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Northeast Kingdom Railroad Assessment

Final Report

Introduction

The Northeastern Vermont Development Association (NVDA) engaged
R.L. Banks & Associates, Inc., (RLBA) to evaluate the railroads serving the
Northeast Kingdom of Vermont, which consists of Caledonia, Essex and Orleans
counties.  The evaluation is to include current physical conditions and traffic as
well as potential markets and physical improvements that may be necessary.

Figure One on the next page is a schematic map of Vermont’s railroads.
Railroads located in the Northeast Kingdom are:

• Northern Vermont Railroad (NVR)
• St. Lawrence and Atlantic Railroad (SLR)
• Lamoille Valley Railroad Company (LVRC)
• Twin State Railroad Company (TSRD)

LVRC is explicitly excluded from this study, as is the TSRD's track condition;
therefore this report will focus on the NVR and SLR.  The railroads within the
Northeast Kingdom are shown in Figure Two on the second following page.

Current Conditions

Track, Sidings and Transfer Yards

The Federal Railroad Administration (FRA) develops and enforces railroad safety
regulations for all railroads operating as part of the general nationwide system.
The FRA Track Safety Standards divide track into numerous classes based upon
various measurements and then prescribe the maximum speed for each class.
The track classes and associated maximum speeds that apply to track in the
Northeast Kingdom are Class 1 (10 mph maximum speed), Class 2 (25 mph
maximum speed) and Class 3 (40 mph maximum speed).
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Northern Vermont Railroad

The Northern Vermont Railroad in the Northeast Kingdom extends between the
Canadian border one mile north of North Troy and Wells River on the southern
border of Caledonia County, a distance of 78 miles.  This single-track railroad is
divided into the following two subdivisions in the Northeast Kingdom:

• Newport Subdivision, between the Canadian border at milepost 43.3
and Newport at milepost 58.3, a distance of 15 miles; and

• Lyndonville Subdivision, between Newport at milepost 0.0 and Wells
River at milepost 63.3, a distance of 63.3 miles.

The following is a description of the track conditions on the two subdivisions:

Newport Subdivision

The track on the Newport Subdivision is classified by the Northern Vermont
Railroad as Class 2 track with a maximum speed of 25 mph and is in generally
good condition.  The rail section is 100RE head free (100 pounds per yard,
American Railway Engineering Association standard section).  Head free rail
differs from standard rail is that the head has a "V" shape instead of the more
common rectangular shape.  This rail, while perfectly suitable for light tonnage
branch lines, is considered obsolete and has little value on the used rail market.

The rail was manufactured in the 1940's and is in generally good condition, with
some minor areas of wear and surface irregularities.  Some of the rail ends are
slightly battered.  The rail is bolted (as opposed to continuously welded rail) with
4-hole joint bars.  The bolts do not have lockwashers, which is very unusual, and
as a result many of the bolts are loose.  The track surface and alignment is
generally good.

The rail sits on 10", single-shoulder tie
plates and is attached with two spikes
per plate.  Information obtained from
the Northern Vermont Railroad
indicates that this section of track has
on average 150 defective ties per mile
or approximately 5 percent.  Field
investigation by RLBA found that the
defective rate is somewhat higher
(probably 10-15 percent) but still well
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within the FRA Track Safety Standards for Class 2 track.  A major tie and
resurfacing program was last performed on this track in 1984, but the line has
seen low levels of traffic since then.

Lyndonville Subdivision

The Lyndonville Subdivision extends
between Milepost 0.0 at Newport and
Milepost 63.3 at Wells River, where it
connects to the Bradford Subdivision
which is outside the Northeast
Kingdom.  The 63-mile Lyndonville
Subdivision is comprised of
essentially the same components as
the Newport Subdivision.  The
segment between Milepost 0 at
Newport and Milepost 20 near
Summit has better tie condition
(roughly 10-15 percent defective) than the segment between Milepost 20 and
Wells River, which has approximately 28 percent defective ties.  While this rate of
defective ties is still within FRA Class 2 standards, there are sections where the
tie conditions are worse than this average and 10 MPH slow orders are
necessary.

The yard in Newport contains four yard tracks with a total capacity of 220
standard 50-foot cars.  There are also shop and service tracks as well as a scale
track.  There are double-ended or "passing" sidings of various lengths at Orleans
(Milepost 9), Summit (Milepost 21), West Burke (Milepost 26) and Lyndonville
(Milepost 35).  Industrial sidings of various lengths exist at Orleans, West Burke,
Lyndonville and St. Johnsbury Center.

The yard in St. Johnsbury consists of
three through tracks each
approximately 2000 feet in length and
three stub-end tracks of various
lengths.  The total capacity of St.
Johnsbury Yard is approximately 125
standard 50-foot cars.  Connections
also exist at St. Johnsbury Yard to the
Twin State Railroad and the Lamoille
Valley Railroad, both of which are out
of service.  A small amount of lumber
transfer is presently being performed in St. Johnsbury yard.  There are no major
transfer facilities on the Northern Vermont Railroad.
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South of St. Johnsbury there is a siding at Bell, just north of East Ryegate, and
another at Wells River.  There are industrial tracks at East Ryegate and an out-
of-service connection to the New Hampshire and Vermont Railroad at Wells
River.

St. Lawrence and Atlantic Railroad

The St. Lawrence and Atlantic Railroad within the Northeast Kingdom extends
between the bridge over the Connecticut River near North Stratford, NH and the
Canadian border at Norton, VT, a distance of nearly 31 miles.  This former
Canadian National Railroad line is a segment of the St. Lawrence and Atlantic's
260-mile main line between Portland, ME and Sainte-Rosalie, PQ.

The rail section on this line is 100RA (100 lbs. per yard, American Railway
Association "A" section).  Although obsolete, this rail is still available as quality
used material, and the condition of
the rail is fair to good.  The rail is
bolted and shows some signs of end
batter and low joints as a result of
heavy traffic.  The joint bars are a
mixture of 4-hole and 6-hole design
and the rail is laid on a mixture of 8"
and 10" double shoulder tie plates.
The track speed for this line is 25
MPH, or FRA Class 2.  The tie
condition is well within the prescribed
regulations for this speed.  A rail and
tie replacement project was performed
on this segment in 2001.

The only siding or transfer yard of note
on this line within the Northeast
Kingdom is at Island Pond.  A small
switching yard located there serves a
large lumber transload facility where
lumber is unloaded from railcars and
delivered by truck to customers in the
area not located on the rail line.

Intermodal Freight Shipping
Intermodal movements are generally divided into two categories.  Trailer on
Flatcar (TOFC) or Container on Flatcar (COFC) is the traditional railroad
intermodal concept.  The other category could better be described as
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transmodal, where goods are transferred from one mode to another by
transloading.

Railroad intermodal service has evolved tremendously since it was first
introduced on a large scale basis in the 1960's.  Railroads originally embraced
the concept of the "circus ramp", where trailers
were loaded onto flatcars via a ramp similar to
the way that a typical circus would load and
unload its wagons.  Bridge plates spanned the
spaces between flatcars so that a trailer could
be backed from car to car, therefore loading
multiple cars at once.  Railroads established
these terminals throughout their systems in all
large and many medium-sized cities.

Railroads soon found that through the use of
straddle cranes and side loaders (or
"piggypackers"), they could greatly increase
the efficiency and throughput at their
intermodal terminals.  Investment in this type
of equipment, however, was feasible only in
the larger terminals that handled high volumes.
Rather than continue to operate the smaller, less efficient terminals in medium-
sized cities, railroads found it more cost efficient to reach out farther with truck
pickup and delivery (known as drayage) from their large, low cost terminals.  This
development was accelerated by the vastly improved interstate highway system
linking urban centers with surrounding smaller cities.  Reducing the number of
terminals had the added benefit of leading to the creation of dedicated intermodal
trains that ran only between intermodal terminals, bypassing the traditional freight
classification yards.

Intermodal service in New England has followed this pattern as well.  The 1970
edition of The Official Guide of the Railways lists six intermodal terminal locations
in Vermont and no less than 22 additional locations in the nearby states of New
Hampshire, Maine and Massachusetts.  Today there are two intermodal
terminals in Vermont and 10 terminals in the nearby states just mentioned.
Intermodal service in New England has been consolidated into fewer, larger
terminals as it has nationwide.

Northern Vermont Railroad

The NVR currently moves no TOFC/COFC intermodal shipments.  A small
transloading facility in St. Johnsbury sees some movement of wood logs.  An
energy products distributor in Orleans, a warehousing facility in St. Johnsbury
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and various feed and grain dealers on the NVR could be considered intermodal
facilities in that they transfer products from railcars to trucks for local distribution.

St. Lawrence and Atlantic

By contrast with the NVR, the SLR provides scheduled trailer and container on
flatcar (TOCF/COFC) service between its terminal in Auburn, ME and a
connection with the Canadian National (CN) in Sainte-Rosalie, near Montreal in
Quebec.  This connection links the SLR with all of Canada as well as Chicago,
where connections are made to the southern and western United States.  This
service has been very successful; the Vermont Statewide Freight Study
estimates that it currently moves 18,000 intermodal units (trailers and containers)
annually and expects this to increase to 30,000 annual units by 2003.  The
lumber transloading facility at Island Pond can also be considered an intermodal
facility because its purpose is to transfer freight between the rail and truck
modes.

Other Railroads

Although site-specific conditions may vary, the industry benchmark is that an
intermodal terminal can effectively serve a market radius of about 200 miles.
There are a number of major intermodal terminals surrounding the Northeast
Kingdom within this distance.  Table 1 lists a number of these terminals, the
railroads that serve them and their distance from St. Johnsbury.  These terminals
all provide direct rail intermodal service to and from Chicago and various other
western gateways.

Table 1
New England Intermodal Terminals

Location Railroad Distance
Montreal, PQ CN 148
Lachine (Montreal), PQ CP 152
Allston (Boston), MA CSX 172
Worcester, MA CSX 196
Albany, NY CP, NS, CSX 193
Boston, MA CSX 174
West Springfield, MA CSX 184

Source: Vermont Statewide Freight Study; RLBA.
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Connections to Other Railroads

Most shortline railroads were created when a Class 1 railroad sold a line and the
buyer created a new railroad to operate it.  As such, these lines are referred to as
"spin-offs", and they usually retain strong ties to their previous owners.  The
Class 1 railroads that sell these lines strive to keep as much of the long haul
traffic as they can, and indeed often sell these lines with either physical or
contractual restrictions on the new railroad that limit its ability to connect with any
other major carriers.

The Northern Vermont Railroad, as a CP spinoff, interchanges most of its traffic
with the CP in Quebec.  Its connection to the New England Central Railroad at
White River Junction is used sparingly, as will be explained later.  Its connections
to the Twin State and Lamoille Valley in St. Johnsbury are dormant.

The St. Lawrence and Atlantic, as a Canadian National spinoff, connects with
that Class 1 carrier in Sainte-Rosalie, PQ, and as such does the bulk of its freight
business with CN.  It connects with the Guilford Rail System at Danville Junction,
ME.  Its connection with CP is an indirect one via the Canadian American
Railroad.  The SLR also connects with the New Hampshire Central Railroad and
the New Hampshire and Vermont Railroad, two shortlines in New Hampshire.

Existing Freight Markets and Clients

With the growth of the Interstate Highway System and the resulting decrease in
rail traffic since the 1950s, many shippers lost direct rail access or chose not to
use it. Consequently, rail loading/unloading facilities have not been maintained
and substitution of rail for truck transportation is often precluded by a need, if this
is to be accomplished, to invest additional monies in rail system physical assets.
Private companies which could potentially ship or receive via rail, railroad
companies, or government agencies generally make such investments, often in
combination.  In many instances, one or the other of the shipper-receiver pair
may lack access to rail transportation or lack the facilities to load or unload rail
cars despite access to rail transportation itself.
RLBA's subcontractor, Resource Systems Group (RSG), undertook a market
survey of existing and potential rail customers in the Northeast Kingdom.  RSG
identified businesses close to existing rail lines that ship low value commodities
sizable distances, traditionally the most likely potential rail users. The survey
format is attached at Appendix A.
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The Survey Sample

The list of contacts from previous studies was the core of the sample for this
study, which included any business in the area which might ship sizable amounts
of traffic, as well as firms suggested by the Northeastern Vermont Development
Association (NVDA).  Additional surveys were generated through contacts with
the railroads and RLBA's physical inspection of the line.  Of 53 businesses on the
initial survey list, 25 completed the survey, 12 were wrong numbers or
unreturned calls, 10 were unable to complete the survey and 6 did not ship
anything. The summaries listed below are based on the responses of the 25
completed surveys, though not all respondents answered all questions. A
complete list of respondents and responses is contained at Appendix B.

FREIGHT TRENDS

The freight market consists of companies that ship freight, companies that
receive freight, and companies that both ship and receive freight.
Thirteen respondents stated they had increased their freight activity in the past
five years. Four companies each stated they shipped the same or less in the last
five years. One company has had a mixed increase. The remaining few have not
been in business for five years. Figure 2 illustrates these responses.

Figure 3
Traffic Trend Over The Last 5 Years

Source: RSG, Inc.

Eleven companies foresee continued increase in activity and seven think their
freight activity will remain stable over the next five years. Only two expected a
decrease. Figure 3 illustrates these responses.
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Figure 4
Traffic Trend Over The Next 5 Years

Source: RSG, Inc.

Shipping

Most of the products shipped are lumber or farm products. Lumber products
include paper, fencing, dried lumber, veneer, saw logs, pulpwood, wood chips,
raw lumber and furniture. Farm products include fertilizer, liquid feed, soy meal,
distillers grain, corn and wheat. Other products originated in the Northeast
Kingdom include various fuels, ball bearings, steel, and tools.
Of eighteen companies dealing in bulk commodities, fifteen use truck, two use
rail and one uses vans to ship their products.
The number of truckloads shipped per week ranges from a minimum of 2 to a
maximum of 300. Nine companies originate fewer than 20 truckloads per week;
five originate more than 20.
Eight companies move their freight to points as far away as the west coast and
one ships to Texas. The traffic of the remaining companies moves only within the
northeast, destined to points ranging from New Jersey and Pennsylvania to
Quebec and Maine.

Receiving

Most products received in the Northeast Kingdom are also farm and lumber
products. Other products terminated include steel, metal parts, building supplies,
and packaging material.
Six companies receive their goods via rail and twelve companies via truck.
Firms using rail receive a minimum of 2 and a maximum of 20 carloads per week.
Companies using truck receive a minimum of 5 truckloads per week and a
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maximum of 200 truckloads per week. All but two receive 20 or fewer truckloads
per week.
Six companies are the consignees of freight received from points outside the
Northeast. These companies receive from a variety of locations across the
country including Washington State, Nebraska, Iowa, Michigan, New Mexico,
Florida, Illinois, California, Tennessee and Georgia. Additional long distance
deliveries come from Mexico and Alberta, Canada.

RAIL USAGE

Twelve respondents currently have rail access; of these, eight use it. One of the
companies that currently do not have rail access does have a rail line on its
property at many points but has no sidings.
Thirteen respondents do not have rail access, only six of whom are within one
mile of a rail line. Five of the six would use rail if they did have access. Of these
five, three have minimal physical barriers to constructing access. Of the other
two, one has track down the road but has a river between the property and track,
and one is roughly one mile from the nearest rail but has materials delivered
directly to worksites.
To use rail successfully, respondents desire service ranging from eight to ten
times per year to twice daily. Six stated they would need service at least twice
weekly. However, only eight who responded to this question also indicated that
they would use rail if they had access. Out of these eight, two needed at least
daily service, three needed service a few times per week and three needed
weekly or biweekly service.
Seventeen respondents indicated they ship or receive exclusively with single-
mode service; only seven indicated some intermodal use. Six of the seven
indicated that they use intermodal transportation for 20 percent or less of their
shipping needs.

Railroad Trends in the Northeast Kingdom

Northern Vermont Railroad

That portion of the present day Northern Vermont Railroad between Wells River
and Newport was originally owned by the Boston and Maine Railroad (B&M).  At
Newport, the B&M connected with the Canadian Pacific Railway (CP) which
operated the line from Newport through North Troy into Quebec, while the B&M
continued north on what is today called the Beebe spur into Quebec connecting
again with the CP at Sherbrooke.  The B&M sold its lines north of Wells River to
CP in 1925.
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For the CP, the line provided a southern outlet to various markets.  Its connection
with the B&M at Wells River provided service to Boston and Springfield thence
via other carriers to New York and points south.  Its connection with the Maine
Central at St. Johnsbury provided a direct link southeast to Portland.  The Boston
and Maine was acquired by Guilford in 1982 and the line between Wells River
and White River Junction declined in importance.  The State of Vermont
purchased this portion from Guilford in December 1999, but continued to lease it
to Guilford.

The Canadian Pacific in 1991 acquired the Delaware and Hudson Railway
Corporation (D&H) which gave it a route between Montreal and Albany,
Binghamton and Scranton and, by trackage rights, access to the New York and
Philadelphia markets as well as connections to the southern U.S. carriers.  CP no
longer needed the line south to Wells River and sold it to the Canadian American
Railroad company (CDAC) which began operations as the Northern Vermont
Railroad in 1996.  The CP interchanges traffic with the NVR at Montreal.

In order to provide a link to the south, NVR leased the 41 miles of track between
Wells River and White River Junction (known as the Connecticut River Line) from
the State of Vermont in October, 2000.  As a component of the Iron Roads
System of shortline railroads, NVR is affiliated with the Bangor & Aroostook
(BAR) as well as CDAC.  These affiliations, together with the CP interchange
point in Quebec have traditionally resulted in Northeast Kingdom traffic being
routed through Canada, even when originating in or destined to the southern
United States.  This circuity as well as the delays inherent in multiple border
crossings makes rail service non-competitive with trucks.  The purpose of the
lease of the Connecticut River Line (CRL lease) was to provide more direct
service between the Northeast Kingdom and markets to the south by connecting
with the New England Central at White River Junction.

In association with its sister railroads, service from Presque Isle, ME through
Quebec to the NVR was instituted upon execution of the CRL lease.  The base
traffic for this service was regular shipments of frozen french fries from Presque
Isle into Massachusetts, and it was hoped that the service would attract other
traffic as well.  Beset with financial problems throughout the entire Iron Roads
System, however, the NVR found that the new traffic did not materialize and it
could not justify the cost of this extra service based on the small amount of traffic
it moved.  The thrice-weekly service between Newport and White River Junction
was discontinued in late March 2001, with traffic originating in Maine once again
being interchanged to Guilford at Northern Maine Junction near Bangor for
movement to Massachusetts.  Service to customers south of Newport is now
provided once weekly.

Financial problems have plagued the Iron Road System for a number of years.
In December 2000, Helm Leasing repossessed locomotives and railcars that it
had leased to BAR.  On August 15, 2001, Helm Financial, Union Tank Car and
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Ebenezer Railcar Services filed a petition in Maine to force the BAR into
involuntary bankruptcy.  Iron Roads announced in July that all of its New England
holdings are for sale, either as an integrated system or in pieces.  Parties that
have reportedly expressed interest include New England Central, Emons
Transportation (parent of the SLR) and Quebec Railways Corporation, but each
appears interested in only a part of the Iron Roads System.  Negotiations have
also been held between Iron Roads and a consortium that includes Rail World,
Inc. and Wheeling Corporation.  Rail World is headed by Edward A. Burkhardt,
formerly of Wisconsin Central.  Wheeling Corporation is the parent company of
the Wheeling and Lake Erie Railroad, a regional carrier that operates in
Maryland, Pennsylvania and Ohio.  The consortium's interest appears to be in all
of Iron Road's holdings in New England and Canada, with the exception of the
Northern Vermont Railroad's line between Newport and Wells River.

The NVR has long suffered from a dearth of online traffic.  The 1986 Vermont
State Rail Plan Update showed that between 1983 and 1986 an average of 6150
carloads were originated or terminated on the line while an average of 21,500
carloads per year was overhead traffic (moved over the line but neither originated
at nor were destined to stations on the line.  This overhead business was the
reason CP continued to operate the line).  Once CP acquired D&H in 1991, the
line was redundant for through traffic, and online traffic had dwindled to less than
4000 carloads annually.  Traffic on the line today averages approximately 200
carloads per month or 2400 carloads per year.

St. Lawrence and Atlantic Railroad
Originally built as part of the Grand Trunk Railway, the line from Montreal to
Portland eventually became part of the Canadian National system.  The SLR
bought the line from CN in 1989.

The line acquired by SLR has not seen the dramatic reduction in traffic that had
occurred on the NVR line.  Also unlike the NVR, the SLR was not surrounded by
other lines that could be used to bypass it with overhead freight.  The SLR
remains the only railroad between Portland and Montreal.

SLR's intermodal operation has been quite successful, leading to a recent $1
million expansion of its intermodal terminal in Auburn, ME.  This facility has
grown from handling 2700 container and trailer units in 1995 to over 20,000 per
year today.  Doublestack service, where two containers are stacked on top of
each other on a specially designed intermodal car, is available on the SLR.
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Future Conditions

Potential Freight Markets

Overall Market
The freight railroad market in Vermont, as in the country as a whole, has grown
enormously over the last few years along with the national economy.  The
emergence of the internet economy has had a dampening effect on retail stores
yet has created new demand for transportation and distribution services.  The
construction industry, which depends on the transportation network to deliver
materials has also remained strong.  Although the nation's economy has showed
signs of slowing in recent months, most experts see any significant slowdown as
shortlived.

The Vermont Statewide Freight Study was prepared for the Vermont Agency of
Transportation in March, 2001 and was reviewed by RLBA for information
relevant to rail service in the Northeast Kingdom.  That study found that 23.8
million tons of freight are moving into, out of, within or through Vermont today,
and 90.4 percent of that freight is moving by truck, while 8.3 percent is moving by
rail.  The top four commodity groups are primary forest materials (15 percent);
clay, concrete, glass or stone (13 percent); food or kindred products (13 percent);
and warehouse, distribution or intermodal (13 percent).

Of all of the freight movements in Vermont, 35 percent are overhead movements
that neither originate or terminate in the state.  Inbound freight accounts for 30
percent of the freight traffic in Vermont, while 23 percent consists of internal
movements that both originate and terminate in the state.  Only 12 percent of the
total freight movements originate in Vermont.

Of the total freight movements that originate and/or terminate in Vermont, more
than one third (36 percent) both originate and terminate within Vermont itself.  An
additional 32 percent originates or terminates in New Hampshire, New York or
Quebec and eastern Canada, resulting in 68 percent of the freight movements
being relatively short haul.  Long distance traffic more appropriate for movement
by rail account for a small percentage of the freight traffic.  The midwest accounts
for five percent of the freight movements and the far west only one percent.

Of the total tonnage of freight that is shipped into Vermont, 6.1 percent is
destined for the three counties of the Northeast Kingdom and 11.4 percent of the
outbound shipments originate there.  By comparison, Chittenden County
originates 22 percent of the outbound freight movements in the state, and 41
percent of the inbound movements terminate there.
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Rail Market Share
As discussed above, the rail freight market in Vermont poses significant services
barriers to enlargement.  The majority of traffic moving into, out of and within
Vermont is relatively short-haul, and the portion of Vermont's total freight traffic
that moves in the Northeast Kingdom is small.  The top four commodity groups
also tend to be short-haul and widely dispersed, presenting more difficulties in
capturing market share.  Rail transportation best serves the needs of large
manufacturing or distribution facilities that move large volumes of freight over
long distances, particularly between one or just a few origin/destination pairs.
This type of freight does not appear to move to, from or with in the Northeast
Kingdom.

Intermodal Market
The SLR has captured a substantial amount of freight business with its very
successful intermodal service, although this service neither originates nor
terminates within the Northeast Kingdom.  The SLR's lumber transloading facility
at Island Pond is a classic example of intermodal transfer of freight with local
delivery by truck.

Intermodal service on the NVR presents multiple challenges.  The NVR service
area is surrounded by large, efficient intermodal terminals that are well within
trucking distance; in fact, the closest is the SLR's intermodal terminal at Auburn,
ME, just 120 miles from St. Johnsbury.  Any attempt to establish an intermodal
terminal on the NVR would meet stiff competition with these other established
terminals as well as resistance on the part of connecting carriers to participate in
service that they feel could drain traffic from their existing terminals.

Attempts at establishing intermodal facilities on local and regional railroads have
not all been as successful at that of the SLR.  The industrial development board
of Stark County, OH teamed with the Wheeling and Lake Erie Railroad (WLE)
and others in 1994 to build the Northeast Ohio Intermodal Facility (Neomodal), a
28-acre intermodal facility near Canton, OH, 60 miles south of Cleveland.
Federal, state, county and private funding sources were used to construct the
facility which has an estimated annual capacity of 180,000 containers and
trailers.  Dedicated in 1996, the terminal was handling less than 5,000 containers
annually in 1998.  CSX and NS attempted to provide connecting service to
Neomodal via the WLE, but found that routes to the terminal were circuitous and
time consuming, and that they could better serve the Canton area from their
existing terminals in Cleveland and Columbus.  A new service in conjunction with
CN via Toledo was announced by WLE in 2000, and it is as yet too soon to tell if
that effort will be successful.

One of the few facilities on the NVR which represents a large volume of freight
movement is the Ryegate Power Station in East Ryegate.  A cogeneration facility
which burns wood waste to generate electricity, it receives and average of 200
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truckloads per week.  Although there presently is no siding into the facility, the
NVR main track adjacent and it appears that a spur could easily be built into the
facility.  A spokesman at the facility told RSG that rail service has been
considered, although not seriously, and that it is a possibility in the future.

Two impediments exist to capturing this traffic.  The first is that the plant is
designed to accept truck shipments, using two truck dumpers to unload fuel.  Rail
service would require transloading the fuel to trucks to shuttle to the plant (an
inefficient re-handling) or substantial investment in railcar unoading machinery
compatible with the plant's current fuel handling methods.  The second
impediment is the distance and dispersal of the fuel sources.  All shipments to
the plant are less than 200 miles and originate at various locations that often
circulate with the timber cutting.  This type of freight movement is perfectly suited
to trucks.  It may be possible to create a small number of satellite gathering
points for the fuel where it could be loaded into railcars for final delivery to the
plant.  It would probably require some sort of state financial assistance from the
State of Vermont to capture this traffic, but VAOT may be willing to provide
funding in order to reduce truck traffic on area roads.

Amtrak Mail and Express Service
Potential sites for Amtrak material handling car loading were also investigated.
The possibility of instituting this type of service was first raised by NVR during the
bidding process for the state-owned line between Wells River and White River
Junction.  While there are a number of potential sites for this activity in the
Northeast Kingdom, it is necessary to first understand the nature of the Amtrak
package and express business.

Amtrak's congressionally mandated goal of operational self-sufficiency by 2002
has required the national passenger carrier to attempt to increase revenues
outside the traditional "farebox" source.  One of these revenue generators is its
mail and express service.  Railroads have traditionally handled mail and small
packages on their passenger trains; indeed this was at one time the fastest way
to move these commodities.  With the invention of the passenger jet and the
construction of the Interstate Highway System, this traffic was mostly lost to the
airlines and trucking companies.

Amtrak took over most of the
country's intercity passenger
trains in 1971 and continued the
practice of hauling mail and
packages, but it was a tiny
fraction of its business.  It has
recently been successful in
growing this business through the
use of material handling cars
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(boxcars that can be moved at the high speeds found on Amtrak's Norteast
Corridor) and Roadrailers (trailers that can be moved over the highway or on
"bogies" that are attached to the rear of passenger trains).  Amtrak's $98 million
in mail and express revenue in fiscal 1999 was an 18 percent increase over fiscal
1998's $83 million, and a nearly threefold increase over the $37 million revenue
figure of fiscal 1989.

Amtrak has been so successful in attracting this business that it has encountered
opposition from the freight railroads over which it operates which view this mail
and express business as a government-subsidized invasion of their freight
hauling function.  Union Pacific Railroad Company (UP) refused to extend
Amtrak's agreement to use its lines to carry express freight in 1997, so Amtrak
asked the Surface Transportation Board (STB) to determine the scope of its
rights to carry mail and express business over the freight railroads' lines.

In its decision dated May 29, 1998 (STB Finance Docket No. 33469) the STB
defined express as "a premium transportation service at premium rates --
expedited, regularly scheduled train service provided at prices which are
generally higher than freight service -- that is provided as an adjunct to Amtrak's
passenger service."  The STB also found that express "need not be restricted by
commodity, shipment size, type of equipment, or a variety of other operational
factors that may have applied in the past."

As stated in its filings with the STB, Amtrak's target market is refrigerated goods,
perishables and various non-hazardous dry goods.  Typical commodities would
include fresh fruit and vegetables, consumer products, and manufactured
products today hauled mostly by truck.  Its intent was to employ shortline
railroads to switch the express cars onto its trains from nearby cross-dock
facilities in locations where Amtrak lacked such facilities.  UP sought a restriction
forbidding Amtrak from using other carriers to move express shipments to or from
its trains.

The STB found that Congress intended no such restrictions on using other
carriers and ordered UP to allow Amtrak express shipments to travel over its
lines with certain restrictions.  First, Amtrak (except on its own Northeast Corridor
tracks) cannot run express-only trains due to its "overriding purpose" being the
hauling of passengers.  Second, due to operating constraints on UP lines,
Amtrak trains cannot exceed 30 cars (passenger and express combined).
Finally, the STB required that Amtrak abide by its self-imposed prohibition of
transporting hazardous materials, automobiles and bulk commodities.  It can be
assumed that express service on other freight railroads would be subject to
similar restrictions.
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Amtrak's current express service consists of two types of shipments:

• Small Package Shipments where each item cannot exceed 75 pounds
or 3'x3'x3' in size, each shipment is limited to 500 pounds

• Heavy and Commercial Shipments where each item cannot exceed
100 pounds or 4'x4'x4' in size, each shipment is limited to
1000 pounds.  Palletized loads of up to 2000 pounds can also be
handled, with a limit of 8000 pounds per shipment

Small package express service is available at most staffed Amtrak stations, while
heavy and commercial shipments are generally only handled at large stations in
major cities.  Pickup and delivery service is also available in some locations.

Amtrak has developed partnerships with shortline railroads in some locations in
order to develop its express business.  The Louisville and Indiana Railroad (L&I)
hosts Amtrak's overnight Kentucky Cardinal between Indianapolis and
Jeffersonville, IN with an extension to downtown Louisville planned in the future.
The L&I recently built a 4000 square foot transfer facility at Jeffersonville for
Amtrak express service and provides switching for the facility.

The Cascade and Columbia River Railroad (CSCD) in cooperation with Amtrak,
the Washington State Department of Transportation and others has introduced
the "Washington Fruit Express" which transports fresh fruit from Washington to
East Coast cities.  The State of Washington provided funding to secure the lease
of the refrigerated equipment and has budgeted $4 million over the next three
years to construct tracks and loading facilities.  The cars are loaded in Brewster,
Washington on the CSCD and taken over 60 miles to Wenatchee where they are
attached to the rear of Amtrak's Empire Builder for travel to Chicago.  They then
travel eastward on other Amtrak trains.

Not all attempts at launching new Amtrak express service have been successful,
however.  Amtrak introduced the Lake Country Limited in April of 2000, which ran
from Chicago to Janesville, WI in the morning and returned in the late evening.
Because Janesville is not a large population center but is home to a General
Motors truck assembly plant, it was assumed that the real purpose of this train
was to haul express traffic.  Indeed, the passenger load seldom exceeded ten
customers per trip, but the freight business never materialized either, and the
service was discontinued on September 22, 2001.  This train was also the focus
of a national network news investigative report that focused on Amtrak's fiscal
shortfalls.  It is likely that this negative publicity will cause Amtrak to very carefully
consider service of this type in the future.

Express service in the Northeast Kingdom is indeed a theoretical possibility.
Feasible sites for transloading facilities are located in Newport, St. Johnsbury,
East Ryegate and Wells River.  Such facilities can be as simple as a small,
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enclosed loading dock along an existing sidetrack that could be constructed for
less than $25,000.  Existing, state-supported Vermonter trains could be accessed
at White River Junction to provide service to New York, Philadelphia and
Washington, the locations where connections could be made with Amtrak's
midwest and west coast service.  Such service, however, would have to be
instituted and sustained for some period of time before it attracted any great
amount of traffic.  The nature of express service is that it has to be reliable, which
means that it must run consistently whether it is for one shipment or one
hundred.  The NVR could not afford to sustain its recent service expansion to the
south, and probably could not afford to provide the long term, reliable express
service that would be required in order to induce demand.  In addition, it is
doubtful that this service could generate the traffic volumes necessary to be
successful as a stand-alone operation;  it would probably only be successful as
an addition to existing service.

The nature of the St. Lawrence and Atlantic's operations would not be conducive
to Amtrak mail and express service.  That portion of the Northeast Kingdom that
SLR serves is very rural in nature and would probably not generate sufficient
traffic to warrant the service.  Although Amtrak is scheduled to institute service
between Boston and Portland in 2002, the SLR does not have a direct
connection in Portland with the tracks that this service will use, so it would be
necessary for Guilford to also handle this traffic.  The inclusion of another carrier
in the shipment would likely make this service financially unfeasible.

Specialized Passenger Service
Three types of passenger service are examined for implementation on the NVR
line:

• High-speed inter-city service
• Ski resort trains
• Local excursion trains

High Speed Rail
The United States Department of Transportation (DOT) has designated the
corridor between Boston and Montreal as one of its High Speed Rail Corridors.
A request for proposals to perform a corridor feasibility and planning study has
been released by VAOT, and this study will be completed in 2002.

Although the DOT designation does not specifically identify the exact route that
high speed rail service would take, it is doubtful that this service would use the
NVR north of White River Junction.  The current Vermonter on the NECR through
Burlington has received major infrastructure investment, so the incremental cost
of developing high speed rail following that route would be substantially less than
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a route via the NVR.  As shown in the track upgrade estimates below, upgrading
the NVR for even moderately high speed service would be extremely expensive.

Ski Resort Trains
The Jay Peak area is a major tourist destination in the northernmost part of the
Northeast Kingdom.  The NVR skirts the northeastern edge of the Jay Peak Area
as it passes through Newport Center and North Troy.  Passenger rail service to
this area via the NVR would be possible if shuttle bus service to area resorts
from the train was provided.

It is beyond the scope of this study to estimate the ridership that such service
could attract, but it can be stated that this service would be expensive.  Local
residents are unlikely to use such a service to reach resort locations, so the long
distance market would be the most likely target.  In order to compete with
automobile travel on the nearby interstates, the service would have to be fast and
reliable.  This would require enormous expenditures for track improvements and
equipment.

Local Excursion Trains
In the two types of passenger service mentioned above, the train is a vehicle to
transport passengers to a particular destination.  In the case of local excursion
train service, the train itself is the destination.  In this case, high speeds are
neither necessary nor even desirable, so the investment required in track
upgrades is very low.

There are currently well over 100 railroad excursion operations in the United
States, and their success varies widely.  The Strasburg Railroad in Pennsylvania,
located in the Pennsylvania Dutch region of Lancaster County adjacent to the
Pennsylvania State Railroad Museum, has always been very successful.  The
Durango and Silverton, a narrow-gauge steam excursion train in Colorado is a
longtime commercial success.  The Conway Scenic Railroad in North Conway,
NH is estimated to haul in excess of 100,000 passengers per year.
Unfortunately, however, there are many more examples of failed excursion
services than there are of flourishing ones.

One common characteristic of the successful operations seems to be that they
are located in areas where there are other tourist attractions.  Excursion
operations that are but one of many local attractions seem to be more successful
than those that are exclusive area tourist destinations.  Reliance on patronage of
local residents usually results in early success followed by declining ridership as
the novelty wears off.

The Northeast Kingdom, as a major tourist destination, may be a good candidate
for such service.  The scenery along the route is certainly an added attraction,
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and the current track condition could support excursion service.  Passenger
equipment of varying age and condition is usually available on the market as
other excursion trains cease operations, and there are often enough local rail
enthusiasts who will provide volunteer labor to run local excursion trains.

There are other factors, however, that suggest caution.  Excursion train
insurance is very expensive, and the nearby Conway Scenic Railroad and
Washington Cog Railway provide stiff competition.  NVR officials state that they
ran limited passenger excursion service in the Newport area three years and
attracted sizeable patronage, but this was not an on-going endeavor.  Excursion
operations that are self-sustaining and generate enough income to contribute
significantly to track and structure maintenance do indeed exist, but they are not
common.  Appendix C is a summary of information concerning existing rail
passenger excursion service in Northern New England.

Rail Infrastructure Improvements

Northern Vermont Railroad

The NVR within the Northeast Kingdom is generally in FRA Class 2 condition (25
mph freight operations).  According to NVR track maintenance personnel, the last
tie program was performed in 1984, as was the most recent track surfacing
project.  In the intervening 17 years, only spot tie replacement and surfacing has
been performed as necessary.  Although the track is within the maintenance
parameters of its current FRA track class, it will have to be downgraded to Class
1 (10mph freight operations) at some point in the future, probably within the next
five years, unless significant maintenance work is performed.

Table 2 arrays the work that should be performed on the line in order to maintain
a solid Class 2 level of maintenance for an additional ten years.  The
recommended program includes the following work:

• Replacement of 500 ties per mile (the minimum efficient work program for
a production tie gang)

• Adding ballast, aligning and surfacing approximately half of the mileage
• Replacing worn or battered rails
• Tightening loose and replacing defective bolts
• Reconstructing rail/highway grade crossings
• Bridge rehabilitation.

Although bridge inspection and evaluation is beyond the scope of this study,
there are three bridges in the Newport/Orleans area that have 10 mph speed
restrictions imposed.  A budget estimate of $50,000 per bridge is included in the
recommended program for bridge rehabilitation.  The total budget for the
program to maintain 25 mph freight operations is slightly more than $3 million.
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Table 2
Northern Vermont Railroad

Track Upgrade Costs

Present Condition to Class 2
Freight 25 MPH Passenger 30 MPH

Work Item Quantity Unit Price Total

Cross Ties 38,954 Each $48.00 $1,869,804
Rail 9,161 Linear Ft.   13.50 123,675
Surfacing 38 Mile 17,160 652,080
Road Crossings 5 Each 16,500 82,500
Bolt Tightening 78.3 Mile 1,750 137,025
Bridge Rehabilitation 3 Each 50,000 150,000

Total: $3,015,084
Source: RLBA

A more ambitious program that would upgrade the track to Class 3 level (40 mph
freight operations) is presented in Table 4.  Anticipated work in such a program
would include tie replacement at the rate of 750 per mile, surfacing the entire
line, replacing more rail, and rehabilitation of four additional bridges.  This
program would cost nearly $5 million.

Raising the track class even more would involve significantly higher investment.
Attaining Class 4 track condition, which would allow freight train operations of 60
mph and passenger operations up to 80 mph would require installation of
continuous welded rail (CWR) and a wayside signal system to control train
movements.  A project of this magnitude could easily cost $60 -$80 million.

Constraints to raising the class level of the NVR are both physical and financial.
Excessive curvature, both in number and severity, can present substantial
constraints when attempting to raise track speeds.  Data on the amount and
severity of curvature was not provided by the NVR, but RLBA's physical
inspection did not disclose curvature that would have a major impact on train
speeds as long as track rehabilitation was to be performed.  The passage of the
railroad through a number of towns, particularly Newport, Barton, Lyndonville and
St. Johnsbury, brings it in close proximity to a number of residences, a situation
that may result in constraints on train speeds in those areas.

The largest constraint in raising track class level on the NVR is financial.  Present
traffic levels simply do not support the level of expediture necessary to maintain
the status quo, let alone make substantial improvements.  In cases such as this,
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it often falls upon the state legislature or transportation department to provide the
funding to upgrade the line.  The Vermont Agency of Transportation (VAOT)
does provide funding for railroad rehabilitation, but the approximately 300 miles
of state-owned line generally take priority when projects are evaluated.

Table 3
Northern Vermont Railroad

Track Upgrade Costs

Present Condition to Class 3
 Freight 40 MPH Passenger 60 MPH

Work Item Quantity Unit Price Total

Cross Ties 58,431 Each $48.00 $2,804,706
Rail 15,269 Linear Ft.   13.50 206,125
Surfacing 75 Mile 17,160 1,287,000
Road Crossings 12 Each 16,500 198,000
Bolt Tightening 78.3 Mile 1,750 137,025
Bridge Rehabilitation 7 Each 50,000 350,000

Total: $4,982,856
Source: RLBA

St. Lawrence and Atlantic Railroad
The SLR in the Northern Kingdom is at the FRA Class 2 level of maintenance
supporting freight train speeds of 25 mph.  The tie condition is well within the
limits of this track class, particularly with a large tie program carried out this year.
Table 4 depicts the cost of improving the track to a Class 3 level of maintenance
at a cost of approximately $1.4 million.  This program would include the following
work:

• Replacement of 500 ties per mile (the minimum efficient work program for
a production tie gang)

• Adding ballast, aligning and surfacing the entire line within the study area
• Replacing worn or battered rails
• Reconstructing rail/highway grade crossings

Constraints to raising the class level on the SLR are few.  Existing curvature
would not preclude higher speeds once rehabilitation work is performed.  The
Island Pond area, with its grade crossings, nearby homes and yard operations
would limit speeds for a short distance.
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Table 4
St. Lawrence and Atlantic Railroad

Track Upgrade Costs

Present Condition to Class 3
 Freight 40 MPH Passenger 60 MPH

Work Item Quantity Unit Price Total

Cross Ties 15,273 Each $48.00 $733,116
Rail 5,987 Linear Ft.   13.50 80,818
Surfacing 30.7 Mile 17,160 526,812
Road Crossings 3 Each 16,500 49,500

Total:    $1,390,246
Source: RLBA

Conclusions and Recommendations

While the SLR appears to be a growing railroad enterprise in the northeast
corner of the Northeast Kingdom, rail service elsewhere in the area is in
jeopardy.  The Twin State Railroad is out of service, and the Lamoille Valley
Railroad is likely to be turned into a trail.  The traffic density south of Newport on
the NVR is so sparse that few if any buyers appear to be interested in purchasing
that portion of the line.  If interested buyers feel that it is not feasible to operate
south of Newport as part of a larger system, it is even less likely that the this line
segment could be operated successfully as a stand-alone operation.

The NVDA promotes economic development in the Northeast Kingdom, and that
effort is enhanced when there is viable rail service available to prospective
businesses.  An important industrial development tool is lost when rail service
disappears.

The VAOT is active in preserving rail freight service in the state and has
purchased several lines in order to preserve them.  VAOT has stated publicly that
it would be willing to purchase any of the NVR not acquired privately, but there
currently exists no funding for such a purpose.

There is a need for a concerted effort, perhaps led by NVDA, to bring together
business and political leaders in the Northeast Kingdom in an effort to save this
line.  Although there are admittedly few customers, the ones that do patronize the
line absolutely depend on it for their existence.  A mobilization to secure
legislative funding for the state's purchase is the best hope for saving this line.



26

Once relieved of ownership costs and perhaps local tax burdens, it is possible
that a private operator could continue to provide service south of Newport.  RLBA
could, if asked, provide assistance in identifying responsible bidders for the
provision of such service.

At such time as the ownership and operator status is stabilized, NVDA may want
to determine the feasibility of a course of action aimed at stimulating use of
railroads in the three-county region.  Other regions of the United States have
seen fit to offer incentives to industry to expand, if already present, and to re-
locate to the region, if not.  For example, Pennsylvania actively encourages
industry to relocate to that state and provides extensive data on industrial
property locations adjacent to rail lines.  Pennsylvania and Virginia as well as
Vermont assist industries which use rail by funding at least part of the cost of
railroad siding construction or rehabilitation.  R.L. Banks & Associates, Inc.,
believes that it would be highly appropriate for the Northeast Kingdom to assess
this situation and consider the use of various “tools” to attract industry, including
tax incentives and funding assistance.
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