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ES.0 Executive Summary

The Plaquemines Parish Intermodal Feasibility Study was undertaken by
DMJM+HARRIS on behalf of the Regional Planning Commission to examine rail
operations from West Bridge Junction to prospective Millennium Port sites.

The term “Millennium Port” is used throughout this study to refer to a large downriver
containerized cargo port, similar to those described in the 1999 Millennium Port
Comprehensive Feasibility Study.

An analysis of the potential rail capacity demands of a major containerized cargo hub was
performed to determine the rail infrastructure requirements. The physical and operating
conditions of the existing route were examined, and it was determined that the existing
rail network could not support the demands of the Millennium Port.

The major capacity constraints of the existing route were identified, and alternatives for
upgrading the existing railroad were examined. An upgrade of the existing route to raise
operating speeds would be required to provide the infrastructure necessary to support
initial port operations. It was determined that the upgraded route would provide reliable,
cost effective service through 2010, assuming the port opened in 2005. Beyond 2010, the
upgraded existing route would become increasingly congested, causing unacceptable
levels of service and community disruption.

This study concludes that an alternative rail alignment would be required to provide the
infrastructure necessary to meet the growing demands of a large containerized cargo
facility downriver. See Exhibit 1.

Alternatives were developed with the following objectives:

• Meet forecasted capacity demands
• Improve operating conditions
• Increase operating speeds and decrease travel time
• Improve public safety
• Minimize community disruption and other impacts

The feasibility of alternative rail alignments from West Bridge Junction to prospective
Millennium Port sites were examined in terms of engineering requirements and cost;
environmental issues and right-of-way impacts were not examined in detail. Two
alternatives were identified as possible routes capable of meeting the demands of the
Millennium Port:

• Western Bypass Alternative
• Harvey Canal Corridor Alternative
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ES.1 Western Bypass Alternative

The Western Bypass Alternative would involve upgrading the existing route from a point
between the communities of Sarah and Live Oak, and extending it to the port site. A new
track would run to the west from a point in between Sarah and Live Oak in Plaquemines
Parish. This alternative would need to cross Bayou Barataria, the Intracoastal Waterway,
and Bayou Villars to avoid infringing on the Jean Lafitte National Historical Park and
Preserve. Those crossings would require two movable bridge structures. The alignment
would then cross Lake Salvador and Lake Cataouache on structure to the east of the
border of Jean Lafitte National Historical Park and Preserve in Jefferson Parish. The
Western Bypass Alternative would then run through Avondale, crossing other possibly
navigable canals to connect with West Bridge Junction. See Exhibit 2.

The construction of the new rail line from Belle Chasse Highway near Sarah to Avondale
would cost approximately $721 million, as 75 to 80% of this portion of the alternative
would need to be on structure. The upgrade of the existing rail from Sarah, and the
extension of the track to a Millennium Port site, would cost approximately $22 million,
depending on the port location. Grade separations would be required at Belle Chasse
Highway and US 90, which would cost approximately $30 million to construct. Two
vertical lift bridges would need to be constructed over Bayou Baratatia and the
Intracoastal Waterway, which would cost approximately $72 million. The total cost for
the Western Bypass Alternative would be approximately $846 million. This estimate
does not include professional engineering fees, environmental work, right-of-way
acquisition, or other roadway costs.

The advantages of the Western Bypass Alternative include:

• Maximum operating speeds
• Minimum travel times

Problems associated with the Western Bypass Alternative include:

• Prohibitive construction cost, at approximately $846 million
• Cannot be constructed in functioning phases; a full build-out would be required
before the port could open

• The number of crossings over navigable waterways
• Possible environmental impacts associated with its proximity to Jean Lafitte National
Historical Park and Preserve

• Possible environmental impacts associated with a structure over Lake Salvador and
Lake Catouache

Although the Western Bypass Alternative provides maximum operating speeds and
minimum travel times, the problems associated with this alternative make it a less
feasible option. The capital investment required for this alternative is a major restriction
to its development.
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ES.2 Harvey Canal Corridor Alternative

The Harvey Canal Corridor Alternative is the second option identified for providing
access between a potential Millennium Port site and West Bridge Junction. This
alternative would upgrade the existing track from West Bridge Junction to its current
terminus in Plaquemines Parish, and extend it to the new port site. A new track would be
constructed from 4th and St. Joseph Streets in Harvey to the existing track along Belle
Chasse Highway at Cedar Drive through largely vacant land. The new track would run
along St. Joseph Street in Harvey, passing under the Westbank Expressway and Lapalco
Boulevard. After crossing under Lapalco Boulevard, the new track would shift to the east
and parallel the Murphy Canal. The new track would then cross the Murphy Canal and
run along the east side of the canal, and cross Bayou Barataria into Plaquemines Parish.
It would then cross the Algiers Canal/Intracoastal Waterway on a vertical lift bridge. The
alignment would shift to the southeast to tie into the existing line along Belle Chasse
Highway in the vicinity of Cedar Drive. See Exhibit 3.

This alternative has three proposed phases.

• Phase 1 would consist of upgrading the existing network and extending it to the port
site (see Exhibit 3-A). Phase 1 would involve a permanent track upgrade of the
existing route from Peters Road to West Bridge Junction, at an approximate cost of
$5 million. The existing track from Cedar Drive and Belle Chasse Highway would
be permanently upgraded, and an extension to the port site constructed, at an
approximate cost of $24 million, depending on the port location. Phase 1 would also
include a minimum upgrade of the existing track from Peters Road to Gouldsboro
Yard and Gouldsboro to Cedar Drive and Belle Chasse Highway, at a cost of $7
million. The total cost for construction of Phase 1 would be approximately $36
million, and would satisfy the forecasted rail demands for a large container terminal
until 2010, assuming a 2005 port opening.

• Phase 2 would consist of upgrading the existing industrial spur along Peters Road
and constructing new tracks from the existing track on Belle Chasse Highway at
Cedar Drive to connect with the upgraded Peters Road track (see Exhibit 3-B). The
approximate cost of upgrading the existing Peters Road line is $2 million. The
portion of the new line from Belle Chasse Highway to the connection with the
upgraded Peters Road line would be constructed at an approximate cost of $16
million. Grade separations would need to be constructed at Belle Chasse Highway
and Peters Road in Phase 2, at a cost of approximately $30 million. A vertical lift
bridge would need to be constructed in Phase 2, at an approximate cost of $36
million. Total construction costs for Phase 2 would be approximately $84 million.
Phase 2 would satisfy forecasted port demands until 2015.

• Phase 3 would consist of the construction of a new track to 4th Street from the
terminus of the track constructed in Phase 2, and the construction of a balloon track
at Avondale to allow trains to move from the Huey P. Long Bridge without changing
directions (see Exhibit 3-C). The cost of completing the new track would cost
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approximately $13 million. This cost includes a structure over the Harvey Tunnel
and under the Westbank Expressway. Construction of the balloon track would cost
approximately $4 million. Total Phase 3 costs would be approximately $17 million,
and would provide the rail infrastructure to meet the forecasted demands of the port
until at least 2040.

Costs for the full build out of this alternative are $137 million. However, the
construction of this alternate in phases allows the costs to be dispersed over time.
.
To support port traffic, the existing roadway network in the area would need to be
improved. In conjunction with the new railway, a new road has been proposed to
roughly parallel the new track from the Westbank Expressway. The new road has
proposed intersections/interchanges with the Westbank Expressway, Lapalco Boulevard,
Engineers Road, and Belle Chasse Highway. This new roadway would serve both port
and local traffic by diverting some traffic from the other major thoroughfares on the
Westbank. The benefits of the new roadway would have to be examined utilizing the
MPO regional traffic forecast model. Further planning would be necessary to determine
the feasibility of a new roadway pursuant to the results of the analysis, and the resultant
determination of requirements for improvements. See Exhibit 3-D for the proposed
alignment of the new roadway.

There are a number of other roadway projects being studied in the vicinity that would
affect the design of the Harvey Canal Corridor Alternative. The most notable of
“Committed Projects” (projects currently adopted in the Transportation Improvement
Plans for Jefferson and Plaquemines Parishes) are the extension and widening of Peters
Road, and the construction of an interchange between the Westbank Expressway and
Peters Road. Coordination of these roadway projects with the proposed Harvey Canal
Corridor Alternative is necessary to keep this alternative feasible, and to reduce the
possibility of project conflict, community disruption, and the repetition of work.

The Harvey Canal Corridor Alternative has emerged from this study as a feasible option
to provide rail infrastructure for the proposed Millennium Port, and merits further
investigation.

The next phases of planning, discussed further in section ES.4, would involve:

• A Phase 1 Environmental Site Assessment, with limited Phase 2 testing

• Further analysis of rail operations, which would include:
1. A valuation of existing rail infrastructure
2. An assessment of current operating agreements
3. A determination of potential operating entities
4. A draft Memorandum of Understanding relating to funding, operation, and

ownership of the new route

• A Right-of Way Acquisition Study
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ES.3 Benefits of the Proposed Action

The proposed action described was developed to provide transportation infrastructure to
support the Millennium Port. Volume IV of the 1999 Millennium Port Comprehensive
Feasibility Study outlines the public benefits of the development of a large containerized
cargo port. The proposed action described in this report would have benefits independent
of the development of the port, but many significant benefits to the region and the state
are the result of the convergence of the two projects. Some of the benefits associated with
the two projects are:

• Increased employment
• Increased revenue from taxes
• Increased public safety
• Decrease in community disruption caused by rail traffic

The proposed action described in this report would benefit Plaquemines, Jefferson, and
Orleans Parishes as an independent action. Large portions of the existing railway would
be abandoned in both alternatives in all three parishes, which would eliminate several
grade crossings in highly congested areas, i.e. along Belle Chasse Highway and 4th Street,
making this land available for redevelopment. The rail companies would benefit, as the
values of the existing program and compensation for loss would be determined, perhaps
simply through the use and operating program of the new route. Public safety would be
improved by the removal of dangerous grade crossings, and community disruption related
to train traffic would significantly decrease. In the Harvey Canal Corridor Alternative, a
noise wall would likely be constructed, providing a visual separation of residential and
industrial development. The roadway developed in conjunction with this alternative
would improve traffic congestion in Jefferson and Plaquemines Parishes.

Jefferson and Plaquemines Parishes, the region, and the entire state, would experience
economic benefits from the construction of an alternative rail route, independent from the
benefits related to the development of the port. The construction of either alternate
would generate employment in the parishes, and revenue to the state through income
taxes. Local and state sales taxes would be generated from the construction of an
alternative route. Other economic benefits to the individual parishes and/or other local
government entities may result from the determinations made in the Memorandum of
Understanding that would be developed concerning funding and operating plans.

The region and the entire state would benefit from the development of the Millennium
Port. Because the most viable proposed Millennium Port sites are located in Plaquemines
Parish, it would experience the greatest economic impact in terms of local property, sales,
and general excise taxes. However, the state and the entire region would benefit from
increased employment, personal and business related income taxes, and state and local
sales taxes.



Plaquemines Parish Intermodal Feasibility Study DMJM+HARRIS

Pl q emine P ri h Intermod l Fe ibilit St d ES 13

TABLE ES-1
FORECASTED LOCAL SALES TAX

TABLE ES-2
FORECASTED EMPLOYMENT
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The development of the port would stimulate economic growth throughout the region.
Support industries would grow and generate additional tax revenue throughout the region.
Jefferson Parish would benefit from the increase of rail traffic and the additions to the
existing facilities in the vicinity of West Bridge Junction. The development of the
Millennium Port could be a catalyst for radically improving the economic climate of
southeast Louisiana. The economic benefits of the development of the port are discussed
further in Section 2.1 of this report.

Additionally, within transportation systems dynamics, a multimodal transportation
network can generate a greater economic affect than the sum of the individual
transportation system components. The west banks of Jefferson and Plaquemines
Parishes are already served by excellent deep draft navigation via the Mississippi River,
and shallow draft navigation via the Intracoastal Waterway and the Harvey Canal, (both
connected with the Mississippi River by way of navigation locks). An interesting mix of
transportation facilities infrastructure is further consolidating to serve the west banks of
Jefferson and Plaquemines parishes. These potentially include:

• A downriver container terminal, which has the potential to grow into Millennium
Port as described in the Millennium Port Feasibility Study.

• The extension of freight rail downriver with sufficient capacity to serve a major
intermodal container terminal.

• The extension of the NAS runway to 10,000 feet. By providing a runway of
sufficient length to attract international air cargo flights, this extension will expand
the potential market for development of public/private partnerships at the NAS.

• The extension of Peters Road across the Intracoastal Waterway to LA 23, providing
an alternate route truck from lower Plaquemines Parish to the West Bank
Expressway (future I-49)

• The proposed upgrade of the West Bank Expressway/US 90 to I-49

The integration of these facilities will accomplish on a much smaller scale, many of the
transportation objectives fostered by the Louisiana Transportation Center (LTC), which is
being proposed as a private sector upriver terminal integrating air, roadway and rail
intermodal functions.

Exhibit 4 presents properties in Jefferson and Plaquemines Parish, which may benefit
from this expanding intermodal connectivity. These include approximately 1,950 acres
of existing industrial properties and 3,575 acres of vacant property.
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ES.4 Requirements for the Continuation of the Proposed Project

The proposed action described in this report is contingent on the development of the
Millennium Port. Conversely, the commitment to develop the port may be dependent
upon the approval and implementation of a plan to provide the road and rail infrastructure
needed to support the facility. Figure ES-1 provides a potential time table for the
concurrent development of the port and the infrastructure needed to sustain the port.

FIGURE ES-1
POTENTIAL TIMETABLE

Further study is necessary before definitive determinations with regard to feasibility and
constructability can be made. Because of the industrial character of the study area, the
next step of this study would involve a Phase 1 Environmental Site Assessment, with
limited Phase 2 testing, costing approximately $150,000. A right-of-way acquisition
study would need to be performed, at an approximate cost of $75,000. A railroad
operations analysis, culminating in a Memorandum of Understanding relating to rail use
and public/private investment in capital projects would need to be completed at an
approximate cost of $150,000.

A Memorandum of Understanding among the concerned entities needs to be reached
relating to the funding, operation, use and ownership of the new route. The value of the
existing program needs to be determined, and a resolution determining compensation for
the affected parties.
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In addition, the Peters Road Projects currently being studied by the Regional Planning
Commission need to be developed in conformance with the findings of this study.

The development of an implementation plan is essential to the development of an
upgraded rail system and the Millennium Port. A plan needs to be devised that
determines how the rail would be improved; when the improvements would occur; how
the improvements would be funded; and who would operate the upgraded rail system.
The Memorandum of Understanding will resolve some of these issues, and will provide
potential investors with the assurances needed to commit to the construction of the port.

Figure ES-2
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1.0 Introduction

This report was undertaken on behalf of the Regional Planning Commission to
investigate the feasibility of rail alternatives between West Bridge Junction and
potential Millennium Port sites. The term “Millennium Port”, is used throughout this
study to refer to a major container terminal constructed on a downriver, Westbank
site, as described in the 1999 Millennium Port Comprehensive Feasibility Study.
This report investigates the capacity constraints of the existing container handling
infrastructure, and alternatives for improving this infrastructure to meet forecasted
demands. The feasibility of the alternatives presented in this report are investigated
in terms of cost and engineering requirements; environmental issues and right-of-way
impacts are not examined, and are not included in cost estimates.

The existing rail network is insufficient to meet the forecasted transportation demands
of a major containerized cargo facility. Numerous grade crossings, a lack of signals,
and structural issues would result in slow and unreliable operating conditions unable
to support the demands of a major container hub. An expanded rail network would be
necessary to accommodate future growth as movements of containers to and from the
port increase over time.

Without a commitment to improve the rail infrastructure, investors may not have the
confidence necessary to construct the Millennium Port. It is essential to the progress
of the port to devise and implement a plan to improve the existing rail network. It is
likely that a public investment would be required to improve rail access between the
Millennium Port and West Bridge Junction. For the Millennium Port to proceed, a
plan must be developed and implemented that outlines how the rail will be improved,
when the improvements will take place, what operating benefits will result, and who
will fund the improvements.

Figure 1-1
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improvements?
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This report provides alternatives to address how the rail can be improved over time to
meet growing demands. The next step towards the development of the Millennium
Port is to determine how the improvements will be funded, and who will operate the
upgraded route.

The rail alternatives presented in this report include the existing track through Gretna,
an alternative alignment through Harvey, and a new alignment across Lake Salvador
and Lake Cataouache west of Jean Lafitte Park. Each rail alternative has been
examined in terms of railroad capacity, rail trip times, and order of magnitude capital
costs.

In conjunction with rail access, plans for a new roadway have been examined.
Improvements to the current road network that separate local residential traffic and
industrial truck traffic would facilitate movements to and from the Millennium Port.
In preliminary studies, a four-lane divided roadway has been studied. The road would
benefit both residential and industrial truck traffic. For preliminary study purposes, a
100 foot right-of-way for the roadway and a 50 foot right-of-way for the railway have
been assumed. Further planning would be necessary to determine the feasibility of a
new roadway, as network modeling has not been undertaken, and the requirements for
improvements have not been determined.

To determine how the rail infrastructure should be improved, the potential capacity
requirements need to be determined. The following section uses information from
the 1999 Millennium Port Comprehensive Feasibility Study, and describes the
benefits and forecasted demands of the Millennium Port facility.
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2.0 Millennium Port Forecasts

The establishment of a Millennium Port represents an opportunity for economic
development in southeastern Louisiana by increasing its share of the containerized
trade in the Gulf of Mexico. The development of a major container hub near the Gulf
of Mexico has two significant infrastructure requirements, the maritime terminal and
the associated transportation network. Since the 1999 Millennium Port
Comprehensive Feasibility Study was conducted, public and private investors have
expressed interest in the construction of a major containerized cargo facility.
However, the Millennium Port could not operate with the existing rail infrastructure,
and a commitment to improve the existing transportation network must be made
before the development of a port facility can progress. The following section
evaluates the prospective benefits of the Millennium Port and the forecasted
transportation infrastructure requirements utilizing data from the 1999 reports.
Although circumstances and data may have changed since the 1999 reports were
published, they are the most reliable source of forecasts currently available.

2.1 Benefits of the Proposed Action

The proposed action was developed to provide transportation infrastructure to support
the Millennium Port. The proposed action described in this report would have
benefits independent of the development of the port, but many significant benefits to
the region and the state are the result of the convergence of the two projects. Some of
the benefits associated with the two projects are:

• Increased employment
• Increased revenue from taxes
• Increased public safety
• Decrease in community disruption caused by rail traffic

The proposed action described in this report would benefit Plaquemines, Jefferson,
and Orleans Parishes as an independent action. Large portions of the existing railway
would be abandoned in both alternatives in all three parishes, which would eliminate
several grade crossings in highly congested areas, i.e. along Belle Chasse Highway
and 4th Street, making this land available for higher and better uses. Public safety
would be improved by the removal of dangerous grade crossings, and community
disruption related to train traffic would significantly decrease. The roadway
developed in conjunction with this alternative would improve traffic congestion in
Jefferson and Plaquemines Parishes.

The construction of the Millennium Port and the associated new railroad would have
the greatest impacts in the parishes where it is constructed. Plaquemines Parish, as
the site of the new port would have the greatest share of the positive impacts, but
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Jefferson and Orleans could also experience significant benefits. In Jefferson Parish,
the construction of the new railroad could stimulate new development along the new
rail corridor. There are large tracts of land available in the vicinity of the Harvey
Canal Corridor Alternative that could be developed and redeveloped as a result of the
new rail access (see Exhibit 4 in the Executive Summary). In Orleans, the
abandonment of Gouldsboro Yard would allow that area to be redeveloped for higher
and better uses. The entire region surrounding the port would benefit from the
improved economic climate projected to result from the development of a Millennium
Port.

The region and the entire state would benefit from the development of the
Millennium Port. Because the most viable proposed Millennium Port sites are
located in Plaquemines Parish, it would experience the greatest economic impact in
terms of local property, sales, and general excise taxes. However, the state and the
entire region would benefit from increased employment, personal and business
related income taxes, and state and local sales taxes.

2.2 Economic Benefits of the Millennium Port

Jefferson and Plaquemines Parishes, the region, and the entire state, would experience
economic benefits from the construction of an alternative rail route, independent from
the benefits related to the development of the port. The construction of either
alternate would generate employment in the parishes, and revenue to the state through
income taxes. Local and state sales taxes would be generated from the construction
of an alternative route. Other economic benefits to the individual parishes and/or
other local government entities may result from the determinations made in the
Memorandum of Understanding that would be developed concerning funding and
operating plans.

The Millennium Port provides opportunities for economic growth in southeast
Louisiana. The construction of the Millennium Port would generate employment,
economic activity, and state and local tax revenues. The 1999 Millennium Port
Comprehensive Feasibility Study predicts that employment growth would correspond
to containerized cargo growth, and would be roughly 5%.

As the employment grows annually, so do wages. Wages are also projected to
increase roughly 5% as development of the Millennium Port progresses. The increase
in wages also represents an increase on state income taxes that can be collected. The
relationship between personal income and income tax revenues was evaluated for
1998 and the resultant multiplier was 1.57%. Using this figure, estimated additional
state income tax dollars are:

• $10.2 million additional dollars in 2005
• $24.5 million additional dollars in 2020
• $49.2 million additional dollars in 2040
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Source: 1999 Millennium Port Comprehensive Feasibility Study

If the port is owned and operated as a private investment, Plaquemines Parish would
collect additional property taxes. Additional revenue in local sales taxes would also
be produced by the port. These increases would be distributed throughout the region,
although impacts would be concentrated in the parish where the port is constructed.
Forecasts extracted from the 1999 Millennium Port Comprehensive Feasibility Report
estimate that in 2005, $54.9 million dollars in additional local sales taxes could be
collected. By 2040, the port could be generating $276 million additional dollars in
local sales taxes.

Annual state sales taxes would also be increased by the development of the
Millennium Port. It is forecasted in the 1999 Millennium Port Comprehensive
Feasibility Study that $10 million additional state sales tax dollars could be generated
by the port in 2005. The additional state sales taxes collected as a result of the
Millennium Port are forecasted to increase at 6% annually. In 2040, $50 to $75
million additional state sales tax dollars could be collected.

The development of the Millennium Port is also expected to increase the business
related income taxes collected. In 2005, additional business related income taxes
could be increased by $5.5 million dollars. By 2040, business related income taxes
could increase by $40 million dollars as a result of port development.
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Figure 2-1 Projected Employment



Plaquemines Parish Intermodal Feasibility Study DMJM+HARRIS

Plaquemines Parish Intermodal Feasibility Study 2-23

Source: 1999 Millennium Port Comprehensive Feasibility Study

General excise taxes would also increase as a result of the development of the
Millennium Port. The Millennium Port could increase general excise taxes by:

• $16.3 million additional dollars in 2005
• $36.5 million additional dollars in 2020
• $78 million additional dollars in 2040

Total additional tax dollars generated by the development of the Millennium Port
could reach:

• $141 million in 2005
• $327 million in 2020
• $706 million in 2040

Table 2-2 Projected Local Sales Tax
Millennium Port Development - Mile 40-60
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2.3 Forecasted Transportation Demands

The forecasts provided in the 1999 Millennium Port Comprehensive Feasibility Study
were developed for maritime measures using twenty foot container equivalents
(TEUs). To determine railroad capacity requirements these units must be translated
into trains. Assuming that there are 245 TEUs in each 5,000 foot long train, each
doublestack rail car would hold 15 TEUs (16.3 equivalent cars per average train).
Using these figures and the forecasted growth rates in the 1999 Millennium Port
Comprehensive Feasibility Study, Table 2-1 summarizes rail demands.

TABLE 2-1
PROJECTED ANNUAL RAIL DEMANDS

Base Year
2005

269,201 TEUs = 1,101 trains

2010 372,962 TEUs = 1,525 trains
2015 502,899 TEUs = 2,057 trains
2020 678,105 TEUs = 2,774 trains
2030 1,052,827 TEUs = 4,306 trains
2040 1,515,668 TEUs = 6,199 trains

The existing rail network is insufficient to handle the forecasted demands of the
Millennium Port (see Section 3.0). Some upgrade of the existing route would be
necessary to meet base year demands, and it is unlikely that any amount of
improvements to the existing route would provide reliable, cost effective operations
on a long term basis. Therefore, it is critical that a commitment be made to the
improvement of the rail infrastructure that would support the Millennium Port.

It is likely that investors will not have the necessary confidence to devote resources to
the construction of the Millennium Port without sufficient evidence that a plan to
improve the existing rail network has been devised and approved. Funding for the
rail improvements would probably involve a public investment. There are a number
of public entities that may fund such an effort. The next important step towards the
development of the Millennium Port is to approve a plan to improve the rail
infrastructure, and determine how the project will be funded.
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The benefits of the development of a major containerized cargo facility would not be
limited to the parish where it is built. The economic improvements would be
statewide, with development concentrated in southeast Louisiana. Jefferson and
Orleans Parishes would also experience direct, positive economic impacts from the
development of the port. Increased employment and business activity would
positively influence the economic climate of the entire region.

The Millennium Port provides opportunities for the entities involved to reach
mutually beneficial agreements, resulting in widespread benefits throughout the
region and the state. To the same extent, the various entities of government and
industry will have to work together to develop the port and improve the economic
climate of the entire region.
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3.0 Evaluation of Existing Route

3.1 Existing Network

The existing rail network that could be utilized to handle the movement of containers
to and from the Millennium Port runs along the river from Avondale in Jefferson
Parish to Myrtle Point in Plaquemines Parish. West Bridge Junction in Avondale
connects the Huey Long Bridge with the Union Pacific (UP) line handling trains
between Avondale and Gouldsboro Yard in Gretna. The New Orleans & Gulf Coast
(NO & GC) is the carrier from Gouldsboro Yard to Myrtle Point in Plaquemines
Parish. The Harvey Canal Corridor Alternative discussed in this report utilizes an
existing industrial spur running from 4th Street down Peters Road. See Exhibit 1 in
the Executive Summary.

The Union Pacific line runs east from
West Bridge Junction to Gouldsboro along
4th Street and has twenty-two (22) public
at-grade crossings between West Bridge
Junction and Gouldsboro. West Bridge
Junction consists of several tracks where
the interchange of railcars coming to and
from the Huey P. Long Bridge occurs.
The freight classification yard at Avondale
is operated by UP, as well as the
intermodal facility at Westwego. This line
includes a bascule bridge at the Harvey
Canal crossing. See Figure 3-1.

The NO & GC line runs along Belle Chasse Highway to Myrtle Point, and has
seventy-three (73) public and 192 private at-grade crossings. This line includes a
vertical lift bridge at the Algiers Canal/Intracoastal Waterway crossing in Belle
Chasse. See Figure 3-2.

Increased rail traffic would increase the
number of daily bridge movements. If the
Harvey Canal Corridor Alternative is
implemented, the vertical lift bridge in Belle
Chasse would no longer be needed after the
completion of Phase 2. Improvements to the
Harvey Canal Bridge may be necessary as rail
capacity increases over time.

Figure 3-1 Harvey Canal Bridge

Figure 3-2 Intracoastal Waterway Bridge
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3.2 Development of Operating Criteria using the Existing Route

3.2.1 Operations Using the Gouldsboro Yard

If rail service to the Millennium Port were to begin on the existing physical plant, the
interchange of container railcars to and from the port would take place at Gouldsboro.
This yard is currently the facility where Union Pacific, the carrier handling trains to
and from Avondale, hands off rail traffic to the New Orleans & Gulf Coast, the line
handling traffic to Belle Chasse and Myrtle Point. See Figure 3-3.

The definition of a "cut" in this
analysis is eight (8) doublestack
railcars coupled, with a trailing
length of about 2,440 feet. With a
locomotive, the total length of
such a train would be about 2,510
feet, or just under a half-mile. The
definition of a train in this
analysis is a unit train with sixteen
(16) doublestack railcars, plus a
locomotive, with a total length of
5,020 feet. This is a small unit
train, comparatively speaking:

such trains frequently exceed 7,000 feet in length, and may contain twenty-five (25)
to twenty-eight (28) doublestack railcars.

The unit lengths used are not arbitrary numbers; one-half mile is the maximum length
of a train that can currently be handled at one time into and out of Gouldsboro Yard
in Gretna without blocking Madison Street in Gretna or Brooklyn Street in Algiers
with standing railcars while switching. Five thousand feet is the length of the typical
unit container train required by the operating and demand parameters of the
Millennium Port; and thus, the economic unit of measure needed to support the
business case for the Port. Therefore, in this analysis, a cut is exactly half a train.

Figure 3-3 Gouldsboro Yard

Figure 3-4 Madison Street at Perry Street, South View
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Two factors govern rail operations using this yard, one of which leads to the
constrained length of the cuts. These two factors are:

1. Traffic to and from the Millennium Port would have to both enter and leave
Gouldsboro from and to the south; meaning all "cuts" (or trains) would have to
enter the yard, change directions, and leave in the direction from which they
entered; and

2. The NO&GC track to the south lies in the middle of Madison Street between
Semmes and Cook Streets, in Gretna. The NO&GC track only reaches
Gouldsboro Yard at the northeast edge of the yard trackage; it is not laid out so
that trains can actually enter the yard tracks at the south end of the yard, which is
near the intersection of Weidman and Adams Streets in Gretna.

Consequently, the only way for trains and engines to enter the yard from the NO&GC
track in Madison Street, or to leave to the south down Madison Street, is to move past
the yard to the north, up Brooklyn Street in Algiers, sufficiently far to clear the
connecting turnout, which is near Magellan and Madison Streets in Gretna, and then
reverse direction. There is approximately one-half mile of trackage clear of Madison
and Brooklyn in which such a switching move can be made without blocking one or
both of these streets. Any set of railcars more than one-half mile in length must be
staged in a city street. This happens now with long grain trains, and citizens
complain; but the frequency of such moves is largely seasonal, and much lower than
the train counts required to support the Millennium Port.

If a train one mile in length were handled through this interchange at Gouldsboro, it
would have to be handled in two pieces. Before the entire train could be reassembled
for onward movement, one piece would have to be left in either Madison Street or
along Brooklyn Street while the other half is switched.

These extensive and repeated blockages of the streets adjacent to Gouldsboro Yard
make the operation of 5,000 foot unit trains so impractical from a public safety point

Figure 3-5: Madison Street at Perry Street, North View
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of view that we conclude operation over the existing trackage in Gretna would be
limited to cuts of no more than about 2,500 feet in length each.

3.2.1.1 Additional Restrictions to the Existing Route

In addition to the access problem at Gouldsboro, the track runs down the middle of 4th

Street between Dolhonde and Amelia Streets in downtown Gretna. Gretna City Hall
and other municipal facilities are located in the vicinity, generating weekday road
traffic in this area. Trains are restricted to no more than 10 mph in this environment,
and these speeds cannot safely be increased because of close clearances, cross traffic,
and pedestrians.

At 10 mph, a half-mile long cut takes about three minutes to clear any given point,
such as cross street, on the line. A mile-long train would take about six minutes to
clear any given point on the route. Furthermore, any train 5,200 feet long would
block all cross streets at 4th Street simultaneously for a period of three minutes; even
longer blockages would be possible if an accident or a train braking problem
suddenly stopped the train at the wrong location. This is likely to be an unacceptable
risk to public safety if continued over a long period of time (e.g. fire, police, or
medical emergency on the "other" side of the tracks). Statistically, something will
eventually go wrong at the worst possible time.

Figure 3-6 4th Street in the Vicinity of Lafayette Street, East Northeast View
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3.2.2 Calculation of Rail Movements to Handle Demand

Because use of the existing trackage would constrain the operation to movements in
cuts, we have calculated the total rail movements required to support the Millennium
Port in two ways: as multiples of cuts, and as multiples of trains. Figure 3-8
illustrates how the number of rail movements increases with demand. These numbers
translate into the following annual and daily movements, based on a 360-day
operating year (movement numbers are the sum of in and outbound movements; i.e.
the total number of cuts or trains):

FIGURE 3-8 FORECASTED DEMANDS

The community impacts of utilizing the existing rail route would increase as port-
related traffic grows. At base demand, using cuts, downtown Gretna would
experience six to seven train movements on 4th Street per day, or about one every
three to four hours, assuming a random division of movements between daytime and
night-time hours. Madison Street would see the same pattern, but displaced in time
relative to 4th Street, because of the yard time at Gouldsboro required by the
interchange.

At 2015 levels, the movement of cuts almost doubles in frequency, to one cut every
two hours, again repeated between Madison and 4th Streets. In 2030, there would be
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a movement every hour – if, in fact, the rail line could even handle such density,
given its other limitations (see discussion in the following section). Given this
analysis, the use of the existing rail line in its present form is impractical.

3.3 Rail Operations via the Existing Route

Existing rail alignments are shown on Exhibit 1 in the Executive Summary.

3.3.1 Distances and Running Times on the Existing Route

The rail distances via the existing route between the Millennium Port and Gouldsboro
are approximately:

• 25 miles to site E at Ironton

• 30 miles to site F at Point Celeste

• 37 miles to site G at Magnolia

The rail distance between Gouldsboro and the west foot of the Huey Long Bridge at
West Bridge Junction is a little less than nine miles. The total rail distance between
the Millennium Port and West Bridge Junction is 34 to 46 miles. None of this
trackage is currently equipped with railroad block signals. Historically, the route has
been operated under what railroads call "Yard Limit" rules. These rules provide that
all movements operate at Restricted Speed, which is defined as no speed greater than
that which would allow the train or engine to stop short of an obstruction, another
train, a misaligned switch, or within half the range of the engineman's vision —
whatever distance is most restrictive at a particular point, or under a particular
condition. Under no circumstances can Restricted Speed exceed 20 mph, and in most
cases on the existing route, it has always been, and would likely remain, much less:
10 mph through all of Gretna, for example.

The option always exists to provide block signal protection on the existing route,
and/or to modify the railroad dispatching system to comply with Federal Railroad
Administration requirements for higher track speeds. These changes would allow
increased speeds for some stretches. The New Orleans & Gulf Coast, for example,
has a Track Warrant Control dispatching system in place which would allow trains to
travel at speeds up to 49 mph even without block signals, if the roadway and the
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grade crossing protection were suitably upgraded, and if other conditions allowed safe
operations at the higher speeds.

Even so, the trip times between the Millennium Port and West Bridge Junction via
Gouldsboro are likely to remain long and somewhat unpredictable, because of the
switching requirement and change of direction at Gouldsboro; and because no change
in the applicable railroad rules or dispatching system will ever raise the train speeds
in congested areas such as Gretna and Belle Chasse.

Conservative estimates of the time required for representative "cuts" moving between
the Millennium Port and West Bridge Junction are:

• NO&GC MP 37 [Site G] and NO&GC MP 12 Belle Chasse 50 minutes
• NO&GC MP 30 [Site F] and NO&GC MP 12 Belle Chasse 35 minutes
• NO&GC MP 25 [Site E] and NO&GC MP 12 Belle Chasse 25 minutes
• NO&GC MP 12 Belle Chasse to NO&GC MP 0 Gouldsboro 60 minutes
• Interchange and switching, Gouldsboro Yard 2 to 6 hours
• UP MP 1.5 Gouldsboro and UP MP 10.2 West Bridge Junction 30 minutes

(NO&GC MP 0, Gouldsboro; and UP MP 1.5 Gouldsboro are the same location)

Thus, elapsed times for cuts of cars moving between the Millennium Port and the
railyards at Avondale would likely be somewhere between four and half and nine
hours, depending on conditions at Gouldsboro. Even then, the typical move nets only
half a trainload. Consequently, the real time required to assemble an entire unit train
near West Bridge Junction (the actual switching together of cuts of cars could be done
on reconstructed railyard tracks in Westwego) might be twice that or longer: the sum
of the time to move whole trains to some point north of the Millennium Port, then
move "cuts" in stages through Gouldsboro, then move "cuts" again in stages through
Gretna, then assemble them again into a train at Westwego. The actual time for any
particular shipment would depend on crew assignments and/or movements coming
toward the Port that might delay the cycle.

3.4 Evaluation of the Existing Route Constraints

The Millennium Port could be opened with rail service supported only by the current
infrastructure. However, the combination of adverse community impacts and the
extra time and cost needed to assemble a unit train near Westwego make rail service
to the Millennium Port via the existing rail trackage impractical, unsafe, and
uncompetitive. The railroad train and engine crew costs, and the locomotive costs,
would easily amount to more than twice the cost of a true unit train operation, and
might so severely impact the total rail costs that the railroad prices offered to the
steamship carriers might be higher than at competing ports, or higher than drayage,
forcing freight onto the local roadways.
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Furthermore, the complications in the train operation via the existing trackage make
service reliability an issue; it will be perceived by potential customers as at risk for
erratic transit times, even if the railroad managers believe they could normalize the
performance. Given this analysis, serving the Millennium Port with rail access
provided only via the existing route is not likely to be a commercially viable
alternative.

3.5 Evaluation of Simple “Fixes” for the Existing Route

Many of the railroad operating constraints associated with the existing route could be
resolved by an alternate route around Gouldsboro Yard. Hypothetically, a track
connection could be constructed between the NO&GC track at 5th and Stumph, and
the UP track near Third and Broad, in Gretna. This would allow full unit trains to
move directly between the Millennium Port and West Bridge Junction, removing
switching and interchange delays at Gouldsboro. Service reliability would be
improved, and trains would not run in Madison Street in Gretna or Brooklyn Street in
Algiers. However, this connection would not eliminate the movement of long trains
on 4th Street in Gretna at 10 mph, and trains operating along Belle Chasse Highway
(LA 23) in Belle Chasse. In addition, land would need to be acquired in Gretna to
build the connection track between the NO&GC and UP, which would likely cause
unreasonable community impacts. This does not seem to be a feasible option, as it
would not resolve all of the capacity constraints of the existing route, and the
feasibility of constructing a connection at this location is questionable.

Figure 3-9: Belle Chasse Highway at Terry Parkway
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3.6 Capital Costs to Upgrade the Existing Route

Assuming the institutional and environmental objections to the use of the existing
route by unit trains of 5,000+ feet could be overcome, the civil engineering required
to make the trackage suitable for Millennium Port trains would include:

• Surfacing, ties, and ballast, 34 to 46 track-miles: 
• Field-weld 100% of retained jointed rail, NO&GC MP 12 to Millennium Port (13

to 25 track miles); 
• Replace 10% of jointed rail on NO&GC, and 80% of jointed rail on UP (11 -13

track miles) with 133 lb cwr. Add one 8,000 foot siding on NO&GC between
Belle Chasse and Millennium Port, and one 8,000 foot siding on UP at Marrero;
spring switches both ends;

• Reconstruct 10,000 track feet of marshalling trackage at Westwego on existing
roadbed and subgrade; 

• Construct head-on connection between UP/BNSF trackage in Westwego and
Huey Long Bridge at West Bridge Junction; 

• Upgrade highway crossings and protection.

These improvements would bring the existing route up to Class 2 standards, which
would improve safety conditions and increase operating speeds. The Millennium Port
could open and operate for about five years using only the upgraded existing route.
However, by 2010, and the forecasted demands would require an alternate route to be
in operation.
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4.0 Alternate Rail Routes

Any alternate rail route to the Millennium Port would involve construction of at least
some new railroad on an alignment not presently used for rail service. Therefore, any
new alternate route will be more expensive than simply upgrading the existing route,
and will raise environmental impact issues of its own.

However, there are substantial advantages, from the point of view of the affected
communities, as well as the railroads, to finding an alternate route. The operation of
trains along 4th Street in Gretna and Belle Chasse Highway in Belle Chasse would no
longer be required. Furthermore, since there are no rail customers in the Gretna area
around Gouldsboro Yard, both the rail trackage that accesses the yard (including the
track in 4th Street and in Madison and Brooklyn Streets) could be abandoned and the
land redeveloped for higher and better uses. Thus, the residents of Algiers and Gretna
could benefit if agreement could be found on an alternate alignment.

4.1 Alternate Rail Route 1 —Western Bypass Alternative

From an engineering perspective, it would be possible to construct an entirely new
rail connection between Avondale Yard West Bridge Junction and NO&GC MP 16
near Sarah at Belle Chasse Highway (about Mississippi River Mile 69). See
Exhibit 2 in the Executive Summary.

This alignment would run west-southwest from a grade separated crossing with Belle
Chasse Highway in Sarah. From the existing rail line in Sarah it would cross
Pipeline Canal and continue a west-southwest alignment to the Parish line. The
alignment would shift to the south south-west just to the east of the Van Donne Canal,
cross the canal, and continue past the termination of Highway 3134 to the south of
Jean Lafitte Park. It would then intersect Highway 45 and cross Bayou Barataria on a
vertical lift bridge. After this crossing, the alignment would shift to the northwest and
cross the Intracoastal Waterway and Bayou Villars on a vertical lift bridge, running
along the southern border of Jean Lafitte Park. At Lake Salvador, it would turn
north-northwest, on an alignment to the west of Jean Lafitte Park, crossing Lake
Salvador and Couba Island in St. Charles Parish on an elevated rail structure. After
crossing Couba Island, the alignment would shift slightly more to the west-northwest,
crossing Lake Cataouache on an elevated rail structure to Bayou Gaudin. The
alignment would then turn north northeast, crossing the Outer and Inner Cataouache
Canals. It would then shift to the northeast and parallel the Avondale Gardens Canal
for approximately three-quarters (0.75) of a mile. The alignment would then shift
back to a north northeasterly track, crossing Nicole Boulevard and US 90 to
Avondale. A grade separated structure would need to be constructed at US 90 to
maintain the flow of traffic. See Plate 9-A for the area where the new line would tie
into the existing line at Belle Chasse Highway (LA 23).
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The alignment would require approximately 23 route miles of new railroad, of which
some 75-80% would need to be on structure. It would approach West Bridge Junction
from the south rather than from the east, so land at Avondale, south of the relocated
West Bank Expressway, would need to be available for the siding and future storage
trackage required by the operating script.

The structure itself would require a single main track and parallel access road (for
maintenance) throughout. Distances are sufficiently short, and trackspeeds
sufficiently high, so that meets and passes between trains on the approximately 12
miles of structure would not be required. The siding and main track upgrades
between Sarah and the Millennium Port would be as for the other options.

Movable bridges of about the same size as the Algiers Canal/Intracoastal Waterway
Bridge on the Harvey Canal Corridor Alternative would be required to cross Bayou
Barataria, the Algiers Canal/Intracoastal Waterway, and Bayou Villars. Depending
on the exact alignment, additional movable spans might be needed where the line
would cross other navigable waterways.

4.1.1 Calculation of Travel Times and Rail Capacity via the Western
Bypass Alternative

The total rail distance to the Millennium Port via the Western Bypass Alternative
route would be between 32 and 44 miles, depending on the Port site chosen, and the
exact alignment between Avondale and Sarah. The entire distance of this route is
about 7 miles longer than the distance between Gouldsboro and Millennium Port
using the existing route.

Assuming reasonable, but fairly conservative, track speeds of 49 mph between the
Millennium Port and Sarah, 25 mph through the junction at Sarah, 49 mph on the
Sarah to Avondale main track (or 60 mph if the line is equipped with block signals),
and 30 mph across the bridges, total trip times would be roughly:

• West Bridge Junction to Site E: 42 minutes

• West Bridge Junction to Site F: 48 minutes

• West Bridge Junction to Site G: 60 minutes
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The main track portion of this route is sufficiently short and sufficiently fast that it is
never likely to be a capacity constraint. However, this route makes the Port railyard
into a suburb of the Huey Long Bridge, and the proximity of the two (in the sense that
they are now less than one hour apart) actually increases the likelihood that trains will
need to hold at Avondale in one or both directions.

4.1.2 Capital Costs to Construct the Western Bypass Alternative
Connection and Upgrade of Retained Existing Route Segments

A Millennium Port rail access corridor utilizing the Western Bypass Alternative
would require the following capital investment:

• Surfacing, ties, and ballast, 9 to 21 track miles (Sarah to Millennium Port);
• Field weld 100% of retained jointed rail NO&GC MP 16 to Millennium Port (9

to 21 track miles);
• Replace 10% of jointed rail on NO&GC section;
• Construct 23 miles new single main track between Sarah and Avondale, 12 miles

on structure 40 feet wide at top of bents; 133 lb cwr, concrete ties;
• Optional: CTC 16 miles Avondale to Sarah including controlled siding and

electrically locked turnouts into storage tracks, "South Avondale"
• Construct two 650-foot long single track vertical lift bridges [length includes

approaches] across Bayou Barataria and Bayou Villars; including interlocking
signals and derails;

• Construct one 8,000 foot siding at "South Avondale" and one 8,000 foot siding
between Sarah and Millennium Port; spring switches or power turnouts both
ends;

• Construct head-on connection between "South Avondale" and Huey Long Bridge
at West bridge Junction;

• Upgrade grade crossings and protection.
• Construct a grade-separated crossing at Belle Chasse Highway
• Construct a grade-separated crossing at US 90 in Avondale

Although the Western Bypass Alternative provides efficient rail operations, the
capital costs involved with its construction are prohibitive at approximately $846
million. The construction of the new rail line from Belle Chasse Highway to
Avondale would cost approximately $721 million, as 75 to 80% would need to be on
structure. The upgrade of the existing rail from Sarah, and the extension of the track
to a port site, would cost approximately $22 million, depending on the port location.
Grade separations would be required at Belle Chasse Highway and US 90, costing
approximately $30 million. Two vertical lift bridges would need to be constructed
over Bayou Baratatia and the Intracoastal Waterway, at an approximate cost of $72
million. In addition, this alternative cannot be built in phases; the entire alternative
would have to be built before the port could be opened.
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4.2 Alternate Rail Route 2–-Harvey Canal Corridor Alternative

The second alternate rail route identified for consideration would connect the existing
NO&GC track near railroad milepost 13.5 near the community of Cedar Grove with
the UP line to Gouldsboro just east of the Harvey Canal in Harvey. There is an
existing industrial rail spur on the east side of the Canal that extends south to the
Jefferson/Plaquemines Parish line that could be rebuilt and relocated to accommodate
port traffic. See Exhibit 3 in the Executive Summary.

Preliminary ground and aerial reconnaissance of this area suggests that the best rail
route between the Parish line and Harvey might lie along, and just west of, St. Joseph
Street in Harvey (this permits a facing-point turnout from the existing UP line toward
the south going east, just east of the existing Harvey Canal railroad bridge, and avoids
the need for a new bridge), then south of the West Bank Expressway in an old
industrial seam of land that lies east of Peters Road, behind most of the existing
Peters Road industries, and west of the residences along Pailet Avenue. This corridor
extends as far as Lapalco, and some of the land used to be railroad right-of-way into
the industrial zone. Most of the land is currently vacant; some is posted with
warnings against contamination.

North of Lapalco Boulevard, the proposed alignment would curve slightly to the west
to pass under the current highway bridge, cross a driving range, then curve somewhat
further east, to run along the Murphy Canal to the Parish line. This location places the
railroad along the boundary between industrial real estate to the west along Peters
Road, and residential development to the east of Murphy Canal.

South of the Parish line, the railroad alignment would need to cross Bayou Barataria
on a fixed bridge, then cross the Algiers Canal/Intracoastal Waterway on a vertical lift
bridge, and traverse presently undeveloped land southwest of the Belle Chasse Naval
Air Station.

This alignment would require the construction of approximately 10.5 miles of new,
single main track between Cedar Grove and Harvey on a 35 to 50-foot right-of-way.
Passing sidings in this segment would not be required, as long as passing sidings are
constructed in Marrero and south of Cedar Grove, as outlined in the operating
requirements for use of the existing route, previously described.
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This route could be utilized for a rail line with no more than ten to twelve grade
crossings, which are all in Jefferson Parish along lightly used cross streets running
east from Peters Road to Pailet Avenue. It may be possible to reduce the number of
crossings without seriously impacting road traffic in the area by closing some
connections with Peters Road. The land required is largely vacant; there is a cluster of
industrial buildings at the Harvey end of the alignment that would need to be
relocated, and a small group of residences on the east side of Murphy Canal at the
Plaquemines Parish line that would not be in the path of the rail right-of-way, but
which might be impacted by it to the point where the land should simply be
purchased from the owners. Existing conditions and possible impacts are further
discussed in the following section.

The proposed Peters Road Alternative would have three construction phases to
accommodate the growing capacity estimates.

1. Proposed Phase 1 upgrades (see Exhibit 3-A in the Executive Summary)
would include:

• Minimum track upgrades from Harvey to Gouldsboro and Gouldsboro
to Cedar Drive and Belle Chasse Highway, $7 million

• Permanent track upgrades from West Bridge Junction to Harvey, $5
million

• Permanent track upgrades from Cedar Drive and Belle Chasse
Highway to Millennium Port site, $24 million

• Total Cost: $36 million
2. Proposed Phase 2 upgrades (see Exhibit 3-B in the Executive Summary)

would include:
• Upgrade existing Peters Road line, $2 million
• Construct new line from the Murphy Canal to Sarah, $16 million
• Construct grade separations at Belle Chasse Highway and Peters

Road, $ 30 million
• Construct vertical lift bridge over Algiers Canal, $36 million
• Total Cost: $84 million

3. Proposed Phase 3 upgrades (see Exhibit 3-C in the Executive Summary)
would include:

• Construct new line to relocate Peters Road line between Harvey and
the Murphy Canal, $13 million

• Construct new balloon track at Avondale to access the Huey P. Long
track, $4 million

• Total Cost: $17 million

A new roadway is proposed in conjunction with this alternative. It is discussed in
Section 4.3 and depicted in blue on the Plates following the text of this report.

The final design of this alternative is contingent on many factors. One significant
issue is the number of proposed roadway projects in the vicinity. Environmental
studies are being conducted for the extension and widening of Peters Road, which
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would affect the design of this project. Possible impacts of proposed roadway
projects in the vicinity are discussed in Section 4.4 of this report.

4.2.1 Existing Conditions and Possible Impacts

4.2.1.1 Mississippi River to Westbank Expressway

During Phase 2 of this alternative, the existing Peters Road line would be upgraded
on its existing alignment to its connection with the new line being constructed at the
Murphy Canal crossing approximately seven tenths (0.7) of a mile from Lapalco
Boulevard. The existing rail alignment and its proposed relocation are depicted in
Plate 1.

During Phase 3, the proposed railway would tie into the existing spur just east of the
Harvey Canal Bridge. Land uses in this area are largely industrial with some
commercial establishments along 4th Street. Along St. Joseph Street, the uses to the
east side are mainly residential up to 8th Street. From 8th Street, the east side of St.
Joseph Street is generally industrial in character. The uses on the west side of St.
Joseph Street are largely industrial throughout.

The preferred alternative would align the railway through the west side of the street,
so that no residences would be affected. This alternative would affect fifteen (15)
businesses along St. Joseph Street. Ten (10) more businesses that front Peters Road
could also be affected, as their property may extend into the project right-of-way. St.
Joseph Street would have to remain an operable roadway to provide access to the
remaining properties. It is likely that a noise wall would need to be constructed to
mitigate impacts to the adjacent residential properties.

The proposed alignment would affect several businesses along St. Joseph Street
including: Westbank Starter & Alternator; Dairy Fresh; Universal Coil, MFG; Triple
G Supply, Inc.; Crane & Templet; ACME Truckline, Inc., Southern Electric Motor
Service; Dallas Mavis; BJ Hughes; The Diesel Machine; and McJunkin. In between
Triple G Supply, Inc. and Crane & Templet there are two vacant warehouses that
would be within the project right-of-way. Where St. Joseph Street terminates at
Brinker Street, there is an unidentified business operating at 2680 Brinker Street that
would be affected. Facing the Westbank Expressway frontage road, Haywilk, and
Kar Klink Body Shop would be affected. Along Peters Road, the businesses that may
be affected include: Daniel Measurement and Control; Lawson & Company, Inc.;
Dehi Electrical Oilfield Depot, Inc.; Direct Connection; Auto & Truck Repair; the
Mid Continent building which includes Sea Worthy Marine Corp., Dredging Supply
Rental, and Lynndan Inc.; Melville Equipment Inc.; Francis Torque Service, and
Industrial Fabrication & Repair Service. See the Plate 1 and the Photo Atlas pages
1-8.
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4.2.1.2 Westbank Expressway to Lapalco Boulevard

During Phase 3, the new alignment of the railroad would be constructed to cross over
the Harvey Tunnel and Westbank Expressway service roads on structure as it passes
under the Expressway. This crossing may require adjustments to the service roads,
depending on the final design and traffic forecasts. See Plate 1.

Land uses throughout this portion of the project are generally mixed residential uses
to the east, and industrial uses to the west along Peters Road. The project would affect
two businesses facing the Westbank Expressway service road: Affordable
Transmissions and K & S Diesel Parts and Sales, Inc. There are three structures
behind K & S Diesel Parts and Sales that seem to be part of that business. The
project would then run through the back lots of the Waste Management and Truck
Auto Repair properties. A structure located behind Chevron USA, which may be a
part of that business or the adjacent Deltide Fishing and Rental Tools, Inc. would be
affected. Some structures on the back lot of Superior Energy Services, Inc. and
would be affected. See Plate 2 and the Photo Atlas pages 8 and 9.

Between Norman and Lester Streets, the project area is largely vacant to the west,
with continued residential development to the east. An area approximately 1.2 miles
long varying from 200 and 400 feet wide between Norman Street and Breaux Avenue
would likely has brown field site implications. If this alternative is carried forward,
this area would require Phase 1 Site Assessment with limited Phase 2 testing. See
Plate 2 and the Photo Atlas page 11.

At Lester Street, Delta Waste System and A & E Engine and Compression would be
affected. There may also be impacts to the adjacent New Orleans Metal Works
facility. At Joseph Street along the project alignment, B&M Machine and Fred’s
Painting may be affected. Approximately 400 feet south of Joseph Street, the new
rail alignment would curve slightly to the west to pass under Lapalco Boulevard.
Along Breaux Avenue, OFS, Inc., Alpha Technical Services, Inc., and A-1 Electrical
Contractors, Inc. would also be affected. See Plate 3 and the Photo Atlas pages
10-14.
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4.2.1.3 Lapalco Boulevard to Engineer’s Road

The new railway constructed in Phase 3 would cross under Lapalco Boulevard, which
could affect A-1 Electrical Contractors, Inc., a building at the corner of Pailet Street
and Breaux Avenue of unknown use, with a removed Simon’s Diesel Repair sign, and
a vacant structure on the north side of Lapalco Boulevard. On the south side of
Lapalco Boulevard, Hook & Slice Golf would require relocation to accommodate the
project. See Plate 3 and the Photo Atlas page 14.

In Phase 2, the existing Peters Road spur would be upgraded to connect with the new
line being constructed on the west side of the Murphy Canal south of Lapalco
Boulevard. A temporary connection would need to be constructed between the new
line and the upgraded Peters Road line, which would cross Peters Road at-grade and
would only be used to serve rail customers on the east side of Peters Road after the
full build out of the new line in Phase 3 (see Plate 4). After the completion of Phase
2, trains could bypass Gouldsboro Yard by utilizing the upgraded spur and new track.
The grade crossing of Peters Road would disrupt the flow of road traffic for three to
five minutes each time a full-length train passed. In 2010, it is forecasted that four
trains a day would be moving from the Millennium Port to West Bridge Junction. As
approximately half of these trains would be running late at night, the disruption
caused by this grade crossing would not be unreasonable. However, as demand
increases over time, so does the disruption to road traffic.

In Phase 3, the new railway would curve to the east after crossing under Lapalco
Boulevard, and run along the west side of the Murphy Canal for approximately seven
tenths (0.7) of a mile. The railway would then cross the Murphy Canal, running
along the east side of the canal and crossing Bayou Barataria on a fixed bridge. The
railway would intersect Engineers Road after the crossing of Bayou Barataria.
Engineers Road and a portion of Peters Road would need to be on structure to
accommodate a grade separation over the new railroad alignment. See Plates 3-5.

The new railway would cross through the Hook & Slice driving range, and then
through the back lot of Hydradyne Hydraulics property. The remainder of the
alignment on the west side of the Murphy Canal passes through vacant industrial
property. At the Murphy Canal crossing, there are power lines and new residential
development between the two existing residential communities that would need to be
addressed. See Plates 3 and 4 and the Photo Atlas pages 14-18

A structure is located off of a private road on the east side of Murphy Canal
approximately three tenths (0.3) of a mile north of Bayou Barataria, which would be
affected. North of Bayou Barataria, there is a small residential community and trailer
park that may be impacted by the project. See Plate 5 and the Photo Atlas pages 19
and 20.
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4.2.1.4 Engineers Road to Millennium Port Site

In Phase 2, the new railway would be constructed to cross Bayou Barataria, and then
curve slightly to the west and cross Engineers Road. A grade separation over the
railway at this point would be necessary to maintain the flow of traffic on Peters and
Engineers Roads. The railway would then cross the Algiers Canal/Intracoastal
Waterway on a vertical lift bridge. After crossing the canal, the railway would
traverse south for approximately 1.7 miles, and then curve to the west and tie into the
existing track parallel to Belle Chasse Highway approximately 200 feet north of its
intersection with Cedar Drive. A grade separation and frontage road would need to
be constructed in Phase 2 of the project at Belle Chasse Highway to maintain traffic.
See Plates 6, 7, and 8.

The existing railway parallel to LA 23 in Plaquemines Parish would be upgraded in
Phase 1 of the project. Exhibit 1 and Plates 7-18 locate the existing track.

The amount of property that would be affected depends on the final design. At this
preliminary stage, a residence on Concord Road; Industrial Pump Sales; Scott
Armature Sales & Storage, Inc.; and Pelican Grocery, Inc./Pelican Marine Supply,
Inc. would be affected. Fluid Systems, Inc.; Tri-Lode, Inc.; Ken Coil; Total Machine
Works, Inc.; ESCH Environmental Health Consulting/Safety Services, Inc.; and two
residences in the vicinity may be affected depending on the final design. After
crossing the Algiers Canal/Intracoastal Waterway, the land in the proposed project
area is mostly vacant. A trailer park near the proposed new connection with the NO
& GC track along Belle Chasse Highway may be affected by the construction of the
frontage road. See Plates 6, 7, and 8; the Photo Atlas pages 21 and 22. Plates 9 – 18
locate the existing rail down Belle Chasse Highway. Page 23 in the Photo Atlas
shows the area along Belle Chasse Highway where the new rail line will connect with
the existing railway. Pages 24-26 in the Photo Atlas depict the existing railway along
Belle Chasse Highway.
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4.2.2 Calculation of Travel Times and Rail Capacity via the Harvey Canal
Corridor Alternative

The total rail distance to the Millennium Port via the Harvey Canal Corridor
Alternative would be between 27 and 40 miles, depending on the Port site chosen.
Assuming fairly conservative maximum track speeds of 49 mph between the
Millennium Port and Cedar Grove, 20 mph through the junction at Cedar Grove, 40
mph to the Algiers Canal bridge, 30 mph to Harvey, 10 mph through the junction to
the UP and across the Harvey Canal bridge, and 20 mph to West Bridge Junction,
total trip times would be approximately:

• West Bridge Junction to Site E: 55 minutes

• West Bridge Junction to Site F: 60 minutes

• West Bridge Junction to Site G: 70 minutes

This alignment would remain unconstrained for the life of the forecast demand, as
long as the Millennium Port and the Huey Long Bridge could accept arriving trains
without imposing their own capacity limitations on the connecting rail corridor.

In practice, terminal congestion and bridge limitations, in the case of the Huey Long
Bridge, might well become an issue as Port volumes increase. These limits produce a
need for additional hold tracks, not a requirement for added line capacity. To solve
the problem, it would be wise to reserve land in the Westwego area that could be used
to reconstruct additional sidings 6,000 to 7,000 feet in length, in which trains could be
held out for Port or connecting railroad convenience. The railroad operating property
needed for this eventuality already exists in Westwego, since both predecessor
railroads (Missouri Pacific-Texas & Pacific Terminal, and Southern Pacific) had
additional yard tracks in this area at one time, and much of the land is still vacant.

4.2.3 Discussion of Possible Owner Entities

In order to move this project forward from a conceptual capital plan to an
implementation plan, an owner entity needs to be identified. The following sections
assess the advantages and disadvantages of possible owner entities.
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4.2.3.1 Public Entities

Possible public entities that can be evaluated as possible owners include the
Millennium Port Authority and the New Orleans Public Belt Railroad. The following
evaluates these entities in terms of powers/enabling legislation, expropriation
authority, bonding authority, governance, jurisdiction, and the advantages and
disadvantages as the owner entity.

Millennium Port Authority

• Powers/Enabling Legislation – The Millennium Port Authority enabling
legislation provides the authority with the power to “own, construct, operate,
lease, and maintain any railroad belt or connecting lines required to be
constructed after July 1, 1999, that are necessary or useful to the authority
development program” (R.S. 34 § 3473).

• Expropriation Authority – The Millennium Port Authority is enabled “to
acquire by expropriation title to any real property...” (R.S. 34 § 3479).

• Bonding Authority – The Millennium Port Authority enabling legislation grants
the power “to incur debt and issue bonds and other debt instruments for its need
in the manner herein provided” (R.S. 34 § 3482).

• Governance – “The authority shall be governed by a board of twelve
commissioners, consisting of two ex officio members and ten commissioners
appointed by the governor and chosen as provided in this Section....Such
commissioners shall not be appointed or elected commissioners or board
members of the ports of Louisiana” (R.S. 34 § 3474).

• Jurisdiction – “The Millennium Port Authority shall have only that exclusive
jurisdiction as provided herein over the authority development program within
the coastal waters of Louisiana, the areas of the state extending seaward thereof
to the extent of the state’s rights thereto, and over such other waters, water
bottoms, wetlands, and lands within the territorial boundaries of the state
necessary to effectuate the purposes of this Chapter” (R.S. 34 § 3473).

The Millennium Port Authority has the important advantage of the existing legal
authority necessary to construct, fund, and operate the rail line. Since the proposed
rail improvements extend in Jefferson and Plaquemines Parishes, there are
jurisdictional issues associated with the implementation of the improvement plan, and
the ability to operate across political boundaries is another advantage of the
Millennium Port Authority.

However, a serious disadvantage of the Millennium Port Authority as an owner entity
is that the authority is inexperienced in railroad operations. Railroad operations
require experience and knowledge of engineering standards, capital budgets,
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personnel training, safety, etc., and it is unlikely that a new entity could develop the
expertise necessary to successfully operate a new railway. The labor liabilities
involved with the creation of a railroad, i.e. the provisions of the “New York Dock
Decision” and Section 6 of the Railway Labor Act, also adds to the difficulty of a
new entity being developed to handle rail operations on the new route (See
Appendix).

The New Orleans Public Belt (Public Belt)

• Powers/Enabling Legislation – While the Public Belt currently operates in
Orleans and Jefferson Parishes, the enabling legislation of the Public Belt
provides the “right to operation within or without the parish of Orleans“ (R.S. 33
§ 4530).

• Expropriation Authority – The New Orleans Public Belt enabling legislation
invests the Public Belt with the authority “to make contracts, acquire lands,
leases and other forms of property necessary for the operation of a railway
system, either by purchase, expropriation, or otherwise...” (R.S. 33 § 4530).

• Bonding Authority – The New Orleans Public Belt enabling legislation gives
the Public Belt “the authority to recommend that the city of New Orleans issue
bonds for the development, extension, additions, betterment, or construction of
the Public Belt railroad system” (R.S. § 4533).

• Governance – The Public Belt Railroad Commission for the city of New Orleans
is composed of the mayor and “sixteen citizen tax payers...The mayor of the city
of New Orleans shall be the president of said commission...The president pro
temp shall be chosen by the commission...” (R.S. 33 § 4530).

• Jurisdiction – The New Orleans Public Belt Commission has jurisdiction over
the “control, operation, management and development of the Public Belt railroad
system” (R.S. 33 § 4530).

The primary function of the Public Belt has been in support of the Port of New
Orleans. The enabling legislation of the Public Belt provides it with the opportunity
to expand. The New Orleans Public Belt is commercially neutral, has revenue
bonding authority, and good professional relations with all of the main line carriers.
Because of these factors, the New Orleans Public Belt would be a sound option for
possible ownership of the new rail line.

However, in discussions with the Belt management, they have expressed serious
concerns about the liability associated with operating a railroad on the existing route
along LA 23.
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4.2.3.2 Private Entities

The following evaluates the possibility of private ownership of the proposed railroad.

The Union Pacific Railroad (UP)

The Union Pacific Railroad is an operating subsidiary of the Union Pacific
Corporation, a publicly traded company, and the largest railroad in the North
America. The UP owns the portion of the existing route from West Bridge Junction
to Gouldsboro Yard and the existing spur along Peters Road. Because the UP owns a
large portion of the existing rail line, they will have an important role in this project
regardless of ownership.

The Union Pacific Railroad, as a private company responsible to stockholders, has to
view the entire project in the context of a business decision, and will be interested in
maximizing their return on investment. Based on the uncertainties associated with
the growth of traffic in their service areas, it is unlikely that the UP would undertake
capital investment in the track upgrades proposed as part of Phase 1.

The New Orleans and Gulf Coast Railroad (NO&GC)

The New Orleans and Gulf Coast Railroad is a 24 mile line that runs from
Gouldsboro to the existing end of track just above Ironton (about River Mile 59.5). It
is owned by the Rio Grande Pacific Corporation of Ft. Worth, Texas. Again, because
they own a large portion of the existing rail line, they will be an integral entity in this
project regardless of ownership.

The smaller railroads focus on just a few customers, provide more flexible service,
and are typically easier to do business with. However, the funding of Phase 1 is again
an issue. Because of the uncertainties of traffic growth, it is uncertain that the NO &
GC would be willing to undertake the capital investment associated with Phase 1 of
the project.

4.2.4 Construction and Operation of Proposed Rail Facilities

A challenging aspect of this rail improvement project will be to move the program
forward from the conceptual capital plan as herein presented to an implementation
agreement, which vests the rights of interested parties, and provides a funding
mechanism to enable the progression of project improvements.

For the purposes of discussion, the interested parties may include:

1. The Union Pacific Railroad (UP) - The UP portion of the existing route
extends from West Bridge Junction to the Gouldsboro Yard. The UP also
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owns the existing spur, which parallels Peters Road. The UP will be
interested in a full range of issues. These may include:
• The opportunity to directly service the new container Port;
• The direct sale of their properties to another railroad, or a public entity;
• The allowance of other railroads to acquire trackage rights on their

properties; and
• The liability issues associated with ownership and operations.

2. The New Orleans and Gulf Coast Railroad (NO&GC) - The NO & GC
property extends from Gouldsboro Yard downriver to Ironton, near milepost
60. As with UP, the NO & GC interests may include:
• the opportunity to directly service the new container Port;
• the direct sale of their properties to another railroad, or a public entity;
• The allowance of other railroads to acquire trackage rights on their

properties; and
• The liability issues associated with ownership and operations.

3. The Millennium Port Authority – It is unlikely that the Authority would
choose to operate a railroad because of their lack of experience in railroad
operations. However, the Authority could play an important role in this
project. The authority was created to operate across political boundaries.
Since the proposed rail improvements extend in Jefferson and Plaquemines
Parishes, there are jurisdictional issues associated with the implementation of
the improvement plan. The Millennium Port Authority could function as a
joint powers authority to undertake the financing, design and construction of
the proposed improvements.

4. The New Orleans Public Belt Railroad (Public Belt) - The Public Belt
Railroad operates in Orleans and Jefferson Parishes, but their enabling
authority provides the opportunity to extend service to other parishes.
Because the Public Belt is commercially neutral, has revenue bonding
authority, and good professional relations with all of the main line carriers,
they would be an attractive entity to serve the new container port.

Possible Funding/Participation and Other Entities

5. Louisiana Department of Transportation and Development (LADOTD) –
Within the auspices of its general enabling authority, LADOTD could
participate in the planning, design and construction of proposed
improvements, provided that the improvements are clearly linked to an
associated public transportation purpose.

6. The Crescent City Connection – Recent legislation enables the Crescent
City Connection to fund rail improvements along the Peters Road Corridor
(see Appendix).
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7. Regional Planning Commission for Orleans, Jefferson, Plaquemines, St.
Bernard and St. Tammany Parishes (RPC) – The RPC provided the
leadership and funding to undertake this initial planning effort. It is expected
that they will continue to play an important coordination role and provide
additional support for planning and environmental efforts, to the extent
practical within their budget. The project could feasibly be constructed with
federal and local matching funds through the RPC.

8. Local government, including Jefferson and Plaquemines Parishes and the
City of Gretna – The local governing authorities will have an interest in the
project and will want to represent the interest of their various constituencies.

9. The Downriver Container Terminal – The greatest concerns and needs of
the container terminal developer would be the assurance of competitive rail
access. Assurances must be provided relating to rail access from the container
terminal to the six main line railroads. These include definition of rail
capacity, rail transit time, and cost. The terminal developer would also need
assurances that the project is carried forward with due diligence.

Concerns

The project is anticipated to be developed in three phases (See Exhibits 3-A, B, and
C). The first implementation phase includes upgrades to the entire existing route
between West Bridge Junction and Ironton, as well as the extension of the rail
corridor downriver to the site of the new container terminal. Both UP and the NO &
GC track would be improved in this program. However, as stated above, the UP and
NO&GC will probably be tentative in undertaking the track upgrades proposed as
Phase 1 because of the uncertainties of growth of traffic. Consequently, some public
entity will have to provide funding for some portion, or all, of the Phase 1 program.
This results in the expenditure of substantial public funds in support of a private
investment. In addition, the public funds would improve the properties of two other
private businesses, the UP and the NO&GC. Clearly, there is a problem with
granting public funds to private businesses.

Possible Strategies

This problem could be resolved if a public entity were to first buy the rail properties.
The Public Belt might seem to be an attractive candidate for this approach. However,
in discussions with the Belt management, they have expressed serious concern about
the liability associated with operating a railroad on the existing route. The
Millennium Port Authority also has the authority to procure the route, but they would
face the same concerns for liability.

An agreement could be crafted with various interested parties that establishes a basis
for undertaking the entire project. Some of the items that might be included follow:
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1. An agreement defining the terms for providing public funding support to the
UP & the NO&GC to undertake the recommended Phase 1 track upgrades
and extensions to the new container terminal. This agreement would clarify
what the public will receive in return for its investment, i.e. right-of-way
ownership, a grant of trackage rights to a third party, etc.

2. A Valuation of all the rail properties, with an option for a public entity
(either the Belt or the Millennium Port Authority) to purchase the properties
at a later date – taking into consideration the previous public investment in
the route.

3. The establishment of trackage rights on the new route and portions of the
existing route that may remain in service. From the perspective of the
container port investor, it would be advantageous for multiple carriers to
have trackage rights to service the port. This would promote service
competition and assure minimal costs.

4. Identification of the public entity that would be responsible for completing
the environmental documents associated with the implementation of future
phases.

5. Identification of the public entity/s that will fund future phases of the
project.

6. Identification of criteria that would be used to trigger future investment
decisions.

4.2.5 Capital Costs to Construct the Harvey Canal Corridor Connection
and Upgrade Retained Existing Route Segments

A Millennium Port rail access corridor utilizing the Harvey Canal Corridor
Alternative would require the following capital investment:

• Surfacing, ties, and ballast, 17 to 29 track miles (Westwego—Harvey, and Cedar
Grove—Millennium Port);

• Field weld 100% of retained jointed rail NO&GC MP 13.5 to Millennium Port
(11.5 to 23.5 track miles);

• Replace 10% of NO&GC jointed rail, and 80% of jointed rail between Westwego
and Harvey (5 miles);

• Construct 10.5 miles of new single main track between Cedar Grove and Harvey
on 50-foot subgrade; 133 lb. cwr, concrete ties;

• Construct 650-foot single track vertical lift bridge (length includes approaches)
across Algiers Canal near the Jefferson/Plaquemines Parish line, including
interlocking signals and derails;

• Construct 400-foot single track concrete ballast deck bridge across Bayou
Barataria near Jefferson;
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Plaquemines Parish line:

• Construct one 8,000 foot siding between Cedar Grove and Millennium Port, and
one 8,000 foot siding at Marrero; spring switches both ends;

• Construct head-on connection between UP/BNSF trackage in Westwego and
Huey Long Bridge at West Bridge Junction;

• Upgrade grade crossings and protection, including 10-12 new crossings.

Phase 1 costs would include: approximately $5 million for the permanent track
upgrade of the existing route from Peters Road to West Bridge Junction; $24 million,
depending on the port location, for the permanent upgrade of the existing track from
Cedar Drive and Belle Chasse Highway, and the extension to the port site; and $7
million for the minimum upgrade of the existing track from Peters Road to
Gouldsboro Yard and Gouldsboro to Cedar Drive and Belle Chasse Highway. The
total cost for construction of Phase 1 would be approximately $36 million, and would
satisfy the forecasted rail demands for a large container terminal until 2010, assuming
a 2005 port opening.

Phase 2 costs would include: $2 million to upgrade the existing industrial spur along
Peters Road; approximately $16 million to construct the portion of the new line from
Belle Chasse Highway to the connection with the upgraded Peters Road line; $30
million to construct the grade separations at Belle Chasse Highway and Peters Road;
and $36 million to construct the vertical lift bridge. Total construction costs for
Phase 2 would be approximately $84 million. Phase 2 would satisfy forecasted port
demands until 2015.

Phase 3 costs would include: $13 million to construct the new track to 4th Street from
the terminus of the track constructed in Phase 2, and $4 million to construct the
balloon track at Avondale. Total Phase 3 costs would be approximately $17 million,
and would provide the rail infrastructure to meet the forecasted demands of the port
until at least 2040.
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4.3 Harvey Canal Corridor Alternative — Proposed Roadway

A new roadway is proposed to roughly parallel the new railway to Belle Chasse
Highway from an interchange with the Westbank Expressway. A ramp from the
Westbank Expressway to Peters Road is currently being studied, which would affect
this alternative. Additionally, the proposed railway would cross under the Westbank
Expressway and over the Harvey Tunnel on structure. The railway structure, the
Harvey tunnel, and traffic movements on the Westbank Expressway service roads and
Peters Road at the Westbank Expressway would all have to be considered in the final
design of the intersection of the new roadway. As traffic modeling is not available
for this area, the feasibility of the preliminary design cannot be determined. The new
roadway would connect with the northbound Westbank Expressway frontage road. In
further design stages, alternatives for access to the new road from the southbound
Westbank Expressway frontage road may need to be examined, depending on traffic
forecasts. Access to the pedestrian entrance to the Harvey Tunnel would also need to
be provided. In addition, crossing signals have been provided where the frontage
roads would cross the new alignment of the railway. Again, the design of this
intersection is contingent on the possible roadway projects and network modeling.
However, the number of proposed roadway projects in the area will likely result in
the addition of this area into the traffic model.

The proposed roadway would follow the new rail alignment constructed in Phase 3 of
this alternative for approximately 1,000 feet south of a proposed intersection with the
Westbank Expressway. It would then curve to the east with the railroad, and run
parallel to the back property lines of the adjacent residential neighborhood. Land
uses throughout this portion of the project are generally mixed residential uses to the
east, and industrial uses to the west along Peters Road.

Depending on the final design of a proposed intersection with the Westbank
Expressway, residences along Greffer Avenue on both sides of the Expressway may
be impacted. Businesses along the Westbank Expressway service roads would be
affected. A possible design for the road and railway crossing under the Westbank
Expressway is shown on Plates 1-A and 1-B. See Plates 1, 1-A, and 1-B.

Figure 4-1 Harvey Tunnel Pedestrian Entrance
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The new road has a proposed intersection Lapalco Boulevard, which could,
depending on final designs, affect A-1 Electrical Contractors, Inc., a building at the
corner of Pailet Street and Breaux Avenue of unknown use with a removed Simon’s
Diesel Repair sign, and a vacant structure on the north side of Lapalco Boulevard.
On the south side of Lapalco Boulevard, Hook & Slice Golf would require relocation
to accommodate the project. A possible plan profile for the crossing under Lapalco
Boulevard is shown in Plate 3-A. See Plates 3 and 3-A, and the Photo Atlas page 14.

South of Lapalco Boulevard, the proposed road and railway would curve to the east,
and run along the west side of the Murphy Canal for approximately seven tenths (0.7)
of a mile. The road and railway would then cross the Murphy Canal and remain
adjacent for approximately one half (0.5) of a mile on the east side of the canal. The
two structures would then separate, remaining parallel, but separated by
approximately 700 feet. The railway would continue to run along the east side of the
Murphy Canal and remain separate from the roadway until after the crossing of the
Algiers Canal/Intracoastal Waterway in Plaquemines Parish. Both facilities would
need to cross Bayou Barataria, but it is not a navigable waterway at this point. The
two structures would intersect Engineers Road after the crossing of Bayou Barataria.
Engineers Road would need to be on structure to accommodate a grade separation
over the new railroad alignment and a connection with the new roadway. See Plates
3-5.

The road and railway would cross through the Hook & Slice driving range, and then
through the back lot of Hydradyne Hydraulics property. The remainder of the
alignment on the west side of the Murphy Canal passes through vacant industrial
property. At the Murphy Canal crossing, there are power lines and new residential
development between the two existing residential communities that would need to be
addressed. See Plates 3 and 4 and the Photo Atlas pages 14-18.

The proposed roadway would curve slightly to the west after its proposed intersection
with Engineers Road. It would then cross the Algiers Canal/Intracoastal Waterway
with a fixed span bridge. After crossing the canal, the roadway would curve to the
west, and connect with Bayou Road East. Existing Bayou Road East and West
Walker Road would be upgraded to the standards of the proposed roadway. The new
roadway would terminate at its intersection with Belle Chasse Highway. See Plates 6
and 8.

A bridge would need to be provided to cross the Algiers Canal/Intracoastal
Waterway, and would need to meet navigational clearances and would require US
Coast Guard permitting. If the proposed grade crossing of the railway would affect
access to businesses on Peters and Engineers Roads, the construction of frontage
roads would be necessary. The amount of property that would be affected by the two
structures depends on the final design and geometry of the ramps. See Plates 6, 7, 8,
and 9 and the Photo Atlas pages 21 and 22.
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4.4 Impacts of Proposed Roadway Projects

There are a number of projects currently being studied that would affect the design of
the Harvey Canal Corridor Alternative. Projects identified as “Committed Projects”
1999 Westbank Major Thoroughfare Plan are those currently adopted in the
Transportation Improvement Programs in Jefferson, Orleans, and Plaquemines
Parishes.

“Committed Projects” that would affect the design of the Harvey Canal Corridor
Alternative are:

• Widening Peters Road between the Westbank Expressway and Lapalco
Boulevard

• Constructing an interchange between the Westbank Expressway to Peters Road
• Maintenance/Overlay of Peters Road from Lapalco Boulevard to Engineers Road
• Construction of a new roadway extending from the current terminus of Peters

Road to Belle Chasse Highway
• Maintenance/Overlay of Belle Chasse Highway
• Maintenance/Overlay of 4th Street
• Construction of a new roadway from Lafayette Street to General DeGaulle Drive

In addition to the “Committed Projects” several “Recommended Projects” and
“Identified Needs” outlined in the 1999 Westbank Major Thoroughfare Plan would
affect the design of the Harvey Canal Corridor Alternative. “Recommended Projects”
affecting the design of this alternative include:

• Construction of a new four-lane roadway extending Harvey Boulevard from
Donner Boulevard to Lafitte-Larose Highway with a proposed signalized
intersection with Peters Road

• Construction of a new roadway between Peters Road and Gretna Boulevard
• Widening the Lapalco Boulevard Bridge across the Harvey Canal
• Construction of a new roadway between Barriere Road and Walker Road in

Plaquemines Parish
• Construction of a new four-lane roadway along Donner Boulevard from the

Westbank Expressway to Woodland Highway
• Widening 4th Street from Harvey Canal to Louisiana Street
• Construction of a new roadway from Louisiana Street to Nine Mile Point Road
• Widening Nine Mile Point Road to Avondale Shipyards
• The upgrade of US 90 to I-49

“Identified Needs” in the vicinity include:

• The widening of Pailet Avenue
• Construction of new roadways in the vicinity of Walker and Barriere Roads in

Plaquemines Parish
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The new roadway described in previous section would address some of the traffic
problems identified in the 1999 plan. It would alleviate some of the congestion
problems on Peters Road, which in the 1999 Westbank Major Thoroughfare Plan was
estimated to have a level of service (LOS) of “D” from the Westbank Expressway to
Lapalco Boulevard, and an LOS “E” from Lapalco Boulevard to Engineers Road. It
would also provide an improved network in Plaquemines Parish.

Coordination of these proposed roadway projects with the proposed Harvey Canal
Corridor Alternative is necessary to keep this a viable option, and to reduce the
possibility of project conflict and the repetition of work.
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5.0 Conclusions

Forecasted rail demands for the Millennium Port could not be met by the current
infrastructure. Upgrades to the existing route could accommodate demands for a base
year of 2005 through 2010. However, beyond 2010 rail operations between the
Millennium Port and West Bridge Junction using the upgraded tracks would be
impractical, unsafe, uncompetitive, and would cause substantial community
disruption. Therefore, if plans for the Millennium Port are to proceed, consideration
of alternative rail routes between the proposed port site and West Bridge Junction
need to be investigated in more detail.

The alternatives proposed in this report are intended to resolve the deficiencies in the
existing rail infrastructure. Both new railway alternatives would provide for efficient
rail operations between West Bridge Junction and a Millennium Port site, while
limiting potential impacts. The feasibility of the Western Bypass Alternative is
questionable because of the costs involved. At this preliminary stage, the Harvey
Canal Corridor Alternative appears to be a feasible alternative to carry forward into
further study.

The Harvey Canal Corridor Alternative has emerged from this study as a feasible
option to provide rail infrastructure for the proposed Millennium Port, which merits
further investigation. The Harvey Canal Corridor Alternative would be constructed in
phases, so that growing demands could be met as they increase. The total amount of
resources needed to complete this alternative would be dispersed over a period of
time, so that the commitment of capital and resources would be gradual.

At this stage of planning, the Harvey Canal Corridor Alternative does not appear to
cause unreasonable community impacts. This alternative would result in no more
than ten to twelve grade crossings, which are all in Jefferson Parish along lightly used
cross streets running east from Peters Road to Pailet Avenue. It may be possible to
reduce the number of crossings without seriously impacting road traffic in the area by
closing some connections with Peters Road.

Three major proposed roadway projects could affect the design of the Harvey Canal
Corridor Alternative:

• The proposed upgrade or improvement of Peters Road
• The proposed extension of Peters Road to Belle Chasse Highway
• The proposed construction of a ramp from the Westbank Expressway to Peters

Road

The environmental documents being produced for these projects should consider the
proposed road and railway to minimize conflicts.
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Further study is necessary before definitive determinations with regard to feasibility
and constructability can be made. A number of issues have been identified as
requiring further investigation. The next steps that need to be taken include:

• Phase 1 ASTM Site Assessment
• Limited Phase 2 Testing
• Land acquisition costs
• Comprehensive analysis of railroad operations on the proposed line
• An operations plan for the new rail line devised by the relevant entities
• Identification of funding sources for the project
• A Memorandum of Understanding among the involved entities

The development of a new rail system is an important component of the development
of the Millennium Port. The combination of the Millennium Port and the new rail
system would provide:

• Increased employment
• Increased revenue from taxes
• Increased public safety
• Decrease in community disruption caused by rail traffic

Private investors interested in developing the port have stated publicly that they need
guarantees that the initial highway and rail extensions would be in place for the port
opening. The next step to getting these guarantees is to move forward with the next
phase of this project.

FIGURE 5-1 POTENTIAL TIMETABLE
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