
require host Incorporate g
community sign atimaEEh Z‘ESI’; T;C/’Z"Sam
off for capital program to assist Considger annljal Develop new
NJ Rail Assistance project support. community funding levels tied | PTO€TaM with
Program Assess the impacts educa.tlon'and to rail freight dedlcate:d funding
. coordination of mechanism.
of this i volumes.
. candidate
requirement on .
communities and Broiects
rail operations
286K Standard on Inventory and Identify and Identify and Assess the cost and
Class | Secondary maintain existing prioritize routes upgrade need for
and Light Density capacity. to upgrade. additional freight | strengthening
Lines lines and bridges infrastructure to
Upgrade to 286K. accommodate
identified priority 315.5 |ntt']|:e (:L:Fure
routes to 286K. on identified lines.
Assess the cost of
T and need for
286K Capacity on Inventory and rioriti};e lines to CRaade strengthening
Short Li:es v maintain existing Ze uparaded to identified priority | infrastructure to
capacity. 286I?g lines to 286K. accommodate
’ 315K in the future
on identified lines.
Determine Evaluate and
Inventory and specific "ng:_de  <hared Negotiate and
L : additional share 9
maintain existing improvements operations lines lmplerpent J
ity. needed for 286K operating an
. capacty t-f and bridges to cost-sharing
NJ Transit / Amtrak operation. 286K as required. | agreements to
Constraints to 286K - allow 286K freight
Rail Cars Identify and g !
prioritize routesto |~ HEES DS
upgrade to 286K ; d,;itifie d priority | €€k alternate Iocatu.)ns along NJ
in support of routes to Zp - Y| routes for freight. | Transit-owned
freight service on : Row.
these shared lines.
Improve
. T northbound EXpanq carfloat Develop expanded
Greenville Yard Maintain existing . operations. .

. connectivity. cross harbor freight
Capacity and Access carfloat and yard intermodal
Improvements operations. Upgrade carfloat | Add intermodal operations

operations. yard.

! Blue shaded boxes denote actions that should be taken immediately or as soon as possible.
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Table IV.1

POTENTIAL SOLUTION SET CATEGORIES

Maintain

Plan Summary - Recommended Actions

Develop /

Maintenance of the
Del Air Bridge Portal

Compliance

Continued bridge
maintenance and
rehabilitation of
approach spans.

Develop
contingency plan
for bridge outage.

Improve

Improve height
clearances on
access routes.

Study and identify
need for potential
new bridge and
approach routes
as part of
identification of
redundant and
alternative
routing options
into Southern
New Jersey.

Implement (New)

Replace bridge and
access routes as
needed to
accommodate
industry standard
heights (including
intermodal) if
alternative routes
are not feasible.

Increase Capacity on
the Lehigh Line

Upgrade and
possibly combine
and/or eliminate
grade crossings.

Construct a third
track from Aldene

Consider
construction of a
4" track from

(Conrail Oak Island — in Roselle Park to ':;:Z::t:znl\g;and
Manville) Identify potential | NK (Newark). JEe s —
reliever routes passenger ROW.
Upgrade
clearances to
accommodate
Plate F'rai'l COES Upgrade additional
on "_’P""”*V routes that could
Inventory and basis glle’g:::jes on provide alternative
X - L 5 _ . o routings for double
Tunnel and Bridge maintain existing Identify and identified priority stacks and other
Vertical Clearances clearances. prioritize specific | routes requiring )
locations, lines double stack hlgh c§rs should
S —— clearance main line routes
: become fouled.
where clearances
should be
improved for
double-stack
service.
Coordinate
improvements to
existing route via
I Pennsylvania Investigate the \dentify new
Maintain with adjacent feasibility of movements of
corridor/right-of- [ jyrisdictions. - goods between
. reactivation of the
North/South way options for former Blue North and South
Connectivity future movements | Investigate the C . New Jersey on new
between North feasibility of omet R,OUte or or combinations of
and South. freight service both freight an_d new and preserved
and connections passenger service. | oo\
via alternate
routes
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Table IV.1

POTENTIAL SOLUTION SET CATEGORIES

Plan Summary - Recommended Actions

Develop /
Compliance Maintain Improve Implement (New)
Devel rogram | Provide for
Inventory and evelop p i ¢?g a . .
. ) e for acquisition of | additional in state | Explore
. identify facilities - .
I Monitor ROW that may opportunities to reconnection and
Reactivation / . currently used as 3
R changes in be removed from | supplement expansion of
Preservation of the . part of .. .

. R the existing the Military Rail and/or replace trackage on New
Military Rail . > deployment and . -
Network Military Rail o Network as a current strategic Jersey’s Joint Base

Network. 9 5 result of base transportation (Fort Dix, McGuire,
transportation L
closures or other | shipping and and Lakehurst).
command. . L .
actions. receiving facilities.
Ensure all
short lines -
have Identifv and Initiate short
. Maintain existing ?nt_' _y an " line/Class | Integrate new plan
convenient . prioritize specific . .
. service and economic with state
Class | / Short line access to . access and .
Connectivit two Class I's operations : h development economic
v as per the interchange L ang: hort integrated rail development
P locations. c.once_rns o s or freight marketing | initiatives.
merger/ lines, including program
breakup of Pavonia Yard
Conrail.
Inventory and
maintain existing Prioritize and PivelopdnTw dsi
; . . intermodal yards in
yard capacity and | jnjtiate service Identify and v
; . P Northern, Central
potential for improvement to | prioritize
Expand Intermodal - 3 . and Southern New
. eéxpansion. enhance capacity | locations where
Yard Capacity .. . Jersey based upon
at existing yards | capacity should L
anticipated growth
. to accommodate | be expanded. . .
Maintain in domestic

operating capacity
at current yards.

growth.

intermodal traffic.

MODERATE PRIORITY ISSUES

Catenary Constraints
to Vertical Clearance

Inventory and
maintain existing
clearances on NJ
Transit and
Amtrak routes.

Upgrade
clearances on
identified priority
routes to
accommodate
Plate F.

Identify and
prioritize specific
lines and routes
based on latent
demand for
double-stack
service where
clearances should
be improved.

Investigate the
shared operations
trackage between
Wood Interlocking
and Essay for
clearance.

Develop new
standards for
installation of
catenaries where
freight service
currently operates
or is anticipated to
operate.
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Table IV.1  Plan Summary - Recommended Actions’

POTENTIAL SOLUTION SET CATEGORIES

Maintain

Develop /

Improve

Identify
strategies and
funding sources
for long term
preservation of
current

Prioritize lines for
potential future
reactivation/
development.

Implement (New)

inventory.
Inventory at risk . . Reserve/preserve
Right of Way rail corric'lors :\:I‘J):I;j\"::: :;:Zr Identify unique identified corridors
. and monitor for opportunities for for future
Preservation nty/local PP )
threats to county/oca right of way transportation
preservation. development preservation usage.
authorities to . .
including use of
support .
R highway and
continued .
. . utility rights of
operation of rail
way that could be
served I
utilized as shared
customers along .
- corridors.
at-risk lines.
A .
Maintain ,d‘,i passing
. sidings and Restore second
optimum double
upgrade track.
stack clearance. . .
signaling.
Increase Capacity on S Upgrade and
the Lehigh Line (NS Maintain rail line | possibly combine Provid
Manville - atcurrenttrack | gnd/or eliminate | Maintain parallel drovt;I € ‘
Phillipsburg) speeds. grade crossings. | LV Bridge for Iou estac q
potential freight clearance an
second track
and passenger H hth
expansion. through the
Musconetcong
Tunnel.

Maintain current
Delaware River
Bridge in state of
good repair.
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Table IV.1

POTENTIAL SOLUTION SET CATEGORIES

Plan Summary - Recommended Actions

Develop /
Compliance Maintain Improve Implement (New)
Identify and .
. .f.y . Investigate
prioritize lines .
. technologies that )
. . Inventory, codify | based upon ) Increase capacity
Overall Line Capacity L .. can be applied to .,
and maintain anticipated ) ) through additional
/ System A increase capacity
existing line growth and . . . track or new
Redundancy . .. on existing freight -
capacity. anticipated ., technologies.
. lines and shared
future capacity .
. operation lines.
restraints.
Maintain
optimum Add passing
L Add intermodal
doublestack Upgrade and sidings and and/lor transload
NYSW Portal Freight clearance. possibly combine | upgrade signaling facility to serve
Service Maintain rail line | and/or eliminate | as passenger northYNest NJ and I-
at current track grade crossings. .?eI'V'ICG Is 287 corridor.
speeds. instituted.
T Assess the cost of,
f
286K Standard on maintain Z:ﬁanneceedmgr:lts to
Class | Main Lines existing 286K
capacity routes accommodate
’ 315K in the future.
Incorporate
Inventory and transload

maintain existing
yard capacity

Initiate service

facilities within
dense clusters of

Develop new

and po'FentiaI for improvement to industrial and transload yards
Transload Yard éxpansion. enhance capacity | Warehouse and facilities as
Capacity at existing yards | development. needed to

dentifv and to accommodate minimize final local

entify an X .
o .y growth. Increase capacity | delivery by truck.
prioritize Vs
. at additional
locations where .
. locations based

capacity should on priorities

be expanded. P .

Inventory Based upon

existing yard inventory,

capacity and Address service selectively expand .

A X . Identify and

potential for and capacity capacity at ioritize locati
Carload Yard expansion. issues at existing yards to mz:leliz\; CCZ :Ict))r;sd
Capacity identified yards, accommodate ds should b

Maintain including anticipated yaras s Oud e

operating Pavonia Yard. growth, where constructed.

capacity at possible.

current yards.

IV-10




New Jersey Statewide Freight Rail Strategic Plan

Table IV.1

POTENTIAL SOLUTION SET CATEGORIES

Plan Summary - Recommended Actions

Develop /

Compliance Maintain Improve Implement (New)
Upgrade and
Maintain possibly combine
optimum and/or eliminate | Restore 2" main
doublestack grade crossings track and passing
clearance. in Somerset sidings consistent
County. with Restore second
Increase Capacity on Maintain rail recomme:*ndations track to
tl.1e West Trenton line at current of the Mld . accommodate
Line track speeds Implement quiet Atlantlf Rail additional freight
zone from Rt. Operations Study | and potential
Maintain 601 crossing to (MAROps) and passenger service.
current Province Line Rd | upgrade
Delaware River crossing signaling.
Bridge in state
of good repair
Upgrade and
possibly combine
and/or eliminate | Add passing
. Maintain rail line | grade crossings. sidings anfi .
Increase Capacity on upgrade signaling | Re-lay second

the River Line (CSX)

at current track
speeds.

Implement quiet
zones and
associated grade
crossing
improvements

to increase
carrying capacity
of the route.

track.

Identify .
L. Implement options
Evaluate current opportunities and :
i . . for incremental
system as it has | Open alternative | options for )
i X restructuring
Network evolved and freight routes to incremental .

. X . . among private and
Restructuring and determine clear availability | restructuring ublic sector
Rationalization adequacy as for passenger among private P .

. . . . owners to improve
national rail service. and public sector . )
rail marketing
plan evolves. owners, operators .
B options.
and agencies.
- Identi] Identi] Develo
Maintain current fy L. ify L. - p
svstem of opportunities for | opportunities for institutional
. ¥ . short haul intrastate measures to
Short Line / Short connectivity X ..
. L . . interstate connectivity for encourage
Line Connectivity with short lines e
; movements the development connectivity
connecting only
between short of short haul between short
to Class Is. § .
lines. markets. lines. .
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Table IV.1

POTENTIAL SOLUTION SET CATEGORIES

Compliance

Maintain

Improve

LOWER PRIORITY ISSUES

Plan Summary - Recommended Actions

Develop /
Implement (New)

Investigate options
for adding new

passenger services
without
significantly
Negotiate a degrading freight
standard operations,
Planned New framework for including but not
Passenger cost and liability limited to the
Operations sharing on Vineland
shared service Secondary from
lines. Camden to
Glassboro, the
West Trenton Line,
and the NYS&W
line in Bergen
County.
Develop additional
Develop program
Expand current outreach programs
. to educate )
Community .. FRA programs as required to
. communities on , .
Education such as Operation | maintain rail as a
the value of . .
| ) Lifesaver. good neighbor
freight rail. .
policy.
Continue to Uparade to l':'ncourage.
address spot c::tinuousl Expand use of Incorporation ofa
improvementsin | o ’; N continuously rail P"’"’""q
Ensure identified areas | 0 o i welded rail. Sl
. Iocomgtlves _a re of concern. . county and local
Noise compliant with land use plans to
current EPA and Devel I d preserve rail
FRA regulations. e.ve. gp Reduce train X’,’ anduse ‘?f freight corridors
prioritized plan .. noise reduction . .
idling in selected | . 3 3 while addressing
for 3 including quiet . .
. locations. quality of life
improvements. zones. .
issues.
Provide

Emissions — Tier
Iland llI

Ensure
locomotives used
in yard and local
service meet
appropriate EPA
standards.

Maintain current
fleet of
locomotives for
compliance with
EPA regulations.

opportunities to
utilize additional
low emission
locomotives in
port and yard
areas.

Implement idle
reduction
strategies

Expand program
of purchasing of
low emission
locomotives for
yard switching
and local service
in high non-
attainment areas.

Monitor new
“green”
locomotives being
tested now for
possible road
service in the
future.
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Table IV.1

POTENTIAL SOLUTION SET CATEGORIES

Maintain

Plan Summary - Recommended Actions

Develop /

Compliance

Assess demand

Improve

Implement (New)

for rail freight Add additional
v with service on lines tracks or
C}?mpdv w'; " with temporal implement
ight 7 A .
sharec right o separation. SS€SS operational Work with federal
Temporal ways and opportunities to - S—— agencies to modif
Separation of temporal Review expand both accoglmodate aid or seek Y
Freight and separation rules temporal freight and freight demand exemptions as
Passenger Trains | and regulations separation passenger service incriases on lines needepd
as per FTA and system currently | on current lines. h / )
FRA. in use and its :;pe‘; Z:iecJTrpom
effect on freight :
capacity and use constrains trade.
of the line
Assess demand
for rail freight
service on lines Identify NJ Transit
shared with NJ lines which could
TRANSIT and handle additional
Amtrak, freight traffic that
including Establish could serve as
isti I .
ex:stu.1g schedule/ pricing alternate or Identify new
practices and redundant routes .
N . ) for expanded use X corridors where
Maintain freight costs associated e to alleviate both freight and
Shared access where it with operations, A s capacity problems assen egr services
Operations currently exists maintenance, inclu dig ! in other parts of <F:)oul d siare
on shared routes. | and investment upgradegs to system. operations and/or
ight , .
J; orefr '::st handle higher right of way.
P ’ train speeds.
Determine Evaluate
Ll aie public/private
b it .
enej" it of impacts of such
altering current T
contract lines
structures. .
Assess freight |
rail grade / . 1I:Devle op a program
crossings on Eval u'ate grade or.ong-term
o additional crossmqs mamtena nce,
M§|n_ta|n freight lines stateWIfle m”_npr.ove.ment and
Grade Crossings existing grade beyond NJTPA employing the elimination of
crossing T criteria grade crossings as
equipment. established by freight and
il ) NJTPA passenger traffic
mp ert‘lent Gl assessment. expand in key
zones in selected corridors
locations.
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Table IV.1

POTENTIAL SOLUTION SET CATEGORIES

Maintain

Plan Summary - Recommended Actions

Develop /

Compliance

Improve

Develop a central

Encourage the

Implement (New)

Explore ways to
reach new markets

No STB system to track and to serve
- ... use of haulage
application the negotiation ) current markets
. , rights through .
. required. of haulage rights | . . more effectively.
Haulage Rights . . . incentives as an
Negotiated and investigate . Example: current
. . . alternative to
railroad to incentives to CP/CSX haulage
. e network
railroad. facilitate —— agreement
agreements. g- between NYC and
Montreal.
Review and
inventory
trackage rights Facilitate
arrangements discussions with

Trackage Rights /
Paper Barriers

on all lines

participants to

within the state, | modify existing
including NJ agreements.
Transit, Class Is
and Amtrak.
Projects and Require analysis
programs must of benefits to EJ
conform to communities
environmental (access to jobs,
Environmental justice executive new job
Justice (EJ) orders and opportunities,
regulations etc.) that may
issued to date at result from rail
both federal and infrastructure
state level. improvements.
New regulations Work with local
for municipal Continue to and state
. . Implement new
solid waste address spot agencies to i
. . . . . FRA rules relative
Odor (MSW) and improvements in | identify potential
. . o to MSW and C&D
construction and identified areas problem areas G
demolition (C&D) | of concern. for future ’
facilities. correction.
. Designate and
Continue to . )
. Current facilities | Upgrade provide
provide ..
. . are adequate trackage and additional
inspection of i . .
Hazmat Storage . and should be improve security | storage facilities
hazmat rail cars L .
maintained at in areas used for | as close to the
and storage per )
. current levels. hazmat storage. final user as
FRA regulations. .
possible.
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Table IV.1

POTENTIAL SOLUTION SET CATEGORIES

Plan Summary - Recommended Actions

Develop /
Compliance Maintain Improve Implement (New)
Inventory and
maintain
existing
clearances.
Passenger Id?nt.if.y and -
Platforms on Where freight prioritize routes Upgrade additional
Commuter and activity where clearances | Upgrade routgs that woul_d
Light Rail Lines - warrants, Fould / should be .cIearz.ar.\ces o.n . prc?wde altgrnatlve
Constraint to ensure that improved to identified priority freight roujcln.gs
Wide Load station platform acc.ommodate routes. should main lines
Freight upgrades (to frelght. become fouled.
comply with operations.
ADA) provide
clearance for
wider loads.
Work with NJ
Transit to
examine Make requisite
Work within benefits, co.sts investments to
Freight Train current freight ?md operational ope.n up system Revise as needed in
C impacts of for increased I .
Speed speed limits set . .. | coordination with
Restrictions by the FRA and remo.wr'rg traFk speed. by rall NJ Transit.
NJ Transit. restrictions freight carriers in
affecting rail shared operation
freight in current | area.
shared operation
areas.
Individual rail
owners remain Encourage Assess need for
responsible for consensus on statewide funding
implementation. syste.m under the FRA’s
architecture and )
Seek Develop and inter-operability R‘"’""f‘_’ . Ensure system
postponement of | ~c &OP for Rehabilitation inter-operability
. . federally Initiate program implementation | @nd Improvement | for roytes utilizing
Positive Train mandated 2015 for sharing costs 2 h Financing (RRIF) ltiol t
Control . : associated with | across all NJ rail muTliple systems
implementation Program. through a multiple

date.

Monitor
developments on
the federal level.

PTC
implementation.

systems.

Provide matching
state funds for
implementation
of PTC on short
lines.

jurisdictions
process.
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Table IV.1  Plan Summary - Recommended Actions’

POTENTIAL SOLUTION SET CATEGORIES

Develop /
Maintain Improve Implement (New)
Investigate the
feasibility of
Maintain ability implementing
to implement high speed freight
through ROW railas a
Monitor reservation component of
development of /preservation. high speed .
national high passenger rail Implement new
il planning. hich d hich
High Speed Rail speed rai igher an . ig
network for Investigate speed corridors as
implications and | potential for identified.
opportunities integrating Develop alternate
for New Jersey. | freight-only track | freight route
along the minimizing use of
Northeast Northeast
Corridor to Corridor
preserve freight
rail potential.
Monitor
National Rail
Adoption of a Plan
National Rail development for
Plan implications and
opportunities
for New Jersey.
Monitor rail All futur.e Build |_n future
. renovations and capacity above
industry to
I upgrade to 286K as
Trend Towards include 315K as determined by
trend to 315K . e .
315K Routes i ope identified in incremental cost
can be identified i .
and is cost/benefit analysis and trend
. analysis of towards increased
sustainable. o .
specific routes. weights evolves.
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C. TIMELINE FOR RECOMMENDED ACTIONS

Recommended actions were categorized on the basis of their level of intensity - High Priority,
Moderate Priority or Low Priority. Some of the recommended actions are low cost and easily
implementable, while others involve considerable coordination between multiple public and
private sector parties, extensive design and permitting requirements, or significant capital
investment needs. Accordingly, not all of the recommended actions can, or need to be,
initiated concurrently or completed in the immediate future. Table IV.2 details the anticipated
time horizons for initiation and completion of the recommended actions.
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Table IV.2

Currently

ongoing,

complete
within 5 years

Initiate and
Complete within 5
years

Initiate within 5
years complete in
5-10 years

HIGH PRIORITY ISSUES

Recommended Action Implementation Timeline

RECOMMENDED SOLUTION SET ACTIONS

Initiate and
complete in 5-10
years

Completion is
beyond 10 year
horizon)

Incorporate
NJ Rail outrec'tch progran?
. to assist community
Assistance .
Program education and
& coordination of
candidate projects.
286K Standard Identify and
on Class | Identify and Upgrade identified upgrade
Secondary and prioritize routes to priority routes to additional freight
Light Density upgrade. 286K. lines and bridges
Lines to 286K.
286K Capacity Ide:'nt.lf'y an.d Up.grfyde.ldentlfled
on Short Lines prioritize lines to be | priority lines to
upgraded to 286K. 286K.
Upgrade identified Seek alternate
priority routes to routes for freight.

Determine

286.

Negotiate and
NJ Transit / specific implement
Amtrak improvements | opergting and cost- | Evaluate and
Constraints to | needed for sharing agreements | upgrade additional
286K Rail Cars | 286K to allow 286K shared operations
operation. freight access to lines and bridges to
strategic locations 286K as required.
along NJ Transit-
owned ROW.
Greenville U d
Yard Capacity pgrade Add intermodal
and Access carfloa't yard.
operations.
Improvements
Continued
bridge
Maintenance maintenance Develop Improve height
of the Del Air and contingency plan for clearances on
Bridge Portal rehabilitation | bridge outage. access routes.
of approach
spans.
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Table IV.2

RECOMMENDED SOLUTION SET ACTIONS

Recommended Action Implementation Timeline

C tl ... ... e .. ..
ot:‘rr:ir; v Initiate and Initiate within 5 Initiate and Completion is
cong1ple§; Complete within 5 years complete in complete in 5-10 beyond 10 year
AR 5 years 5-10 years years horizon)
Consider
Increase construction of a
Capacity on Construct a third 4" track from
the Lehigh Line Identify potential track from Aldene
. . . Aldene to NK and
(Conrail Oak reliever routes in Roselle Park to separation of
Island - NK (Newark). p
Manville) freight and
passenger ROW.
Upgrade clearances
to accommodate
Plate F rail cars on a
riority basis
priority dast. Upgrade
Tunnel and clearances on
Bridge Vertical Idt::nt'lf.y and B identified pr.lc'mty
prioritize specific routes requiring
Clearances X i
locations, lines and double stack
routes where clearance.
clearances should
be improved for
double-stack service
Coordinate Investigate the
improvements to feasibility of freight
North/South existing route via service and

Connectivity

Pennsylvania with
adjacent

connections via
alternate routes.

jurisdictions.

Inventory and

identify facilities

currently used as

part of deployment Develop program

and strategic for acquisition of
Reactivation / transportation ROW that may be
Preservation command. removed from the
of the Military Explore Military Rail

Rail Network

reconnection and
expansion of
trackage on New
Jersey’s Joint Base
(Fort Dix, McGuire,
and Lakehurst).

Network as a result
of base closures or
other actions.
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Class | / Short
line
Connectivity

Currently
ongoing,
complete

within 5 years

Maintain
existing
service and
operations
interchange
locations.

Table IV.2

Initiate and
Complete within 5
years

Identify and
prioritize specific
access and
interchange
concerns of short
lines, including
Pavonia Yard.

Initiate within 5
years complete in
5-10 years

Recommended Action Implementation Timeline

RECOMMENDED SOLUTION SET ACTIONS

Initiate and
complete in 5-10
years

Initiate short
line/Class |
economic
development
integrated rail
freight marketing
program.

Completion is
beyond 10 year
horizon)

Expand
Intermodal
Yard Capacity

Prioritize and
initiate service
improvement to
enhance capacity at
existing yards to
accommodate
growth.

Identify and
prioritize locations
where capacity
should be
expanded.

MODERATE PRIORITYISSUES

for long term
preservation of
current inventory.

Identify and
rioritize specific
Upgrade clearances p pecif
Catenary on identified priorit lines and routes
Constraints to routes to P y based on latent
Vertical demand for double-
accommodate Plate !
Clearance stack service where
F.
clearances should
be improved.
Inventory at risk rail . .
corridors and Coordinate with
monitor for threats NJEDA and other
to preservation. ;ounlty/ Iocalt
. evelopmen
Right of Way p
. authorities to
Preservation 3 3 .
Identify strategies support continued
and funding sources | operation of rail

served customers
along at-risk lines.

Increase
Capacity on
the Lehigh Line
(NS Manville -
Phillipsburg)

Upgrade and
possibly combine
and/or eliminate
grade crossings.

Add passing
sidings and

upgrade signaling.

Maintain parallel
LV Bridge for
potential freight
and passenger
expansion.
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Table IV.2

Currently

ongoing,

complete
within 5 years

Initiate and

Complete within 5

years

Initiate within 5
years complete in
5-10 years

Recommended Action Implementation Timeline

RECOMMENDED SOLUTION SET ACTIONS

Initiate and
complete in 5-10
years

Completion is
beyond 10 year
horizon)

Identify and Investigate
Overall Line prioritize lines technologie-s that
Capacity / bas.ec.l upon c.:an be applied .to
System anticipated growth | increase capacity
Redundancy and anticipated on existing freight
future capacity lines and shared
restraints. operation lines.
Add passing
Upgrade and sidings and
NYSW Portal possibly combine upgrade signaling
Freight Service and/or eliminate as passenger
grade crossings. service is
instituted.
Inventory and
286K Standard | maintain
on Class | Main | existing 286K
Lines capacity
routes.
Initiate service
improvement to
enhance capacity
at existing yards to
accommodate
growth. Increase capacity
Transload Yard at additional
Capacity Incorporate locations based on
transload facilities | Priorities.
within dense
clusters of
industrial and
warehouse
development.
L .. Address service and
Maintain Inventory existing L
. , capacity issues at
Carload Yard operating yard capacity and . ore
Capacity capacity at potential for identified yards,
. including Pavonia
current yards. | expansion.

Yard.
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Increase
Capacity on
the West
Trenton Line

Table IV.2

RECOMMENDED SOLUTION SET ACTIONS

Currentl -
e \ Initiate and
going, Complete within 5
complete CElE
within 5 years g
Maintain Upgr_ade and i

. possibly combine
optimum and/or eliminate
doublestack : :

grade crossings in
clearance.

Somerset County.
Maintain rail
line at current
track speeds.

— Implement quiet
Maintain zone from Rt. 601
current crossing to Province
Delaware Line Rd crossing.
River Bridge in
state of good
repair.

Initiate within 5
years complete in

5-10 years

Recommended Action Implementation Timeline

Initiate and
complete in 5-10
years

Completion is
beyond 10 year
horizon)

Restore 2™ main
track and passing
sidings consistent
with
recommendations
of the Mid
Atlantic Rail
Operations Study
(MAROps) and
upgrade
signaling.

Increase
Capacity on
the River Line
(CSX)

Upgrade and
possibly combine
and/or eliminate
grade crossings.

Implement quiet
zones and
associated grade
crossing
improvements.

Add passing
sidings and
upgrade signaling
to increase
carrying capacity
of the route.

Network
Restructuring
and
Rationalization

Evaluate current
system as it has
evolved and
determine
adequacy as
national rail plan
evolves.

Open alternative
freight routes to
clear availability
for passenger
service.

Identify
opportunities and
options for
incremental
restructuring
among private
and public sector
owners, operators
and agencies.
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TableIV.2 Recommended Action Implementation Timeline

RECOMMENDED SOLUTION SET ACTIONS

i:::;tgh" Initiate afnd_ Initiate within 5 Initiate_and Completion is
T Complete within 5 years complete in complete in 5-10 beyonc! 10 year
T B e years 5-10 years years horizon)
Identify Identify
opportunities for opportunities for
Short Line / short haul intrastate
Short Line interstate connectivity for
Connectivity movements the development
between short of short haul
lines. markets.
Investigate
options for
adding new
passenger
services without
significantly
Negotiate a degrading freight
Planned New standard ?perat.ions,
Passenger framtlewc.n:k for co.st u:lclludmg but not
Operations and liability sharing limited to the
on shared service Vineland
lines. Secondary from
Camden to
Glassboro, the
West Trenton
Line, and the
NYS&W line in
Bergen County.
Develop program to | Expand current FRA
Community educate programs such as
Education communities on the | Operation
value of freight rail. | Lifesaver.
Encourage
Upgrade to Expand use of incorporation of a
contmuou.sly continuously rail planning
welded rail on welded rail. component in
selective lines. county and local
Noise land use plans to
preserve rail
Reduce train idling Expand use of noise freight corridors
in selected reduction including while addressing
locations. quiet zones. quality of life
issues.
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Table IV.2

Recommended Action Implementation Timeline

RECOMMENDED SOLUTION SET ACTIONS

Currentl ... ... et ... ..
ongoin y Initiate and Initiate within 5 Initiate and Completion is
cong1plef:e Complete within 5 years complete in complete in 5-10 beyond 10 year
r -1 r r horizon
T B e years 5-10 years years orizon)
Provide
.. Expand program of
opportunities to urchasing of low
utilize additional purenasing
.. emission
low emission i
- L locomotives and
Emissions — locomotives in port . ;
. idle reduction for
Tier Il and llI and yard areas. .
yard switching and
. local service in high
Implement idle non-attainment
reduction strategies | ,reqs.
Assess demand for
rail freight service Add additional
on lines with tracks or
temporal implement
Temporal separation. operational
Separation of changes to
Freight and Review temporal acc.or:modate
Pas.senger separation system _frelg t dema;'{d
Trains currently in use and increases on lines
its effect on freight where tf—:mpor al
capacity and use of separ at{ on
the line constrains trade.
As.sess d emand.for Identify NJ Transit
rail freight service lines which could
on lines with shared handle additional
operations with NJ . .
. reight traffic that
Transit and Amtrak, j; ou!I] d servjerf as
including existing alternate or
practices and costs | Establish schedule/ | ,.dundant routes
associated with pricing for to alleviate
operations, expanded use of capacity problems
Shared maintenance and shared lines for in other parts of
Operations investment for freight use, system
freight operations. including upgrades
to handle higher
train speeds.
Determine Evaluate
public/private public/private
benefit of altering impacts of such
current contract changes in use of
structures. lines.
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Grade
Crossings

Table IV.2

RECOMMENDED SOLUTION SET ACTIONS

Currently

ongoing,

complete
within 5 years

Complete within 5

Initiate within 5
years complete in
5-10 years

Assess freight rail
grade crossings on
additional freight
lines beyond NJTPA
area.

Implement quiet
zones in selected
locations.

Recommended Action Implementation Timeline

Initiate and
complete in 5-10
years

Evaluate grade
crossings
statewide
employing the
criteria
established by
NJTPA
assessment.

Completion is
beyond 10 year
horizon)

Develop a central
system to track the
negotiation of

Encourage the use
of haulage rights

. haulage rights and through incentives
Haulage Rights . 3 . .
investigate public as an alternative
incentives to to network
facilitate restructuring.
agreements.
Review and
inventory trackage e
riahts y g Facilitate
Trackage 9 discussions with
. arrangements on L
Rights / Paper . . participants to
. all lines within the . ..
Barriers ; 3 modify existing
state, including NJ
agreements.

Transit, Class Is and
Amtrak.

Environmental
Justice

Projects and
programs
must conform
to
environmental
justice
executive (EJ)
orders and
regulations
issued to date
at both
federal and
state level.

Require analysis of
benefits to EJ
communities
(access to jobs, new
job opportunities,
etc.) that may
result from rail
infrastructure
improvements.
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Table IV.2

RECOMMENDED SOLUTION SET ACTIONS

Currently

Recommended Action Implementation Timeline

ongoin Initiate and Initiate within 5 Initiate and Completion is
cong1ple§:a Complete within 5 years complete in complete in 5-10 beyond 10 year
-1 hori
T B e years 5-10 years years orizon)
Implement .
P Work with local and
new FRA rules X
. state agencies to
Odor relative to identify potential
MSW and robler}:vpareas for
C&D transfer P i
e future correction.
facilities.
Designate and
Upgrade trackage provide
and improve additional
Hazmat .. pies
Storage security in areas storage facilities
B used for hazmat as close to the
storage. final user as
possible
Where freigh
Passenger .. freight
activity warrants,
Platforms on X
ensure that station
Commuter and Inventory and
. . L .. platform upgrades
Light Rail Lines maintain existing )
. (to comply with
- Constraint to clearances. .
- ADA) provide
Wide Load :
X clearance for wider
Freight
loads.
Work with NJ
Transit to examine
Work within benefit.s, costs and
current freight operational
Freight Train o impacts of
Speed speed limits removin
P ... set by the FRA . .g
Restrictions restrictions
and NJ . .
X affecting rail
Transit. . ;
freight in current
shared operation
areas.
Encourage Assess need for

Positive Train
Control

consensus on
system architecture
and inter-
operability for
implementation
across all NJ rail
systems.

statewide funding
under the FRA’s
Railroad
Rehabilitation and
Improvement
Financing (RRIF)
Program.
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TableIV.2 Recommended Action Implementation Timeline

RECOMMENDED SOLUTION SET ACTIONS

(;:rgr:ir:‘tgh'/ Initiate afnd_ Initiate within 5 Initiate_and Completion is
complete Complete within 5 years complete in complete in 5-10 beyonc! 10 year
within 5 years years 5-10 years years horizon)
Monitor Maintain ability to
development implement through
of national ROW reservation
high speed /preservation.
. rail network
ng.h Speed for Investigate
Rail implications potential for
and integrating freight-
opportunities only track along the
for New Northeast Corridor
Jersey. to preserve freight
rail potential.
Monitor
National Rail
Plan
Adoption of a ;l:rvelop ment
National Rail A
Plan implications
and
opportunities
for New
Jersey.
Monitor rail All fi "t”’. e
industry to r ;’;‘::‘;Z‘:ZS and
. u
Trend Towards :Ireet;e:’lzn; ng include 315K as
315K Routes can be identified ir.1
identified and cost/benefit
is sustainable. analysis of specific
routes.
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V. FUNDING OPPORTUNITIES
A. STATE FUNDING

New Jersey’s ability to address the capital needs of its freight rail system is constrained. Like
most other states, New Jersey’s needs far exceed available resources and the gap is growing.
How New Jersey deals with this issue will influence its future potential for economic growth.

The only state funding source for rail freight projects is the New Jersey Rail Freight Assistance
Program, which is administered by the NJDOT. Historically, it has provided $10 million a year for
grants, funding eight to twelve projects on short line railroads. Three times that amount would
have been required to satisfy the number of funding applications the department received in
2010 alone. A single major project, such as the reactivation of out-of-service freight rail line,
could cost four times the amount, perhaps more.

The annual appropriation for the grant program is derived from general revenue in the state
budget. New Jersey does not have a permanent, dedicated funding source specifically for
freight rail projects.

The scope of the New Jersey Freight Rail Assistance Program is limited, when compared to
other states, including neighboring Pennsylvania. For instance, the NJDOT grant program
cannot be used to construct railroad sidings, which would be an economic incentive for
businesses to expand or settle in New Jersey.

New lJersey is one of only seven states that exempt railroads from local property taxes.
Railroads in New Jersey are also exempt from the state’s Corporation Business Tax. The State of
New Jersey collects only two taxes from state railroads:

e Railroad Franchise Tax

New Jersey’s Railroad Franchise Tax is expected to produce $5.8 million for the state
treasury in FY13. In 1948, the tax rate was set at 10% of net revenue and it has not been
adjusted since. The minimum rates are $100 for railroads having operating revenues less
than $1 million and $4,000 for those with operating revenues in excess of $1 million.
Revenue is deposited in the general treasury fund. It is not dedicated for rail-related
projects.

e Railroad Property Tax

New Jersey’s Railroad Property Tax, which is collected by the state and imposed on real
estate used for railroad purposes — but not actual roadbeds, is anticipated to generate
$4.65 million for the state during the FY13. This tax has not been modified since its
enactment in 1948.
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Compared to some other states, New Jersey’s rail tax rates are low and generate limited
revenue. Case in point: one study found that rail taxes in neighboring New York are 26 times as
high as New Jersey’s, on the basis of tax paid for each mile of track.'

Other potential sources of revenue for freight rail needs include:

Transportation Trust Fund

Recognizing that a sound, balanced transportation system is vital to the future of the
state and is a key factor in its continued economic development, the New Jersey
Transportation Trust Fund was created by statute in 1984. Its purpose is to provide a
stable and assured method of financing the development and preservation of the state’s
transportation infrastructure. It receives funds from motor fuel taxes, petroleum
products gross receipts taxes, and sales and use taxes.

In addition to public highways and public transportation projects, such as those
undertaken by NJ TRANSIT, the Trust Fund may be used for rail freight infrastructure.

Traditionally, the New Jersey Freight Rail Assistance Program receives $10 million. Given
the importance given to rail freight in economic planning, the annual appropriation for
grant program could be adjusted. Direct funding of essential, large-scale rail freight
projects could also be included as separate line items in the NJDOT’s Capital Program.

Railroad Property Tax

New Jersey’s Railroad Property Tax rate is less than other states and provides a larger
exemption.

In New Jersey, there is a statutory exemption of rail beds — technically known as “main
stems” — from the railroad property tax. By law, a main stem cannot exceed 100 feet in
width. It is encompasses the full embankment or excavated area, including slopes,
ditches, retaining walls and foundations — together with all tracks, appurtenances and
ballast. Structures located on a main stem are exempt from the property tax, unless
they are passenger stations or freight buildings.

Most states use either a "unit" rule or an "individual classification" rule. Under the “unit
rule,” all railroad-related property (including rail beds) is appraised as an entirety
without reference to the separate value of the various component parts. If a state uses
the “individual classification” system, each item of taxable property is inventoried and
valued separately.

1The Public Policy Institute of New York State, On the Wrong Track, February 2002.
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A majority of states (39) currently uses the “unit” rule or some variation of it. Others,
including New York and Virginia, utilize the “individual classification” rule or a variation
of it.

User Fees

User fees have been used to fund specific investments in infrastructure, such as the
Alameda Corridor and the Shellpot Bridge. “User fees” are imposed on each loaded
freight car that moves on the infrastructure.

State Infrastructure Bank

State Infrastructure Banks (SIBs) are revolving funds created by a state using both
federal and state transportation dollars. They provide credit assistance through loans,
loan guarantees and lines or letters of credit. Some 32 states have created SIBs since
they were first allowed by the federal government in 1995. Through 2010, they issued
$7 billion in loans for more than 600 projects, including freight rail. Generally, the
maximum loan term is 35 years and interest rates are at or below market rates.

States have also used their infrastructure banks to award grants (using state funds) and
to assist public-private partnerships. Some states capitalize their banks by dedicating a
small portion of their gas tax or truck registration fees. They can be structured in a
variety of ways. Pennsylvania, for example, has separate federal and state SIB accounts
for highway, transit, aviation, and rail projects. As of May 2010, Pennsylvania has
awarded over 150 loans worth more than $132 million. South Carolina, on the other
hand, uses its SIB only for big projects costing in excess of $100 million. It has leveraged
over $2 billion in bonds and approved 13 loan agreements worth $3.3 billion.

There is no change to the SIBs provisions (23 U.S.C. 610) in MAP-21. States with existing
federal SIBs may continue to operate but cannot capitalize the SIB with FY 2013 or 2014
highway funding. MAP 21-does not include the authority for States to capitalize a SIB
using federal-aid highway funding beyond the expiration of the final SAFETEA-LU
extension."

Investment Tax Credits

The American Jobs Creation Act of 2004 provided a federal tax credit for track
maintenance expenditures of Class Il and Class Il short line railroads. The stated intent
of the tax credit was to promote short line railroads as an alternative to highways for
the movement of goods. The tax credit represented 50 percent of the qualified
expenditures, capped at $3,500 per mile for a railroad’s total rail mileage. In the event a
railroad did not have enough income in a given year to use all the ITCs that were
available, they were allowed to carry them forward or back to a prior taxable year, or
transfer the credit to an entity that can use it.
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As a measure of its success, it is estimated short line railroads spent $365.9 million on
maintenance in 2008 and received $140 million in federal tax credits. The federal tax
credit program expired at the end of 2011. Yet their momentum on the state level
continues to grow.

Some states have developed ITC programs. Although an ITC program in Massachusetts is
not available to railroads, it provides an example of success that could be used for rail
investment. An Ernst & Young report (2004) found that:

The ITC is a very effective tax incentive. Massachusetts gains $7.00 of
additional net personal income for each dollar of net costs to the state.
This is a significant long-run return in terms of new jobs and higher
incomes as a result of the state’s investment. Taken together, the ITC
added 5314 million to the state’s personal income.

The Massachusetts Investment Tax Credit offers a three percent credit for qualifying
businesses against their Massachusetts corporate excise tax. The credit is to be used for
the purchase and lease of qualified tangible property used in the course of doing
business.

In July 2011, Virginia began offering shippers a tax credit for moving shipping containers
off the highways and onto barges or railways. Other tax credits are available for shippers
that increase the number of their employees or the volume of their shipments through
Virginia ports:

= A S25 per 20-foot equivalent unit (TEU) income tax credit for shippers electing to
transfer their containers via barge or rail.

= A S50 per 20-foot equivalent unit income tax credit for manufacturers and
distributors of manufactured goods that increase their port cargo volume by 5
percent in a single year. The 5 percent requirement is waived for a major facility
locating in Virginia that will import or export in excess of 25,000 20-foot
equivalent units in its first year in the commonwealth.

= A $3,000 income tax credit for every employee hired by a Virginia shipper that
results from increased cargo moving through the port or an income tax credit of
2 percent of the cost of any capital improvement that facilitates increased cargo
moving through the port.

Virginia’'s tax credit program puts its freight (other than water and pipeline) shippers on
equal footing with their competitors in North Carolina and South Carolina, where tax
credits have been offered to shippers to move freight through state-owned ports for
more than three years.
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Other states are considering an ITC program. In January 2012, the Oregon Rail Funding
Task Force’s Final Report recommended the creation of a rail investment tax credit.
Minnesota’s Comprehensive Statewide Freight and Passenger Rail Plan (2009) proposed
a rail investment tax credit for short lines and Class 1 railroads. It proposed a state
income tax credit for rail investments in which 25 percent of annual spending on
capacity expansions — trick, structures, terminals, yards, signal, and communication
systems, and intermodal facilities — can be credited in establishing state tax liability.

Public Private Partnerships

In New Jersey, the Department of Transportation currently has a limited ability to enter
into public/private partnerships (P3). The only major rail-related P3 projects involving
the NJDOT or NJ TRANSIT stemmed from 1997 legislation that authorized a limited
number of these initiatives to test the viability of the concept. The Hudson-Bergen Light
Rail Line was the first design-build-operate-maintain (DBOM) project of its kind and was
a direct result of the law. In 2002, after the original five-year pilot period expired, the P3
legislation was not renewed.

However, in 2010, the New Jersey Privatization Task Force’s final report to Gov. Chris
Christie endorsed the enactment of broad-based legislation that would allow both the
state and local governments to enter into P3s without requiring state authorization for
each individual project. It also recommended that a process be established to entertain
unsolicited privatization proposals.

The Commissioner of Transportation has the statutory ability to plan, design, construct,
equip, operate, improve and maintain, either directly or by contract with any public or
private entity, a railroad, subway, street traction or electric railway, or connecting
roadways and facilities for the purpose of carrying freight within the State or between
New Jersey and other states.

The Commissioner is also authorized to enter into agreements with public or private
entities or consortia for the loan of federal funds appropriated by the NJDOT to finance
all or a portion of the costs incurred for the planning, acquisition, engineering,
construction, reconstruction, repair, and rehabilitation of a transportation project.

Pending legislation (S510) would authorize the Commissioner of Transportation, in each
state fiscal year to select any transportation project from the list of transportation
projects for which monies have been appropriated in the annual appropriations act to
serve as a public-private partnership project. The “public partner” could be the NJDOT
or NJ TRANSIT.

Public-private partnerships projects could encompass the planning, designing,
constructing, equipping, operating, financing, and/or maintenance. Projects would be
evaluated on the basis of its overall benefit to the state; the qualifications and financial
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B.

strength of the private partners and their responsiveness to the public partner's
requirements; the total project cost to be incurred by the public partner; the nature of
project financing; the revenues to be generated by the project on behalf of and in
support of the state, and the impact of any direct or indirect user fees involved in the
arrangement.

Any financial participation by the NJDOT or NJ TRANSIT in a public-private partnership
project would be subject to legislative appropriation and the availability of funds.

The following are examples of existing P3 arrangements nationwide:

= Alameda Corridor — a S2 billion 20-mile rail expressway connecting Ports of Los
Angeles and Long Beach to rail yards near Los Angeles. Allowed for faster more
efficient freight flows;

= Chicago Region Environmental and Transportation Efficiency Program (CREATE) —
a partnership between the State of lllinois, City of Chicago, and the freight and
passenger railroads. The program will upgrade track connections and expand
routes, meaning faster connections and operations. It is estimated the first stage
of construction will cost $330 million, and

= Heartland Corridor — this project is a partnership between the Federal Highway
Administration and a private railroad that will raise bridge and tunnel heights to
allow double stacking between the East Coast and Chicago.

FEDERAL FUNDING

Federally authorized funding sources include:

TIGER Discretionary Grant Program

Through 2012, the U.S. Department of Transportation awarded four series of
competitive grants for road, rail, transit and port projects that achieve national
objectives. The Transportation Investment Generating Economic Recovery, or TIGER
Discretionary Grant Program, was authorized and implemented pursuant to the
American Recovery and Reinvestment Act of 2009. Its goal was to fund infrastructure
projects that have a significant impact on the nation, a region or a metropolitan area.
The TIGER program was not reauthorized by the new federal transportation funding act,
Moving Ahead for Progress in the 21st Century Act (MAP-21).

TIFIA Loans

The Transportation Infrastructure Finance and Innovation Act (TIFIA) program provides
Federal credit assistance in the form of direct loans, loan guarantees, and standby lines
of credit to finance surface transportation projects of national and regional significance.
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TIFIA credit assistance provides improved access to capital markets, flexible repayment
terms, and potentially more favorable interest rates than can be found in private capital
markets for similar instruments. TIFIA can help advance qualified, large-scale projects
that otherwise might be delayed or deferred because of size, complexity, or uncertainty
over the timing of revenues. Many surface transportation projects -highway, transit,
railroad, intermodal freight, and port access -are eligible for assistance. Each dollar of
Federal funds can provide up to $10 in TIFIA credit assistance and leverage $30 in
transportation infrastructure investment.

The new federal transportation funding ace, Moving Ahead for Progress in the 21st
Century Act (MAP-21) authorized $750 million for TIFIA in 2013 and $1 billion in 2014.
MAP-21 clarifies that a program of projects secured by the same revenue stream may be
considered an eligible project.

Private Activity Bonds

The Safe Accountable, Flexible and Efficient Transportation Equity Act: A Legacy for
Users (SAFETEA-LU) established a new financial assistance program that provides up to
$15 billion in private activity bonds for transportation infrastructure projects. States and
local governments are allowed to issue tax-exempt bonds to finance projects sponsored
by the private sector. Eligible projects include privately owned-or-operated highway and
rail-truck transfer facilities.

Any surface transportation project that receives Title 23 assistance is qualified to benefit
from private activity bonds. Because projects that receive TIFIA credit assistance are
Title 23 projects, this means TIFIA projects are also eligible to receive this tax-exempt
bonding authority. Together, TIFIA and private activity bonds are substantial incentives
for private equity investment in freight projects.

Railroad Rehabilitation & Improvement Financing Program (RRIF)

The Federal Railroad Rehabilitation & Improvement Financing (RRIF) Program was
established by the Transportation Equity Act for the 21st Century (TEA-21) and amended
by the Safe Accountable, Flexible and Efficient Transportation Equity Act: A Legacy for
Users (SAFETEA-LU). Under this program, the Federal Railroad Administration (FRA)
Administrator is authorized to provide direct loans and loan guarantees up to $35
billion. Up to $7 billion is reserved for projects benefiting freight railroads other than
Class | carriers. RRIF funding may be used to:

= Acquire, improve, or rehabilitate intermodal or rail equipment or facilities, including
track, components of track, bridges, yards, buildings and shops;

= Refinance outstanding debt incurred for the purposes listed above, and

= Develop or establish new intermodal or railroad facilities.
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Direct loans can fund up to 100% of a railroad project with repayment periods of up to
35 years and interest rates equal to the cost of borrowing to the government. Eligible
borrowers include railroads, state and local governments, government-sponsored
authorities and corporations, joint ventures that include at least one railroad and limited
option freight shippers who intend to construct a new rail connection.

RRIF loans have been used to repair and upgrade rail track and equipment, build new
spur lines and add rail capacity, buy locomotives and rail cars, among other purposes.
RRIF loans have included improvements to accommodate 286,000-pound railcars. The
RRIF program has been tapped for about $1 billion with 30 loans issued to-date, ranging
from as small as $56,000 up to $562 million. The median case loan is $19.5 million.

Direct loans can be made for up to 100% of the total project cost, for terms up to 35
years and at an interest rate equal to the cost of borrowing for a comparable term
based on the current Treasury rate at the time of closing. Loan guarantees can be made
for up to 80% of the cost of a loan, for terms up to 25 years, at a rate that USDOT
Secretary determines to be reasonable taking into account prevailing interest rates and
customary fees incurred under similar obligations in the private capital market. The
terms are more favorable than available in the private sector financial market.
Repayment of the loan can also be deferred for as long as five years after the loan has
been disbursed, although to-date, no RRIF loan recipient has been granted the deferred
payment option.

RRIF loan applicants must pay for access to the RRIF funds — a “credit risk premium”—
that is intended to offset the cost of borrowing from the government as well as the
initial cost for the Federal review of the loan application itself. Short-line railroads, in
particular, may lack the liquid capital to pay for the development of the loan application
or the cost of capital (through the credit risk premium). Some states have provided
financial assistance to loan applicants in the interest of attracting non-state-funded
capital investments in railroad infrastructure. A total of 30 projects have been funded
via RRIF as of July 2011. However, the application approval process is time consuming.
The agency has approved on average only 3 applications a year. This funding option was
recommended by Rutgers consultants to fund 286K rail load upgrades in Middlesex
County. The NJDOT should determine if it has standing to apply for a loan since the
Department is not an operator.

Congestion Mitigation and Air Quality Improvement Program

This program funds transportation projects and programs that improve air quality by
reducing transportation-related emissions in non-attainment and maintenance areas for
ozone, carbon monoxide, and particulate matter. Examples of CMAQ-funded rail
projects include the construction of intermodal facilities, rail track rehabilitation, diesel
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engine retrofits and idle-reduction projects in rail yards, and new rail sidings. State DOTs
and MPOs select and approve projects for funding. The federal matching share for
freight-related projects is 80%.

Surface Transportation Program

The Surface Transportation Program is a general grant program available for
improvements on any federal-aid highway, bridge, or transit capital project. Eligible rail
improvements include lengthening or increasing vertical clearance of bridges, crossing
eliminations, and improving intermodal connectors. State DOTs and MPOs select and
approve projects for funding. The federal matching share for these funds is 80%.

Transportation Enhancement Program

Funds are available to strengthen the cultural, aesthetic, and environmental aspects of
the nation’s intermodal transportation system. Eligible projects can include the
rehabilitation of historic transportation buildings or facilities, and the preservation of
abandoned rail corridors. Projects are usually initiated at the local government level.
The federal share of project costs is 80%.

Railroad Track Maintenance Credit Program

This program was authorized within the Internal Revenue Code to provide tax credits to
qualified entities for an amount equal to 50 percent of qualified railroad maintenance
expenditures on railroad tracks owned or leased by Class Il or Class Ill railroads. The
maximum credit amount allowed was $3,500 per mile of track. This program expired at
end of 2007. The Emergency Economic Stabilization Act of 2008, however, extended the
tax credits through December 31, 2009 and also made qualified railroad track
maintenance expenditures made anytime during 2008 eligible for tax credits. Legislation
has been introduced to extend the tax credit program for an additional three year
period and to increase the credit limitation from $3500 to $4500 per mile.

Economic Development Administration Funding

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

Community Facility Program

The U.S. Department of Agriculture’s Rural Housing Service’s Community Facility
Program provides three grant or loan funding mechanisms to fund construction,
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enlargement, extension, or improvement of community facilities providing essential
services in rural areas and towns with a population of 20,000 or less. Grant assistance is
available for up to 75 percent of the project cost. Eligible rail-related community
facilities include transportation infrastructure for industrial parks, railroads, and
municipal docks.

C. KEY FREIGHT RAIL FUNDING ISSUES AND CHALLENGES

As with passenger rail, the magnitude of necessary freight rail projects far exceeds the financial
resources available for this purpose. The New Jersey Freight Rail Assistance Program,
administered by the NJDOT, historically provides $10 million a year for grants, which has
generated eight to twelve projects, usually for short line railroads. A single project, such as the
reactivation of out-of-service freight rail line, could cost four times that amount, if not more.
The annual appropriation for the grant program is derived from general revenue in the state
budget. New Jersey does not have a permanent, dedicated funding source solely for freight rail
projects.

Unlike other states, including neighboring Pennsylvania, the NJDOT’s grant program cannot be
used to construct railroad sidings, which would be an economic incentive for business to
expand or settle in New Jersey.

The three major Class 1 railroads serving New Jersey — CSX, Conrail and Norfolk Southern — have
invested millions of dollars to improve their mainline facilities. But they have been hesitant to
expand freight rail service into areas that need it for their continued economic growth, such as
Middlesex County, because their primary focus is the movement of goods to and from major
ports in North and South Jersey. This is their major source of their revenue and profits.
Compounding New Jersey’s problem is the absence of a powerful and well-funded “rail freight
advocate” at the state level. The Division of Multimodal Services within the NJDOT regulates
and oversees freight rail, but its resources are limited and must be shared to meet truck,
maritime and general aviation needs as well.

D. RAIL FREIGHT FUNDING AND OVERSIGHT MODELS

New Jersey may want to explore approaches successfully used by other states to finance freight
rail projects. Elements can be adopted or adapted to meet New Jersey’s specific vision and
needs. Some of the more innovative examples include:

e Ohio

Ohio created an independent agency to oversee freight rail assistance. The Ohio Rail
Development Commission (ORDC) has 15 members, including four non-voting state
lawmakers. Seven commissioners are appointed by the Governor and one each by the
President of the Ohio Senate and the Speaker of the Ohio House of Representatives. The
directors of the Ohio Department of Transportation (ODOT) and the Ohio Department of
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Development serve as ex-officio members. The current roster of voting members
includes representatives of private industry, Norfolk Southern, a short line railway, and
the Port Authority. One voting member is a county engineer. Another represents a labor
union, and yet another, the real estate industry.

ORDC has the ability to issue bonds for qualified rail projects. Other funding sources
include state general revenue, state special revenue funds consisting of property
management fees and loan re-payments and interest from its revolving loan fund,
federal highway safety funds allocated from ODOT as well as other applicable federal
and state grants. ORDC also coordinates with other state agencies with regard to
assistance programs with rail project eligibility. In general, grants are reserved for cases
where there is extraordinary need. Loans are provided with flexible interest rates and
terms.

ORDC administers four assistance programs -- the Freight Development/Rail Spur
Program; Railroad Rehabilitation Program; Rail Line Acquisition Program, and Railroad
Grade Crossing Safety Program.

Ohio also offers a Logistics and Distribution Stimulus Program. The state Department of
Development, in cooperation with the ODOT and ORDC, established a $100 million
forgivable loan program for transportation, logistics, and infrastructure projects. Eligible
projects include road, rail, air and port improvements that expand connectivity to
logistics and/or intermodal centers, reduce checkpoints, and freight bottlenecks, and
enhance the flow of freight and/or improve access to new markets for Ohio businesses.
Most of the funding originally allocated to this program has been distributed.

Missouri

Following the passage of enabling legislation, railways serving the state joined with the
Missouri Department of Transportation form a non-profit Transportation Corporation,
or T-CORP, that has the authority to issue 20-year industrial revenue bonds and abate
taxes. Pre-negotiated contract revenue streams and the temporary deed transfer of
certain “public use” railway assets are used as collateral for the bonds. Under the terms
of its agreements with freight railroads, T-CORP assumes ownership of the land and
responsibility for completing the improvement project until the loans are paid off, at
which point the land reverts to the previous owners.

Wisconsin

Wisconsin uses a portion of the state transportation budget and general obligation
bonds (S60 million for the 2009-2011 budget cycles) to fund three rail assistance
programs.
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The Freight Rail Infrastructure Improvement Program (FRIIP) is a revolving loan program
administered by the Wisconsin Department of Transportation (WisDOT). Since 1992,
$79 million in loans have been awarded. FRIIP provides up to 100 percent loans for rail
projects that connect an industry to the national railroad system; make improvements
to enhance transportation efficiency, safety, and intermodal freight movement;
accomplish line rehabilitation; and help further develop the economy. FRIIP loan
repayments were expected to fund $8 million in projects during the 2009-2011 budget
cycle. WisDOT issued six FRIIP loans totaling $6.1 million in 2012.

The Freight Rail Preservation Program (FRPP) provides grants to local units of
government, industries and railroads to preserve and rehabilitate essential rail lines.
Since 1980, $80 million in grants have been awarded for rail acquisition and
rehabilitation projects. The 2009-2011 biennial budget included S60 million in bonding
authority for the program. The program provides grants to cover up to 100 percent of
the cost to acquire rail lines and 80 percent of the cost to rehabilitate or improve them.
WisDOT awarded two grants totaling about $5.9 million in 2012.

The Wisconsin Transportation Economic Assistance Program (TEA) is designed to attract
and retain business and create jobs. Since its creation in 1986, about 25 percent of the
funds have gone to rail projects. Applications are ranked based on cost per job
promised, as well as the local unemployment rate and benefits to regional
transportation. Recipients must assure that the number of jobs anticipated from the
proposed project will be in place within three years from the date of the project
agreement and remain after another four years. Since its inception through December
2009, the program has awarded $81 million grants that have benefited 323 businesses
and created or retained more than 70,000 jobs. TEA grants provide 50 percent funding,
ranging from $30,000 to $1 million, to eligible communities or private businesses.
Funding for the TEA program in the 2009-2011 biennium was $6.8 million.

lowa

Freight rail assistance is available from the lowa Transportation Commission, which is
bipartisan and appointed by the Governor. Its Railroad Revolving Loan and Grant
Program provides assistance to improve rail facilities that will spur economic
development and job growth, and otherwise aid railroads in the preservation and
improvement of the rail transportation system. The program offers loans, grants or
combinations thereof, but grant funding is limited to 50 percent of the total funds
available. In November 2011, the lowa Transportation Commission approved S5 million
in loans and $558,000 in grants.

lowa’s Highway-Railroad Grade Crossing Surface Repair Fund covers 60 percent of
project costs, with the remainder coming from the railroad (20 percent) and public road
jurisdiction (20 percent). Funding stands at approximately $900,000 per year. The state
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also has a Highway Grade Crossing Safety Program that helps railroads pay for up to 75
percent of the maintenance costs of active warning systems installed after 1973.

Oregon

Oregon uses funding from the Federal Railroad Rehabilitation & Improvement Financing
(RRIF) Loan Program as leverage to partner with qualified applicants on rail freight
projects. The RRIF program is administered by the Federal Railroad Administration
(FRA). The FRA Administrator is authorized to provide direct loans and loan guarantees
up to $35 billion. Up to $7 billion is reserved for projects benefiting freight railroads
other than Class | carriers. RRIF funding may be used to:

= Acquire, improve, or rehabilitate intermodal or rail equipment or facilities,
including track, components of track, bridges, yards, buildings and shops;

= Refinance outstanding debt incurred for the purposes listed above, and
= Develop or establish new intermodal or railroad facilities.

Short line railroads can apply to the Ohio Department of Transportation for assistance
from the Short Line Credit Premium Account, which is part of Oregon’s Transportation
Infrastructure Fund.

In January 2012, the Oregon Rail Funding Task Force recommended using current and
future railroad property taxes for freight rail improvements.

Indiana

The Indiana Industrial Rail Service Fund (IRSF) provides loans to help upgrade Class Il and
Il freight railroad infrastructure to accommodate new business development. Funding
cannot exceed 75 percent of the total cost of the project, but the railroad’s contribution
may include funds from other state or federal entities. Funding for the program is
generated through a small percentage of the state sales tax and the repayment of past
IRSF loans. In FY2011, IRSF grants totaling $1,498,407 were awarded to eight railroads in
the state.

Indiana’s Railroad Grade Crossing Fund receives an appropriation from the Indiana
Motor Vehicle Highway Fund.

The Indiana Economic Development Corporation has an Industrial Development Grant
Fund that provides funding to local governments for off-site infrastructure projects
associated with an expansion of an existing company or the location of a new facility in
the state. Funding must be matched by a combination of local government and
company financial support. Eligible uses for these funds include the construction,
extension or completion of rail spurs and sidings.
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Delaware

Delaware relies on public/private partnerships, railroad user payments, and rail bridge
tolls. As part of its Shellpot Bridge Rehabilitation Project, tolls are calculated using
electronic tags, which are on all rail cars in North America. The tags are automatically
scanned using Automatic Equipment Identification (AEI) scanners to count the cars and
locomotives moving over the Shellpot Bridge. Railroads are charged on a per freight car
basis. Payments are made to the Delaware Department of Transportation annually
based on the number of cars to use the bridge in that year.

Maine

Maine has established numerous public/private funding programs to assist and
encourage rail operations and movement of goods by rail in the state.

The Industrial Rail Access Program (IRAP) offers 50/50 matching funds to private
businesses that are looking to upgrade sidings, switches and other rail infrastructure.
More than $6.2 million has been invested in IRAP since 1997 (approximately $500,000
annually). The Maine Department of Transportation’s Biennial Capital Work Plan for
fiscal years 2010-2011 proposed a $2 million funding level for this program. A total of S1
million for this program was included in the FY 2010-2011 bond proposal approved by
Maine voters in November 2009.

The Critical Rail Corridors Program (CRCP) is a new program that will provide 50 percent
matching funds for priority investments on critical rail corridors. This program will select
projects that score the strongest as they relate to public benefit. Public benefits were
initially defined as: servicing key manufacturing industries; enhancing freight and
passenger rail services on a dual basis; helping to shift the shipment of goods from road
to rail; overall net reduction in greenhouse gas emissions; and promoting the use of
private or other funds for every state dollar of investment. The state’s Biennial Capital
Work Plan (2010-2011) proposed a $16 million funding level for this program.

The Freight Rail Interchange Program (FRIP) provides 50 percent matching funds on
capital investment projects for improvements to railroad interchanges/junctions. This
program is not noted in the State’s Biennial Capital Work Plan, therefore funds are
provided under a different program or it is not funded for the next two-year budget
cycle.

The Rail Access Initiative Links Program (RAIL) provides 100 pound stick rail to
businesses adjacent to rail lines on a 50 percent matching funds basis. This program can
also be used to induce new rail service for rail dependent industries as part of Maine’s
“freight village” concept. Similar to FRIP, the RAIL program is not noted in the State’s

V-14



New Jersey Statewide Freight Rail Strategic Plan

Biennial Capital Work Plan, therefore funds are provided under a different program or it
is not funded for the next two-year budget cycle.

The Local Rail Freight Assistance Program (LRFA) is a revolving interest free loan
program for property owners, adjacent to railroads, who wish to improve access to rail
facilities. This program is not noted in the Biennial Capital Work Plan.

The Rail Corridor Protection Program (RCPP) allows the state to partner with railroads,
lease or buy rail corridors with the purpose of improving threatened rail corridors.

Virginia

The Virginia Department of Transportation administers the Transportation Partnership
Opportunity Fund, which was created in 2005 to encourage economic development
through design/build and public/private partnerships. Project funds are awarded by the
Governor as grants, revolving loans, or other financial tools and equity contributions to
an agency or political subdivision of Virginia or to a private entity or operator that has
signed a comprehensive agreement to develop a transportation facility. Individual
grants are limited to $5 million. Loans cannot exceed $30 million.

Virginia also has a Governor’s Opportunity Fund, which is used as a “deal closer” to
secure a company location or expansion in the state. The grants are awarded to
localities, which must agree to provide a match.

California

While California does not provide financial assistance for freight rail service, the state
Department of Transportation and the bipartisan California Transportation Commission
support the establishment of a permanent, dedicated funding source. Legislation has
been introduced that would require the Ports of Los Angeles, Long Beach, and Oakland
to collect a user fee on the owner of container cargo moving through their port at a rate
of $30 per 20-foot equivalent unit or $60 per 40-foot equivalent unit. The bill would
require the fees be used to fund projects for all modes that improve the flow and
efficiency of container cargo to and from those ports. It is estimated that S500 million
would be generated annually for these projects, including freight rail.

Connecticut

To encourage private investment, Connecticut exempts railroads from the state’s Gross
Earnings Tax if they to use the money they save in capital improvements. Most of the
tracks over with the freight railroads operate in Connecticut are owned by the state. By
law, it can use $10 million in general obligation bonds to provide grants to freight
operators to cover 100 percent of the cost of a project providing it involves state-owned
tracks. Privately owned rail lines can get 70 percent grants, but the Department can
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waive the 30 percent match if it can be demonstrated that the work will increase rail
freight traffic.

Florida

Freight rail projects can be financed through Florida’s State Infrastructure Bank (SIB),
which administers a revolving loan and credit enhancement program consisting of two
separate accounts. Since its establishment, Florida’s SIB has provided more than $1.1
billion in loans, leveraging $8.3 billion in total project costs.

The Florida Department of Transportation (FDOT) also provides financial assistance for
rail projects through the FDOT Work Program. Half of these funds, $16.43 billion, are
received from traditional sources, including fuel tax receipts, vehicle registration,
aviation, and rental car fees that are deposited into the state Transportation Trust Fund.
Federal contributions — primarily from motor fuel taxes deposited in the federal
Highway Trust Fund — typically account for 15 to 20 percent of FDOT Work Program
funds. The 2010 Florida Rail System Plan projected that almost $400 million would be
expended on freight rail between FY 2011-2015.

Texas

In 2005, Texas created a Rail Relocation and Improvement Fund to improve freight
mobility and relieve traffic congestion. The cost of relocation is shared by the state and
the railroads in proportion to the benefit each entity receives. In 2009, the Texas
legislature appropriated $182 million for the fund to cover a two-year budget cycle.

Pennsylvania

The state has two assistance programs, the Rail Freight Assistance Program (RFAP) and
the Rail Transportation Assistance Program (RTAP). RFAP grants are awarded on a
competitive basis. RTAP assistance is available from the capital budget. The maximum
state funding for a RFAP or RTAP project is 70 percent of its total cost. RFAP project
funding can not to exceed $700,000. Funding for the construction portion of a RFAP
project cannot exceed $250,000. The funding limit for a RTAP project is the amount of
the individual line item in the capital budget. The RFAP appropriation for 2010 was $9.5
million. The typical annual RTAP appropriation has been approximately $30 million.

New York

The state’s Rail Service Preservation Program provides $20 million a year for rail
passenger and freight capital projects. There is no local match requirement. In 2005,
voters approved the $2.9 billion Rebuild and Renew New York Transportation Bond Act,
which allocates $27 million each year for rail and port projects. A 10 percent local match
is required. New York’s higher railroad property tax assessments have enabled the state
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to finance (at times in conjunction with local and federal funds) expensive infrastructure
improvement projects. Such projects include:

= S17 million to improve tracks on the Brooklyn waterfront so they can
accommodate industry-standard 286,000 pound (286K) gross weight railcars;

= $15.9 million for 286K improvements to railroad bridges in Queens, and
=S4 million for rehabilitation of the freight track on the Hell Gate Bridge.

New Hampshire

Legislation that created New Hampshire’s Special Railroad Fund provides that income
from state-owned rail lines, as well as 25 percent of the revenue received from the state
railroad tax, be deposited in a dedicated fund and used for maintenance and repair of
state-owned rail lines. This fund is comprised of roughly $160,000 in annual user fees,
paid by the railroads, and lease and other payments of approximately $90,000 per year
paid by other entities using railroad property. These funds have been used to: (1)
Purchase ties and other materials for the active state-owned lines; (2) Repair and
inspect bridges; (3) Clean ditches, remove brush and spray weeds. The operating
railroads are also required to maintain lines at their own expense with total
expenditures required based on a percentage of their revenues.

The state also administers a Rail Line Revolving Loan Fund. It was established in 1993
with state bond funds, and additional money was added in 1997. Total funding was S4
million. Loans through the fund are issued for up to 20 years for capital improvements
to short line railroads. A redistribution of repaid loan principal is anticipated in 2012.

Oklahoma

The state has a Railroad Maintenance Revolving Fund. A major revenue source is the
Oklahoma Freight Car Tax, an annual 4 percent tax on freight rail car revenues.

States are continuing to look for new ways to improve their freight rail systems. For example, in
January 2012, the Oregon Rail Funding Task Force’s Final Report recommended the creation of
a rail investment tax credit. Minnesota’s Comprehensive Statewide Freight and Passenger Rail
Plan (2009) proposed a state income tax credit for 25 percent of the annual amount spent on
capacity expansion — track, structures, yards, signal and communication systems, terminals and
intermodal facilities. The Georgia State Rail Plan (2009) proposed the creation of a Goods
Movement Investment Fund that could tap three revenue sources to finance freight rail
projects: (1) a diesel fuel tax paid by the railroads; (2) railroad property lease income, and (3) a
penny gas tax. The North Carolina State Rail Plan (2009) recommended that the state “re-
evaluate the percentage allocation of state transportation funds to rail projects.”
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APPENDIX A — ISSUES, PRIORITIZATION AND RECOMMENDED ACTIONS

1. INTRODUCTION

As described in Chapter 4, a range of issues that affect the freight rail industry in New Jersey
were identified through consultation with the Agency and Industry Advisory Group (AIAG). The
AIAG was assembled from a broad cross section of state agencies, Metropolitan Planning
Organizations (MPOs), Class |, terminal and short line railroad operators.

The AIAG participants were tasked with ranking each of the identified issues in terms of how
critical each issue is to the continued health and vitality of the freight rail industry in New
Jersey, and prioritization of the issues for which corrective actions should be taken first. The
individual participants represented a range of opinions and perspectives based upon their
differing roles in the operation and management of the freight rail system as well as their
geographic area of operation. Not surprisingly, the order of priority recommended by each of
the group participants varied as well.

Not all issues require the same level of action to affect an improvement. Specific solutions and
actions were identified for each issue. These recommended actions are categorized by level of
intensity as:

e Compliance with existing and pending regulations and federal mandates;

e Maintenance of infrastructure and operations in their current serviceable state;

e Improvement of existing infrastructure, programs and practices to eliminate
constraints;

e Expansion of existing programs and practices, and

e Development/implementation of new infrastructure, programs and practices.

In consultation with the AIAG, the most appropriate solutions were identified for
recommendation. These specific infrastructure improvements and programmatic actions are
the foundation of the New Jersey Statewide Freight Rail Strategic Plan.

The established purpose of this plan was to support the overall goals and objectives of state
planning efforts A system was devised to assess the extent to which advancing the
recommended actions would support the goals and objectives of these efforts. Goals were
categorized as either critical or supportive, with the recommended actions being classified as
highly supportive, moderately supportive, not applicable or detrimental to the achievement of
each goal.

Each issue’s level of importance to the state and the freight rail industry as expressed by the
AIAG and the level of support for the New Jersey Statewide Freight Rail Strategic Plan
objectives were applied to classify the issues and the recommended actions as high priority,
moderate priority or low priority.
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The following sections provide a discussion of each issue, the risks and opportunities the issue
presents to the State of New Jersey, the recommended actions to be taken, and the anticipated
outcome of advancing the recommendations in support of the plan’s established goals and
objectives.

2. HIGH PRIORITY ISSUES

Of the 42 identified issues, 12 were determined to be of critical priority and worthy of
immediate action. These high priority issues include:

e Continuation of the NJ Freight Rail Assistance Program;

e Upgrading secondary/light density lines to handle the current industry standard 286,000
Ib. (286K) rail cars;

e Upgrading New Jersey’s short lines to handle the current industry standard 286K rail
cars;

e |dentify and mitigate constraints inhibiting the movement of 286K rail cars on selected
passenger lines;

e Capacity and access at Greenville Yard;

e Repair and rehabilitation of the Delair Bridge to ensure continued freight rail access to
southern New Jersey;

e Expand capacity of the Lehigh Line (shared with NJ TRANSIT’s Raritan Valley Line) from
Oak Island Yard to Manwville Yard.

e Elimination of tunnel and bridge height and weight constraints that restrict the
movement of today’s larger industry standard rail cars;

e Providing freight rail connectivity between northern and southern New Jersey port
complexes;

e Preservation and reactivation of the military rail network;

e Enhancing connectivity between the Class | and the short line railroads, and

e Expanding intermodal yard capacity, particularly in northern New Jersey.

The risks posed and the opportunities presented by these critical issues, recommended actions
and anticipated outcomes are detailed in the following sections.
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A. NJ RAIL ASSISTANCE PROGRAM

The New Jersey Department of Transportation (NJDOT) has a vital interest in preserving and
improving the rail freight part of its transportation network. The Annual Updates to the State
Rail Plan and the NJ Rail Assistance Program promotes economic activity by supporting a
strong, multi-modal transportation system that offers safe and effective rail service for as many
businesses as possible. The NJDOT has produced annual updates of the New Jersey State Rail
Plan since 1975 and disbursed state funds for eligible rail freight projects since 1983.

This grant program is designed to support and increase rail freight systems and improve their
efficiency. It supports the economic viability of short line railroads, provides transportation
alternatives for New Jersey businesses and reduces roadway truck traffic. Eligible projects
receive state grants covering 50 to 90 percent of a project’s total cost, with the balance to be
paid by the rail line.

At current levels, project funding available through program cannot keep pace with demand.
Traditionally, requests for grants and support far outpace available resources by a wide margin.
Preservation and expansion of this program is vital to the continued existence and success of
the short line rail industry in New Jersey.

While proposed infrastructure improvements seeking grant assistance may be highly beneficial
to the freight rail industry and the state as a whole, local concerns often prevent a project from
moving forward. Grant applicants are required to obtain a formal resolution of support from
the municipality within which the project is located. Local citizens who would be affected by the
project certainly deserve a voice regarding the expenditure of public funds. However,
objections to a project may be grounded in misperceptions and / or a lack of communication
and coordination between an applicant and the community. To minimize the potential of a
truly worthy project being sidetracked by a lack of local support, the NJ Rail Assistance Program
should consider including a “mediator” function to facilitate open discussions between the
project sponsor and the host community and to identify and resolve concerns.

Risk to New Jersey

e “Last mile” opportunities lost; businesses opt to locate outside of New Jersey and truck
their goods to final destinations.

e Short line traffic base losses, putting state investment in infrastructure at risk.

e Impacts traffic base on light density lines, potentially putting them at risk.

Opportunities to Support Freight Rail Industry in New Jersey

e Develop new funding sources and mechanisms.
e Integrate freight rail assistance into the state’s overall economic development program.
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Recommended Actions

A range of potential responses were identified in coordination with the AIAG. Options ranged
from simply continuing the program in its existing form to expanding the program funding and
developing a community education support component to address the need. Based in part on
input provided by the AIAG participants, it is recommended that the following actions be
initiated. (Priority actions are in shaded boxes.)

Table A.1 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Continue to
require host
community Incorporate
sign off for outreach Expand
capital project | program to program Develop new
Assistance Assess the education annual funding ?eddu_:ated
Program impacts of this | and levels tied to unding
. . S mechanism.
requirement coordinate rail freight
on candidate volumes.
communities projects.
and rail
operations.

Investment Need and Potential Funding Resources

Currently, the NJ Freight Rail Assistance Program receives a $10 million annual appropriation.
At this level, the program is capable of supporting smaller, more localized improvements but
not major initiatives. Grant applications far outpace the available funding. This trend is
expected to continue, with the disparity between needs and available funds growing ever larger
as demand for freight rail service expands.

At a minimum, the program should maintain its current funding level. Additional funding
should be secured as demand increases. One option is to tie annual increases in program

funding levels to the rate of growth in the volume of freight moved within New Jersey.

Anticipated Outcome of Recommended Action

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. Five of the objectives
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(shaded in the following table) were deemed to be critical to the success of the plan. The
recommended actions were then classified as highly supportive, moderately supportive, neutral
or detrimental for each established objective. Table A.2 summarizes the findings.

Table A.2 Anticipated Outcome - Support for Plan Objectives

NJ RAIL ASSISTANCE PROGRAM

Objective ;
nghIY Moderat.ely N'ot Detrimental
Supportive Supportive | Applicable

Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections Y

to the national network

Enhance intermodal connectivity Y

Improve quality of life

Enhance connectivity between Class I,
regional and short line railroads

Ensure adequate yard capacity Y
Maintain and expand funding programs Y

and opportunities

Maintain or expand system redundancy Y
Reduce congestion and enhance Y

operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
rail-served industries within New Jersey

Expand public education and support Y
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B. 286K STANDARD ON CLASS | SECONDARY AND LIGHT DENSITY LINES

On November 21, 1994, the Association of American Railroads (AAR) issued a new standard (“S-
259”) which increased the maximum gross-weight-on-rail (empty weight of the rail freight car
plus the weight of the load/lading therein) allowed per car from 263,000 pounds to 286,000
pounds (286K)." The 286K standard became effective on January 1, 1995.

The 286K standard encouraged the

?VOIUtlon of larger frt?lght C?r_s' which Average Loaded U.S. Railcar Weight for Selected
improved the operating efficiency of Commodities: 1993 and 2003
railroads and created cost-savings

opportunities for rail customers. Cars 14p 108 per carload

with larger weight and/or cubic 120 Wiees  F 2008

capacities allow railroads to carry the 100

same amount of freight with fewer cars 80

and in fewer shipments. They increased 60

productivity by increasing the amount l e e

of freight that can be moved by a @ - i '8 'H W 0N )
railroad without increasing the amount ’ SF & 8 F 0 S S
of labor required to move it. Open top & @2@"’\ @iﬁ §:&° &i;&‘? ésa\\i;\&‘“&
hopper cars, the standard coal-carrying & s T NS

car, evolved from a capacity of 70 tons

to 100 tons to 105 — 110 tons as cubic Source: BTS/RITA.

capacity increased and cars were made

lighter. The common boxcar of 1981 could carry 77; its 2009 counterpart, 110 tons. Larger cars
present rail customers with the opportunity to buy and ship in larger quantities per car and
possibly place fewer orders, thus lowering shipping and handling costs.

The 286K standard has been recognized by the federal government and referenced in material
published by the Federal Railroad Administration (FRA). For example, the standard was
referenced in the January 25, 2011 Federal Register (49 CFR Part 179) when the FRA published
information related to the operating of railroad tank cars in excess of 263,000 Ibs. State
departments of transportation throughout the US commonly reference the need to bring their
rail freight systems up to the 286K standard in their state rail and freight plans and in federal
grant applications.

The industry has also moved quickly to adopt the standard. The average weight per rail car
load has increased since the 286K standard was implemented. Discussions with railroad
operators and users indicate that industrial sites without 286K access are no longer considered
competitive by businesses or industries that require rail service.

' Rader and Gagnon, Maximizing Safety and Weight: a White Paper on 263 K + Tank Cars,
September, 1999 (Available on the Federal Railroad Administration website).
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The challenge of achieving the 286K gross-weight-on-rail standard on certain lines in New
Jersey has been segmented into four line and ownership types for the purposes of this plan: 1)
Amtrak and NJ TRANSIT lines; 2) main lines of Class | freight railroads; 3) secondary and light
density lines of Class | freight railroads, and 4) short line freight railroads. The collaboration of
NJ TRANSIT, Amtrak, NJDOT and the freight railroads is necessary to determine the true extent
of the 286K problem in terms of the:

e Route miles affected;

e Amount of existing rail traffic at risk;

e Amount of economic development activity (in dollars) that has been foregone or is at
risk, and

e Number and locations of bridges or structures causing restrictions.

These determinations require a:

e Professional understanding/agreement among NJT, Amtrak and the freight railroads
about how to gather engineering data that will allow an objective determination as to a
structure’s ability to accommodate 286K cars, and a

e Clear understanding (and acceptance) among all stakeholders of the reasoning
underlying those restrictions that are based purely upon “policy.”

Only after developing a mechanism to achieve an objective understanding of the size of this
issue will stakeholders have a reasonable basis upon which to:

o Define the means by which the restrictions can be mitigated or removed;

e Estimate the cost of removal or mitigation, thus identifying the “size of the fix,” and

e Conduct cost-benefit analyses of restriction removal or mitigation options as one
criterion upon which such projects could be prioritized.

A limited number of other criteria, such as impact upon passenger operations and roadway
congestion, should be identified and used in addition to the cost-benefit analyses, in evaluating
prospective restriction removal/mitigation projects. Based upon the size of the problem
(dollars at risk) and the size of the fix (dollars required), the state would then decide the role it
wishes to play in helping to finance removal/mitigation projects.

A majority of the Class | secondary and light density lines are currently capable of
accommodating 286K railcars. The exceptions are those portions of freight routes that run on
passenger rights-of-way and are subject to weight constraints that prohibit 286K railcars on
these segments. These segments may include discrete lengths of running track, a single bridge
or be contained within an interlocking through which the freight cars must travel.
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Risk to New Jersey

e Existing freight traffic at risk due to rail lines unable to accommodate the most
economical rail equipment.

e Higher density, heavy weight commodities must be short loaded (rail cars not loaded to
their full capacity) to travel along non-286K capable lines.

e Short loaded cars are considered inefficient by industries and shippers, making
businesses served along these freight lines less competitive economically.

e Reduced competitiveness hinders business retention and growth, limiting economic
development and job growth.

e Risk of diminished service and eventual abandonment of rail lines as traffic base erodes.

Opportunities to Support Freight Rail Industry in New Jersey

e Opens up a wider range of industrial sites along secondary lines for redevelopment.

e Local economic development opportunities can help stem a dwindling industrial tax
base.

e Preserves traffic and service base on light density lines.

Recommended Actions

Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.).

Table A.3 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
’d‘f"t_'f_y and Assess the cost
286K prioritize Upgrade and need for
Standard on Inventory and | routes to additional strengthening
Class | maintain upgrade. freight lines infrastructure to
Secondary existing Upgrade and bridges to | accommodate
and Light capacity. identified 286K as 315K cars in the
Density Lines priority routes identified. future on
to 286K. identified lines
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Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.

Table A4 Anticipated Outcome - Support for Plan Objectives

THE 286K STANDARD - SECONDARY/ LIGHT DENSITY
LINES

Highly Moderately Not
Supportive Supportive  Applicable

Objective

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections Y
to the national network

Enhance intermodal connectivity Y

Improve quality of life

Enhance connectivity between Class I,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

< |=<| =< |[=

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

Annual costs for maintenance of 286K capacity on the Class | secondary and light density lines is
typically borne by the railroads, with minimal financial participation by the public sector. This is
expected to continue into the future.
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C. 286K WEIGHT STANDARD ON SHORT LINES

While the Class | Main and
Secondary components of
the freight rail network
are generally capable of
accommodating 286K rail
cars, gaps exist.

A number of segments
restrict the ability of short
line and terminal railroads
to effectively serve local
customers and provide a
catalyst for the attraction
and growth of industrial

activity in these
potentially rail served
clusters.

Often, the load carrying
capacity on a single bridge
can restrict an entire line
from accommodating
industry standard 286K
rail cars.

Key lines on the New
Jersey rail system that are
weight  restricted are
depicted on Figure A.1.

Risk to New Jersey

Figure A.1 Existing Weight Restrictions on New Jersey Rail Lines
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e Existing traffic is placed at risk if to rail line is unable to accommodate the most
economical rail equipment.

e Higher density, heavy weight commodities must be short loaded (rail cars not loaded to
their full capacity) to travel along non-286K capable lines.

e Short loaded cars represent an economic inefficiency to industry and shippers, making
businesses served along these lines less competitive.

e Reduced competitiveness hinders business retention and growth, limiting economic
development and job growth.
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e Significant loss of traffic base will result as 286K encourages the use of trucks, instead of
rail, for transport in highly competitive markets.
e Risk of diminished service and eventual abandonment of rail lines as traffic base erodes.

Opportunities to Support Freight Rail Industry in New Jersey

e Enhances state investment in the rail freight system.

e Stabilizes the traffic base, which tends to experience a decline every year due to
changing market conditions unless offset by new rail-freight oriented installations.

e Supports/creates local economic development opportunities.

e Business retention/expansion supports local tax and job base.

Recommended Actions

The issue of 286K railcar capacity on short lines and terminal railroad segments was identified
as a matter of critical importance to Class | and short line operators across the state. A range of
potential actions was identified to facilitate 286K railcar access, allowing short line and terminal
operators to effectively serve industrial clusters. Based in part on input provided by the AIAG
participants, it is recommended that the following actions be initiated. (Priority actions are in
shaded boxes.)

Table A.5 Possible and Recommended Actions

Potential Solution Set Categories

Develop /

Compliance Maintain Improve Expand Implement
(New)

Assess the cost
Identify and of and need for

Inventory and rioritize lines UL strengthening to
286K Capacity maintain P identified g g
. . to be L accommodate
on Short Lines existing priority lines .
capacit upgraded to to 286K 315K cars in the
pacity. 286.K ’ future on

identified lines

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.6 Anticipated Outcome — Support for Plan Objectives

THE 286K STANDARD - SHORTLINES

Objective

Highly Moderately Not

Detri |
Supportive  Supportive | Applicable STRERE

Maintain state of good repair Y

Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections Y
to the national network

Enhance intermodal connectivity Y

Improve quality of life

Enhance connectivity between Class |,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

< |<| < |=<

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

Traditionally, the NJ Freight Rail Assistance Program has been the primary funding source for
short line railroads trying to achieve 286K capacity. While this is expected to continue into the
future, funding of the NJ Freight Rail Assistance Program is typically limited to a $10 million
annual appropriation. Additional funding for the grant program may be required as
infrastructure improvement needs are identified. Federal programs, such as the now defunct
TIGER discretionary grant program, have been utilized for these types of improvements. Most
recently, application under TIGER 2012 was made to fund the rehabilitation and reactivation of
a Conrail corridor (the Raritan Industrial Track) to facilitate the movement of 286K railcars.
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D. NJ TRANSIT / AMTRAK CONSTRAINTS TO 286K FREIGHT CARS

While exceptions exists, as a general policy the movement of 286K railcars on right-of-way
owned and maintained by NJ TRANSIT and Amtrak is not permitted. These restrictions are not
necessarily based upon the structural integrity of the infrastructure along the route, but are
more often related to the increased maintenance costs that would become the responsibility of
the passenger rail operations due to additional wear and tear caused by heavier railcars. In
certain circumstances, NJ TRANSIT and Amtrak have permitted the movement of 286K railcars
along their infrastructure, usually upon payment of an additional fee by the freight railroads on
a per car-mile basis. Resolution of this issue and achieving the ability to operate 286K freight
rail on lines owned by NJ TRANSIT and Amtrak will likely require negotiation of operating and
maintenance cost sharing agreements to ensure that the additional costs are not borne by the
transit agencies.

Risk to New Jersey

e State competing against itself: upgraded passenger infrastructure versus diminishing
rail freight options on vast publicly-owned network.

e Existing freight traffic becomes at risk when a rail line is unable to accommodate the
most economical rail equipment.

e Higher density, heavy weight commodities must be short loaded (rail cars not loaded to
their full capacity) to travel along non-286K capable lines.

e Short loaded cars mean higher costs for industries and shippers, making businesses
served along these lines less competitive economically.

e Reduced competitiveness hinders business retention and growth, limiting economic
development and job growth.

e Significant loss of the traffic base will result if the absence of 286K service results in the
transportation of goods by trucks in highly competitive markets.

e Risk of diminished service and eventual abandonment of rail lines can result as the
traffic base erodes.

Opportunities to Support Freight Rail Industry in New Jersey

e Vast network of NJ TRANSIT lines in urban and suburban areas opens up economic
development opportunities in primary planning and brownfield areas of the state.

e Leverages state investment in NJ TRANSIT passenger lines.

e Freight Villages can supplement TODs in attracting transit users.

Recommended Actions

The issue of regulatory constraints to the movement of 286K railcars was identified to be of
critical importance to all sectors of the AIAG on a statewide basis. A range of potential actions
were identified to facilitate 286K railcar access along NJ TRANSIT and Amtrak owned right-of-
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way. It is recommended that the following actions be initiated. (Priority actions are in shaded
boxes.)

Table A.7 Possible and Recommended Actions

Potential Solution Set Categories

Compliance Maintain Improve Expand Develop /
Implement
(New)
Evaluate
and upgrade
Determine additional .
Inventory and i Negotiate and
L specific shared .
maintain . , implement
existing improvements operations operating and
NJ TRANSIT / capacit needed for 286K | lines and cost-sharin
pacity. operation. bridges to ihg

Amtrak agreements to

286K as
Constraints to e allow 286K
286K Railcars - freight access
Identify and ,
S to strategic
prioritize routes .
Seek locations
to upgrade to Upgrade ,
- , op L, alternate along transit-
286K in support | identified priority
. routes for owned ROW.
of freight routes to 286K. .
. freight
service on these
shared lines

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.8 Anticipated Outcome — Support for Plan Objectives

THE 286K STANDARD - NJ TRANSIT / AMTRAK
CONSTRAINTS

Objective .
3 [7:431\ Moderately \[o}4 Detrimental
Supportive Supportive | Applicable
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way
Protect critical corridors and connections Y
to the national network
Enhance intermodal connectivity Y
Improve quality of life Y
Enhance connectivity between Class |, Y

regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

On a case-by-case basis, investigation of the structural integrity of the rail lines should be
undertaken to verify their physical ability to move 286K railcars safely. This evaluation may be
financially supported by the NJ Freight Rail Assistance Program.

Page A-15



New Jersey Statewide Freight Rail Strategic Plan

E. CAPACITY AND ACCESS AT GREENVILLE YARD / NYNJ RAILROAD

Greenville Yard is the western terminus of the
current railcar float (barge) system, which
operates between Jersey City and Bush Terminal
on the Brooklyn waterfront. The barge system
that moves goods across the New York Harbor
has been in existence since before the growth of
the national highway system and before the
construction of vehicular bridges spanning the
Hudson River.

The Cross Harbor rail freight operation at
Greenville Yard once encompassed six rail
transfer bridges, many rail barges, and very large
upland rail support facilities. In the past few
decades, however, the operation and various
facilities have succumbed to competing private
sector funding priorities; an inability to
effectively compete with trucking; land
development pressures; poor facility
management; poorly coordinated transportation
public policy, and a severe lack of infrastructure
investment. As a result, only one transfer bridge,
Bridge #11, was in operation when Hurricane
Sandy hit. Sandy catastrophically damaged the entire bridge and gantry system including
knocking Bridge #11 out of service. A serious safety hazard and in imminent danger of collapse,
the structure was demolished, and a temporary pontoon bridge was installed in the slip of
Bridge #11 as a stop-gap measure. Service came back online December 20, 2012. This damage
has caused portions of the Cross Harbor Project to be expedited to build a permanent transfer
bridge.” Resiliency to weather related environmental factors and extreme weather occurrences
such as Superstorm Sandy, flooding and the potential for elevation in mean sea level should be
key considerations in the rebuilding of the Greenville Yard.

The operator of the railcar float system is New York New Jersey Rail (NYNJ Rail), a switching and
terminal railroad owned by the Port Authority of New York & New Jersey since November 2008.
It operates the only car float operation across New York Harbor. Since freight trains are not
allowed in Amtrak’s North River Tunnels, and the Poughkeepsie Bridge was closed in 1974, the
ferry is the only freight crossing of the Hudson River south of the Alfred H. Smith Memorial
Bridge, 140 miles to the north of New York City. The Cross Harbor rail freight operation is the
last remaining car float operation in New Jersey.
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Ultimately, the Greenville Yard (Figure A.2) will contain four distinct rail transfer sections: an
Intermodal Container Transfer Facility to support the Global Terminal operations at the Port
Jersey — Port Authority Marine Terminal, a barge-to-rail container transfer facility, and an
expanded Cross Harbor Rail Freight Program (CHFP) as well as the existing service for the
Tropicana Juice train.

Figure A.2

Greenville Yard — Existing and Proposed Configuration

Existing Conditions

1l

Under its CHFP, the Authority, with funding from the Federal Highway Administration (FHWA),
is redeveloping the Greenville Yard in Jersey City as required to increase the amount of freight
moved by rail, thereby reducing the region’s dependence on trucks. The goal of the CHFP is to
improve goods movement by rail across New York Harbor. Operation of the yard is expected to
add significant traffic to the River Line due primarily to the increase reliance upon the rail

network to move containers to and from the expanded Global Marine terminal.

Risk to New Jersey

Configuration and limited capacity of roadways serving the area represent a constraint
to realizing the potential of the Global Marine Terminal / Greenville Yard complex.
Businesses may locate in, or relocate to, better served intermodal locations if the yard

cannot handle required demands.

Opportunities to Support Freight Rail Industry in New Jersey

Expansion of Port of New York & New Jersey container terminal network in support of
port operations and a shift of freight from truck to rail.
Potential transload of municipal solid waste (MSW) and construction and demolition
(C&D) debris from East of Hudson River areas reduces truck trips on trans-Hudson

bridge and tunnel crossings and on New Jersey roads.
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e Potential reduction in short-haul truck trips on NJ highways by extending long-haul rail
trips to yards closer to their East of Hudson destinations”.
e Provides additional intermodal capacity in Northern New Jersey.

Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG. It is
recommended that the following actions be initiated. (Priority actions are in shaded boxes.) The
Port Authority of New York & New Jersey is currently advancing several initiatives in conjunction
with plans for expanding rail operations at Greenville Yard.

Table A.9 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve STCENT Implement
(New)
Improve Expand
Greenville northbound carfloat
Yard Maintain connectivity. operations. Develop
Capacity and existing car expanded cross
?’-\cce‘fss float and yard harbor freight
operations. DI LEeIE Add operations
Improvements Pg O eTeT
carfloat
, yard to
operations. .
location.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.10  Anticipated Outcome — Support for Plan Objectives

GREENVILLE YARD/NYNJ RAILROAD

Objective Highly Moderately Not
Supportive  Supportive | Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections Y
to the national network

Enhance intermodal connectivity Y

Improve quality of life Y

Enhance connectivity between Class I, Y
regional and short line railroads

Ensure adequate yard capacity Y

Maintain and expand funding programs Y
and opportunities

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

Final design of improvements needed to efficiently operate the expanded facility has not yet
been completed.
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F. DELAIR BRIDGE REHABILITATION AND REPAIR

The Delair Bridge is a critical link spanning the Delaware River from Philadelphia, PA to
Pennsauken and providing the only rail connection in South Jersey for Conrail, CSX, Norfolk
Southern and NJ Transit. Loss of use of the Delair Bridge would effectively eliminate freight rail
access to southern NJ, and passenger service from Pennsylvania to Atlantic City. It would
substantially reduce the attractiveness and utility of the new Pennsauken Transit Center under
construction. Elimination of freight access to southern NJ would jeopardize, if not fully
eliminate, the viability of the refinery industry in Gloucester County as well as a number of
short line railroads and the industries that they serve. While additional rail corridors exist that
could conceivably provide connections to southern New Jersey, these potential routes are
currently either out of service or have limited freight potential due to passenger service.
Therefore, the near-term (within three years) structural and mechanical repairs that the Delair
Bridge requires drive its high priority classification.

Fortunately, the significance of
the bridge has been
recognized. In 2012 South
Jersey Port Corporation was
awarded a TIGER grant for
Enhancing Rail Service to
SJPC's Southern NJ Marine
Terminals which includes the
rehabilitation of the approach
spans. Conrail is continuing to
monitor conditions and
prepare for rehabilitation
work.

Delair Bridge circa 1896

The bridge is a 66 foot wide,
4,456 foot long open deck
bridge consisting of 60 deck
girder spans, two fixed truss
spans, one swing span (which
no longer operates), a vertical
lift span, and two tower spans.
The bridge was built in 1895,
with the exception of the
vertical lift and tower spans,
which were built in 1961. The
bridge is supported by stone
piers and abutments. The
bridge supports both freight and passenger rail service on two tracks. The southern track is
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currently utilized by freight trains only, while the northern track is reserved for use by the NJ
TRANSIT Atlantic City Line.

Detailed inspections and structural repairs made between 2001 and 2003 provided for the
increase in weight capacity on this structure from 263,000 lbs. to 286,000 |bs., which is vital for
the competitiveness of rail freight customers. The 2003 inspection identified the need to
monitor conditions of pin retainers, low chord eye bars in the older truss spans, and steel
deterioration in the deck girder spans, and recommended development of a repair or
replacement plan for these items. Many of the 60 deck girder spans on this bridge were found
to have moderate loss of section during inspection. In the following years, these conditions
have been monitored by Conrail with a recommendation that that rehabilitation work begin by
2012 to maintain the reliability of this structure for both freight and passenger operation.

Risk to New Jersey

e Loss of Delair Bridge cuts off rail freight and passenger service to/from all of South
Jersey.

e Restrictions due to mechanical or structural deterioration would cause loss of business
and 286K loadings for both short lines and Conrail in South Jersey.

Opportunities to Support Freight Rail Industry in New Jersey

e Potential rehabilitation and upgrade of bridge and approaches could open up a double-
stack option to South Jersey.

e Potential upgrade and maintenance projects could also address the “North/South
Connectivity” issue.

Rehabilitation and potential upgrade of the bridge would preserve the viability of freight rail
service to southern New Jersey and preserve the jobs in businesses and industries that are
dependent upon rail service. While currently there is no identifiable market need for double-
stack service across the bridge, elimination of height restrictions could promote additional
industrial development in South Jersey in the future.

Recommended Actions

A range of potential actions were identified to address the needs of the Delair Bridge and
maintenance of rail access to southern New Jersey. The Delair Bridge was ranked as the
number one priority for the southern New Jersey region by all three subgroups of the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes)
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Table A.11 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Continue Studv and Replace bridge
routine . y and access
. identify need
maintenance . routes as
for potential
and . needed to
e new bridge and
rehabilitation Improve apbroach accommodate
Maintenance of approach height PP industry
. routes as part
of the Delair spans. clearances . e standard
. of identification .
Bridge Portal on access heights
of redundant includi
Develop routes. and alternative .(lnc udaing -
contingency routing options mtermo.dal) i
plan for bridge into southern alternative
outage New Jersey. routes are not
feasible.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.12  Anticipated Outcome — Support for Plan Objectives

MAINTENANCE OF THE DELAIR BRIDGE PORTAL

Objective :
nghIY Moderat.ely N_ot Detrimental
Supportive Supportive Applicable
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way
Protect critical corridors and connections Y
to the national network
Enhance intermodal connectivity Y
Improve quality of life Y
Enhance connectivity between Class I, Y
regional and short line railroads
Ensure adequate yard capacity Y
Maintain and expand funding programs Y
and opportunities
Maintain or expand system redundancy Y
Reduce congestion and enhance Y
operational efficiency
Maintain or enhance economic Y
development opportunities
Support retention, attraction and growth Y
of rail-served industries within New Jersey
Expand public education and support Y
Investment Need and Potential Funding Resources
The following rehabilitation is required in the 2012-2015 timeframe:
e Replacement of 60 deck girder spans Cost: $15-20 million
e Repair pin retainers and low chord eye bars Cost: $6-8 million

Total Cost:  $21-28 million

The South Jersey Port Corporation was a recipient of a federal grant under the Transportation
Improvements Generating Economic Recovers (TIGER) discretionary grant program. Conrail was
a partner in the application for the grant and is utilizing these funds to advance the repair of the
structural elements of the approach spans on both the New Jersey and the Pennsylvania sides
of the bridge. The TIGER funding and current improvements do not include the main bridge
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spans or address the height limitations on the bridge that precludes the movement of
doublestack rail cars. It is anticipated that Conrail, in partnership with the South Jersey Port
Corporation, will be seeking public funds in the future to advance maintenance and repairs on
the main bridge spans and support this critical piece of infrastructure which is of regional
significance to both the public and private sector. While the NJ State Rail Assistance Program
has been the primary focus in the search for funds, the potential exists to seek future federal
grant funds and solicit participation from NJ TRANSIT as the bridge also supports passenger
service.
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G. LEHIGH LINE (CONRAIL OAK ISLAND YARD — MANVILLE)

The Lehigh Line within New Jersey is operated as part of the Conrail Shared Assets (CRSA)
territory and is the primary link between northern New Jersey/New York City ports,
metropolitan area markets and the balance of the rail network, providing access to the entire
North American rail network and
markets.  The configuration and
character of the Lehigh Line varies
significantly along its length within
New Jersey. Between Newark and
Cranford, this double track line
serves both freight and NJ TRANSIT’s
Raritan Valley Line passenger trains.

This section of shared passenger and
freight service carries up to 100
trains per day and is effectively
operating at or near its peak
capacity. With anticipated growth in
the volume of containers handled at the ports and an increased reliance in freight rail to move
these containers inland, adding capacity to the Lehigh Line is vital to the continued growth in
the freight rail industry and the goods movement industry as a whole.

West of Cranford, the Lehigh Line separates from the Raritan Valley Line and runs as a mix of
single and double track sections to Bound Brook where it is joined by the Port Reading
Secondary. Farther west, the line enters Manville Yard, which represents the end of the CRSA
territory. At that point, the Lehigh Line, operated by Norfolk Southern, continues to
Phillipsburg, while the West Trenton Line, operated by CSX, splits off and continues to Trenton.
This route includes a total of 10 at-grade road crossings east of the Manville yard.

Risk to New Jersey

e Lack of significant excess capacity on this double-stack cleared primary NS and CSX route
to the west and south constrains the potential for growth of the NJ/NY ports and other
commercial centers.

e Potential for extending NJ TRANSIT passenger service westward into eastern
Pennsylvania could further constrain availability of the line for freight movement.

e Use of the Lehigh Line as the connecting route to the emerging Crescent Corridor
increases the future importance of this line for the freight industry in New Jersey.

Opportunities to Support Freight Rail Industry in New Jersey

e Potential to provide for increased freight capacity by restoring double track.
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e Potential to provide for future passenger service extension into Pennsylvania.
e Important link in the Crescent corridor if additional intermodal facilities are added.

Recommended Actions

A range of potential actions were identified in consultation with the AIAG to address the need
for adequate line capacity to accommodate the anticipated growth in the volume of freight
moved by rail to, from and through New Jersey. Based in part on input provided by the AIAG, it
is recommended that the following actions be initiated. (Priority actions are in shaded boxes.)

Table A.13 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Upgrade and
possibly
combine Consider
Increase d/ Construct a .
. and/or , construction of a
Capacity on limi third track th
the Lehigh eliminate from Aldene 4" track from
, gn grade . Aldene to NK
Line (Conrail . in Roselle .
crossings. and separation
Oak Island - Park to NK ,

Manville) (Newark) of freight and
Identify ’ passenger ROW.
potential
reliever routes

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.14  Anticipated Outcome — Support for Plan Objectives

LEHIGH LINE (CONRAIL OAK ISLAND — MANVILLE)

Objective Highly Moderately Not
Supportive Supportive Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections Y
to the national network

Enhance intermodal connectivity Y

Improve quality of life

Enhance connectivity between Class |,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

< |<| =< | =

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

Addition of a third track between Aldene and Newark is expected to cost approximately $136
million. Planning and preliminary design of this third track is currently being advanced by NJ
TRANSIT. Funding for the improvement program is potentially available through the Federal
Railroad Rehabilitation and Improvement Financing Authority (RRIF) utilizing a combination of
low-interest loans and loan guarantees.
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H. TUNNEL AND BRIDGE CLEARANCES

Most Class | mainline routes in New
Jersey are capable of accommodating
double-stack rail cars. However, there
are  numerous locations along
secondary lines and short lines that
are physically unable to handle
double-stack railcars because of
tunnel and overhead bridge
clearances.

Severe physical constraints also
restrict the operation of Plate “F”
railcars, which are the current
standard for non-containerized rail
movements and require a vertical
clearance of 17 feet, 0 inches.’

East Portal of the Bergen Tunnel

A single vertical constraint can severely restrict the use of an entire rail corridor, limiting a
region’s ability to attract rail served businesses. It can even drive existing rail served businesses
out of the area. There are many alternative ways to deal with the problem, including:

Remove the Bridge — Attractive to the railroad but not necessarily the local community.
Structural Modification — Relocating bracing or the use of lower profile brackets may be
possible on some truss structures. This option is relatively low cost and does not impact
rail operations or the surrounding community.

Replace or Elevate Bridge and Highway Approaches — Often results in unacceptable
consequences to the roadway profile, adjacent buildings and land use access.

Lower the Track — Large vertical changes require a lengthy run-out to maintain profiles

and acceptable grades. Smaller vertical changes may be appropriate if acceptable

drainage can be maintained.

e Re-Route Trains — Develop improvements or connections to other lines to open up
alternate routes that avoid the constraints.

? Plate designations refer to the maximum heights, widths and lengths of a railcar. The dimensions are
interrelated. For instance, the longer a car is, the more limited its width must be to fit within its clearance
class. Plate standards are established by the Association of American Railroads. A railcar’s plate
designation is stenciled on its side. Plate “B” is the least operationally restrictive, with a maximum height
of 15 feet, 2 inches, and can travel anywhere on the North American rail system. Plate “C” railcars have a
maximum height of 15 feet, 6 inches. Most tank cares, covered hoppers, open-top hoppers and gondolas
are Plate “C.” Plate “F” is common for modern boxcars. Plate “H” railcars are double-stacks and have a
maximum height of 20 feet, 3 inches. Plate “K” is the most restrictive, with a 20 foot, 2 inch height above
rail. Plate “K” railcars are used to transport automobiles.
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The most appropriate solution achieves a balance between the benefits of enhanced service
along the rail corridor and any adverse impacts the improvement would have on the
surrounding community and land uses adjacent to the constrained location.

Risk to New Jersey

e Restricts double-stack container trains on key routes, limiting port competitiveness and
economic growth.

e Restricts Plate “F” railcars, limiting the growth potential of rail served industrial uses
along the corridor.

e Impairs connectivity to emerging national rail corridors.

e Stunts traffic growth in the emerging domestic intermodal market.

Opportunities to Support Freight Rail Industry in New Jersey

e Keeps the state competitive with those being cleared for double-stack and Plate “F”

railcars.

e Opens connections to emerging national corridors (i.e. National Gateway; Crescent
Corridor).

e Opens up routes for by-pass alternatives, redundancy considerations and access to short
lines.

Recommended Actions

The issue of vertical clearance at tunnels and bridges was not identified as a high priority issue
by the AIAG. There remain a number of vertical constraints to the movement of double-stack
vehicles and Plate “F” railcars throughout the network, typically on lines with older bridges that
were constructed at a time when the vertical clearance requirements were substantially lower
than today. Based in part on input provided by the AIAG participants, it is recommended that
the following actions be initiated. (Priority actions are in shaded boxes.)
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Table A.15 Possible and Recommended Actions

Potential Solution Set Categories

Compliance  Maintain Improve Expand

Upgrade
clearances to
17° for Plate F
rail cars on a
priority basis

Upgrade
Inventory . clearances on
Tunnel and and ldf"t_'f.y and identified priority
Bridge maintain priori 't_'ze routes requiring
Clearances existing specific double stack

clearances. | locations, lines | (joqrance.
and routes

where
clearances
should be
improved
double-stack
service (23’ 3”)

Develop /

Implement
(New)

Upgrade
additional
routes that
could provide
alternative
routings for
double stacks
and other high
cars should
main line routes
become fouled.
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Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.

Table A.16  Anticipated Outcome — Support for Plan Objectives

TUNNEL AND BRIDGE CLEARANCES

Objective Highly Moderately Not

. . . Detri tal
Supportive  Supportive | Applicable etrimenta
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections
to the national network

Enhance intermodal connectivity Y

Improve quality of life Y

Enhance connectivity between Class I, Y
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth in Y
rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

Vertical constraints have been identified on select rail corridors. However, a comprehensive
study of the entire rail network has not been undertaken. An understanding of the number,
location and type of vertical constraints that exist along the network will be necessary prior to
determining the costs associated with developing and implementing improvements.
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I. NORTH / SOUTH CONNECTIVITY

As described in the NJDOT’s Southern New Jersey Freight and Logistics Industry Context and
Economic Growth Visioning Plan, without efficient and effective transportation connections,
the southern New Jersey region cannot reach its potential. Improvements identified in the plan
included roadway enhancements, rehabilitation of the Delair Bridge, and creation of
north/south rail connectivity to attract new carload and intermodal rail freight service to the
southern New Jersey region.

Today, approximately 11 percent of goods (by weight) moved into southern New Jersey are
moved by rail. Perhaps unique to the southern New Jersey region, all rail freight service is
carload service. Carload service refers to the movement of products in boxcars, hopper cars,
tank cars, and special lumber cars over long distances by rail and then transported directly by
rail or shifted to trucks for delivery to customers. The characteristics of these commodities
(e.g., bulk, heavy or over-dimensional) make rail the preferred option for long distance
movement.

Improving “north/south” connectivity was a key recommendation of the visioning plan.
Currently, rail freight connectivity is severely limited between the northern and southern
portions of the state, with the main option being to move trains via the Delair Bridge into
Pennsylvania and then back into New Jersey. While a physically viable route, the lack of an
efficient connection limits movements and options, such as the movement of sand and silica
from the region to customers in the northern portion of the state and the potential
development of rail shuttle service between the northern port complex and distribution centers
in the supply chain Corridor.

Risk to New Jersey

e Limits modal choices and intermodal options in South Jersey.

e Loss of potential new intrastate rail markets (i.e. sand/stone; shuttle service from port
to port), reducing ability to utilize rail to reduce congestion and a resulting over reliance
on trucks.

e Business development opportunities lost because of a bifurcated rail system.

Opportunities to Support Freight Rail Industry in New Jersey

e Broaden the reach of the Port of NY & NJ via intermodal shuttle service.

e Broaden the reach of the South Jersey Port Complex.

e Divert freight from truck to rail in short haul markets.

e Potential for short line to short line connectivity and developing intrastate and short
haul markets (i.e. sand in the north and rock in the south).
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Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Options ranged from simply continuing compliance with current FRA and other requirements to
development and initiation of new programs and capital projects to address the need. Based in
part on input provided by the AIAG participants, it is recommended that the following actions

be initiated. (Priority actions are in shaded boxes.)

Table A.17

Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Coordinate
improvements

to the existing
route through

via alternate
routes

Mair\tain ‘ Pennsylvania Investigate Identify new
corridor/right- with the feasibility | movements of
of—way neighboring of o goods between
North/South options for jurisdictions reactivating North and South
. future ] the former Jersey on new or
Connectivity Investigate —
movements e Blue Comet combinations of
the feasibility
between of freight Route for new and
North and . g freight and preserved
service and
South Jersey. . passenger routes.
connections .
service.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended

actions were then classified as highly supportive, moderately supportive,

detrimental. The following table summarizes the findings.

neutral or
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Table A.18 Anticipated Outcome — Support for Plan Objectives

NORTH/SOUTH CONNECTIVITY

Objective Highly Moderately Not
Supportive  Supportive | Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections Y
to the national network

<

Enhance intermodal connectivity

Improve quality of life Y

Enhance connectivity between Class I,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

The NJDOT conducted a Tier Il Screening evaluation the feasibility of reactivation of the Central
Railroad of New Jersey, Southern Division - Blue Comet Route. This study estimated a per
carload saving of between $50 and $100, and a two-day reduction in transport time for
shipments between South Jersey and Conrail’'s Oak Island Yard in Jersey City. The cost for
reactivation of this route is estimated to be approximately $130 million. This cost would
require funding from multiple public sector sources including the USDOT, NJDOT, NJ TRANSIT
with participation from the private sector railroads and other industry sectors that would
realize financial benefits from the reactivation of the route.
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J. MILITARY RAIL NETWORK

In response to the poor condition of the rail industry in the mid-1970s, the Railroads for
National Defense (RND) Program was initiated
in 1976. The critical nature of the rail network
to our national defense was highlighted as the
US Department of Defense (DOD) experienced
on-post derailments that delayed deployment
exercises. Realizing the importance of rail
infrastructure, the DOD created the RND
Program to identify which installations required
rail service or which rail lines between
installations and ports were important to national defense. The RND Program works to
preserve strategic rail mobility by:

e |dentifying DOD requirements for commercial rail service;

e Integrating these requirements into commercial rail planning to support DOD
transportation policy, and

e Ensuring strategic rail mobility by protecting required rail infrastructure.

On a periodic basis, as part of the RND Program, the DOD updates, publishes, and coordinates
the report on the Strategic Rail Corridor Network (STRACNET) (Figure A.3). Report updates are
necessary because of changes in traffic levels and installations, abandonments, and mergers.
The report defines DOD requirements for rail service and identifies the commercial rail lines
that are important to national defense.

Without a reliable rail infrastructure, the day to day functions of military installations are
hampered. Historically, the rail network has served a vital role in deployment of materials and
equipment in times of need, most recently during Operations Desert Shield and Desert Storm.
The rail network proved to be a crucial link in transporting materials during these deployments.

The RND Program analyzes requests for abandonments filed with the Surface Transportation
Board (STB). Abandonment is normally approved when traffic and revenue on a line decline to
the point that it is not profitable to keep the line in service. Each year, about 200
abandonments are filed, with two or three of these affecting the STRACNET. Over the past
several decades, rail abandonments in New Jersey have effectively severed rail access to major
DOD installations in the state, most notably Joint Base McGuire-Dix-Lakehurst (JB MDL) in
Ocean and Burlington counties. Preservation of rail lines serving the military installations, and
recreation of rail access to facilities that have been cut off from the rail network, is critical to
maintaining the viability of these DOD facilities and retaining the local employment and
economic benefits that these installations represent.
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Figure A.3 STRACNET Lines and Connectors Deemed Critical To National Defense
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Joint Base McGuire-Dix-Lakehurst, which spans 42,000 acres in Ocean and Burlington counties,
is comprised of three formerly separate facilities: McGuire Air Force Base, Fort Dix and the
Naval Air Engineering Station Lakehurst (Figure A.4). These facilities were merged in 2009
under the jurisdiction of the United States Air Force 87th Air Base Wing. It was established in
accordance with congressional legislation implementing the recommendations of the 2005
Base Realignment and Closure Commission. The legislation ordered the consolidation of the
three facilities which were adjoining, but separate military installations, into a single joint base
—one of 12 joint bases formed in the United States as a result of the law.

At one time, these facilities were served by rail. Access was provided from the west via the
Pemberton Industrial Branch, and from the east via the Southern Secondary. The portions of
these lines accessing the Joint Base are currently out of service. Sections of the Pemberton
Branch having been converted to trails. Re-establishing rail access to the Joint Base is critical to
the facility’s ability to operate efficiently and serve national defense needs in times when
deployments are required. Failure to re-establish rail access places the future of the facility at
risk and threatens the economic value of the Joint Base to New Jersey and the thousands of
people who are employed there.
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Figure A.4 Joint Base — Burlington and Ocean Counties
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Risk to New Jersey

e NJ Joint Base (McGuire-Dix-Lakehurst) is less competitive and vital to the DOD core
mission than rail served bases in other areas.

e NJJoint Base is the largest employer in Burlington and Ocean counties. Potentially,
thousands of civilian jobs could be jeopardized if base operations do not efficiently serve
the DOD’s core mission.

Opportunities to Support Freight Rail Industry in New Jersey

e Additional traffic base for New Jersey rail companies.

e Expanded use of “Super Base” functions, creating additional civilian job opportunities.

e Military Transport Command seeks port facilities where military traffic would not
disrupt civilian operations. New Jersey’s smaller ports could fill this niche.

Recommended Action

Based in part on input provided by the AIAG participants, and discussions with representatives
of the Joint Base, it is recommended that the following actions be initiated. (Priority actions are
in shaded boxes.)
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Table A.19

Recommended Actions

Potential Solution Set Categories

Anticipated Outcome of Recommended Actions

Develop /
Compliance Maintain Improve Expand Implement
(New)
Provid
Develop r0\./|. © .
o additional in-
Inventory and prog . . state Explore
, . acquisition of , .
identify ROW that opportunities | reconnection
Monitor facilities mav be to supplement | and expansion
- . changes to currently used y and/or of trackage on
Military Rail . removed from ,
the existing as part of . replace New Jersey’s
Network . i the Military ,
Military Rail | deployment , current Joint Base
. Rail Network . , .
Network. and strategic strategic (McGuire-Dix-
, as a result of .
transportation transportation | Lakehurst).
command base closures shipping and
’ or other pping
. receiving
actions. .
facilities.

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.20  Anticipated Outcome — Support for Plan Objectives

MILITARY RAIL NETWORK

Objective Hi
|ghIY Moderat_ely N.ot Detrimental
Supportive  Supportive | Applicable
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way
Protect critical corridors and connections Y
to the national network
Enhance intermodal connectivity Y
Improve quality of life Y

Enhance connectivity between Class I,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs Y

and opportunities

Maintain or expand system redundancy Y

Reduce congestion and enhance Y

operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

The Joint Base is currently studying the most efficient means of reactivating rail access and
service. Funding requirements will be determined by the study. It is anticipated that the US
Department of Defense will be the primary source of funding for any actions taken.
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K. CLASS | / SHORTLINE CONNECTIVITY

While all short lines operating within New Jersey have the physical ability to connect with at
least one Class | railroad and the national network, these connections are sometimes less than
optimal. Some connections have physical limitations, such as vertical and horizontal clearance
and weight limitations; other connections have operational limitations, including lack of
competition and service limitations. These restrictions limit the types of commodities and loads
that the short lines can handle and the industries that can be served along their lines. For
example, the Raritan Central Railroad serves a number of businesses located primarily within
and around that portion of Middlesex County north of the Raritan River. Access to the Class |
railroads requires running along approximately 20 miles of Amtrak’s Northeast Corridor. The
Northeast Corridor is restricted by policy to the movement of 263K railcars. As such, this route
does not accommodate the movement of 286K railcars as industry desires.

Ensuring all short line railroads have unfettered access to the Class | network and the ability to
move double-stack cars, 286K boxcars and potentially wide loads would make the geographic
areas served by these short line railroads more attractive to industrial growth. This
attractiveness could be further enhanced through creation of an integrated short line/Class |
economic development rail freight marketing program, with oversight and coordination
support provided by the New Jersey Economic Development Agency. This program could be
structured as a separate component of the state’s existing transportation and economic
development programs and the activities of group like Choose New Jersey, Inc., an
independently funded and operated 501(c) (3) nonprofit corporation created to encourage and
nurture economic growth throughout New Jersey. As described on their website
www.chosenj.com:

Choose New Jersey, Inc. is one of three interconnected and highly-focused
organizations that comprise the New Jersey Partnership for Action, which is the
centerpiece of the Christie-Guadagno administration's economic development agenda.
Choose New Jersey, Inc.'s role is to position New Jersey as a world-class leader in the
competitive global market, thus creating a prosperous and vibrant economy for the
state and its citizens. Choose New Jersey, Inc. will champion the state's economic
development initiatives and create a surge of national and international awareness
that New Jersey is a state that "means business."

Choose New Jersey, Inc.'s Mission:

To encourage and nurture economic growth throughout New Jersey, including a focus
on making the state's most distressed cities engines for growth and opportunity. The
mission includes implementing a marketing program for the state and development
policy recommendations to improve the business environment.
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e POSITION New Jersey as a world-class leader in the competitive global
market
e CHAMPION the State's economic development initiatives, build and lead
an economic development powerhouse team and establish an

overarching message

e MARKET and create a surge of national and international awareness
e DEVELOP policy initiatives that capitalize on New Jersey's strengths and

help prospects navigate the process

Risks to New Jersey

e “Last mile” opportunities will be lost. Businesses may opt to locate outside of New
Jersey and truck their goods to final destinations.

e Short line traffic base losses will put state investment in infrastructure at risk.

e Traffic bases on light density lines will be impacted, potentially putting them at risk.

Opportunities to Support Freight Rail Industry in New Jersey

e Positions New Jersey for industrial development and growth.

e Short line/Class | partnerships can attract new business development.

e Enhances the return on state investment in rail infrastructure.

Recommended Action

Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)
Possible and Recommended Actions

Class I/ Short
line
Connectivity

Table A.21

Compliance

Ensure all short
lines have
convenient
access to two
Class | railroads
as per the
agreement
regarding the
merger/
breakup of
Conrail.

Potential Solution Set Categories

Maintain

Maintain
existing
service,
operations
and
interchange
locations.

Improve

Identify and
prioritize
specific access
and
interchange
concerns of
short lines,
including
Pavonia Yard

Expand

Initiate
integrated
short line/
Class |
economic
development
rail freight
marketing
program.

Develop /

Implement
(New)

Integrate new
plan with State
Development
and
Redevelopment
Plan and state
economic
development
initiatives.
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Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.

Table A.22  Anticipated Outcome — Support for Plan Objectives

CLASS | / SHORT LINE CONNECTIVITY

Objective Highly Moderately Not
Supportive Supportive | Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail
rights of way

Protect critical corridors and connections
to the national network

<| < | =<

Enhance intermodal connectivity

Improve quality of life Y

Enhance connectivity between Class |, Y
regional and short line railroads

Ensure adequate yard capacity Y

Maintain and expand funding programs Y
and opportunities

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

Many of physical connectivity needs of the short line railroads are addressed by action items
associated with other identified issues (i.e. 286K capacity). The need for additional passing
sidings and signal upgrades has not advanced beyond the initial concept identification stage. As
such, the funding needs for these improvements have not yet been determined.
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L. INTERMODAL YARD CAPACITY

At a strategic level, it is important to note that intermodal terminals constitute only one
capacity component of the intermodal networks operated by the railroads that serve New
Jersey. Rail line capacity and switch yard / storage yard capacity also are key links that provide
train access and support operations at the myriad of intermodal terminals within and adjacent
to New Jersey. The existence of capacity constraints at any one of these three links will
constrain the capacity of any particular rail carrier’s intermodal network. In other words, a rail
network’s capacity is only as great (effective) as its weakest link.

Intermodal yards allow cargo, especially containers, to shift between rail and other modes of
transportation, usually between rail and truck. In New Jersey, intermodal yards serve both
goods coming in at local ports destined for out of state locations and goods arriving at other
ports destined for regional markets.

New Jersey is served by 11 intermodal terminals, if the ExpressRail facilities owned and
operated by the Port Authority of New York & New Jersey are counted separately, as
inventoried below in Table A.23.

Table A.23 Intermodal Terminals/Yards Serving New Jersey

Serving Approximate NJ
Railroad Serving Area

Facility Name

NJ Croxton Jersey City NS Central, North

NJ Erail Elizabeth NS Central, North
ExpressRail Elizabeth

ny | (alsoknown as the Elizabeth - Elizabeth CSX, NS Central, North
Millennium Terminal or Elizabeth
Marine Terminal)
ExpressRail Newark

NJ (also known as the Port Newark Newark CSX, NS Central, North
Container Terminal or PNCT)

NJ Little Ferry North Bergen CSX North

NJ North Bergen North Bergen CSX North

NJ South Kearny Kearny CSX North
ExpressRail Staten Island

NY (also known as the New York Staten Island CSX, NS Central, North
Container Terminal or NJCT)
Ameriport . .

PA Philadelph CP, CSX South
(also known as South Philadelphia) tadelphia ’ ou

PA Beth Intermodal Bethlehem NS Central

PA Morrisville Morrisville NS Central, South
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During the AIAG coordination process, much interest was expressed in the Greenville Yard
project, part of which will involve construction of the Global Marine Terminal intermodal
container transfer facility (ICTF). That project is discussed as a separate issue elsewhere in this
report and is mentioned here primarily as a way to highlight that there was little discussion
among TAC members about other potential intermodal terminal capacity expansion needs
beyond the relatively short time horizon of that project (online during 2014). Some interest
was expressed in the creation of an intermodal terminal in southern New Jersey, but this was
raised in the context of creating a new intermodal market or an environmentally greener
channel by which the port district of northern New Jersey could be connected with southern
New Jersey — not as a solution to a capacity constraint.

While the Global Marine Terminal ICTF will serve the international steamship import/export
market exclusively, the various domestic lines of intermodal business (LTL and truckload
carriers, parcel carriers such as UPS, and domestic container fleet operators such as HUB Group
and the UMAX partnership between CSX and Union Pacific Railroad) also warrant consideration.
Neither CSX nor NS commented specifically on expected growth in those lines of business
(LOBs) at intermodal terminals serving New Jersey. However it is reasonable to expect growth
in these LOBs because both railroads have undertaken major corridor initiatives (CSX’s National
Gateway and NS’s Crescent Corridor) aimed in part at increasing intermodal traffic to/from New
Jersey.

International import/export business at the Port of New York & New Jersey will continue to be
a major driver of future rail intermodal traffic in New Jersey if recent trends in on-dock rail lift
volumes continue. On-dock rail lifts at Port Authority’s ExpressRail terminals and non-Port
Authority terminals grew faster than overall port container volume in seven of the 10 years
ending in 2010. In those seven years, terminal on-dock rail lifts grew between two and 12
percent more than overall port container volume, as illustrated on Figure A.5 below.

Figure A.5

On-Dock Rail Lift Growth vs. Total Port Container Growth
Source: 2010 Port of NY & NJ Trade Statistics
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New Jersey’s approach to intermodal terminal capacity should include:

An evaluation of intermodal terminal capacity within a larger context of the capacities of
the rail intermodal networks within New Jersey;

Use of a planning horizon of at least ten years in any intermodal terminal capacity
assessment, and

A comprehensive analysis of traffic flows of all intermodal lines of business.

In addition, the New Jersey State Rail Plan should consider the following issues that were
raised and rated by the Technical Advisory Committees, the results of which are summarized

below:

Risks to New Jersey

Diminished service to the Port of New York & New Jersey impacts competitiveness.
Port growth stymied without additional facilities.

Reduces the potential to cluster industries and businesses around rail facilities (freight
villages).

Loss of major rail freight growth area, particularly in emerging domestic and short haul
markets.

Opportunities to Support Freight Rail Industry in New Jersey

Development of new distribution and warehousing facilities around an intermodal
terminal to create critical mass and foster freight villages.

NS and CSX have identified new domestic growth corridors to host domestic intermodal
that may require additional facilities in New Jersey.

North — South connectivity and connectivity to emerging corridors require looking at
new yard facilities.

Recommended Action

Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)
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Table A.24

Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Inventory Develop new
and maintain interrr.wdal
existing yard . ) yards in
capacity and Initiate service northern,
potential for improvements to | Identify and central and
Intermodal expansion. enhan'ce priori.tize southern New
Yard Capacity capacity at locations where | Jersey based
Maintain existing yards to | capacity should | upon
operating accommodate be expanded. anticipajced
capacity at growth. growth in
current domestic
yards. intermodal
traffic.

Investment Need and Potential Funding Resources

The Class | intermodal yards are owned and operated by the Class | railroads. As such,
responsibility for maintenance and expansion to ensure adequate capacity and efficient
operations has typically fallen to the railroads themselves. Often, major rail infrastructure
improvements are funded in part through federal grants, with participation by the railroads.
This process is expected to continue into the future, with an increased need for support of the
federal grant applications from the state level.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.25 Anticipated Outcome — Support for Plan Objectives

INTERMODAL YARD CAPACITY
Objective Hi
|ghIY Moderat_ely N.ot Detrimental
Supportive  Supportive | Applicable
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way
Protect critical corridors and connections Y
to the national network
Enhance intermodal connectivity Y
Improve quality of life Y
Enhance connectivity between Class I, Y

regional and short line railroads

Ensure adequate yard capacity Y

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y
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3. MODERATE PRIORITY ISSUES

Of the 42 identified issues, 12 were determined to be of a moderate priority with
recommended actions to be taken in the near future. These moderate priority issues include:

e Eliminate vertical constraints imposed by catenary systems;

e Preserve out-of-service and abandoned rail rights-of-way for potential future
reactivation as an active rail corridor;

e Expand carrying capacity of the Lehigh Line (NS Manville — Phillipsburg);

e Monitor system to ensure maintenance of overall line capacity and system/route
redundancy;

e Improve New York Susquehanna and Western (NYSW) Railroad trackage to

accommodate both freight and passenger service;

Maintain the 286K weight standard on the Class | Main Lines;

Increase transload yard capacity;

Increase carload yard capacity;

Expand carrying capacity of the CSX West Trenton Line;

Expand carrying capacity of the CSX River Line;

Restructure/rationalize network and connections in southern New Jersey, and

Enhance connectivity between short lines

The risks posed and the opportunities presented by these moderate priority issues,
recommended actions and anticipated outcomes are detailed in the following sections.

A. CATENARY CONSTRAINTS

In addition to physical structures such as overhead
bridges, bracing on truss bridges carrying rail lines
over other infrastructure and tunnel roofs,
catenary lines necessary for the running of
passenger trains on electrified routes present a
constraint to the movement of double-stack and
high-cube freight rail cars. In cases such as the
Morristown Line, catenary lines beneath overhead
bridges constrain the movement of “Plate F”
railcars, effectively restricting the line to “Plate C”

railcars, which are below current standards and becoming obsolete. This situation exists in

numerous locations where freight and passenger service operate on the same tracks.

Risk to New Jersey

e Virtually eliminates double-stack container trains on electrified routes, limiting this type

of traffic to key main line routes in northern New Jersey.
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e Restricts movement of Plate “F” boxcars on specific shared routes.
e Height and width constraints on the vast NJ TRANSIT network restrict traffic
development on these lines and connecting feeder lines.

Opportunities to Support Freight Rail Industry in New Jersey

e [f height restricted areas cannot be improved, alternate routes and new routes may
need to be identified to ensure system has bypass and redundancy capability.

e Raising catenary to open up areas for unrestricted freight access will support and
enhance economic development options.

Recommended Actions

Catenary constraints exist only when freight operates on passenger lines. Therefore, this issue
was only identified as a high priority by the short line railroads operating in the northern New
Jersey region. Nonetheless, it is a critical problem in those areas. A range of potential
responses to this need were identified in coordination with the AIAG. Options ranged from
simply continuing compliance with current FRA regulations and other requirements to
development and initiation of new programs and capital projects to address the need. Based in
part on input provided by the AIAG participants, it is recommended that the following actions
be initiated. (Priority actions are in shaded boxes.)

Table A.26 Possible and Recommended Actions
Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Identify and
prioritize specific

lines and routes
based on latent

demand for Develop new
Inventory and | Upgrade double-stack standards for

maintain clearances on . installation of
service where

existing identified catenary where
Catenary L clearances should : .
Constraints clearances on | priority routes e ——— freight service
NJ TRANSIT for plate F ’ currently
and Amtrak | tieate th operates or is
routes. nvestigate the anticipated to

shared operations
trackage between
Wood Interlocking
and Essay for
clearance.

operate.
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Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.

Table A.27  Anticipated Outcome — Support for Plan Objectives

CATENARY CONSTRAINTS

Objective ;
nghIY Moderat_ely N.ot Detrimental
Supportive Supportive | Applicable

Maintain state of good repair Y

Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections Y
to the national network

Enhance intermodal connectivity Y

Improve quality of life Y

Enhance connectivity between Class |, Y
regional and short line railroads

Ensure adequate yard capacity Y

Maintain and expand funding programs Y
and opportunities

Maintain or expand system redundancy Y

Reduce congestion and enhance
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

As with the issue of vertical constraints represented by bridges and tunnels, individual corridors
and geographic regions have been the subject of targeted investigations identifying vertical
constraints. However, a comprehensive study of vertical constraints on the entire rail network
in New Jersey has not been undertaken. An understanding of the number, location and type of
vertical constraints that exist along the network will be necessary prior to determining the costs
associated with developing and implementing improvements.
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B. RIGHT-OF-WAY PRESERVATION

For much of its history, New Jersey was heavily industrialized and served by an extensive port
and freight rail network. Over the years, as industries moved out, the demand for rail service to
supply local manufacturing operations declined. Investment in, and upgrades to, many of the
rail lines serving New Jersey businesses failed to keep pace with the evolving demands of rail
served industries. As a consequence, miles of freight railroad were taken out of service, while
many more miles of freight rail right-of-way were sold or converted to other uses. The
remaining freight rail network continues to support movements to and from New Jersey, but it
is no longer as capable of supporting movements within the state as it once was. The ability of
the freight rail network to serve future demand in this ever shifting industrial environment will
be further hampered if additional sections of freight rail right-of-way are lost to other uses.

Maintaining existing rail system infrastructure in a state of good repair is essential to meeting
the future needs of the freight rail industry and the customers it serves. Equally important is
the preservation of local rail corridors that are currently inactive, or at risk to become so, for
future freight rail use. By the start of the 21" century, over 5,000 miles of inactive railroad right-
of-way had been converted to trails for bicyclists and pedestrians nationwide. While reversion
clauses typically permit reactivation of the right-of-way for rail use if needs warrant, this
reversion is rarely if ever exercised. Once a rail right-of-way is relinquished for other uses,
including conversion to bicycle and pedestrian trails, it is forever lost as a potential part of the
freight rail network.

A primary objective of this plan is leveraging the freight rail network and industry to stimulate
economic growth in New Jersey. Attraction of industrial development, and even retention of
existing development, is made more difficult as the often key pieces of the rail network are
taken out of service. Concentrated industrial development can be effectively supported by the
reactivation and enhancement of rail access that meets current industry standards. System
preservation elements of this plan include:

e Preserve active and abandoned railroad ROWSs having strong potential for future
transportation or other public use, where such preservation is consistent with the goals of
the local communities contiguous to the lines.

e In cases where a railroad has demonstrated conclusively that it should be permitted to
abandon a railroad line segment, railroad users should be assisted in efforts to meet the
competitive challenges posed by the abandonment

e The state should continue purchasing rail corridor ROW with potential for future use.

Currently unprofitable rail lines have an inherent value and are often sold by the Class | and
regional railroads with the rail infrastructure intact. Many discrete segments are sold to short
line operators who, with lower overhead and operating costs, are able to profitably operate the
service. Other lines are sold to local economic development agencies and public transit
operators. These lines represent an untapped opportunity for multiple uses.
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The state Department of Transportation may purchase or lease railroad lines, any part of a
railroad line or any other property owned by a railroad when, in the judgment of the
department, such a step is necessary to protect the public interest. This option must be
seriously considered and executed as the railroads Class | railroads divest themselves of right-
of-way. Before dismantling any track that results in a cessation of rail service upon all or part of
a railroad line, or offering any railroad property for sale, or upon the abandonment of service
along all or a portion of a railroad line, the department must seriously consider using its right of
first refusal to lease or purchase the right-of-way. If the department finds that the economic
welfare of the state would be adversely affected by the loss of the line for railroad
transportation purposes, the department should purchase the abandoned portion of the line. In
making this determination, the department shall consider, among other criteria deemed
significant by the department, future economic development activities and opportunities in the
area served by the abandoned railroad service.

At-risk rail rights-of-way may be aggregated into two basic categories: currently inactive or out
of service rights-of-way, and active rail lines that are currently utilized to serve a single
customer. Figures A.6, 7 and 8 depict current inactive and out of service rail right-of-way within
New Jersey. A policy should be developed and instated that will give the state the ability to
identify and preserve these rights-of-way as they are offered for sale or change of use.

The state should also work with rail operators to identify active lines serving only a single
customer. In the event that single active customers were to cease operations, the rail line
serving that facility would effectively become inactive. Without an active customer, there is
little or no motivation for the rail owner to continue to invest in maintenance and upkeep of
the line, placing it at risk for eventual abandonment. A prime example of this condition is the
Beesley's Point Generating Station, also called the B.L. England Generating Station, located in
Upper Township, Cape May County. The operators of the B. L. England plant have announced
the conversion of the plant from coal to natural gas, eliminating the need to ship coal to the
facility, which is currently done by rail via the Atlantic City Line and the Beesley Point Secondary
Line.

When this currently active customer ceases to utilize rail, the potential exists for the Beesley
Point Secondary to be taken out of service. This would effectively sever access to the Cape May
Seashore Lines, which is the only rail line serving Cape May County. Taking the Beesley Point
Secondary out of service would sever all of Cape May County and portions of Atlantic County
from the rest of the New Jersey freight rail network. A program should be implemented in
coordination with the New Jersey Economic Development Agency to support the continued
operation of single customers along rail lines and to encourage additional rail served
development as a mechanism to support continued maintenance and activity on at-risk rail
lines.
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Risk to New Jersey

e A highly developed state like New Jersey is at a competitive disadvantage compared to
other land rich states where new rights-of-way can be more readily created.

e Limits economic development, as needed infrastructure cannot be provided.

e Right-of-way acquisition in highly urbanized state is extremely costly.

Opportunities to Support Freight Rail Industry in New Jersey

e Right-of-way preservation offers potential for new service corridors and resolution of
“connectivity” issues.

e Preserved corridors would be in concert with state development and redevelopment
plan.

e Preserved corridors offer opportunities to provide system redundancy, increased
capacity.
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Figure A.6 Currently Inactive or Out of Service Rights-of-Way
Northern NJ
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Figure A.7 Currently Inactive or Out of Service Rights-of-Way
Central NJ
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Figure A.8
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Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Options ranged from continuing compliance with current FRA regulations and other
requirements to development and initiation of new programs and capital projects to address
the need. Based in part on input provided by the AIAG participants, it is recommended that the
following actions be initiated. (Priority actions are in shaded boxes.)

Table A.26 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Identify
strategies and C
. Prioritize lines
funding .
for potential
sources for
future
long term o
. reactivation/
preservation
development.
of current
inventory.
Inventory at- } Identify Reserve/preserve
risk rail Coordinate | . identified
. . . que |
Right-of-Way corridors and | with NJEDA opportunities | corridors for
Preservation monitor for and other for right of future
threats to county/local way transportation
i development .
preservation. P g preservation usage.
authoritiesto | . .
O including use
P p. of highway
continued .
. and utility
operation of .
rail served rights of way
that could be
customers .
. utilized as
along at-risk
. shared
lines. .
corridors.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.

Table A.27  Anticipated Outcome — Support for Plan Objectives
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RIGHT OF WAY PRESERVATION

Objective Highly Moderately Not
Supportive  Supportive | Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections Y
to the national network

Enhance intermodal connectivity

Improve quality of life

Enhance connectivity between Class |,
regional and short line railroads

Ensure adequate yard capacity

< |<| < |=<|=<

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources:

The specific lines that will be threatened by sale for other uses or conversion to trails is
expected to vary from year to year in the future as industry needs evolve and the critical nature
of individual lines increases or diminishes accordingly. While the annual funding needs for
preservation are not known at this time, it is important to develop a renewable mechanism for
that will allow the state to respond in a timely manner as preservation needs emerge.
Supplementing the NJ Freight Rail Assistance program with funds dedicated specifically for
right-of-way acquisition should be explored and implemented.
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C. LEHIGH LINE (NS MANVILLE - PHILLIPSBURG)

While this section of the Lehigh Line does not
currently operate under constrained conditions,
the anticipated growth in freight rail moves along
the entirety of the Lehigh Line hold the potential
to utilize most, if not all, of the available capacity
on the corridor.

Growth in the international container traffic
transported to and from the northern New Jersey
ports, including expansions of the ExpressRail
operations and increases in the percentage of containers moved to and from the ports by rail
being aggressively advanced by the Port Authority of New York & New Jersey suggest the need
to increase the capacity of this section of the Lehigh Line.

The list of projects proposed in Phase Il of the Mid-Atlantic Rail Operations Study (MAROps)
includes double-tracking of the route in Pennsylvania from Allentown to the Phillipsburg, NJ
tunnel as well as double tracking of the route from Phillipsburg to Newark, NJ. These
improvements are based upon a projection that specific constrained segments of the Lehigh
Line, particularly in the areas of Phillipsburg and Manville, NJ will operate at a level of service F
by the year 2035 without improvements to capacity.

Risk to New Jersey

e Loss of primary NS route to the west and south that is double-stack cleared.
e Provides route for extending NJ TRANSIT passenger service into Eastern Pennsylvania.
e Connecting route to the emerging Crescent Corridor.

Opportunities to Support Freight Rail Industry in New Jersey

e Provide for capacity increase by restoration of double track.
e Provide for future passenger service extension into Pennsylvania.
e Important link in the Crescent corridor if additional intermodal facilities are added.

Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG to
address the need to maintain adequate line capacity throughout the system to accommodate
the anticipated growth in the volume of freight moved by rail to, from and through New Jersey.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)
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Lehigh Line
(NS Manville -
Phillipsburg)

Table A.28

Compliance

Possible and Recommended Actions

Potential Solution Set Categories

Maintain

Maintain
optimum
double stack
clearance.

Maintain rail
line at current
track speeds.

Maintain
current
Delaware
River Bridge in
state of good
repair.

Improve

Upgrade and
possibly
combine
and/or
eliminate
grade
crossings.

Develop /
STCEND Implement
(New)
Add passing
sidings and Restore second
upgrade track.
signaling.
Double-stack
clearance and
Maintain second track
parallel LV through the
Bridge for Musconetcong
potential Tunnel. Tunnel
freight and is currently single
passenger track to
expansion. accommodate

double stack in
center of arch.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.29  Anticipated Outcome — Support for Plan Objectives

LEHIGH LINE (NS MANVILLE — PHILLIPSBURG)

Objective Highly Moderately Not
Supportive Supportive  Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections Y
to the national network

Enhance intermodal connectivity Y

Improve quality of life

Enhance connectivity between Class |,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

< |=<| =< |[=

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

The MAROps study estimates the cost of improvements from Easton, PA to Manville, NJ
including upgrade of the Royce Running Tract to be approximately $123 million. Funding
sources have not been identified for this initiative.
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D. LINE CAPACITY / SYSTEM REDUNDANCY

The freight rail network serving the United States was originally created and evolved in large
measure to transport large quantities of heavy materials across long distances. While there are
certainly local exceptions, longer-distance moves continue to be the primary business of freight
rail. The use of trucks for shorter distance, lower volume goods movement has proven to be
more cost effective for shippers.

As summarized in Table A.30, of the more that 45 million tons of cargo moved on the rail
network within New Jersey in 2007, only 262,000 tons, or less than 0.6 percent, were local
moves, or moves that had both an origin and a destination within New Jersey. The vast majority
(nearly 82 percent) of the freight moved along New Jersey’s freight rail network consisted of
railcars that had either an origin or a destination outside of New Jersey. The remaining 17.5
percent of the freight moved across New Jersey’s freight rail network were through trips,
utilizing the New lJersey infrastructure originating from, and destined to, locations outside of
New lJersey. This trend is not expected to change appreciably in the future. Accordingly,
maintaining interstate connectivity is vital to the continued health of the freight rail industry in
New Jersey. This may be accomplished through expansion of capacity on specific corridors that
traverse the state, diversion of traffic to other less active corridors, and implementation of
technologies to increase the line carrying capacity of both freight and passenger rail.

Table A.30  Rail Tonnage and Value by Direction

. . Tons (x1,000) Value $ (x1,000)

Direction

2007 2035 2007 2035
Inbound 24,658 32,782 $35,757  $50,381
Outbound 12,807 22,378 $19,079 $35,741
Internal 262 319 $478 $788
Through 8,010 12,220 $6,953 $11,804
Total 45,738 67,699 | $62,268  $98,714

Risk to New Jersey

e Conflict between growth in freight and passenger service limits rail potential on overall
rail system.

e Shifts businesses to out of state locations with freight trucked into New Jersey.

Opportunities to Support Freight Rail Industry in New Jersey

e System redundancy needed to maintain fluidity and provide back-up service routings.

e Shifting traffic to lower density lines may open up opportunities for growth on main
lines and secondary lines. Preserving system capacity.

e Potential to explore reuse of preserved corridors to provide alternatives for growth.

e Application of new technologies (PTC) to create additional capacity.
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Recommended Actions

A range of potential actions were identified in consultation with the AIAG to address the need
to maintain adequate line capacity throughout the system to accommodate the anticipated
growth in the volume of freight moved by rail to, from and through New Jersey. Based in part
on input provided by the AIAG participants, it is recommended that the following actions be
initiated. (Priority actions are in shaded boxes.)

Table A.31 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Investigate
. technologies
Identify and 9 Implement new
.. that can be )
prioritize lines , technologies that
Inventory, applied to .
. . . based upon , can be applied to
Line Capacity / codify and . . increase ) .
o anticipated , increasing
System maintain capacity on .
e growth and . . capacity on
Redundancy existing line existing . e
. future , . identified lines
capacity. capacit freight lines with capacit
. , 4 and shared . pacity
restraints. . restraints.
operations
lines.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.32  Anticipated Outcome — Support for Plan Objectives

OVERALL LINE CAPACITY / SYSTEM REDUNDANCY

Objective Highl M
. y oderat_ely N.Ot Detrimental
Supportive  Supportive | Applicable
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way
Protect critical corridors and connections Y
to the national network
Enhance intermodal connectivity Y
Improve quality of life Y
Enhance connectivity between Class I, Y

regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

The magnitude of future capital required to maintain adequate line capacity on the overall
freight rail system is subject to further study and identification of specific improvements to be
made as freight rail volume grows. The following sections discuss the more critical links that
connect the freight rail infrastructure within New Jersey to the national network.
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E. THE NEW YORK, SUSQUEHANNA AND WESTERN (NYS&W)

The New York, Susquehanna and Western Railway
(NYS&W) is a Class Il freight railroad operating
over 400 miles of track in New Jersey, New York
and Pennsylvania. The route is 286K capable on
all sections and is cleared for double-stack
railcars, with connections to NS, CSX and CP.

Now York, Susquohanna and Western Ralfway <
e ¥

The NYS&W serves a small local customer base as
well as overflow and detour traffic generated by
CSX and Norfolk Southern.

As part of a 2007 study, NJ TRANSIT developed a
concept for a Tri-County Rail Service in Hudson,
Bergen and Passaic counties. The plan utilized NYS&W right-of-way between Hawthorne and
North Bergen. Separate tracks would be constructed along this section to accommodate new
passenger service and existing freight operations. The addition of crossovers would permit
operation of either service on either track on an as-needed basis, increasing the operational
flexibility of this route. A 1.1 mile section of the route would remain single track due to the
costs associated with widening of an existing bridge to accommodate two main tracks. Even
with these improvements and addition of the second track, passenger operation would narrow
the windows for freight operations, with improvements made to the freight-only portion of the
route to insure that the trains would be in position to meet those windows. The NJDOT funded
some of these improvements on the section west of Hawthorne, NJ through the NJ Rail Freight
Assistance Program as requested by the NYS&W.

Risk to New Jersey

e Single-track line limits capacity, but is cleared along the entire length for 286K and
double-stack cars.

e Several at-grade crossings exist within densely populated areas.

e NJ TRANSIT is potentially seeking to initiate passenger service along the NYS&W
between Hackensack and Hawthorne.

Opportunities to Support Freight Rail Industry in New Jersey

e Alternative/redundant route into northern New Jersey for intermodal and merchandise
freight (double-stack cleared) if additional capacity is needed (River Line overflow).

e Potential for new intermodal and transloading facilities in northwestern part of state to
serve congested Interstate 287 and I-80 corridors.

e Potential for passenger service to northwestern area of state.
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Recommended Actions

A range of potential actions was identified to address the needs of the NYS&W route and
maintain capacity for existing and future freight operations. Based in part on input provided by
the AIAG participants, it is recommended that the following actions be initiated. (Priority
actions are in shaded boxes.)

Table A.33 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance \ET £ Improve Expand Implement
(New)
Maintain Upgrade and | Add passin
optimum pa : .. . g Add intermodal
p possibly sidings and
double-stack . and/or transload
combine upgrade I
NYS&W clearance. and/or sianaling as facility to serve
limi g g northwest NJ
Maintain rail eliminate pasanqer and 1287
line at current | 9rade service is .
. . corridor.
track speeds. [ €rossings. instituted.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.34  Anticipated Outcome — Support for Plan Objectives

NEW YORK SUSQUEHANNA AND WESTERN (NYSW)

Objective Highly Moderately Not
Supportive Supportive  Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections Y
to the national network

Enhance intermodal connectivity Y

Improve quality of life

Enhance connectivity between Class I,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

< |=<| =< |[=

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

Addition of passing sidings and signal upgrades has not been advanced past the initial concept
identification stage. As such, the funding needs for these improvements have not yet been
determined.
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F. CLASS | MAIN LINES - 286K CAPACITY

Capacity to handle 286K railcars currently
exists on all of the primary Class | rail
routes serving New Jersey. These routes
are expected to receive additional activity
in the future as the volume of freight
moved to and from New Jersey grows. It is
therefore of critical importance to maintain
the weight capacity on these routes
through routine monitoring of
infrastructure conditions.

Risk to New Jersey

e Traffic development opportunities lost. Existing traffic and competitiveness of local
businesses/industries are at risk due to rail lines’ inability to accommodate the most
economical rail equipment.

e Economic development opportunities could shift to other states due to rail
infrastructure limitations in New Jersey; freight would be transloaded to trucks in
adjoining states for final delivery in New Jersey.

e Hindered rail infrastructure capacity may lead to hampered competitiveness in New
Jersey.

Opportunities to Support Freight Rail Industry in New Jersey

e Removes impediment to freight flows to, from, within, and through New Jersey.
e Puts New Jersey on equal footing with neighboring states in its ability to attract rail-
based businesses into state.

Recommended Actions

A range of potential actions was identified to address the need to maintain the existing 286K
railcar capacity on Class | main routes. Based in part on input provided by the AIAG participants,
it is recommended that the following actions be initiated. (Priority actions are in shaded boxes.)
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Table A.39 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve STCEND Implement
(New)
Assess the cost
Inventory and
... of, and need for,
. maintain
Class | Main . .. enhancements
R existing 286
Lines capacit to accommodate
pacity 315K in the
routes.
future.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.40  Anticipated Outcome — Support for Plan Objectives

THE 286K STANDARD - CLASS | MAIN LINES

Objective Highly Moderately Not
Supportive Supportive Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections Y
to the national network

Enhance intermodal connectivity Y

Improve quality of life

Enhance connectivity between Class |,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

< |<| < | =<

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

Annual costs for maintenance of 286K capacity on the Class | mainlines is typically borne by the
railroads, with minimal participation in funding by the public sector. This is expected to
continue into the future, with the state providing support in the permitting of improvements as
required.
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G. TRANSLOAD YARD CAPACITY

Transload capability is an intermodal g -
service that involves the transfer of freight
between a rail car and truck, waterborne or
pipeline transportation on the other.

As with container/trailer intermodal
terminal capacity, the availability of
transload terminal capacity at a strategic
level should be evaluated in the context of
a railroad’s overall network, specifically the carload networks that connect New Jersey with the
rest of the nation. Rail line capacity and switch yard/storage yard capacity also are key links that
provide train access and support operations at the rail transload terminals within and adjacent
to New Jersey. The existence of capacity constraints at any one of these three links will
constrain the capacity of any particular rail carrier’s carload network. In other words, a rail
network’s capacity is only as great as its weakest link.

Given that it is a component of New Jersey’s carload network, access to transload yard capacity
on some lines could be constrained by weight and height limitations.

Transloading is accomplished directly between a rail car and other transportation modes, or
indirectly via intermediate storage of goods in a tank, silo, warehouse or on the ground. There
are hundreds of rail-served transload facilities within the state and nearby locations serving the
state’s markets. They vary widely in size and scope of commodities handled and services
offered. The control and marketing of rail-served transload facilities ranges from railroad
owners to railroad-provider partnerships to purely private business operations.

Rail transload facilities are generally dedicated to particular basic commodity groups, such as
bulk commaodities in dry and liquid form that usually travel in tank cars or covered hopper cars
(chemicals, plastics, industrial minerals, corn syrup, etc.); lumber; paper; steel/metals, and
products requiring general warehousing. Within the bulk commodities and general
warehousing segments, it is common to find differentiation between food grade and non-food
grade facilities.

While the above commodities tend to move in single-car or modest, multi-car shipments, the
evolution of the ethanol market in New Jersey and surrounding states has created a demand for
facilities capable of handling 65 to 100+ car unit trains of inbound ethanol. Domestic oil
production by way of hydraulic fracturing of shale formations and horizontal drilling has also
boomed, intensifying the demand for, and movement of, unit trains of crude oil.

Coal, which is delivered by a long-established, separate unit train and transload network, is not
included within the scope of this discussion. Facilities that handle waste commodities such as
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municipal solid waste (MSW) and construction demolition waste (CDW) are also excluded from
this discussion because these commodities have such unique handling requirements as to merit
a separate discussion.

Transloading brings to carload traffic many of the same cost saving, operational and market
benefits as container/trailer intermodal service:

e Rail transload terminals allow trucks to extend the market reach of the national railroad
network to industries that are not located adjacent to an active rail line.

e Concentration of traffic from low volume customers bolsters train size and corridor
traffic density. Such traffic concentration helps railroads keep unit operating costs (and,
therefore, rates) low, while supporting more frequent train service than might be
available to customers whose individual facilities might be spread out within a railroad’s
terminal service area.

Additionally, use of an existing transload facility could help rail customers avoid the cost of
installing a rail siding or a costly switch. The presence of commuter and/or intercity passenger
trains on an existing rail line increases the signal and train control costs, especially if new
switches are required to be capable of functioning under a federally-mandated positive train
control (PTC) system. A line hosting passenger trains might also be subject to restrictions on
the time of day and frequency with which a freight customer could be served so as to not
interfere with passenger train services, which are accorded priority under federal law.

It remains to be seen whether these factors will create new opportunities or limit the formation
of new transloading capacity in the future. Locating on freight only lines could eliminate
conflicts with passenger trains and lower infrastructure (track and signal) costs. The feasibility
of either option at a particular location would be contingent upon successful navigation of a
variety of development issues including availability of suitable land, zoning and roadway access.

As New Jersey assembles its State Rail Plan, its approach to transload terminal capacity should
include: 1) evaluating transload terminal capacity within a larger context of the capacities of the
rail carload networks within New Jersey and 2) resolution of weight and height limitations, as
they apply to transload terminal capacity.

The State Rail Plan should also consider issues that were raised and rated by the AIAG.

Risk to New Jersey

= Loss of ability to serve local, off-line small and medium-size businesses, which constitute
the largest employment base in New Jersey.

Opportunity to Support Freight Rail Industry in New Jersey
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= (Critical to localizing freight delivery to small and medium-sized off-line companies.

Recommended Actions

A range of potential responses to this need was identified in coordination with the AIAG. Based
in part on input provided by the AIAG participants, it is recommended that the following actions
be initiated. (Priority actions are in shaded boxes.)

Table A.41 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Incorporate
transload
Inventory s
S facilities
and maintain Ls
existing vard within dense
.g Y clusters of
capacity and . ;
. o . industrial and | Develop new
potential for | Initiate service
. . warehouse transload yards
expansion. Improvement to -
, development. | and facilities as
Transload enhance capacity
. . . needed to
Yard Capacity at existing yards N
. minimize final
Identify and to accommodate -
S Increase local delivery by
prioritize growth. )
. capacity at truck.
locations .\
additional
where ,
capacit locations
pacity based on
should be riorities
expanded. P

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.42  Anticipated Outcome — Support for Plan Objectives

TRANSLOAD YARD CAPACITY
Objective ;
nghIY Moderat.ely N.ot Detrimental
Supportive Supportive  Applicable

Maintain state of good repair Y

Preserve out of service and at-risk rail Y

rights of way

Protect critical corridors and connections Y

to the national network

Enhance intermodal connectivity Y

Improve quality of life

Enhance connectivity between Class I,
regional and short line railroads

Ensure adequate yard capacity Y

Maintain and expand funding programs Y
and opportunities

Maintain or expand system redundancy Y

Reduce congestion and enhance Y

operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

The major transload yards are owned and operated by the Class | railroads, and as such,
responsibility for maintenance and expansion to ensure adequate capacity and efficient
operations has typically fallen to the railroads themselves. Often, major rail infrastructure
improvements are funded in part through federal grants, with participation by the railroads.
This process is expected to continue into the future, with an increased need for support of the
federal grant applications from the state level.
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H. RAIL YARD CARLOAD CAPACITY

The function and demands placed upon these
facilities, some in place for more than 100
years, have changed over the past half century
due to shifts in industrial land use patterns and
improvements to the state and regional
transportation systems that they serve. A
number of yards and connections between
various railroads have closed or reduced
operations as a result of declining boxcar
volumes.

- rho, o gy
Railroads are responding to the changing patterns of warehouse and distribution center
locations and operations. Once critical inter-railroad interchanges have been de-emphasized,
while others have been improved and expanded. Over the years, industry emphasis has shifted
away from large, bulk shippers of natural and manufactured products, limiting the growth of
rail customers who rely upon carload yards. In some cases, this has dramatically reduced the
number of businesses with shipping needs consistent with freight rail service. Other former
carload yards have been converted to intermodal yards in response to growing demand for
container transport.

Risk to New Jersey

e Intermodal growth is cannibalizing carload yard space.

e Freight trains are terminated outside of state, creating additional service layers for
freight terminating in New Jersey.

e Freight is terminated outside of New Jersey and trucked to final destinations,
encouraging business development outside of state.

Opportunities to Support Freight Rail Industry in New Jersey

e Yards now have to be expanded, reactivated, or built to accommodate anticipated
growth.

e Yards need to be designed and expanded to reflect new service patterns and customer
needs.

e North-south connectivity and connectivity to emerging corridors require looking at new
yard facilities.
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Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)

Table A.43 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance \ET £ Improve Expand Implement
(New)
Inventory Based upon
existing yard inventory, '
capacity and | aggress selectively Id?n'c'lfy and
potential for | coryice and expand capacity prioritize
Carload Yard expansion. Ty at existing yards locations where
Capacity , new carload
it issues f’t to a.c.commodate yards should be
operating Pavonia Yard. | anticipated constructed.
capacity at grOV\{th, where
current yards. possible.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.44  Anticipated Outcome — Support for Plan Objectives

CARLOAD YARD CAPACITY

Objective Highly Moderately Not
Supportive Supportive  Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections
to the national network

Enhance intermodal connectivity

Improve quality of life

Enhance connectivity between Class |,
regional and short line railroads

< |<|=<| =<

Ensure adequate yard capacity Y

Maintain and expand funding programs Y
and opportunities

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

The major carload yards are principally owned and operated by the Class | railroads, and as
such, responsibility for maintenance and expansion to ensure adequate capacity and efficient
operations has typically fallen to the railroads themselves. Often, major rail infrastructure
improvements are funded in part through federal grants, with participation from the railroads.
This process is expected to continue into the future, with an increased need for support of the
federal grant applications from the state level.
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I. WEST TRENTON LINE

While the West Trenton Line does not
currently operate under constrained
conditions, the anticipated growth in freight
rail moves along the entirety of the Lehigh
Line, which interlocks with the West Trenton
Line at Port Reading Junction, holds the
potential to utilize most, if not all, of the
available capacity on the corridor. Growth in
the international container traffic transported - =
to and from the northern New Jersey ports, expan5|on of ExpressRall operatlons and increases
in the percentage of containers moved to and from the ports by rail being aggressively
advanced by the Port Authority of New York & New Jersey suggest the need to increase the
capacity of this line. In addition, NJ TRANSIT is considering adding passenger service on the line.
The projects proposed in Phase Il of the Mid-Atlantic Rail Operations Study (MAROps) include
addition of a second main track from Manville Yard to Trenton. These improvements are
intended to reduce conflicts between passenger and freight operations and increase capacity
for both services.

Risk to New Jersey

e Loss of primary CSX route to the southeast, which is double-stack cleared to
Philadelphia.

e Provides route/right-of-way for extending NJ TRANSIT passenger service to West
Trenton.

Opportunities to Support Freight Rail Industry in New Jersey

e Provide for capacity increase by restoring of double-track.

e Provide for future passenger service extension to West Trenton.

e Important North-South and New England -Canada link if additional intermodal facilities
are added.

Recommended Action

A range of potential actions were identified to address future capacity needs along the West
Trenton Line. Based in part on input provided by the AIAG participants, it is recommended that
the following actions be initiated. (Priority actions are in shaded boxes.)
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Table A.2 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Upgrade and
possibly
Maintain Rl
. and/or
optimum eliminate
double stack
clearance grade
‘ crossings in Restore 2" main
Somerset track to
Restore and
County. accommodate
. . upgrade
additional freight . .
West . . , . . signaling for
. Maintain rail consistent with .
Trenton Line . potential
line at current the assenger
track speeds. | Implement recommendations Eerviceg
quiet zone of the MAROps '
Maintain from crossing | study.
current of Route 601
Delaware to crossing of
River RR Province Line
Bridge in state | Road.
of good
repair.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.

Page A-79



New Jersey Statewide Freight Rail Strategic Plan

Table A.46  Anticipated Outcome — Support for Plan Objectives

WEST TRENTON LINE

Objective Highly Moderately Not
Supportive Supportive  Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections Y
to the national network

Enhance intermodal connectivity Y

Improve quality of life

Enhance connectivity between Class |,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

< |=<| =< |[=

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

The MAROps study estimates the cost of improvements of the route from Newark, NJ to
Philadelphia, PA to be approximately $180 million within New Jersey, with an additional
investment of approximately $250 million required within Pennsylvania. Funding sources for
this improvement have not been identified.
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J. RIVER LINE (CSX)

The River Line is a critical link in the rail corridor connecting the northern New Jersey port
complex to Selkirk, NY and beyond to Albany, NY. From there, freight moves west into the
national system, and east into New England. The River Line was split into several sections
following the 1999 division of Conrail assets between Norfolk Southern Railway and CSX
Transportation. The section south of CP 2 at CSX's North Bergen Yard is owned by NJ TRANSIT
and operated as part of the Hudson-Bergen Light Rail Line. CSX owns the remainder of the line.
At CP 2, the route connects to the Northern Branch, which carries trains that previously
traveled along the River Line south of CP 2. The River Subdivision ends in Selkirk, NY with the
Port Subdivision continuing towards Albany. This line represents the primary route north for
the movement of intermodal and mixed freights, auto carriers, waste, and unit ethanol trains.

A significant volume of
the freight trade entering
and exiting northern New
Jersey (nearly 24 million
tons annually equaling
over 63 percent of the
interstate total by weight)
originates in, or s
destined to, points in
lllinois, New York, Ohio,
Pennsylvania and Canada. —
The River Line is the || Esew e :
primary route utilized by Rail freight {Tons} L O
CSX to access these high- ':';:E,;T'mm
volume trade regions. By (2] 150,001 - 1,000,000 . o
I 1,000,001 - 3,000,000

2035, the volume of || wm-:co0ce - ,t
freight moved by rail
between New Jersey and these top trade partners is expected to grow by over 30 percent to
over 31 million tons annually. This anticipated growth, combined with the already high
utilization rate of the River Line strongly suggests the need to maintain and improve the

operating efficiency and carrying capacity of this vital route.

Risk to New Jersey

e Primary CSX route between northern New Jersey and Chicago, Eastern Canada, and New
England.

e The River Line is single track north of Teaneck, running through densely developed and
heavily populated residential areas.

e Limited potential for rail-served industrial development along the corridor due to dense
residential land use abutting the route in New Jersey.
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e Multiple at-grade crossings exist along the route, several of which are in need of
upgrade.

Opportunities to Support Freight Rail Industry in New Jersey

e Inthe past, the existing right-of-way supported multiple tracks to Dumont, NJ. NJ
TRANSIT has explored the potential for passenger service along this route in the past.

e Recently completed heightening of the Bergen Tunnel opened this route to hi-cube and
double-stack service.

e Recent agreement with CP Rail on haulage into New York City may open the route up to
increased Canadian traffic, alleviating truck traffic along the congested Route 17
corridor.

e Primary route for servicing current traffic and future growth in rail traffic from the
Global Marine Terminal and Greenville Yard in Jersey City.

Recommended Actions

A range of potential actions was identified to address the needs of the River Line route and
maintain capacity for existing and future freight operations. Based in part on input provided by
the AIAG participants, it is recommended that the following actions be initiated. (Priority
actions are in shaded boxes.)

Table A.47 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Upgrade and
possibly
combine
ar!d/. i Add passing
eliminate sidings and
Maintain rail gradcf GRacce
River Line . crossings. signaling to Re-lay second
line at current i
(CSX) increase track
track speeds. ,
Implement AL
quite zones capacity of
and associated | the route.
grade crossing
improvements.
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Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.

Table A.48  Anticipated Outcome — Support for Plan Objectives

RIVER LINE

Objective Highly Moderately Not
Supportive  Supportive | Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections Y
to the national network

Enhance intermodal connectivity Y

Improve quality of life

Enhance connectivity between Class I,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

< |<| < |=<

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

Addition of passing sidings and signal upgrades has not advanced past the initial concept
identification stage. As such, the funding needs for these improvements have not yet been
determined.
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K. NETWORK RESTRUCTURING / RATIONALIZATION

Initially developed in the 1830s, the United States freight rail system expanded rapidly in the
1800s and early 1900s with system mileage reaching its peak of about 380,000 miles of track’ in
the 1920s. As a result of improvements and expansion of highway infrastructure, increased
competition from the trucking industry, increased regulation, and passage of the federal
Staggers Railroad Act in 1980, the railroad industry has consolidated and divested itself of lines
that were unable to generate enough revenues to cover operating and maintenance costs.
Today, the core freight rail network in the United States has been reduced to approximately
172,000 miles of track.

Divestiture of extensive portions of the rail network has resulted in a balkanized system with
numerous owners of individual pieces of the overall system. While intended to increase the
efficiency and economic viability of the individual railroad operators, this “splitting up” of the
rail network has left the overall system with a reduced set of infrastructure, limiting its ability to
adapt to and serve the changing demands placed upon it by passenger and freight needs.
Operational inefficiencies exist throughout the system hampering the ability to capture the
economic value that rail served businesses represent to New Jersey. Rationalization of the
system refers to actions such as reinstating former connections and coordinating operations
across rail segments with variable ownership so that it functions more as a complete system.
Restructuring the entire network to better serve the state’s needs - both freight and passenger
- as opposed to serving individual location-specific needs would support industrial growth and
the economic health of the freight rail industry, the businesses it serves and the entire state.

Risk to New Jersey

e Rail infrastructure has become too “Balkanized,” negating efficiencies since several
carriers/agencies have jurisdiction between end points.

e System that is in place does not reflect current marketing conditions and opportunities,
negating growth of rail traffic.

Opportunities to Support Freight Rail Industry in New Jersey

e Potential for restructuring could create more opportunities for short haul rail.
e Infrastructure revisions could create new intermodal opportunities for rail/truck and
barge/rail since overall freight movement is trending toward shorter hauls.

Recommended Actions

Potential responses to this need were identified in coordination with the AIAG. Based in part
on input provided by the AIAG participants, it is recommended that the following actions be
initiated. (Priority actions are in shaded boxes.)

* AASHTO Freight Rail Bottom Line Report, 2003
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Table A.49 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Identify
opportunities | Implement
and options options for
Evaluate Open P . P
. for incremental
current alternative . .
, incremental restructuring
Network system and | freight routes , .
. . restructuring among private
restructuring / determine to clear .
. o . L among and public sector
rationalization adequacy as | availability ,
. . private and owners to
national rail | for passenger , . .
. public sector improve rail-
plan evolves. | service. .
owners, marketing
operators and | options.
agencies.

Near Term Rail Network Restructuring Example*

The rail network in South Jersey today contains many miles of light-density freight lines.
Previous efforts to rationalize this rail network by Conrail have resulted in the abandonment of
service on the line between Glassboro and Bridgeton, for example, and the subsequent
acquisition of other lines by the NJDOT, NJ TRANSIT and short line railroads. As a result of these
transactions, the ownership and operation of the South Jersey rail network is now split among
various entities, thereby complicating the development of a comprehensive plan to deal with
the declining rail freight traffic on several lines, some of which are already out-of-service or
lightly used. To avoid sub-optimal solutions, the following plan has been developed to
rationalize and redeploy various elements of the South Jersey rail network and is submitted for
inclusion in the New Jersey State Rail Plan for further consideration by all concerned.

The following rail route comparison shows how freight traffic from the Bridgeton-Vineland-
Millville area can be rerouted via Winslow Junction while adding eight miles to the trip. This
rerouting releases about 25 miles of railroad between Woodbury and Vineland to facilitate the
planned restoration of passenger service between Camden and Glassboro while preserving the
remainder of the existing rail right-of-way for the future extension of rail passenger service to
Vineland and its vicinity. The elimination of freight service between Woodbury and Glassboro
can significantly reduce the cost of rebuilding this line for passenger service and can avoid
onerous “temporal separation” of freight and passenger services afterward, similar to the
situation on the River Line between Pennsauken and Trenton.

* Rationalization concept as developed by William Sheppard, Atlantic Rail Services, Inc.
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Since there are no active freight customers
currently receiving rail service between
Woodbury and Vineland (“Landis”), the effect of
abandoning freight service on this line is
therefore inconsequential and could eliminate a
number of rail-highway grade crossings in
surrounding communities. It should also be
noted that most of the freight traffic moving
today between Camden and Millville Yard is
actually generated by customers located on
connecting rail lines that extend south of
Vineland to Bridgeton and beyond. As a result of utilizing Millville Yard to interchange general
rail traffic between Conrail and the Winchester and Western Railroad, many rail cars destined
to and from points south of Vineland wind up crossing city streets in Vineland and Millville four
times on trains that operate at slow (10 MPH) speeds, thereby disrupting vehicular traffic. By
rerouting freight trains via Winslow Junction instead, such traffic could move directly to and
from Bridgeton, as was done for many years by the Central Railroad of New Jersey, thereby
eliminating the 10-mile side-trip to Millville Yard. What traffic remains for Millville or Vineland
could then be handled separately using an established track connection at “Landis” in Vineland.

Rerouting rail traffic via Winslow Junction would require rehabilitation of 16.1 miles of track
between Vineland and Winslow to Federal Railroad Administration Class 2 Standards so that
286,000 pound shipments may move this way. This work would include the restoration of some
track in Vineland that was removed by Conrail in 2011. To facilitate freight train movements
between Bridgeton and Camden, a direct track connection at Winslow should be restored along
with certain interchange tracks. It should be noted that the rail line between Vineland and
Winslow was acquired by the NJDOT following abandonment of service by Conrail in 1985.
Following damage due to Hurricane Irene in August, 2011, there are now 10.9 miles of track
listed as out-of-service on this line, leaving some communities such as Buena without rail
service. This unfortunate development also strands capital investments made previously by the
NJDOT to repair rail bridges across Hospitality and Cedar creeks.

The line between Camden and Winslow is ultimately anchored by the B. L. England Electric
Generating Station at Beesley’s Point in Palermo. The continued operation of this plant, like
many coal-fired generating stations, is very much in doubt due to various environmental
regulations, and it currently operates only at certain times of the year. The introduction of
overhead traffic from the Bridgeton-Vineland-Millville area to the line that runs between
Camden and Winslow will produce important economies of scale, thereby helping to secure
freight service not only for customers served today via this line, but also for customers on the
line between Winslow and Vineland, portions of which are currently out-of-service. Should rail
freight traffic levels continue to decline, however, separate operation of parallel passenger and
freight rail lines between Winslow and Pennsauken-Camden by NJ TRANSIT and Conrail,
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respectively, should be examined to determine whether freight and passenger services can be
consolidated somehow.

While this plan does not specifically address the restoration of rail service to JBMDL (Joint Base
McGuire-Dix-Lakehurst), the proposed concentration of rail freight activity at Winslow could
help justify reactivation of the so-called “Blue Comet Route” to serve the JBMDL at Lakehurst.
Further examination of this route option should also consider potential traffic flows between
South and North Jersey originating on the Winchester and Western Railroad and at other
locations. This particular recommendation reflects input received from the late Fred Winkler,
General Agent of the Winchester and Western Railroad, whose advice was very much
appreciated in developing this plan.

It should be noted that this plan does not specifically address other light density lines such as

the Salem Running Track between Woodbury and Swedesboro, and other industrial tracks
where rail routing alternatives are not readily available.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.50 Anticipated Outcome — Support for Plan Objectives

NETWORK RESTRUCTURING/RATIONALIZATION

Objective Highly Moderately Not

Supportive  Supportive | Applicable et
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way
Protect critical corridors and connections Y
to the national network
Enhance intermodal connectivity Y
Improve quality of life Y
Enhance connectivity between Class I, Y

regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

A statewide assessment of the need for and rationalization of the state’s rail network should be
undertaken, with rationalization of the portions of the southern New Jersey network as
described above initiated in the near term. Funding required to implement the
recommendations of the assessment will be determined as part of the study.
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L. SHORT LINE / SHORT LINE CONNECTIVITY

New Jersey’s short line railroads operate
independent of each other and primarily serve as
“last mile” connections between Class | railroads
and the final customer. As such, connectivity
between the short lines is not an immediately
pressing concern. However, enhancing physical and
operational connectivity between short lines holds
the potential to open new areas to business
expansion or new businesses. Short line railroads
could potentially serve a useful function in

replacement of truck trips for intra-New Jersey short haul moves between material suppliers

and consumers.

Risk to New Jersey

e Loss of short haul opportunities in emerging markets.
e Total reliance on trucks in regional and inter-regional goods movement.
e Diminished short line traffic base, placing state investment in infrastructure at risk.

Opportunities to Support Freight Rail Industry in New Jersey

e Development of short-haul interstate and intra-state markets such as petroleum
products and fracture sand for natural gas drilling.
e Potential for short haul markets to be developed within the state localizing benefit of

reduced truck traffic.

e Enhances return on state investment in rail infrastructure.

Recommended Actions

Potential responses to this need were identified in coordination with the AIAG. Based in part on
input provided by the AIAG participants, it is recommended that the following actions be
initiated. (Priority actions are in shaded boxes.)
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Table A.51

Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve STCEND Implement
(New)
Maintain
current Identify Identify Develop
system of opportunities | opportunities | institutional
Short Line / connectivity for short haul | for intra-state | measures to
Short Line with short interstate connectivity encourage
Connectivity lines movements to develop connectivity
connecting between short | short haul between short
only to Class | | lines. markets. lines.
railroads.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.52  Anticipated Outcome — Support for Plan Objectives

SHORT LINE / SHORT LINE CONNECTIVITY

Objective Highl M
. y oderat_ely N.Ot Detrimental
Supportive Supportive  Applicable
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way
Protect critical corridors and connections Y
to the national network
Enhance intermodal connectivity Y
Improve quality of life Y
Enhance connectivity between Class |, Y

regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs Y
and opportunities

Maintain or expand system redundancy Y

Reduce congestion and enhance Y

operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

Infrastructure needs to support short line to short line connectivity will be identified on an as
needed basis as specific markets and rail moves are identified by short line operators. As such,
the funding requirement is not determined at this time. The NJ Freight Rail Assistance Program
would be the primary source of public funding to supplement private investment to advance
these types of actions.
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4, LOWER PRIORITY ISSUES

Of the 42 identified issues, 19 were determined to be of relative low priority. While these are
real and pertinent issues, some were determined to have relatively low adverse effects if left
unaddressed, or they are being addressed by the railroads themselves. Others are not expected
to exert any significant adverse effect on freight rail operations until well into the future. These
issues include:

e Planned New Passenger Operations
e Community Education

e Noise

e Emissions

e Temporal Separation

e Shared Operations

e Grade Crossings

e Haulage Rights

e Trackage Rights / Paper Barriers

e Environmental Justice

e Odor

e Hazmat Storage

e Passenger Platforms (Commuter Rail)
e Passenger Platforms (Light Rail)

e Freight Train Speed Restrictions

e Positive Train Control (PTC)

e High Speed Rail

e Adoption of a National Rail Plan

e Trend Towards 315K Routes

The risks posed and the opportunities presented by these lower priority issues, recommended
actions and anticipated outcomes are detailed in the following sections.

Page A-92



New Jersey Statewide Freight Rail Strategic Plan

A. PLANNED NEW PASSENGER OPERATIONS

A key consideration in the development and management of an efficient, flexible rail network in
New Jersey is the shared use of portions of the network by both passenger and freight rail
operators. While these shared corridors maximize the utility of the rail network, they generally
function adequately due to coordination between the carriers. Easing conflicts on shared routes
has the potential to improve operational efficiency and capacity. Shared use typically involves
coordination of complex issues including scheduling, cost sharing and liability. The limited
potential to construct new infrastructure, combined with the projected increases in demand for
both passenger and freight service make shared use of right-of-way a critical issue requiring
close coordination of the competing demands when new or expanded operations are
considered.

Status of Passenger Rail Improvement/Expansion Proposals
On Existing Freight Rail Corridors in New Jersey

Northern Branch

The Northern Branch is a freight rail line |~
owned by CSX Transportation. NJ TRANSIT is
exploring passenger rail options in the | #emenficis
corridor through the Hudson and Bergen |}
county communities of Tenafly, Englewood, | | g
Leonia, Palisades Park, Ridgefield, Fairview |
and North Bergen. b

The corridor has not been served by || Tadreck

passenger rail since the discontinuation of |

service on the Northern Branch and West |

Shore Lines in the 1950s and 1960s. {__pogeia
bl

i

1y =

N —— 3
L'-\.
w o Ridgatiald
z

Two passenger rail modal options have been e
Park

considered in the Northern Branch corridor: | | s
an extension of the electrified Hudson- R
Bergen Light Rail (HBLR) Line or operation of I\\ Littie Farry |

diesel multiple unit (DMU) railcars along the i

e,

corridor. _percer (4
| o T COUNTY
NJ TRANSIT, in cooperation with the Federal e ;
Transit Administration, has commissioned an | v}
Environmental Impact Statement for the TN ég'f”
preferred alternative in the Northern Branch “--E%g?/’ .

corridor -- a light rail extension to Tenafly.

AR} I

-/ counTY e
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: West Shore

1 Figure I: —_—_—

% Study frea
Wipst Shore H H H H
oo The potential for passenger rail service in

QAL et the West Shore Corridor was evaluated by

NJ TRANSIT in the West Shore Region

0 Alternatives Analysis (1999) and in a
technical memorandum (2008).

Passenger rail service on the West Shore
was discontinued in 1959. Freight growth in
the corridor was accelerated by the split of
Conrail in 1998. The West Shore Corridor,
also known as the River Line, became part

g - of the CSX network, heightening the
“'5" importance of its emerging role as one of
| the two major rail freight corridors serving
P the New York City/Northern New Jersey rail

freight market.

The corridor serves as CSX’s prime access
Jous = | route to this market, with more than 30

"~ | trains per day. The NJ TRANSIT studies
recommended the use of either commuter
rail or diesel multiple units in the 20-mile River Line corridor from northern Hudson County,
through the length of Bergen County, and into Rockland County. Passenger rail service in the
West Shore Corridor has not advanced beyond the planning stages.

MTRansT W JACOBS

Bergen-Passaic Rail

In 2009, NJ TRANSIT completed
an environmental impact study
and final engineering for the
Passaic-Bergen Passenger
Restoration Project. The project
would provide passenger rail
service utilizing DMU vehicles
within an eight mile section of
NYS&W-owned and operated
freight rail corridor between
Route 208 in Hawthorne and
River Street in Hackensack. The
Passaic-Bergen rail  project
would serve nine stations. The
project is currently on hold.
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NYS&W Sparta

In the 1990s, NJ TRANSIT performed planning, environmental and engineering studies on the
potential extension of Main Line commuter rail service using the NYS&W freight corridor
through Passaic, Morris and Sussex counties, terminating in Sparta. Stations were considered in
Wyckoff, Oakland, Pompton Lakes, Butler, Newfoundland and Sparta. The proposal has not
advanced due to institutional and community issues and a lack of funding.

Lackawanna Cutoff

In 2009, NJ  TRANSIT
completed the environmental [
assessment for this project, |
which would restore | |
passenger rail service on
existing freight right-of-way in |7
Pennsylvania, and out-of- | @ °
service rail right-of-way in
New Jersey, between

Lo .\‘.

Scranton, PA; Hoboken, NIJ M egend
and Midtown Manhattan, NY '.‘ b hn I Sk
. . o @ riewMOs statian
- a distance of 133 miles. An || @ eresmen
initial project phase, a seven- I e o Vo]
mile extension to Andover [NTRANST W By e e i,!':f,,__+
s - 1 1

Township is currently being
advanced into construction. The initial project phase involves all out of service right-of-way.
Therefore, no freight service is involved.

Raritan Valley Line

The NJ TRANSIT Central New Jersey/Raritan Valley Transit Study examined commuter bus and
commuter rail improvements along the |-78 corridor, including extension of commuter rail
service on the Raritan Valley Line beyond its current terminus in High Bridge to Hampton,
Bloomsbury, Phillipsburg and potentially into Pennsylvania. One alternative looked at was using
former Central Railroad of New Jersey right-of-way. The study was completed in 2011, but
funding has not identified to pursue the alternatives evaluated.

-
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West Trenton Line

B

R TRANST e R
i‘\ .. County A

The West Trenton Passenger Rail Service | Proposed Restoration i

. . of West Trenton Line i
Restoration Study and Draft Environmental | passengerRail Service S Unian
Assessment (2005) sponsored by NJ TRANSIT | aiigamentssp — e Ve
proposed restoring passenger rail service along ol ]

27 miles of the West Trenton Line from a
southern terminus of West Trenton Station,
located in Ewing Township, Mercer County to a
northern terminus at Bridgewater Station in
Somerset County.

The project would use an in-place right-of-way
and track along the West Trenton Line that is
currently owned and operated by CSX mw,}(;‘/\ -
Transportation for freight service. I \

Passenger service along this corridor was
discontinued in 1982. Subsequently, some track
was removed. Today, the corridor is comprised
mainly of one to two tracks in a right-of-way that
is as wide as four tracks in some areas. The
project has not advanced due to a lack of Caunty

funding. Pennsylvania
=

Flemington

In 2011, NJ TRANSIT began to study the feasibility of a 20-mile extension of Raritan Valley Line
(RVL) commuter rail service to Flemington. The study is considering new stations in Manville,
Hillsborough, Branchburg (Neshanic) and Flemington. The proposal assumes use of the track
and/or right-of-way of the Black River and Western Railroad, Norfolk Southern’s Lehigh Line,
and the Reading Connector at Manville to reach the RVL at the former Branch Brook Junction
site, just west of Bridgewater Station. The study is still being conducted at this time.
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Monmouth-Ocean-Middlesex

The NJ TRANSIT Monmouth Ocean Middlesex
(MOM) Rail Draft Environmental Impact Study
considered nine build alternatives on three
different alignments for commuter rail service
via North Jersey Coast Line or Northeast
Corridor to New York’s Pennsylvania Station.
The three alignments studied were:

= The Red Bank alternatives, approximately
26-miles in length, using the Conrail-owned
Southern Secondary freight line from
Manchester Township to Red Bank.

= The Matawan alternatives, approximately
32-miles in length, using the Conrail-owned
Southern Secondary and Freehold
Secondary freight lines (via new connections
at Farmingdale and Freehold Borough).

= The Monmouth Junction alternatives,

approximately 38-miles in length, used the | R
Conrail-owned Southern Secondary, T
Freehold Secondary, and Jamesburg Branch P e ettt
freight lines to Monmouth Junction. yoa
i DOLESEX ]
No recommendation has been made and the | ™M™ W “":'?-'““......m"-‘-’ﬁ’“:‘"";-:::; — A

study is not currently being advanced.

Atlantic City Line

NJ  TRANSIT is currently
studying the best approaches
to improve service on the
Atlantic City Line (ACRL),
including increased service
frequency, identifying | ™
infrastructure  needs, and
determining the impacts of
adding stations at
Pennsauken, at the PATCO
Woodcrest Station, and near
Atlantic City Airport. Freight
rail service over the ACRL is

‘\
o = -
| Comipomeul
| Atanbr Uit Line - Ba llmmdmamnnnmmh

- —=y Fwpunalim of Wondrres Stabom ko

nrjor
| mwshimadnl Transportation Hab s Conme cthon |

." St Cily Adrport ]

k]

operated by the Southern Railroad of New Jersey (SRNJ) between Winslow Junction and ”Grlff"
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Interlocking just west of the Atlantic City Station and by Conrail between US Route 130 and
“Jordan.” This study is currently on-going; recommendations have not yet been released.

South Jersey Light Rail : I — -
“:":;i;::;"'* '/ il ' "..nt—'
A gl P T P - il {

Delaware River Port Authority ol = i3 B -

(DRPA) completed a two-year @ e

alternatives analysis study in 2009 o i R

that recommended passenger rail o ’E n-E! m

from Glassboro to Camden. _ v cty o

e : N o

The preferred option identified by ' = Déﬁ:;:;" ﬁ

the study is using light rail vehicles - w--mn-n- A :

similar to the NJ TRANSIT’s River i M

Line. The DRPA is beginning an LI Y A AL

Environmental Impact Statement . o ;. @ o

for the preferred alternative. - L L E""»-i‘-'-"aim-r--u— :

The majority of the alignment - Whanc, ot }.'.._.

would utilize an existing Conrail
freight right-of-way.

. - N Pisbirgn T
Risk to New Jersey Wara i @ 4
— el r;;nmu-rmw-u Gm'%:\

e Diminishes development = Legena
of freight rail services L DVERE| it ves sent
access to key sites. i S - .

e Attraction and growth of : ' Weruags b
businesses are potentially - ™ LT "_q:*_i_,__‘__ — —2H
limited by passenger
operations.

e Loss of industrial job base may not be compensated by Transit Oriented Development
(TOD) alone.

Opportunities to Support Freight Rail Industry in New Jersey

e Can be used to facilitate clustering of industries in new Freight Village areas that can be
served by both freight and new passenger systems.

e Freight and passenger can both carry the cost while providing public and private
benefits to an area.
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Recommended Actions

While not viewed as a high priority issue, the specter of increased passenger service along lines
that also serve freight demand could significantly reduce or eliminate growth in freight rail
movements and in the industries it supports. A range of potential responses to this need were
identified in coordination with the AIAG. Based in part on input provided by the AIAG
participants, it is recommended that the following actions be initiated. (Priority actions are in
shaded boxes.)

Table A.53 Possible and Recommended Actions

Potential Solution Set Categories

. ... Develop /
Compliance Maintain Improve Expand tlEr e e
Investigate
options for
adding new
passenger
Negotiate a services without
standard significantly
Planned New framework for degrad.ing freight
Passenger c'ostlt?nd ?perat.‘lons,
Operations liability including, but not
sharing on limited to, the
shared service Miillville Branch
lines. from Glassboro,
to Camden, the
West Trenton Line
and the NYS&W
in Bergen County.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.54  Anticipated Outcome — Support for Plan Objectives

PLANNED NEW PASSENGER OPERATIONS

Objective Highly Moderately Not
Supportive  Supportive | Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections Y
to the national network

Enhance intermodal connectivity

Improve quality of life

Enhance connectivity between Class I,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

< |<| < |=<|=<

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

The additional investments required to maintain existing freight rail access and the potential for
future freight rail growth as passenger services are expanded must be determined on a case-by-
case basis. The freight service improvements to the NYS&W that were outlined above are an
example of the types of measures that can be implemented to allow passenger and freight
service to effectively share a single rail corridor. Funding needs and the potential sources for
funding must also be determined on a case-by-case basis.
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B. COMMUNITY EDUCATION

While maintaining a flexible and efficient freight rail system is
vital to the economic health of state as a whole, freight rail
infrastructure rehabilitation and expansion projects can be,

and often are, derailed by misperceptions held by the public OPERATION
and local elected officials. Freight rail operations are LIFESAVER®
somewhat protected by the federal Surface Transportation Look, Listen & Live

Board as being in the national interest. However, in New
Jersey, state funding for local improvements, particularly to

infrastructure links owned and operated by short line

railroads, can be blocked by a lack of municipal support.

This can inhibit use of the New Jersey Freight Rail Assistance Program for funds to reactivate,
rehabilitate or improve local routes and secondary lines. While a request for funding under the
New Jersey Freight Rail Assistance Program may have tremendous merit in terms of its support
for economic growth, the program requires the support of the host community within which
the improvement is to be made prior to the awarding of a grant. Often the successful
advancement of a rail infrastructure project is the result of through discussions and
negotiations among public agencies, private freight companies, and the affected communities.

ey (et ey e
i i b |
)

mdvrpe

Communication is one of the keys to success. Key issues routinely
expressed by communities relative to freight operations and facilities
include:

e Communication;

e Traffic flow and congestion;
e Safety and security;

e Economic development;

e Air quality;

e Noise and vibrations, and

e Land use and values.

A common understanding of the issues, educating and building
awareness, working together and organizing to craft solutions, and
continuously checking to see if the solutions remain effective helps ensure
that freight transportation facilities and operations can be integrated with
community needs and goals.

Educating affected communities and their elected officials holds the potential to minimize the
impediments to maintaining a strong freight rail system by eliminating misperceptions and
allowing decisions to be made based upon a clear and factual understanding of the issues,
options and associated benefits.
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With the exception of programs like Operation Lifesaver, community education activities have
historically been undertaken in a reactive fashion in response to objections voiced by the
general public or public officials in response to improvement plans. Development and
implementation of a community outreach and education component for each freight rail
infrastructure improvement initiative would foster understanding and facilitate the
advancement of an improvement that meets the needs of the freight industry in a manner that
is sensitive to the needs of the host communities.

Risk to New Jersey

e Freightis often viewed by local communities as an “outsider” adversely impacting their
safety and quality of life while offering no benefits.
e NIMBY syndrome drives away opportunities for economic development and tax relief.

Opportunities to Support Freight Rail Industry in New Jersey

e Integration of rail freight into community at large through public education programs.
e Operation Lifesaver can be expanded to educate communities that freight can be a good
neighbor.

Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)

Table A.55 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
D
AT Develop
program to Expand additional
educate current FRA
. .\ outreach
Community communities | programs
. programs as
Education and such as .
. required to
demonstrate | Operation
. promote a good
the value of Lifesaver neizhbor polic
freight rail. & policy.
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Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.

Table A.56  Anticipated Outcome — Support for Plan Objectives

COMMUNITY EDUCATION

Objective Highly Moderately Not :
. . . Detrimental
Supportive Supportive | Applicable
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way
Protect critical corridors and connections Y
to the national network
Enhance intermodal connectivity Y
Improve quality of life Y

Enhance connectivity between Class I,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy

Reduce congestion and enhance
operational efficiency

< [<| < |<| =<

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

A dedicated and recurring funding source should be created to allow state involvement in the
community education process.
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C. NOISE

Noise is a form of pollution that can negatively
affect quality of life. Sound levels associated with
the movement of rail cars are one of the most
common concerns raised by communities. Noise is
generated not only by the physical operation of a
train along a track, but also by train whistles and
stationary warning devices such as electronic bells
or claxons installed to provide safety at grade
crossings of public streets and pedestrian
pathways. While whistles warn that a train is
approaching, providing a measure of safety, the
loud whistles reduce the resident’s quality of life,
as they interrupt sleep, conversations, and more.

Intensification of development, both in urban and rural environments, can bring the population
into closer contact with existing freight rail facilities and currently inactive corridors that may be
reactivated in the future, creating new conflicts. New residential development is often less
tolerant of train traffic and noise than older, established corridors where residential land uses
and active rail service have coexisted for extended periods of time.

Solutions to mitigate train noise at grade crossings may include such actions as closing of the
grade crossing and the re-routing of rail freight where alternative routes are available;
separating at-grade crossings; creating quiet zones, or modifying train whistles at grade
crossings by installing wayside horns. Mitigation of train noise resulting from the running of
trains along a corridor may include actions such as installing continuous welded rail or the
construction of landscape berms or sound walls. Requirements for sounds walls, berms, and
buffer zones can be mandated as part of zoning ordinances or constructed as part of an
agreement between a freight facility and the surrounding community.

Risk to New Jersey

e Railroad noise adversely affects the quality of life for residents and occupants of other
sensitive land uses.

e Inspires an aversion to increased rail activity in host communities resulting in
obstruction of improvements or the implementation of undesirable legislation and
regulation.

Opportunities to Support Freight Rail Industry in New Jersey

e Coordination of new or expanded freight rail infrastructure and operation with the
municipalities enhances the perception of railroads as the good neighbor.
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e Work with communities on reduction and mitigation of noise impacts.

It is recommended that the installation of, or conversion to, continuously welded rail as part of
current planned or future improvements be made a requirement for any rail project that
utilizes state public funding. These costs would be borne by the rail owner and would only
require public funding only if they are included in a New Jersey Freight Rail Assistance Program
grant application.

Creation of quiet zones is typically initiated at the request of a host community, with the cost of
installation and maintenance borne by the municipality. A dedicated and recurring funding
source should be created to help municipalities fund quiet zones or other noise abatement
measures.

Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)

Table A.57 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Continue spot
improvements | Upgrade to Encourage
. Expand use of | . .
to address continuously coﬁ e f incorporation of
Ensure identified welded rail on welded m”y a rail planning
locomotives | areas of selective lines. ’ component in
are concern. county and local
Noise compliant land use plans to
\EQT cu(;r;:; Develop Reduce train Expand use of p re.sr;rve m',;
an. prioritized plan | idling in noise fi rel? ety o.rs
regulations. for selected reduction while addressing
improvements. | locations. including qual ity of life
quiet zones. ISSUES.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
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actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.

Table A.58 Anticipated Outcome — Support for Plan Objectives

NOISE
Objective ;
nghIY Moderat.ely N'ot Detrimental
Supportive  Supportive | Applicable
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections
to the national network

Enhance intermodal connectivity

Improve quality of life Y

Enhance connectivity between Class I,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy

Reduce congestion and enhance
operational efficiency

< |<| < |<| =<

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

A dedicated and recurring funding source should be created to help municipalities fund quiet
zones or other noise abatement measures.
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D. EMISSIONS

Of all the major modes used to transport freight, railroads have been shown to be the least
impactful on the environment in terms or emissions that are harmful to air quality. With the
exception of particulate matter, railroads emit lower levels of pollutants such as nitrogen
oxides, volatile organic compounds (VOCs), carbon monoxide and carbon dioxide per ton-mile
of freight transported.

Table A.59  Railroad Emissions per Ton-Mile
AL Oxides of VoIatll.e Particulate Carbon Carbon
A Nitrogen Organic Matter Monoxide Dioxide
Desirable) 8 Compounds
1 Rail Rail Air Rail Rail
2 Water Water Rail Water Water
3 Truck Air Water Air Truck
4 Air Truck Truck Truck Air

Source: Envirotrans

Emission standards for locomotives in service in the United States have been adopted by the
EPA in two regulatory actions and apply to newly manufactured and remanufactured
locomotives.

Tier 0-2 standards: The first emission regulation for railroad locomotives was in December 1997
[63 FR 18997-19084, 16 Apr 1998]. Made effective in the year 2000, these regulations apply to
locomotives originally manufactured after 1973, and consist of engine design standards without
the use of exhaust treatment technologies.

Tier 3-4 standards: A regulation signed on 14 March 2008 introduced more stringent emission
requirements [73 FR 88 25098-25352, 6 May 2008]. Tier 3 standards include additional engine
design standards and become effective in 2011. Tier 4 standards require implementation of
exhaust treatment technologies and become effective in 2015.

In spite of these lower ton-mile emission rates, railroads emissions are a concern at locations
where activity is concentrated, such as rail yards and sidings where locomotives idle for periods
of time. While railroad emissions are governed by the EPA, additional measures can be taken to
further reduce railroad emission levels. Measures such as localized improvements to the rail
network to eliminate or minimize conflicts between movements that result is idling along
passing sidings and other areas, and maintaining higher operating speeds will serve to
minimize harmful emissions, improve air quality and enhance overall quality of life.
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Risk to New Jersey

e Emissions from railroads at point locations (yards and idling areas) are local community
concerns.

e Inspires undesirable legislation, regulations and a public aversion to expanding the rail
network and operations.

Opportunities to Support Freight Rail Industry in New Jersey

e Preservation of industrial zones that now can be made green by using lower emission
rail service.

e Development of a program for purchase of low emission locomotives in critical non-
attainment areas.

Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)

Table A.60 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance \ET &1 Improve Expand Implement
(New)
Provide
.. Expand
opportunities
e program of
N to utilize , .
Ensure Maintain .. purchasing of | Monitor new
. additional low . . “ ”
locomotives | current fleet .. low emission green
. ) emission i )
.. used in yard | of locomotives . . | locomotives locomotives
Emissions — locomotives in .
. and local for for yard undergoing
Tier lland llI . . port and yard M .
service meet | compliance areas switching and | testing for
EPA with EPA ) local service possible road
standards. regulations in high non- service.
Implement attainment
idle reduction
, areas.
strategies

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.61  Anticipated Outcome — Support for Plan Objectives

EMISSIONS

Objective Highly Moderately Not
Supportive Supportive  Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections
to the national network

<

Enhance intermodal connectivity

Improve quality of life Y

Enhance connectivity between Class |,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

<| < |=<| =<

Maintain or expand system redundancy

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

The cost of technological improvements for new and remanufactured equipment is traditionally
borne by the operating railroads. Regulations put in place by agencies such as the Port
Authority of New York & New Jersey encourage and require the railroads to invest in cleaner
locomotives as a condition of operating within the port. Reduced emissions from these
locomotives benefit not only the port district but all of the areas within which this equipment is
operated. The need to subsidize the cost of these equipment enhancements by the state is not
envisioned. However, localized network improvements that support higher operating speeds
and reduced idling may be the subject of funding participation requests through the New Jersey
Freight Rail Assistance Program.
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E. TEMPORAL SEPARATION

Temporal separation is defined as operating conventional freight/commuter and transit rail
equipment at distinct periods of the day and establishing procedures to ensure strict
observation of defined operating windows. Typically, passenger service uses the line during the
day when commuter and other passenger demand is greatest, with freight service relegated to
overnight or extended off-peak periods when passenger service is not running. While this is an
effective way to maintain system safety, it limits the flexibility and potential volume of freight
that can be handled on the line.

In general, the FRA does not encourage or support the shared use of freight and passenger
service, particularly light rail. However, the FRA has expressed a greater willingness to waive
many of its rules and allow temporal separation if the petitioner can demonstrate that its
system safety program and state safety oversight program address relevant safety issues.
Granting of waivers relies upon alternate safety programs (e.g. Federal Transit Administration’s
state oversight program) being in place. FRA policy allows each transit system to be treated
individually, with relief granted from 49 CFR Regulations as applicable.

Figure A.9 NJ TRANSIT River Line Shares Track/Corridor with Conrail
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Risk to New Jersey

e Constrains capacity of major and secondary freight lines.
e Growth of freights’ shared use with FRA non-compliant passenger (i.e. light rail)
equipment constrains capacity of freights to handle more traffic.

Opportunities to Support Freight Rail Industry in New Jersey

e Need to develop different operating and service pattern to preserve competitiveness of
rail service on temporal separated lines.

e Cluster industries in freight village areas that can be served by both freight and
passenger systems (e.g. Whitehall Development in Burlington County).

Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)

Table A.62

Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Assess
demand for
- jfrelght Add tracks or
service on .
) ) implement
. lines with ,
Comply with operational
. temporal
shared right- separation Assess changes to
Temporal of-ways and P ’ opportunities | accommodate | Work with
Separation of | temporal ; to expand freight federal agencies
. . Review . )
Freight and separation temporal both freight demand to modify and/or
Passenger rules and P . and passenger | increases on seek exemptions
. . separation . .
Trains regulations . service on lines where as needed.
currently in .
as per FTA . current lines. temporal
operation and i
and FRA. . separation
its effect on .
. constrains
freight
. trade.
capacity and
use of the
line.
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Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.

Table A.63  Anticipated Outcome — Support for Plan Objectives

TEMPORAL SEPARATION
Objective Hi
|ghIY Moderat_ely N.ot Detrimental

Supportive Supportive  Applicable
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way
Protect critical corridors and connections Y
to the national network
Enhance intermodal connectivity Y
Improve quality of life Y
Enhance connectivity between Class |, Y

regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs Y
and opportunities

Maintain or expand system redundancy

Reduce congestion and enhance
operational efficiency

Maintain or enhance economic
development opportunities

< | < |=<|=

Support retention, attraction and growth
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

The locations where temporal separation requirements constrain freight activity are expected
to evolve over time and freight and passenger demands increase and additional freight lines are
utilized for passenger service. As such, funding needs for implementing improvements to
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facilitate shared operations without the requirement for temporal separation cannot be
determined at this time. Analysis of new transit service along traditionally freight only lines
should include consideration of infrastructure expansion/improvement to allow mixed use
without temporal separation. Funding requirements will be identified based upon these
assessments.
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F. SHARED OPERATIONS

A significant portion of the freight rail system operates on corridors that are also utilized for
passenger rail service. Figures A.10-12 show shared operations by region. Shared operation
creates a number of challenges, including scheduling and dispatch, safety, and the need for
suitable switching and signal equipment. A significant potential increase in passenger rail
demand will add to these freight railroad capacity challenges.

Shared use of a rail line serves to maximize the value of infrastructure investment. However,
shared use often results in complex issues related to maintenance cost and liability. While the
shared use of rail corridors in New Jersey has generally been a positive experience, the ability to
add or expand freight or passenger service to shared lines cannot be automatically assumed. An
evaluation of individual corridors and routes must be conducted in consultation with all owners
and operators on the line to ensure everyone’s needs are met to the greatest extent possible,
and that the appropriate solutions are found to eliminate or minimize constraints.

Scheduling - While freight can generally be moved at any time, passenger service is tied to the
demands of the traveling public, with a majority of the demand being commuter-based during
the typical work day. As such, freight service on a passenger service owner line is generally
relegated to overnight and off-peak periods.

Costs - Much of the controversy surrounding rail sharing centers on determining a payment
that is considered fair compensation for the use of the infrastructure. However, adding
passenger service on freight lines dramatically increases the cost of new switches and signals
for additional customers.

Safety and Liability - When passenger and freight trains share tracks, there is always a risk of a
collision, derailment, or damage caused by a shifted load. Also, grade crossing safety becomes
more of a concern if rail traffic and train speeds are increased along a corridor with
implementation of commuter or high-speed rail passenger services.

Finding solutions to the capacity constraints faced by freight railroads in many dense urban
corridors, where public agencies often wish to add passenger service, will require a clear
understanding of the often conflicting goals and objectives of the public agency and the private
freight railroad. A freight railroad’s business is to earn profits by moving freight. A public transit
agency’s primary goal is to provide efficient, reliable passenger service to their customers.
These objectives are often at odds with one another when freight and passenger rail operators
share a right-of-way. Typically, the owner of the line will only allow others to utilize the line if:

e They are assured that the operations will remain safe.

e There is no negative impact on the ability of the owner to provide quality service in
advancement of their goals.

e There is not an expectation that the owner will be subsidizing the other’s operations.

e They will not assume excessive legal liability for the other’s use of their infrastructure.
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Service Type — Northern NJ

Figure A.10
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Service Type — Central NJ

Figure A.11
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Service Type — Southern NJ

Figure A.12
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Risk to New Jersey

e Capacity constraint and alternate routings and redundancy options limited.
e Limits economic development opportunities to certain freight only lines.

Opportunities to Support Freight Rail Industry in New Jersey

e Use of passenger lines presents opportunity to create capacity enhancement for freight
system and open new geographies for freight rail service.
e Maximizes investment in vast state passenger system.

Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)

Table A.64 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Assess demand
or rail freight .
iervice{)n znes Identify NJ
. TRANSIT lines )
shared with NJ that could handle Identify
TRANSIT and Establish L , new
, , additional freight .
Amtrak, including | schedule/ . corridors
N . - , . . traffic and serve
Maintain existing practices | pricing for where
. as alternate or
freight and costs expanded use both
) , redundant routes .
access associated with of shared . freight and
. , ; to alleviate
Shared where it operations, lines by ) passenger
. , , capacity problems .
Operations | currently maintenance, and | freight . services
. , in other parts of
exists on investment for operators, - could
shared freight including 4 ’ share
routes. operations. upgrades to operations
handle higher and/or
Determine train speeds. | Evaluate right-of-
public/private public/private way.
benefit of altering impacts of such
current contract changes in use of
structures. lines.
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Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.

Table A.65  Anticipated Outcome — Support for Plan Objectives

SHARED OPERATIONS
Objective .
nghIY Moderat'ely N.ot Detrimental
Supportive  Supportive  Applicable
Maintain state of good repair Y
Preserve out of service and at-risk rail rights of way Y
Protect critical corridors and connections to the national Y
network
Enhance intermodal connectivity Y
Improve quality of life Y
Enhance connectivity between Class I, regional and Y
short line railroads
Ensure adequate yard capacity Y
Maintain and expand funding programs and Y
opportunities
Maintain or expand system redundancy Y
Reduce congestion and enhance operational efficiency Y
Maintain or enhance economic development Y
opportunities
Support retention, attraction and growth of rail-served Y
industries within New Jersey
Expand public education and support Y

Investment Need and Potential Funding Resources

The location and nature of shared operations is expected to evolve over time. As such, funding
needs for implementing improvements to facilitate shared operations cannot be determined at
this time. However, funding for NJDOT participation in, and support for, routine and regular
coordination between the freight and passenger operators is essential for the maintenance and
development of a rail infrastructure system that will serve the freight needs without adverse
impact to anticipated growth in passenger service.
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G. GRADE CROSSINGS

The NJDOT’s Railroad Engineering and Safety Unit is responsible for all
reviews and programs involving changes and improvements to public
rail crossings in New Jersey that are designed in compliance with
Federal Railroad Administration (FRA) guidelines. The guidelines
require that all grade crossings must be inspected with corrective
actions taken to address any identified deficiencies at least once every
four years. In addition to overseeing these regular inspections, the unit
conducts a diagnostic team review of:

e All changes to railroad at-grade crossings.

e All matters related to quiet zone crossing applications.
e Any local aid project within 1,000 feet of an at-grade crossing on the approach roadway.
e Any project that is within 200 feet and parallel to a railroad.

While the FRA regulations are related primarily to public safety, grade crossings also affect
quality of life issues. In 2008, the North Jersey Transportation Planning Authority (NJTPA)
completed the Freight Rail Grade Crossing Assessment Study. The study evaluated 65 at-grade
freight rail crossings in northern New Jersey along the following rail lines:

e Chemical Coast Secondary
e Port Reading Secondary

e Lehigh Line

e West Trenton Line

e River Line / National Docks

Building upon extensive field investigations at the grade crossings and within the area
surrounding the crossings where people live and work, the study created a toolbox that can be
used to:

o Identify and quantify safety, mobility and quality of life issues;

e Create a quantitative system for prioritizing issues;

o Develop a matrix of potential solutions that use proven and emerging technologies
based on the type and severity of identified issues;

o Identify potential funding sources to implement solutions, and

e Employ a weighted scoring system based on a range of performance measures to select
and rank rail crossing improvement projects.

The products of this study are applicable to any grade crossing at any location, regardless of the
type or intensity of operations on the rail or the roadway that is crossed. This assessment
framework could be applied to grade crossings in other regions of the state beyond the NJTPA
region.
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Figure A.13  NJ TRANSIT Train at Long Branch Grade Crossing

Risk to New Jersey

e As rail and roadway traffic increases, the potential exists for deterioration of roadway
operational levels of service and degradation of quality of life in the adjacent and
surrounding area.

e Conflict and accident potential without ongoing and advanced monitoring of crossings.

Opportunities to Support Freight Rail Industry in New Jersey

e Improve public safety through upgrade of crossings.

e Minimize the adverse effects of grade crossing operations on quality of life.

e Framework for a statewide crossing maintenance, improvement and elimination
program.

Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)
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Grade
Crossings

Table A.66

Compliance

Possible and Recommended Actions

Potential Solution Set Categories

Maintain

Maintain
existing
crossing
equipment.

Improve

Assess freight
rail grade
crossings on
additional
freight lines
beyond NJTPA
area.

Implement
quiet zones in
selected
locations.

Expand

Evaluate
grade
crossings
statewide
employing the
criteria
established by
NJTPA
assessment.

Develop /
Implement
(New)

Develop a
program for
long-term
maintenance,
improvement,
and elimination
of grade
crossings as
freight and
passenger traffic
expand in key
corridors.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.67 Anticipated Outcome — Support for Plan Objectives

GRADE CROSSINGS

Objective ;
nghIY Moderat.ely N'ot Detrimental
Supportive  Supportive | Applicable
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections
to the national network

Enhance intermodal connectivity

Improve quality of life Y

Enhance connectivity between Class I,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

<| < |=<| =<

Maintain or expand system redundancy

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic
development opportunities

<

Support retention, attraction and growth
of rail-served industries within New Jersey

Expand public education and support

Investment Need and Potential Funding Resources

Annual capital requirements will be dependent on the nature of the improvements identified
for implementation. The FRA’s Railroad Rehabilitation & Improvement Financing (RRIF)
Program provides direct loans and loan guarantees to acquire, improve, or rehabilitate
intermodal or rail equipment or facilities, including track, bridges, yards, buildings and shops.
This program may be a viable source for funding of improvements to at-grade crossings.
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H. HAULAGE RIGHTS

Interoperability — the ability to move freight cars over the rail network as if it were owned and
operated by only one railroad — is a fundamental objective for the rail industry if it is to
effectively compete in local as well as long-haul markets. The interoperability challenge is to
use the full extent of the freight network in a seamless manner, even though the train
operations may be controlled by several different rail carriers.

Figure A.13  Conrail’s Metuchen Yard
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While granting of trackage rights allowing one railroad to move cars across right-of-way owned
by another are common, giving haulage rights additional flexibility may prove highly beneficial
to the efficiency of local operations and support for local businesses that rely upon rail. A
recent example of this type of efficiency was the granting of rights by Conrail to the Raritan
Central Railroad to pick up their cars at the Metuchen Yard as opposed to awaiting Conrail
delivery of their cars to a switching point in Raritan Center. This arrangement saves Conrail
money while giving Raritan Central the ability to provide its customers a higher level of service.

As most freight rail lines are privately owned, the state has limited ability to influence to
negotiating and granting of haulage rights. In addition to considerations similar to those that
affect the shared use of a line for passenger and freight service - scheduling, cost, liability,
competition between freight railroads often introduces other factors that are unrelated to
operations, but are based on maintaining a competitive advantage.

Risk to New Jersey

e Loss of opportunity to compete in markets since independent carriers may not be able
to effectively reach off-line end points without haulage agreements.
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Opportunities to Support Freight Rail Industry in New Jersey

e Allows for carriers to put into effect agreements establishing efficient routing and/or
interlining without major restructuring.

Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)

Table A.68 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Explore
Develop a . P .
implementation
central Encourage the
system to use of to reach new
No STB 4 . markets and to
- track the haulage rights
application . . serve current
. negotiation of | through
Haulage required. ] . markets more
. . haulage rights | public .
Rights Negotiated , , effectively.
. and offer incentives as
railroad to . . Example: current
. public an alternative
railroad. i . CP/CSX haulage
incentives to to network
facilitate restructuring agreement
e between NYC
9 ’ and Montreal

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.69  Anticipated Outcome — Support for Plan Objectives

HAULAGE RIGHTS

Objective Highl M
. y oderat_ely N.Ot Detrimental
Supportive  Supportive | Applicable
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way
Protect critical corridors and connections Y
to the national network
Enhance intermodal connectivity Y
Improve quality of life Y
Enhance connectivity between Class I, Y

regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy

Reduce congestion and enhance
operational efficiency

Maintain or enhance economic
development opportunities

Support retention, attraction and growth
of rail-served industries within New Jersey

< | < |=<|=

Expand public education and support Y

Investment Need and Potential Funding Resources

Negotiation of haulage right agreements typically takes place between the private rail carriers,
and as such does not financially involve the State of New Jersey. However, given their
importance, the state may want to consider offering public incentives to facilitate agreements.
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I. TRACKAGE RIGHTS / PAPER BARRIERS

Rail is a vital gateway for domestic and international trade. It provides critical access to the
region’s seaports and rail-dependent industries. To be competitive, rail service must be
“seamless.” It must have access or linkage to trackage owed by other railroads so goods can
reach their intended destination without interruption.

Railroads must be able to move their shipments from one rail operator to the next cost
effectively and to successfully compete with trucking on an origin/destination basis. Because it
is first and foremost a business, rail freight transportation can serve the people of New Jersey
only if it continues to make a profit. This requires close cooperation between long-haul Class |
railroads and short line railroads that provide local connection services.

Interoperability — the ability to move freight cars over the rail network as if it were owned and
operated by only one railroad — is a fundamental objective for the rail industry. It can be
achieved only if freight can moved, even though the train operations may be controlled by
several different rail carriers at different points during the journey.

Risk to New Jersey

e System remains “balkanized.”

e Short haul and emerging markets will be stymied.

e Discourages new service agreements when too many carriers, agencies and institutions
are involved between origin and destination.

Opportunities to Support Freight Rail Industry in New Jersey

e Optimizes use of a segmented rail freight system.
e Case-by-case basis precedents abound whereby trackage rights agreements allow for
the development of new services.

Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)

Page A-127



New Jersey Statewide Freight Rail Strategic Plan

Table A.70 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve STCEND Implement
(New)
Review and
Inventory Facilitate
trackage , ,
. discussions
rights .
with
arrangements . .
. participants
Trackage on all lines to make
Rights/ Paper within the
. mutually

Barriers state, f
. . beneficial
B Y modifications
TRANSIT, . .

to existing

Class | agreements
railroads and | %9 ’
Amtrak.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.71  Anticipated Outcome — Support for Plan Objectives

TRACKAGE RIGHTS / PAPER BARRIERS

Objective Highly Moderately Not

Supportive  Supportive | Applicable 2l iluChlEl
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way
Protect critical corridors and connections Y
to the national network
Enhance intermodal connectivity Y
Improve quality of life Y
Enhance connectivity between Class I, Y

regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy

Reduce congestion and enhance
operational efficiency

Maintain or enhance economic
development opportunities

Support retention, attraction and growth
of rail-served industries within New Jersey

< | < |=<|=

Expand public education and support Y

Investment Need and Potential Funding Resources

Negotiation of trackage right agreements typically takes place between the individual rail line
owners, and as such does not financially involve the State of New Jersey.
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J. ENVIRONMENTAL JUSTICE

Executive Order #12898, Federal Actions to Address Environmental Justice in Minority
Populations and Low-Income Populations, signed on February 11, 1994 requires that federal
agencies, to the greatest extent allowed by law, administer and implement programs, policies
and activities that affect human health or the environment so as to identify and avoid
“disproportionately high and adverse” effects on minority and low-income populations.

The policy, known as “environmental justice,” seeks meaningful
involvement by the public (including soliciting input from
affected minority and low-income populations) to ensure that
their communities receive a proportionate distribution of
transportation investments. Many environmental justice
communities - those with disproportionately high minority
and/or low income populations - have freight rail operations
within or adjacent to them. Where federal dollars fund even a
small portion of an infrastructure improvement, the provisions of
Executive Order #12898 are fully applicable.

Infrastructure improvements that receive federal funds are subject to compliance with the
National Environmental Policy Act (NEPA). As such, these projects must address environmental
justice concerns and ensure that affected communities receive adequate information and
understand the impact of a proposed project, that that they are given an opportunity to have
their concerns heard and thoroughly considered during the project planning process. Projects
that do not rely on federal funding may not be subject to environmental justice standards that
are as stringent as those required by the federal government.

Risk to New Jersey

e Non-compliance with the letter and intent of Executive Order #12898 places projects in
jeopardy.
e Non-compliance negates “freight as a good neighbor” objectives.

Opportunities to Support Freight Rail Industry in New Jersey

e Integration of freight rail infrastructure needs into state, county, and local level master
planning supports consideration of, and compliance, with environmental justice
requirements.

e Create districts or set asides/rights-of-way for future rail freight activity buffered from
populated areas.
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Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)

Table A.72 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Projects and .
Require
programs to .
analysis of
conform must .
benefits to EJ
conform to .
‘. communities
environmental .
. L, (access to jobs,
Environmental | justice .
. . new job
Justice executive order ..
and opportunities,
, etc.) that may
regulations .
, result from rail
issue at both .
infrastructure
federal and .
improvements.
state level.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.73  Anticipated Outcome — Support for Plan Objectives

ENVIRONMENTAL JUSTICE

Objective Highly Moderately Not
Supportive  Supportive | Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail
rights of way

Protect critical corridors and connections
to the national network

<| < | =<

Enhance intermodal connectivity

Improve quality of life Y

Enhance connectivity between Class I,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy

Reduce congestion and enhance
operational efficiency

< |<| < |<| =<

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

As part of a community involvement requirement for freight rail infrastructure projects, a
dedicated and recurring funding source should be created to allow state involvement in the
community education process, inclusive of environmental justice considerations.
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K. ODORS

Odors emanating from diesel emissions, particularly those related to yard activity or idling of
trains along rail sidings, is a frequent concern of people who live, work or play in the area.
During normal railroad operations, locomotives sometimes must wait for freight cars to be
switched and/or picked up; another train to clear track on which the locomotive is to proceed,
or mechanical service. Historically, locomotives have been left idling while they are waiting.

In some cases, there are practical or safety reasons why locomotives need to be left idling.
Diesel engines can be difficult to start in extremely cold temperatures, especially larger diesel
engines such as those used in locomotives. Also, locomotive engines are typically designed to
use water without antifreeze because water is more efficient at cooling the engine. However,
the water can freeze in cold weather and crack the engine block. As a result, shutting
locomotives off in cold weather has been avoided as much as possible.

Locomotive engines may also need to idle in order to maintain critical functions such as air
pressure for the braking and starting systems and battery charge. Maintaining air pressure for
braking is especially important since it can directly affect safety. Finally, in some cases,
locomotives will idle to supply air-conditioning or heat to its crew and/or passengers in part to
comply with regulations and contractual requirements related to working conditions for the
crew.

Increased use of rail to transport municipal solid waste has created concerns related to odors
emanating from waste containers. As more municipal solid waste (MSW) is transported through
New Jersey by rail, this issue is expected to be raised more frequently by those opposed to the
movement of MSW through their municipalities.

The federal Environmental Protection Agency (EPA) has been working with the nation’s major
railroads to implement voluntary efforts to reduce idle emissions beyond the mandated
reductions. All of the Class | railroads operating in the United States have joined the EPA’s
SmartWay Transport Program. Each railroad has submitted action plans describing the steps
they are taking to significantly reduce carbon dioxide, NOx, and PM emissions, and to conserve
considerable amounts of diesel fuel. These action plans include efforts to reduce idling through
a variety of technologies and strategies, including automatic engine stop-start systems, auxiliary
power units or diesel-driven heating systems, electrical shorepower connections, and company
idle-shutdown policies.

Emission standards and other requirements began reducing idle emissions as early as 2000.
However, because it is common for locomotives to remain in service for as long as 50 years, the
number of new ultra-low emission locomotives in a railroad’s fleet is relatively small. As
locomotives reach the end of their serviceable lives and are replaced, emissions will be further
reduced. However, it is expected to take several years before these improvements become
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significantly effective as the fleet turns over from older locomotives to new less polluting
locomotives.

Risk to New Jersey

e Railroad odor adversely affects the quality of life for residents and occupants of other
sensitive land uses.

e Inspires an aversion to increased rail activity in host communities resulting in
obstruction of improvements or the implementation of undesirable legislation and
regulation.

Opportunities to Support Freight Rail Industry in New Jersey

e Work with railroads to implement odor control technologies in compliance with the
EPA’s voluntary programs.

Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)

Table A.74 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve Expand Implement
(New)
Work with
New
. . local and
regulations for | Continue to , Implement new
. . state agencies
municipal solid | address spot e FRA rules
Odor waste (MSW) improvements otential relative to MSW
and in identified P , and C&D
. problematic
construction areas of transfer
" areas for Lo
and demolition | concern. G facilities.
C&D facilities. ,
correction.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
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actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.

Table A.75  Anticipated Outcome — Support for Plan Objectives

ODOR

Objective ;
nghIY Moderat.ely N'ot Detrimental
Supportive  Supportive | Applicable

Maintain state of good repair Y

Preserve out of service and at-risk rail
rights of way

Protect critical corridors and connections
to the national network

<| < | =<

Enhance intermodal connectivity

Improve quality of life Y

Enhance connectivity between Class I,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy

Reduce congestion and enhance
operational efficiency

< |<| < |<| =<

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

Funding of odor control measures by the operating railroad should be made a condition of
permits and approvals for facility expansions that utilize public funding.
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L. HAZMAT STORAGE

The NJDOT administers the Placarded Rail Car  Figure A.14 Examples of Hazmat Placards
Safety Inspection Program through its Bureau

of Freight Services to promote the safe
transportation of hazardous materials by rail.
The program ensures that consignees, shippers,
container manufacturers, freight yards, freight
forwarders and freight carriers are aware of
and follow the federal Hazardous Materials
Regulations. For handling rail hazardous
material emergencies, the NJDOT’s emergency
response groups facilitate planning for
emergency actions. While it is vital to be
prepared to respond in the event of an
emergency, it is equally vital to take steps to
reduce or eliminate the potential for an
emergency in the first place.

Growth in petrochemical industries has resulted in a greater volume of hazardous materials
being moved across New Jersey rail lines. Chemicals/allied products currently rank second on
the list of the top commodities by weight transported by rail in New Jersey. By 2035, chemicals
are projected to become the number one commodity by weight (see Chapter 3, Section E.3).
Petroleum/coal products rank as the 7" largest commodity by volume, with volumes expected
to increase appreciably by 2035.

Extensive regulations are in place to ensure the safe transport of hazardous materials.
However, limited space within existing yards has created a shortage of space to store railcars
holding hazardous materials. These cars are often stored short term on sidings and along in-
service but unutilized spur tracks. These spurs often abut residential and other sensitive land
uses, creating a concern for public safety.

Risk to New Jersey

e Local concern regarding non-secured hazmat storage in rail yards and on sidings.
e Inspires undesirable legislation and regulation that could have a secondary effect of
impeding industrial growth.

Opportunities to Support Freight Rail Industry in New Jersey

e Increase state hazmat inspection program and provide for expanded and more secure
rail storage areas.
e Integrated approach to environmental issues with municipalities.
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Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)

Hazmat
Storage

Table A.76

Compliance

Continue to
provide
inspection of
hazmat rail
cars and
storage per
FRA
regulations.

Possible and Recommended Actions

Potential Solution Set Categories

Maintain

Current
facilities are
adequate and
should be
maintained at
current levels.

Improve

Upgrade
trackage and
improve
security in
areas used for
hazmat
storage.

Expand

Designate and
provide
additional
storage
facilities as
close to the
final user as
possible.

Develop /

Implement
(New)

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended

actions were then classified as highly supportive, moderately supportive,

detrimental. The following table summarizes the findings.

neutral or
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Table A.77  Anticipated Outcome — Support for Plan Objectives

HAZMAT STORAGE
Objective ;
nghIY Moderat_ely N.ot Detrimental
Supportive  Supportive | Applicable
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections
to the national network

Enhance intermodal connectivity

Improve quality of life Y

Enhance connectivity between Class I,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy

Reduce congestion and enhance
operational efficiency

Maintain or enhance economic
development opportunities

< | < |<| < [<| <

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

Annual cost for hazmat storage is typically borne by the railroads, with minimal financial
participation by the public sector. This is expected to continue into the future.
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M. PASSENGER PLATFORMS (COMMUTER AND LIGHT RAIL)

Numerous passenger station platforms within New
Jersey have been, or are being modified to comply with
the provisions of the federal Americans with =
Disabilities Act. These modifications often include
construction of high-level platforms. Depending upon
the station configuration and the number of tracks
passing through the station area, these modifications
pose a potential constraint to the movement of
oversize (wide) freight cargo on flatcars.

Shared use of a route by light rail and freight is virtually
non-existent in New Jersey. The River Line in South
Jersey is the major exception. However, potential plans
for extending light rail service utilizing lines currently
serving freight operations hold the potential to create
conflicts to the movement of wide freight loads on flat
cars. Consideration should be given in any light rail
service expansion project that utilizes a freight line to
the differing operational requirements of freight railcars.
Provisions should be made to accommodate both
services and preserve the potential for the movement of
oversize (wide) freight cargo on flatcars.

Risk to New Jersey

e State competing against itself. Upgrades to passenger service and infrastructure can
diminish rail freight options on vast network

Opportunities to Support Freight Rail Industry in New Jersey

e Need to work with NJ TRANSIT to keep certain routes clear for freight movement in
order to maintain development opportunities, by-pass capabilities, and redundancy.

Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)
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Table A.78  Possible and Recommended Actions
Potential Solution Set Categories
Develop /
Compliance Maintain Improve Expand Implement
(New)
Inventory and
maintain existing
Identify and
Passenger clearances. ('-:‘n .I 'y an Upgrade
prioritize .
Platforms routes where additional
on Where freight clearances Upgrade routes that
Commuter activity warrants clearances on | would provide
. i could/ should | . o .
and Light station platform . identified alternative
. be improved . . .
Rail - upgrades (to to priority freight routings
Constraint comply with ADA routes. should main
. , accommodate .
to Wide rules), provide freight lines become
Load Freight clearance for wider & . fouled.
operations.
loads (e.g. movable
platform edges).

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.79  Anticipated Outcome — Support for Plan Objectives

PASSENGER PLATFORMS (COMMUTER RAIL)

Objective Highly Moderately Not

Supportive  Supportive | Applicable et
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way
Protect critical corridors and connections Y
to the national network
Enhance intermodal connectivity Y
Improve quality of life Y
Enhance connectivity between Class I, Y

regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy Y

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

As this issue is recommended to be addressed as a component of passenger station planning in
the future, no specific funding is required at this time. However, passenger stations with
movable high level platforms that allow wide freight loads will likely require additional design
and construction costs, with actual costs identified on a case-by-case basis as locations are
identified and advanced.
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N. FREIGHT TRAIN SPEED RESTRICTIONS

Rail operating speed limits are regulated by the Federal Railroad Administration. Like speed
limits on roadways, they are based on an array of geometric and configuration factors,
including track curvature; overall condition of the tracks; type of signalization in place; type and
condition of the train, and presence of at-grade crossings of roadways and pedestrian
pathways. Individual railroads have the ability to, and often do, establish their own operating
speed limits to address local conditions and better manage overall network operations. Lower

speeds can also allow the passage of heavier rail cars on sensitive structures.

Table A.82  FRA Operating Speed Limits

Track type Freight Train Passenger Train

Excepted® <10 mph (16 km/h) not allowed
Class 1 10 mph (16 km/h) 15 mph (24 km/h)
Class 2 25 mph (40 km/h) 30 mph (48 km/h)
Class 3 40 mph (64 km/h) 60 mph (97 km/h)
Class 4° 60 mph (97 km/h) 80 mph (129 km/h)
Class 5° 80 mph (129 km/h) 90 mph (145 km/h)
Class 6 110 mph (177 km/h) 110 mph (177 km/h)
Class 7* 125 mph (201 km/h) 125 mph (201 km/h)
Class 8° 160 mph (257 km/h) 160 mph (257 km/h)
Class 9° 200 mph (322 km/h) 200 mph (322 km/h)

1. Only freight trains are allowed to operate on “Excepted” track, and they may only run at speeds up to 10 mph (16 km/h).
Also, no more than five cars loaded with hazardous material may be operated within any consist. Passenger trains (in
revenue service) of any type are prohibited.

2. Most mainline track, especially that owned by major railroads is Class 4 track.

3. Class 5 track allow speeds exceeding 60 mph. On parts of the BNSF Railway Chicago-Los Angeles mainline, the old Santa Fe
main, ATS equipped passenger trains, such as Amtrak's Southwest Chief, can operate at up to 90 mph (145 km/h). This is
gradually being reduced as the train stop system is retired, but freight trains over 60 mph still require Class 5 track.

4. Some of Amtrak's Northeast Corridor has Class 7 trackage.

5. Portions of the Northeast Corridor are the only Class 8 trackage in North America, allowing for 135 mph (217 km/h) and
150 mph (241 km/h) operations.

6. Thereis currently no Class 9 high-speed rail in the United States.

Federal regulations limit train speed based upon the type of signalization in place. Along dark
corridors where block signaling is employed, freight trains are limited to a maximum speed of
49 mph. Trains without an automatic cab signal, automatic train stop or automatic train control
system may not exceed 79 mph under any circumstance.

These regulations have been promulgated and revised since 1947 in response to major train
collisions. Subsequent to a 2008 head-on collision of a Union Pacific freight train and a
Metrolink commuter train near Las Angeles, California on a curved section of single track,
regulations were revised to require implementation of positive train control (PTC) nationwide
by the year 2015. While the main objective of PTC is increased safety and prevention of
collisions, PTC may also result in increased railroad capacity and higher operating speeds on
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certain lines. Increased operating speeds will serve to reduce gate closure durations at grade
crossings with public roadways and potentially help reduce locomotive emissions.

Risk to New Jersey

e Speed restrictions increase running time and total transportation costs.
e Slower speeds increase the duration of gate closures at grade crossings, increasing
roadway delays.

Opportunities to Support Freight Rail Industry in New Jersey

e Increased speeds could marginally increase total capacity on shared lines.

e Increased speeds could improve freight service levels on shared lines and reduce overall
shipping costs.

e Increased speeds could assist in reducing overall emissions.

Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)

Table A.83 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance WETIIET] Improve Expand Implement
(New)
Mak
Work with NJ rea u?si te
TRANSIT to red
. investments
s examine the
Work within . to open up
benefits, costs .
. . current . system for Revise in
Freight Train . and operational | L
freight speed | . increased coordination
Speed ., . impacts of ;
Restrictions limits set by removina rail track speed by | with NJ
the FRA and | "0 9 rail freight TRANSIT.
NJ TRANSIT. g .. . carriersin
restrictions In
shared
current shared .
. operations
operations areas.
area.
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Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.

Table A.84  Anticipated Outcome — Support for Plan Objectives

FREIGHT TRAIN SPEED RESTRICTIONS

Objective Highly Moderately Not

Detri |
Supportive  Supportive | Applicable etrimenta
Maintain state of good repair Y
Preserve out of service and at-risk rail Y
rights of way

Protect critical corridors and connections
to the national network

Enhance intermodal connectivity

Improve quality of life Y

Enhance connectivity between Class |,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

<| < |=<| =<

Maintain or expand system redundancy

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

Annual capital requirements will be dependent upon the nature of the improvements identified
for implementation. The FRA’s Railroad Rehabilitation & Improvement Financing (RRIF)
Program provides direct loans and loan guarantees to acquire, improve or rehabilitate
intermodal facilities, rail equipment or rail-served facilities, including track; bridges; yards;
buildings, and shops. This program may be a viable source for funding of improvements to at-
grade crossings.
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O. POSITIVE TRAIN CONTROL (PTC)

The federal Rail Safety Improvement Act of 2008 (RSIA) mandates the installation of positive
train control (PTC) systems on all active rail lines by the end of 2015. PTC technology is intended
to automate control of train operations and minimize the potential for human error in the
prevention of train-to-train collisions, derailment due to excessive speed, trains traveling
through switches left in an incorrect position, and injuries to persons (most notably authorized
maintenance personnel) that could result from the unauthorized incursion by a train.

PTC systems vary widely in complexity and sophistication based on their level of automation
and functionality, system architecture; the wayside system upon which they are based (i.e.,
non-signaled, block signal, cab signal, etc.), and the degree of train control they are capable of

assuming.

Generic Structure of a PTC System

CBTC Office Server

Mowamam Autfosiny Rejesis

'i:ll-ln- Biakus &

Loatlen Repors )
Autherile \ ‘ Fiaia Sistus

Dispatching System L Hestrictions LiocaBon gLy

Comm umcntlons

Aurharitae
& Restriciong

The railroad industry is currently pursuing installation and integration of PTC systems as
required by the RSIA and are adapting their individual PTC systems to maximize
interoperability. National Class | railroads including the BNSF Railway Company (BNSF), Union
Pacific Railroad (UP), Norfolk Southern Railway (NS), and CSX Transportation (CSXT) are
advancing PTC system interoperability efforts for technologies based on the Electronic Train
Management System (ETMS) for rail traffic outside of the Northeast Corridor (NEC). The
National Passenger Rail Corporation (Amtrak) is undertaking similar action for rail traffic in the
NEC using the Advanced Civil Speed Enforcement System (ACSES).
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The Federal Railroad Administration (FRA) is supporting all rail carriers that are statutorily
required to install PTC, as well as those doing so voluntarily, through a combination of
regulatory reform; project safety oversight; technology development, and financial assistance.
The FRA is working to develop a new performance-based regulation to address the statutory
requirements of the RSIA and to better support railroads that must install PTC systems. This
new regulation is being crafted to ensure system safety and reduce administrative overhead.

Risk to New Jersey

e High implementation costs and unfavorable benefit/cost ratio.

e Places significant financial burden on railroads, particularly short lines, to equip
locomotives and maintain additional infrastructure.

e Installation of PTC on freight lines may constrain their ability to handle current traffic
volumes or future growth.

e Lack of consistent system architecture across railroad networks and owners could inhibit
the movement of some equipment on some lines.

e Currently, there is only one vendor manufacturing equipment.

Opportunities to Support Freight Rail Industry in New Jersey

e Potential to reduce incidents and improve safety by reducing human factors in train
control.

e Improves passenger and freight integration on shared lines, and potentially expands
freight operating windows.

e [f PTC permits faster freight train operating speeds, freight run times may improve,
thereby improving capacity and service levels.

e With reduced run times, railroads may realize reduced crew and operating costs.

Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)
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Positive
Train
Control

Table A.85

Compliance

Individual rail
owners remain
responsible for

implementation.

Seek
postponement
of federally
mandated 2015
Implementation
date.

Monitor
developments
on the federal
level.

Possible and Recommended Actions

Potential Solution Set Categories

Maintain

Develop and
initiate
program for
sharing of
costs
associated
with
implementati
on of PTC.

Improve

Encourage
consensus on
system
architecture and
interoperability
for
implementation
across all NJ rail
systems.

Provide matching
state funds for
implementation
of PTC on short
lines.

Expand

Assess need
for statewide
funding under
the FRA’s
Railroad
Rehabilitation
and
Improvement
Financing
(RRIF)
Program.

Develop /

Implement
(New)

Ensure system
interoperability
for routes
utilizing
multiple
systems
through
multiple
jurisdictions
process.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended

actions were then classified as highly supportive, moderately supportive,

detrimental. The following table summarizes the findings.

neutral or
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Table A.86  Anticipated Outcome — Support for Plan Objectives

POSITIVE TRAIN CONTROL (PTC)

Objective Highly Moderately Not
Supportive  Supportive | Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail
rights of way

Protect critical corridors and connections
to the national network

<| < | =<

Enhance intermodal connectivity

Improve quality of life Y

Enhance connectivity between Class I,
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

<| < |=<| =<

Maintain or expand system redundancy

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic
development opportunities

<

Support retention, attraction and growth
of rail-served industries within New Jersey

Expand public education and support

Investment Need and Potential Funding Resources

Based upon a July 2009 FRA economic analysis of PTC systems, initial installation costs could
reach $5.75 billion nationwide, with annual maintenance costs of approximately $860 million.
The value of annual railroad accident prevention benefits is projected to be approximately $90
million annually. This assessment does not consider any potential business benefits that would
accrue beyond accident prevention.

According to a 2004 FRA study, railroads could gain between $675 million and $1.318 billion per
year in business benefits through use of PTC. The study contends that if railroads are voluntarily
adopting PTC, then they must believe that benefits are likely to be at least as great as those
projected in the study. The study further states that the opportunity for such business benefits
will not occur for several years, but that when those opportunities do present themselves,
railroads will take advantage of them.
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However, the railroad industry submitted a study to FRA regulators that maintains the high cost
of installing federally mandated crash-avoidance systems will far outweigh any benefits. The
study, commissioned by the Association of American Railroads, asserts that the value of
business and safety benefits will total $853 million over 20 years, compared with the
government’s own estimate of $9.55 billion.

PTC systems are eligible for funding under the Railroad Rehabilitation and Improvement
Financing Program. Yet no railroad has approached the FRA for funding of PTC projects using
this program. PL110-432 also authorized the use of railroad safety technology grants to support
PTC projects at $50 million per year from 2009 to 2013. However the funds have not been
appropriated and the program is not currently accepting applications.
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P. High-Speed Rail

High-speed rail in the United States currently
consists of one high-speed rail service. Amtrak's
Acela Express runs on the Northeast Corridor (NEC)
from Boston to Washington, D.C. Unlike other
systems around the world, the Acela shares its
tracks with conventional rail, and is thereby limited
to an average speed of 68 mph over the route with
brief segments permitting speeds of up to 150
mph.

Amtrak is pursuing a plan to replace overhead wires, signals and electric power distribution
between New Brunswick and New York to accommodate high-speed trains on the Northeast
Corridor. A $151 billion system-wide improvement plan unveiled by Amtrak in 2012 proposes
running trains along the NEC in New Jersey at speeds approaching 220 miles per hour by 2040,
thereby reducing the travel time between New York and Philadelphia to 37 minutes.

A federal allocation of $8 billion for high-speed rail projects as a part of the 2009 stimulus
package prompted federal and state planners to consider high-speed rail in 10 other major rail
corridors. America's first dedicated high-speed rail infrastructure is likely to be built in
California, between Anaheim and San Francisco via Los Angeles and San Jose. Construction was
scheduled to begin in 2012 in the Central Valley.

Phase | of the national vision for high speed rail continues to utilize the Northeast Corridor with
the potential for upgrades on the route to allow speeds of up to 200 mph. Depending on the
configuration of the corridor after the upgrades, the ability to move freight on the Northeast
Corridor may be in jeopardy.

Risk to New Jersey

e Loss of capacity for freight movement on Northeast Corridor.
e Loss of industries that rely on rail access via the Northeast Corridor.

Opportunities to Support Freight Rail Industry in New Jersey

e Developing alternate routes into and within the state may open up new corridors for
freight development.

e Addition of a freight only track within the Northeast Corridor right-of-way as part of
high-speed rail implementation serves to preserve and enhance freight rail service that
relies on the corridor.
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Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)

Table A.87 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance WETTET)] Improve Expand Implement
(New)
Investigate
e
ability to . P &
. high-speed
implement freight rail as
, through ROW 8
Monitor . a component
reservation/ .
development . of high-speed
. preservation. .
of national passenger rail
, , . Implement new
high speed rail planning. . .
. higher and high
High-Speed network for . .
. . . .. Investigate speed corridors
Rail implications . .
potential for as need is
and i ) Develop . .
I integrating identified.
opportunities X alternate
freight-only .
for New freight route
Jersey L CU) minimizin
’ the Northeast &
Corridor to use of
IR Northeast
. , Corrid
freight rail orndor
potential.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.88  Anticipated Outcome — Support for Plan Objectives

HIGH SPEED RAIL

Objective Highly Moderately Not
Supportive  Supportive | Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail
rights of way

Protect critical corridors and connections
to the national network

Enhance intermodal connectivity

<|<| < | =<

Improve quality of life

Enhance connectivity between Class I, Y
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

As part of the 2009 federal stimulus package, $8 billion was allocated for the planning, design
and implementation of high-speed rail projects throughout the United States. While intended
to support high-speed passenger rail service, the potential exists to utilize this funding source to
advance improvements to freight rail infrastructure that would eliminate the need to move
freight along the Northeast Corridor, freeing up capacity for passenger service. The actual
funding amount needed will be determined as individual projects advance through planning
and into preliminary design.
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Q. ADOPTION OF A NATIONAL RAIL PLAN

Congress mandated the creation of a National Rail Plan (NRP) with the passage of the Passenger
Rail Investment and Improvement Act of 2008 (PRIIA). The Federal Railroad Administration, in
its Preliminary National Rail Plan submitted to Congress in October 2009, cites two reasons
why a National Rail Plan is needed:

e As the nation seeks to rebalance its transportation system, much attention has been
focused on rail.

e A National Rail Plan, developed in harmony with the states, can provide direction by
developing a common understanding and aligning goals.

Current Efforts Being Considered by Congress, Elements Of New
n States, and Others | Jersey’s rall

Currntly Lincler Darvniopmand
network (such as

Amtrak’s Northeast
Corridor, CSX’s
River Line, Norfolk
Southern’s Lehigh
Line and several NJ
TRANSIT commuter
lines) will be
important
corridors in the
NRP because they
host millions of
30 g . .« passengers and

sses imgress Dl grated Histes o be siuliod T
Wi st Fally desplaped W s | v S |
[

Zesnsw=l millions of  ton-
miles of freight every year. They are key to the nation’s growth in intermodal traffic by virtue of
providing access to the Port of New York & New Jersey.

Nogrml e i B s saien
e Begiom
= Fniiing Amirsk ) Man, Ciysmstivnal Speed 19 mph
— N
e | T8 J0) i

The NRP is important to the New Jersey freight rail community because PRIIA establishes a
significant role for states in channeling federal funding to rail freight and passenger projects
through a requirement that states seeking such funds have an approved. PRIIA directs the FRA
Administrator, among other tasks, “...to provide assistance to States in developing state rail
plans and to develop a long-range NRP consistent with approved State rail plans and the rail
needs of the nation’..” It is important that the goals of New Jersey’s Statewide Strategic
Freight Rail Plan and the New Jersey State Rail Plan are aligned with the rail goals of the U.S.
Department of Transportation.

° Passenger Rail Improvement and Investment Act (2008), Section 307(b)(i) as cited at page 1 of the
Preliminary National Rail Plan, October 2009.
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|II

The USDOT’s vision for “high performance freight rail” in the Preliminary National Rail Plan has
two overarching goals: (1) support the current freight rail market share and growth and (2)
develop strategies to attract 50 percent of all shipments 500 miles or greater to intermodal rail.

New Jersey must be cognizant of these and other USDOT’s strategic goals:

= |mprove safety;

= |ncrease economic competitiveness of the United States;

= Foster livable communities, and

= Promote sustainable transportation (environmental sustainability).

New Jersey’s freight rail planning process, and the analyses and reports that flow from it, also
can be an important basis of input to the National Rail Plan as the FRA has indicated that it

looks forward to receiving input from the states.

Risk to New Jersey

e Loss of competitive funding grants without a well-defined and unified approach to rail
freight/passenger planning in the state.
e lLack of a State Rail Plan that conforms to federal requirements.

Opportunities to Support Freight Rail Industry in New Jersey

e Development of public-private partnerships to implement projects that accomplish state
and federal strategic transportation goals.

e Opportunity to supplement state funding.

e Shared passenger and freight lines offer greater opportunity to attract additional federal
funding.

Recommended Actions

A range of potential responses to this need were identified in coordination with the AIAG.
Based in part on input provided by the AIAG participants, it is recommended that the following
actions be initiated. (Priority actions are in shaded boxes.)
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Table A.89 Possible and Recommended Actions

Potential Solution Set Categories

Develop /

Compliance Maintain Improve Expand Implement
(New)

Monitor
National Rail
Adoption of a Plan

National Rail development for

Plan implications and
opportunities
for New Jersey.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.90 Anticipated Outcome — Support for Plan Objectives

ADOPTION OF A NATIONAL RAIL PLAN

Objective Highly Moderately Not
Supportive  Supportive | Applicable

Detrimental

Maintain state of good repair Y

Preserve out of service and at-risk rail
rights of way

Protect critical corridors and connections
to the national network

Enhance intermodal connectivity

<|<| < | =<

Improve quality of life

Enhance connectivity between Class I, Y
regional and short line railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy

Reduce congestion and enhance Y
operational efficiency

Maintain or enhance economic Y
development opportunities

Support retention, attraction and growth Y
of rail-served industries within New Jersey

Expand public education and support Y

Investment Need and Potential Funding Resources

As the details of the National Rail Plan are not fully determined at this time, implications of the
plan and the associated investments that would be required to respond to or comply with, the
plan are not known at this time. Lobbying for the creating of a federal funding mechanism to
implement the action and potential mandates of the National Rail Plan should be undertaken.
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R. TREND TOWARDS 315K ROUTES

While 286K capacity has been the prevailing
standard since 1994, specific rail routes
within the United States have been
constructed to accommodate rail cars up to
315K. These upgrades typically involve rail
corridors that are carrying high volumes of
lower ton-value commodities such as coal. In
these circumstances, the marginal benefit of
carrying additional weight per rail car
multiplied by the long-range volume
anticipated to be serviced justified the
expense of increasing the weight limitations
along the route.

Based upon discussions with the AIAG, this condition is not prevalent in New Jersey.
Accordingly, the AIAG placed a low priority on upgrading to the 315K standard.

Risk to New Jersey

e Loss of critical traffic base commodities if national standard increases to 315K and
upgrading does not occur in anticipation of new car weights.

Opportunities to Support Freight Rail Industry in New Jersey

e State could be ahead of the curve if upgrades to 315K are incremental in cost and could
be accomplished concurrently with upgrades to 286K.

Recommended Action

The issue of 286K railcar capacity on short lines and terminal railroad segments was identified
to be of critical importance, with the need to further upgrade the network to 315K railcar
capacity deemed to be non-critical in the foreseeable future. However, a range of potential
actions were identified in coordination with the AIAG focusing on the desire to monitor
changing national and industry trends and effectuate upgrades where the incremental cost
warrants. Based in part on input provided by the AIAG participants, it is recommended that the
following actions be initiated. (Priority actions are in shaded boxes.)
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Table A.92 Possible and Recommended Actions

Potential Solution Set Categories

Develop /
Compliance Maintain Improve STCEND Implement
(New)
All future Build in future
Monitor rail renovations capacity above
industry to and upgrade 286K as
Trend determine if to include determined by
towards 315K trend to 315K 315K as incremental cost
routes can be identified in analysis and
identified and cost/benefit trend to
is sustainable. analysis of increased
specific routes | weights evolves.

Anticipated Outcome of Recommended Actions

Recommended actions were assessed to determine their level of support for each of the 13
established New Jersey Statewide Freight Rail Strategic Plan objectives. The recommended
actions were then classified as highly supportive, moderately supportive, neutral or
detrimental. The following table summarizes the findings.
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Table A.93  Anticipated Outcome — Support for Plan Objectives

TREND TOWARDS 315K ROUTES

Objective Highly Moderately Not
Supportive  Supportive | Applicable

Detrimental

<

Maintain state of good repair

Preserve out of service and at-risk rail
rights of way

Protect critical corridors and connections
to the national network

Enhance intermodal connectivity

Improve quality of life

Enhance connectivity between Class I,
regional and shortline railroads

Ensure adequate yard capacity

Maintain and expand funding programs
and opportunities

Maintain or expand system redundancy

Reduce congestion and enhance
operational efficiency

Maintain or enhance economic
development opportunities

Support retention, attraction and growth
of rail-served industries within New Jersey

<| < | < |<|<|[<|<|<|[=<|<|=<|=<

Expand public education and support

Investment Need and Potential Funding Resources

Based upon discussions with the AIAG, particularly the Class | railroads, there is no anticipated
need to upgrade the network to accommodate 315K railcars in the foreseeable future.
Accordingly, there are no immediate funding needs associated with this issue.
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APPENDIXB-  OTHER PLANNED IMPROVEMENT
MAPS
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