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Executive Summary 

 

 

This report has been prepared for the Federal Railroad Administration (FRA) and the Southern 

High-Speed Rail Commission (SHSRC) in accordance with Grant Agreement No. DTFR53-08-

G-00026, dated October 2, 2008.  The full report documents the analyses, findings, conclusions 

and recommendations for the proposed service.  This Executive Summary provides brief 

summaries of the main points of interest. 

Brief Overview of the Project 

The proposed project is to introduce a new passenger rail service between Baton Rouge and New 

Orleans.  The project consists of improving an existing rail corridor to allow passenger train 

speeds of 79 mph, or higher, by the year 2013.  The corridor is approximately eighty miles long 

and utilizes tracks owned by three entities: 67.5 miles owned by Kansas City Southern Railway 

(KCS), 8.5 miles owned by the Canadian National Railway (CN), and 3.7 miles owned by the 

New Orleans Building Corporation (NOBC). (See Figure ES-1 on the following page.) 

Corridor Improvements 

The “improvements” to the corridor include adding capacity (i.e., new track) to the line to 

support both freight and passenger services, raising the track to provide more sub-base and 

ballast, replacing cross-ties, straightening curves, rebuilding bridges, upgrading the Automatic 

Block System (ABS) signal system to Centralized Train Control (CTC) - and, ultimately, 

Positive Train Control (PTC) - and upgrading highway/rail at-grade crossings.  The project has 

three signature features: 

 Construction of a new 2-mile long bridge across the Bonnet Carré Spillway, 

 Realignment of track and installation of new switches and signal systems at East Bridge 

Junction, and  

 Addition of a second main track into New Orleans Union Passenger Terminal (NOUPT). 

The initial service envisions six platform stops, new ones in downtown Baton Rouge, suburban 

Baton Rouge, Gonzales, Laplace and Kenner (near the airport), and the existing NOUPT in 

downtown New Orleans.  For planning purposes we have identified potential stop locations in 

this report, but the actual sites will have to be planned in conjunction with local governments. 

 

The total cost to bring the corridor to a state of readiness to support consistent passenger train 

speeds of 79 mph is estimated to be $390 million, not including rolling stock.  A detailed cost 

estimate by major categories of work is shown in Table ES-1 on the following page. 
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Figure ES-1: Map of Railroad Line Segments  

Comprising the Baton Rouge – New Orleans Corridor 

 
Source: HDR, 2009. 

 

Table ES-1.  Preliminary Order-of-Magnitude Cost Estimate 

Work Item KCS CN EBJ* NOUPT* Corridor TOTAL 

Site & Track 

Work $107,233,906 $34,871,980 $3,958,988 $6,000,000 0 $152,064,874 

Structural 

Work $129,719,162 0 0 0 0 $129,719,162 

Signal Work $45,825,000 $25,696,000 $2,860,000 0 0 $74,381,000 

Engineering 

and 

Management $19,878,933 $5,506,180 $839,260 0 0 $26,224,373 

Rolling Stock 0 0 0 0 $57,900,000 $57,900,000 

Stations 0 0 0 0 $7,500,000 $7,500,000 

TOTAL $302,657,001 $66,074,160 $7,658,248 $6,000,000 $65,400,000 $447,789,409 

Sources: HDR Engineering, Burk – Kleinpeter, Inc., Railroad Professionals, Inc., Design Nine, Inc. 

 
* EBJ = East Bridge Junction; NOUPT = New Orleans Union Passenger Terminal (owned by the NOBC). 
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Operating Goals 

 

The operating goals are to provide a safe, reliable and comfortable ride for patrons traveling 

between the state’s two largest cities.  The vision is to commence the 79 mph service with four 

round trips per day, two in the morning peak hours and two in the afternoon peak hours.  The 

service will be expanded as warranted to six round trips, then eight, with commensurate 

increases in train speeds to 90 and 110 mph, respectively. 

 

The initial travel time between Baton Rouge and New Orleans will be 1 hour and twenty-four 

minutes, which should make the service very competitive with the automobile.  To facilitate 

increased ridership and provide a more efficient transportation system, local public transit 

authorities will provide feeder service from their local areas to/from the train stations, providing 

seamless origin to destination connectivity along the corridor. 

 

It should be noted that the Baton Rouge – New Orleans High-Speed Intercity Passenger Rail 

(BR-NO HSIPR) corridor is a segment of the much larger Gulf Coast High-Speed Rail (GCHSR) 

Corridor, which stretches from Houston to New Orleans to Atlanta, with a spur from New 

Orleans to Mobile, a total of 1,025 miles.  As this larger corridor develops in the coming 

decades, passenger traffic in the BR-NO HSIPR corridor will increase with a mixture of services 

and equipment.  Some trains will be high-speed through-trains to Houston with no stops between 

Baton Rouge and New Orleans, while others will be “locals” which will continue to make the 

intermediate stops.  (Refer to Figure ES.2, below.)  The initial BR-NO HSIPR service is 

considered a crucial first step in the development of the larger GCHSR Corridor. 

 

Hurricane Evacuation 

 

Another important operational goal is to have Louisiana-owned (or dedicated) passenger trains 

available in Louisiana for use during hurricane evacuations.  The situation in New Orleans is 

well known, with most of the city lying below sea level, and a high percentage of residents not 

owning cars.  Many residents were not able to evacuate during Hurricane Katrina, and ultimately 

paid with their lives.  During Hurricane Gustav in 2008, Amtrak’s long-distance City of New 

Orleans was able to evacuate residents to Memphis.  But Memphis is too far away.  The State 

needs to have several trainsets readily available to make numerous shorter hauls to nearby 

destinations such as Baton Rouge, Hammond and Hattiesburg, depending on the hurricane’s 

projected path. 

 

With these kinds of assets on hand, The Louisiana Department of Transportation and 

Development (LADOTD) could make evacuation plans and arrangements with destination 

communities well in advance of any actual emergency. 
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Figure ES-2.  The Federally Designated Gulf Coast High-Speed Rail Corridor 

 
Source: BKI, 2009. 

 

 

The Service Provider 

 

The passenger service will likely be operated by Amtrak, for a couple of reasons.  First and 

foremost, both of the host railroads, KCS and CN, have expressed a strong preference for 

Amtrak, primarily for the nationwide insurance indemnification that Amtrak can provide.  This is 

an important consideration for the freight railroads and a major advantage for Amtrak over 

private sector operators.  The second reason is that Amtrak is currently the only operator in the 

United States that actually operates high-speed trains. 
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Passenger Equipment 

 

The BR-NO HSIPR corridor will not be electrified, so the trains will be propelled by diesel or 

diesel/electric locomotives, and maybe hybrids in the future.  Each train will consist of a 

locomotive and three passenger coaches, the third of which will be equipped with a Cab Car, 

which is a special coach with a control room that allows the train engineer to operate the train in 

the opposite direction.  This push-pull mode of operation means that the train will not have to be 

turned around at the terminals, saving time. 

 

Amtrak will likely initiate the service by using bi-level coaches similar to other existing intercity 

services; however, procurement of passenger coaches continues to be an issue, as current 

manufacturing capacity in the U.S. cannot meet the emerging demand across the country.  

LADOTD is working with Amtrak to identify the appropriate types and sources of equipment to 

be placed into service.  In any case, the intention is to provide state-of-the-art coaches with 

wireless internet and TV.  Food and beverage service is also an option. 

 

The decision as to whether the State of Louisiana will purchase the rolling stock, lease it from 

the manufacturer, or have Amtrak purchase and operate it under the terms of the Operating 

Agreement, is something that will be worked out during negotiations between the state and 

Amtrak.  It is estimated that the rolling stock required to support the initial 4-round trip service 

will consist of three sets of passenger coaches and four locomotives, at a cost of $57.9 million. 

 

Ridership 

 

Ridership projections were developed for both the opening year (2013) and the long-term 

forecast year (2038).  Our analysis indicates that ridership in the opening year would be 

approximately 39,000 boardings per month (460,000 per year) and 135,000 per month for the 

forecast year, 2038 (1,500,000 per year).  More than 88 percent of the ridership would be work-

related trips.  Ridership is expected to increase over time as: 

 

 the reliability of the service is established,  

 the frequency of service (number of round trips) increases,  

 congestion on I-10 increases,  

 population in the corridor increases, and  

 the price of gasoline increases. 

 

Institutional Issues 

 

The decision to institute a high-speed passenger rail service in a corridor requires the cooperation 

of – and will impact - many organizations, institutions and people, especially in a corridor that 

has no recent history of passenger train service.  Some of the organizations listed below must be 
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active participants in the planning and development of the service, while others must react to the 

service as it is being planned and implemented.  The dissemination of information about the 

proposed service is key to allowing decision makers at all levels of public and private enterprise 

– the Stakeholders - to plan accordingly. 

 

Host Railroads 

 

By far, the host railroads - KCS, CN, and NOBC/NOUPT - are the entities most impacted by the 

proposed service.  The passenger trains will operate on their tracks, after all, and must be 

integrated into the railroads’ current – and future – freight revenue services.  Most seriously, the 

passenger trains, due to their faster speeds, devour capacity on the existing track, so additional 

capacity, in the form of new and expanded passing sidings, must be added to the current line of 

road.  In the case of the KCS, approximately one-third as much track as currently exists will be 

added to allow the proposed passenger trains to comingle with freight trains with minimal 

service impacts.  Further, to provide a comfortable ride for passengers, tracks must be made 

straighter and smoother, which means that transitions from track on earthen embankments to 

bridge structures must be made seamless, curves must be straightened out and superelevated, 

train signal control systems must be upgraded, and highway-rail grade crossings must be better 

protected.  Naturally, the host railroads will want to be involved in the planning and design of 

their rebuilt corridors. 

 

Amtrak  
 

The likely service provider, Amtrak, operates the New Orleans Union Passenger Terminal 

(NOUPT), which is the terminus for three long distance services, the City of New Orleans to 

Chicago, the Crescent to New York, and the Sunset Limited to Los Angeles.  Amtrak has already 

begun planning for expanded facilities and operations at NOUPT to support the development of 

the GCHSR corridor, as well as the proposed BR-NO HSIPR service.  These improvements are 

discussed in Chapter 4. Corridor Development Plan and the costs were included in Table ES-1. 

 

Additionally, Amtrak and the State of Louisiana will develop a detailed Operating Agreement to 

run the service. 

 

Project Managers  
 

Along with Amtrak, the LADOTD and the Federal Railroad Administration (FRA) will 

coordinate the construction of the system: LADOTD with the project management of the 

construction, and FRA with federal oversight and the provision of federal funding.  The corridor 

improvements cannot be constructed without the close cooperation of these two organizations. 
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State and Local Financing  
 

The Louisiana Legislature will have an important role to play in the development of the proposed 

service.  First, the legislature must provide assurances that the state’s portion of capital funding 

will be there to complete the project.  While it is true that Louisiana is counting on the federal 

government to finance the capital costs for corridor improvements and rolling stock, future 

rounds of funding may require local matches.  Even under the current stimulus package, the state 

and/or local governments must guarantee any construction cost overruns and the entire operating 

subsidy.  Since LADOTD does not have funds in its budget to cover these costs, the state and 

local governments will have to approve the expenditures and allocate funds. 

 

Second, the proposed passenger service – like all transit operations – will operate at a loss, 

requiring a public subsidy.  LADOTD’s Statewide Transportation Plan indicates that the funding 

source for Intercity Passenger Rail and Bus service could come from statewide Vehicle Sales 

Taxes; however, a trigger mechanism in the law, requiring the money to be returned to the state 

treasury if state revenues fall below a certain level, has already been enforced.  Until the 

LADOTD begins recovery and Vehicle Sales Taxes can be apportioned to intercity passenger 

rail services, local governments along the corridor – the primary beneficiaries of the service - are 

being asked to finance the annual operating deficit. 

 

The legislature may be further involved in passing legislation that will allow the collecting of 

new fees or taxes to support the new service at the local (parish and municipal) level. 

 

Perhaps most importantly, support from legislators in the corridor for the proposed service can 

rally additional support from local elected officials in the corridor and other legislators from 

outside the corridor for the project.  After all, this project can be considered a starting point, not 

just for the Gulf Coast HSR Corridor, but for other aspiring corridors within the state. 

 

Communities  
 

The purpose of the BR-NO HSIPR is to provide the residents of the corridor with an alternative 

mode of transportation to travel to Baton Rouge or New Orleans, or points in between.  Thus, the 

residents of communities within the corridor benefit both from their own increased modal 

choices to travel, as well as from others’ enhanced ability to travel as well.  In the long term, as 

the service becomes established and trust in the reliability of the system is built up, longer term 

decisions to locate residences or commercial enterprises within easy access of the train stops can 

take place, transforming the areas around the stations into desirable places to live, work and 

relax.  This is Transit Oriented Development (TOD) in action, based on an intercity passenger 

rail service.  With careful planning at the local level, this could lead to meaningful examples of 

sustainable, walkable communities in Louisiana.  While this is a relatively new concept in the 

modern area, it has a long history of practice in the development of the United States.  The role 
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of the train in the development of the North American continent is well known, as is the role of 

horse-drawn and electric streetcars in our cities.  As the saying goes: “What’s old is new again.” 

 

Local elected officials, planning departments, and transit providers need to be informed about the 

proposed service and how it can affect their communities, so that they can plan to guide 

development for beneficial impacts.  New, or revised, Master Plans will have to be put in place, 

as well as new zoning ordinances and tax districts.  The latter is important so that local 

communities can contribute financing to the service, thus giving them input into service 

improvements and modifications. 

 

Private Sector 
 

Lastly, the private sector needs to be informed about the proposed service so that it can bring its 

enormous creative and financial resources into the mix.  It is the private sector that will ride the 

trains, that will build the coffee shops and newsstands near the platforms, and eventually, stores, 

restaurants, office buildings and residences as well. 

 

Even more importantly, it will be the private sector that decides whether or not this project 

moves forward.  If residents/tax payers express a willingness to support the project financially 

through the imposition of taxes on themselves – the implementation of the project should move 

forward.  This is how it has been done in other communities.  Ultimately, this is what will have 

to happen in Louisiana, too. 

 

Environmental Issues 

 

There have been no serious environmental issues with the proposed service identified as part of 

this planning exercise.  The only complicating issue may be one involving proposed changes in 

the New Orleans Gateway, which is the subject of its own Environmental Impact Statement.  The 

BR-NO HSIPR planners have proposed a realignment of the tracks and signal systems at East 

Bridge Junction that we believe would accommodate the increased passenger traffic, but this 

solution relies on the continued use of the Norfolk Southern Back Belt through Old Metairie.  

The New Orleans Gateway EIS is evaluating alternatives that would eliminate the Back Belt 

altogether, thus negating our proposed solution.  We cannot address, nor resolve, this issue 

within the context of the BR-NO HSIPR project, but we need to be aware of and acknowledge its 

existence. 

 

Financial Issues 

 

There is no doubt that the proposed project is expensive, both in terms of the capital costs and 

the ongoing operational deficits, but so will be the price in the future of doing nothing, in terms  
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of the continuing sprawl of suburban development, the paralysis of congestion on the major 

highways, and deterioration of air quality due to increased emissions.   

 

Construction Costs 

 

As shown earlier, construction costs, including acquisition of rolling stock, are expected to be 

approximately $450 million to initiate 79 mph/4-round trip service.  Given the state’s current 

financial situation, it is very likely that without substantial investment by the federal government 

in the capital program, Louisiana would not move forward with the project on its own.  

However, the current administration in Washington has made the development of a national 

high-speed rail network a signature feature of its Stimulus Package and has promised to make 

more funding available in the future.  There is currently talk of a second stimulus package, to 

contain more funding for high-speed rail.  Whether a second round of funding for high-speed rail 

would also include 100% grants is not known at this time.  Consequently, it is unknown whether 

the state and local governments would be willing to pay all - or part - of the costs to upgrade the 

corridor.  (Refer, also, to the discussion of Feasibility, below.) 

 

Operating Deficits 

 

Operating revenues versus cost are shown in Table ES-2, below.  That the proposed passenger 

service will operate at a deficit has been widely reported.  As can be seen below, estimates of the  

 

Table ES-2. Operating Revenues vs. Expenses 

Baton Rouge - New Orleans Intercity Passenger Rail 

Preliminary Estimated Operating  Expenses and Revenues * 

      

  2013 2018 2023 

Factors Four Round Trips Six Round Trips 
Eight Round 

Trips 

Number of weekday trains 8 12 16 

Maximum Speed (MPH) 79 90 110 

Annual O & M Cost $15,424,000  $19,463,000  $21,854,000  

Contingencies (20%) $3,084,800  $3,892,600  $4,370,800  

Subtotal Costs $18,508,800  $23,355,600  $26,224,800  

Estimated Ridership  461,000  644,200  886,400  

Estimated Revenue  $3,946,160  $6,338,928  9,865,632 

Estimated Deficit  $14,562,640  $17,016,672  $16,359,168  
Source: HDR Engineering, 2009. 
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deficit range from $14.8 to $20.3 million per year, varying with the number of round trips and 

the speed of the trains.  If we assume that the construction costs are covered 100% by the federal 

government – and that the state and local governments do not have to pay debt service on 

construction bonds – then the operating deficit is the total annual cost to the public  to have the 

service. 

 

 

While it is true that $14 to $20 million a year are respectable sums, to put it in perspective, $14 

million represents about one half of one percent of the state’s $28 billion annual operating 

budget.  Finding $14 million in the state’s budget, however, is a difficult task, especially in this 

era of financial constraints. 

 

Feasibility Analysis 
 

From the outset of the study, former Sec. Ankner wanted to know if spending taxpayer dollars on 

the proposed project would be a good investment for Louisiana, or, in other words, “Was the 

project feasible?”  The Project Team took that to mean: “Will the benefits derived from the 

state’s investment outweigh the costs of the investment?”  To find out, HDR Engineering, Inc. 

conducted an Economic Impact Analysis.  (Refer to Chapter 8 of Volume I. Summary Report.) 

 

The benefit-cost evaluation of this intercity passenger rail service laid out a comparison of a 

base-case scenario with highway only versus an alternative-case scenario of an intercity 

passenger rail service diverting a portion of the intercity highway and bus users, and creating 

transit oriented real estate development around station areas.  A fundamental tenant of this 

benefit-cost analysis approach was that only those benefits that are directly attributable to the 

implementation of rail service and are incremental to that service are accounted for.   

To that end, the benefit-cost analysis quantifies:  

 transportation cost savings accrued to users of the rail system,  

 value enhancement to owners and users of properties near station areas,  

 cost savings resulting from reductions in environmental degradation achievable through 

intercity rail service, and  

 operational cost savings through reductions in current LA SWIFT intercity bus service. 

Calculation of Benefits 

Only those portions of cost savings and value enhancement that are a direct result of 

implementation of the rail service - and that are achievable without additional investment, new 

policies or other external actors – are counted. 
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Congestion Management Benefits 

The congestion management benefits in the alternative-case mainly accrue to rail users who 

switched either from the bus service or personal automobiles.  The analysis did not attempt to 

estimate any time savings or other congestion relief benefits to highway users, and therefore 

these estimates can be considered conservative.  The congestion management benefits for rail 

users are a result of: 

 higher comfort and productivity,  

 a more reliable travel time,  

 operating cost savings for travelers switching from car trips, and  

 overall reduced emissions.  

 

Discounted congestion management benefits amount to $665 million.  It was found that the 

majority of transportation cost savings come from riders who switched from driving personal 

vehicles on highways (78% of total benefits or $476.1 million).  The majority of the congestion 

management benefits are associated with time savings and increased reliability. (See Figure ES-

3, below.) 

Figure ES- 3:  Congestion Management Benefits 

VOC , 

$121.9M, 20%

Emissions, 

$13.8M, 2%

Time & Reliability, 

$476.1M, 78%

 

Source:  HDR Engineering, 2009 

Vehicle operating cost (VOC) savings represent 20% of the total, or about $130 million, while 

reduced emissions account for almost $15 million, or 2%. 
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Station Area Development Benefits 
 

Station area development benefits are estimated as the increase in real estate values associated 

with the implementation of the passenger rail service.  Increases in the average values associated 

with transit developments were estimated based on an assessment of the six station areas, and 

were applied to the ¼ and ½ mile radii around each of the six proposed stations.  Only the 

portion of the total estimated added value was assumed to be associated with benefits of station 

area planning, in order to avoid double-counting of benefits that were already accounted for in 

the congestion management section.  Station area property development benefits reach a total of 

$47.6 million during the period of analysis, or about $1.6 million per year. 

 

Operational Savings 
 

Operating cost savings come from a reduced frequency of LA Swift bus service results in net 

present benefits of $20 million over the plan period. 
 

Calculation of Costs 
 

The cost side of the equations consists of the investment in infrastructure and the ongoing 

operation and maintenance costs.  For the purposes of this analysis, the construction was 

assumed to be achieved in three different stages – 2013, 2018, and 2023.  The purpose of each 

construction phase is to increase the rail speeds and expand the frequency of service to 

accommodate more users with a higher quality of service.  Table ES-3 presents the base capital 

and O&M costs, escalated capital costs, and the improvements associated with each capital 

layout.  O&M costs were escalated at a rate of 4% per year. 

 

Table ES-3.  Capital and O&M Costs (in millions $)* 

 

Base Costs 2013 2018 2023 

 Capital Cost $52.0 $19.0 $29.0 

 O&M Cost 14.0 19.1 22.0 

 

Average Escalated Costs 

 Capital Cost $52.8 $21.0 $33.7 

 O&M Cost 15.1 21.6 26.8 

 

Improvements Derived from Capital Cost 

 Max Speed (mph) 79 90 110 

 Number of Trains per Weekday 8 12 16 

Source: HDR Engineering, 2009. 
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* At the time the Economic Impact Analysis was performed, it was assumed that Louisiana’s 

share of the construction cost would be $100 million. 

 

The mean present value of the costs of building and operating the passenger service are $498.6 

million.  The costs of operations of the service and maintenance of the tracks and stations during 

the 30 year period reach $409.9 million in present value or about $13.7 million per year (about 

82% of the total costs).  The mean present value of the capital costs associated with the three 

investment stages is $88.7 million or about 18% of the total present value of the costs, as shown 

in Table ES.4, below. 

 

Figure ES.4:  Cost Structure 

Capital Costs, 

$88.7M, 18%

O&M Costs, 

$409.9M, 82%

 

Source:  HDR Engineering, 2009 

 

 

Findings 
 

The economic impact analysis indicates that intercity passenger rail service can generally be 

expected to deliver benefits in excess of costs.  These benefits include transportation costs 

savings associated with more comfort and reliability, lower vehicle operating costs, and reduced 

emissions, as well as transit oriented development benefits in the form of appreciation in 
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residential and commercial property values around the proposed stations.  This level of benefits 

is significant, especially considering the exclusion of many material benefits of importance, such 

as the savings for remaining auto drivers in terms of travel time and reliability, parking costs 

saving, among others. 

 

Net Present Value 
 

The median net present value of the intercity passenger rail service is $186.5 million or $6.2 

million for each of the first 27 years of operation of the project.  The most significant portions of 

benefits are accrued at the end of the analysis horizon when congestion on the alternative modes 

is high and rail speeds are at their maximum.  This means that if the operation of the passenger 

rail service is feasible without major improvements after 2040 a very significant stream of net 

benefits would be added to the net value of the project.  For instance, one additional year of 

operation of the project would result in an additional $45 million in net benefits. 

Total benefits to passenger rail riders are $611.1 million at the median value as shown in Figure 

ES-5, but there is a 10% probability that total benefits will exceed $1.06 billion and a 90% 

probability that they will exceed $337.1 million. 

Figure ES-5:  Present Value of Benefits and Net Present Value 
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Source: HDR Engineering, 2009. 

 



 
 Southern High-Speed Rail Commission 

 Baton Rouge – New Orleans Intercity Passenger Rail 

 Service Development Plan 

 

BURK-KLEINPETER, INC. in association with December 2010 

HDR Engineering, Inc. ES.15 

Benefit-Cost Ratios (B/C) 

The ratio of discounted benefits to discounted costs measures the value of each dollar invested in 

the project. At the median outcome, one dollar invested in the project generates $1.40 in benefits.  

There is a 10% probability that the value per dollar invested in the project is above $2.30, and a 

10% probability that this value is $0.80.  The upside potential for value creation largely offsets 

the downside potential of this project.  There is a 78% probability of achieving a positive return 

on investment, as shown in Figure ES-6, below. 

 

Figure ES-6:  Benefit-Cost Ratio 
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Source:  HDR Engineering, 2009 

 

Conclusion 
 

The methodology for the estimation of benefits followed in this study can be considered 

conservative with respect to other potential methodologies, as it avoids benefits that are not 

clearly computable or that are not entirely a product of the implementation of the passenger rail 

service.  

 

Although the methodology may be deemed as conservative, the net benefits due to the 

implementation of the intercity rail passenger service are significant.  The project is likely to 
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generate significant benefits in the form of transportation costs savings and real estate 

development for the area.  The potential for growth and significant positive social return on costs 

makes this investment both relatively and absolutely attractive.  
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1.  Introduction 
 

This report has been prepared for the Federal Railroad Administration (FRA) and the Southern 

High-Speed Rail Commission (SHSRC) in accordance with Grant Agreement No. DTFR53-08-

G-00026, dated October 2, 2008.  The report documents the analyses, findings, conclusions and 

recommendations as to the feasibility of the proposed service.  The Feasibility Study was 

requested by the Secretary of the Louisiana Department of Transportation and Development 

(LADOTD) and was approved as part of the scope of services for the FRA grant.  

 

There were three major components to the Feasibility Analysis: (1) Ridership Projections, (2) 

Station Area Planning, and (3) Economic Impact Analysis.  The three major components were 

performed in phases, with review and approval of the Feasibility Analysis by the Secretary of 

LADOTD and the FRA required before commencement of the engineering and environmental 

assessment. 

Background 
 

On August 29, 2005, Hurricane Katrina inundated much of the New Orleans metropolitan area, 

displacing hundreds of thousands of residents, and permanently changing the demographics of 

Southeast Louisiana.  In the aftermath of Hurricane Katrina, New Orleans residents and 

businesses temporarily „made camp‟ in Baton Rouge, extending evacuation stays with friends 

and relatives, and crowding office spaces.  As the recovery economy emerged, contractors 

flooded the region scooping up any remaining hotel rooms, apartments for rent and houses for 

sale.  Many federal, state and local recovery efforts for the New Orleans metropolitan area were 

based out of Baton Rouge and continue to be located there over four years later.   

 

In the weeks after Katrina, it became apparent that there was a critical need for reliable, 

inexpensive transportation services between Baton Rouge and New Orleans.  Not only were the 

residents of New Orleans displaced from their homes, but thousands of cars had been abandoned 

and flooded in the City and it would be months before the large stock of cars that had been the 

backbone of mobility in the corridor could be replaced.  Consequently, the Intermodal 

Transportation Division of the Louisiana Department of Transportation and Development 

(LADOTD), working with the Federal Emergency Management Agency (FEMA), and the transit 

authorities of the two cities, Capital Area Transit System (CATS) and the New Orleans Regional 

Transit Authority (NORTA), began to put in place a bus transit system between the cities.  

Originally, the LASwift bus service was an emergency service, funded by the FEMA on a 

temporary basis.  For a long term solution, LADOTD began looking for options to complement 

LASwift. 
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Hurricane Recovery 

 

This is when planning for an intercity passenger rail service between New Orleans and Baton 

Rouge began in earnest.  LADOTD did not have to look far for information about potential 

passenger rail options between the two cities.  Louisiana is a founding member of the Southern 

High-Speed Rail Commission (SHSRC) and had participated with the SHSRC and the FRA in a 

High-Speed Corridor Development Plan between Lake Charles, LA and Meridian, MS prior to 

Katrina.  The BR-NO Corridor is part of the federally-designated Gulf Coast High-Speed Rail 

(GCHSR) Corridor.  (Refer to Figure 1-1, below).  The Lake Charles-to-Meridian study, as well 

 

Figure 1-1:  The Federally Designated Gulf Coast High-Speed Rail Corridor 

 
Source: BKI, 2009. 

 

as previous studies conducted for the SHSRC, had identified the Kansas City Southern (KCS) 

rail corridor as the preferred route for development of the GCHSR Corridor between New 

Orleans and Baton Rouge. 
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Accordingly, planning was undertaken by the LADOTD, in coordination with the KCS and 

Amtrak.  At the time, the intercity passenger rail service was viewed as a hurricane recovery 

project, to be paid for by federal recovery funds administered by the Louisiana Recovery 

Authority (LRA).  It was initially believed that the project would start with minimal investments 

in infrastructure and equipment to provide a starter-level commuter service that would grow as 

public acceptance and ridership grew.  High-speed was not a consideration at the time, as getting 

a reliable service up and running quickly and keeping costs down were the main priorities.  70 

mph would be sufficient for these purposes.  In December 2007, the LRA identified the BR-NO 

passenger rail service as the highest priority new transportation project in the state and recovery 

funds were earmarked for it.  However, greater needs in other hurricane recovery programs, such 

as the Road Home Program, required the diversion of recovery funds away from the BR-NO 

passenger rail project.  This project lost its funding. 

 

Baton Rouge – New Orleans High-Speed Intercity Passenger Rail 

 

Fortunately, another path forward was available to LADOTD to find funding for the project.  As 

a member of the SHSRC, LADOTD could work through the SHSRC to access available Next 

Generation High-Speed Rail Planning grants from the FRA.  Of course, the object of the corridor 

development plan would be to create a high-speed corridor – The Baton Rouge-New Orleans 

High-Speed Intercity Passenger Rail (BR-NO HSIPR) corridor; however, adhering to the FRA‟s 

“incremental approach” (i.e., upgrading existing freight railroad corridors gradually to support 

passenger service) would satisfy LADOTD‟s need for a service that could be up and running 

relatively quickly.  Consequently, funds were applied for and a grant was obtained in October of 

2008.  Even more encouraging, Congress was at that time considering a bill to provide federal 

funding for passenger rail development for the first time, the lack of such funding having 

hampered passenger rail development for years.  Ultimately, the Passenger Rail Investment and 

Improvement Act of 2008 (PRIIA) was passed, but at a relatively low level of funding. 

 

During this period, LADOTD‟s approach was that this would be a Louisiana project, with at 

least some portion of the capital costs being borne by the state, even with possible federal 

participation through PRIIA.  Consequently, the initial phase of the study was to be a feasibility 

analysis to determine whether the costs to the state, in terms of capital improvements and 

operating subsidies, would be offset by measurable direct and indirect benefits to the state.  A 

positive outcome would be a strong selling point to the legislature for a new spending program 

aimed at passenger rail. 

 

An important aspect to the feasibility analysis was whether the state‟s investment would generate 

economic development in the corridor.    Thus, benefits “outside the rail corridor” would be an 
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important consideration in the feasibility analysis and that Transit Oriented Development (TOD) 

would be an important component of the study.  (See Chapter 3 for more information on TOD). 

 

Feasibility Analysis 
 

The feasibility study set out to identify capital costs, operating costs and revenues, and benefits, 

based on an incremental development scenario for the corridor, with operations beginning in 

2013.  The initial service would consist of four round trips per day (eight trains) at 79 mph 

Maximal Allowable Speed (MAS).  By 2018, speeds would be increased to 90 mph and the 

number of round trips to six (twelve trains).  By 2023, eight round trips (sixteen trains) would be 

traveling at 110 mph.  This would be considered “full service” for the purpose of the feasibility 

analysis.  There would be platform stations located in Baton Rouge, Gonzales, LaPlace, Kenner 

and a terminal station at the Union Passenger Terminal in New Orleans.   

 

On March 17, 2009, the Study Team reported its preliminary findings, including an economic 

impact analysis, to Secretary William Ankner of LADOTD.  The feasibility analysis was based 

on several general assumptions, including: 

 

 The planning timeframe for calculating costs and benefits would be 25 years (2013 – 

2038), consistent with FRA planning policy, 

 

 Gasoline prices would increase an average of 3.5% per year over the plan period, 

 

 Station area property development would start slowly and pick up once the general public 

was convinced the rail service was there for the long term, and 

 

 The I-10 corridor would continue to experience increasing peak-hour traffic congestion 

through the forecast year (2038). 

 

The findings of the feasibility analysis were favorable, with the highlights being that: 

 

 There were no obvious physical obstacles that would prevent the project from moving 

forward, 

 

 Daily weekday ridership would average between 1,500 and 1,600 passenger boardings 

initially, while at full service in 2038 passenger boardings would average 5,600 on 

weekdays, 

 

 A majority of projected ridership (88%) would be commutes to and from work, 
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 By 2038, the rail service could reduce auto traffic in the I-10 corridor by some 4,800 

vehicles per day, or 89 million vehicle miles annually. 

 

The results of the economic impact analysis, performed by HDR Decision Economics, were also 

favorable, if not spectacular.  The Benefit/Cost Analysis, or BCA, indicated that intercity 

passenger rail could reasonably be expected to deliver benefits in excess of costs.  The expected 

net benefits were estimated at $186.5 million over the plan period, or about $6.2 million per year.  

The benefits included: 

 

 Transportation cost savings from increased ridership due to improved comfort and 

reliability, vehicle operating cost savings, and emissions reductions, 

 

 Property development around the stations, and 

 

 Savings from the reduction of LASwift services. 

 

The median rate of return on investment – including capital costs and operating subsidies - was 

about 4%, competitive with the cost of capital, and the benefit/cost ratio of 1.4 to 1 meant that 

each dollar invested returned $1.40 in social benefit.  Further, the BCA risk analysis predicted a 

78% chance of breaking even, or better. 

 

The proposed rail service, therefore, met two key benchmarks for assessing relative value: (1) 

there was both a highly likely positive net value (i.e., discounted benefits exceeding costs) and 

the rate of return met or exceeded the likely cost of capital. 

 

A copy of the economic impact analysis was provided to economist Dr. Loren Scott, Professor 

Emeritus at LSU, for his review.  Dr. Scott‟s conclusion was that “the model used by HDR 

appears to be very sound and in keeping with standards of estimating in the industry”…and that 

“the firm did a very professional and defensible job in attacking this challenging issue.”  Indeed, 

Dr. Scott was reassured by HDR‟s findings that ridership initially would be relatively modest 

and that the benefit/cost ratio would not exceed one until the year 2036, or twenty-three years 

into the planning period.  This was an indication to him that the analysis was conservative and 

not overly optimistic. 

 

The Operating Subsidy 

 

The prospect that the proposed BR-NO service would require an operating subsidy was 

discussed in the March 17
th

 meeting.  Estimates of the subsidy ranged from $14.5 million to $17 

million per year, varying with speed and frequency of the service (4, 6 or 8 roundtrips at 79, 90 

or 110 mph).  It was at this juncture that the Study Team was told that LADOTD had established 
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two new programs within the LADOTD‟S budget, funded a portion of the statewide Vehicle 

Sales Tax being distributed to LADOTD.   

 

These two programs were the Intercity Passenger Rail and Bus Program and the Rural Transit 

Program, to be funded at $10 million and $7 million, respectively, each year.  LADOTD was to 

begin collecting these revenues in 2009; however, if the state‟s General Fund Revenues declined 

below a certain amount, LADOTD‟s funding for these two programs would be deposited in the 

General Fund.  In any case, despite the tentative nature of the funding source, a potential means 

of financing the operating deficit was possible.   

 

While there was some concern that the initial ridership numbers were low, especially when 

compared to other recent start-up rail services, and the operating deficit was substantial, there 

was adequate evidence to suggest that the risk to Louisiana‟s investment was low and the overall 

benefits of the project would very likely be positive.  Additionally, there was a new program 

being developed at the federal level that was going to lower the risk factor for Louisiana even 

more, the Stimulus Package, which would pay up to 100% of the capital costs for emerging high-

speed rail corridors. 

 

Consequently, whether or not the proposed BR-NO rail service was “feasible” ceased to be an 

issue.  The reasoning was that, if the proposed service produced positive economic impacts for 

Louisiana in the long term, with Louisiana picking up some $100+ million in construction costs, 

then surely the benefits would be even greater to Louisiana if the federal government paid for the 

construction costs. 

 

Therefore, the decision was made to seek federal funding for the BR-NO HSIPR project through 

the recently passed “Stimulus Package,” known as the American Recovery and Reinvestment 

Act (ARRA).  This constituted approval of the Feasibility Analysis and provided the authority to 

move forward on the Grant‟s next two phases, Corridor Planning and Environmental 

Assessment.   

 

The American Recovery and Reinvestment Act 

 

The American Recovery and Reinvestment Act (ARRA) was signed into law by President 

Barrack Obama on February 17, 2009.  This $789 billion economic stimulus package was 

intended to provide a boost to the American economy in a period of economic downturn.  The 

Act contained $8 billion for intercity and high-speed passenger rail development.   

 

The problem was that there was no program in place to identify, evaluate, fund and monitor 

projects that would advance the implementation of a nation-wide high-speed passenger rail 
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system.  The FRA was directed to create the framework for such a program in short order and 

several milestones were soon established and achieved: 

 

 April 2009 - Publication of FRA‟s Vision for High-Speed Rail in America, 

 June 16,
 
2009 - Publication of Interim Program Guidance, 

 July 10, 2009 - Deadline for Pre-Application (all tracks), 

 August 24, 2009 - Deadline for Applications (Tracks 1, 3 and 4), 

 October 2, 
 
2009 - Deadline for Applications (Track 2 projects), 

 September 30, 2010 - FRA Funding Obligation, and 

 September 30, 2017 - Project Completion (Track 2 projects). 

 

The passage of the ARRA and the publishing of the Interim Program Guidance on June 16
th

 had 

a profound impact on the BR-NO HSIPR project.  First and foremost was the requirement that 

proposed projects be “shovel-ready” or close to being shovel ready.  The BR-NO HSIPR was not 

shovel ready, in fact, work had not even begun on the Corridor Development Plan or the 

Environmental Assessment when the Interim Guidance was published. 

 

The second impact was the effect of the severe deadlines for submitting applications – August 

24
th

 for individual projects and plans, October 2
nd

 for corridor programs.  (BR-NO HSIPR is a 

Track 2 Corridor Program.)  This provided only three and a half months to prepare a Corridor 

Plan and an Environmental Assessment, items that would normally require nine to twelve 

months to develop.  Thus, the main impact was that the content of the Track 2 Application had to 

be “substantially complete” to be submitted, a daunting task given the short time frame. 

 

The ARRA Application 
 

The data requirements to complete an ARRA Application were daunting, to say the least, and far 

beyond the scope of work described in Grant Agreement No. DTFR53-08-G-00026.  

Consequently, a Supplemental Grant from the SHSRC, funded solely by Louisiana, was 

executed just to deal with issues related to the ARRA Application.  The supporting 

documentation for the Application included the items specified below: 

 

 Preliminary Engineering Documents 

 National Environmental Protection Act (NEPA) Documentation 

 Project Management Plan 

 Stakeholder Agreements (including the host railroads and Amtrak) 

 Financial Plan 

 Service Development Plan 

 Economic Stimulus Consistency  

 Job Creation 
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None of these documents existed in July of 2009, nor could they have been considered nearly 

complete at that time.  Nonetheless, LADOTD and the Project Team were determined to push all 

aspects of the BR-NO HSIPR project forward with the goal of being able to submit a 

“substantially complete” application to the FRA on October 2, 2009.  Accordingly, a Pre-

Application was prepared and filed with the FRA on July 6, 2009 for the Baton Rouge-New 

Orleans High-Speed Rail/Intercity Passenger Rail, Track 2, with an estimated total capital cost of 

$200 million (including rolling stock). 

 

Going forward, the Project Team considered the Stakeholder Agreements, and the NEPA 

documentation, and the Financial Plan, as the most problematic issues to be addressed in the 

short period of time before the Application was due. 

 

Stakeholder Agreements  

 

The Applicant is required to provide documents that demonstrate the status of all stakeholder 

agreements with host railroads, right-of-way owners and the service provider.  In the case of BR-

NO HSIPR that means the Kansas City Southern Railway (KCS), Canadian National Railroad 

(CN), the New Orleans Union Passenger Terminal (NOUPT or the City of New Orleans), and 

Amtrak.  The Project Team was in contact with all of the stakeholders, as passage of the ARRA 

had caught the attention of the industry and the host railroads and Amtrak were fielding inquiries 

from states and agencies all over the country.  Standard industry draft Term Sheets were 

prepared for CN and KCS, who were willing to cooperate, but the railroads insisted that their 

own engineers undertake analyses of the infrastructure improvements (and costs) required to 

accommodate the proposed service before they would sign the documents.  This added months to 

the engineering process, endangering the Application deadline. 

 

As for Amtrak, they were also cooperating, but they were likewise trying to accommodate 

requests for data, service operating plans and service agreements from scores of prospective 

clients.  Amtrak‟s difficulties were further complicated by the fact that there were two looming 

deadlines, August 24
th

 for projects and plans and October 2
nd

 for corridor programs.  They had to 

prioritize, putting added stress on the BR-NO Project Team that Amtrak‟s information would not 

be available to incorporate into the Service Development Plan or the ARRA Application until the 

last minute prior to the October 2
nd

 deadline. 

 

NEPA Documentation  

 

In consultation with the FRA, the Project Team has prepared a Programmatic Environmental 

Assessment (PEA) for the BR-NO HSIPR.  The impacts of the proposed project were not 

expected to be significant - as most of the work will be conducted within the existing right-of-

way of the host railroads - or controversial in any way.  However, the process of developing the 
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PEA, required stakeholder agency input and reviews by the FRA, which would have put the 

completion of the PEA well beyond the October 2
nd

 Application deadline. 

 

Financial Plan  

 

Though it seemed like the most solid foundation for the project, the Financial/Business Plan 

turned out to be the most difficult issue of all.  The Feasibility Analysis had identified projected 

ridership, fare box recovery and operating expenses.  The operating subsidy was known.  There 

was even a steady source of dedicated funding that could cover the full operating subsidy, at 

least for the first few years of operation.  At least, it appeared that there was a steady source of 

funding. 

 

The U.S. economy went into recession in December of 2007, but it wasn‟t official until the 

middle of 2008.  In the fall of 2008, the housing and financial markets collapsed, sending the 

U.S. economy into the worst recession since 1981.  Louisiana‟s economy stayed buoyant at first, 

but then began to follow the downward trend in 2009.  As demand for oil dropped, so too did 

Louisiana‟s revenues, leading to predictions of a $1 billion shortfall in next year‟s (FY 2010-11) 

budget.  By mid-year it was evident that Louisiana‟s revenues would be less than expected and 

that the threshold that would cut off funding for LADOTD‟s new transportation programs would 

be reached.  Incredibly, in the first year of funding the new programs, that funding was taken 

away, and revenues are not projected to start flowing to these programs until the Louisiana 

economy picked up in Fiscal Year 2012-13. 

 

These circumstances lead to a reevaluation of the BR-NO HSIPR project with respect to the 

LADOTD‟s ability to address in the Financial/Business Plan the sources, reliability and 

feasibility of not only the operating deficit, but any potential project cost increases.  As the sole 

source of funding for the project, the LADOTD decided that it could not guarantee, at this time, 

that funds would be available for this project in the near term.   

 

It should be noted that the Financial/Business Plan in the Feasibility Analysis anticipated that 

other sources of funding would be needed to support expansion and improvement of the system, 

as well as the operating subsidy, and provided examples of how other cities generated revenues 

for their intercity passenger rail operations.  Most frequently, this involved local elections to levy 

taxes on property or retail sales.  This may be an approach that Louisiana will choose to take; 

however, this approach takes time and careful planning to get the public into a frame of mind to 

vote new taxes on itself.  And timing is important.  The midst of a deep recession may not be the 

best time for such an election, for example.  In any case, commitments of funding for the BR-NO 

HSIPR from local units of government would not likely be (and ultimately were not) secured 

prior to the October 2
nd

 Application deadline, another reason why an Application was not 

submitted. 
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As a result of these considerations, Secretary Ankner wrote a letter to U.S. DOT Secretary Ray 

LaHood on August 21, 2009, stating that despite having filed a Pre-Application, Louisiana would 

not be filing a full Application for BR-NO HSIPR.   

 

Post-ARRA Application   
 

The letter to Sec. LaHood stated that Louisiana would not be submitting an application in the 

first round of ARRA funding, but this didn‟t mean that Louisiana would discontinue the planning 

for BR-NO HSIPR or not apply in a future round of funding.  Unfortunately for the Project 

Team, the letter had an immediate negative impact on the level of cooperation with the host 

railroads, who now described the BR-NO project as “hypothetical” as opposed to “real” and with 

Amtrak, who put BR-NO on the “back burner” while they attended to projects that were 

submitting applications.  Even the FRA, who had been providing technical support to the Project 

Team, had to back off and concentrate on helping those states preparing applications, and then, 

after October 2
nd

, evaluating those same applications. 

 

The Project Team reset its schedule for the Corridor Development Plan and the Environmental 

Assessment for completion of a draft by the end of January, for review by LADOTD, the 

SHSRC and the FRA in early 2010. 

Project Rationale 
 

Louisiana has been preparing for this opportunity for years.  In 1982, Louisiana was one of the 

original partners in the Louisiana-Mississippi-Alabama Rapid Rail Transit Commission, which 

was formed to study the feasibility of rapid rail transit service between the three states.  The 

Commission's first success was the initiation of the Gulf Coast Limited service between Mobile 

and New Orleans during the Louisiana World Exposition in 1984.  A few years later, the 

Commission succeeded in getting Amtrak to extend the Sunset Limited route from New Orleans 

to Jacksonville, thus bringing passenger service back to the Gulf Coast while establishing 

Amtrak's first transcontinental route.  The Commission has recently changed its name to the 

Southern High-Speed Rail Commission (SHSRC).  

 

Since the 1998 federal designation of the Gulf Coast High-Speed Rail Corridor by TEA21, 

Louisiana has actively participated in the SHSRC's corridor planning program, providing the 

necessary matching funds for the route segments in Louisiana.  

 

It is expected that the BR-NO HSR/IPR project will advance national, regional and community 

transportation goals.  Nationally, it will improve a segment of one of the nation's eleven 

federally-designated high-speed rail corridors.  Regionally, it will lead the way in the 

development of the Gulf Coast High-Speed Rail Corridor, a 1,025-mile corridor extending from 
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Houston to New Orleans and from New Orleans to Atlanta and Mobile.  At the community level, 

it will connect and bring closer together the state's two most populous cities, Baton Rouge, the 

state capitol, and New Orleans, one of the world‟s great seaports. 

 

The implementation of the BR-NO HSR/IPR service will mark the beginning of a new era for 

transportation in the Deep South and will serve as a starting point for a new way of thinking 

about how communities are developed and connected in Louisiana and neighboring states. 

The project has at its heart four overarching goals:  

 Ensure safe and efficient transportation choices 

 Build a foundation for economic development  

 Promote energy efficiency and environmental quality  

 Support interconnected, livable communities 

These are the same goals that drive the national vision, as described in the FRA's "Vision for 

High-Speed Rail in America."  The BR-NO HSRIPR project will introduce a new, safe and 

efficient, transportation mode into a corridor that is currently dominated by the automobile. 

There hasn't been passenger rail service between Baton Rouge and New Orleans since passage of 

the Rail Passenger Service Act in 1970, and the segment of Interstate -10 that connects them is 

one of the most congested segments between Florida and California. 

 

Since Hurricane Katrina, and even more so since the recession, the base (or export) economy of 

southeast Louisiana has been stagnant, though this is somewhat disguised by the construction 

activity associated with the disaster recovery.  The introduction of rail passenger service will be 

seen as a sign that the region has recovered from the disaster and will provide a foundation for 

future economic competitiveness. As mentioned earlier, the BR NO HSR/IPR service was 

identified as the top priority new transportation project by the Louisiana Recovery Authority.  

 

Implementation of the new passenger service will by 2038 reduce as much as 89 million miles of 

vehicle miles traveled (VMT) annually from the corridor, thereby promoting energy efficiency 

and environmental quality by saving gas and reducing emissions.  

 

The proposed new service is consistent with the Louisiana Speaks vision of smarter, denser 

growth and will interconnect the livable communities of the high growth areas east of Baton 

Rouge (Prairieville/Gonzales) and west of New Orleans (Destrehan/Laplace).  

 

Purpose of the Project 
 

The purpose of the BR-NO HSRIPR service is to introduce a new transportation mode to a 

corridor that relies solely on highways and, thereby, expand travel capacity and modal choices 

for residents and visitors to the corridor, especially for those within the corridor without access to 
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personal vehicles.  There are, currently, no other modal choices if one wants to travel from one 

city to the other.  The distance between Baton Rouge and New Orleans is eighty miles, too short 

for commercial airline services, and the current long distance rail passenger service, the Sunset 

Limited, heads south from New Orleans and serves Houma, Morgan City, New Iberia and 

Lafayette, but not Baton Rouge.  There is one other transportation corridor in south Louisiana, 

the Gulf Intracoastal Waterway (GIWW), often called the state's "other interstate highway," but 

it is strictly used for commercial vessels and recreational boaters.  There are active freight rail 

lines between the two cities, but no passenger service.  

Project Need 
The concept for the Baton Rouge to New Orleans Intercity passenger rail service was developed 

from the need to: 

 Ease existing and future congestion on 1-10;  

 Improve hurricane evacuation capability for southeast Louisiana, by providing rapid 

service to nearby safe locations (Baton Rouge or Hammond) with locally available 

equipment;  

 

 Improve regional connectivity through the development of planned system linkages;  

 

 Provide the traveling public --particularly special populations such as the elderly, the 

disabled, and the car-less --with new transportation choices; and  

 

 Improve safety and energy efficiency within the transportation network.  

Approach 
The approach taken by the LADOTD towards the development of intercity passenger rail 

between Baton Rouge and New Orleans is that, even if this segment is a part of a longer future 

corridor (New Orleans to Houston, for example), it still must have independent utility as a stand-

alone project, and further, from the state of Louisiana‟s viewpoint, it must result in positive 

public benefits for the residents of the state.   

 

Both of these conditions have been confirmed by the Feasibility Study required by LADOTD.  

(The Feasibility Study consists of three chapters contained in this report: 5. Station Area 

Planning, 6.Ridership Projections, and 8. Economic Impact Analysis.)   
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Organization of the Report 
 

This Volume 1. Service Development Plan contains nine chapters, which summarize the analyses 

and findings of the different elements of the corridor planning process.  These chapters are listed 

below. 

 

1. Introduction 

2. Institutional Issues 

3. Service Goals 

4. Corridor Development Plan 

5. Station Area Planning 

6. Ridership Projections 

7. Business/Financial Plan 

8. Economic Impact Analysis 

9. Preliminary Environmental Assessment 

 

In addition to Volume 1, there are two volumes of Technical Appendices that support the Service 

Development Plan.  Volume 2 contains material prepared by HDR Engineering, Inc., Railroad 

Professionals, Inc., and Amtrak.  Volume 3 contains the Environmental Documentation. 

 

Amtrak Peer Review 
 

At the request of the LADOTD, Amtrak independently developed operating and maintenance 

costs for high-speed passenger service between Baton Rouge and New Orleans.  The purpose for 

this was to get a second opinion about the true costs of the Operating Deficit, the size of which 

had caused the State of Louisiana to decline to apply for construction funding through the 

American Recovery and Reinvestment Act of 2009 (ARRA or the Stimulus Package) in October 

of 2009, citing the lack of funds to cover the operating deficit. 

 

Amtrak used the same development concepts employed by the BKI/HDR team, specifically, 

three phases of corridor improvements to achieve Maximum Allowable Speeds (MAS) of 79, 90 

and 110 mph by 2013, 2018 and 2023, respectively.  Amtrak based its estimates on current costs 

for similar lines that it operates.  Ridership estimates were prepared for Amtrak by AECOM.   

 

Amtrak‟s estimates were delivered to the Southern High-Speed Rail Commission in October 

2010.  BKI was asked to compare Amtrak‟s O&M estimates with those prepared by the 

BKI/HDR Team in the course of this corridor development plan.  Initially, it appeared that there 

was a significant difference between the two cost estimates – Amtrak‟s cost estimates were some 

$9 million less than the BKI/HDR estimates, $5.5 million compared to $14.5 million.  This was 
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important because if the Operating Deficit was only $5.5 million, perhaps the state could find the 

funding to proceed with the project. 

 

BKI/HDR‟s review of Amtrak‟s estimates revealed that there were significant differences in the 

methods and approaches used by the two teams that led to the divergent estimates.  Upon a 

detailed analysis, it was found that there was less difference than met the eye.  A summary of 

Amtrak‟s operating scenarios is provided in Table 1, below, followed by BKI/HDR‟s in Table 2. 
 

Table 1 

Amtrak’s Baton Rouge - New Orleans Intercity Passenger Rail 

Preliminary Estimated Operating  Expenses and Revenues * 

  

  

  

  2013 2018 2023 

Factors 
Four Round 

Trips 
Six Round Trips Eight Round Trips 

No. of weekday trains 8 12 16 

Maximum Speed (MPH) 79 90 110 

Annual O & M Cost $9,175,000  $15,400,000  $20,700,000  

Contingencies (0%) 0  0  0  

Subtotal Expenses $9,175,000  $15,400,000  $20,000,000  

Estimated Ridership  330,600  569,000  686,000  

Estimated Revenue  $3,662,000  $4,400,000  $5,300,000  

Estimated Deficit  $5,513,000  $11,000,000  $15,400,000  
Source: Amtrak, October 2010. 

 

Table 2 

BKI/HDR’s Baton Rouge - New Orleans Intercity Passenger Rail 

Preliminary Estimated Operating  Expenses and Revenues * 

  

  

  

  2013 2018 2023 

Factors 
Four Round 

Trips 
Six Round Trips Eight Round Trips 

Number of weekday 

trains 8 12 16 

Maximum Speed (MPH) 79 90 90-110 

Annual O & M Cost $15,424,000  $19,463,000  $21,854,000  

Contingencies (20%) $3,084,800  $3,892,600  $4,370,800  

Subtotal Expenses $18,508,800  $23,355,600  $26,224,800  

Estimated Ridership  461,000  644,200  886,400  

Estimated Revenue  $3,946,160  $6,338,928  $9,865,632  

Estimated Deficit  $14,562,640  $17,016,672  $16,359,168  
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Several significant differences between the analyses were seen immediately.   

 

 First, Amtrak did not include any contingencies in its estimates of Annual O&M costs, while 

BKI/HDR provided 20% for contingencies for estimates of costs to be incurred three, eight 

and thirteen years into the future.  Contingencies alone account for between $3.0 and $4.3 

million between the Amtrak and BKI/HDR estimates.   

 

 Second, it appears that Amtrak did not include General and Administrative costs (Overhead) 

in its analysis of Amtrak costs, though they did calculate the amount (somebody has to pay).  

The BKI/HDR Team assumes that the owner of the service (LADOTD) will absorb these 

costs.  Both teams estimated approximately $2.0 million for this item, which represents 

another difference between the estimates. 

 

 Third, there are disparities in the estimates for fuel costs and maintenance costs.  The BKI 

estimate has $3.8 million more for fuel costs than Amtrak (we assume fuel costs will rise in 

the future) and we assumed a separate maintenance facility in B.R., while Amtrak appears to 

have assumed the use of the existing facility at NOUPT. 

 

 Fourth, the BKI/HDR estimate of train operations cost is about $0.5 million less than 

Amtrak‟s. 

 

The total of those adjustments is $9.3 million, which is close to the difference identified in the 

comparison of the studies.  Should these costs be added to the Amtrak estimate, or subtracted 

from the BKI/HDR estimate, the disparity between estimates would virtually vanish. 

 

This analysis does not take into account disparities in the ridership and revenues between the two 

studies.  Two different methods were used to estimate ridership.  BKI/HDR used the Federal 

Transit Administration‟s Aggregate Rail Ridership Forecasting (AARF) Model, while Amtrak‟s 

consultant used a Long Distance Train Demand Forecasting Model.  This lead to a significant 

variance in ridership estimates.  Further, different assumptions were made on fare rates.  

Amtrak‟s starting rate is a nominal $11.00 per ticket in 2013 and declines in cost to $7.75 in 

2018 and 2023, with no explanation is given for the decline.  The BKI/HDR starting fare, on the 

other hand, is $10.00 for a full length ticket; however, the full face value is discounted by 85.6% 

to account for shorter trips and discounts for seniors, students, etc.  Also, the BKI/HDR plan 

increases base fare rates in concert with improved services in 2018 (to $11.50) and 2023 (to 

$13.00).  This is why the BKI/HDR Operating Deficit tends to plateau, or even decline in the 

outer years, while Amtrak‟s continues to escalate and get closer to ours.  If the BKI/HDR 

ridership estimates and revenue forecasts were to be applied to the Amtrak study, the difference 

between the two estimates would continue to be wide. 

 



 Southern High-Speed Rail Commission 

 Baton Rouge – New Orleans Intercity Passenger Rail 

Service Development Plan 
 

 

BURK-KLEINPETER, INC. in association with December 2010 

HDR Engineering, Inc. 1.16 

 

In reality, there is little reason to reconcile these two operating scenarios at this time.  Each entity 

prepares these estimates for its own purposes.  Amtrak‟s numbers are based on current 

operations in other locations within its system, while the BKI/HDR estimates are for planning 

purposes in a more distant timeframe.  Each approach has value.  The components of these 

operating scenarios will be the subject of intense negotiations when this project gets closer to 

becoming a reality.  The details will be worked out between the managing entity (probably 

LADOTD), the host railroads (KCS, CN and NOUPT), and the Operator (likely Amtrak) at that 

time. 

 

The full Amtrak report can be found as Appendix D in Volume 2. Technical Appendices. 
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2.  Institutional Issues 
 

 

This chapter identifies the major institutional opportunities and challenges in the context of 

planning a new passenger rail service in post-Katrina Louisiana.  The currently deepening 

recession (Spring 2009) adds complexity and uncertainty to institutional issues involved in 

developing new intercity passenger rail service. While this situation poses additional 

opportunities and urgencies—the proposed intercity passenger rail is part of a long-standing need 

and plan for high-speed passenger rail service linking employment and population centers within 

the state of Louisiana as well as the Gulf South states of Texas, Mississippi, Alabama and 

Georgia.  It must compete with other urgent and needed projects in an era of shrinking funds. 

 

This chapter also examines specific sets of institutional issues typically associated with the 

development of projects such as the Baton Rouge-New Orleans Intercity Passenger Rail (BR-NO 

IPR) service through successive phases, or across functions necessary to implement and operate 

service.  These phases, functions and activities may be broadly categorized as follows: 

 

 Project Support and Development 

 

How can project proponents earn the necessary broad-based support to move the project 

through necessary development phases? 

 

 Planning Context 

 

The New Orleans and Baton Rouge areas were severely impacted by Hurricane Katrina.  

How does the planning for the passenger rail service fit into the overall recovery plan for 

the region? 

 

 Regulatory Environment 

 

How does the new service fit into the existing framework of land use, zoning, and 

transportation infrastructure? 

 

 Station Area Planning/Development and Economic Development 

 

What are the institutional and jurisdictional barriers and opportunities related to 

developing compact, mixed-use station areas, and capturing increased value to support 

passenger rail service? 

 

 Project Funding 

 

How do institutional issues affect funding for capital costs and operating expenses? 
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 Environmental Concerns 

 

Does the project raise concerns for the natural environment, the built environment or the 

socio-economic environment? 

 

See Table 2-1, on the following page, for a summary of stakeholders and major issues associated 

with each phase of project development. 

Major Findings 

 

A review of institutional issues affecting the successful implementation of intercity passenger 

rail in the  Baton Rouge-New Orleans corridor includes the following: 

 

 Such service is supported by and supports the long range vision of the state and the cities 

along the alignment; 

 

 Associated station area planning supports the new direction for compact development 

included in recent planning efforts, notably the Louisiana Speaks Regional Plan; 

 

 The proposed service responds to a long-standing need to serve the state capital, Baton 

Rouge, with efficient intercity passenger rail service; 

 

 The proposed service answers recent concerns that there be numerous avenues of rapid 

evacuation available for area residents without access to private automobiles; 

 

 Based on current needs and future local and regional plans, there are a number of existing 

and future markets that can be served, with high-quality intercity passenger rail; 

 

 States have a hard time defining state-specific benefits of interstate projects, and thus 

justifying state taxpayer money for infrastructure; however the cost, operations and 

economic benefit/cost analyses conducted as part of the Feasibility Analysis demonstrate 

real economic benefits that will exceed costs in the longer term. 

 

 There is a need for a coordinated state and federal role to support intercity passenger rail 

that forms interstate passenger networks; that support must include ongoing commitment 

to some level of operational subsidy (as with any passenger rail service world-wide.) 

 

 Through consultation with the FRA, the environmental evaluation will consist of a 

Programmatic Environmental Assessment. 
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Table 2-1:  Institutional Issues Associated with Intercity Passenger Rail Development 

Project 

Phase 

Project Support & 

Development 

Station Area Planning 

(SAP) and 

Development; Economic 

Development 

Governance 

of Intercity 

Passenger 

Rail Service Service Operations Funding 

Key 

Stakeholders 

 LADOTD 

 New Orleans Regional 

Planning 

Commission 

 CRPC 

 Parishes 

 Cities 

 DDDs 

 Louisiana Recovery 

Authority 

 New Orleans Union 

Passenger Terminal 

 Private Sector 

 Voters (Taxpayers) 

 LA Legislature 

 Employers 

 Parishes 

 Cities 

 Baton Rouge & New 

Orleans DDD 

 New Orleans 

Convention Center 

 New Orleans Union 

Passenger Terminal 

 New Orleans Aviation 

Board 

 Mid-City (BR) 

Redevelopment Alliance 

 

 LADOTD 

 

 LADOTD 

 KCS Railroad 

 CN Railroad 

 Amtrak 

 Local transit providers (e.g., 

NORTA, Jefferson Transit, 

River Parishes Transit 

Authority, CATS) 

 Bus drivers/operators/Labor 

Organizations 

 New Orleans Union 

Passenger Terminal 

 

 FRA/FTA 

 LADOTD 

 Parishes 

 Cities 

 LRA 

 Private Sector 

 Voters (Taxpayers) 

 LA Legislature 

 

Context  Need to build 

consensus on project 

purpose and need 

 Need to reconcile 

various vision plans 

 Need to identify logical 

and appropriate station 

sites (already begun) 

 Land use/zoning 

compatibility (e.g., 

 Potential new 

role for 

LADOTD; 

need for 

agreement 

on the form, 

 CN & KCS may be willing 

host railroads 

 LA Swift bus service will 

continue in modified form 

to support passenger rail 

 Need service that attracts sufficiently 

robust ridership from the first day 

 Need agreement on financial 

instrument to capture value of 

station area development 
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Project 

Phase 

Project Support & 

Development 

Station Area Planning 

(SAP) and 

Development; Economic 

Development 

Governance 

of Intercity 

Passenger 

Rail Service Service Operations Funding 

for mobility and 

development 

existence of TND zoning 

 Community needs 

 Workforce requirements 

and availability 

 Economic justice and 

historic impacts potential 

(positive and negative) 

authority, 

etc. 

 

service, fill in gaps 

 Account for emergency 

evacuation coordination, 

staffing and preparation 

component of the rail 

service 

 May be more difficult to get more 

from Federal government, except 

for levees 

 Louisiana has $2B deficit 

 No funding available from LRA 

 Expectations from some stakeholders 

for low/minimal fare subsidies 

Issues, 

Concerns, 

Barriers, 

Opportun-

ities 

 Agency mission and 

control conflicts 

 Ranking of this project 

relative to other 

state needs 

 Louisiana state 

constitution is very 

restrictive in its 

permission of eminent 

domain 

 Search for government-

owned land to enhance 

SAP development 

potential 

 Administra-tive 

burden or 

effectiveness 

 

 Need for high-quality, 

reliable service with 

sufficient frequency and 

amenities to attract riders 

willing to pay 

 Potential to develop service 

links to expand ridership  

 Political will difficult to muster in era 

of fiscal crisis 

 Must get support from those state 

residents, taxpayers, legislators 

beyond the rail corridor, for capital 

and operating funding 

 Consider employer pass incentives 

programs 
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Project Support and Development 
 

This study is being conducted through an Agreement between the Federal Railroad 

Administration (FRA) and the Southern High-Speed Rail Commission (SHSRC), using SHSRC 

funds from the Next Generation High-Speed Rail Planning Grant Program, matched by funds 

provided by the Louisiana Department of Transportation and Development (LADOTD).  Thus 

far, it has been the LADOTD that has been the prime mover in studying the potential for 

implementing the proposed passenger service, which is natural since it is the LADOTD‘s 

responsibility to plan for, construct and maintain the state‘s transportation infrastructure.  As 

discussed later in this document, it is also likely – if the decision is made to go forward with the 

project – that LADOTD will be the entity that applies for and secures funds for construction and 

that manages the physical development of the corridor. 

 

However, the LADOTD cannot, by itself, make the decision to implement the proposed 

passenger service.  Ultimately, this will be a political decision made by the Governor, the 

Legislature, and the governing authorities of the parishes and communities served by the project, 

through the simple act of pledging the ―full faith and credit‖ of their institutions to the long term 

funding of the operation of the service.  It will take all of the stakeholders identified in Table 2-1 

to develop a consensus at the grass root level to support the project, to support it through their 

patronage, but more importantly, to support it by agreeing to allow public funds to be used to 

subsidize the operations of the service.  Usually, this kind of support would be demonstrated 

through a referendum – a vote of the people – to authorize this kind of public expenditure. 

 

LADOTD cannot orchestrate this kind of consensus building.  Other leadership must step 

forward.  This is the critical juncture we are at today regarding this project. 

 

Planning Context 
 

In post-Katrina Louisiana, a coordinated state and regional recovery planning process, including 

the visioning process known as Louisiana Speaks, is overlaid on the normal state, parish and 

municipal planning process that defines or guides everything from state highways to local streets 

and streetcars; from coastal preservation to neighborhood zoning.  Recovery Projects are being 

developed and programmed for funding, alongside other more routine planning projects.  The 

proposed BR-NO IPR perhaps falls somewhere in the middle of this range.  Thus, while it is in 

line with pre-Katrina Statewide Rail System Plan (2003) and has been the subject of more than a 

decade of multi-state coordination to implement and/or restore intercity passenger rail along 

Amtrak‘s Sunset Limited route, this proposed intercity passenger service now carries an urgency 

borne of the changing regional travel patterns and recently highlighted needs for emergency 

evacuation that emerged tragically from the hurricanes of the devastating 2005 storm season.  
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Emergency Evacuation 

 

In the context of post-Katrina concerns, the Baton Rouge to New Orleans Intercity Passenger 

Rail service must be viewed not only as a needed intercity passenger rail link between the two 

largest population centers in Louisiana, but as part of a critical evacuation plan that can be 

implemented immediately when needed. Although Amtrak was used to help evacuate to 

Memphis during Hurricane Gustav in 2008, New Orleans emergency officials would like to be 

able to move more people shorter distances, such as to Baton Rouge. 

Intercity Rail Corridors: Comparisons and Perspectives 

 

The National Surface Transportation Policy and Revenue Study Commission was formed in 

2005 by the US Congress, to examine the condition of our national transportation system, its 

future needs and funding sources.  Comprised of 12 members from Federal, state and local 

governments, metropolitan transportation organizations, and public and private stakeholder 

groups, the Commission ended its formal work in July 2008.  However, its products constitute a 

major source of current national discussion about federal/state relationships, funding, and 

alternative visions for our transportation future.   

 

As this Commission worked to develop a national surface transportation vision, Commissioner 

Frank Busalacchi established the Passenger Rail Working Group (PRWG) to help fill the 

information gap on intercity passenger rail, compared to other modes the Commission was 

studying.  The PRWG examined the historical role of intercity passenger rail service and looked 

at costs for expanding on current service to enable passenger rail to meet the overall vision.  The 

PRWG developed a rough 2050 passenger rail network showing an eventual proposed 79-110 

mph separate track paralleling the Amtrak Sunset Limited.  The implementation of the proposed 

passenger service between Baton Rouge and New Orleans is an important first step that would 

serve to reestablish and support the growth of passenger rail demand which may eventually 

operate on its own tracks, under the 2050 vision promulgated by the Commission.  It is 

important, however, to understand this intercity passenger link as part of the restoration and 

expansion of intercity passenger rail that serves the nation, and is consistent with the National 

Surface Transportation Policy and Revenue Study.  The details of how these two concepts are 

integrated will be discussed and resolved over the longer term. 

Amtrak Downeaster Service-A Model for BR-NO IPR 

 

As part of the intercity passenger rail renaissance, the Amtrak Downeaster has emerged as a 

good example of what passenger rail can do for a city—especially destination cities like New 

Orleans and Baton Rouge.  Downeaster service appeal was in part its explicit transit-oriented 

design features.  The study references New Orleans, and notes that the city is projected to 

experience an average level of transit-related change in household location between 2000 and 
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2030
1
, based on growing demand for proximity to transit.  This bodes moderately well for the 

station area planning joint development potential identified as part of this passenger rail 

feasibility study. 

 

Downeaster routes were designed to serve areas of growing population concentration in a low-

growth state (Maine).  In fact, a 2005 study prepared for the Maine Department of Transportation 

―predicted that service improvements on the Downeaster and service extensions to additional 

Maine destinations would lead to increased ridership and the beginning of economic benefits for 

communities served by passenger rail.‖
2
 Three years later, these predictions were proved correct.  

Maine used the passenger rail as the ―basic infrastructure for extensive transit oriented 

development (TOD).‖
3
  Benefits accrued to the following areas: 

 

 Property Development 

 Job Creation 

 Household Transportation Cost Savings 

 Visitor Spending and Public Revenue Contributions 

 

The study projected a Return on Investment (total tax revenues vs. public subsidies) of 62% by 

2030; with breakeven in 2021.  This compares to breakeven in year 2036 for the passenger rail 

service between Baton Rouge and New Orleans, under a scenario that includes construction costs 

of approximately $105 M (escalated capital costs in three construction phases) and operation and 

maintenance costs that rise from about $15 million to nearly $22 million annually between 2013 

and 2028, as service improves and ridership expands.  Benefits in all categories also increase 

over that time period.
4
  More detailed discussion of the Downeaster example is found in Chapter 

8. Economic Impact Analysis, conducted as part of this feasibility analysis. 

Multi-Modal Mobility Needs 

 

Over the past twenty years, the importance of multi-modal planning for mobility along corridors 

and within larger networks (including multi-state areas) has been recognized and has become the 

hallmark of good planning practice, and a requirement for major state and federal transportation 

investment studies. Some recent developments in Louisiana indicate that state practice is 

becoming solidly in alignment with national trends. 

                                                      
1
 Center for Neighborhood Technology, Amtrak Downeaster: Overview of Projected Economic Impacts (2008), p.8, 

Table 1 
2
 Ibid., p. 1 

3
 Ibid., p.1 

4
 A more detailed examination of the Downeaster compared with the ridership, revenues, costs and benefits 

associated with the BR-NO IPR is found in the Economic Benefit Cost Analysis report of this feasibility analysis In 

a following chapter. 
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Recent Planning Studies 

 

The Louisiana Speaks Regional Plan is organized around passenger transportation that supports 

our communities and robust goods movement that supports our economy. This plan coordinates 

transportation investment throughout South Louisiana, creating a seamless network of regional 

and local transportation service. Land development and public investments are focused along 

these corridors. 

 

The citizens of Louisiana, and their respective civic and business organizations who participated 

in the Post-Katrina statewide visioning process, Louisiana Speaks, organized under the auspices 

of the Louisiana Recovery Authority (LRA) have clearly signaled the need for important changes 

in direction, which are supported by the proposed BR-NO IPR. 

 

The three visions articulated and developed in the Louisiana Speaks Regional Plan—―Recover 

Sustainably, Grow Smarter, and Think Regionally‖ are in direct support of the type of planning 

necessary to make Transit-Oriented Development (TOD) ,or Station Area Planning (SAP), a 

success on the proposed NO-BR IPR route.  Louisianans - the thousand or so who participated in 

the planning process - came to their own conclusion that denser, transit-focused development 

makes sense.  They observed how much land was available outside flood and disaster-prone 

areas, and they recognized the value of more compact development.  Centers for reinvestment 

were identified, and include the cities identified as station areas for this proposed intercity 

passenger rail service. The depressed economy may provide more support to turn that 

recognition into tangible demand for denser building required by a transit-oriented life-style.  

However, access to capital is currently a barrier even for non-risky, non-innovative development.  

Thus, a state role in assisting developers may make the difference between projects that succeed 

and those that never get off the ground. 

Louisiana Statewide Rail System Plan (2003) 

 

The 2003 Statewide Rail System Plan focused primarily on freight operations.  It did note that 

there had been ―no commitment‖ on the part of the state to funding an active passenger rail 

program.  Further, in order for the state to take advantage of federal funds, local matching 

sources would need to be identified.  The plan recommended evaluation of new (high-speed, 

multiple frequency) passenger rail service that would connect New Orleans and Baton Rouge.
5
 

Factors identified to assist in such an evaluation included ridership, costs and revenues, 

economic and social benefits to the state and local communities, availability and features of 

practical alternatives to providing the service, synergistic effects with other transit service, and 

compatibility with other relevant plans. 

 

                                                      
5
 Louisiana Statewide Rail System Plan (2003), p.1-56 
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The proposed intercity passenger rail service includes performance parameters that are in 

harmony with those identified in the Plan.  For example, the Statewide Rail System Plan 

identified a desirable minimum average occupancy of approximately 75 passengers per train (for 

a three-car train) in order to maintain reasonable economic efficiency of the service.  The Plan 

suggested that fare box recovery ratio for new service should reach 30 to 40 percent.
6
  Finally, to 

be competitive, rail trip times would need to rival both automobile drive time and air travel times 

for the same origin/destination pair.  The Plan found that there was ―sizable personal travel 

occurring in several corridors‖ and that these ―could become viable passenger rail corridors in 

the future.‖
7
  To implement a revived state passenger program, the Plan recommended 

consideration of ―an expanded Rail Division at LDOTD.‖
8
 

New Orleans CBD/French Quarter Corridor Alternatives Analysis 

 

The New Orleans CBD/French Quarter Corridor Alternatives Analysis (AA) will evaluate 

alternatives to provide improvements in the New Orleans Regional Transit Authority‘s 

(NORTA) system within the Central Business District, French Quarter and surrounding areas.  

The Alternatives Analysis is being conducted under the Federal Transit Administration‘s (FTA) 

project development process. 

 

The primary purpose of this project is to identify a project concept that will provide improved 

connectivity among activity centers in the Central Business District (CBD) and French Quarter, 

improved connections between the CBD and French Quarter, and improved circulation within 

these areas.  The AA process requires a holistic approach that considers the interrelationship of 

bus operations and streetcar operations and will promote safe, convenient, efficient and seamless 

service.  Through the study, alternatives that meet the project goals will be developed and 

screened for effectiveness, user-benefit, and cost effectiveness. 

 

The AA will result in the identification of a Locally Preferred Alternative, following the FTA 

project development process.  This pre-NEPA effort is being coordinated with FTA Region 6 in 

Fort Worth and FTA headquarters in Washington, D.C.  Work includes alternatives 

development, conceptual engineering, public involvement and preparation of FTA Small Starts 

financial documentation. 

 

Important for this (intercity passenger rail) project, AA goals include development of a project 

that encourages the type of increased land use densities and context-sensitive urban design 

aesthetics that are similar to land use goals for station areas near the proposed NO-BR IPR stops.  

Specifically, a project goal is to ―develop a public transportation project that incorporates the 

New Orleans Union Passenger Terminal (NOUPT) as an intermodal hub.‖
9
 

                                                      
6
 That is, ticket prices should cover approximately 30 to 40 percent of the cost of operating the service. 

7
 Louisiana Statewide Rail System Plan (2003), p. 1-60 

8
 Ibid., p. 1-61 

9
   Project Fact Sheet http://www.norta.com/CBD_FQ_Project/FACT_SHEET_1.pdf  

http://www.norta.com/CBD_FQ_Project/FACT_SHEET_1.pdf
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City of New Orleans Master Plan (First Draft Published December 2009) 

Currently being updated, this Master Plan is the first to be developed since the amendment of the 

City Charter (November 2008) that gives the Master Plan the force of law.  Relevant features of 

the draft as released to the public show that it will likely include: 

 

 Clearer, revamped zoning for all city land parcels; 

 A focus on increasing downtown housing units and economic viability of the Central 

Business District; 

 Strategies to promote infill construction 

 Multi-modal transportation connectivity to and through the City. 

 Link NOUPT to the downtown via the proposed St Charles Streetcar extension up 

Howard Avenue and the proposed French Quarter Streetcar (barring historic impact 

problems)   

New Orleans Rail Gateway EIS 

 

LADOTD, in coordination with the New Orleans Regional Planning Commission (NORPC) and 

the railroads operating in the New Orleans metropolitan area, is leading preparation of an 

Environmental Impact Statement (EIS) for the New Orleans Rail Gateway Program. The goal of 

the Program is to improve the flow of rail traffic through New Orleans while reducing vehicle 

congestion at crossings, improve emergency evacuation procedures, increase the reliability of 

marine traffic passing through the Industrial Canal under the Almonaster Bridge, and enhance 

environmental quality.  

 

The Program includes projects between Avondale on the West Bank to Gentilly in the eastern 

part of the City. The projects are in four geographically and functionally distinct parts:  

 

 the Western Section (from west of Avondale Yard to the east end of the Huey P. Long  

Bridge),  

 the Central Section (from the east end of the HPL Bridge to the Almonaster Bridge),  

 the Eastern Section (from the Almonaster Bridge east through CSX Gentilly Yard, and  

 the Intermodal Yard at the Port of New Orleans 

 

The proposed BR NO ICPR could potentially impact the Central Section.  The Feasibility 

Study
10

 identified three optional routes in the Central Section:  

 the Front Belt along the Mississippi River,  

 the Back Belt through Metairie, and  

 the Middle Belt along the Earhart Expressway/I-10 Corridor.  

 

                                                      
10

 http://www.dotd.la.gov/intermodal/NO_Rail_Gateway_Feasibility_Study_Report_Dec_2007.pdf 
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The Feasibility Study eliminated the Front Belt as infeasible. The Back Belt option addresses 

numerous highway-railroad crossing issues through Metairie with grade separations to improve 

highway traffic flow and provides limited additional rail capacity with minimal track 

construction. The Middle Belt reroutes trains to the Earhart Expressway and I-10 corridors 

providing additional rail capacity through a more industrial part of the City. While both routes 

improve public safety by eliminating or separating all highway-rail grade crossings, the Middle 

Belt option appears to offer the best benefits for both the public and the railroads.  

 

Regulatory Environment 
 

As noted in Chapter 5.  Station Area Planning, state, parish and local government practices and 

ordinances may require some adjustment in order to take best advantage of the potential of 

development at IPR stations in Kenner, Laplace, and Gonzales.  Such development (called 

Transit Oriented Development, or Transit Oriented Design in commuter bus/light rail transit 

settings) is more typical of the urbanized areas of New Orleans and Baton Rouge, but even there, 

authority to conduct joint development around the proposed stations may require modification or 

expansion.  Station Area Planning (SAP) was conducted for the potential station sites, to 

determine how those sites could interact with intercity passenger rail access in a way that 

increased station area density, transit ridership, and economic development opportunities.   

Station Area Planning in Louisiana 

 

In Louisiana, the state-mandated and defined Master Plans (known as Comprehensive Plans in 

most other states) are prepared by parishes or local municipalities with the power to zone and 

regulate subdivisions.  They include ―…land use, housing, transportation, community facilities, 

utilities, economic development, historic resources, and capital improvements.‖
11

  This is the 

level at which station area development could be defined and zoned. 

 

Specific policies or benchmarks relating to a station area development plan might be developed 

as part of a ―strategic plan,‖ or might be combined with the actual site development activities 

that would see a project implemented, within the context of a special focus plan, or individual 

development plan. 

 

There is flexibility with respect to which level of planning would link a station area plan to 

necessary funding, value capture strategies, and risk management tools that provide incentives 

for the station plans to be implemented.  Regardless of the specific planning tool chosen, public 

and stakeholder engagement will be critical to ensure the selection of an effective and broadly 

supported alternative for mixed-use development to serve the local community and be served by 

                                                      
11

 Louisiana Speaks: Toolkit Section B, The Planning Process, p. 5., 

www.louisianaspeaks.org/showdoc.html?id=2894  

http://www.louisianaspeaks.org/showdoc.html?id=2894
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the proposed intercity passenger rail.  Technical tools to help station area communities 

accomplish the necessary planning are available from Louisiana Speaks. 

Prompt Action from Local Agencies 

One of the most significant changes that regulatory agencies (local planning and permitting 

agencies) must undergo is a change in responsiveness.  Developers, especially when engaging in 

a more unusual (and therefore riskier) project such as TOD, will need quick action and approvals 

to prevent delays which can prove fatal to project implementation.  If multiple agencies require 

permits and approvals and, possibly, special permitting or exemptions, those agencies should 

work to coordinate and streamline the process. 

TOD Strategies and Public/Agency Expectations 

The strategies that must be enacted to implement the type of station area development being 

considered at stations on this alignment are the subject of an unpublished manuscript entitled 

―Transit Oriented Development: Making It Happen.‖
12

  The manuscript notes the following 

important facts: 

 

 Leveraging transit infrastructure helps accomplish multiple goals; 

 

 Planning for TOD (or SAP) is a first step in a long-term commitment to direct and 

commit funding, institute new regulations (e.g., parking requirement ceilings rather than 

floors), create incentives for development, and provide support for such station area 

developments; 

 

 Local government must enact rail- or transit-friendly land use planning; 

 

 Urban Renewal Authorities have been curtailed over the last decade or so, and their 

power to impose eminent domain in order to assemble land at non-speculative prices has 

eroded; and 

 

 The private sector is critical, and must be engaged and enticed into participating—at least 

in the early stages of transforming an auto-oriented area into a transit/passenger rail-

friendly community. 

 

Despite the growing demand, and demonstrated benefits of SAP/TOD (Portland, Oregon has 

leveraged billions of dollars in private investment with its rail network) there is not a mature 

market for such housing and mixed use development in Southeast Louisiana, though there are 

many signs that it could develop.  Given current conditions, however, reliance solely on market 

mechanisms is probably insufficient to initiate station area TOD along the lines envisioned in the 

Louisiana Speaks Regional Plan.  Stable and strong planning direction at all levels of 

                                                      
12

 The manuscript was jointly edited by Carey Curtis, John Renne and Luca Bertolini.  Dr. Renne teaches at the 

University of New Orleans 
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government is required.  ―The public sector would like to think that once the train is built, the 

right kind of surrounding development will just happen.  But it will not.‖
13

 However, when the 

proper TOD site, zoning, local access, and adjacent civic and public uses come together with 

local support (and, most likely, public financial support), developers can eventually expect 

revenue premiums averaging 15-25% above projects a mile from the station. 

Institutional Barriers-Transit-Oriented Development (TOD) at Station Areas  

The physical attributes of a site, including its location relative to trip generators and supporting 

transit and pedestrian facilities, are key to TOD success.  But regulatory and political factors 

weigh equally in that success.  ―Rietveld and Stough (2005) note that it is the institutional 

barriers that are a major impediment to action. Thus, in order to ‗make TOD happen‘ these 

barriers must be overcome. This requires a need to address the 'rules' (legislation, policy, 

practice, roles and responsibilities) and the relationships (between organizations, between players 

within institutions, and between organizations and the wider community).‖
14

 

 

Specific obstacles identified in a Queensland, Australia case example cited in the manuscript (p. 

245) are actually typical, and include: 

 

 Fragmented land ownership and titles; 

 Difficulties of integrating private and public lands; 

 High construction costs associated with TOD-type urban development; 

 Lack of sufficient market demand; 

 Lack of local-level leadership; 

 

Factors which can influence the TOD potential include quality of area amenities, proximity to 

transit, density or height limitations imposed by parish or local governments, parking 

requirements and the potential for speculation by current landowners when a station area is 

identified.  These are all areas where thoughtful state, parish and local leadership and policy 

guidance could be directed to improve the site‘s appeal for private investment.  Given the 

chicken-and-egg nature of the proposed station area development (that is, rail service and 

development are mutually reinforcing and necessary for success) patience and a long-term vision 

(embodied throughout the Louisiana Speaks documents) would seem to be necessary. 

The ―Property Council of Australia TOD Corporation Recommendations (2005)‖ to facilitate 

effective, fair public-private partnerships for station area development (TOD), recommends 

creation of a TOD Corporation with the following features:  

 

 Legislative powers to acquire land and apply planning approval authority;  

 Capability of creating TOD planning framework involving the community, land owners 

and local government;  

 Well-resourced with talented public- and private-sector staff;  

                                                      
13

 Marilee A. Utter, in Curtis, et al., Eds. (2008), p. 270 
14

 Curtis, et al., Eds. (2008) p. 19 
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 Capability of developing bundled infrastructure and services; and 

 Assume responsibility for public land holdings. 
15

 

Stakeholder Engagement Efforts 

 

In the spirit of FRA/NEPA guidelines, two waves of stakeholder engagement were held to define 

and develop project components, including route, station location, station area planning and 

service requirements. 

Stakeholder Orientation - December 2008 

On December 8, 9 and 10, 2008, the BR-NO IPR Project Team conducted four meetings with 

stakeholders, at locations within the Baton Rouge – New Orleans corridor
16

.  The purpose of 

these meetings was to inform key stakeholders about the study, and to enlist their assistance in 

delivering necessary technical staff and information to Transit-Oriented Development/Station 

Area Planning meetings scheduled for January 2009.  A slide presentation was presented, which 

laid out the scope, methodology and schedule for the feasibility study, and attendees at sessions 

were encouraged to ask questions and engage in discussion with the project consultants and 

sponsors.   

 

Participants expressed ―healthy skepticism‖ with respect to whether there would be sufficient 

passenger ridership to warrant the service proposed.  To help ensure that ridership potential 

would be maximized, stakeholders made recommendations for markets to be served.  These 

included tourist/leisure travelers attending Louisiana State University games, Saints games, 

concerts and other cultural attractions; hospital industry workers; students; and those needing to 

travel between Baton Rouge and New Orleans for business.  The service would need to be ―first 

rate‖ from the first day, and would have to be time-competitive with the same automobile trip. 

Station Area Planning Workshops - January 2009 

Station area planning (SAP) is important for several reasons.  First, it supports and is supported 

by the proposed intercity passenger rail service, and the development of each is dependent on 

coherent coordination with the other.  Second, if there are environmental impacts, they would be 

associated with the development of the station sites.  Thus, early planning and public, business 

and agency involvement has been a cornerstone of this feasibility study. 

 

Two station area planning workshops were held on January 21 and 22, 2009, in the New Orleans 

area and the Baton Rouge area, respectively.  The invited attendees at these workshops were 

provided with a study update, and then asked to break into groups to discuss details of the station 

area plans presented by the consultant team.  In addition to design, geometry and infrastructure 

issues, the participants identified a number of planning or institutional concerns that will have to 

                                                      
15

 Curtis, p. 249. 
16

 Invitational meetings, lasting between 45 minutes and one hour, took place in Baton Rouge, St. James Parish, 

Jefferson Parish, and New Orleans.  Approximately 30 invitees participated in the four meetings. 
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be addressed if the study and the project progresses to the next stage and on into implementation.  

If these station areas were retained for the next stage of the study, local and parish stakeholders 

would be more actively engaged to ensure that local needs and preferences were being met. In 

fact, the actual locations of the sites could shift based on further work with the local 

communities.  Chief among the institutional issues identified at the workshops were: 

New Orleans Union Passenger Terminal (NOUPT) 

NOUPT is owned by the New Orleans Building Corporation.  Amtrak leases 5,772 square feet of 

the main terminal building, all active railroad right of way, tracks, platforms, etc, and has 

functional control
17

 over all railroad operations.  KCS and CN have rights to discharge freight 

obligations.  As a transportation hub for the City of New Orleans
18

, and a destination for tourists, 

NOUPT has a potentially important role in the development of intercity passenger rail service, if 

it is implemented.   

 

As mentioned previously, NORTA is undertaking an analysis of improved transit connectivity 

options, and implementation of those could significantly enhance transportation connectivity.  

Interagency and transit provider cooperation will be required to ensure effective service, 

seamless passenger experience and efficient governance and operations at and through the 

terminal area.  Institutional issues connected to IPR at the NOUPT include: 

 

 Master Plan compatibility 

 Need to consider existing or future mobility links, including 

- Calliope St. from NOUPT-Ernest N. Morial Convention Center (Convention Center 

Circulator) 

- Howard Avenue Extension, with its possible historic impacts 

 DDD plans or ideas for transit should be solicited 

 US Post Office plans 

 Amtrak Lease on all of NOUPT, which will require negotiation between Amtrak, the 

terminal operator and the service provider (if it is other than Amtrak.) 

Kenner 

The Kenner station serves not only the City of Kenner, but Louis Armstrong New Orleans 

International Airport (LANOIA).  In addition to the actual physical site location (which may be 

modified) and logistical issues of connecting to the Airport and City venues, there are some 

institutional issues arising out of longstanding areas of both cooperation and friction that will 

need to be addressed.  The stakeholders focused their discussion on the following: 

 

                                                      
17

 The agreements appear to allow NOBC to admit another rail operator, but give Amtrak a clear right to participate 

in determining the terms and conditions of another rail operators presence in the train yards.  
18

 Amtrak and Greyhound 
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 Station platform location might need modification, to maximize redevelopment potential 

and/or to improve the connection to LANOIA by locating adjacent to a rental car terminal 

facility planned by LANOIA, and ensuring connection to and from Airline Drive, 

 

 Local zoning compatibility for airport - nearby uses must be reconciled with SAP goals, 

and 

 

 Kenner Land Use Plan would not allow development north of the railroad, because it is 

part of a buy-out mitigation zone; City of Kenner and the landowner (New Orleans 

Aviation Board) have an opportunity to collaborate to maximize redevelopment 

opportunities.  

Laplace 

 
 May make use of St. John the Baptist Parishs‘ Planned Use Development District 

designation, established by ordinance in January 1982, to allow for developer flexibility 

in establishing a station area site design,
19

 

 

 Develop potential partnerships with River Parishes Transit Authority, new service that 

could link to IPR station, and 

 

 Preference to identify government-owned land for assembling station area site, and 

avoiding speculation. 

Gonzales 

 

Parish-City tradeoffs figured prominently in stakeholder discussions regarding location of a 

station in Gonzales: 

 

 Ascension Parish would benefit more if station were located closer to unincorporated 

land (e.g., near Coolidge), 

 

 However, water/sewer is available in the City, but not in the Parish, and 

 

 Ascension Parish has Traditional Neighborhood District (TND) zoning, which calls for 

mixed-use compact development; this would support station area planning oriented to the 

BR-NO IPR. 

 

 

                                                      
19

 Code of Ordinances of St. John the Baptist, June 1977, as amended, Chapter 27, Section 27:400 et seq. 
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South Baton Rouge 

 
 Circulator/connecting service would need to be provided, 

 

 Connection needed to east-west Bus Rapid Transit (BRT) to Livingston Parish, and 

 

 Significant new projects, plans, or possible development direction near the identified 

station (offices, hospital, new road and interchange, etc) argues for prompt action to 

ensure best station siting). 

Baton Rouge Downtown 

 
 Coordination needed with Street and Circulation Plan and East Baton Rouge Parish‘s 

Land & Transportation Plan (underway soon), 

 

 Need circulator service from terminal to Downtown and Convention Center, 

 

 Monitor results of possible RAND work effort. RAND is currently working in 

consultation with the LRA Foundation on a concept paper (that is, an as-yet unfunded, 

unpublished document that is in the development stage) to examine connectivity between 

medium-distant city pairs, including New Orleans and Baton Rouge.  They have been 

looking at the I-10/I-12 corridor.  Though this concept paper is in the initial stages and a 

research program has not yet been defined, discussions with Sally Sleeper, Ph.D., RAND 

Director of Programs, Gulf States Policy Institute
20

 suggest that the concept of ―sistering‖ 

cities for economic development and other purposes could include a passenger rail 

component such as the BR-NO IPR.  The results of this feasibility study will provide 

RAND with needed data to include in their work, if it goes forward, 

 

 Local stakeholders may favor a Redevelopment Authority (RDA) at station areas to 

facilitate turnover and development around stations.  Would need the power to bond, tax 

and land bank; depending on ultimate location, East Baton Rouge Parish RDA might be a 

participant, and 

 

 Involve Mid City (BR) Redevelopment Alliance to discuss neighborhood issues. 

 

 
 
 
 

                                                      
20

 Personal telephone interview with Dr. Sleeper on March 3, 2009. 
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Project Funding 
 

Rail transportation networks are expensive.  It takes a significant amount of funds to plan, 

construct and operate a rail network, and each phase of development needs a stable, reliable and 

accessible funding source. 

 

For years, the lack of federal funding for passenger rail service planning and construction stifled 

progress in rail corridor development in this country.  But then, in 1998 the Transportation 

Efficiency Act for the 21
st
 Century (TEA-21) was passed, which provided significant funding for 

passenger rail planning through the Next Generation High-Speed Rail Planning Grant Program.  

This allowed states and multi-state compacts to begin the process of planning for new intercity 

passenger rail corridors, and many of them did.   

 

However, the lack of a companion federal program to fund construction in these corridors 

dampened the enthusiasm of prospective host railroads to willingly participate in these planning 

exercises, causing many of the corridor plans to stagnate and be relegated to bookshelves.  But, 

again, Congress in 2008 passed a bill that begins to address the issue of how intercity passenger 

rail corridor development will be paid for. 

 

The Passenger Rail Investment and Improvement Act of 2008 (PRIIA) 
 

In the Fall of 2008 when Congress passed the Passenger Rail Investment and Improvement Act 

of 2008 (PRIIA).  PRIIA authorized two new Federal intercity rail capital assistance programs of 

interest to the BR-NO HSIPR:
21

 

 

Intercity Passenger Rail Service Corridor Capital Assistance Program: In concert with the State 

Rail Plan requirement, PRIIA creates the framework for a new intercity passenger rail service 

corridor capital assistance program [§301].  Funds are authorized to be appropriated to US DOT 

to provide grants for capital investments benefiting intercity rail passenger service.  Eligible 

applicants include States (including the District of Columbia), groups of States, Interstate 

Compacts, and public agencies with responsibility for providing intercity passenger rail service 

established by one or more States.  US DOT is authorized to use appropriated funds to make 

grants to assist in financing the capital costs of facilities, infrastructure, and equipment necessary 

to provide or improve intercity passenger rail transportation.  PRIIA describes project selection 

criteria and required grant conditions.  This program is modeled on the capital assistance to 

states, intercity rail passenger rail service program the FRA implemented in fiscal year 2008 and 

is implementing in fiscal year 2009.  

High-Speed Rail Corridor Development: PRIIA also authorizes the appropriation of funds to US 

DOT to establish and implement a high-speed rail corridor development program [§501].  

                                                      
21

  Federal Railroad Administration, ―Overview, Highlights and Summary of the Passenger Rail Investment and 

Improvement Act of 2008 (PRIIA)‖ prepared March 10, 2009. 
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Eligible applicants include a State (including the District of Columbia), a group of States, an 

Interstate Compact, a public agency established by one or more States with responsibility for 

high-speed rail service or Amtrak.  Eligible corridors include the ten high-speed rail corridors 

(including the Gulf Coast HSR Corridor) previously designated by the Secretary of 

Transportation.  Grants could be used for capital projects which are broadly defined to include 

typical activities in support of acquiring, constructing, or improving rail structures and 

equipment.  

 

PRIIA was a good, but modest, start.  The Initial funding allocation for PRIIA was $300 million, 

but that was to soon change. 

 

The American Recovery and Reinvestment Act (ARRA) 

The American Recovery and Reinvestment Act of 2009 (Recovery Act) was signed into law by 

President Obama on February 17, 2009.  It is the President‘s attempt to jumpstart the nation‘s 

economy, create or save millions of jobs, and put a down payment on addressing long-neglected 

challenges so the country can thrive in the 21st century.  The Act includes measures to 

modernize the nation's infrastructure, including its passenger rail system. 

The President‘s vision is to help address the nation's transportation challenges by investing in an 

efficient, high-speed passenger rail network of 100-to 600-mile intercity corridors that connect 

communities across America.  Developing a comprehensive high-speed intercity passenger rail 

network will require a long-term commitment at both the federal and state levels.  The plan 

identifies $8 billion provided in the ARRA and $1 billion a year for five years requested in the 

federal budget as a down payment to jump-start a potential world-class passenger rail system and 

set the direction of transportation policy for the future.   

The ARRA also formally recognizes the ten federally designated high-speed rail corridors as 

potential recipients of federal funding, including the Gulf Coast HSR Corridor.  With a boost 

from the ARRA, the President hoped to launch a competitive process to drive local communities 

to develop their high-speed rail potential, by urging states and local communities to put together 

plans for a network of 100-mile to 600-mile corridors, which will compete for the federal dollars.   

The plan identifies two types of projects for funding.  One would create new corridors for world-

class high-speed rail like the kind found in Europe and Japan.  Another would involve making 

train service along existing rail lines incrementally faster. Under the plan, high-speed rail 

development will advance along three funding tracks:  

 

• Track 1 - Individual Projects. Providing grants to complete individual projects that are 

―ready to go‖ with completed environmental and preliminary engineering work – with an 

emphasis on near term job creation. Eligible projects include acquisition, construction of 

or improvements to infrastructure, facilities and equipment.  
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• Track 2 - Corridor programs. Developing entire phases or geographic sections of high-

speed rail corridors that have completed corridor plans, environmental documentation 

and have a prioritized list of projects to help meet the corridor objectives.  (BR-NO 

HSIPR is a Track 2 project.) 

 

• Track 3 - Planning. Entering into cooperative agreements for planning activities 

(including development of corridor plans and State Rail Plans) using non-American 

Recovery and Reinvestment Act (ARRA) appropriations funds. This third approach is 

intended to help establish a structured mechanism and funding stream for future corridor 

development activities. Federal Railroad Administration (FRA) 

 

With the passage of PRIIA and ARRA (whose funds would go through the PRIIA process), it 

seems the issue of how the development of these passenger corridors will be paid for - ARRA 

pays up to 100% of construction funding – is settled, at least in the short term.  It is uncertain 

what the requirement will be for local matches, if any, in the future. 

 

That leaves the operating subsidy (all public passenger transit systems require supplemental 

operating funds) as the lone element of corridor development without funding participation by 

the federal government.  (In fact, ARRA funds are specifically prohibited from being used for 

operating expenses.)  Depending on the type and frequency service – as well as the length of the 

corridor and the population base in that corridor – the existence of an ongoing annual 

appropriation to subsidize the operations of the rail service may become a significant issue in the 

development of this, and other, rail corridors. 

 

For all intents and purposes, the passage of PRIIA and ARRA, along with the appropriation of 

substantial funding, as well as the decision to use Next Generation High-Speed Rail Planning 

Grants to fund this Corridor Service Development Plan, established the fact that this project 

would be an Intercity Passenger Rail (IPR) Service, funded through the Federal Railroad 

Administration, rather than a commuter service funded through the Federal Transit 

Administration (FTA). 

The LADOTD has made good use of FRA‘s Next Generation Planning Program and, as long as 

the federal government continues to appropriate funds to the PRIIA for the construction program, 

Louisiana is likely to rely heavily on federal funding to support corridor development in the 

state.  This is discussed at length in Chapter 7. Financial/Business Plan, along with Louisiana‘s 

options to provide funding for the operating supplement. 

Private Sector Funding  

It is not expected that the private sector will be a factor in the funding of capital improvements in 

the proposed corridor, except, of course, the host railroads who will continue to own the corridor 

and the existing and new improvements in it and who will maintain them, under agreements with 

LADOTD. 
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Direct private sector funding will be more of a factor in the operation side of the service, from 

the passengers at the fare box, to advertising on the trains, to naming rights, etc. 

 

Indirect private sector funding could be a major contributor as private development of residences 

and commercial properties takes place around the new stations, if mechanisms to capture the 

added value of that development are put in place. 

Local Government Funding 

 

Local government funding of capital projects will most likely take place near the boarding 

platforms, which will be constructed as part of the initial wave of improvements.  If the town 

wants to provide something more than a platform, a station for example, it would be up to them 

to build it. 

 

Local funding of rail operations is more problematic, but may be required if the state cannot, or 

will not, cover the full operations revenue shortfall.  Local funding sources could include new 

taxes or a re-allocation of existing taxes, which would require the approval of voters.  An 

extensive public outreach campaign should be developed to ensure success of any referendum.  

The goal of providing redundant evacuation capacity appears to resonate better with the North 

and Central parts of the state, as opposed to the mobility goals related to the service.  This topis 

is discussed in more detail in the Financial/Business Plan in Chapter 7. 

Environmental Documentation 
Projects funded by FRA must comply with FRA Procedures for Considering Environmental 

Impacts as revised in 1999.
22

 As required by the National Environmental Protection Act (NEPA), 

FRA expects project proponents to consult Federal, state and local agencies, as well as the 

general public, early and at necessary junctures throughout project development.   

 

In anticipation of this, the groundwork has been laid for a project purpose and need (described 

earlier) and stakeholders have been involved to help ensure that early fatal flaws are immediately 

identified.  So far, none have surfaced. 

 

From an environmental perspective, moving people via train rather than automobile—typically 

as solo drivers—makes good sense.  It is part of our national strategy to reduce mobile source 

greenhouse gas emissions and other criteria pollutants.  It reduces fuel consumption per 

passenger mile, and relieves highway and airway congestion (thus eliminating or delaying the 

need for costly new capacity).  Environmental Justice/ADA goals are also served, by providing 

better travel choices for the poor, the elderly and the disabled, or for those who for any reason 

                                                      
22

 Federal Register, Vol. 64, No. 101/Wednesday, May 26, 1999/Notices 

http://www.fra.dot.gov/downloads/RRDev/FRAEnvProcedures.pdf   in practice, FRA projects involving passenger 

rail often incorporate a Federal Transit Administration approach to environmental assessment. 

http://www.fra.dot.gov/downloads/RRDev/FRAEnvProcedures.pdf
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can not fly or drive.  This is a critical concern during emergencies requiring speedy evacuation of 

large numbers of people. 

 

Most important, perhaps, is that this passenger service, in conjunction with properly sited and 

developed station areas, will support environmentally responsible land use patterns into the 

future by restructuring regional settlement patterns around new and more sustainable mobility 

options. 

 

In the built up areas at proposed station sites (New Orleans Union Passenger Terminal, Kenner, 

Laplace, Gonzales and two Baton Rouge urbanized areas) project developers will have 

established local support for the station development (otherwise they would not be proposed.)  

However, local permits and other state and/or federal environmental requirements, including 

potential environmental justice concerns and impacts on historic properties and properties 

protected under Section 4(f) of the Department of Transportation Act of 1966 may be issues to 

resolve. (Note that the project may also provide benefits to low-income, underserved populations 

and area historic districts through new rail service and appropriate and context-sensitive 

development.) These issues will be related to station area development, not the rail passenger 

service itself. 

 

The extent to which station area development is in conformance with existing or planned land 

use and zoning controls would tend to support a categorical exclusion application.  Station 

platform construction, if substantial new right of way is required in or impacting an historic site, 

a public park or recreation area, wetlands or a flood plain, as well as environmental justice 

questions must be reviewed in detail at a later stage. Determination of whether the project 

qualifies as a CE, or would require more detailed analysis and documentation, will be determined 

following the feasibility study phase.  

 

In consultation with the FRA, environmental documentation will consist of a Programmatic 

Environmental Assessment (EA), to determine whether a Finding of No Significant Impact 

(FONSI) may be issued (with or without mitigation measures or conditions) or whether further 

environmental analysis will be required (an Environmental Impact Statement, or EIS). 

Environmental assessment must include examination of a ―no-action‖ alternative as well as 

environmental impacts and possible mitigations, if appropriate.
23

 Though FRA might serve as 

Federal lead agency, it might also defer to other operating divisions of the US Department of 

Transportation, such as FTA.  This would be determined through agency consultation.  Refer to 

Chapter 9. Environmental Assessment for more information. 

Americans with Disabilities Act (ADA) Compliance 

As part of developing a planning document to meet FRA guidance, documentation of compliance 

with ADA requirements will be required. 

                                                      
23

 FRA statement on its approach to environmental review can be found at its website, 

http://www.fra.dot.gov/us/content/160  

http://www.fra.dot.gov/us/content/160
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Summary of Key Institutional Issues 
At this juncture, the institutional issues must be identified, not solved.  Still, preliminary 

development of the service concept, and vetting of the passenger service parameters, ideas for 

station area planning and station sites were efforts included in this feasibility analysis which 

were designed to avoid or minimize institutional barriers.  Other elements of the feasibility 

analysis take up questions regarding sufficiency of passenger ridership and revenue, operational 

feasibility and fundability. 

 

The key stakeholders (a representative, not an exhaustive list) and the primary institutional issues 

that are either generic to any passenger rail service implementation project, or are specific to the 

unique context encountered in Louisiana (known at this time) were summarized in Table 2-1.  
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3.  Service Goals 
 

 

The service goals for this project are ambitious.  They have to be.  There is no recent history of 

passenger rail service in this corridor and in an 80-mile long corridor, the competition is not with 

the airplane, but the automobile.  Our service must be fast, frequent, comfortable and reliable, 

otherwise there will be little incentive for people to forsake their cars for the train. 

 

Service Operating Plan 

The service operating plan described here is for a first class, state-of-the-art passenger rail 

service that connects the two largest cities in Louisiana.  One of the goals of the project is to 

change the culture of southeast Louisiana, to encourage people to move from the low-lying, 

flood prone areas to communities of higher density with walkable, transit-oriented development 

patterns.  The new train will be the spine of a new kind of corridor in Louisiana.  The following 

pages discuss the characteristics of the proposed service. 

Type of Service 

The Baton Rouge – New Orleans Intercity Passenger rail service will consist of locomotive-

propelled trains.  The corridor will not be electrified.  Initially, the trains will consist of one 

locomotive and three coaches, with one of them being equipped with a cab car to allow bi-

directional travel.  The type of equipment has yet to be decided, mainly because of a lack of 

manufacturing capacity for rail cars in the U.S.  This will likely be remedied in the future as the 

nation continues to build a national passenger rail system and the market for passenger cars 

grows accordingly. 

LADOTD will work with other states, the FRA and Amtrak in the development of the next 

generation of passenger cars, with the goal of obtaining the sleekest, most comfortable and 

accommodating coaches possible.  Currently, we favor bi-level coaches similar to those used in 

other intercity applications, such as the Capitol Corridor between Sacramento and San Jose, the 

Pacific Surfliner between San Diego, Los Angeles, and San Luis Obispo, and the San Joaquin 

between San Francisco/Oakland and Bakersfield.  The trains will be propelled by diesel-electric 

locomotives on one end, likely a low-emission model and perhaps, depending on the state of 

technology at the time of order, a hybrid. 
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Maximal Allowable Speeds 

While it is understood that the service must be fast, our approach to getting there will be 

practical.  The corridor will be developed in accordance with the FRA’s policy of incremental 

improvements to the existing freight railroads’ lines.  Initial maximum operating speed in 2013 

will be 79 mph.  In order to provide a safe and comfortable ride for passengers, nearly the entire 

KCS corridor will have to be rebuilt, including some fifty-one bridges. Even with the planned 

station stops and improvements; this will produce an average speed of approximately 71 mph.  

Future maximum operating speeds of 90 and 110 mph are technically achievable, given the 

planned improvements and the basic “straight and level” characteristics of the track and right-of-

way.  We are assuming average speeds of 79 mph for the 90 mph service and 93 mph for the 110 

mph service.  (Train “run times” are provided in Appendix A of Volume II. Technical 

Appendices.)  Certain institutional issues will require resolution, specifically the mixing of very 

fast passenger trains with significant freight activity involving hazardous material, signal and 

positive train control systems, grade crossing signal systems, and private crossings.  

Service Provider 

Amtrak is the most likely service provider.  Amtrak has been an active participant in the 

development of the service concepts, it operates the final 3.5 miles of the rail line in New 

Orleans (into NOUPT), it has the management experience and capabilities required, and it is the 

only operator of high-speed service in the nation.  Also, the host freight railroads have expressed 

a preference for Amtrak. 

Service Schedules 

Amtrak currently operates three service routes in and out of NOUPT.  Their scheduled arrival 

and departure times are as follows: 

 Sunset - No 1 departs 11:55 AM Monday Wednesday and Friday; No 2 arrives 4:00 PM 

Tuesday Friday and Sunday 

 

 City of New Orleans - No 59 arrives at 3:32 PM Daily; No 58 departs at 1:45 PM Daily 

 

 Crescent - No 19 arrives at 7:33 PM Daily; No 20 departs at 7:10 AM Daily 

Potential schedules for week day and weekend service are shown on the following pages.  As the 

service is developed, certain schedule adjustments will be required to accommodate the long 

distance trains.  At this time, none of the schedule adjustments appear difficult. If, as indicated 

above, Amtrak is the service provider, the schedule adjustment process is even more easily 

facilitated.  
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Table 3-1:  Potential Schedule for 79 mph Service with 4 Round Trips per Day 

79 Mile per hour service year 2013 - 8 trains daily 

To New Orleans Weekdays     Weekends 

Urban Baton Rouge 5:15 AM 6:15 AM     1:35 PM 8:15 PM       5:45 AM 1:35 PM 8:15 PM 

Suburban Baton Rouge 5:22 AM 6:22 AM     1:42 PM 8:22 PM       5:52 AM 1:42 PM 8:22 PM 

Gonzales 5:36 AM 6:36 AM     1:56 PM 8:36 PM       6:06 AM 1:56 PM 8:36 PM 

La Place 6:00 AM 7:00 AM     2:20 PM 9:00 PM       6:30 AM 2:20 PM 9:00 PM 

Kenner 6:15 AM 7:15 AM     2:35 PM 9:15 PM       6:45 AM 2:35 PM 9:15 PM 

NOUPT 6:31 AM 7:31 AM     2:51 PM 9:31 PM       7:01 AM 2:51 PM 9:31 PM 

                          

To Baton Rouge Weekdays     Weekends 

NOUPT 9:30 AM       4:30 PM 5:30 PM 11:30 PM     9:30 AM 5:00 PM 11:30 PM 

Kenner 9:46 AM       4:46 PM 5:46 PM 11:46 PM     9:46 AM 5:16 PM 11:46 PM 

La Place 10:02 AM       5:02 PM 6:02 PM 12:02 AM     10:02 AM 5:32 PM 12:02 AM 

Gonzales 10:26 AM       5:26 PM 6:26 PM 12:26 AM     10:26 AM 5:56 PM 12:26 AM 

Suburban Baton Rouge 10:40 AM       5:40 PM 6:40 PM 12:40 AM     10:40 AM 6:10 PM 12:40 AM 

Urban Baton Rouge 10:46 AM       5:46 PM 6:46 PM 12:46 AM     10:46 AM 6:16 PM 12:46 AM 

Source: HDR Engineering, Inc., 2009. 
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Table 3-2:  Potential Schedule for 90 mph Service with 6 Round Trips per Day 

90 Mile per hour service year 2018 - 12 trains daily 

To New Orleans Weekdays     Weekends 

Urban Baton Rouge 5:30 AM 6:30 AM 7:00 AM   1:30 PM 5:30 PM 8:15 PM     6:00 AM 8:30 AM 1:30 PM 8:15 PM 

Suburban Baton Rouge 5:36 AM 6:36 AM 7:06 AM   1:36 PM 5:36 PM 8:21 PM     6:06 AM 8:36 AM 1:36 PM 8:21 PM 

Gonzales 5:49 AM 6:49 AM 7:19 AM   1:49 PM 5:49 PM 8:34 PM     6:19 AM 8:49 AM 1:49 PM 8:34 PM 

La Place 6:11 AM 7:11 AM 7:41 AM   2:11 PM 6:11 PM 8:56 PM     6:41 AM 9:11 AM 2:11 PM 8:56 PM 

Kenner 6:25 AM 7:25 AM 7:55 AM   2:25 PM 6:25 PM 9:10 PM     6:55 AM 9:25 AM 2:25 PM 9:10 PM 

NOUPT 6:42 AM 7:41 AM 8:11 AM   2:41 PM 6:41 PM 9:26 PM     7:11 AM 9:41 AM 2:41 PM 9:26 PM 

                            

To Baton Rouge Weekdays       Weekends 

NOUPT 6:30 AM 9:30 AM 3:30 PM   4:30 PM 5:30 PM 11:30 PM     9:30 AM 4:30 PM 7:30 PM 11:30 PM 

Kenner 6:46 AM 9:46 AM 3:46 PM   4:46 PM 5:46 PM 11:46 PM     9:46 AM 4:46 PM 7:46 PM 11:46 PM 

La Place 7:01 AM 10:01 AM 4:01 PM   5:01 PM 6:01 PM 12:01 AM     10:01 AM 5:01 PM 8:01 PM 12:01 AM 

Gonzales 7:22 AM 10:22 AM 4:22 PM   5:22 PM 6:22 PM 12:22 AM     10:22 AM 5:22 PM 8:22 PM 12:22 AM 

Suburban Baton Rouge 7:35 AM 10:35 AM 4:35 PM   5:35 PM 6:35 PM 12:35 AM     10:35 AM 5:35 PM 8:35 PM 12:35 AM 

Urban Baton Rouge 7:42 AM 10:42 AM 4:42 PM   5:42 PM 6:42 PM 12:42 AM     10:42 AM 5:42 PM 8:42 PM 12:42 AM 

              
Source: HDR Engineering, Inc., 2009. 
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Table 3-3:  Potential Schedule for 110 mph Service with 8 Round Trips per Day 

110 Mile per hour service - 16 trains daily           

To New Orleans     Weekends 

Urban Baton Rouge 5:30 AM 6:00 AM 6:30 AM 7:15 AM 1:30 PM 5:30 PM 7:30 PM 8:15 PM   6:00 AM 8:30 AM 1:30 PM 8:15 PM 

Suburban Baton Rouge 5:37 AM 6:07 AM 6:37 AM 7:22 AM 1:37 PM 5:37 PM 7:37 PM 8:22 PM   6:06 AM 8:36 AM 1:36 PM 8:21 PM 

Gonzales 5:49 AM 6:19 AM 6:49 AM 7:34 AM 1:49 PM 5:49 PM 7:49 PM 8:34 PM   6:17 AM 8:47 AM 1:47 PM 8:32 PM 

La Place 6:10 AM 6:40 AM 7:10 AM 7:55 AM 2:10 PM 6:10 PM 8:10 PM 8:55 PM   6:35 AM 9:05 AM 2:05 PM 8:50 PM 

Kenner 6:24 AM 6:54 AM 7:24 AM 8:09 AM 2:24 PM 6:24 PM 8:24 PM 9:09 PM   6:48 AM 9:18 AM 2:18 PM 9:03 PM 

NOUPT 6:43 AM 7:13 AM 7:43 AM 8:28 AM 2:43 PM 6:43 PM 8:43 PM 9:28 PM   7:04 AM 9:34 AM 2:34 PM 9:19 PM 

                            

To Baton Rouge Weekdays   Weekends 

NOUPT 6:30 AM 9:30 AM 3:30 PM 4:00 PM 4:30 PM 5:15 PM 6:30 PM 11:30 PM   9:30 AM 4:30 PM 7:30 PM 11:30 PM 

Kenner 6:48 AM 9:48 AM 3:48 PM 4:18 PM 4:48 PM 5:33 PM 6:48 PM 11:48 PM   9:46 AM 4:46 PM 7:46 PM 11:46 PM 

La Place 7:03 AM 10:03 AM 4:03 PM 4:33 PM 5:03 PM 5:48 PM 7:03 PM 12:03 AM   9:59 AM 4:59 PM 7:59 PM 11:59 PM 

Gonzales 7:24 AM 10:24 AM 4:24 PM 4:54 PM 5:24 PM 6:09 PM 7:24 PM 12:24 AM   10:18 AM 5:18 PM 8:18 PM 12:18 AM 

Suburban Baton Rouge 7:36 AM 10:36 AM 4:36 PM 5:06 PM 5:36 PM 6:21 PM 7:36 PM 12:36 AM   10:29 AM 5:29 PM 8:29 PM 12:29 AM 

Urban Baton Rouge 7:43 AM 10:43 AM 4:43 PM 5:13 PM 5:43 PM 6:28 PM 7:43 PM 12:43 AM   10:35 AM 5:35 PM 8:35 PM 12:35 AM 

              
Source: HDR Engineering, Inc., 2009. 
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Weekend schedules are planned to be less frequent- five round trips per day.  Specific schedules 

will be developed in cooperation with stakeholders, destination event sponsors, and other 

interested parties. 

Fare Schedule 

Base, one way single ticket, end to end fare between Baton Rouge and New Orleans, is planned 

to be $10 in 2008 dollars.  Various discounting plans for multiple ride fares are contemplated, 

with the average fare per unlinked trip estimated to be about $8.50.  It is also anticipated that 

fares will increase in concert with service upgrades in 2018 (to $11.50) and 2023 (to $13.00). 
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4.  Corridor Development Plan 
 

This chapter provides a summary of the Baton Rouge to New Orleans Corridor Development 

Plan.  It includes discussions of the corridor as it exists today, i.e.,  its physical characteristics 

and who is using it, and how it will be developed over time to support new passenger service as 

well as existing and projected freight traffic.  Descriptions of corridor-wide improvements and 

site-specific improvements are provided.  The chapter concludes with a summary of 

improvements and a comprehensive cost estimate. 

 

The Corridor Today 
 

The Baton Rouge – New Orleans corridor that is the focus of this Corridor Transportation Plan is 

approximately 80 miles long.  The vision is to add intercity passenger trains with competitive 

travel time in comparison to the parallel I-10 and US 61 corridors.  In order to achieve that goal, 

significant improvements in the corridor infrastructure must be completed.  This Chapter 

describes the current infrastructure, identifies the improvements needed and explains why the 

specific improvements are required. A general map is provided for reference in Figure 4-1 on the 

following page. 

 

Ownership of the tracks and right of way is divided as shown in Table 4-1; the preponderance of 

the corridor is the southern
1
 segment of the Kansas City Southern (KCS) main line between 

Shreveport and New Orleans, their New Orleans Subdivision.
2
  Canadian National (CN) owns 

and operates the intermediate segment and Amtrak operates the southerly portion of the route.   

Owners control the operation on their respective segments, except that the New Orleans Building 

Commission owns the New Orleans Union Passenger Terminal (NOUPT) and has leased the 

railroad operating rights to Amtrak. 

 

Fixed Plant 
 

The overall alignment of the Baton Rouge – New Orleans corridor is relatively flat and straight; 

there are no serious geometric restrictions on train speed; less than three miles of the total route 

is curved.  Three curves in Baton Rouge limit speed to 40 miles per hour for the first half mile; 

after that the only curve speed restrictions limit speed to 70 miles per hour at three locations.  In 

general, the entire alignment consists of typical railroad track with wood crossties with almost all 

continuously welded rails.  Some form of train control signaling is in place the entire distance.  

Passenger service on the majority of the Baton Rouge – New Orleans corridor was discontinued 

 

                                                      
1
 The terms “North” and “South” and derivatives thereof are used to describe the overall directions as defined by the 

railroad companies, even though the geographic orientation differs 
2
 Kansas City Southern System Timetable No 7, July 1, 2006    
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on May 2, 1969.   Amtrak operates on the portion of the corridor between Orleans Junction and 

NOUPT.  

Figure 4-1: Map of Railroad Line Segments  

 
Source: HDR, 2009. 

 

There are total of 157 rail-highway at-grade crossings on the corridor between Baton Rouge and 

New Orleans.  Most of the public rail-highway at-grade crossings are equipped with automatic 

warning devices, e.g. flashing lights, bells and gates.  Appendix 4.A is a complete inventory of 

grade crossings; this inventory also includes crossings that have previously been closed.  

 

The physical description of the rail corridor is divided into separate sections for each of the 

controlling railroads: KCS, CN and Amtrak. 
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KCS Segment 
 

The KCS segment of the corridor, a portion of KCS’s New Orleans Subdivision,
3
 contains 12 

curves, ranging from slightly more than ½ degree
4
 to 7 degrees.  The two 7 degree curves are in 

Baton Rouge, near the KCS freight yard.  The alignment is approximately 66 feet above sea level 

at Baton Rouge (MP 786) and is as low as 1 ½ feet above sea level between McElroy and 

Gramercy near MP 844.   

 

Table 4-1: Characteristics of Railroad Line Segments  

Comprising the Baton Rouge – New Orleans Corridor 

 

North end of 

Segment 

South end of 

Segment 

Segment 

Name 

Owner Operating 

Railroad 

Carriers 

Length 

(miles) 

Baton Rouge 

MP 788.1 

Frellsen Jct. 

MP 855.7 

New Orleans 

Subdivision 

KCS KCS 67.5 

Frellsen Jct.  

MP443.5 

Orleans Jct. 

MP 444.2 

Baton Rouge 

Subdivision 

CN CN, KCS 0.7 

Orleans Jct. 

MP 900.8 

Southport Jct. 

MP 908.6 

McComb 

Subdivision 

CN CN, KCS, 

Amtrak 

7.8 

Southport Jct. 

MP 3.7 

NOUPT MP 

0.0 

New Orleans 

Union 

Passenger 

Terminal 

New Orleans 

Building 

Commission 

Amtrak 3.7 

Corridor Totals KCS, CN, 

Amtrak 

79.7 

Source: HDR, 2009. 

 

The KCS line is generally 115 pound-per-yard continuous welded rail laid in the early 1990’s.  

Recent inspection
5
 shows that the line is in generally good condition for the present service, four 

to six freight trains per day operating at maximum speeds up to 49 miles per hour.  Not all of the 

trains on the line move the complete length of the line since there are several large petroleum and 

chemical facilities along the line that receive large amounts of freight rail service to and from 

points north of Baton Rouge.   

 

                                                      
3
 The KCS New Orleans Subdivision extends between Latanier Yard, near Alexandria, and Frellsen Jct., near New 

Orleans International Airport 
4
 Railroad curvature is expressed in degrees instead of radius with the relationship Radius = 5,730/degree of 

curvature; a 1 degree curve has a radius of 5730 feet. 
5
 Appendix 1 is the report on the inspection 
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An Automatic Block Signal System (ABS) is in place.  Train movements are authorized by 

Direct Traffic Control, e.g. voice communication with the train dispatcher, normally via radio, 

from the KCS dispatching office in Kansas City, MO.  In the 67.5 miles of KCS line, there are 

85 at-grade public crossings and 29 private at-grade crossings. 

 

CN Segments 
 

The CN line segment is actually a portion of two subdivisions, the Baton Rouge Subdivision
6
 

and the McComb Subdivision.
7
  Both lines are generally 112 pound-per-yard welded rail and 

have overall speed limits of 40 MPH for freight trains.  The maximum speed for passenger trains 

is 60 MPH for passenger trains on the McComb Subdivision; while no passenger trains operate 

on the Baton Rouge Subdivision.  CN operates six to eight trains per day on the lines.  Four of 

the trains move between the Baton Rouge Subdivision and the McComb Subdivision around the 

wye connection to move between the CN Baton Rouge Subdivision and the CN McComb 

Subdivision to the north
8
 as shown in Figure 4-2.   

 

Amtrak operates one passenger train, the City of New Orleans, in each direction the length of the 

line on the McComb Subdivision.  Amtrak also operates one passenger train, the Sunset Limited, 

each way three days per week over the Huey P. Long Bridge.  The Huey P. Long Bridge 

connects to the CN McComb Subdivision at East Bridge Junction.  The Sunset operates on the 

CN between East Bridge Junction and Southport Junction.  

 

The CN segments proposed to be used for the passenger service are controlled by a Centralized 

Traffic Control (CTC) system operated from the CN operations office in Homewood, IL.  The 

CN lines have 22 at-grade crossings between Frellsen Junction and Southport, five on the Baton 

Rouge Subdivision and 17 on the McComb Subdivision.   

 

In addition to Orleans and Frellsen Junctions, the CN segment also contains East Bridge Junction 

(EBJ), the railroad junction at the east end of the Huey P. Long Bridge in New Orleans which is 

the major connection point between six Class One railroads.  This is the New Orleans Gateway, 

which has been identified as a major point of congestion.  East Bridge Junction is the subject of a 

detailed analysis that is summarized in the section on Site-Specific Improvements, later in this 

chapter. 

 

 

                                                      
6 
The CN Baton Rouge Subdivision extends between Slaughter, north of Baton Rouge and Orleans Jct. near New 

Orleans International Airport 
7 
The CN McComb Subdivision extends between Jackson, MS and Southport Jct., in New Orleans near Carrollton 

Avenue 
8
 Railroad definitions of directions are used throughout this document – CN and KCS define the direction from 

Baton Rouge to New Orleans as south for operational purposes, regardless of the geographic configuration. 
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Figure 4-2: Configuration of Frellsen and Orleans Junctions near New Orleans 

International Airport Showing Average Number of Freight Trains per Day 

 

 
Source: HDR, 2009. 

 

Amtrak Segment 
 

The tracks leading into New Orleans Union Passenger Terminal are owned by the City of New 

Orleans and operated by Amtrak through an agreement between Amtrak and the New Orleans 

Building Corporation.  The rail is 112 pounds-per-yard welded rail, and this line segment is 

controlled by a CTC signal system operated from an Amtrak operations office in Chicago, IL.  

Amtrak infrastructure and facilities include two lines accessing NOUPT, the CN line connecting 

at Southport and a connection to Norfolk Southern at East City Junction.  These two lines join at 

CP
9
 Carrollton Jct. and the consolidated line continues to CP North Wye Jct.  There are no public 

at-grade crossings on the Amtrak-operated lines in New Orleans.  Figure 4-3 shows a schematic 

drawing of the Amtrak tracks in the New Orleans area. 

 

All of the Amtrak tracks shown are single track.  In the past, when passenger train traffic was at 

higher levels, the alignments leading from Southport Jct. and East City Jct. to CP Carrollton Jct. 

were double track.   

 

                                                      
9
 CP is a term applied to a “Control Point”, railroad locations where switches and signals are controlled. 

  

6 

6 

Orleans Jct.  

CN McComb 
Subdivision 

CN Baton 
Rouge 
Subdivision 

KCS New 
Orleans 
Subdivision 

Frellsen  
Junction 

South to NOUPT 

12 

North to Baton Rouge 

North to Jackson, MS 

4 

6 

4 
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For all of the Amtrak intercity trains, the normal method of operation is for the inbound train 

from CP Carrollton Jct. to pull around the wye from CP North Wye Jct. to CP South Wye Jct. 

until all of the train is past CP South Wye Jct. and then back into the passenger platform tracks 

through CP Clara Street.  This facilitates the subsequent movement of the train into the yard for 

servicing, and avoids the passengers having to walk past the locomotives.  After the inbound 

train passengers have detrained, the empty trainset is moved to the Coach Yard to be prepared 

for the next train departure.  Under normal operating conditions, a station track is occupied by an 

inbound or outbound intercity train for less than two hours.   

 

Under the present Amtrak schedule, all trains to and from New Orleans originate and terminate 

there.  The schedule of Amtrak trains in and out of New Orleans is shown in Table 4-2.  Prior to 

Hurricane Katrina in August 2005, the Sunset Limited operated through New Orleans to Florida.  

Since then, the train has operated only between Los Angles and New Orleans.  Several 

alternatives have been proposed for the resumption of Amtrak service east of New Orleans.  

 

Figure 4-3: Amtrak Infrastructure and Facilities 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 
Source: Amtrak, 2009. 
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Amtrak currently uses tracks 3 through 6 for passenger operations; the other tracks are out of 

service and not currently needed.  As can be seen from the train times in Table 4-2, since each 

train only needs to occupy a station track for less than two hours, those four tracks provide ample 

station capacity; on Friday, the only day when six trains arrive and depart, the tracks are used 

less that 25% of available capacity.   

 

Table 4-2: Amtrak Scheduled Operations in and out of New Orleans 

 

Amtrak Train Days of 

Operation 
Origin Destination Time of 

Train Name Train 

No. 

Departure Arrival 

Crescent 

 

19 Daily New York New Orleans  7:33 PM 

Crescent 20 Daily New Orleans New York 7:10 AM  

City of New 

Orleans 

59 Daily Chicago New Orleans  3:32 PM 

City of New 

Orleans 

58 Daily New Orleans Chicago 1:45 PM  

Sunset Limited 1 MoWeFr
10

 New Orleans Los Angeles 11:55 AM  

Sunset Limited 2 TuFrSu
11

 Los Angeles New Orleans  4:00 PM 

Source: Amtrak, 2009. 
 

Corridor-Wide Investments 
 

This section discusses the proposed investment in corridor sub-systems.  Implementation of 

creditable intercity passenger service for the corridor will require the improvement and 

enhancement of the existing track and infrastructure.  Improvements proposed consist of: 

 

 Upgraded train control signal systems 

 Upgrading grade crossings including active warning devices 

 Establishing Quiet zones at all public highway/rail at-grade crossings 

 Constructing five stations with appropriate parking and passenger amenities 

                                                      
10 

Monday, Wednesday, and Friday 
11

 Tuesday, Friday, and Sunday 
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 Improving NOUPT to accommodate additional trains with safe and efficient operations 

 Identifying facilities for additional rolling stock 

 Increased track maintenance, including attendant facilities to store and maintain needed 

extra track maintenance equipment 

 Upgrading several sections of track. 

 

FRA Requirements 
 

FRA
12

 regulations set minimum standards for various aspects of track, signal and safety 

standards that vary with train speed.  In general, the requirements apply to a speed range, and are 

grouped in Track Classes.  Other regulations refer to specific speeds.  A summary of FRA track 

requirements is shown in Table 4-3.   

 

In order to implement a creditable intercity passenger service on the corridor, several 

improvements must be made to existing track and infrastructure to allow higher train speeds, 

operation of additional trains and maintain current freight service levels.  To increase operating 

capacity, additional track and infrastructure must be designed, constructed and put in service to 

provide additional sidings for trains to meet and pass and industrial switching leads must be 

extended to allow important freight switching to be performed without occupying the main track 

for extended periods of time,.   

 

The train control signal systems must be upgraded and most likely Positive Train Control 

(PTC)
13

 will be mandated
14

 to be installed for the proposed train operations.  Grade crossings 

must be upgraded, and active warning devices must be installed at all public highway-rail at-

grade crossings.  Because of the number of additional train movements that will result from the 

proposed intercity passenger service, quiet zones
15

 are proposed for all public highway-rail at-

grade crossings. Passenger stations will be constructed at five new locations, with appropriate 

parking and passenger amenities.  Improvements to NOUPT may be required to accommodate 

the safe and efficient operation of the additional trains.  Depending on the institutional 

arrangements for operation and maintenance, some facilities for maintaining the additional 

rolling stock may be required.  Because of the need for additional track maintenance and 

inspection for higher speeds, additional track maintenance personnel and equipment may be 

required, along with attendant facilities to store and maintain that additional track maintenance 

equipment. 

                                                      
12

 49 CFR 213 
13

 Positive Train Control (PTC) is a train-control signal system that, when fully developed, will be capable of 

preventing train-to-train collisions, overspeed derailments, train movements through a switch left in the wrong 

position, and casualties or injuries to roadway workers.   
14 

The Rail Safety Improvement Act of 2008 (RSIA) (signed by the President on October 16, 2008, as Public Law 

110-432) has mandated the widespread installation of PTC systems on passenger train routes by December 2015. 
15 

49 CFR parts 222 and 229 establish procedures to avoid the train horn being sounded during ordinary operations, 

and establish loudness standards for locomotive horns. 



 Southern High-speed Rail Commission 

 Baton Rouge - New Orleans Intercity Passenger Rail 

 Service Development Plan 
 

BURK-KLEINPETER, INC. in association with  December 2010 

HDR Engineering, Inc. Page 4.9 

Table 4-3: Summary of FRA Minimum Track Requirements 

Track Class 

 Excepted 1 2 3 4 5 6 

Maximum Train Speed (MPH) 

Freight  10 10 25 40 60 80 110 

Passenger Not Allowed 15 30 60 80 90 110 

Superelevation and Spiral Length for Maximum Passenger Speed on a 2 Degree Curve with 4-Inch Unbalance 

Superelevation Not Allowed 0 0 1 5” 6”
16

  

Spiral Length Not Specified Not 

Specified 

Not 

Specified 

30 206’ 248’  

Gage Requirements
17

 

Minimum  Not Specified 4’ 8” 4’ 8” 4’ 8” 4’ 8” 4’ 8” 4’ 8” 

Maximum  4’10 ¼” 4’10” 4’9¾” 4’9¾” 4’9½” 4’9½” 4’9¼” 

Track Deviations Allowed 

Tangent  N/A 
18

 5” 3” 1’¾” 1’ ½” ¾” ½” 

Curved  N/A 
19

 5” 3” 1’¾” 1’ ½” 5/8” ½” 

Cross level  N/A 
19

 3” 2” 1’¾” 1’ ¼” 1” 1” 

“Good” Wood Crossties 

per 39 feet
19

 

N/A 
19

 5 8 8 12 12 14 

Inspection Intervals 

Walking or Rail Vehicle Weekly Weekly Weekly Weekly Twice 

Weekly 

Twice 

Weekly 

Twice 

Weekly 

**“Good” Crossties – not broken through, split, deteriorated, more than 40% cut by tie plate
20

 

Source: HDR, 2009. 

 

Track and Roadbed Upgrades 
 

The existing KCS track has an overall maximum authorized speed of 49 miles per hour,
21

 

implying that it is maintained to FRA Class 4
22

 standards.  On August 10th and 11th, 2009, a site 

inspection via high-rail was performed by Design Nine, Inc., observed by HDR, on behalf of 

KCS.  The majority of upgrades discussed in this section were identified in Design Nine’s Report 

dated September 4, 2009.  (Refer to Volume III of the Technical Appendices.)  The inspection 

                                                      
16

 6 inches of superelevation allows 85 miles per hour maximum speed with 4 inches of unbalance.   
17

 49 CFR 213.53 
18

 Not Applicable 
19 

49 CFR 213.109 
20

 49 CFR 213.109 
21 

Kansas City Southern System Timetable No 7, July 1, 2006 
22 

49 CFR 213.9 
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determined that current train operation is constrained to 25 miles per hour with slow orders at 

specific trouble spots.  If in fact the track conditions are such that 25 miles per hour is the 

prevailing speed, then the track is more likely maintained to Class 2 standards.   

 

Rehabilitation of existing track will be required to allow operation at speeds up to 110 miles per 

hour in the future, assuming that the following issues are resolved:  

 

 Institutional issues (freight railroad opposition through the AAR opposing mixing high 

speed trains and freight trains)  

 Grade crossing issues, including potential closures/consolidations and quiet zone 

implementation   

 Signal system and PTC issues  

 

 

The proposed track and roadbed rehabilitation will consist of: 

 

 Replacement of 50% of the cross-ties 

 Right of way improvements including clearing and grubbing, ditch cleaning and ballast 

shoulder restoration 

 A 12-inch track raise 

 Correct subgrade deficiencies 

 Replacement of all bridge structures 

 Increased superelevation and rail replacement on curves 

 Enhancements to signal systems 

 Grade crossing reconstruction 

 

Replacement of 50% of the cross ties is recommended, with new ballast and surfacing.  

Installation of concrete ties and suitable ballast is recommended, for improved drainage that can 

be maintained with minimal outages.  While concrete ties would be recommended because of the 

high levels of moisture in the area, the majority of the existing track consists of wood ties. Since 

it is not a recommended practice to interlace wood and concrete ties, the decision of what type of 

ties would be used for the track rehabilitation work, for the new track construction, and for the 

bridges would need to be made early on as the project planning is progressed toward 

implementation.   

 

Cross-tie replacement will be accompanied by additional right-of-way work at some locations 

throughout the corridor, including: 

 

 Right of way clearing and grubbing; the nature of the terrain that this route traverses is 

naturally low and wet with significant amounts of standing water. Removal of the timber, 

brush and vegetative canopy over the track would allow sunlight into the right of way and 
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track structure, resulting in evaporation of standing water adjacent to the track as well as 

drying of wet areas within the track. 

 

 Ditch cleaning: Most of the areas identified by Design Nine as having subgrade issues 

also had water standing adjacent to the embankment. Some of the standing water is 

caused by the drainage away from the track being blocked. Removing brush and debris 

would be a benefit in future maintenance of the ditches. 

 

 Ballast shoulders: There are many areas where the ballast shoulders are less than 12 

inches in width.  Many of the areas where the ballast shoulder is substandard are where 

there have been soft or poor subgrade conditions that make it difficult to maintain track 

surface.  

 

A potential 12-inch track raise
23

 throughout the length of the KCS segment of the project was 

discussed in the Design Nine, Inc. Report.  Such a raise may cause clearance issues at overhead 

bridges. The findings of the inspection trip raise unresolved concerns that this may present 

clearance issues where the railroad crosses under Interstate 10 at three locations.
24

  Achieving the 

desired track stability and vertical clearance at the following locations may require additional 

engineering during final design. 

 

 MP 791.20, DOT 335-456 P, where the existing minimum overhead clearance is 22.92 

feet 

 MP 799.58, DOT 335-476 B, where the existing minimum overhead clearance is 22.27 

feet, and  

 MP 819.23, DOT 335-512 U, where the existing minimum overhead clearance is 23.50 

feet. 

 

There appear to be nine other overhead roadway structures that were not measured for overhead 

clearance along the KCS route.  These clearances should be measured prior to any track raise to 

ensure adequate clearance is maintained for the type of rail traffic proposed.  The additional 

structures are identified as follows: 

 

 MP 788.07 North Blvd DOT 335-443 N 

 MP 790.74 Perkins Road DOT 335-455 H 

 MP 797.23 Siegen Lane DOT 335-472 Y 

 MP 852.60 Interstate 310 Ramp, DOT 330-833 J 

 MP 852.67 Interstate 310 Ramp, DOT 330-834 R 

                                                      
23 

Adding 12 inches of tamped ballast to the track structure to provide a stable, well-drained foundation for the ties 

and rail. 
24 

Recommended practice is that there be 23’-0” of clearance between the top of rail and the lowest point on the 

bottom of an overhead structure. 
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 MP 852.75 Interstate 310 Westbound, DOT 330-835 X 

 MP 852.77 Interstate 310 Eastbound, DOT 330-836 E 

 MP 852.82 Interstate 310 Ramp, DOT 330-837 L 

 MP 852.85 Interstate 310 Ramp, DOT 330-838 T 

 

Some possible solutions to the soft or unstable subgrade and subgrade deficiencies are – 

 

 Grout injection utilizing a grout mixture, probably a ground blast furnace slag based 

material that chemically reacts with the existing soils and cements any ballast pockets 

eliminating the water that has pooled within the ballast pocket. This is normally 

performed using on-track equipment. All the areas identified as being unstable, soft or 

wet have been included in the grout injection work. 

 

 Cut and drain or cribbing the cross ties that should be done in conjunction with a track 

raise in areas of chronic settlement and instability. This type of work incorporates the 

removal of the ballast shoulder opening up the end of the cross ties to a depth below the 

bottom of the cross ties and replace this removed material with fresh clean ballast 

allowing any water in the track structure an escape avenue out to the ditches. 

 

 Embankment stabilization correcting the areas that exhibit slope stability problems by 

means of a standard shot rock (rip rap) toe trench key and berm. This is effective in 

eliminating slope instability issues by reducing the side slope and applying weight along 

the toe of slope. These areas will be included in the grout injection areas to fill up any 

ballast pocket that may be present. 

 

While the possibility of a 12-inch track raise has been considered for the entire length of the 

corridor, the actual track raise will vary for each specific location. Raising the track for the 

bridges will also require raising the bridge approaches. Track raises will also affect vertical 

curves and large track raises at road crossings would have cascading effects along the roadway 

approaches. The locations and amount of raising existing main line track will need to be a key 

consideration as preliminary engineering is advanced.  

 

Curves 
 

Establishing a track structure capable of allowing operating speeds up to 110 miles per hour will 

necessitate modifying curves so that the spirals will allow higher speeds in the future.  A spiral in 

railroad design geometry is a curve of constantly changing radius that allows the train to 

transition from tangent or straight track to the curved track.  Transitioning from level track to 

track with superelevation is also best accomplished with a spiral.  Superelevation is the term used 

to describe the difference in elevation between the inside rail of a curve and the outside rail of 

the same curve.  Superelevation allows the train to pass through a curve at a higher speed than 
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would be possible if the track were flat.  Practicality in mixed freight and passenger operations 

limits the amount of superelevation in a curve to 4 or 5 inches since freight trains will likely 

travel around the curve at slower speeds than passenger trains, and may even be stopped on a 

curve.  Good design for operation at higher speeds provides the transition from level tangent 

track to curved track with superelevation be accomplished through the spiral.
25

  

 

Initially creating the longer spirals to accommodate the superelevation required for 110 mile per 

hour operation will not affect slower speed operation of freight and passenger trains.  

Superelevation can later be adjusted for future changes in speed limits without much disruptive 

construction. Rail wears in curves faster than on tangent track due to the increased pressures and 

friction inherent in the movement of trains around curves.  The rail in the curves shown in Table 

4-4 should be replaced with 136 pounds-per-yard continuous welded rail on concrete ties after 

the spiral lengths are adjusted appropriately. Note that detailed survey information will be 

required to determine actual curve geometry and then proposed geometry will be developed 

which may require changes to the track geometry. It should be noted that it may not be possible 

to modify all curves to allow for 110 mph operations due to right-of-way and other site 

limitations.  

 

Table 4-4: Curves for Spiral Lengthening and Rail Replacement 

Curve 

Number 

Mile Post 

Location 

Degree of 

Curvature 

Length of Curve 

(feet) 

Maximum Speed 

with 4-inch 

Superelevation
26 

(mph) 

1 788.6 7^00' 210 40 

2 788.7 7^00' 235 40 

3 788.9 5^45' 151 44 

4 789.0 1^30' 593 87 

5 789.8 3^00' 1,810 62 

6 801.7 2^00' 888 76 

7 811.2 2^00' 512 76 

8 827.8 2^00' 2,080 76 

9 839.5 0^36' 574 131 

9 * 839.5 0^36' 574 131 

10 840.3 2^00' 2,158 76 

11 849.0 2^00' 1,128 76 

12 853.6 2^00' 1,764 76 

 Total  12,677  

* There are two tracks at this location. 
Source: HDR, 2009. 

                                                      
25 

49 CFR 213.59 
26 

49 CFR 213 Appendix A Table 2 
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Capacity Improvements 
 

As envisioned, the initial passenger train operating speed will be 79 miles per hour, increasing to 

90 miles per hour at some point in the future, assumed to be five years after initial operation.  A 

subsequent increase in speed to 110 miles per hour is assumed an additional five years in the 

future.  As mentioned previously, several issues must be addressed prior to exceeding the 

maximum authorized speed of 79 miles per hour.  This section discusses the specific 

requirements for line of road infrastructure improvements. 

 

The addition of intercity passenger trains to the Baton Rouge – New Orleans corridor will 

require significant infrastructure improvements if the service is to operate reliably and not impact 

ongoing freight operations.  Table 4-5 shows the proposed additions, which total some 27.4 

miles of track, or about 34% of the length of the corridor. 

 

Table 4-5: Proposed Track Additions per the Design Nine Report 

Location Length Purpose 

Baton Rouge Yard Lead 

KCS MP 788.2 – MP789.1 

0.9 miles Extend Yard Lead south to hold the length of 

the longest yard track so that switching does not 

occupy main line 

Essen Siding Extension  

KCS MP 793.5 – MP 794.0 

0.5 miles Extend 6,877-foot siding north 2,640 feet to 

allow 9,000-foot freight trains to clear main 

track 

Gonzales Siding Extension 

KCS MP 808.5 – MP 809.2 

0.7 miles Extend 5,860-foot siding north 3,696 feet to 

allow 9,000-foot freight trains to clear main 

track 

Barmen Siding Extension 

KCS MP 818.6 – MP 819.3 

0.7 miles Extend 5,808-foot siding south 3,696 feet to 

allow 9,000-foot freight trains to clear main 

track 

McElroy Siding Extension 

KCS MP 820.7 – MP 821.4 

0.7 miles Extend 2,112-foot two-track industry facility 

3,696 feet to the south to facilitate switching 

with minimal main track occupancy  

Gramercy Siding Extension 

KCS MP 828.8 – MP 836.8 

8.0 miles Extend 4,752-foot siding 42,240 feet to the 

south creating a long industrial lead to facilitate 

serving several large industrial facilities 

including Kaiser Aluminum and Marathon Oil. 

Norco Siding Extension  

KCS MP 847.9 – MP 850.1 

2.2 miles Extend 12,144-foot siding 11,616 feet to the 

south creating industrial lead serving a large 

Shell Refinery 

Frellsen Siding Extension 

KCS MP 853.4 – MP 854.3 

0.9 miles Extend 6,052-foot siding 4,752 to the north  to 

allow 9,000-foot freight trains to clear main 

track 
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Location Length Purpose 

Frellsen Second Main Track 

CN MP 443.5– MP 444.2 

0.7 miles Second main track with appropriate connections 

to allow passenger operations with no 

diminished freight capacity 

Mays Second Main Track 

CN MP 900.8 – MP 908.6 

7.8 miles Second main track with appropriate connections 

to allow passenger operations with no 

diminished freight capacity 

Reconfiguration of East Bridge 

Junction 

CN MP 906.3 – MP 906.9 

0.6 miles Rearrangement of tracks and switches at East 

Bridge Junction to allow faster east-west train 

movements 

NOUPT Second Main Track 

ATK MP 3.7 – MP 0.0 

3.7 miles Second main track connecting Southport to 

NOUPT 

Source: Design Nine, 2009. 

 

Four types of track construction projects were identified: 

 

 Per the Design Nine Report, extend switching leads at four locations so that KCS freight 

trains and switch engines would not need to occupy the main track while switching at 

four locations: Baton Rouge Yard, McElroy, Gramercy, and Norco.  Current KCS 

operations without passenger trains are scheduled so that switching interference with 

through freight trains is minimal.  Adding passenger trains to the line creates new 

demand for capacity. 

 

 Per the Design Nine Report, extend passing sidings at four locations (Essen, Gonzales, 

Barmen, and Frellsen) so that freight and passenger trains in opposite directions can meet 

and passenger trains can pass freight trains moving in the same direction without undue 

delay to either train.   

 

 Per CN, construct a second main track along the CN between Frellsen Junction and 

Southport and on the City-owned Amtrak-operated line between Southport and the 

station tracks at NOUPT.  Figure 4-4 shows the conflict with CN freight operations and 

proposed construction of the second main track to accommodate passenger rail 

operations. 

 

 The analysis completed by CN’s consultant, Railroad Professionals, Inc, (RPI),
27

 also 

identified a need for construction of a grade-separated flyover estimated to cost 

approximately $50 million at East Bridge Junction to allow the passenger trains to pass 

                                                      
27 

A Study of Existing and Proposed Operations over CN Lines between Frellsen Junction and Southport Junction – 

Operations Analysis and Capacity Review prepared by Brian Doyle P.Eng for LADOTD and CN dated July 30, 

2009 
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over the east-west freight movements.  This led to a second analysis of East Bridge 

Junction by HDR, which is discussed in detail in the following section on Site-Specific 

Improvements. 

 

Schematics SCH-001 and SCH-002, on the following pages, show the location of rehabilitated 

track and proposed construction. 

 

Figure 4-4: Illustration of CN Infrastructure Requirements 

 

 
Source: Capacity Analysis prepared by RPI for CN, dated July 30, 2009 
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Schematic - 001 
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Schematic - 002 
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Bridges 

 

The bridge design and estimates that are included in the detailed report prepared by Design Nine, 

Inc. (see Volume III) were aimed at the rehabilitation of the track and structures from MP 788.0 

to MP 855.8 that would result in a sustainable structure to allow a maintainable speed of 79 mph 

for passenger train service.  The significant exception was bridge 845.6 over the Bonnet Carré 

Spillway which was analyzed for speeds of 40 mph and 79 mph for passenger train service.  This 

structure is discussed in more detail later in this chapter.  Based on accepted industry engineering 

standards and Design Nine’s opinion from the inspection, only a new ballasted deck bridge 

superstructure and new substructure will provide for a smooth and safe initial speed of 79 miles 

per hour and be maintainable and cost effective for future speed increases and maintenance. 

 

It was assumed that all bridge structures to be replaced should be replaced with a new structure 

of equal length unless specifically noted.  A further understanding was that any new structure 

would not reduce the existing drainage opening. 

 

The bridge inspection reports documented and the field inspection confirmed that, in general, the 

majority of the existing bridges have poor piles.  A large number of the existing bridges have 

poor caps and many of the bridges have poor ties all of which is unacceptable for high-speed 

passenger rail traffic. 

 

The complete Design Nine Report is included in Volume III. Following is a brief summary of 

bridge specific conditions from the Design Nine Report. 

 

 Bridge 788.2 – Only the tie deck will be replaced on the mainline and siding bridges. The 

tie deck will consist of 10 inch by 10 inch bridge ties packed tight to create a solid deck. 

This is to prevent debris from falling onto the roadway below the track. 

 

 Bridge 788.4 – Recommend shortening this bridge from 394 lin. ft. to 90 lin. ft., to reduce 

the costs in this project and the need for future bridge maintenance. The length of bridge 

shortening is pending a Hydrologic and Hydraulic Evaluation (H&H) study being 

performed along with verification of the Right-of-Way parallel to the existing bridge. 

Recommend this bridge be raised to lessen the occurrences of the bridge being hit by the 

roadway traffic passing below. Bracing has been included in the estimate to reinforce the 

bents adjacent to the roadway. Consideration may be given to erecting a sacrificial impact 

beam on the roadway approaches to reduce the adverse effects of highway traffic striking 

the structure. 

 

 Bridge 790.0 – The estimate for this bridge utilizes the existing substructure and placing 

KCS standard T-Girders on top of the existing pier caps. Consideration may be given to 

erecting a sacrificial impact beam on the roadway approaches to reduce the adverse 

effects of highway traffic striking the structure. 
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 Bridge 795.2 – There is no corrective work or rehabilitation work proposed for this 

bridge due to it being a concrete ballast deck pan on a Deck Plate Girder (DPG). This 

bridge structure should be considered acceptable for 79 mile per hour passenger train 

service. Ballast retainers may be required when track raise is performed through this area. 

Consideration may be given to erecting a sacrificial impact beam on the roadway 

approaches to reduce the adverse effects of highway traffic striking the structure. 

 

 Bridge 801.5 – There is no corrective work or rehabilitation work proposed for this 

bridge.  Recommend that handrail be added to this bridge with this work being included 

in an estimate of work for this project.  Ballast retainers may be required when track raise 

is performed through this area.  Consideration may be given to erecting a sacrificial 

impact beam on the roadway approaches to reduce the adverse effects of highway traffic 

striking the structure. 

 

 Bridge 809.4 – This bridge structure currently has one additional track and is proposed to 

be replaced to avoid reducing the water way opening and to minimize future curfews and 

slow-ordered train movements that may be required due to ongoing maintenance. 

 

 Bridge 824.4 – KCS provided information that the local authority has a desire to lengthen 

this bridge.  Recommend that an H&H study and report be prepared to ensure proper 

sizing of the structure followed by coordination of work with the local authority.  The 

estimate provided in this report added twenty (20) linear feet to the existing bridge length 

to be replaced and constructed. 

 

 Bridge 828.4 – This bridge structure currently has one additional track and is proposed to 

be replaced to avoid reducing the water way opening and to minimize future curfews and 

slow-ordered train movements that may be required due to ongoing maintenance. 

 

 Bridge 845.6 – The Bonnet Carré Spillway Bridge.  Due to its length and location in a 

designated floodway, this project is discussed in the section on Site-Specific 

Improvements. 

 

 Bridge 847.0 – This bridge structure currently has two additional tracks and is proposed 

to be replaced to avoid reducing the water way opening and to minimize future curfews 

and slow-ordered train movements that may be required due to ongoing maintenance. 

 

 Bridge 847.1 – This bridge structure currently has two additional tracks and is proposed 

to be replaced to avoid reducing the water way opening and to minimize future curfews 

and slow-ordered train movements that may be required due to ongoing maintenance. 
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Permitting for Bridges 
 

Several of the bridges may have to be permitted separately due to their locations and interaction 

with the local authorities. 

 

 Bridge 788.2 – Permitting may be required to perform the work over Highway 110. 

 

 Bridge 788.3 – Permitting may be required because of the paved ditch by the local 

drainage district. 

 

 Bridge 788.4 – Permitting may be required because Spanish Town Road passes under the 

bridge with North 15th Street being immediately adjacent to site. 

 

 Bridge 790.0 – Permitting may be required because Dalrymple Drive passes under the 

bridge. 

 

 Bridge 791.3 – Permitting may be required because South Acadian Thruway passes under 

the bridge. 

 

 Bridge 824.4 – Permitting may be required because the bridge is crossing the Blind 

River. 

 

 Bridge 845.6 – Permitting will be required with the Corp of Engineers as well as local 

drainage districts. 

 

Signal Systems 
 

Another important issue is the train control signal system. The KCS line between Baton Rouge 

and Frellsen Junction is currently equipped with an Automatic Block Signal System (ABS) 

between the BREC Golf Course cart path, MP 790.3, crossing the tracks near Dalrymple Drive in 

Baton Rouge and Frellsen Junction, MP 855.7, near the New Orleans International Airport in 

Kenner.  The ABS system provides signal protection from other train movements and broken rail 

detection.  This ABS system is supplemented with voice communication between the train 

dispatcher and the train crews to direct movements.   Between the proposed Urban Baton Rouge 

Terminal Station at MP 788.5 and MP 790.3, railroad yard limit rules are in effect, requiring 

trains to operate at restricted speed, i.e. able to stop to avoid striking an obstruction and not 

exceeding 20 miles per hour.  KCS also has yard limit rules in effect between MP 846.3 and MP 

848.6 at Norco.   

 

These speeds and rules arrangements are quite adequate for KCS’ current freight-only operation 

but are not appropriate for a new higher-speed intercity passenger service.  Installation of a 
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Centralized Traffic Control System (CTC) is required.  This CTC system will allow dispatcher 

control of the critical power switches that will be installed at the ends of the sidings.  The 

existing hand-operated Number 10 switches
28

 will be replaced with power-operated Number 20 

switches.  The voice communication between the train dispatcher and the train crews will still be 

available, but authority for movement will generally be by signal indication; the train dispatcher 

can control the signals at the ends of sidings, and the intermediate signals indicate the conditions 

of the specific track segments.  The yard limit operations will be eliminated, and trains will be 

able to operate at the maximum track speed subject to signal indications.  Freight movements 

that now use yard limits will have positive protection while on the main track.  

 

Operation at a speed in excess of 79 miles per hour requires that the signal system in place, 

whether it is an ABS system or a CTC system, be reinforced with a continuous cab signal 

system.
29

  Since positive train control has been mandated by the Rail Safety Improvement Act of 

2008, the estimates have included an allowance for that installation, and it is believed that the 

positive train control system (or systems) will allow operation at speeds above 79 miles per hour.  

Unfortunately, at the time of this report, December 2009, final development and design of the 

PTC is incomplete, and therefore the cost estimates are subject to considerable variation.  There 

is also a significant amount of turmoil in the railroad industry as to how best to implement 

PTC.
30

 

 

Grade Crossings 
 

At-grade highway-rail crossings offer the most serious interface problem with existing surface 

transportation.  Highway-rail crossing data is collected from railroad companies and included 

into the National Crossing Inventory (NCI) database and the Railroad Accident and Incident 

Reporting System (RAIRS) databases; both were established and are maintained by the Federal 

Railroad Administration (FRA).  The Grade Crossing Incident Report (GXIR) contains a record 

for every grade crossing incident reported for public and private crossings.  Unfortunately, the 

data currently stored in these databases for private crossings are generally not current and not 

suited for most analyses and were historically not intended to support effective resource 

allocation.
31

  Table 4-6 is a summary of the grade crossings on the proposed intercity passenger 

rail route between Baton Rouge and New Orleans. 

 

 

 

 

                                                      
28

 A Number 10 switch has a maximum speed limit of 20 miles per hour through the turnout side. A Number 20 

switch has a maximum speed limit of 40 miles per hour through the turnout side. 
29

 49 CFR 236 
30 

The Need for Reasonable Implementation of the Positive Train Control Mandate, AAR October 2009 
31

 USDOT Private Highway-Rail Grade Crossing Safety Research and Inquiry, FRA Office of Research and 

Development Final Report May 2008, page 5 



 Southern High-speed Rail Commission 

 Baton Rouge - New Orleans Intercity Passenger Rail 

 Service Development Plan 
 

BURK-KLEINPETER, INC. in association with  December 2010 

HDR Engineering, Inc. Page 4.23 

Table 4-6: Characteristics of Grade Crossings, Baton Rouge - New Orleans 

Railroad Owner 

At-

Grade 

RR 

Under 

RR 

Over Total 

Canadian National 17 3 0 20 

Kansas City Southern 107 6 10 123 

Totals 124 9 10 143 
Sources: FRA NCI Database, HDR, 2009. 

 

Table 4-7, below, is a summary of the uses of the crossings in the corridor. 

 

Table 4-7: Uses of Grade Crossings – Baton Rouge – New Orleans 

Railroad Owner 

Public 

Vehicle 

Private 

Vehicle Pedestrian Total 

Canadian National 11 2 4 17 

Kansas City Southern 90 17 0 107 

Totals 101 19 4 124 
Sources: FRA NCI Database, HDR, 2009. 

 

In 1998, the FRA issued an Order of Particular Applicability for high-speed rail service on the 

Northeast Corridor. In the Order, the FRA set a maximum operating speed of 80 mph over any 

highway-rail crossing where only conventional warning systems are in place and a maximum 

operating speed of 95 mph where four-quadrant gates and presence detection are provided and 

tied into the signal system. Grade crossings are prohibited on the Northeast Corridor if maximum 

operating speeds exceed 95 mph. Current statutory, regulatory and Federal policy requirements 

are summarized in Table 4-8. 

 

Table 4-8: Federal Laws, Rules, Regulations and Policies
32 

 Active Warning 

Devices (Gates, 

Flashers, Bells) 

Warning/Barrier with 

FRA Approval 

Grade Separate 

or Close 

Controlled Access 

Highways  

Not allowed Not allowed Required 

High Speed Rail   79-110 MPH 111-125 MPH > 125 MPH 
Sources: FRA NCI Database, HDR, 2009. 

 

The Manual for Uniform Traffic Control Devices (MUTCD) provides overall guidance for 

warning devices at highway-rail grade crossings.  Several significant changes in the 2009 

edition
33

 impact highway-rail grade crossing design.  They include the addition of a new warrant 

for traffic control signals in proximity to intersections near a highway-rail grade crossing.  

                                                      
32

 http://www.fra.dot.gov/downloads/safety/technical_working_group/intro.pdf 
33

 Released in December 2009 
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FHWA now requires the installation of a YIELD sign or STOP sign in addition to the Crossbuck 

sign at all passive highway-rail grade crossings by December 31, 2019.  FHWA now requires 

audible devices to be operated in conjunction with flashing-light signals or traffic control signals 

where they are operated at a grade crossing that is used by pedestrians.  FHWA added a new 

chapter on “Pathway Grade Crossings” to provide information for traffic control devices used at 

pedestrian grade crossings. 

 

The revised manual requires engineering studies to determine whether or not an audible device 

should be installed, in addition to a crossbuck sign, at pedestrian and bicycle crossings and 

whether or not the LOOK sign and/or pedestrian gates should be installed where flashing-light 

signals, crossbuck signs, and audible devices would not provide sufficient notice of an 

approaching light rail transit vehicle.  

 

Proposed Grade Crossing Improvements 
 

For all public crossings that are not grade separated, the installation of four-quadrant gates is 

estimated, but presence detection and its interface with the train control signal system is not 

estimated.
34

  For the private crossings, flashing lights and bells are estimated for single track 

crossings and conventional (i.e. two-quadrant) gates for private crossings of more than one track.  

In this estimate, no crossings were assumed to be closed.  Based on some field inspection, there 

are potential candidate closings, especially at private crossings, by providing alternative routes of 

access when those alternatives do not required excessive additional travel.  Private crossings are 

frequently the subject of agreements between the railroad company and the landowner of the 

land on both sides of the crossing, or in some cases, the private crossing is the only access to 

land from a public road.  Potential crossing closures have not been considered for this discussion. 

A summary of proposed grade crossing warning devices is shown in Table 4-9. 

 

Table 4-9: Summary Inventory of Grade Crossing Warning Devices 
 Existing Conditions Proposed Conditions 

Type of Warning Devices KCS CN Total KCS CN Total 

Conventional Gates-2 Quadrants 42 9 51 4 4 8 

No Protection 25 2 27 0 0 0 

Crossbucks 19 6 25 0 0 0 

Flashing Lights 18 0 18 13 2 15 

Stop Signs 3 0 3 0 0 0 

4 Quadrant Gates 0 0 0 90 11 101 

 107 17 124 107 17 124 
Source: HDR, 2009. 

                                                      
34

 Presence detection and interface with the train control system implies that the train could stop before entering the 

crossing occupied with a stalled vehicle.  Given the distance fast trains need to stop, either the train would be 

significantly delayed, or the crossing would be closed for a much longer period of time than the conventional 

methods. 
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Field inspection also shows that there are a number of ad-hoc pedestrian crossings, especially in 

the Kenner – New Orleans area.  LADOTD, KCS, CN and the city of Kenner have identified this 

problem at least as early as April 2006 when KCS and LADOTD personnel made an inspection 

field visit to the area.  As of July 2009, LADOTD was waiting for a study by the City of Kenner 

to be completed.  The high level of pedestrian traffic observed in this area is emphasized by an 

elementary school and a church separated by the CN tracks and linked by a pedestrian-only 

crossing at Maria Street.  (See Figure 4-5) 

 

Four-quadrant gates are the highest level of grade crossing warning devices used in the United 

States.  At crossings with four-quadrant gates, gates sequentially come down on all traffic lanes 

in both directions. Alternately, median barriers can be provided in the roadway for a sufficient 

distance from the track crossing and gates in two quadrants to prevent motorists from driving 

around the lowered gates.  Installation of four-quadrant gates or combinations of gates and other 

supplemental safety measures allows an additional benefit in addition to safety – a quiet zone can 

be installed, allowing trains to operate without sounding the train horn at each at-grade crossing 

as is now required.   

 

Figure 4-5: School Viewed from Pedestrian Crossing Connecting to Church 
Source: HDR, 2009. 
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Site-Specific Improvements 
 

Site-specific improvements refer to individual projects that because of size and complexity 

require detailed analysis and explanation.  There are three such projects in this corridor: (1) East 

Bridge Junction, (2) the Bonnet Carré Spillway Bridge, and (3) proposed improvements to the 

New Orleans Union Passenger Terminal. 

 

East Bridge Junction 
 

East Bridge Junction, the railroad junction at the east end of the Huey P. Long Bridge (HPL) in 

New Orleans, is the major connection point between six Class One railroads:  

 

 Union Pacific Railroad (UP) and  

 BNSF Railway (BNSF) on the West Bank, and  

 Canadian National Railway (CN),  

 CSX Transportation (CSX),  

 Kansas City Southern Railway, (KCS) and  

 Norfolk Southern Railway (NS) on the East Bank.  

 

The New Orleans Public Belt Railroad (NOPB) owns the HPL and associated trackage. East 

Bridge Junction (EBJ) has been identified as a major freight railroad congestion point in several 

reports
35

 in the past ten years and is currently the subject of an Environmental Impact Statement 

as part of the New Orleans Gateway project.  Within the context of the BR-NO HSIPR corridor 

study, three distinct analyses of EBJ have been performed.  The first two were prepared by 

Railroad Professionals, Inc. (RPI) under the direction of Canadian National Railroad (CN) and 

most of the data provided in this section comes from these two reports.  The third analysis was 

performed by HDR and focused on an alternative improvement program for EBJ suggested by 

the FRA’s office of Railroad Development in 2003.  All three reports are included in Appendix 

4.E in Volume II. Technical Appendices.  A schematic of the current configuration of EBJ is 

provided on the following page (Figure 4-6). 

 

The RPI studies found that current operations consume about 44% of the existing capacity of the 

interlocking at East Bridge Junction.  Average train speed is approximately 5 to 7 ½ miles per 

                                                      
35

 “New Orleans Rail Gateway & Regional Rail Operational Analysis” sponsored by the U S Department of 

Transportation, Louisiana Department of Transportation and Development, and the New Orleans Regional Planning 

Commission   

“A Study of Existing and Proposed Operations over CN Lines between Frellsen Junction and Southport Junction – 

Operations Analysis and Capacity Review”, 

 “A Study of Existing and Proposed New Baton Rouge – New Orleans Intercity Passenger Rail Service at “East 

Bridge Junction” Phase 2 Operations Analysis and Capacity Review” 
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hour for all movements except straight-through train moves on the CN McComb Subdivision 

Main Line Track. 

 

Train operations at East Bridge Junction are controlled by a railroad tower housing an 

interlocking machine believed to have been installed in the 1930s.  The operation is handled by 

one CN employee stationed at the location 24 hours per day, seven days per week.  CN maintains 

detailed records of train movements for the junction.  

 

Figure 4-6: East Bridge Junction – Current Schematic 

 

 
 

 

 
Source: CN and HDR analysis – Arrow widths are approximately proportional to volumes of cars 
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Several important traffic flows through East Bridge Junction have been identified as shown in 

Table 4-10.  These volumes are graphically depicted in Figure 4-6
36

:
 

 

1. Approximately 35 percent of the traffic was East – West freight flows, herein called 

“Gateway”, between UP and BNSF on the west and CSX and NS on the east – 94 trains 

averaging 69 cars each in the study period, an average of 13 trains per day. 

 

2. Approximately 14 percent of the traffic was KCS trains moving between their line to 

Baton Rouge at Frellsen Jct. and their Shrewsbury Yard, and other moves for interchange 

and local customers.
37

 

 

3. Approximately 31 percent of the traffic was CN-related – interchange between CN and 

the other railroads in the New Orleans Gateway. 

 

4. The balance of the East Bridge Junction activity was divided between Amtrak (7%) and 

the New Orleans Public Belt (13%).  

 

Table 4-10: Volumes of Cars, Locomotives, and Trains  

Moving through East Bridge Junction during the Study Period 

 

 Amtrak CN Gateway KCS PB Totals 

Number of Moves 20 84 94 37 34 269 

Percent of Total 7% 31% 35% 14% 13% 100% 

Number of Cars 133 1,971 6,539 1,629 264 10,536 

Percent of Total 1% 19% 62% 15% 3% 100% 

Number of Locomotives 32 127 260 74 45 538 

Percent of Total 6% 24% 48% 14% 8% 100% 
Source: CN records, HDR analysis – percentages may not add to 100% due to rounding. 

 

Using the data collected from the detailed sample from CN records maintained at East Bridge 

Junction tower for the 8-day period May 24 through 31, 2009 (May 25 was excluded because it 

was a holiday) train movements through East Bridge Junction were considered in the following 

four categories: 

 

 Gateway - Generally, the primary interchange route between BNSF and UP on the west 

bank and CSX and NS on the east bank – specifically between the Huey P. Long bridge 

                                                      
36

 The basis for this analysis is a detailed sample from CN records maintained at East Bridge Junction tower for the 

8-day period May 24 through 31, 2009 - percentages are based on cars from seven days of those records; May 25 

was excluded because it was a holiday. 
37 

Moves between KCS and CN for interchange were counted as KCS 
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and the NS main line on which CSX interchanges with BNSF, UP, CN, and KCS moves 

using trackage rights 

 

 Main - Moves to, from, or through on the Main Track, including KCS, Amtrak, and 

interchange to and from CN 

 

 HPL-NOPB - Moves between the Huey P. Long Bridge and the NOPB main tracks south 

of East Bridge Junction 

 

 Mays - Movements between Mays Yard and the tracks other than the Main Tracks 

between East Bridge Junction and Southport 

 

This data was entered into a spreadsheet, and that spreadsheet was the basis of the analysis 

presented in Table 4-11.   

 

Table 4-11: Categorization of East Bridge Junction Train Movements 

Route 

Category 

Signal 

Extremities 

Volume 

(cars) 

Study Period 

Interlocking 

Occupancy 

Time/ Percent 

of Total Time 

Average 

Cars per 

Move 

Average 

Moves per 

Day 

Average 

Time per 

Move 

(minutes) 

Conflict with 

What Other 

Routes 

Gateway 4, 6 and 36 6,590 2,044 minutes/ 

20 percent 

68 14 21 Main,  

HPL-NOPB, 

Mays 

Main 5, 7, 8, 9, 10 

and 33, 34, 

35, 36 

2,617 1,434 minutes/  

14 percent 

27 16 15 Gateway 

HPL- 

NOPB 

4, 6 and 29, 

30, 31 

99 174 minutes/ 

2 percent 

6 3 14 Gateway 

Mays 5, 7, 8, 9 and 

29, 30, 31, 32 

1,230 820 minutes/ 

9 percent 

21 10 14 Gateway 

All  10,536 4,473 minutes/ 

44 percent 

34 45 17  

Source: CN records, HDR analysis, 2009. 

 



 Southern High-speed Rail Commission 

 Baton Rouge - New Orleans Intercity Passenger Rail 

 Service Development Plan 
 

BURK-KLEINPETER, INC. in association with  December 2010 

HDR Engineering, Inc. Page 4.30 

As shown in Table 4-11 almost half of the available time at the interlocking is occupied with 

train movements, all of which conflict with the Gateway movements.  Most of the movements 

are made at slow speeds.
38 

  

 

The analysis completed by CN’s consultant, RPI,
39

 identified a need for construction of a grade-

separated flyover estimated to cost approximately $50 million at East Bridge Junction to allow 

the passenger trains to pass over the east-west freight movements.   

 

Subsequent analysis by HDR
40

 showed that the potential implementation of track rearrangement 

concepts initiated by FRA’s office of Railroad Development, and memorialized in a letter dated 

September 11, 2003, could allow increased speed for east-west freight movements sufficient to 

allow the additional passenger trains with the same or lesser levels of congestion as are currently 

experienced.  BKI and HDR acknowledge that LADOTD is currently progressing the New 

Orleans Gateway EIS which will also consider significant track changes in the vicinity of EBJ.  

HDR’s analysis for proposed track changes at EBJ did not consider an ultimate final 

configuration at EBJ that may be determined during this EIS effort. HDR’s analysis was 

intended to demonstrate that track changes other than CN’s grade-separated flyover could 

address CN’s capacity concerns at East Bridge Junction at a significantly lower cost.  (For 

further details, refer to Appendix 4.E in Volume II.)  

The Bonnet Carré Bridge 
 

The KCS Bridge over the Bonnet Carré Spillway is a serious impediment to high-speed rail.  It 

currently supports freight train service at no more than 10 mph.  As discussed previously, Design 

Nine, Inc. was engaged to inspect and recommend improvements to the bridges on the KCS 

segment.  The complete Design Nine Report is included in Volume III. Due to the large amount 

of work required to rehabilitate and upgrade the Bonnet Carré Spillway bridge to accommodate 

maximum 40 mph passenger train traffic and minimize future slow-orders for ongoing 

maintenance of the rehabilitated structure, Design Nine’s opinion is that it is more cost effective 

to replace the existing bridge with a new concrete ballasted deck bridge on an offset alignment.  

The offset alignment would actually be the tangent alignment that existed prior to construction of 

the Bonnet Carré Spillway in 1926.   

 

                                                      
38 

Only the moves on the Main Track between signals 10 and 35 are made at speeds up to 60 miles per hour. All of 

the other moves are operating over yard tracks at restricted speed (20 mph maximum) or through Number 10 

turnouts with speed restrictions. 
39

 “A Study of Existing and Proposed Operations over CN Lines between Frellsen Junction and Southport Junction – 

Operations Analysis and Capacity Review” prepared by Railroad Professionals, Inc. for LADOTD and CN, dated 

July 30, 2009. 
40

 “East Bridge Junction – Alternatives for Baton Rouge – New Orleans Intercity Passenger Service - An alternative 

approach to relieve congestion” prepared by HDR, dated October 2009 
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From the KCS inspection reports, Design Nine determined that to adequately upgrade and 

rehabilitate the existing bridge structure to accommodate 40 mph passenger train traffic the 

following work items would have to be addressed: 

 

 Approximately 36% of the timber piles are already considered to be in poor condition and 

need to be replaced. 

 Approximately 51% of the pier caps are already considered to be in poor condition and 

need to be replaced. 

 

To support passenger train speed of 40 mph, the recommendation is to replace all the remaining 

timber pier caps. 

 

 A significant number of the stringer to bearing connections need to be repaired All of the 

bridge deck timbers in poor condition would need to be replaced. 

 The existing steel spans will need to be surfaced to create a level top of rail profile. 

 All existing jointed rail needs to be replaced with continuously welded rail. 

 

Even if all the above issues were properly addressed, there would still be a need for continual 

maintenance of the timber bridge structure. With a new concrete ballasted deck bridge, 

maintenance will be minimal and could allow for maximum passenger train speed of at least 79 

mph across this bridge. Also, future bridge maintenance under traffic will become more costly 

and time consuming since shorter work windows will be available once the passenger service is 

initiated 

Figure 4-7: Typical Section of Bonnet Carré Bridge 

 
Source: Design Nine, 2009. 
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For a new bridge, Design Nine recommends the use of 20-inch diameter pipe piles with a 

minimal wall thickness of one half (½) inch with a closed end for the substructure design.  This 

is consistent with recent experience on the KCS Rosenberg to Victoria, TX project which was 

recently opened for service.  Design Nine completed the design of 51 bridges for this project, and 

pile lengths for the Bonnet Carré Bridge replacement have been estimated from soil borings at 

other bridges. These lengths will need to be determined during the design process prior to the 

finalization of concrete, sand, and reinforcing quantities. Filling all interior piles with both sand 

and reinforced concrete is proposed due to the corrosive effects of brackish water conditions in 

coastal areas. The piles would have sand placed to a height of 15 feet below the ground line to 

produce a project cost savings before being filled to the top of their height with reinforced 

concrete 

 

NOUPT Improvements for Introduction of Amtrak Corridor Service
41

 

The New Orleans Union Passenger Terminal (UPT) has had a role in intercity travel since its 

construction in 1954 and currently serves both Amtrak and Greyhound.  The UPT Infrastructure 

Improvements Project has been undertaken by the New Orleans Regional Planning Commission 

(RPC) through a grant from the Federal Railroad Administration (FRA) in order to: 

 

 Prepare for the proposed introduction of Amtrak Corridor Service to Baton Rouge and      

Mobile in the short term (2012); and 

 Plan for the long term (2030) improvements required to support the 2030 service plan.   

 

Summary of the UPT Project 

The UPT Project is a two phase effort that is directed at the improvement of the rail operations.  

Phase I was focused on identifying estimated demand for improvements over during the period 

to 2030, setting priorities to address those needed in the short term, and completing conceptual 

design and cost estimation for the short term priorities.  The four steps followed in Phase I have 

been as follows: 

 

1. Assemble a Steering Committee of city, regional, state, transportation and business 

interests, including Amtrak, to provide policy guidance.   

 
2. Inventory the current ownership and physical adequacy of the buildings, land, facilities, 

air rights and other UPT assets and complete a topographic survey of the sites of the 

identified short term improvements.    

 

                                                      
41

 Information for this section was obtained from “New Orleans Union Passenger Terminal (NOUPT) Infrastructure 

Improvements, New Orleans Regional Planning Commission” prepared by AECOM Technical Services, Inc., dated 

March 2009. 
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3. Forecast demand of train operations and storage at the UPT within a 5-year (2012) 

horizon and a 2030 horizon.  The 2012 service was developed by the Steering Committee 

and the 2030 service was reviewed by the Steering Committee based on the 2027 service 

proposed in Lake Charles to Meridian Corridor Development Plan prepared for the 

Southern High Speed Rail Commission (SHSRC); and  

 

4. Develop conceptual designs for improvements to implement the priorities established by 

the Steering Committee for 2012 and for 2030 operations. 

 

Phase II is intended to be the completion of construction documents for the short term 

improvement projects. 

Rail Service Plans 

The 5-Year Service Plan.  It was determined through consultation with the Steering Committee 

that although the current rail activity could be accommodated without any significant changes, 

the proposed corridor service to Baton Rouge, and any other future growth in rail activity would 

require improvements in the Terminal, the Yard, and along the Main.  It also was recognized that 

the construction of the Howard Avenue Extension would result in the relocation of some Amtrak 

facilities.  To address the improvements needed for the 2012 operations, the Steering Committee 

identified the 2012 plan as: 

 The continued operation of the existing intercity lines, and  

 The establishment of daily corridor service to Baton Rouge and Mobile to include: 

 Four roundtrips between New Orleans and Baton Rouge on weekdays; 

 Three roundtrips between New Orleans and Baton Rouge on weekends; and 

 Two roundtrips between New Orleans and Mobile daily. 

The projected 2030 Operating Plan was developed as follows: 

 The 2027 Lake Charles to Meridian Corridor Development Plan was reviewed with the 

staff of the SHSRC that  

 agreed that it was a suitable estimate of 2030 operations as currently foreseen,  

 the tables in the report for 90 miles per hour should be used to define service, and  

 the new direct connection between Baton Rouge and Lafayette was to be assumed to 

be completed. 

 The result of this was submitted to Amtrak for review; and 
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 Amtrak recommended the addition of another train each day in the Canadian National 

corridor, probably to Memphis. 

Conceptual Designs 

Conceptual designs and cost estimates were developed for the projects described in the 

Recommendations below.  The six phases of Yard improvements do not include cost estimates 

because the first phase is primarily an expense associated with the relocation of certain Amtrak 

facilities.  While the relocation of Amtrak is a rail operations improvement, the timing of Phase 1 

results from a roadway project, the Howard Avenue Extension.   

 

Recommendations 

The project has resulted in the following three primary recommendations that were developed in 

consultation with Amtrak and the other stakeholders on a Steering Committee.   

 

Project I.2 

 

This project adds a second track in the vicinity of Magnolia Street to provide two parallel tracks 

connecting the Yard with the Terminal.  Currently only one track of the original four is in 

operation.  This is a major constraint that allows only one train movement at a time to or from 

the Terminal.  This improvement must be implemented prior to initiating corridor service.     

The conceptual level design estimates the construction cost at $1,657,000 including a 20% 

contingency.  Assuming soft costs of 8% for design and 12% for construction supervision, the 

total project cost is estimated at $1,933,000. 

Project I.3 

 

This project replaces the second track on the outbound main line from the north wye in the Yard 

to the wye at Carrollton Junction, and adds switches and crossovers to permit the track to operate 

as a passing siding connected to both the east and west branches of the main line.  This 

improvement would facilitate more frequent train movements and would be desirable when 

corridor service is implemented to both Baton Rouge (westbound) and Mobile (eastbound).  As 

2030 service develops, it will become essential. 

The conceptual level design estimates the construction cost at $3,062,000 including a 20% 

contingency.  Assuming soft costs of 8% for design and 12% for construction supervision, the 

total project cost is estimated at $3,573,000. 

The estimated costs listed for Projects I.2 and I.3 have been included in the Summary section at 

the end of this chapter.  
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Project I.4 

 

This is a six phase plan that plots the improvement of the Yard between 2008 and 2030.  Phase 1 

includes fixed facilities to serve Amtrak operations, including the Commissary and employee 

parking, that must be relocated when construction begins on the Howard Avenue Extension 

adjacent to the Baggage Building.  By the conclusion of these phases all Amtrak operations will 

have been relocated to the Yard.    

Phases 2 and 3 are a desirable addition to the initial layout, but the corridor service planned for 

2012 can operate without this work.  Phases 2 through 6 must be completed to accommodate the 

full 2030 operating plan, but no specific dates for completion of each phase has been identified.  

It is assumed that the work will be completed incrementally as service increases demand 

additional storage. 

Program Summary and Cost Estimates 

Initial Implementation  
 

This Chapter has discussed the details of a wide variety of infrastructure improvements that will 

need to be made to this corridor in order to begin passenger train operation. Table 4-12 lists 

estimated implementation costs based on an initial service of four round trips per day (eight 

trains total) operating at a maximum authorized speed of 79 mph. This “order-of-magnitude” 

cost estimate has been assembled from a variety of sources and is provided for planning purposes 

only. The figures in this estimate represent 2009 dollars with no escalation for inflation for the 

future. This estimate is subject to revision as the project elements are better identified during 

final planning and ultimate final engineering design. 

 

Table 4-12: Preliminary Order-of-Magnitude Cost Estimate 

Work Item KCS CN CN - EBJ NOUPT LADOTD TOTAL 

Site & Track 

Work $107,233,906 $34,871,980 $3,958,988 $6,000,000 0 $152,064,874 

Structural 

Work $129,719,162 0 0 0 0 $129,719,162 

Signal Work $45,825,000 $25,696,000 $2,860,000 0 0 $74,381,000 

Engineering 

and 

Management $19,878,933 $5,506,180 $839,260 0 0 $26,224,373 

Rolling 

Stock 0 0 0 0 $57,900,000 $57,900,000 

Stations 0 0 0 0 $7,500,000 $7,500,000 

TOTAL $302,657,001 $66,074,160 $7,658,248 $6,000,000 $65,400,000 $447,789,409 
Source: HDR, BKI, RPI, Design Nine, 2009. 
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The KCS estimate figures listed in Table 4-12 were developed by both HDR and by Design 

Nine. HDR’s detailed estimate for site, track and signal work is included in Volume II.  The 

complete Design Nine Report with estimates is included in Volume III.  Since a very large 

percentage of the project cost will be devoted to bridge work on the KCS, following is a brief 

summary of Design’s Nine’s estimate and assumptions. Bridge estimates were created by Design 

Nine for the existing mainline work and siding or track extension work.  Bridge estimates were 

also created that reflect the efforts that would be required if a track extension or siding were 

constructed adjacent to the mainline structure, and this estimate would supersede the mainline 

estimate.  Table 4-13 includes a summary bridge estimate that was compiled from the Design 

Nine Report. Where the “Existing Bridge Length” is shown as “None”, new construction of an 

additional track is planned.  

 

Specific assumptions for Design Nine’s bridge estimates are: 

 

 Cost estimates for bridges include 10% contingency. 

 For bridges with existing siding bridges, mobilization and bridge material disposal costs 

were only estimated for the mainline bridge due to the assumption that both bridges will 

be replaced at the same time. 

 For bridges with proposed sidings, mobilization costs are estimated for both the mainline 

bridge and siding.  

 In line with current KCS standards, single span bridges with vertical wall abutments were 

considered to maximize the waterway opening. 

 All bridges will have at least a 12” rail raise from existing top of rail to proposed top of 

rail to accommodate the change in height from an open deck bridge to a ballast deck 

bridge to maintain the existing drainage opening. 

 Timber ties have been included in the design to minimize the amount of ballast required 

under the ties thus minimizing the amount of potential track raise to meet the track over 

the bridge (8” of ballast under a timber tie versus 12” of ballast under a concrete tie 

pursuant to the current KCS standard). 

 The open deck timber bridge at MP 788.2 is to remain an open deck structure that can be 

rehabilitated under traffic at an estimated cost of $500 per timber. This cost includes 

labor and all material, but does not include hardware or transportation and disposal of 

removed timber deck materials. 

 The estimates do not include the furnishing or placement of any rip-rap on any of the end 

slopes. 

 The estimates include the track removal and placement that will be required to construct 

the bridges but does not include any approach work that will be required to raise the 
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adjacent track to the new top of rail elevation over the structure.  That cost is included in 

the track rehabilitation estimate. 

 Due to the amount of existing train traffic the estimates reflect the costs that would be 

provided to a contractor with a daily twelve (12) hour work window. 

 The estimate assumes that all bridge material, except for pipe pile, is moved by rail car; 

the pipe piles would be moved by truck. 

 Estimates do not include any cost to relocate or adjust any utility that may exist at or near 

any of the bridges. Utilities would have to be addressed prior to the final design phase of 

the project. 

 

Table 4-13: Proposed Bridge Replacements and Additions 

Location Bridge Track Cost 
Existing 

Bridge 

Length 

Proposed 

Bridge 

Length 

Special Studies 

Recommended 

1  788.2  Main $298,725  184 184  

 788.2  Yard Lead $193,200  184 184  

2  788.3  Main $1,021,855  97 90  

  788.3  Yard Lead $911,552  None 90  
3  788.4  Main $1,389,292  394 90 H&H to 

determine if 

approximately 

304 feet of the 

bridge at MP 

788.4 can be 

filled. 

  788.4  Yard Lead $1,238,564  None 90 
4  790.0  Main $499,553  63 60 
5  791.3  Main $991,993  86 90 
6  792.7  Main $1,339,133  137 140 
7  795.2  Main $0  192 192 

  795.2  Essen Siding $2,356,636  192 192 

8  796.0  Main $1,292,041  133 140  

  796.0  Main $1,103,781  133 140  
9  799.0  Main $1,084,424  97 100 

H&H 

evaluations - 

structures at 

these MP had 

water at least to 

bottom of 

bridge beams 

last 20 years 

10  800.1  Main $1,493,473  140 140 
11  801.5  Main $100,732  102 102 
12  801.8  Main $3,505,247  537 540 
13  809.0  Main $795,753  70 70 

  809.0  Gonzales Siding $748,976  None 70 

14  809.4  Main $794,546  69 70 

  809.4  Gonzales Siding $701,883  69 70 
15  810.4  Main $1,751,106  179 180 

  810.4  Gonzales Siding $1,680,179  None  

16  811.4  Main $1,023,204  70 70  

17  814.1  Main $1,161,515  84 85  

18  814.7  Main $1,147,025  85 85  
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19  816.3  Main $2,158,585  182 185  

20  817.4  Main $811,561  56 60  

  817.4  Barmen Siding $767,198  56 60  

21  818.7  Main $860,848  56 60  

  818.7  Barmen Siding $816,485  None 60  
22  819.8  Main $1,147,388  70 70 819.8 
23  820.9  Main $1,228,726  111 120 820.9 

  820.9  McElroy Siding $1,071,488  None 120  
24  822.2  Main $1,612,931  127 135 822.2 
25  824.4  Main $1,979,313  152 175 824.4 
26  824.8  Main $891,177  42 45 824.8 
27  826.1  Main $1,792,518  140 140 826.1 
28  826.3  Main $891,177  41 45 826.3 
29  826.9  Main $876,687  42 45 826.9 

30  828.4  Main $469,403  15 18  

  828.4  Gramercy Siding $362,250  15 18  

31  828.9  Main $454,913  15 18  

  828.9  Gramercy Siding $410,550  None 18  

32  829.3  Main $772,700  56 60  

  829.3  Gramercy Siding $687,283  None 60  

33  836.4  Main $483,893  15 18  

  836.4  Reserve Siding $425,040  None 18  

34  838.2  Main $730,879  41 45  

35  838.4  Main $829,894  53 54  

36  843.7  Main $720,452  29 36  

37  844.3  Main $827,479  43 45  

38  845.6  Bonnet Carré $57,011,572  9,687 9,690  

39  847.0  Main $440,423  14 18  

  847.0  Siding $331,622  14 18  

  847.0  Yard Lead $347,760  14 18  

40  847.1  Main $440,423  14 18  

  847.1  Siding $331,622  14 18  

  847.1  Wye Track $347,760  14 18  

41  848.6  Main $684,884  27 36  

  848.6  Norco Siding $599,466  None 36  
42  849.3  Main $929,597  69 70 849.3 

  849.3  Norco Siding $774,774  None 70  
43  849.9  Main $747,374  43 45 849.9 

  849.9  Norco Siding $649,304  None 45  
44  850.2  Main $1,006,110  70 70 850.2 
45  850.8  Main $1,135,638  71 75 850.8 
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46  851.1  Main $987,777  43 45 851.1 
47  851.6  Main $1,178,783  70 70 851.6 
48  852.1  Main $1,088,220  70 70 852.1 
49  852.6  Main $973,287  42 45 852.6 
50  852.9  Main $858,354  37 40 852.9 

51  853.0  Main $583,895  14 18  

52  853.1  Main $587,627  29 30  

53  853.6  Main $502,220  28 30  

  853.6  Frellsen Siding $427,670  28 30  

  TOTAL $125,671,368 15,066 15,615  
Source: Design Nine, 2009. 

 

The CN estimate figures listed in Table 4-12 were obtained from the East Bridge Junction – 

Alternatives for Baton Rouge-New Orleans Intercity Passenger Service - this full report is 

included in Volume 2. Technical Appendices.  The CN-EBJ estimate figures listed in Table 4-12 

were obtained from the HDR East Bridge Junction Analysis that is included as Appendix 4.F. 

HDR’s EBJ estimate was based on the plan originally suggested by the FRA in 2003 to reduce 

delays through EBJ via track realignments and the use of turnouts that would allow higher 

speeds for diverging moves.  While HDR’s analysis has evaluated the feasibility of the 2003 

FRA Plan, it should be noted that Mr. Paul LaDue of CN made the following statement dated 

October 28, 2009 regarding EBJ: "CN disagrees with and does not support the proposal to add 

more than one round trip of passenger trains without grade separating the proposed passenger 

flows from the transcontinental freight flows."  

 

The NOUPT estimate figures listed in Table 4-12 were provided by NOUPT. These figures were 

developed by AECOM and were presented previously in the “Site-Specific Improvements” 

section of this Chapter. The LADOTD estimate figures listed in Table 4-12 were provided by 

LADOTD. The Rolling Stock estimate includes an initial purchase of three trainsets. 

 

Incremental Improvements for Higher Speeds 
 

The previous discussion in this section summarized the implementation costs for initial service 

of four round trips per day (eight trains total) that would operate at a maximum authorized speed 

of 79 mph. In order to operate passenger trains at 90 mph and ultimately at 110 mph, additional 

infrastructure and rolling stock improvements would be required. Additional infrastructure 

improvements will be required on the KCS segment north of Frellson Jct. Due to the urban 

nature of the CN and NOUPT rail corridor segments south of Frellson Jct., and the density of 

main line and yard operations in this corridor, it is assumed that maximum authorized passenger 

train speeds of 79 mph will prevail on these segments; no additional infrastructure improvements 

have been considered.  
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In order to raise passenger speeds from 79 to 90 mph, and then again from 90 to 110 mph, 

resurfacing of the main line curves would be required in order to provide additional 

superelevation to allow the higher speeds. As discussed previously in this chapter, spirals that are 

longer than necessary for the superelevation needed for 79 mph would be provided as part of the 

design process for the initial service. When the decision is made to move to higher speeds, the 

curves would simply be resurfaced and the outer rail would be raised to provide the additional 

superelevation. For estimating purposes, we have assumed a cost of $40 per track foot for 

surfacing the curves for each speed increase. For grade crossing locations in curves, the crossing 

surfaces would need to be removed to allow the track resurfacing. Once resurfacing is 

completed, the crossing surfaces would be re-installed and some roadway approach paving 

would also be required. It should be noted that it may not be possible to modify all curves to 

allow for 90 and/or 110 mph operations due to right-of-way and other site limitations.  

 

The timing for automatic protection device systems at public grade crossings is based on the 

maximum speed of approaching trains. In order to increase train speeds, the crossing protection 

devices would need to be adjusted to provide the required warning time for the gates to come 

down as a train approaches. For estimating purposes, we have assumed a cost of $18,000 per 

crossing location for adjusting the grade crossing protection system for each speed increase. 

 

As discussed previously in this chapter, train operations in excess of 79 mph would require that 

the wayside signal system be reinforced with a continuous cab signal system. The new wayside 

signal equipment that is installed for the initial 79 mph service will require adjustments in order 

to go to higher speeds. The initial signal system would have the capability to be adjusted to 

overlay a cab signal system for the higher speed trains. In order to add the FRA-mandated 

positive train control (PTC) system that will be required by 2015, the new wayside signal 

equipment that is installed for the initial 79 mph service would again need to be adjusted to 

overlay the PTC system. Additional communication infrastructure will also need to be added to 

support the PTC system. For estimating purposes, we have assumed signal adjustment costs of 

$35,000 per control point location and $18,000 per intermediate signal location for adding cab 

signals/90 mph and then PTC/110 mph. 

 

The locomotives and cab cars for the new passenger service should be specified to have 

provisions for cab signals and ultimately PTC to be added. Locomotives and cab cars should be 

procured with the ability to have cab signals and PTC to be added at minimal future expense. 

When speeds are raised above 79 mph on the KCS segment, freight locomotives will also need to 

be equipped with cab signals and ultimately PTC, even though freight trains would not operate at 

these higher speeds. Negotiations will be required with KCS as the host railroad to determine 

how many KCS locomotives would need to be equipped with cab signals and then ultimately 

PTC. For purposes of this discussion, we have assumed that 15 KCS locomotives will be 

equipped with cab signals and PTC. For estimating purposes, we have assumed a cost of $65,000 

per locomotive to install cab signals/90 mph and a cost of $85,000 per locomotive to install PTC/ 

110 mph.  
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Table 4-14 lists the estimated costs for incremental improvements to allow higher speeds on the 

KCS segment of the corridor. Items 1 through 3 include the costs for the track and signal 

infrastructure improvements discussed previously in this section. These costs include the same 

contingency and engineering percentages as those used in the initial implementation estimates. 

Item 4 include the costs to install cab signals and then PTC equipment in seven passenger 

locomotives, seven cab cars, and 15 KCS freight locomotives. Item 5 includes the purchase of 

two additional trainsets when raising the speed to 90 mph and two more additional trainsets 

when raising the speed to 110 mph.  

 

 

Table 4-14: Costs for Incremental Improvements for Higher Speeds  

Work Item Raise Speed to 90 MPH Raise Speed to 110 MPH 

1. Site & Track Work: Curve   

Surfacing  

$660,000 $660,000 

2. Signal and Grade Crossing 

Protection Work: Adjust Timing 

$3,800,000 $3,800,000 

3. Engineering and Management for 

Items 1 and 2 

$715,000 $715,000 

4. Rolling Stock Modifications $1,885,000 $2,465,000 

5. Purchase 2 Additional Trainsets $24,000.000 $24,000.000 

TOTAL $31,060,000 $31,640,000 
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5.  Station Area Planning 
This Chapter describes the analysis that identified and discussed station area planning and 

development relevant to the possible implementation of passenger rail service in the Baton 

Rouge to New Orleans corridor.  It includes issues, opportunities, and potential station area 

solutions that could increase ridership, offer new development, and promote long-term 

sustainability.  The latter concept of sustainability is important because it incorporates what is 

referred to as “triple-bottom-line” – the environment, the community and the economy.  These 

three are crucial issues that the project can address positively – enhancing environment benefits, 

promoting new community development patterns, and offering access to jobs and potential job 

creation  

Summary of Station Area Planning in the Corridor 

The results of the Station Area Planning (SAP) process focused on the potential opportunities 

offered by the introduction of intercity passenger rail (IPR) service between Baton Rouge and 

New Orleans.  While the past role of intercity passenger rail service was not directly oriented to 

generating development, the proposed IPR represents unique timing for a possible role in this 

corridor.  The summary points of this analysis are: 

 SAP opportunities exist along the corridor as a result of Hurricane Katrina, as well as 

national trends toward smaller dwelling units and a demand to be near rail and transit 

stations 

 SAP is new to the region, and it will take a new approach by the state, parishes, and local 

governments to employ smart growth policy and compact, walkable mixed-use 

development oriented to and served by rail 

 The approach to SAP at the each station was based on seven steps: 

- Field locate station platforms 

- Set ¼ and ½ mile walking radii around the station platform 

- Analyze land use patterns around each station (¼ and ½ mile) 

- Identify vacant and susceptible-to-change properties (¼ and ½ mile) 

- Develop three station typologies 

- Adopt and implement a planning model for each SAP 

- Provide out puts for ridership and economic development 

 

 To assist local communities in developing refined SAPs, a set of SAP Policies define 

supportive land uses, mobility and connectivity, and community design 



Southern High Speed Rail Commission 

 Baton Rouge – New Orleans Intercity Passenger Rail 

 Service Development Plan 

 

BURK-KLEINPETER, INC. in association with December 2010 

HDR Engineering Page 5.2 

 For each station there is a set of Issues and Opportunities, Station Area Potentials, a plan map 

and station graphic, and Station Area Statistics that are used to support ridership and 

economic development 

As a summary, the SAP process shows how the communities, if they are willing to change their 

approach to land use and transportation planning, can take advantage of the potential the IPR 

offers.  The change can be incremental, but the communities must be committed to a long-term 

land use and development regulation program to reap the benefits Station Area Planning can 

bring. 

The Intercity Rail Challenge and Opportunity 

The challenge for implementing station area planning 

to support ridership is a serious one.  Typically, 

intercity passenger service is long-haul, and it runs 

from city center-to-city center.  Such a service does not 

focus on “creating land use proximate to the station,” 

but rather it serves the large concentrations of mixed 

uses, employment and populations already found in city 

centers.  These centers are at the “ends” of a corridor, 

and there are few, if any, station stops along the way. 

However, there is renewed national interest in high 

speed and intercity rail travel.  In some cases, as in the Baton Rouge-New Orleans corridor, there 

will be intermediate stops, giving an opportunity to affect land use and enhance ridership in 

strategic locations. 

In the proposed Baton Rouge-New Orleans intercity rail plan, such opportunities exist.  Why 

should this corridor present opportunities that are not shared by others?  Since 2005, significant 

changes and dislocations have changed the picture completely. 

Hurricane Katrina set the fundamental changes into motion.  As a result, the interaction between 

the ends of the corridor – Baton Rouge and New Orleans – changed markedly.  Evacuations from 

New Orleans swelled the population centers farther west.  While some evacuees returned to live 

in New Orleans, many did not, yet they often maintain employment there.  The reverse also 

happened, and many workers commute to Baton Rouge.   

In response to the tragic storm and the devastation it left, the LA Speaks planning effort 

galvanized action around a new vision for the corridor that emphasized rail, new town 

settlements, integrated mobility options and the strengthening of cities. 

With this came the need to “change the culture” in the way development occurs in the state, and 

especially along the corridor.  Such change means that new development to be served by rail 

would require different settlement patterns.  More compact, mixed use, walkable development, 
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while sensitive to the community’s history and scale, would be required.  Change may take time, 

but it is nonetheless crucial to success. 

With the storm dislocations came traffic congestion and the inability of the interstate and state 

highways to meet the demands.  This led the state to consider other mobility options.  Over the 

last decade, there was a growing understanding that the country was not able “to build its way 

out of congestion.”  New modes and means of movement would be necessary to complement the 

new development patterns.  Hence, there is a national trend toward multi-modal auto, rail, transit, 

pedestrian and bicycle systems.  

Finally, in the wake of Hurricane Katrina, the LADOTD introduced the intercity bus service, LA 

Swift, to offer affordable, convenient travel between the two major cities.  The LA Swift’s 

success fueled this rail feasibility study that now could ultimately serve as its successor. 

Introduction to Station Area Planning 

One of the interests for this study is to explore the possibility of creating station area plans and 

development at selected stops along the corridor.  With the dynamics created by Katrina and the 

opportunity to move development inland, the study focuses on station area planning.  The use of 

the traditional term, transit-oriented development (TOD), is not appropriate, since this mode 

technically is not “transit”.  Therefore, station area planning (SAP) is used as a surrogate 

development model.  Here the emphasis is more on the development aspects than the “service” 

levels associated with rail transit.    

The Fundamental Precepts 

To initiate the SAP process, the plan employs 

six fundamental premises to guide and inform 

the planning process.  Fundamentally, the intent 

is to: 

 Take advantage of all local assets and 

opportunities 

 Change regional and local settlement 

patterns  

 Offer new travel modes and complementary local circulators 

 Concentrate mixed use activity at all station locations 

 Respect environmental, historic and cultural resources 

 Secure a sustainable future for the corridor and each community 
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National Factors Affecting Change 

In addition to the dramatic changes already noted, there several national trends that bear 

consideration in this regional and local change context.  Not only are there geographic shifts at 

work there, there are also changes in location choices and demographic make-up.  In a recent 

study, Hidden in Plain Sight – Capturing the Demand for Housing Near Transit, prepared by 

Reconnecting America, a non-profit research center, the following findings are worth noting: 

 “…at least a quarter of all households… looking for housing in the next 20 years – 14.6 

million households – will be looking for housing within ¼ mile of a…stop.” 

 “…there will be the potential to more than double the amount of housing in transit 

zones.” 

Quite simply, there is a strong preference to live at or near a transit/rail station.  In 2008, there 

were 3,300 stations in the U.S., and this number will swell to 4,000 in the next two decades.  

This trend is recognized and accommodated in the feasibility study.  Another related 

phenomenon was cited in The Coming Demand.  Figure 5-1 depicts this trend, and it references 

the desire for townhouse living.  “Empty nesters in the 55 to 64 age bracket will be the fastest- 

growing segment of the home-buying market until 2010.”  

Figure 5-1:  Housing Preferences 
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While the trend shows the desire for attached homes and homes on smaller lots, Figure 5-2 

depicts that by 2025, the supply of such homes and lots will not be available.  Also the exhibit 

shows an excess of large lots that will no longer be desired in the market.  These future factors 

affect development along this corridor.  The communities – large and small – must begin 

providing the type of housing and lots to meet the coming demand. 

Station Area Planning Characteristics 

To properly initiate a station area planning process, local decision-makers and planning staff 

need to understand that it’s not just about land use and design.  Principally, SAP is a: 

 Policy direction – the manner in which rail and future development will relate, 

 Planning approach – how, when and by what standards, and 

 Location decision – where development will occur. 

There are also SAP characteristics that must be recognized.  These characteristics help address 

the relationship to the rail station and how the arrangement of development can be the most 

beneficial to the community.  A Station Area Plan should be: 

 Compact and walkable 

 Centered on a civic or public space that focuses on the station 

 A mixed use destination  

 Inter-connected with and scaled to abutting uses 

 Served-by and oriented-to rail 

Figure 5-2:  Supply/Demand Problems 
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The Station Area Plans 

The intent of this introduction to the station area plans is to 

understand what they represent – and in some cases what 

they do not represent.  The importance of the plans is that 

they galvanize the receiving communities into developing 

more detailed planning tools and standards.  In many cases, 

a community may have no ability to adopt SAP into their 

codes and ordinances.  The SAPs as presented are not “final 

plans,” in fact, they are the beginning points for more 

dialogue and detail among the various stakeholders.  For the 

purposes of the feasibility study, the SAPs: 

 Reflect potential opportunities – Each community 

has a unique set of factors, conditions and 

opportunities that can be captured in the process.  

For stations to be effective, they must be placed 

appropriately and meet the need of the station type.  

 Focus on primary and secondary growth areas – As the methodology shows, the principal 

attention is within the ¼ mile (five minute walk) from the station; beyond that the ½ mile 

radius is where future growth should flow.  This creates continuity and integration as the 

expansion occurs. 

 Organize supportive land uses – The form and pattern of uses within the SAP can help 

bring about a more successful result.  The SAPs reflect that for each location.  

 Support local densities and intensities – At this level, the intent is to employ the land use 

types and densities for the station areas.  This helps in the estimation of future population 

and ridership.  

 Serve as the starting point for future land use plans and zoning – When the process moves 

forward, local planning departments can begin the interpretation process of translating the 

SAP typologies into actual land uses and implementing zoning codes (even if new ones 

are required). 

 Economic development strategy – Since economic development and value creation is 

central to the SAP process, the principal interest is in offering multiple opportunities for 

job creation and supporting economic activities.  These opportunities can be incorporated 

into their pursuit along the corridor and within individual communities  
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Station Area Planning Methodology 

To develop the SAPs, the methodology included seven discrete steps.  More detailed analysis is 

required in the environmental phase, as well as during the local planning process, as mentioned 

previously.  The seven steps were: 

 The field location of the station platforms – the starting point was the general location of 

the station areas in the 2008 Vision Plan.  In some cases, the platforms were adjusted due 

to technical requirements (platform and train lengths) to avoid blockage of roads; in some 

cases, the placement was deemed better for promoting enhanced community development 

and service.  These locations were discussed in stakeholder meetings on January 20 and 

21, 2009, and many valuable comments were offered. 

 The definition of ¼ and ½ mile SAP radii – these two are accepted standards for SAP and 

constitute the five and ten minute walks to the stations from existing and proposed station 

area supportive land uses.  

 The analysis of land use patterns – this step helped understand where and how growth 

could be accommodated near the station 

 The identification of vacant and “susceptible-to-change” properties – these two categories 

were the focus for primary and secondary growth areas  

 The development of station typologies – stations perform different functions, and three 

station-types were developed. 

 The preparation of a planning model – the approach to developing SAPs needed to be 

applicable to all stations regardless of place size and complexity; it would set up the next 

level of planning.    

 The provision of outputs for ridership and economic development – the SAPs can create 

riders and foster economic development, and the benefits are captured accordingly. 

Vacant and Susceptible-to-Change Properties 

Where and how to place future development within the SAP required the analysis of two types of 

properties, vacant and susceptible-to-change.  Vacant properties are defined as open areas, 

platted and un-built, and previously built and cleared.  Susceptible-to-change properties are those 

that are currently showing land use transition, “infill” parcels with the potential for change (large 

parking lots), lower yield properties and vacant buildings.  Each was mapped and tabulated to 

help size the SAP and estimate future population and development levels.  Figure 5-3 depicts 

both type properties, along with associated lot lines; blue represents vacant properties, and red 

areas are susceptible-to-change.   
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Figure 5-3:  Vacant and Susceptible-to-Change  

 

Source: HDR Engineering, Inc., 2009. 

Station Typologies 

For the feasibility study, three station types were developed and they are matched to the specific 

community.   

 Terminal Station – These are the end-of-the line stations located in Baton Rouge and 

New Orleans.  They are characterized by an intense mix of residential and non-residential 

uses, high capacity, intermodal capability, and downtown connectivity.  
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 Suburban Station – These stations, located in South Baton Rouge and Kenner, are 

principally non-residential, have high bus transfer, support the larger Park & Ride 

facilities and require district connectivity.  The idea of connectivity is important since 

these are areas with high employment. 

 Town Center Station – Gonzales and Laplace represent this station type, and they are 

properly scaled to the community.  These SAPs have residential and retail, are compact 

and walkable, host Kiss & Ride/walk up passengers, and have limited Park & Ride 

facilities. 

Station Elements 

For each station, there are common elements employed.  These elements give predictability, 

continuity, and a sense of security for passengers who might use multiple stations.  Of equal 

importance is their integration with the context of the individual community.  Station elements 

include  

 A civic or public space to identify the station as a special place for the community.  It can 

be hardscape and/or landscape in design but should fit with the community.  An 

important function is to serve as a local gathering place, and enhancing security by 

creating additional “eyes-on-the-street.” 

 A 350-foot long platform to accept a three car train with a locomotive and cab car.  The 

platform should be located on a straight track segment.   

 Shelters are placed on the platform, and the design should reflect the community’s 

character.  With the shelter, there will be an off-board ticket machine and lighting. 

 Future enhancements (possibly provided by the communities) might include Next Train 

communication technologies, benches and lean rails, banners and trash receptacles, and 

an information kiosk.  

Station Area Planning Approach 

The basic approach to developing the SAPs is to employ the concepts of Center, General, and 

Edge.  These typologies give fundamental parameters for land use types, character, mix and 

housing diversity.  Using this method, each community can translate these types into appropriate 

land uses.   

Center  

This typology represents the most intense and dense land uses and constitutes the “core” of the 

SAP.  Features of the Center are: 
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 Vertical mixed use (4 to 6 stories) 

 Higher densities/intensities  

 Ground level retail at or near the station 

 Upper story office and/or residential 

General  

This component of the typology supports and generally surrounds the Center uses.  Features of 

the General category are: 

 Mixed uses (2-3 stories) 

 Middle densities (apartments and townhomes) and intensities 

 Street level retail and services, and live/work units   

 Upper story residential 

Edge  

This component of the typology represents the transition uses as it moves away from the Center 

and General categories.  Features of the Edge are: 

 Primarily lower density residential  

 Small lot SF and townhouses 

 Support retail and services 

 Traditional town lot patterns 

Figure 5-4:  Center, General and Edge Illustration 

 

 



Southern High Speed Rail Commission 

 Baton Rouge – New Orleans Intercity Passenger Rail 

 Service Development Plan 

 

BURK-KLEINPETER, INC. in association with December 2010 

HDR Engineering Page 5.11 

 

Station Area Planning Policies 

To assist the affected communities begin the transition to revised future land use and 

implementing land development regulations, the following set of SAP Policies are offered.  Each 

community can adapt them as appropriate to meet their specific needs.  The policies are in three 

sections – Supportive Land Use, Connectivity and Community Design.  

 

Source: HDR Engineering, Inc., 2009. 

Supportive Land Use 

Locate and concentrate a mix of complementary land uses that support ridership and offer a 

compact, walkable development pattern near the station   

Mix Land Uses 

 Provide a range of higher density and intensity uses including diverse residential types, 

retail, office, service commercial and civic uses   

 Discourage auto-oriented uses 

 Allow special generators to activate the station area  

 Provide pedestrian-generating pedestrian activity, especially at the ground floor  

 Encourage multi-use development on the same site.  

 Incorporate diverse housing types 

 Strive for compatibility in scale and character with abutting neighborhoods  

 Encourage inclusion of affordable housing 
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Increase Density and Intensity 

 Using the Center, General and Edge typologies, encourage higher densities/ intensities in 

the Center, concentrating them to the station.  The next highest densities/intensities are in 

the General category, with a transitioning to lower densities in the Edge designation.  The 

intent is to increase the overall intensity of uses, while reinforcing existing, stable 

neighborhoods.  

 Use the ¼ and ½ mile radius to define the five and ten minute walking times to the 

station, with Center as the core designation, surrounded by General, with the Edge 

feathering out into the ½ mile radius.  (Depending upon the community, minimum Center 

densities may range from 30 to 60 units per acre and a Floor-to-Area [FAR] ratio 

intensity] from .75 to 1.5.  Edge densities might approach 12-30 units per acre, and a .5-

.75 FAR.  The Edge densities are in the 5 to 12 units per acre, and a FAR of .25 to .5). 

 Develop station area plans that reflect the intent of the station, connectivity, and the 

concerns for traffic mitigation.  

Mobility and Connectivity 

Develop a full auto, rail, pedestrian, and bicycle mobility network that connects the station area 

to activity centers and neighborhoods. 

Pedestrians and Bicycles  

 Establish a pedestrian system within the ½ mile radius to cut down access time and 

enhance ridership opportunities  

 Eliminate impediments in pedestrian networks that lead to the stations 

 Create a the pedestrian network that is accessible, safe, and attractive for all users 

 Encourage the provision of bicycle amenities, especially bicycle parking facilities 

Street Network 

 Design “Complete Streets” that are multi-modal, with an emphasis on pedestrian and 

bicycle connectivity  

 As part of the SAP, reconfigure existing intersections for more emphasis on safety and 

comfort 

 Develop an interconnected street grid and block system, with blocks having a maximum 

400’ – 600’ length 

 Connect new streets to the existing grid of streets 

 Incorporate traffic calming in new streets 

 Accommodate a bus/circulator stop at to the transit station to encourage increased rail 

patronage 

 Discourage streets that separate the station platform from the abutting civic/public space 



Southern High Speed Rail Commission 

 Baton Rouge – New Orleans Intercity Passenger Rail 

 Service Development Plan 

 

BURK-KLEINPETER, INC. in association with December 2010 

HDR Engineering Page 5.13 

Parking 

 Reduce parking requirements in station areas and establish parking maximums 

 Allow on-street parking in the station area 

 Place Park & Ride lots to the rear of buildings and provide pedestrian paths through 

commercial areas leading to those lots 

 Encourage parking garages in more intensely developed SAPs 

 Use liner buildings at the street level of parking decks to minimize “blank” walls, 

promote pedestrian activity and encourage retail uses  

 Allow the use of shared parking facilities 

Memorable Community Design 

Employ urban design techniques to enhance the station areas as memorable places, as well as 

making them attractive, safe and convenient 

Building and Site Design 

 Front buildings on public streets or open spaces through the use of “build-to-line,” and 

with windows and doors at street level  

 Locate building entrances to minimize the walking distance between the station and 

buildings 

 Disallow service entrances on streets leading to the station 

 Screen unsightly elements, such as dumpsters, loading docks, service entrances, and 

outdoor storage from the station platform area  

 Incorporate safety and security, such as CEPTED (Crime Prevention through 

Environmental Design), during the design phase 

Streetscape 

 Use streetscape amenities to encourage pedestrian activity 

 Include streetscape features such as street trees, lighting, banners, and benches and trash 

receptacles 

 Place utilities underground whenever possible 

 Open Space 

 Use a civic/public space to define the station platform area 

 Have these civic/public spaces serve as catalysts and focal points  

 Orient the facing buildings onto the open spaces and encourage ground floor retail 

fronting the civic/public space 
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SAP Issues, Opportunities and Potentials 

With the SAP methodology defined and the policy structure outlined, the final step in the process 

is to look in detail at each station area.  Following is a series for each station that includes:  

 Specific issues and opportunities developed as a result of field investigation, review of 

community plans and ordinances, stakeholder meeting and other research 

 Station Area Potentials list the specific opportunities each station area can anticipate, 

followed by a diagram and supporting statistics 

 A conceptual image of the SAP if the methodology, approach and policies were to be 

applied.  (It should be noted that this is a planning exercise and that the exact location of 

the stations will be determined in cooperation with local authorities.) 

Baton Rouge Terminal Station 

Serving as the system’s western 

terminus is the principal function of this 

station.  It is sited at 1500 Main Street, 

just east of downtown Baton Rouge. 

The intent of this station is to develop a 

terminal facility, along with supporting 

commercial, office and residential uses, 

as a mixed use complex.  This facility 

might reflect a more significant 

architectural expression since it is the 

“end-of-the-line” station.  It also would 

be more fitting, since Baton Rouge is 

the state capitol, with approximately 7,000 state employees, drawn largely from the suburban 

parishes of Livingston and Ascension.   

Issues and Opportunities 

 The current Renaissance Park (formerly the Godchaux/Maison Blanche department store 

(and now a FEMA location) is the preferred location, since it offers a major property with 

large surface parking areas.  Benefits include: 

- More readily developable property 

- Public/private development opportunities 

- Adjacent buildings and properties adaptable to urban mixed uses 

 The general neighborhood (exclusive of the cemeteries) is in an urban grid, and the area 

has numerous blocks that are susceptible-to-change. 
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 The station area lies directly east of the capitol complex, the downtown business district 

and convention center.  It needs connectivity with these places by means of a circulator to 

enhance its effectiveness. 

 The station location should be coordinated with Baton Rouge’s proposed Street and 

Circulation Plan and East Baton Rouge Parish-Land & Transportation Plan, which will be 

underway soon.   

 CATS and Greyhound facilities are close-by, opening up the potential station as a future 

intermodal facility.  The proposed station site is within ¼-mile of three routes providing 

service to downtown and LSU.  The site is also within 1/3-mile of the main CATS 

transfer terminal, providing access to 13 routes covering all of Baton Rouge.  The site is 

also well-situated for bicycle and pedestrian access.  Consolidation of these routes and 

facilities as part of overall terminal development should be evaluated.   

 The existing KCS railroad line is located to the west side of the site, offering a special 

urban design opportunity for a terminal location 

 The KCS right-of-way approaching the potential station is a wide, grassy strip, offering a 

unique “park-like” approach opportunity.  The cemeteries add another dimension of open 

space. 

 There are historic, civic spaces (including cemeteries) that should be considered as part of 

a linear green approaching the terminal 

Station Area Potentials 

 Envision the approach as a great open space with a significant terminal complex and 

public plaza space 

 Develop the identified station area as a compact, walkable, mixed use place. 

 Evaluate the station as an intermodal facility (inter-city rail and bus, park & ride, local 

bus and circulator) 

 Incorporate surface or structured parking to initially accommodate up to 350 parking 

spaces. 

 Employ a shared parking strategy 

 Connect the station to downtown by a circulator to enhance its effectiveness and promote 

interaction between the two 

 Enhance the ¼ mile area with walkable mixed use development, emphasizing passenger 

support uses, mid-to high-density residential and retail  
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 Some stakeholders felt a location at 15th & Government would provide better visibility 

from I-10 as well as roadway access to Downtown and I-10/I-110 corridor.  Here vacant 

properties may be acquired at a lower cost and attractive as a catalyst to redevelopment in 

area.  On the other hand, the Godchaux/Maison Blanche site may be prime real estate 

without the rail project. 

Station Area Statistics 

Baton Rouge Central SAP (East Baton Rouge Parish)

Population: Station Area

East Baton Rouge 

Parish

2000 1,789 412,850

2008 1,736 432,995

2013 1,703 443,537

2040 1,785 487,508

change 2008-2040 2.83% 12.59%

Potential Development Yield in Station Area Center Area (1/4-mile radius)

Residential Units 854

Est. Population Yield 1,736

Commercial sq. ft. 1,463,453

 
Source: HDR Engineering, Inc., 2009. 
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Figure 5-5:  BR Station/Northern Terminus 
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Baton Rouge Suburban Station 

This station is located south of the I-

10/Bluebonnet interchange near the 

Louisiana Mall and the Baton Rouge 

General hospital in East Baton Rouge 

Parish.  The station has the potential to 

perform important dual functions- one that 

principally serves a major retail, office and 

medical employment center and one that 

can serve as a Park & Ride station for New 

Orleans-bound riders.  Such a dual focus 

means this station area has a more diverse 

development potential.  The station area development focuses on satisfying these dual 

opportunities.   

Issues and Opportunities 

 Within the ½ mile radius, the development pattern is generally established to the east, west, 

and south. 

 The Advocate facility (corner of Bluebonnet and rail corridor, across from Mall of Louisiana) 

may be for sale, including an existing rail siding currently used for unloading paper.  This 

could provide a good pedestrian connection to the mall.   

 Some of the vacant land within vicinity of the proposed station has been announced as the 

site of a new hospital and hotel north of Summa Ave. 

 Additional new development in area includes an announced office retail mixed use project by 

Mall of Louisiana and Perkins Rowe. 

 Station location options are limited based on the area’s solid development pattern. 

 The station can serve as Park & Ride location for the southwestern portion of the urban area. 

 Quality station area development sites are available proximate to a number of medical 

facilities in the station area, including the Baton Rouge General Medical Center. 

 The scale of station area development can be more intense due to the area’s existing activity 

level. 

 An opportunity exists to connect the station to the Mall of Louisiana, offices and hospitals. 
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 The site is located adjacent to one existing transit route (CATS #17 Bluebonnet) and within 

¼-mile of two CATS routes which provide service to LSU, downtown, Pennington 

Biomedical Center and northeastern Baton Rouge.   

 With schedule and route adjustments, coordinated bus service to points in Baton Rouge can 

be available via CATS.   

 A portion of the properties to the west of Bluebonnet Towers could come under the influence 

of the station’s location. 

 There are significant employers within and beyond the ½ mile radius that need access 

to/from the station. 

 There is a proposal to construct a new road and interchange in area west of Bluebonnet 

(between Bluebonnet and Essen). 

 Need to talk to LSU about Bus schedule/service plans/coordination with service between the 

campus and South Baton Rouge, as well as the downtown terminal. 

Station Area Potentials 

 Locate the station on the north side of the tracks, just south of the Baton Rouge General 

Hospital. 

 Given the proposed station location, focus station area development potential to the north and 

east. 

 Accommodate an initial 200 Park & Ride spaces, potentially in a structured, shared-use 

facility (long-term). 

 Situate the station and associated development (including Park & Ride) to complement the 

abutting use patterns and mix. 

 Incorporate more intense /dense uses. 

 Develop some type of “district circulator” to link the Mall, numerous hospital and ancillary 

medical facilities and other activity centers to the station. 

 Develop the identified station area as a compact, walkable, mixed use place. 

 General area for station location may need to shift based upon existing land use decisions in 

area.  Close coordination with Baton Rouge General Hospital will be essential.  Such a shift 

will not measurably affect the development potential shown on the SAP 
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Station Area Statistics 

 

South Baton Rouge Suburban SAP (East Baton Rouge Parish)

Population: Station Area

E.Baton Rouge 

Parish

2000 772 412,850

2008 858 432,995

2013 893 443,537

2040 957 487,508

change 2008-2040 11.51% 12.59%

Potential Development Yield in Station Area Center Area (1/4-mile radius)

Residential Units 390

Est. Population Yield 858

Commercial sq. ft. 619,521  
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Figure 5-6:  Baton Rouge Suburban Station 
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Gonzales Town Center Station 

Gonzales is a city of 8,156 persons 

(2000 census) located in Ascension 

Parish within the Baton Rouge MSA.  

The proposed Gonzales Town Center 

station area plan suggests an important 

opportunity that can be offered by the 

proposed passenger rail system.  

Gonzales is the place to take advantage 

of a location and setting that can serve 

as an anchor for a vibrant town center.  

The proposed SAP creates a civic 

space that fronts the station platform 

and allows for mixed use development around it.  At the larger scale, the station area planning 

links across the creek and complements the Gonzales City Hall, Jambalaya Park and other 

attractive public uses that front on E. Cornerview St., between S. Irma Blvd. and N. Edenborne 

St.  The station area potentials can help Gonzales capture future growth potential by building on 

its substantial assets and introducing a new development pattern.    

Issues and Opportunities 

 There is a well-positioned and sized property along the rail line and south of Airline 

Highway (US 61). 

 Ascension Parish and Gonzales have generally zoning in place supportive of a station area 

development.  Airline Blvd. is considered a formidable barrier to creating a full-fledged town 

center.   

 There is a modern and high-quality public infrastructure, and municipal services within 

Gonzales, including public water and sewer.   

 The station area is not currently served by fixed-route public transit.  A service offered in the 

Parish by the Council of Aging consists of a rural demand-responsive service with advance 

notification.   

 Travel to special events (e.g., sporting venues in Baton Rouge and New Orleans) is 

considered a plus. There is concern about drawing commuters to a limited daily service 

without back-up/guaranteed ride home options.   

Station Area Potentials 

 Develop the SAP as a compact, walkable, mixed use place 
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 The proposed site has potential to host a Park & Ride facility, initially for approximately 100 

parking spaces.  There is existing parking available on the west side of the rail line at the 

Gonzales municipal complex.  There may also be land available within the complex (as part 

of a maintenance facility) to support construction of additional parking spaces.   

 There are opportunities to integrate bicycle and pedestrian access to the station.   

 Stakeholder discussions raised the question of the relative merits of a station location slightly 

to the west, closer to the Gonzales city line and within the unincorporated portion of 

Ascension Parish.  This discussion was not resolved but participants agreed that it should be 

considered as ridership and other economic data are developed.  Other planning, urban 

design and circulation factors may inform the location, as well.   

Station Area Statistics 

 

Gonzales SAP (Ascension Parish)

Population: Station Area Ascension Parish

2000 1,387 76,627

2008 1,491 101,693

2013 1,663 111,520

2040 1,993 144,521

change 2008-2040 33.67% 42.11%

Potential Development Yield in Station Area Center Area (1/4-mile radius)

Residential Units 596

Est. Population Yield 1,491

Commercial sq. ft. 351,801  
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Figure 5-7:  Gonzales Station 
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Laplace Town Center Station 

The second station on the line west of New 

Orleans is Laplace, and it is a census-

designated, unincorporated place within St. 

John the Baptist Parish.  The 2000 population 

is approximately 28,000.  It is a mid-corridor 

location within the catchment areas of both 

New Orleans and Baton Rouge, and it has a 

strong petrochemical employment base.  The 

proposed station location is a site west of US 

61, south of its intersection of US 51 and 

west of Main Street (LA 44).  The station 

area is low-density and semi-rural in character, with considerable surrounding vacant and 

commercial lands.  The intent here is to develop a station that can provide a point of connectivity 

to other places in the region and eventually to serve as Town Center, anchored by higher-

intensity mixed-use development in an environment that is attractive and walkable.   

Issues and Opportunities 

 The SAP and related activities should both be shaped and be informed by the St John the 

Baptist Land Use Plan completed in October, 2008.  

 The substantial amount of undeveloped land calls for a coherent development plan and 

associated design standards, building on readily developable property suitable for mixed 

uses, and public/private development opportunities 

 The area is strongly susceptible-to-change within the parameters of the City’s land use plan. 

 In the context of an overall development plan, the area will benefit greatly from connectivity 

among newly-sited uses and existing uses.   

 The proposed site is not currently served by any form of general public transit.  The River 

Parishes Transit Authority is scheduled to begin offering demand-responsive transit service 

in February 2009. 

Station Area Potentials 

 A new station and adjacent development can provide a focal place where most development 

has historically been more diffused.   

 In addition to the potential for an initial 150 space Park & Ride facility, there is potential for 

pedestrian and bicycle access (with the proposed site less than one mile from the suggested 

Mississippi River Levee bicycle route).   
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 The station site can serve to bring together the suburban pattern to the north and south and 

help reinforce the proximity of the river to the town core.   

 Provide appropriate circulation services: pedestrian, van, transit to address multiple points of 

connection for a wide array of users. 

 Develop the identified station area as a compact, walkable, mixed use place. 

 Stakeholder discussions surfaced an alternative site recommended for further consideration 

west of Belle Terre Blvd. (LA 3188) and south of US 61.  This site may present less 

congestion than the proposed site.   

Station Area Statistics 

 

 

Laplace SAP (St. John the Baptist Parish) 

Population: Station Area 

St.John the Baptist  

Parish 

2000 608 43,044 

2008 724 48,168 

2013 792 50,563 
2040 888 64,561 

change 2008-2040 22.65% 34.03% 

Potential Development Yield in Station Area Center Area (1/4-mile radius) 

Residential Units 290 

Est. Population Yield 724 

Commercial sq. ft. 159,321 
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Figure 5-8:  Laplace Station 
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Kenner Suburban Station 

The first station on the line west of New 

Orleans, and situated approximately 11 

miles from the New Orleans Union 

Passenger Terminal, Kenner is the 

principal city in Jefferson Parish.  It has 

a 2000 population of 70,517.  The 

station is defined as Suburban due to its 

location and character.  The station area 

is a largely unpopulated portion of the 

Parish, principally due to its inclusion 

within, and close proximity to, the clear 

zones of the Louis Armstrong New Orleans International Airport.  Consistent with the vision set 

forth in Kenner’s recently adopted land use plan, Patterns for Progress, the intent is to develop a 

station that can serve as an anchor to higher-intensity mixed-use development.  With the extent 

of undeveloped land and a strategic location, the opportunity exists to enhance the quality and 

design/architectural quality of development.  It also can be linked to this historic Kenner core, 

located east at Williams and Kenner.    

Issues and Opportunities 

 The proximity of the site to the Louis Armstrong New Orleans International Airport offers 

the most significant opportunity for uses that can take advantage of the availability of rail 

service and ample undeveloped land (outside the FAA Restricted and other land-use 

incompatible zones).  Much of this land cannot be developed for residential or other uses 

where people would be permitted to (or would choose to) congregate. 

 The large number of airport and airport-related employees and visitors provides a singular 

opportunity for development to capture market share. 

 The extent of undeveloped and underdeveloped land, much of it significantly development-

constrained due to airport proximity, will greatly benefit from a coherent development plan 

and associated design standards that capitalize on mixed use and public/private development 

opportunities.  Kenner has been particularly proactive in long-range planning and community 

development.   

 Much of the land designated in the Kenner plan as “airport buyout” property is controlled by 

the New Orleans Aviation Board.  As such, it will be important for the City of Kenner and 

the Board to collaborate on redevelopment of the surrounding lands.   

 The area is strongly susceptible-to-change within the parameters of the City’s land use plan. 
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 In the context of the overall development plan, the area requires connectivity among newly-sited uses 

as well as between new uses and the airport and beyond. 

 There is an opportunity to bring a number of existing bus routes to the station area, providing some 

intermodal facility 

Station Area Potentials 

 The SAP envisions development that takes advantage of strong anchors to the north in Louis 

Armstrong New Orleans International Airport, and to the south with its proximity to Rivertown and 

the historic core of Kenner.   

 Plan for a coherent and supportive variety of pedestrian, van and transit circulation services for an 

array of users.   

 To the greatest degree possible, develop the identified station area as a compact, walkable, mixed use 

place. 

 There is the potential for an initial 200 Park and Ride spaces.   

 Consider airport satellite uses which could take advantage of Kenner location and shared parking and 

services on north edge of site, including useable portions of the clear zone. 

 Develop a larger context plan that begins to unite the Kenner Suburban SAP with the historic core.   

Station Area Statistics 

 
Kenner SAP (Jefferson Parish)

Population: Station Area Jefferson Parish

2000 914 455,466

2008 926 422,782

2013 978 423,326

2040 1,110 445,608

change 2008-2040 19.87% 5.40%

Potential Development Yield in Station Area Center Area (1/4-mile radius)

Residential Units 526

Est. Population Yield 926

Commercial sq. ft. 955,271

Estimated Daily 

Boardings (range) 200-300

Parking Spaces 200  
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Figure 5-9:  New Orleans Kenner/MSY Station 
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New Orleans Terminal Station 

New Orleans is the eastern 

terminal station of the 

proposed Baton Rouge-New 

Orleans Intercity Rail line, and 

it is a principal origin-

destination and source of 

passengers.  Likewise, it is an 

activity center of the first 

magnitude, with important 

potential multi-modal connections.  Taking full 

advantage of the opportunities for stronger linkages to the city’s attractions and activity centers 

through a full complement of intermodal options will benefit the City’s economy, its residents 

and visitors.  Such connections reinforce the vitality of the city center and the regional transit 

network. 

The proposed station location is the New Orleans Union Passenger Terminal (NOUPT), located 

at 1001 Loyola Avenue.  The station area is surrounded by prominent sports and public uses 

(The Superdome and New Orleans Arena), the Pontchartrain Expressway and rail lines.  The site 

is within walking distance of the nearby established and historic urban grid.  The intent of 

Station Area Planning here is principally to be a strong contributing element of overall 

development efforts included in the NOUPT Master Plan and the City Master Plan update 

process.  For these reasons, the emphasis is not on adding land uses around NOUPT, but to 

enhance its connectivity with the City’s expanding streetcar system.  There are significant 

opportunities for high-intensity urban development which the IPR and other transit initiatives 

could help reinforce and support in an environment that is attractive, walkable and connected.   

Issues and Opportunities 

 The Mayor and several New Orleans City Council members see the Baton Rouge to New Orleans 

study as an important regional project, and some believe that the New Orleans downtown/French 

Quarter streetcar project is an important complement to that regional service, especially with the 

future NOUPT connection. 

 The NOUPT is perceived by many in New Orleans as a key intermodal transfer facility in the future, 

with the further promise of joint development.  The community has spent significant time and effort 

securing small grants to help maintain the terminal, and there are significant and bold plans for its 

future development.  Ongoing contact with these civic leaders is warranted on the part of the IPR and 

New Orleans Streetcar study teams.   
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 The New Orleans downtown/French Quarter study will conduct a survey of pedestrians and on-board 

transit riders to help determine travel patterns.  This may yield better documentation of the current 

passenger/pedestrian traffic in the NOUPT vicinity. 

 The area is strongly susceptible-to-change within the parameters of the City’s land use plan. 

 The substantial amount of undeveloped land calls for a coherent development plan and associated 

design standards, building on readily developable property suitable for mixed uses, and public-private 

development opportunities 

 In the context of an overall development plan, the area will benefit from connectivity among newly-

sited uses and existing uses.   

 The NOUPT site is currently served by four fixed routes of the New Orleans Regional Transit 

Authority.  Inbound morning fixed routes from the Jefferson Express Transit’s Wilty Terminal to the 

New Orleans CBD currently passes by the UPT site.  The facility is within ¼-mile of two additional 

NORTA fixed-routes.   

Station Area Potentials 

 The New Orleans terminal station and adjacent development should contribute to a more attractive 

and vital downtown that softens the dominant highway structures in the area and provides clearer 

focus and connectivity to the large civic facilities and the heart of New Orleans. 

 Link UPT to the downtown via the proposed St Charles Streetcar extension up Howard Avenue and 

the proposed French Quarter Streetcar    

 Provide appropriate circulation services: pedestrian, van, transit to address multiple points of 

connection for a wide array of users 

 Develop the identified station area as a walkable and mixed use place that makes an important 

economic and aesthetic contribution to the New Orleans.   

Station Area Statistics 

New Orleans UPT SAP

Population:

Station Area 1/4-

mile radius Orleans Parish

2000 1,061 484,674

2008 730 239,445

2013 733 263,469

2040 955 267,829

change 2008-2040 30.82% 11.85%

Potential Development Yield in Station Area Center Area (1/4-mile radius)

Residential Units 384

Est. Population Yield 730

Commercial sq. ft. 697,014  
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Figure 5-10:  New Orleans Terminal Station 
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6.  Ridership 
This chapter describes the methodology used in developing the ridership projections for the 

proposed intercity passenger rail service between Baton Rouge and New Orleans. This chapter 

includes a brief profile of rail users, major study assumptions, ridership estimation methodology 

and results. 

 

Ridership projections were developed for both an opening year (2013) and the long-term forecast 

year (2038).  Our analysis results indicate the ridership in the opening year would be 

approximately 39,000 boardings per month and for the forecast year, 2038, around 135,000 per 

month. The term “boardings” refers to one-way, unlinked, person-trips per day.  About 65 

percent of the boardings would originate from the two Baton Rouge stations, 18 percent from 

Gonzales and Laplace stations and another 17 percent from the Kenner station. More than 85 

percent of the ridership would be work-related trips.  The demand for parking in the opening 

year would be about 550 spaces and about 2,350 spaces across the corridor for the year 2038.  

Profile of Short-haul Rail Users 
Though the proposed rail service is referred to as the “Intercity Passenger Rail Service” (IPRS), 

it will appear similar to other short-haul passenger rail service due to its proposed service 

characteristics and underlying demand potential. In general, most passengers on short-haul 

passenger rail service are workers headed to and from a job site. Based on national statistics on 

short-haul passenger rail riders, roughly 70 to 80 percent of initial riders have never used 

carpools, vanpools or other public transportation modes to get to work prior to switching to rail. 

This class of riders is known as “drive alones” or “auto converts”. The main reason why some 

people switch to rail service for their work trips is not because they can get to their work faster, 

but because of other non-quantifiable factors such as comfort of the ride, reliability of service, 

opportunity to be productive during the journey, and not having to deal with downtown parking. 

However, it is inherently simpler to drive directly from home to work and that is why so many 

workers choose to drive and, for that matter, drive alone. To sum up, most of the short-haul rail 

passengers are “choice riders” as opposed to “transit-dependent” riders. 

Major Study Assumptions 
Listed below are some of the important assumptions used in developing the ridership projections. 

Assumptions emphasize the nature of the trip destination relative to station location and the 

nature and timing of the connecting transit or shuttle services that would be necessary to induce a 

“drive alone” traveler to become a rail passenger rider. 

 

 Potential rail users will be willing to drive up to eight miles from their residences to 

access their origin rail station 
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 At the destination station, the jobs of potential rail users will be within a 2 mile radius or 

15 minute shuttle time connection from the station 

 

 There will be time-of-arrival, direct, short headway, coordinated transit services to 

employment destinations to and from a station 

 

 The I-10 corridor will continue to experience significant peak-hour traffic congestion 

through the forecast year 

 

 Adequate and secure parking will be provided at all stations 

 

In the opening year, there were assumed to be four round trips per weekday between Baton 

Rouge and New Orleans, two round trips during peak periods and two in the off-peak.  In 2018, 

the number of round trips would increase to six per day and in 2023, there will be eight round 

trips per day. 

 

The maximum attainable speeds of the trains will be 79 MPH in the opening year with an end-to-

end travel time of one hour and 24 minutes. By 2023, the maximum attainable speeds will be 

increased to 90 to 110 MPH with an end-to-end travel time of one hour and 13 minutes.
 
 

 

In the opening year, single ride fares will be comparable to industry standards at $10 per one-

way full trip.  A 25 percent discount will apply to monthly pass users.  In the long run (2038), 

fares would increase to $20 per one-way trip to reflect inflation and a surcharge for premium 

service. 

Ridership Estimation Methodology 
The unique characteristics of short-haul passenger rail users discussed earlier present challenges 

to the development of credible ridership forecasts. Rail ridership is traditionally forecast with 

region-wide travel demand models, which often represent a region’s transportation network and 

land use at a fairly high level of detail.  Unfortunately, the regional travel models used by the 

Regional Planning Commission (RPC) of New Orleans MPO and Capital Regional Planning 

Commission (CRPC) of Baton Rouge MPO could not be applied to this study because they were 

not designed to cover the entire study area, from Baton Rouge to New Orleans.  Alternatively, 

HDR developed a ridership forecasting procedure that is based upon a sketch planning tool 

developed for the Federal Transit Administration (FTA).  This procedure uses a two-step 

approach and is largely based on the principles employed in FTA’s Aggregate Rail Ridership 

Forecasting Model (ARRF Model). In the first step, the overall ridership on the entire rail line is 

estimated using the ARRF model. In the second step, the estimated line ridership is distributed to 

different stations on the basis of the current home-to-work trip flow pattern obtained from the 
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Longitudinal Employment Household Dynamics (LEHD) data base
1
.  This process is used to 

estimate average daily transit ridership, primarily on the basis of forecasts of study area 

demography, projected level of rail service and current pattern of trip flows between study area 

residences and their work places.  A schematic representation of the modeling process is shown 

in Figure 6-1, which is followed by a brief description of the ARRF Model. 

 

 

Figure 6-1: Ridership Estimation Methodology 

 

Step 1 Develop input data for ARRF Model

Estimate

Line *  Define market area around rail stations.

ridership *  Extract Base year (2006) trip flow data from LEHD data base

*  Using population and employment projections for the study area

   Parishes, adjust base year trip flows to represent forecast year.

*  Assume operating speeds, number of peak and off-peak trains

    and estimate revenue vehicle miles and hours.

     Input

 Apply the ARRF Model

O
u

tp
u

t

Total daily line Ridership for the forecast year

Step 2

Distribute Allocate daily line ridership to individual

line stations using each station's primary market

ridership area characteristics

to stations

 
Source:  HDR Engineering, 2009 

 

 

 

 

 

                                                      
1
 The LEHD database is a collaborative effort of a new partnership between State/Federal agencies and US Census 

Bureau. 
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Description of FTA’s Aggregate Rail Ridership  

Forecasting Model (ARRF Model) 
 

The ARRF Model was developed for the Federal Transit Administration using extensive 

commuter rail ridership and systems performance data from twenty major rail systems in the 

country. It is basically a regression model that requires several pieces of information from the US 

Census Journey to Work data base and level-of-service data for the proposed rail system.  

The ARRF model requires two major inputs: 

 

 The total number of people who reside within a six mile radius of each proposed rail 

station and who are employed within a one mile radius of each rail station. A subset of 

these people will drive their cars to their origin rail station to access the service. This data 

is shown by three income levels: low, medium and high. 

 

 The total number of people who reside within a two-mile radius of each proposed rail 

station and who are employed within a one mile radius of each rail station. A subset of 

these people will either walk to the rail station or take feeder buses. This data is shown by 

three income levels: low, medium and high. 

 

The model also requires several pieces of data pertaining to the assumed level-of-service such as 

the revenue vehicle miles, revenue vehicle hours, directional route length and train consist (the 

coupled vehicles making up the train), size. Another key input to the model is whether the 

proposed service will connect to an urban rail distributor to the CBD. Using all this information 

supplied by the user, the model calculates the total daily ridership on the proposed rail line. 

Data Used 

Data from several different sources were used to support the ridership estimation procedure. 

They are listed below.  

 

 2004 and 2006 population/employment data base from LEHD. 

 2008 and 2013 study area population projections developed by Environmental Systems 

Research Institute (ESRI). 

 Long term population projections by parish developed by RPC and CRPC. 

 Louisiana Workforce data. 

 Louisiana SWIFT ridership data. 

 Traffic volumes from Louisiana DOTD 

Definition of the Study Corridor 

The primary market area for the passenger rail service would be contained in ten parishes as 

shown in Figure 6-2, on the following page.  It was assumed the entire workforce living within  
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Figure 6-2:  Study Corridor 
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eight mile radius of each rail station and that have jobs within two mile radius of the destination 

station are the potential candidates for using the new rail service. 

Ridership Estimation 

Trip-Making Patterns after Hurricane Katrina 

The first step in estimating ridership is to clearly understand how Hurricane Katrina has affected 

the trip making pattern in the corridor.  Of the 378,000 residents who were displaced by the 

Katrina, several thousands were permanently relocated to other cities in the country.  A 

significant number of people moved away from St. Bernard, Jefferson, Plaquemines, and Orleans 

parishes.  Overall, the city now is at 72%of its pre-Katrina population of 450,000. The mass 

relocations forced by the storm in 2005 have significantly altered the distribution of trips within 

the City of New Orleans.  For example, in 2004, approximately 79,000 work trips per day started 

from the ten Parishes in the study area and were destined to downtown New Orleans, according 

to the LEHD data. In 2006, that number decreased to 48,000 trips (Table 6-1). In 2004, the total 

number of work trips from East and West Baton Rouge Parishes, Iberville and Ascension 

Parishes to New Orleans was 12,700. In 2006, that number increased to 18,300, clearly 

indicating a significant movement of workforce from eastern parishes to western parishes of the 

study corridor. The total number of people living and working in the ten parishes decreased 

significantly from 659,700 in 2004 to 512,600 in 2006, another indication that the region has lost 

residents.  

 

 

Table 6-1:  Change in Distribution of Workforce from 2004 to 2006 Change in distribution of workforce from 2004 to 2006

2004 2006

From (residence) To (work place) Workforce Workforce

10 parishes in the study area New Orleans CBD 78,600 48,100

10 parishes in the study area Jefferson and Orleans Parishes 382,200 244,100

Ascension, E. Baton Rouge,

W. Baton Rouge and Iberville Jefferson and Orleans Parishes 12,700 18,300

Parishes

All 10 Parishes All 10 Parishes 659,700 512,600

live within 8 miles of each origin work within 1 mile of each 

rail station destination station not estimated 22,400 *

* 4.5 % is low income, 49 % is medium income and 46.5 % is high income 

 
Source:  HDR Engineering, 2009 
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In 2006, the total number of workers living within an eight-mile radius of each potential origin 

station and working within a two-mile radius of each destination station was about 

approximately 22,400. This is basically the potential market from which the proposed rail service 

would draw trips. For forecasting purposes, this potential market will be expanded to future years 

on the basis of the population and employment projections. 

Population Projections 

In the aftermath of Katrina, projecting population and employment growth for the gulf region of 

Louisiana has become a significant challenge. To date, the study team has found at least half a 

dozen demographic forecasts for the region developed by different entities
2
 and none of them 

have any consistency among themselves. In order to maintain some level of consistency with the 

data used by the region’s Metropolitan Planning Organizations (MPOs), a decision was made to 

use the growth assumptions embedded in the regional travel models of RPC and CRPC. For the 

opening year analysis, we used the estimates developed by ESRI and for the long-term forecast 

years (2038/2040), we applied the MPO’s growth rates to the 2013 numbers. Table 6-2 presents 

the population assumptions used in this study. 

 

Table 6-2:  Population Forecasts POPULATIONS FORECASTS

A A B

Parish 2008 Population

2013 Population 

Projection

Percent 

Increase

2008 to 2013

Percent 

Increase

2013 to 

2038

Ascension 102,375 123,042 21.00 17

East Baton Rouge 434,018 444,544 3.00 14

Iberville 33,283 33,301 1.00 14

Jefferson 448,050 473,274 6.00 8

Orleans 321,466 335,003 5.00 15

St. Bernard 25,956 37,786 46.00 106

St. Charles 54,020 57,383 7.00 17

St. James 22,212 22,884 4.00 11

St. John the Baptist 48,940 52,735 8.00 20

West Baton Rouge 22,919 23,604 3.00 16

Total 1,513,239 1,603,556 6.00

Source:

B:  RPC 2038/2040 growth rates

A: 2008-2013 ESRI Demographic Data

 
Source:  HDR Engineering, 2009 

                                                      
2
 Projections developed by State agencies, Parishes, Universities, ESRI and MPOs  
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Model Application 
The following steps were used in generating the ridership forecasts. 

 

 Based on the 2006 LEHD data, the total number of workforce living within an eight-mile 

radius of each origin station and working within a two-mile radius of their destination 

station was extracted by three different income levels, low, medium and high.  

 

 Based on the demographic and employment projections for each parish in the study area, 

the workforce data from the previous step was expanded to represent forecast year 

conditions, 2013 and 2038/2040.  

 

 The number of round trips to be operated in the opening year as well as in the long- term 

forecast year was assumed to be four and eight respectively and the corresponding annual 

revenue vehicle miles was estimated between 210,000 and 402,000. 

 

 Based on the maximum operating speed assumptions, the total travel time and the annual 

revenue vehicle hours were estimated between 3,785 and 6,327. 

 

 The above inputs along with directional route miles of the rail line and train consist size 

were input into the ARRF model. The model estimates the total line ridership for the 

given forecast year. 

 

 The estimated line ridership was then allocated to different stations along the line on the 

basis of the total workforce residing in each station’ service area as compared to the total 

workforce residing in the entire primary market area for the whole corridor. This process 

yielded total daily boardings by station. 

 

 Based on the current land use pattern, it was assumed that the majority of the estimated 

boardings at each station would be by park and ride mode.  Ridership resulting from 

Transit Oriented Development was handled separately as shown later.  Parking 

requirements for each station were computed on the basis of station boardings and 

average auto occupancy of 1.15 and zero turnover rate. 

 

 The fare revenue was estimated using the projected station boardings and discounted 

monthly pass fares. 

Ridership Results and Discussion 
The proposed rail line is most likely to carry about 39,000 trips per month in the opening year 

and about 115,000 trips per month in the planning horizon year 2038/2040. More than 90 percent 

of the trips originating in the study area would be destined to New Orleans. In other words, the 

number of trips starting and ending at intermediate stations is expected to be very small.  Model 

results indicate about 65 percent of the inbound (towards New Orleans) boardings will be at the  
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Table 6-3:   Ridership Projections 

Year 2013 Year 2018 Year 2023 Year 2028 Year 2033 Year 2038 / 2040 
ASSUMPTIONS 

# of trains / weekday 4 Round Trips 6 Round Trips 8 Round Trips 8 Round Trips 8 Round Trips 8 Round Trips 

Maximum train speed 79 MPH Max 90 MPH Max 110 MPH Max 110 MPH Max 110 MPH Max 110 MPH Max 

Trip time 1:24 1:19 1:13 1:13 1:13 1:13 

Discounted train fare $10 $11.50 $13.00 $15.00 $17.00 $20.00 

Gas Price for autos $2.00  $2.50  $2.75  $3.25  $4.00  $4.50  

Monthly ridership 39,000 55,000 75,000 103,000 120,000 135,000 

Annual ridership 461,000 644,200 886,400 1,205,900 1,418,600 1,542,850 
No TOD No TOD No TOD TOD in place TOD in place TOD in place 

Auto trip reduction per month 25,000 49,000 67,000 91,000 107,000 115,000 

Auto VMT reduction per month 1,560,000 3,062,000 4,180,000 5,680,000 6,650,000 7,130,000 

Daily Parking Demand 550 950 1,300 1,800 2,000 2,350 

Daily Fare revenue $13,200 $21,800 $33,200 $51,200 $69,200 $85,900 

Notes: 
Annual inflation rate of 2.5 percent assumed when setting forecast years train fares. 
Ridership impact of adding more trains was estimated using a Level of service elasticity of 0.30. 
Ridership impact of higher operating speeds was evaluated using FTA's aggregate model. 
Ridership impact of higher auto fuel prices was evaluated using a fuel price cross elasticity factor of 0.20. 

Source:  HDR Engineering, 2009 

PROJECTED RAIL BOARDINGS 
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two Baton Rouge stations, 18 percent at Gonzales and Laplace stations and 18 percent at Kenner 

station. More than 85 percent of the ridership is projected to be work-related trips. The demand 

for parking in the opening year would be about 550 spaces and about 2,350 spaces for the year 

2038/2040. 

 

It is estimated the rail line would generate $13,200 per day in fare revenue in 2013 and $ 86,000 

per day in 2038/2040. The Statewide travel model of Louisiana forecasts about 50,000 to 60,000 

daily auto trips
3
 on I-10 between Baton Rouge and New Orleans in 2030. Comparing this 

number with the projected rail ridership, the implied rail transit share is about 5% for this 

corridor.  

Additional Trips (Non-work) 

The preponderance of the rail ridership would be work trips. However, there are several special 

trip generators in the City of New Orleans and Baton Rouge that are likely to attract some trips 

by rail mode. The magnitude of such trips would depend on level of train service, travel times, 

fares and how easily accessible the special generators are from the rail station. In the current 

study, we assumed the Downtown Street Car Project in New Orleans would be up and running 

and would provide a well coordinated connection between the rail service and the special 

generators. The following categories of trips were included in this analysis.  

 

 Mall of Louisiana – shopping 

 Health care related trips 

 Airport access from downtown 

 Visitors/special events 

 University trips 

 Athletic Events 

 

The projected rail ridership for each category of trips listed above was estimated using a wide 

range of mode share assumptions borrowed from other selected areas in the country where 

passenger rail operates. 

Trips Generated from Transit Oriented Development (TOD) 

For each proposed station along the rail line, HDR developed a detailed land use plan outlining 

the maximum development potential possible with TOD in place. The estimated population 

yield, number of residential units, square footage of commercial and retail development were 

developed as part of the TOD analysis. Trips generated from this potential development were 

largely based on Institute of Transportation Engineers (ITE) trip generation rates and 

conservative transit mode shares borrowed from Houston and Boston areas. Table 6-4 

summarizes the annual ridership projections for different trip categories. On an annual basis, the 

                                                      
3
 Statewide Transportation Plan, Chapter 7, Transportation Plan Development prepared by Wilbur Smith Associates 

for LA DOTD. 



 Southern High Speed Rail Commission 

 Baton Rouge – New Orleans Intercity Passenger Rail 

 Feasibility Study 

BURK-KLEINPETER, INC. in association with December 2010 

HDR Engineering         Page 6.11 

 
 

non-work type of trips will most likely be less than 20 percent of the total ridership, assuming 80 

percent of the planned development resulting from TOD is in place by 2040. 

 

 

Table 6-4:  Non-Work Ridership 

Category

2013 2038 / 2040

TOD generated trips TOD not in place 90,500

Mall of LA trips 7,750 11,000

(holiday season included)

Health Care related trips 9,000 12,500

Airport trips 12,000 18,000

(passenger and employment

related included)

Visitors/Special Events 10,000 16,500

University Trips 5,500 9,000

Total Add-on s 44,250 157,500

Annual Ridership

 
Source:  HDR Engineering, 2009 

 

Limitations 
Ridership forecasting is not an exact science. When forecasting ridership for medium to long-

term horizon years, it is important to understand that socioeconomic conditions over the forecast 

period may change in ways that cannot be predicted. There are several factors which may 

contribute to errors and uncertainty in forecasts. Most modelers agree the primary source of 

uncertainty in models is the demographic and socioeconomic input data: i.e. employment and 

population forecasts, future household size, auto-ownership levels, income data and the region’s 

economic activity. As mentioned earlier, currently there are several versions of demographic 

forecasts for the study area that were developed by different entities. Most of the forecasts are 

not very consistent with each other because of the differences in their underlying assumptions. In 

order to accommodate this uncertainty and estimation errors in demographic assumptions, we 

estimated two sets of ridership forecasts: lower-bound and upper-bound. The lower-bound 
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estimate is based on conservative growth assumptions and transit mode shares and the upper-

bound estimates are based on somewhat liberal assumptions.  The average of these two forecasts 

was presented here. 
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7.  Financial/Business Plan 
 

 

In the State of Louisiana, the Louisiana Department of Transportation and Development 

(LADOTD) is the agency responsible for the planning, construction and maintenance of the 

state’s transportation infrastructure.  The LADOTD builds and, in some cases, operates roads, 

bridges, airports, maritime ports and ferries.  After Hurricane Katrina, when a need was 

recognized for an optional mode of transportation in a congested corridor, it was natural that the 

LADOTD would be the agency to investigate the situation and propose a solution. 

 

This report is a summary of LADOTD’s investigation into the possibility of instituting passenger 

rail service in the Baton Rouge – New Orleans Interstate-10 Corridor, a heavily used corridor 

that connects the state’s two largest cities as well as a segment of a transcontinental route that 

connects three of the four most populous states in the U.S. - Florida, Texas and California. 

 

This chapter is a description of the ways and means available to the LADOTD, and the 

Stakeholders identified in Chapter 2, to plan, fund, and manage the implementation of the Baton 

Rouge – New Orleans High Speed Intercity Passenger Rail Service, (BR-NO HSIPR). 

 

Purpose of Project 
 

As stated previously, the purpose of the Baton Rouge-New Orleans High-Speed Intercity 

Passenger Rail (BR-NO HSIPR) service is to introduce a new transportation mode to a corridor 

that relies solely on highways and, thereby, mitigate highway congestion, thus expanding travel 

capacity and modal choices for residents and visitors to the corridor, especially for those within 

the corridor without access to personal vehicles.  There are, currently, no mode choices other 

than highway if one wants to travel from one city to the other. 

 

Approach 
 

The approach to this transportation project is - and has been - that LADOTD will be the lead 

state agency in the development of the project, that is, in the planning, feasibility analysis, 

design, financing, construction, and operation of the service.  This does not necessarily mean that 

LADOTD will be the executor of all these activities (i.e., the engineers or the operators), but will 

rather be the project overseer that guarantees that the funds provided by the federal, state and 

local governments will be appropriately and efficiently spent.  This is a role that LADOTD is 

used to and comfortable in, as displayed in such recent mega-projects as the reconstruction of the 

I-10 Twin Span bridges and the construction of the LA 1 Toll Road.  In the past, the state has 

worked closely with the railroads on projects of mutual benefit, such as the two Huey P. Long 

auto/rail bridges in Baton Rouge and New Orleans, respectively. 
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Corridor Planning 
 

LADOTD has been a leading force on the Southern High-Speed Rail Commission since its 

inception in 1982.  In 1998, TEA-21 designated the Gulf Coast High-Speed Rail Corridor as one 

of ten national HSR corridors and stipulated that the GCHSR corridor would go through Baton 

Rouge on its way to Houston.  Shortly thereafter, the SHSRC, using funds contributed by 

LADOTD, commenced a series of corridor development plans for portions of the GCHSR, 

starting with New Orleans to Mobile, followed by the corridor from Lake Charles, LA to 

Meridian, MS.   

 

In these two planning studies, the FRA’s recommended approach of incremental development of 

existing freight railroad corridors, promulgated in the 1997 FRA publication High-Speed Ground 

Transportation for America, was applied to both corridor development plans.  This development 

scenario consisted of three stages of improvements to increase speeds to 79, 90 and ultimately 

110 mph, accompanied by increases in frequency of service from 4 to 6 to 8 round trips per day.  

These were assumed to be accomplished in 5-year increments, i.e., 2013, 2018 and 2023.  In both 

studies, the hub of the service was New Orleans, with trains dispatched from New Orleans to 

Lake Charles, Mobile and Meridian, respectively, while additional trains originated from Lake 

Charles, Mobile and Meridian towards New Orleans. 

 

This BR-NO HSIPR followed the same model, but purely as an intercity service between New 

Orleans and Baton Rouge.  The “Feasibility Study” performed for LADOTD, was based on the 

incremental approach to development described above.  (Refer to Chapter 8. Economic Impact 

Analysis.) 

 

Project Financing 
 

As stated before, rail transportation networks are expensive.  It takes a significant amount of 

funds to plan, construct and operate a rail network, and each phase of development needs a 

stable, reliable and accessible funding source.  LADOTD has been aggressive and resourceful in 

seeking and obtaining available federal funds for passenger rail development.  Until recently, 

those funds had been generally limited to grade crossing improvements on designated High-

Speed Rail Corridors, including the Gulf Coast HSR corridor.  Even more recently, HSR corridor 

planning funds have been available.  Now the federal government is making a commitment to 

fund implementation of a national system of high-speed and/or intercity passenger service.  

LADOTD will need to continue to monitor program development at the national level to be able 

to take advantage of opportunities that may be available in the near future. 
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Planning 
 

Thus far, LADOTD has been able to fund its share of several studies through the SHSRC, 

successfully obtaining matching Next Generation High-Speed Rail planning funds from the 

FRA.  The funds currently in hand should be sufficient to carry the BR-NO HSIPR project 

through the completion of a Service Development Plan and a Programmatic Environmental 

Assessment. 

 

Construction 
 

Once a Service Development Plan is accepted by the FRA, LADOTD, the host railroads, and the 

Service Provider, securing construction funding will be the next step.  As discussed earlier, at 

one time - before passage of PRIIA and ARRA - the state of Louisiana considered funding up to 

$100 million in capital improvements to the rail corridor to support its incremental development.  

(This was for service on the KCS segment only.  No improvements on the CN segment – or East 

Bridge Junction - were included in this estimate, which was developed by KCS.)   

 

The Feasibility Study performed as Phase II of this project indicated that even with the 

expenditure of $100 million for construction, as well as the full amount of the ongoing operation 

subsidy, the project had a positive economic impact for the state’s investment over the 25-year 

analysis period, even if only a modest one.  (See Chapter 8. Economic Impact Analysis.)  

However, before a decision could be made on whether to move forward with the project, outside 

events overtook the planning process, namely, the collapse of the US housing market and the 

subsequent plunge of the national (and world) economy into a recession. 

 

In response to the economic crisis, the U.S. Congress passed President Obama’s Stimulus 

Package, the American Recovery and Reinvestment Act (ARRA).  ARRA proposed spending $8 

billion on high-speed and intercity passenger rail projects to stimulate the economy and improve 

the country’s rail network.  Louisiana, like many other states, saw this as a golden opportunity to 

move forward with its own plan, the BR-NO HSIPR.  With the prospect of 100% financing for 

capital improvements, the state realized it could reduce its financial risk further by seeking 100% 

ARRA funding, thus being responsible only for the operating deficit. 

 

Consequently, a decision was made to monitor the development of the FRA’s Interim Guidelines 

for applying for federal grants for high-speed intercity passenger rail development funds.  In 

order for the state to keep its options open, a Pre-Application was submitted to USDOT on July 

6, 2009.  The Pre-Application identified $200 million in capital costs (including acquisition of 

rolling stock) and stipulated that the State would not be providing matching funds. 

 

Submitting the Pre-Application to USDOT sent a strong message to the host railroads, KCS, CN 

and NOUPT, and the prospective service provider, Amtrak, that the State was serious in 

exploring the possibilities of developing the BR-NO rail corridor supported by federal funds.  
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Both KCS and CN requested – and received –SHSRC funds to prepare conceptual engineering 

plans for their segments of the corridor.  Amtrak and the FRA were likewise engaged with the 

BR-NO HSIPR planning team in the preparation of operating scenarios and the acquisition of 

rolling stock. 

 

As details of the Application requirements became known in August, such as the required 

certification of the source of State funds to cover any construction cost overruns and operating 

deficits, it became apparent that - due to the recession – such funds were not currently available.  

Subsequently, a decision was made not to submit the full Application due on October 2, 2009, 

and Secretary Ankner sent a letter to USDOT Secretary Ray LaHood, advising that the State 

could not afford to invest in the requested operating expense subsidy at this time. However, the 

planning for the Service Development Plan continued, with the intention that should funds 

became available and should there be future rounds of ARRA funding, Louisiana might choose 

to submit an application at that time. 

 

Operating Deficit 
 

It is widely known that public transit services, including passenger rail, don’t pay for themselves.  

Fare box revenues compared to operating expenses generally fall between 25% to 40% of what is 

needed to run the system.  As a result, system operators rely on outside sources to make up the 

deficit.  This is called the operating subsidy. 

 

LADOTD had foreseen the need for additional operating funds and had prepared – and passed –

legislation in the 2008 legislative session to provide a source of funds for the BR-NO HSIPR.  

LADOTD had identified two new lines within its budget that might be funded by a portion of the 

statewide Vehicle Sales Tax.   

 

These two lines are for Intercity Passenger Rail, Bus and Rural Transit.  These are to be funded 

at $10 million and $7 million, respectively, each year.  In theory, these funds would be available 

to help offset the passenger rail service’s operating deficits.  LADOTD was to begin collecting 

these revenues in 2009; however, there was a clause in the legislation that said that if the state’s 

General Fund Revenues declined below a certain level, LADOTD’s funding for these two 

programs would be redirected to the General Fund.  Despite the tentative nature of the funding 

source, an identified means of financing the operating deficit was potentially available.   

 

The U.S. economy went into recession in December of 2007, but it wasn’t official until the 

middle of 2008.  In the fall of 2008, the housing and financial markets collapsed, sending the 

U.S. economy into the worst recession since 1981.  Louisiana’s economy stayed buoyant at first, 

but then began to follow the downward trend in 2009.  As demand for oil dropped, so too did 

Louisiana’s revenues, leading to predictions of a $3 billion shortfall in next two year’s (FY 2011-

12) budgets.  By mid-year it was evident that Louisiana’s revenues would be less than expected 

and that LADOTD’s budget lines for Intercity Passenger Rail, Bus and Rural Transit would not 
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be funded.  Thus, in the first year of funding the new budget lines, that funding was never 

received, and revenues were not projected to start flowing to these new budget lines until the 

Louisiana economy picked up.  

 

These circumstances lead to a reevaluation of the BR-NO HSIPR project with respect to the 

LADOTD’s ability to address in the Financial/Business Plan the sources, reliability and 

feasibility of not only the operating deficit, but any potential construction cost increases.  As the 

sole source of funding for the project, LADOTD decided that it could not guarantee, at this time, 

that funds would be available for this project in the near term.   

 

As a result of these considerations, Secretary Ankner sent a letter, (See Attachment 7.A in 

Volume II. Technical Appendices) to U.S. DOT Secretary Ray LaHood on August 21, 2009, 

stating that despite having filed a Pre-Application, Louisiana would not be filing a full 

Application for BR-NO HSIPR in the first round of funding.   

 

Project Management 
 

LADOTD has a long history of managing big projects.  To be successful, major projects must be 

monitored from planning to operations.  The LADOTD Project Management Plan will help the 

management team maintain a constant focus towards delivering the major project in accordance 

with the stakeholders’ needs, wants, and expectations.  The stakeholders’ desired outcomes are 

defined through the project’s goals and objectives.  Major projects must be delivered in a manner 

that garners the public’s trust and confidence in the State and Federal transportation agencies’ 

ability to effectively and efficiently deliver a quality product.  The public must perceive that the 

finished product is a wise investment of the very substantial amount of public resources.   

 

In order to ensure major project success, it is imperative that good project management 

principles are used beginning early in the planning stage of a project.  As the major project 

becomes more defined, the Project Management Plan will become the tool by which the project 

will be effectively managed. 

 

A project management plan will be prepared for BR-NO HSIPR documenting the procedures and 

processes that will be in effect to provide timely information to the project decision makers to 

effectively manage the scope, costs, schedules, and quality of, and the Federal requirements 

applicable to, the project; as well as the role of the agency leadership and management team in 

the delivery of the project. 

 

Project Management Plan  
 

The following factors will be considered during the preparation of the BR-NO HSIPR Project 

Management Plan.   
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Checklist 

 
1. Project Description and Scope of Work 

2.  Goals and Objectives 

3.  Project Organizational Chart, Roles, and Responsibilities 

4.  Project Phases 

5. Procurement and Contract Management 

6.  Cost Budget and Schedule 

7.  Project Reporting and Tracking 

- Executive Summary 

- Project Activities and Deliverables 

- Action Items/Outstanding Issues 

- Project Schedule 

- Project Cost 

- Project Quality 

- Other Status Reports 

8.  Internal and Stakeholder Communications 

9.  Project Management Controls (Scope, Cost, Schedule, Claims, etc.) 

- Risk Management Plan 

- Scope Management Plan 

- Scheduling Software 

- Cost Tracking Software 

- Project Metrics 

- New and Innovative Contracting Strategies 

- Value Engineering, Value Analyses, and Constructability Reviews 

- Contractor Outreach Meetings 

- Partnering 

- Change Order and Extra Work Order Procedures 

- Claims Management Procedures 

- Other Programs 

10.  Design Quality Assurance/Quality Control (QA/QC) 

11.  Construction Quality Assurance/Quality Control (QA/QC) 

12.  Environmental Monitoring 

13.  Right-of-Way 

14.  Safety and Security 

15.  Traffic Management 

16.  Project Communications (Media and Public Information) 

17.  Civil Rights Program 

18.  Closeout Plan 

19.  Project Documentation 

20.  Other Possible Sections (if appropriate) 

21.  Appendices 

22.  Executive Leadership Endorsement 

 

Other items may be added depending on the project’s characteristics. 
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Negotiating Trackage Rights and Operating Agreements 
 

As the lead agency, LADOTD will be required to negotiate agreements with the host railroads to 

acquire the right to operate the passenger service on the freight railroads’ tracks, usually referred 

to as “Trackage Rights,” as well as negotiating an “Operating Agreement” with a Service 

Provider.  The form and substance of these types of agreements are discussed below. 

 

Capacity Rights Agreements with the Host Railroads 
 

Public governmental entities seeking to implement passenger rail service on existing railroad 

corridors must come to an agreement with the railroad that owns the rail corridor for access to 

the corridor.  Intercity service normally utilizes vehicles that can safely operate on the same 

tracks and during the same time frames as freight.  Therefore, intercity rail systems normally 

share track.  To implement the intercity service that is being proposed in the Baton Rouge to 

New Orleans corridor will require an access agreement with the railroads, in this case Kansas 

City Southern (KCS), Canadian National (CN) and New Orleans Union Passenger Terminal 

(NOUPT). 

 

Railroad access agreements fall into two broad categories: sale agreements and capacity rights 

agreements.  Sale agreements involve outright sale of the corridor.  Capacity agreements involve 

sale by the railroad to the Public of a right to run a specified number of passenger trains, or 

commit the railroad to providing a specific window for passenger rail service.  This capacity 

right can be expressed as a real estate interest such as a lease or easement, or be expressed as a 

contractual, or license right.  All railroad access agreements are lengthy documents covering 

hundreds of issues.  Many provisions are similar to those found in any purchase agreement, e.g., 

deed form, title, closing conditions, etc.  Issues especially noteworthy in railroad sale agreements 

and capacity rights agreements, together with a brief exploration of the provisions in these 

agreements are outlined below.  

 

Capacity Rights 

 

The first step in negotiations with a railroad is to agree on what type of agreement is possible.  

Because of the critical nature and strategic importance of main lines, railroads zealously protect 

the control and capacity utilization of these critical assets, and seldom sell the corridor to the 

public.  It appears that the Railroad Rights Acquisition in this instance will fall in the Capacity 

Rights Agreement category. It is assumed that the host railroads will follow the general pattern 

of other railroad agreements.  
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Steps in the Negotiation Process 

 

Early in the negotiation process, assuming an agreement appears possible, it usually benefits the 

public body to develop a summary of the possible transaction and present it to the railroad as a 

“Term Sheet”.  The Term Sheet may only be 2-4 pages long, but highlights most of the issues 

identified below, outlining in broad terms the basis of an agreement.  Below is a summary of the 

key elements in a typical Capacity rights Agreement that may be addressed in the first Term 

Sheet for a Capacity Rights Agreement presented to the railroad after the initial discussions.  

 

Compensation 

 

Because the State is acquiring the right to operate a specified number of trains, compensation 

discussions with the railroad are likely to be much more complicated than in a sale agreement.  

Determining an appropriate “value” to assign to the right to operate the first, second, third, etc. 

round trip passenger rail train is difficult at best.  The reference here to the cost for the “right” to 

operate a train is separate from the actual operating cost (fuel, engineers, conductors, etc.) to run 

the train.  The Public entity acquiring the passenger rights usually asserts that much of the 

compensation that flows to the railroad is associated with the publicly funded infrastructure 

improvements (track, signals, new/rebuilt bridges & structures, etc.) that are required to operate 

passenger rail service.  These infrastructure improvements are of course also utilized by the 

railroad in its operations.  Although a significant part of the compensation to the railroad is the 

value of these track, signal, and other improvements, railroads frequently contend, with some 

justification, that the improvements, albeit useful, would not be necessary but for the 

introduction of passenger rail service.  It is possible, but not common, for the host railroad to 

charge a trackage rights fee, for the right to operate each passenger train, above and beyond the 

initial cost of track and signal upgrades, and the maintenance and dispatch fees discussed below.  

 

Rail Freight Rights 

 

The railroad will retain the right and obligation to serve rail freight customers on the corridor.  

The right and obligation to provide freight service is regulated by the Surface Transportation 

Board (STB), formerly the Interstate Commerce Commission (ICC).  This retained right is 

usually styled a “common carrier obligation,” and gives the railroad the contractual, and 

regulatory right and obligation to continue providing rail freight service.  It is this rail freight 

service that, in the view of the railroad, cannot be negatively impacted by the introduction of 

passenger service. 

 

Level of Passenger Service 

 

Capacity Rights Agreements usually occur on rail lines that handle significant or important rail 

freight service.  The number of trains operating and the time of days those trains operate is the 

determining factor in the track and signal improvements necessary to implement passenger 
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service.  Frequently the railroad is not content to surrender the corridor to exclusive passenger 

service during the peak rush hour period.  The planned passenger schedule is combined with the 

existing level and timing of freight use to test the capacity of the existing infrastructure to handle 

all the trains, with the peak period obviously being the crucial period.  To this initial service, 

reasonable expansion of both freight and passenger service is further added to determine what 

additional facilities will be necessary in the foreseeable future.  It is this expanded service level 

and track capacity that railroads insist the Public fund and build at the outset. 

 

These factors compel all parties to devote much time, money and resources into clearly 

identifying the level of anticipated passenger and freight service likely or possible on the 

corridor, and designing improvements to handle that level of service.  Railroad capacity 

modeling is a technique frequently used by the Public and the railroads to help determine the 

appropriate track and signal improvements.  There are typically provisions for a joint operating 

committee, or some other process to manage future schedule changes. Future passenger service 

increases, if allowed, may require another series of negotiations. The level of Passenger service, 

together with the capacity improvements necessary to support the service, are the battleground of 

most capacity right access negotiations. 

 

Capacity Improvements 

 

This issue is closely linked to the previous issue.  Based on the level of passenger and freight 

use, track, signal, and other improvements are negotiated and agreed upon.  The capacity 

improvements the railroad requires in a rights agreement are critical.  When the Public is 

acquiring rights to operate a specified number of trains, the rail line may have significant use 

already or anticipated future use, and the improvements necessary to operate the trains are 

therefore of utmost importance. 

 

Railroads are extremely cautious about allowing passenger service to commence without 

completing all the facility improvements agreed to as necessary to handle increased passenger 

and freight volumes.  Three factors lead the railroads to take this position: 

 

 First, assuming the existing rail infrastructure could accommodate some initial level of 

freight and passenger service, if the railroad allows service to begin and freight needs 

increase, the railroad understandably does not want to be in the position of having to fund 

itself the cost of the additional capacity needed - capacity that was previously available, 

but was consumed by the introduction of passenger service. 

 

 Second, if the existing infrastructure needs expansion and/or improvement prior to the 

start of passenger service, and those improvements are made, the easiest and least costly 

capacity improvements will naturally be constructed first.  If freight needs subsequently 

increase, the railroad does not want to be in the position of building the more costly 

second round of capacity improvements at the railroad’s expense.  
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 Third, railroads do not accept the Public’s agreement or pledge to fund future 

improvements if needed, or to limit its request for passenger service to only the initial 

service levels.  Experience has shown that, once passenger service is introduced and is 

successful, the public has an insatiable desire for more passenger rail service.  Any Public 

entity has a difficult task in absolutely committing future governing bodies to expend 

funds.  After all, those funds may need voter approval (e.g., bonds, new taxes) or outside 

approval (e.g., Federal FTA or FRA funds).  From the railroad perspective, all 

improvements for the foreseeable future, if not in place, must at least be funded and 

irrevocably committed to be built. 

 

The railroad expects the public to fund 100% of the cost of the capacity improvements.  

Moreover, because the railroad still owns the line, most capacity improvements will be designed 

and constructed by the railroad.  In most instances, existing railroad labor agreements require 

that railroad employees actually construct the improvements.  Normally the agreement with the 

railroad contains cost estimates for all the capacity improvements, with the Public responsible for 

any increases over the estimate. 

 

Labor Agreements 

 

Railroads usually insist that the access agreement not impact the existing railroad labor 

agreements, and if there is any impact, the public bear 100% of the cost to the railroad for any 

labor agreement impacts. 

 

Indemnification and Insurance 

 

The railroads insist that, as a result of the initiation of rail service, no additional risk or liability 

exposure is assumed by the railroad, even if the railroad is the negligent party.  The railroad 

position is that there was no passenger rail liability exposure before service started, and there 

should be no exposure to the railroad in the future.  In addition to strict liability provisions, 

hundreds of millions of dollars of insurance coverage are required to be carried by the Public, 

naming the railroad as an additional insured and covering the indemnity language in the 

agreement.  (Major western carriers usually insist on at least a $200 million policy.)  These large 

Insurance limits are required even in states with low governmental immunity and governmental 

tax cap provisions.  In some recent access agreements, state law has had to be changed to allow 

these liability, indemnification and insurance provisions to be enforceable.  The indemnification 

and insurance issues have always been critical for the railroads, but in light of recent accidents 

and liability exposure, these issues are even more important.  For a small commuter rail start up 

operation, insurance costs can therefore be a sizable (over 25%) component of the cost of 

operations.  If Amtrak operates the service, there is a good possibility that Amtrak’s existing 

insurance arrangements could be utilized to cover this exposure. 
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Environmental Conditions 

 

In capacity right agreements, the Public does not take on all the risk of the environmental 

condition of the property.  The railroads usually insist, however, that any environmental clean up 

required as part of the construction of the capacity improvements be the financial responsibility 

of the Public.  Again, the railroad position is that “but for’ the passenger project, the clean up 

would not be undertaken because the construction is only occurring because of the necessary 

capacity improvements. 

 

The Public must typically also obtain any environmental clearance (Federal NEPA, and/or state 

approvals) for the capacity improvements necessary for the additional passenger service. 

 

Maintenance and Dispatch 

 

If the Public obtains capacity rights, then the railroad will continue to maintain and dispatch the 

rail line.  The standard of maintenance required for the speed and ride quality necessary for good 

passenger rail service is higher, often much higher, than that required for existing freight service.  

Accordingly, the agreement will detail the standard of maintenance required (often expressed as 

FRA Class III or IV) and set the cost paid for maintenance, or establish the method, or formula 

for allocating ongoing maintenance costs,  

 

The agreement will also establish the process to be followed for identifying future capital 

projects.  These future capital projects include capacity improvements requested by either the 

railroad or the Public, as well as capital maintenance projects such as major tie replacement and 

rail re-lay programs.  The allocation formula or method of allocating these capital replacement 

costs is weighted to emphasize the more demanding operating requirements of passenger rail 

systems. 

 

Dispatch of the line will remain with the railroad.  Dispatch protocol (what train has priority) is 

detailed, as well as the compensation for dispatch services, in the Agreement. 

 

Train Operation 

 

In capacity rights agreements, the Public may elect to contract with the owning railroad to 

provide train and engine crews for operation of the passenger rail service.  Sometimes the 

owning railroad may insist that its crews operate any passenger trains that move on the railroad.  

If the railroad does provide crews, the agreement will detail the service needs of the passenger 

operations and establish the compensation for the cost for train operations.  If a third party 

provides crews, then the railroad often retains an approval right for the third party operator, to 

insure that only dependable, safe, and reliable third party operators are operating on the rail line.  

Maintenance of the equipment is handled by a third party contractor procured by the Public. 
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Dispute Resolution 

 

The agreement will detail a dispute resolution process, usually aimed at avoiding litigation, 

typically providing for informal resolution by the parties, followed by mediation, and arbitration. 

 

Operating Agreement with Service Provider 
 

Agreements in principle must also be negotiated with the railroad that will operate the proposed 

high-speed or intercity passenger rail service.  The Agreement states that the Service Provider is 

willing to provide the requested intercity passenger rail operations and vehicle maintenance, 

subject to the terms and conditions of the Agreement. 

 

In the course of this study, particularly after the passage of ARRA and the FRA’s Interim 

Guidelines, it became obvious that the host railroads were only willing to work with Amtrak as 

the service provider.  This was based on the fact that Amtrak is the leading provider of passenger 

service in the U.S., and the only provider of high-speed service.  Further, Amtrak already 

operates the final 3.5 miles of the rail line in New Orleans (the NOUPT track) for the City of 

New Orleans and has been an active participant in the development of the BR-NO HSIPR 

service concepts from the beginning.  But most importantly, if Amtrak operates the service, there 

is a good possibility that Amtrak’s existing insurance arrangements could be utilized to cover the 

indemnification issue.  Though there is no formal agreement at this time, it is highly likely that 

Amtrak will be the service provider, should the project move forward.  An outline of a typical 

Service Agreement is provided below. 

 

Typical Operating Agreement with Service Provider 

 

Services to be Provided by the Service Provider 

 

Up to eight (8) daily round trips between New Orleans, LA and Baton Rouge, LA., including 

vehicle maintenance.  Service will be phased in over time. 

 

Conditions for Providing the Services 

 

Execution by the State and the Service Provider of agreements governing: 

 

 the provision by the State of stations, equipment maintenance facilities, and other 

facilities required for the New Service;  

 

 the terms under which equipment to be utilized for the New Service will be provided, 

including State payments for any associated capital costs and for use of such equipment;  
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 implementation of the New Service, including mobilization, satisfaction of safety 

requirements, regulatory compliance, training and qualification of employees, and State 

funding of associated costs incurred by the Service Provider; and  

 

 terms and conditions for operation of the New Service by the Service Provider, including 

State funding of costs associated with the New Service in accordance with the Service 

Provider’s then-current state supported service pricing policy as supplanted by the 

costing methodology developed under Section 209 of PRIIA;  

 

Execution by the State and host railroad(s), and the Service Provider, if applicable, of Host 

Railroad Agreement(s), such agreements to include:  

 

 a description of project(s) to be completed by the host railroad(s) related to the New 

Service as described in Section 1(a) (“Project[s]”); and  

 

 clearly defined service outcomes associated with the investment to be made in host 

railroad(s) infrastructure, including number of frequencies, scheduled trip times, and 

maximum delay minutes per trip, that are consistent with any then-current on-time 

performance and delay standards issued by the FRA or other agencies with regulatory 

authority (sample service outcome provisions are appended as Table 7-1);  

 

 Execution of agreements, or amendments to agreements, as appropriate, between the 

Service Provider and the host railroad(s) regarding operation of the New Service;  

 

 Satisfactory completion of stations, facilities and other infrastructure improvements 

identified, in the agreements referenced above, as necessary for operation of the New 

Service; and  

 

 Completion of hiring, training and qualifying crews deemed by the Service Provider as 

necessary to support the New Service, and satisfaction of all legal, regulatory, safety and 

other prerequisites to initiation of the New Service.    

 

Term and Termination 

 

The parties agree to the time period (Term) of the agreement and the terms for terminating the 

agreement. 

 

Performance Criteria 

 

Typically, the desired service outcomes for the new service are enumerated in the Agreement.  

As the projects identified in the table below are completed, the Service Provider commits that the 

following service outcomes shall be achieved for each intercity passenger train operated on the 
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Host Railroad between Mile Posts X and Y.  An example is provided below.  (Note: Numbers 

are illustrative only; table to be completed based on modeling results agreed to by the parties.  

Complete a separate table for each Amtrak service and train origin/destination on the route 

receiving investment) 

 

Table 7-1: Example of Performance Criteria 
 

Phase 

No. 
Description (Upon 

Completion of Listed 

Projects) 

Round 

Trips 

per Day 

Scheduled 

Trip Time (X 

to Y) 
 

Delay Ceiling 

(Maximum Host-

Responsible Delay 

Minutes per Trip) 

1 Baseline – Current Service 2 3h 30m 17 
2 Operating Improvements 2 3h30m 14 
3 Maintenance 

Improvements 
2 3h30m 12 

4 Projects 1, 2, and 3 3 3h30m 11 
5 Projects 3 and 4 3 3h15m 9 
6 Projects 5, 6, 7, and 8 4 3h15m 8 
7 Projects 9 and 10 4 3h0m 7 

Source: Lonnie E. Blaydes, 2009. 

 

 

Notes on Table 7-1: 

 

“Host Responsible Delay Minutes” – shall be as measured using Service Provider’s 

Conductor Delay Reports (CDRs) for the following delay categories: Freight Train 

Interference (FTI), Passenger Train Interference (PTI), Commuter Train Interference 

(CTI), Routing (RTE), Slow Orders (DSR), Signals (DCS), Maintenance of Way 

(DMW), and Detour (DTR).   

 

“Delay Ceiling” – shall be defined as the maximum allowable Host-Responsible Delay 

Minutes per one-way passenger trip.  Host's compliance with the Delay Ceiling will be 

determined by comparing the Delay Ceiling to the “Monthly Actual Average Host-

Responsible Delay Minutes per Trip” for each passenger Train, which shall be calculated 

monthly for each train as the total of Host-Responsible Delay Minutes for each calendar 

month divided by the number of trips operated during the calendar month.  Temporary 

adjustments to the Delay Ceiling may be negotiated by the parties due to major track 

maintenance projects.   

 

If, in any calendar month, the Monthly Actual Average Host-Responsible Delay Minutes 

per Trip on any Amtrak train operating between X and Y exceeds the Delay Ceiling in 

the table above, Host shall make, at Host’s sole expense, any operational, maintenance, or 

capital improvements necessary to reduce Monthly Actual Average Host-Responsible 
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Delay Minutes per Trip on intercity passenger trains to or below the Delay Ceiling within 

two calendar months following the initial failure to achieve the Delay Ceiling.   

 

Upon completion of each of the projects included in the Phases above, the Host Railroad 

and the Service Provider will amend the “LADOTD - Host Railroad - Service Provider 

Operating Agreement” as required to reflect the infrastructure improvements and service 

outcomes in the above table.  

 

Capital Improvement Plan 
 

The Capital Improvement Plan was detailed in Chapter 4.  Implementation of creditable intercity 

passenger service for the corridor will require the improvement and enhancement of virtually the 

entire existing track and infrastructure.  KCS recommended that the initial improvements should 

accommodate the high-speed design goal of 110 mph, to avoid major disruptions of service in 

the future.  Proposed improvements consist of: 

 

 Upgraded train control signal systems 

 Upgrading grade crossings including active warning devices 

 Establishing Quiet zones at all public highway/rail at-grade crossings 

 Constructing five stations with appropriate parking and passenger amenities 

 Improving NOUPT to accommodate additional trains with safe and efficient operations 

 Identifying facilities for additional rolling stock 

 Increased track maintenance, including attendant facilities to store and maintain needed 

extra track maintenance equipment 

 Upgrading numerous sections of track. 

 

Corridor-wide improvements 
 

Some improvements are generally applicable to the entire length of the corridor.  These corridor-

wide improvements will consist of: 

 

 Track and Roadbed Upgrades 

 Curve Modifications 

 Capacity Improvements 

 Bridge Replacements 

 Signal System Upgrades,  

 Grade Crossing Improvements 
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Track and Roadbed Upgrades 
 

Track and roadbed upgrades include replacement of 50% of the cross-ties, a potential 12-inch 

track raise, addressing subgrade stability issues. 

 

Curve Modifications 
 

A total of twelve curves totaling two and a half miles will be modified to establish a track 

structure to allow speeds up to 110 mph in the future. 

 

Capacity Improvements 
 

Some 27.4 miles of track – about one-third the length of the corridor - will be added to yard 

leads, sidings and second main tracks at twelve locations to support the higher speeds and more 

frequent trains. 

 

Bridge Replacements 
 

Some fifty-three bridges will be replaced with new ballasted deck bridge superstructure and new 

substructure to provide a smooth and safe initial speed of 79 mph and be maintainable and cost 

effective for future speed increases and maintenance. 

 

Signal System Upgrades 
 

The current Automatic Block Signal System (ABS) will be replaced by the installation of a 

Centralized Traffic Control System (CTC), which will allow dispatcher control of the Number 

#20 power switches, which will replace the Number #10 hand-operated switches.  Operations at 

speeds above 79 mph will require the CTC to be reinforced with a continuous cab signal system, 

and, since Positive Train Control has been mandated, the estimates have allowed for that 

installation as well. 

 

Grade Crossing Improvements 
 

There are 157 at-grade highway-rail crossings in the corridor.  Every one of them will be 

upgraded in some manner, eighty-seven are recommended for four-quadrant gates. 
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Site specific improvements 
 

There are three site-specific improvements that are discussed in greater detail, in addition to the 

five loading platform locations, which are discussed at length in Chapter 5, Station Area 

Planning.   

 

The site-specific projects consist of: 

 

 Track Re-alignment at East Bridge Junction 

 Replacement of the Bonnet Carré Bridge 

 Infrastructure Improvements at NOUPT 

 

These three projects are discussed below. 

 

Track Re-alignment at East Bridge Junction 
 

East Bridge Junction, the railroad junction at the east end of the Huey P. Long Bridge (HPL) in 

New Orleans, is the major connection point between six Class One railroads.  The HPL 

facilitates transcontinental freight flows between western railroads and eastern railroads across 

the Mississippi River.  East Bridge Junction (EBJ) has been identified as a major freight railroad 

congestion point in several reports in the past ten years and is currently the subject of an 

Environmental Impact Statement as part of the New Orleans Gateway project.   

 

Within the context of the BR-NO HSIPR corridor study, three distinct analyses of EBJ were 

performed in 2009.  The first two were prepared by Railroad Professionals, Inc. (RPI) under the 

direction of Canadian National Railroad (CN) and most of the data provided in this section 

comes from these two reports.  The third analysis was performed by HDR and focused on an 

alternative improvement program for EBJ suggested by the FRA’s office of Railroad 

Development in 2003.   

 

The analysis completed by RPI identified a need for construction of a grade-separated flyover 

estimated to cost approximately $50 million at East Bridge Junction to allow the passenger trains 

to pass over the east-west freight movements.   

 

Subsequent analysis by HDR showed that the potential track rearrangement concepts initiated by 

FRA’s Office of Railroad Development could allow increased speed for east-west freight 

movements sufficient to allow the additional passenger trains with the same or lesser levels of 

congestion as are currently experienced.  HDR’s analysis demonstrated that track changes other 

than CN’s grade-separated flyover could address CN’s capacity concerns at East Bridge Junction 
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at a significantly lower cost.  (It should be pointed out that CN disagrees with this assessment 

and does not support the proposal to add more passenger trains without grade separating the 

proposed passenger flows from the transcontinental freight flows.)  For the purpose of this BR-

NO HSIPR analysis, the 2003 FRA track realignment will be used. 

Replacement of the Bonnet Carré Bridge 
 

The KCS Bridge over the Bonnet Carré Spillway is a serious impediment to high-speed rail.  It 

currently supports freight train service at no more than 10 mph.  As discussed previously, Design 

Nine, Inc. was engaged to inspect and recommend improvements to the bridges on the KCS 

segment.  Design Nine’s opinion is that it is more cost effective to replace the existing bridge 

with a new concrete ballasted deck bridge on an offset alignment.  With a new concrete ballasted 

deck bridge, maintenance will be minimal and could allow for maximum passenger train speed 

of at least 79 mph across this bridge. Also, future bridge maintenance under traffic will become 

more costly and time consuming since shorter work windows will be available once the 

passenger service is initiated. 

 

Infrastructure Improvements at NOUPT 
 

The UPT Project is a two phase effort that is directed at the improvement of the rail operations.  

Phase I was focused on identifying estimated demand for improvements during the period to 

2030, setting priorities to address those needed in the short term, and completing conceptual 

design and cost estimation for the short term priorities.  To address the improvements needed for 

projected 2012 operations, the plan is: 

 The continued operation of the existing intercity lines, and  

 

 The establishment of daily corridor service to Baton Rouge and Mobile to include: 

 

 Four roundtrips between New Orleans and Baton Rouge on weekdays; 

 Three roundtrips between New Orleans and Baton Rouge on weekends; and 

 Two roundtrips between New Orleans and Mobile daily. 

 

Rolling Stock 

Acquisition of railroad rolling stock equipment presents significant procurement challenges for a 

new passenger service.  Prior to passage of the ARRA, the overall market was relatively small, 

and the intercity passenger sector of the market was the smallest niche.  In 2008, a total of 68 

new railroad coaches were manufactured in North America, thirty going to U.S. services.  Some 

377 coaches were rebuilt, primarily by Amtrak for existing services.  On an annual basis, the 

quantity of new coaches ordered is relatively small and they frequently include buyer-specific 

accessories that are not universally needed.  
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The market for locomotive power units is also small.  There are only two technologies available 

for intercity passenger rail applications: 

 Diesel, Electric, or Dual Mode Locomotives with Passenger Cars, and 

 Diesel or Electric Multiple Units (DMU or EMU) 

Electrically powered locomotives or Electric Multiple Units are not considered practical for this 

corridor because the cost of electrification is too high. 

In 2008 there were only three U.S. manufacturers of locomotives: General Electric, Electric 

Diesel, Inc. (formerly General Motors Electro-Motive Division), and Motive Power and there 

was only one American DMU manufacturer that manufactured a new DMU that is FRA 

compliant, the Colorado Rail Car company.  That company ceased operations in December 2008, 

but most of its assets and manufacturing rights have been purchased by Columbus, Ohio-based 

US Railcar LLC, who is said to be capable of producing DMU equipment.   

Since the passage of the Stimulus Package, interest in expanding existing service and developing 

new services has skyrocketed.  The existing manufacturing capacity for locomotives and 

coaches, of any kind, would not be able to supply all of the proposed services in a timely fashion, 

so it is clear that the acquisition of rolling stock will impose a constraint on the development of 

the envisioned national rail passenger system.  The FRA, and Amtrak, recognize this and are 

taking steps to develop standardized coaches to meet the needs of the prospective services.  At 

this time, it is not clear how many services will be able to take advantage of the ARRA funding 

or how many will have to wait for future rounds of funding, or how many proposed services may 

have to wait for the production lines to catch up with demand. 

From the perspective of the BR-NO HSIPR, we assumed train-sets of one locomotive and three 

coaches each, one coach having a control cab to operate the train in one direction with the 

locomotive pushing.  This would be sufficient to serve our initial forecasts of train loads of 200 

passengers. 

 

Type of Equipment 
 

Local preference would be to use bi-level coaches similar to those used in other inter-city 

applications, such as the Capitol Corridor between Sacramento and San Jose, the Pacific 

Surfliner between San Diego, Los Angeles, and San Luis Obispo, and the San Joaquin between 

San Francisco/Oakland and Bakersfield.  At least one of the coaches in the train will be equipped 

with a cab to control the operation of the train in one travel direction.  The trains will likely be 

propelled by a diesel-electric locomotive on one end, probably with a low-emission model and 

perhaps, depending on the state of technology at the time of order, a hybrid.  We understand that 

our choices may be subject to supply and demand and we look forward to working with the FRA 

and the Service Provider – and other entities - at the appropriate time. 

 

We are also uncertain at this time as to whether the procurement of rolling stock will be outright 

purchase of the equipment by the State of Louisiana, or if the equipment will be provided by the 
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Service Provider under the terms of its Operating Agreement (see earlier in this chapter).  

Nonetheless, for the purposes of this Financial/Business Plan, we are including rolling stock 

acquisition as a cost to be incurred (by someone) as part of this project, as shown below. 

 A

cquisition of one train set, including one new locomotive with two bi-level passenger cars 

and one passenger car equipped with a Control Cab: 

 

Item Amount Cost ($ millions) 

 

Locomotive 1 $3.1 

Bi-Level Coaches 2 5.5 

Bi-Level Cab Car 1 3.0   

 

Total  $11.6 

 
 Source: HDR, 2009. 

 

Capital Costs 
 

The total capital improvement costs over the life of the project are shown below in Table 7-2.   

 

Table 7-2: Preliminary Order-of-Magnitude Cost Estimate for Capital Improvements 

Work Item KCS CN CN - EBJ NOUPT LADOTD TOTAL 

Site & Track 

Work $107,234,000 $34,872,000 $3,959,000 $6,000,000 0 $152,065,000 
Structural 

Work 129,719,000 0 0 0 0 129,719,000 

Signal Work 45,825,000 25,696,000 2,860,000 0 0 
 

74,381,000 
Engineering 

and 

Management 19,879,000 5,506,000 839,000 0 0 26,224,000 
Rolling 

Stock* 0 0 0 0 $57,900,000 57,900,000 

Stations** 0 0 0 0 7,500,000 7,500,000 

TOTAL $302,657,000 $66,074,000 $7,658,000 $6,000,000 $65,400,000 $447,789,000 
Source: Compiled from various sources by HDR, December 2009. 

 
* It is not clear at this time if the costs for acquiring rolling stock will be borne by the State or by the Service 

Provider. 

** Five station platforms @ $1,500,000 each. 
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Source of Funds for Capital Improvements 
 

At this point in time, the only potential sources of funding for capital improvements in the rail 

corridor – apart from grade crossing improvements – are federal funds available through the 

Passenger Rail Investment and Improvement Act of 2008 (PRIIA), supplemented by funding 

through the American Recovery and Reinvestment Act of 2009 (ARRA).  Construction grants of 

100% are allowable. 

 

Selection of Service Provider 
 

Amtrak has been supportive and involved in the preliminary planning of the BR-NO HSIPR 

service; however, no formal agreements have been discussed or signed between LADOTD and 

Amtrak.  Given the preferences of the host railroads, and the indemnity protection Amtrak brings 

with it, it is fair to say that Amtrak will be the likely service provider. 

 

Operations Planning 
 

Estimates of Operating Costs 
 

Operating Expenses were estimated in the four categories discussed below.  The estimates are for 

the initial service of four round trips (eight trains per day) at 79 mph MAS, starting in the year 

2013.  These costs will accelerate as train speeds and frequencies increase over time.  These 

costs are summarized in Table 7-3, below. 

Maintenance of Way 

Maintenance-of-Way expenses, estimated at $2 million per year for the initial service, include 

maintenance of tracks by the host railroad and reflect higher standards for higher speeds and 

more frequent inspections.  This also includes access rights to use track and train dispatching. 

Maintenance of Equipment 

It is estimated that some $5,284,000 will be paid per year for maintenance and operational 

servicing of locomotives and cars used in the service; assumed that equipment manufacturer 

would maintain for some period of time (5 – 10 years) after purchase; preponderance of work 

expected to be at a modest facility in Baton Rouge with additional work at NOUPT. 

Transportation 

Transportation includes the operation of the service by the Service Provider, i.e., crews, fuel, 

consumable supplies, etc. and is estimated to be $6,140,000 million per year. 

 



 
 Southern High-Speed Rail Commission 

 Baton Rouge – New Orleans Intercity Passenger Rail 

 Service Development Plan 

 

BURK-KLEINPETER, INC. in association with  December 2010 

HDR Engineering, Inc. 7.22 

Overhead 

Overhead includes administrative costs, marketing and station operations at an estimated $2 

million per year. 

 

Table 7-3: Operating Cost Estimates (in millions) 
In constant 2009 dollars 

 

 2013 2018 2023 

 79 mph 90 mph 110 mph 

Category 8 Trains 12 Trains 16 Trains 

 

Maintenance of Way $2.000 $2.135 $2.135 

Maintenance of Equipment 5.284 6.473 7.070 

Transportation Services 6.140 8.855 10.649 

Overhead 2.000 2.000 2.000 

 Subtotal $15.424 $19.473 21.854 

 

Contingencies (20%)  $3.084 $3.892 $4.370 

 

 TOTAL $18.508 $23.355 $26.224 

 
Source: HDR, 2010. 

 

Estimates of Operating Revenues 
 

The most obvious source of revenue for the intercity passenger rail is the ticket fare collected 

from riders.  There are other potential sources of revenues obtained directly from the train 

service, such as on-board advertising, exterior advertising (wrap-arounds), naming rights, etc.  

These latter potential sources are small compared to the fare revenues and were not estimated for 

this service. 

 

Farebox Revenues 
 

Ticket sales are the most direct source of revenues as they are collected from the users of the 

service.  For the BR-NO HSIPR service, the base, one way single ticket, end to end fare between 

Baton Rouge and New Orleans, is planned to be $10 in 2009 dollars.  Various discounting plans 

for multiple ride fares are contemplated, with the average fare per trip estimated to be about 

$8.50.  Farebox revenues are determined by ridership, and riders are sensitive to train speeds and 

frequency of service, especially the latter.  Table 7-4 shows the increase in ridership over the 

years as train speeds and service frequencies increase.  Potential ridership is also affected by 
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increasing congestion on the highways and higher prices for gasoline (refer to Chapter 6. 

Ridership Forecasts).  Ridership estimates are shown in Table 7-4, below. 

 

Table 7-4: Ridership Projections 

 

 2013 2018 2023 

 79 mph 90 mph 110 mph 

 8 Trains 12 Trains 16 Trains 

 

Annual Riders (trips) 461,000 644,200 886,400 

Annual Revenues $3,946,160 $6,338,928 $9,865,632 
Source: HDR, 2009. 

 

Operating Revenues vs. Expenses 
 

Table 7-5, below, calculates the operating expenses minus the operating revenues.  As can be 

seen, the fare box recovers only about 20% of expenses, and expenses outweigh revenues in 

every scenario.  This is the operating deficit and it is not uncommon in this kind of project.  

Virtually every public transit service operates at a deficit; however, communities continue to 

operate them because they believe that these are vital for community mobility and economic 

development. 

 

Table 7-5: Operating Revenues vs. Expenses 

Baton Rouge - New Orleans Intercity Passenger Rail 

Preliminary Estimated Operating  Expenses and Revenues * 

      

  2013 2018 2023 

Factors Four Round Trips Six Round Trips 
Eight Round 

Trips 

Number of weekday trains 8 12 16 

Maximum Speed (MPH) 79 90 110 

Annual O & M Cost $15,424,000  $19,463,000  $21,854,000  

Contingencies (20%) $3,084,800  $3,892,600  $4,370,800  

Subtotal $18,508,800  $23,355,600  $26,224,800  

Estimated Ridership  461,000  644,200  886,400  

Estimated Revenue  $3,946,160  $6,338,928  $9,865,632  

Estimated Deficit  $14,562,640  $17,016,672  $16,359,168  
Source: HDR, 2009. 
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Sources of Funds to Cover Operating Deficits 
 

Most jurisdictions support public transit operations through other means than selling tickets for 

the ride.  The following section discusses other communities and how they fund transit services. 

 

Examples from Other Communities 

 

Funding for operations and maintenance of inter-city rail systems varies from system to system.  

Each funding program is based on the will of the state and local communities and the support for 

the rail projects.  All systems charge fares for the use of the rail system.  Table 7-6 below 

summarizes the level of operation expense, fare revenues and the subsidy required for four other 

rail systems in the United States.  The estimated fare revenue and operating expense for the New 

Orleans to Baton Rouge Inter-City Rail project is included as a point of reference. 

 

Virginia Railway Express 

 

The subsidy after fares is funded differently in every community.  A common funding source for 

the subsidy is sales tax but there are other methods that are used.  The Virginia Railway Express 

(VRE) is supported by the local jurisdictions through a formula that is based on ridership.  This 

local subsidy allocation is derived from various sources at the local level and includes gas tax, 

general fund revenue and in-kind support.  In addition to the local subsidies, passenger fares and 

grant funding is used for the operating and maintenance costs. 

 

The Trinity Railway Express (TRE) 

 

The Trinity Railway Express in Dallas-Fort Worth is supported by the transit agencies in the 

area, DART and the T. Fares, leases of the Right-of-Way and income from the freight rail are 

used to pay for a portion of the cost and the remaining costs are subsidized by the two transit 

systems on a revenue seat mile basis.  The primary revenue source for the transit agencies is a 

local sales tax. 

 

The RailRunner 

 

The RailRunner, located in New Mexico, was supported in part by the use of Congestion 

Mitigation Air Quality (CMAQ) funds in addition to fares and support from the local 

jurisdictions general funds during the first three years of operations.  A dedicated sales tax in the 

amount of 1/16% was approved by the voters to support ongoing funding of the operations and 

maintenance for the commuter rail line to replace the CMAQ funding. 
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Salt Lake City 

 

The commuter rail system in Salt Lake City, Utah is subsidized by the transit system, Utah 

Transit Authority (UTA).  UTA provides funding for the commuter rail out of the overall budget 

for the UTA.  The primary revenue source for the UTA is sales tax but other revenue sources for 

the agency includes fares, advertising and joint development revenue. 

 

Table 7-6 

Expenses, Revenues and Operating Deficits for Other Rail Systems 

 

 VRE
1
 TRE

2
 RailRunner

3
 Salt Lake

4
 BR-NO IPR

5
 

Fares $21,688,092 $2,252,152 $98,140 $4,434,000 $3,670,000 

      

Operating 

Expenses 

 

$48,063,499 

 

$29,655,914 

 

$13,070,200 

 

$14,779,000 

 

$18,508,800 

 

Subsidy 

Required 

 

 

$26,375,407 

 

 

$27,403,762 

 

 

$12,972,060 

 

 

$10,345,000 

 

 

$14,838,800 

 

Farebox 

Recovery 

45% 7.5% 0.07% 30% 20% 

Source: HDR, 2009. 

 

 

To summarize, no two systems are alike when it comes to funding operations and maintenance 

costs.  The primary funding source is sales tax but also includes financial support from the 

communities that are served by the rail line. 

 

State of Louisiana 

 

As discussed earlier in this chapter, LADOTD had identified a potential source of funding to 

cover the operating deficit from the statewide Motor Vehicle Sales tax, but that source did not 

materialize this year and is not forecast to be available for several years.  There are some other 

potential sources of revenue to cover the deficit and they are discussed below. 

 

 

 

                                                      
1
 VRE CAFR, FY 2008 

2
 NTD Data, FY 2007, DART and the T 

3
 Mid-Region Council of Governments of New Mexico, Auditors Report, FY 2008 

4
 Planning Spreadsheet from UTA, FY 2008 Budget Data 

5
 Estimates as outlined in Business Plan 
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Sales Tax  

 

The State of Louisiana currently collects a 4% sales and use tax that is used to fund state 

government.  The amount generated in 2008 from the state sales tax was approximately $1.2 

billion.  In addition to the state sales tax, each parish along the proposed BR-NO HSPIR and 

adjacent parishes charge sales and use tax.  The percentage varies by parish and ranges from 

3.5% to 5.5% for a total (state + parish) sales tax rate of 7.5% to 9.5%.  The total sales tax 

generated for all parishes along the route, including adjacent parishes, for 2008 was $1.4 billion 

and was $1.3 billion excluding adjacent parishes.  An increase of 1/16% to the existing parish 

sales tax rates would generate between $17.4 million and $18.5 million annually depending on 

which parishes are included. 

 

Advertising Revenues  

 

Another source of revenue for many transit systems is derived from allowing companies to 

advertise on the assets of the system.  Those assets include transit vehicles, benches, shelters, 

stations, rail cars, schedules, transfers, ticket books, system maps and other transit property.  The 

team evaluated the advertising revenue of three transit systems and estimated the advertising 

revenue for the NOBRICR in the opening year to be approximately $11,000.  Virginia Railway 

Express (VRE), Utah Transit Authority (UTA) and Bay Area Rapid Transit (BART) all allow 

advertising and use this as an additional source of revenue.  The average annual advertising 

revenue per rider for these systems is $.03. The average rate was applied to the estimated riders 

on the NOBRICR in the opening year of the system.  As the ridership increases, it should be 

expected that this source of funding could increase. 

 

Event Surcharge 

 

Some transit agencies receive a surcharge on all tickets sold at arenas and convention centers for 

events taking place at those venues.  If a $.25 surcharge was added to all tickets sold at the 

Superdome and the New Orleans Arena (both state-owned venues), approximately $619,000 

could be collected to subsidize the annual operation costs of the BR-NO HSIPR project.  In 

2008, approximately 2.3 million tickets were sold at these venues.  There are several large 

national events projected to occur in the New Orleans area over the next several years.  In 

addition, the Saints season tickets have sold out for the fourth consecutive season and the 

Hornets attendance is increasing. 

 

Gas Tax 

 

The State of Louisiana currently charges a $.20 per gallon tax on both gasoline and diesel.  The 

average annual total gas tax collected by the State of Louisiana for the last five years is 

$453,247,508.  It is estimated that an additional one cent tax per gallon could generate 

approximately $22,662,000 million annually statewide.  While other areas across the United 
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States use this tax as a funding source for transit and other transportation investment, the current 

administration in the State of Louisiana has indicated that they will not support an increase in the 

state gas tax. 

 

Local Governments 

 

Transportation projects like BR-NO HSIPR do not truly serve the state, they serve a portion of 

the state identified as a “corridor” and defined generally by the cities and towns that are served.  

It is not unreasonable to expect that the communities receiving benefits from the proposed 

service be expected to contribute to its operations.  Most communities that have transit services 

do contribute, from various sources, most frequently from dedicated sales taxes or property 

taxes.  There are also, some creative ideas, as discussed below. 

 

Sales Tax 

 

The dedicated sales tax a popular source of funding for public projects because it is generally 

steady and fairly predictable and there is an established collection system.  On the other hand, 

where state and local sales taxes are already high, as in Louisiana, it may be difficult to get 

voters to raise them even more. 

 

Property Tax 

 

Property taxes are also steady and predictable, but they also require a vote of the taxpayers, 

which can be problematic. 

 

Hotel/Motel Tax 

 

Some jurisdictions allocate a portion of the hotel/motel tax to support transit.  East Baton Rouge, 

Jefferson and Orleans parishes all have some sort of “hotel/motel tax”.  This tax generated an 

estimated $19.2 million in fiscal year 2008.  According to the Louisiana Stadium and Exposition 

District (LSED), the expected budget shortfall for their organization is caused in part by 

declining hotel taxes, which were projected to grow by 7% per year but have declined since 

2001.  A significant portion of this tax would need to be used to fund the subsidy for the BR-NO 

HSIPR project and is not recommended as a potential source of funding. 

 

Rental Car Tax 

 

Similar to the hotel/motel tax, some jurisdictions use taxes on rental cars to fund transit.  This tax 

is generally on top of the rental car rate.  The State of Louisiana already charges a 3% tax on 

rental cars which amounted to $5,556,239 in fiscal year 2008.  This tax is split 2.5% state and 

.5% local or an 80%/20% split.  Of the $5,556,239 collected in 2008, $1,128,799 was allocated 

back to the local parishes.  A 1% increase in this rate would only increase the total rental car tax 
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by $56,000 and that would then need to be allocated to the state and the local communities.  This 

is not a source that would generate a significant revenue stream to fund the subsidy for the BR-

NO HSIPR and is not recommended. 

 

Automobile Inspection Fee 

 

All parishes along the line currently charge an automobile inspection fee.  Those fees range from 

$10 to 30 depending on the vehicle and the parish.  If an additional $1 was added to the fee, an 

estimated $392,000 could be collected annually to support the operations of the BR-NO HSIPR.  

This includes the adjacent and surrounding parishes along the line. 

 

Head Fee (Population) 

 

Another potential source of revenue recommended by stakeholders is an annual charge per 

person in the adjacent and surrounding parishes.  The population estimate in the opening year, 

2011, is 1,548,923 and if a $1 fee was charged the system could generate an additional 

$1,549,000.  This fee requires those receiving the greatest benefit from the system to pay a 

portion of the operating costs.  It is not clear how this fee would be calculated or collected. 

 

Convention Visitors’ Fee 

 

In addition to the event surcharge, a fee could be charged for all attendees at conventions in both 

Baton Rouge and New Orleans.  The estimated convention attendance in both of those 

communities is 880,000.  If a $1 fee was charged for each attendee and additional $880,000 

could be generated annually to fund the operations. 

 

 

Summary, Conclusions and Recommendations 
 

From the preceding discussion, two things are clear.  One, every government entity faces the 

same question when trying to fund a new program: “Where do we find the money to pay for it?”  

And two, every entity has to face up to the same choice: either a new source of revenue is found 

or existing revenues are reallocated.  In an era of a weak economy and governmental budgetary 

constraints, as we are currently in, this kind of choice is hard to make.  On one hand, raising 

government revenues places an added burden on a weak economy that is trying to recover, while, 

on the other hand, reallocating existing resources means that existing programs – which are 

already being cut - have to tighten their belts even more to support the new program. 

 

In the end, it boils down to one thing: How badly is the new program wanted, and by whom?  

Are the users of the service willing – and able - to pay for the cost of the service?  If not, does the 
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service provide a benefit to the public at large, users and non-users alike, to the extent that non-

users are willing to pay to support the service. 

 

We have shown that the users cannot pay the full cost of the service.  This is a universal truth for 

these kinds of services.  In the case of the BR-NO HSIPR, the required annual subsidy is 

between $15 and $21 million (one / fourteen thousandth of the state operating budget). 

 

We have also shown that the implementation of the service over the long term will produce 

positive economic impacts for the state of Louisiana, in terms of reduced travel time and cost for 

riders; smarter, more compact development around the stations, reductions in the number of 

vehicle miles traveled, and a reduction in air pollution as a result of reduced emissions.   

 

It is true that it will take a long time – twenty-five years or so – for the benefits to accrue as the 

train service begins to influence urban development in the corridor, as congestion rises on the 

interstate and gasoline prices escalate, encouraging drivers to switch modes of transportation.  

But this has happened in other places and it can happen here, as well. 

 

And beyond the economic measures is the safety factor.  We have discussed how the presence of 

passenger train equipment existing within the corridor can respond much more flexibly and 

quickly to emergency evacuation requirements than equipment outside the state.  The BR-NO 

HSIPR service could be an integral part of the state’s hurricane preparedness and evacuation 

plan, with options to safely transport thousands of residents – many with cars – to pre-established 

safe havens in other parts of Louisiana. 

 

Establishing regular passenger train service between Baton Rouge and New Orleans makes 

economic sense and common sense.  But what is needed to make it happen is Political Will at 

both the state and local levels. 

 

The state has identified a potential source of funding – the Motor Vehicle Sales Tax – a portion 

of which could be redirected from the state’s General Fund to LADOTD’s multi-modal programs 

to help defray a portion of the operating expenses of the rail service.  (Of course, the trigger 

mechanism that redirects these revenues back to the General Fund in times economic downturns 

must be corrected by the legislature.) 

 

But that is only half of the equation.  The communities that directly benefit from the rail service 

have a direct interest in supporting the service, both politically and financially, particularly the 

major towns who are largely the beneficiaries of the service.  The state’s two largest cities 

anchor the corridor at each end and it is there that financial support must be found.   
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8.  Economic Impact Analysis
1
 

The benefit-cost evaluation of this intercity passenger rail service lays out a comparison of a 

base-case or current situation (with highway and bus users) versus an alternative-case or the 

proposed situation with an intercity passenger rail service diverting a portion of the intercity 

highway and bus users, and creating transit oriented real estate development around station areas.  

A fundamental tenant of the benefit-cost analysis approach is that only those benefits that are 

directly attributable to the implementation of rail service and are incremental to that service are 

accounted for.   

To that end the benefit-cost analysis quantifies transportation cost savings accrued to users of the 

rail system, users of the highway network, value enhancement to owners and users of properties 

near station areas, cost savings resulting from reductions in environmental degradation 

achievable through intercity rail service, and operational cost savings through reductions in 

current LA SWIFT intercity bus service provision, but only those portions of cost savings and 

value enhancement that are a direct result of implementation and that are achievable without 

additional investment, new policies or other external actors. 

The congestion management benefits in the alternative-case mainly accrue to rail users who 

switched either from the bus service or the highway
2
.  The analysis does not attempt to estimate 

any time savings or other congestion relief benefits to highway users, and therefore these 

estimates can be considered conservative.  The congestion management benefits for rail users are 

a result of higher comfort and productivity, a more reliable travel time, operating cost savings for 

travelers switching from car trips, and overall reduced emissions.  The welfare impact of the 

implementation of the intercity passenger rail service is approximated by the sum of the average 

cost savings among all users who switch to rail
3
.  Therefore total savings are equal to the average 

savings per switching auto and bus user, times the number of riders. 

                                                      
1
  This Economic Impact Analysis was prepared at the request of LADOTD Secretary Dr. William Ankner in 

early 2009 (before the Stimulus Package) when it was believed that the State of Louisiana would be the sole 

source funding for the $100 million in capital improvements for the BR-NO HSIPR project.  The results of this 

study were transmitted to Dr. Ankner on March 17, 2009.  The Economic Impact Analysis was not revised or 

updated after that date because the results showed a positive economic impact for the state even if the state had 

to contribute $100 million to capital improvements in addition to covering the operating deficit, thus 

demonstrating the financial feasibility of the project.  Based on these findings, Dr. Ankner directed the Project 

Team to complete the Service Development Plan and to apply for 100% funding from the American Recovery 

and Reinvestment Act of 2009 (ARRA). 
2 
 Please refer to study document: Memorandum on Ridership Forecast., for details on the methods and outcomes 

of the ridership estimates. 
3 
 The welfare effects are usually estimated as the consumer surplus resulting from the change in generalized cost 

(demand curve) for rail services. However, this being a completely new service for which only latent demand 
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Transit oriented development benefits are estimated as the increase in real estate values 

associated with the implementation of the passenger rail service.  Premiums on the average 

values associated with transit developments were estimated based on the available literature and 

an assessment of the six station areas, and were applied to the ¼ and ½ mile radii around each of 

the six proposed stations.  Only the portion of the total estimated premium was assumed to be 

associated with benefits of agglomeration and Transportation Oriented Development in order to 

avoid double-counting of benefits that are already accounted for in the congestion management 

section.
4
 

The net construction and implementation costs were estimated at current prices by HDR, based 

on the specifications stipulated in the plan. These costs were then escalated to the mid-point of 

construction at a 4% annual rate to account for wage rate and material cost increases.  

This Chapter consists of five main sections: Profile of the Study Area; Framework of the 

Analysis; Station Area Development; Benefit Calculations; and Conclusions. 

Profile of the Study Area 

The city of New Orleans is located in southeastern Louisiana proximate to the Gulf of Mexico.  

It is a major port city in the United States and has been typically the largest city in the state; 

Baton Rouge is currently larger.  New Orleans is the socioeconomic center of the Greater New 

Orleans metropolitan area, the largest metro area in the state.  The area of the City of New 

Orleans and the Orleans Parish overlap, and are bounded by the parishes of St. Tammany in the 

north, St. Bernard in the east, Plaquemines in the south, and Jefferson in the southwest.  Lake 

Pontchartrain lies north of the city, and Lake Borgne lies to the east.  New Orleans is located on 

the banks of the Mississippi River, approximately 105 miles upriver from the Gulf of Mexico.  

The Mississippi River flows through the city, dividing it in two.  The city has an approximate 

area of 350 square miles, 181 of which is land.  

New Orleans was originally settled on high ground along the Mississippi River so that it would 

be less vulnerable to flooding.  However, the increased use of low-lying lands and the continued 

subsidence of its territory has ended up with significant portions of land below sea level, so that 

the risks of flooding have increased dramatically.  Large portions of Orleans, Saint Bernard, and 

Jefferson parishes are believed to be below sea level and continue to sink; 51% of New Orleans 

is at or above sea level, with the more densely populated areas generally on higher ground.  The 

average elevation of the city is currently between one and two feet below sea level, with some 

                                                                                                                                                                           
exists, we considered the approximation more appropriate, although at the potential cost of underestimating 

total benefits. 
4
  It is generally believed that at least a portion of observed value increases around station areas is the 

capitalization of time savings delivered by the transit system.  This analysis discounts a portion of that expected 

value increase, having already accounted for travel time savings directly in the congestion management benefit 

estimates. 
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portions of the city as high as sixteen feet above sea level at the base of the river levee in Uptown 

New Orleans and others as low as 10 feet below sea level in the farthest reaches of Eastern New 

Orleans.  Figure 8-1 below presents the map of the proposed service area. 

Figure 8-1: Map of the Service Area 

 

Source:  HDR Engineering, 2009 

Baton Rouge, on the other hand, is the capital city of the state, historically the second largest city 

in Louisiana. It is also located in southeastern Louisiana along the Mississippi River.  As 

opposed to New Orleans, it lies almost exclusively on solid ground thanks to its location upon 

Istrouma Bluff, the first bluff upriver from the Mississippi Delta, which protects the city from 

flooding and other natural disasters.  In addition to the natural protection, the city has a levee 

system to protect the riverfront and the southern agricultural areas. 

Baton Rouge economic activity is heavy on industrial, chemical, and petrochemical production. 

The Port of Baton Rouge is among the ten largest in the United States in terms of tonnage. It is 

the farthest inland deep draft port that can handle deep tankers and cargo carriers; it is successful 

as a hub for transfers to rails, pipelines, and barges.  

The distance between New Orleans and Baton Rouge is approximately 80 miles via Interstate 10. 

The most direct route to travel between these two cities is Interstate 10.  Along the I-10 corridor, 

there are a number of local communities including South Baton Rouge, Kenner, Laplace, and 

Gonzales.  Kenner is home to the Louis Armstrong New Orleans International Airport 

(LANOIA).  The area between the two cities extends over six parishes: Ascension, East Baton 
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Rouge, Jefferson, Orleans, Saint Charles, St. James and Saint John the Baptist, with a combined 

population of under two million people.  

Socioeconomic Profile of the Service Area 

New Orleans is an industrial and distribution center. The Port of New Orleans is the 5
th

 largest 

port in the United Stated based on volume handled.  During the 20
th

 century however, New 

Orleans experienced a significant drop in economic activity.  While the port remains important to 

the economy of the city, technological improvement resulted in decreased job generation.  As 

manufacturing in the city diminished, New Orleans became increasingly dependent on tourism.  

Low levels of education achievement along with rising crime created a problematic situation that 

led to low population growth in the last two decades. 

New Orleans’s tourist-related economic activity at pre-Katrina levels generated close to $5.5 

billion, employing over 80 thousand workers, and accounting for almost 40% of annual tax 

revenues.  Tourism is considered one of the main economic activities and New Orleans is 

considered one of the top ten most visited cities in the United States, with pre-Katrina visits 

reaching over 10 million per year.  In addition to historic and natural attractions and museums 

within the city, main tourist attractions are live music, flea markets, antique shopping, nightlife, 

and great food. 

Baton Rouge, on the north-western side of the service area, has a developed a petrochemical 

industry, with the second largest oil refinery in the country.  As mentioned earlier, Baton Rouge 

is also a major port city that can handle deep ocean tankers and cargo carriers that transfer their 

loads onto railroads and pipelines.  Even though these are important economic activities in the 

city, the largest employer in the area is government.  This is the result of being the state capital 

and the location of Louisiana State University.  Other areas of activity include medical research 

and the film industry (tax advantages have promoted the development of this activity). 

Population 

The devastation caused by Katrina had enormous impact on the economy of the State of 

Louisiana, and even more so on the New Orleans’s economy and demographics.  Estimates of 

the New Orleans’s 2007 population indicate that the city lost 40.6% of the population since 

2000, from around 485,000 people to 288,000 people.  Baton Rouge’s population also decreased 

between 2000 and 2007, but only by 0.3%.  The Greater Baton Rouge population is 

approximately 790,000.  

Figure 8-2 presents the total population of the parishes in the vicinity of the service area, 

forecasted to 2040.  East Baton Rouge and Jefferson are the parishes that concentrated most of 

the population in the area, each with over four hundred thousand citizens in 2008.  They are 

followed by Orleans Parish with over three hundred thousand inhabitants (estimated) and 

Ascension with more than one hundred thousand.  Saint Charles and Saint John the Baptist 

Parish population is close to fifty thousand, while Saint James Parish population only reaches 
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twenty thousand people.  The total population of the six parishes served by the proposed rail 

alignment is close to 1.4 million people. 

Figure 8-2:  Parish Population 

Population Forecast
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Figure 8-3 presents the population in the circular area half a mile around the six stations, 

forecasted to 2040. It reaches almost 12 thousand people by 2040. 

Figure 8-3:  Population Half-Mile from the Stations 

Population Forecast
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Urban Development 

Until the early 20th century, New Orleans urban development was largely limited to higher 

ground along natural river levees.  The drainage system designed by engineer Baldwin Wood 

however, opened up the possibility of development into low-lying areas.  The lower cost of the 

land in these areas caused a spike in its use and popularity.  Later on, the rapid subsidence of 

these areas due to soft soils and human factors left these newly populated areas several feet 

below sea level, increasing the vulnerability of the city to flooding.  

The rapid subsidence of its soil caused underdevelopment of high-rise structures, until the second 

part of the 20th century, when the construction of the World Trade Center New Orleans and 

Plaza Tower demonstrated the feasibility of skyscrapers on New Orleans' soil.  One Shell Square 

and many other buildings along the Poydras Street corridor followed this high-rise trend.  Today, 

New Orleans' high-rise buildings are mostly located along Canal Street and Poydras Street in the 

Central Business District. 

The Effect of Hurricane Katrina on Urban Development in New Orleans 

The hotel industry may serve as an example to illustrate the effect of Katrina on urban 

development and business in the area.  Prior to Katrina there were 265 hotels with 38,338 rooms 

in the Greater New Orleans Area.  In May 2007, there were just over 140 hotels and motels in 

operation with about 31,000 rooms.  Both a reduction in economic activity and a higher 

concentration of activity seem to have occurred in many different sectors of the economy. 

Income 

Income statistics were gathered from the US Census and represent values calculated for 2005.  In 

New Orleans, the median household income was $30,368, and the median family income was 

$40,266. Males had a median income of $34,893 versus $23,115 for females.  The per capita 

income for the city was $18,512. About 18.0% of families and 24.0% of the population were 

below the poverty line, including 31.4% of those under age 18 and 13.6% of those ages 65 or 

over. 

There were 88,973 households out of which 28.1% had children under the age of 18 living with 

them, 35.8% were married couples living together, 19.0% had a female head of household, and 

40.8% were non-families.  Thirty-two percent of all households were made up of individuals and 

8.6% had someone living alone who was 65 years of age or older.  The average household size 

was 2.42 and the average family size was 3.12. 

The Proposed Rail Service 

The passenger rail service between Baton Rouge and New Orleans was conceived as a long-term 

investment to provide safe, clean, affordable, and reliable transportation to people living and 
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visiting the area, and an important alternative hurricane evacuation route for southeast Louisiana.  

Investments on this project are expected to be implemented in three stages.  The short-run stage 

has the goal of providing work commuters with an efficient passenger rail service.  The medium 

and long-run stages have the broader aim of making this rail service a consistent and reliable 

transportation alternative that alleviates congestion on the highways servicing this area, 

especially I-10, SR-61, I-12 and I-55, among others. 

The Baton Rouge to New Orleans passenger rail service will be operated on existing freight rail 

tracks owned by the Kansas City Southern Railroad (KCS) and Canadian National (CN) that run 

parallel to I-10 and pass through several communities along the corridor, including Kenner, 

Laplace, Gonzales, and South Baton Rouge.  The area between the two cities extends over six 

parishes: Ascension, East Baton Rouge, Jefferson, Orleans, Saint Charles, and Saint John the 

Baptist.  The rail tracks run about 80 miles from the Baton Rouge station to the New Orleans 

Union Passenger Terminal (NOUPT).  Figure 8-4 present the map with the proposed station 

locations. 

Figure 8-4: Map of Proposed Passenger Rail Service and Stations 

 

Source:  HDR Engineering, 2009 

The first round of proposed investments are intended to achieve the short-run goals of the 

service, providing a reliable rail service with total travel times of about 1:16 from the terminal in 

Baton Rouge to the Union Station Terminal in New Orleans, with stops at four intermediate 

stations South Baton Rouge, Gonzales, Laplace, and Kenner.  The long-run plan, however, is to 

provide a permanent passenger rail service with a total travel time of1 hour.  To achieve this goal 

a second and third round of investments is needed that will allow to operate the trains at speed 

averaging 79 to 93 miles per hour. 
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Framework of the Analysis 

This section discusses the framework of the economic evaluation commissioned to assess the 

feasibility of the project.  The evaluation framework is a comparison of values – the cost to build 

and operate represent foregone value that could alternatively be invested elsewhere and the 

benefits of the project represent the improvement in social well-being delivered by the project.  

As is discussed in this section, to be deemed economically feasible, projects must pass one or 

more value benchmarks: the total benefits must exceed the total costs of the project on a present 

value basis and/or the rate of return on the funds invested should exceed the cost of raising 

capital, often defined as the long-term treasury rate or the social discount rate. 

Benefit Cost Analysis 

Benefits are estimated for current and future users on an incremental basis; or, as the change in 

welfare that consumers and, more generally, society derive from the access to the new passenger 

rail service in comparison with the current situation.  As in most transportation projects, the 

benefits derived from the implementation of infrastructure projects, are actually a reduction in 

the costs associated with transportation activities.  However, the reduction of costs due to the 

passenger rail service affects users differently depending on their preferences and the way the 

project changes their specific transportation costs.  

In general, benefits are primarily represented by the creation of economic value from changes in 

the quantity of final uses and the quality (time spent, comfort, reliability, among other factors) of 

the services provided to the users.  For example, the total transportation costs for commuters 

between Baton Rouge and New Orleans includes the value of the total time spent commuting, 

plus the expenses associated with operating the vehicles used for the commute, plus other 

externalities, such as the cost of pollution and accidents generated by the specific level and 

composition of traffic.  The benefits from the implementation of a project are therefore, the cost 

reductions that may result from its implementation.  These cost reductions may come in the form 

of average time saved by users, reductions in the operating expenses, reduced costs of 

unreliability, reduction of pollution and accidents
5
, or more generally, a combination of these 

effects.    

In addition to the benefits associated with the reduction in transportation costs, transit 

investments usually have impacts on real estate development in the vicinity of the stations.  Not 

only is there a potential increase in the production of residential and commercial units close to 

the stations; but also the value of all real estate properties surrounding the stations tend to 

increase.  Part of the increase is associated with the transportation cost savings experienced by 

residents –which are accounted elsewhere in the methodology – but a portion is an additional 

                                                      
5
  It should be noted that while accident costs are a cost to commuters, and reductions in accidents expected a 

benefit of proposed projects, reductions in accidents were not assessed for this analysis. 
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increase in value associated with the agglomeration of activities, the amenity value of residing 

near a transit station and other economies of scale that go beyond transportation cost savings. 

Therefore, another component of the approach to benefits adopted in this study is the estimation 

of the transit oriented development benefits, measured as an increase in the value of real estate in 

the surrounding areas that goes above and beyond the capitalization of the transportation costs 

benefits by the users of the transit services.  

Low-income mobility improvements as a result of transit developments are commonly 

considered benefits associated with the implementation of transit improvements.  These benefits 

stem from the availability of transportation at an affordable price for users who do not own an 

automobile.
6
  Two sources of benefits are usually considered.  The first type of benefit is the 

basic availability of transit called “affordable mobility,” and the second form of benefit is the 

resource savings arising from reduced social service agency outlays when people are able to 

travel to centralized points of service delivery rather than receiving home-based care, called 

“cross-sector benefits.”  Although, these are important benefits in most transportation projects, 

they are not considered in this study given that most mobility benefits are already realized 

through bus service which is provided at a lower fare than the projected passenger rail service.  

The bus service may continue to operate even after the implementation of the passenger rail 

service.  The next sections present a more detailed description of the general approach to the 

estimation of benefits and costs. 

Principles 

The following principle guides the estimation of benefits and costs: 

ONLY INCREMENTAL BENEFITS AND COSTS ARE TO BE MEASURED. 

The incremental benefits of the project include the transportation cost savings for the users of the 

service, as well as increases in assets value as a result of the implementation of the transportation 

improvements.  For instance, mobility benefits are excluded from the analysis because they are 

not considered incremental, since there is an existing bus service that already provides similar 

transportation services.  Likewise, only the incremental real estate value associated with the 

implementation of the project is considered a benefit of the project.  Increases in value associated 

with benefits measured elsewhere, that are a product of additional, unaccounted for investment, 

or that are a result of the general economic cycle are not considered in the estimation of station 

area development benefits.  

The incremental costs of implementation of the project include initial and recurring costs.  Initial 

costs refer to the capital costs incurred for design and construction of a list of enhancements 

                                                      
6
  Federal Transit Administration, “Transit Benefits 2000 Working Papers: A Public Choice Policy Analysis,” 

Office of Policy Development, 2000, Washington, D.C. and Federal Transit Administration, “Public Transit in 

the United States,” Office of Policy Development, 2007, Washington, D.C. 
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designed to increase the maximum speed limit on the existing tracks, as well as for the 

implementation and improvement of rail stations along the corridor.  Recurring costs include 

incremental operating costs, and administration and marketing expenses.  Only additions in cost 

to the current operations and planned investments are considered as costs of the project. 

Incremental in this situation means that only net additions in costs to the current situation will be 

considered. Any investments or operating costs required for the operation of the existing freight 

track are not considered costs associated with this project. 

BENEFITS AND COSTS ARE VALUED AT THEIR OPPORTUNITY COSTS. 

The benefits stemming from the implementation of the transportation improvement are those 

above and beyond the benefits that could be obtained from the best transportation alternative.  

For instance, the transportation costs savings for users are measured relative to the best existing 

alternative, which may be the highway or the bus, depending on the user.  The benefit is the net 

cost saving in transportation costs relative to the best alternative. 

The costs imputed to the project only include those incremental costs that represent an 

opportunity cost to the funding entities.  Expenditures are considered foregone opportunities to 

invest in the next-best alternative. 

Valuation 

All benefits and costs have been estimated in 2008 dollars.  The valuation of benefits makes use 

of a number of assumptions that are required to produce monetized values for all these non-

pecuniary benefits.  The different components of time, for instance, are monetized by using a 

“value of time” that is assumed to be equivalent to the user’s willingness to pay for time savings 

in transit.  Premiums to the value of time are also considered in association with comfort, 

reliability and other characteristics associated with the quality of the trip.  Other estimates used 

in the monetization of benefits include the cost of operating a vehicle, including maintenance, 

repair, and depreciation, and the cost per ton of pollution, among other elements.  

Annual costs and benefits are computed over a long-run planning horizon and summarized by a 

lifecycle cost analysis.  The project is assumed to have a useful life of at least 30 years; that is 

the time horizon of the analysis.  Construction costs are assumed to be incurred within the first 

three years of implementation of the project, but operating costs continue through the whole 

horizon of the project.  Benefits also accrue during the full operation of the project.  

The Opportunity Cost of Capital 

The opportunity cost associated with the delayed consumption of benefits and the alternative 

uses of the capital for the implementation of the project is measured by the discount rate.  All 

benefits and costs are discounted to reflect the opportunity costs of committing resources to the 

project.  Calculated real discount rates are applied to all future costs and benefits as a 
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representation of how the public sector evaluates investments.  A 3% real discount rate is used in 

the analysis.
7
  

General Assumptions and the Conservative Evaluation Approach 

The methodology makes a number of conservative assumptions that generally seek to avoid 

overestimation of benefits and underestimation of costs, including the following:  

The methodology assumes that the number of users, including autos, of the transportation system 

between Baton Rouge and New Orleans will not increase as a result of the implementation of the 

service. In other words, users from the proposed transit system will either be diverted from the 

highways or from the existing bus service. The total number of users grows year by year at the 

same rate that is expected without the implementation of the project. If the implementation of the 

passenger rail service produces more riders in the system than the existing alternatives, the 

benefits in association with those new riders will not be accounted for within this methodology 

and the analysis will under-value the benefits of implementation.  

The congestion relief benefits derived by current and future users of other transportation 

alternatives are not included in the analysis. Highway congestion relief benefits may be 

significant, as the diversion of a small number of drivers to the transit system, may cause small 

improvements in average speeds or equivalently small reductions in travel times that impact all 

remaining drivers. It was estimated that on average these benefits could reach up to $15 per trip 

in savings.  However, there is debate in the transportation economics community about the 

valuation of very small improvements in travel times and this analysis conservatively excludes 

these benefits from assessment of the cost-benefit relationship. 

Average improvements in welfare are estimated only for those riders that are expected to switch 

from the highways and the existing bus service.  Welfare improvements are approximated by the 

change in the average generalized transportation cost for those who switch.  This may tend to 

understate benefits as the value that individuals assign to the mode of their choice based on their 

preferences may exceed the valuation of the average transportation cost savings estimated in this 

study, possibly by a significant amount.   

Parking fees are not included as part of the cost of operating a car.  It is believed however that 

most drivers would have to pay parking fees which could be as much as $8.00 per hour.  Adding 

the parking fees to the transportation costs for drivers would then imply additional cost savings 

for rail users, and a significant addition to the net benefits of the intercity passenger rail. 

The costs of the implementation of the project are escalated to account for possible changes in 

real prices that would modify the amount of total disbursements associated with the 

                                                      
7
  Real, in this sense, means that future flows of costs and benefits are discounted by 3% annually after accounting 

for inflation. 



Southern High Speed Rail Commission 

 Baton Rouge – New Orleans Intercity Passenger Rail 

 Service Development Plan 

 

BURK-KLEINPETER, INC. in association with December 2010 

HDR Engineering Page 8.12 

implementation of the project.  Costs are escalated at a 4% nominal rate to the midpoint of each 

construction phase. 

Risk Analysis 

Uncertainty in the estimation of costs and benefits is addressed through risk analysis.  Risk 

analysis principally involves quantifying the uncertainties in the variables that affect the costs 

and benefits associated with the project.  Quantification involves defining probability 

distributions of possible values for each of these variables.  Data used to quantify uncertainty 

comes in part from research and in part from discussions with experts.  The distributions of cost 

and benefit factors are inputs to the benefit-cost model, which is then solved using statistical 

simulation.  The simulation process, often referred to as “Monte Carlo simulation” varies all 

factors simultaneously so that interrelationships between variables are more realistically handled 

and the impacts of these variables on the final results are considered jointly.  The results include 

all possible estimates according to their probability of occurrence as defined by the input 

distributions.  In addition, the analysis identifies which parameters are the key influences on 

result uncertainty.  Benefits due to the transit investments in this study include the following 

categories:  

Congestion Management Benefits 

These are the savings resulting from reductions in the value of travel time, vehicle operating 

costs, unreliability costs, and emissions due to the increased efficiency of the passenger rail 

service. The change in value of travel time includes not only the change in travel time but also 

the costs associated with comfort and the quality of the time spent in the commute.  

Operating Cost Reduction Benefits 

These are the savings resulting from reductions in the cost of operating existing services.  

Station Area Development Benefits 

Proximity to good transportation has a positive effect on residential and commercial property 

values as a result of the increased availability of services in the area associated with general 

transit amenity, economies of scale and agglomeration, as well as the higher accessibility of the 

geographic area. These benefits go above and beyond the capitalization of the transportation cost 

savings measured within the congestion management piece.  

Figure 8-5 provides an overview of how the benefits listed above, contribute to aggregate annual 

savings expected to be derived from the implementation of the intercity passenger rail service.  
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Figure 8-5:  Benefits of the Passenger Rail Service 
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Source:  HDR Engineering, 2009 

The “base case” is the existing transportation scenario with limited highway investment and no 

rail implementation while the “alternative case” is the same scenario but with the project 

implemented.  The following sections discuss each benefit category and the methodology used to 

estimate them individually.  

Conceptual Approach to Congestion Management Benefits 

The economic benefits of transportation investments can be illustrated with a simple graph 

relating the generalized cost of travel to the demand for travel, measured as the total number of 

trips per time period.  The generalized cost of travel includes the value of travel time under 

different comfort and quality of service levels, the costs of unreliability, and any out-of-pocket 

expenses such as fares for transit (for car users the generalized costs include fuel, oil and 

depreciation costs).  This relationship, the travel demand curve, is illustrated in Figure 8-6, 

below. 
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Figure 8-6:  The Demand for Travel 

 

 

Source:  HDR Engineering, 2009 

The travel demand curve, in a diagram where the number of trips is represented on the horizontal 

axis and the generalized cost of travel on the vertical axis, is downward sloping.  As the 

generalized cost of travel decreases, the number of trips increases, and vice-versa.  Investment in 

new rail systems, or new routes, can be evaluated by estimating the change in the generalized 

price of travel brought about by the investment, and the associated change in trip making. 

In the case of a new passenger rail system such as this, the demand for transit does not really 

exist in the base scenario; however, there is a latent demand that becomes actual demand when 

the service is implemented.  The benefit for a transit user in this situation is the difference 

between the cost he/she would have been willing to incur for the service in the base-case, and the 

actual cost of the service once the transit project is implemented.  

Riders on the new rail facility may experience travel time savings compared to their previous 

travel mode; or they can be motivated by changes in the comfort and reliability of the system, or 

reductions in their trip expenses.  In addition, the availability of transportation at a more 

affordable price will encourage users to travel more, increasing the total number of trips.   
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Highway users will also benefit from the new transportation system, as trip diversion from auto 

to rail frees up capacity on the highways.  Benefits to highway users will include benefits to both 

existing and new highway users, as the reduction in highway congestion (due to trip diversion) 

reduces the generalized cost of highway travel (travel time, fuel and oil consumption, accident 

costs, etc.), and induces more people to use the highways.  Even though these cost savings are 

not included in the final estimate of net benefits, they were calculated within the model.  They 

are expected to be in the range of 10% to 50% of the estimated net benefits. 

The benefits of the passenger rail service could therefore be evaluated by considering the travel 

cost savings accruing to travelers switching from both the highway and the existing bus service, 

based on the consumer surplus methodology.  These are all new rail riders, as the passenger rail 

is a completely new service.  As mentioned earlier, in the baseline case there is only latent 

demand for the service.  If the consumer surplus methodology is employed, the results will 

directly depend on the estimate of latent demand.  Estimating latent demand may lead to 

inaccurate results though, especially in the absence of stated preference surveys.   

This analysis employs a comparison of the transportation costs per trip between the base case 

and the implementation case.  The social cost of a trip on a congested road includes travel time, 

vehicle operating cost, safety cost, and emission costs.  For this specific project however, safety 

costs are not estimated; it is reasonable to assume that the change, if any, in accident rates from 

the base to the alternative situation is marginal.  

The travel time cost depends in part on the quality of the trip.  Benefits resulting from changes in 

the comfort and reliability of the different modes are therefore accounted for in a separate section 

of this analysis.  The availability of rail service can result in social cost savings.  Congestion 

management benefits are expressed as the cost savings resulting from rail use, reductions in 

automobile use relative to the base case, including travel time savings, vehicle operating cost 

savings, emission cost savings, and accident cost savings.  However, as mentioned earlier, 

highways savings from the base case to the alternative are abstracted off the analysis in order to 

generate conservative estimates. 

The following section discusses each category of congestion management benefits: 

 Travel Time Savings, including comfort and quality benefits  

 Vehicle Operating Cost Savings 

 Emissions Reductions 

 Reliability Benefits 

Travel Time Savings 

Travel time savings are driven by changes in average travel times per round trip between the 

base case and alternate case.  Travel time savings are estimated by measuring the difference 

between projected travel time costs in the base case (no rail), and travel time costs for rail riders 

in the alternative case. 
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Figure 8-7 illustrates the forecast of travel times for the different modes, comparing times under 

the base case for auto and bus – assuming no capacity expansions are implemented for the 

existing roads – versus the expected door-to-door rail journey times if the passenger rail service 

is implemented in three different stages of further capital investment.  Beyond 2030, travel time 

savings for passengers switching exceed one hour, assuming no expansion of highway capacity.  

Figure 8-7:  The Demand for Travel 
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Source:  HDR Engineering, 2009 

Travel times for car and bus users are estimated using the BPR speed flow curve.
8
  Speeds and 

travel times for rail are based on HDR projections associated with the expected level of 

investments on the rail tracks and stations, as well as assumptions regarding dwelling times and 

padding of schedules.  Car and bus travel times in the alternative scenarios are based on the 

assumption that those users who switch to rail will not be replaced by new users.  The variables 

involved in the estimation of speeds and travel times include: 

 Estimates and forecasted levels of average annual daily traffic (AADT) for the current 

and future years; 

 Ridership estimates and growth rates based on population growth patterns; and 

 Average trip length based on forecasted congestion and speeds. 

 

                                                      
8
  The BPR speed flow curve is a mathematical relationship that determines congested vehicle speed as a function 

of varying congestion levels, the exact formula is :Congested Speed = (Free-Flow 

Speed)/(1+0.15[volume/capacity]^10).  
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The speed flow curve estimates average speeds at a continuum of vehicle-to-capacity ratios.  

Based on the existing capacity and the LADOTD forecast of traffic,
9
 we developed a forecast of 

speeds in each year and the resulting trip times.
10

  Traffic growth between Baton Rouge and New 

Orleans along I-10 is calculated using traffic data from Louisiana State Wide Transportation 

Plan, which forecasts 2030 AADT.   

Table 8-1 presents traffic data and the corresponding speeds and congestion levels for the base 

case and the alternative case.  The traffic data in the alternative case does not include any 

induced traffic caused by the introduction of rail, and is simply the base case peak traffic minus 

the number of commuters that switch to rail.      

 

Table 8-1:  Current and Forecasted Congestion Levels and Speed 

Alternative   2008 2013 2030

Base Case

Peak Period AADT 
(a)

28,768 31,786 40,711

Avg Speed 
(b)

58 54 26

Congestion Level, V/C 0.98 1.08 1.38

Rail

Peak Period AADT 
(a)

28,768 30,263 36,275

Avg Speed 
(b)

58 56 42

Congestion Level, V/C 0.98 1.03 1.24  

Source: 
(a) 

Based on Louisiana State Wide Transportation Plan. 
(b) 

Estimated using the BPR speed flow equation. 

 

 

Figure 8-8 illustrates the structure and logic of the estimation of travel time savings. Essentially, 

the methodology consists of a comparison of the generalized transportation cost of using the 

passenger rail service versus the generalized transportation cost of using an alternate mode (car 

or bus).  

 

 

                                                      
9
  See LADOTD, Statewide Transportation Plan 

10
  See the technical report on Ridership 
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Figure 8-8:  Travel Time, Comfort and Reliability  
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Source:  HDR Engineering, 2009 

 

The general cost of travel time is monetized by assuming a value of time for each type of user by 

mode.  This value of time intends to capture the user’s valuation of the time spent in 

transportation activities in relation to the user’s wages.  The value of time that monetizes travel 

time, therefore, does not take into account any benefits or discomforts associated with the trip.  

This section of the analysis intends to correct this omission. 

It has been documented in the transportation literature that the opportunity cost that users place 

on an hour spent commuting depends heavily on the comfort of the trip.  Different estimates 

indicate for instance that if a passenger is standing during a trip, the cost of the travel time may 

be as high as twice the cost of the travel time of a comparable seated trip.  Passenger rail 

ridership, in particular, is heavily influenced by the additional leisure activities and working 
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options provided during the ride.  Comfort is then an important component of the travel choice 

decision making, and this analysis will incorporate it as such.  

The values of in-vehicle travel time as a percentage of the average wage rate as used in this study 

are presented in Table 8-2.  The average wage rate for personal travel within the area was 

estimated to be $18.00 per hour. 

 

Table 8-2: Cost of In-Vehicle Travel Time As a Percent of The Wage Rate 

 

Auto 70%11 

Bus  47% 

Rail 47% 

Source:  HDR Engineering, 2009 

 

The cost of travel time only considers average commuting time, with no regards to travel time 

reliability.  It has been widely documented though that if a commuter has to choose between 

passenger rail and a personal car, and these two services have the same cost and average 

commuting time, in many situations the commuter will choose the passenger rail service because 

it is significantly more reliable.  This effect is magnified when the car trip is highly unreliable.  

Reliability is highly valued by travelers.  Estimates from the transportation literature indicate that 

changes in the reliability of travel time are valued at between 50% and 200% of the value of 

travel time.  Reliability is an important and significant benefit and it is therefore accounted for in 

this analysis.  

Congestion can result in travel time becoming more uncertain, forcing travelers to allocate an 

even greater amount of time per trip than the expected, in order to avoid being late to their 

destination.  Reliability problems on the roadway can be the result of variations in demand, 

vehicle crashes, breakdowns, inclement weather conditions, or construction, among others. 

In this study, reliability was measured as the variability or standard deviation of travel time.  In 

other words, reliability is the unpredictable day-to-day variation of travel times during the peak 

                                                      
11

  Car trips are typically valued at 50% of the wage rate.  However, the Federal Transit Administration, USDOT 

recommends 70% for inter-city travel.  See Transit Cooperative Research Program #78, Estimating the Benefits 

and Costs of Public Transit Projects, A Guidebook for Practitioners. 
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congested period.  A detailed explanation of the functional form used in measuring reliability is 

presented in Appendix C.  

Vehicle Operating Cost Savings 

Vehicle operating costs (VOC) are an integral element of the generalized cost of traveling.  

These costs are generally the most recognized of user costs because they typically include some 

out-of-pocket expenses associated with owning, operating, and maintaining a vehicle.  The cost 

components of VOC measured in this analysis include: fuel and oil consumption, maintenance 

and repairs, tire wear, and vehicle depreciation.  Even though, the operating cost is only 

associated with personal vehicles, fares may be considered equivalent components of cost for rail 

users (under the assumption that there are no other parking fees or similar costs associated with 

riding the train), to the extent that they affect mode choice decision-making in almost the same 

way as vehicle operating costs. 

Figure 8-9, below, describes the structure and logic of the estimation of vehicle operating cost 

savings.  The estimation of vehicle operating costs (VOC) is based on consumption and 

depreciation rate tables from the Federal Highway Administration’s Highway Administration 

Economic Requirement System (HERS). 

Figure 8-9:  Structure and Logic Diagram - Vehicle Operating Cost Savings 

Consumption Rates*

*Based on FHWA’s HERS methodology
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Source:  HDR Engineering, 2009 
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Emission Cost Savings 

Environmental costs have gained increased acceptance as an important component in the 

economic evaluation of transportation and infrastructure projects.  The main environmental 

impacts of vehicle use, exhaust emissions, and vehicle-generated noise, can impose wide-ranging 

social costs on people, material, and vegetation.  The negative effects of pollution depend not 

only on the quantity of pollution produced, but on the types of pollutants emitted and the 

conditions into which the pollution is released. 

Emission savings are calculated as the difference between emissions cost per commuter before 

and after the implementation of the project for riders that diverted from auto or bus to rail.    

Figure 8-10 shows the structure and logic diagram for this part of the analysis. 

Figure 8-10:  Emission Cost Savings 

Emission Rate Tables*

*Based on EPA’s MOBILE 6 methodology
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 Source:  HDR Engineering, 2009 
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Operation and Management Cost Savings 

Operation and management cost savings are those savings that result from the reduction in the 

frequency of the bus service.  If the intercity passenger rail service is implemented, the frequency 

of bus service is expected to be reduced to at least half of the current frequency. This change is 

expected to reduce the bus operations and management costs by about 50%.  This drop in LA 

Swift operating costs is considered a benefit in the build scenario. 

Station Area Development 

Economic development can be assessed in several ways.  Economic development estimates are 

frequently based on: 

 Improvements in residential and commercial property values within a one-mile area 

around the stations on each corridor,  

 A macroeconomic framework to estimate the growth in corridor area output, employment 

and income.   

While both approaches provide estimates of economic development, the results are not mutually 

exclusive because the approaches are inter-related (economic growth drives property values and 

vice versa).  Including both would result in a double counting of development benefits.  Thus, 

only one approach is used in the CBA framework and in the evaluation of investment feasibility.  

HDR relies on the more conservative estimate, which is based on residential and commercial 

property values.   

Part of the increase in the value of the real estate market around station areas is, in part, 

associated with the transportation cost saving afforded by the investment, particularly if the 

investment generates time savings and/or the ability to reduce car ownership.  Economists call 

this the capitalization of travel benefits.  Our approach is careful to incorporate only the 

additional value created beyond the capitalization of the transportation savings.   

Because transit reduces automobile-travel dependence and provides households with a number of 

amenities, it stimulates the demand for residential units located in the vicinity of station 

locations, and, other things being equal, raises property market values. Likewise, the increase in 

accessibility and traffic can encourage commercial development.  Most studies of transit’s 

impacts on residential properties have recorded premiums.  Studies show that premiums usually 

occur to those houses and condominiums within ¼ to ½ mile of a station location.  For a 

discussion of development premiums and an assessment of prior studies estimating economic 

development impacts of rail investments see Chapter 3: Station Area Planning. 
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Analysis of Station Area Development Potential 

HDR’s method for identifying economic development benefits consists of the following six 

steps.  

 Field surveys of the study areas, the proposed alignments and potential station areas were 

undertaken. These surveys enable HDR to identify key locations for existing businesses, 

residential areas, and available land for commercial and residential development. 

 Review public records documenting existing property values, historical rates of change in 

values, historical rates of growth in the number of taxable lots in each evaluation area. 

 Assess the total potential property build out, associated densities and populations. 

 Assess the portion of total build out absorbable in the station areas and the densification 

effects of development forecasts associated with the proposed investment. 

 Identify appropriate value premiums based on multiple criteria: ridership level, 

underlying demand, underlying absorption, income class of forecast residents, income 

class of forecast riders, similarity to benchmark systems. 

 Quantify the incremental economic development benefit of station area proximity, 

discounting for capitalized benefits accounted for elsewhere. 

Figure 8-11 on the following page illustrates the structure and logic of the approach to estimating 

community economic development benefits.  

Field Surveys 

The project team assessed the proposed station areas based on the following development-

supporting criteria: 

 Current Market Strength  

 Expected Accessibility Improvement 

 Post Construction Residential Desirability / Commercial Desirability 

 Existing Zoning 

 Available Land for Redevelopment 

 Existence of Nearby Major Attractions (Destinations) 

 Public Sector Development Support 

 Private Sector Development Support 

 
For each criterion the Project Team made a high-medium-low assessment and this assessment 

was used to determine an appropriate range of development premium based on the premiums 

identified in the literature review discussed above. 
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Figure 8-11:  Economic Development Benefits 
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Source:  HDR Engineering, 2009 

  

Table 8-3, presents the assessment of each station area based on the development-supporting 

criteria employed. 
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Table 8-3: Development Supporting Criteria Assessment  

Current 

Market 

Strength

Expected 

Accessibility 
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To-Be 
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Desireability
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Supportive 
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Public Sector 

Investment/ 

Support
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New Orleans

H H MH H H MH H H M

Kenner

H MH ML MH MH H H L MH

Leplace

M M MH M ML M ML L M

Gonzales

M ML H MH M M L ML MH

East Baton Rouge

MH MH ML H H ML H M MH

Baton Rouge

MH H M H H MH H MH M  

Source:  HDR Engineering, 2009 

Review Property Trends 

The purpose of this review is to establish a baseline value of all property in each station area, the 

numbers of properties and/or square feet, the underlying trend of appreciation or depreciation 

and the current rate of construction.  Using data from the Real Estate Market Data Center/Center 

for Economic Development and an economic development forecast acquired from ESRI, the 

station areas defined as properties within ½ mile of the each proposed station were assessed as 

containing an aggregate $1.4 Billion of existing residential and commercial properties.  Several 

of these station areas have experienced on-going depreciation trends.  

As a result of the downward value trend in some areas and the forecast rate of construction, the 

underlying trend indicates only an additional $16.1 Million in additional construction in 2008 

dollars expected, in absence of a rail line or other external stimulating investment.  Table 8-4 on 

the following page presents the inventory of current property values within ½ mile of each 

station. 

Assess Build-out Potential 

Build-out profiles for each station area were identified in the Station Area Planning chapter. 

Assess Build-out Absorption 

Based on underlying population trends as discussed above, the density required to support build 

out as identified in the Station Area Planning technical report, the development supporting 

characteristics of each station area as assessed by the project team and the proportion of build out 

anticipated to occur on vacant property, as opposed to replacement of existing occupied 

properties, absorption rates were identified.  These were used to determine the proportion of total 

build out achievable within the timeframe of analysis for this report and were translated into total 

new residential units and commercial square feet expected.  Table 8-5 describes the forecast 

absorption of total build-out by 2040.   

$ 
_ 
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Table 8-4 Current Property Values by Station Area 

Station 
Value in 1/4 
Mile 

Value in 1/2 
Mile 

Value in 1/4 
Mile 

Value in 1/2 
Mile 

Value in 1/2 
Mile 

  Residential Total Commercial Total Total 

Baton Rouge $9,349,033 $53,024,943 $18,430,604 $55,291,811 $136,096,301 

S. Baton 
Rouge $13,243,519 $32,546,129 $50,811,578 

$152,434,73
5 $249,035,961 

Gonzales $4,968,350 $19,561,001 $25,078,901 $75,236,704 $124,844,957 

Laplace $4,795,800 $17,320,285 $4,568,896 $13,706,688 $40,391,669 

Kenner $2,745,403 $8,729,126 
$118,642,35
5 

$355,927,06
5 $486,043,949 

New Orleans 
UPT $51,176,813 

$114,587,54
3 $62,699,248 

$188,097,74
3 $416,561,347 

Total $83,278,909 
$245,769,02
7 

$280,231,58
2 

$840,694,74
6 

$1,452,974,27
4 

Source:  HDR Engineering, 2009 

 

Table 8-5: Estimated Absorption of Total Build-out by 2040 

  

Source:  HDR Engineering, 2009 

 

Absorption  
Rate 1/4 mile 

Absorption  
Rate 1/2 mile 

Absorption Rate  
1/4 mile 

Absorption Rate  
1/2 mile 

Baton Rouge 20% 7% 30% 10% 
S. Baton Rouge 48% 16% 60% 20% 
Gonzales 67% 22% 67% 22% 
Laplace 51% 17% 34% 11% 
Kenner 68% 23% 68% 23% 
New Orleans UPT 100% 33% 100% 33% 

Station Area 

Residential Commercial 
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New development achievable around the station areas is estimated in Table 8-6, below. 

 

Table 8-6: Estimated New Development Achievable within Station Areas, 2040 

 

Source:  HDR Engineering, 2009 

This additional development was valued at $850 million in 2008 dollars based on current per unit 

and square feet values and the proximity premiums described under the next step.  In 2040 the 

station areas are forecasted to grow to an aggregate $2.3 billion in value with the alignment 

investment. 

Identify and Apply Transit Station Proximity Premiums 

Based on the development supporting criteria, the ridership levels reported in the Ridership 

technical report, the new densities and the socio economic profile of the study area, premiums 

were identified for the station areas for the ¼ mile and for donut defined as the area between ¼ 

and ½ mile from the stations.  Given the fundamental uncertainty about the expected premium, 

these were defined as a range and risk analysis was applied to the forecast of development 

benefits.  The average premium applied for the ¼ mile area was 8.5% and for the ½ mile donut 

was 4%.  This premium represents an aggregate lifecycle per property average valuation 

increase, as opposed to annual value.  The premium is assumed to begin between 2 years prior to 

and the start of construction and to accrue over 8 to 12 years.  Figure 8-12 depicts the premium 

estimate per year. 

Quantify the Incremental Development Benefit 

The premiums were then applied to the existing property and new development to determine the 

additional value proximity to the stations would generate over the lifecycle.  The total value of 

investment is not included in the cost benefit analysis as the costs of that development are not 

included in the cost analysis, only the added value generated by proximity can appropriately be 

Absorption 1/4  
mile, Units 

Absorption 1/2  
mile, Units 

Absorption 1/4  
mile, Square  

Feet 

Absorption 1/2  
mile, Square  

Feet 

Baton Rouge 34 41 87,099               52,350                 
S. Baton Rouge 121 98 240,125             97,097                 
Gonzales 201 84 118,517             24,757                 
Laplace 65 59 23,606               10,605                 
Kenner 148 161 269,086             145,251               
New Orleans UPT 77 24 139,961             21,886                 

Commercial Residential 

Station Area 
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“credited” to the rail investment.  Additionally, and as discussed above, a portion of the 

development premium is assumed to be capitalized travel benefits and already accounted for in 

the analysis of user benefits.  The portion that represents capitalized user benefits is assumed to 

be between 25% and 75% of total benefits, which are then discounted to estimate the remaining 

 

Figure 8-12: Profile of Estimated Property Value Premium due to Proximity 
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Source:  HDR Engineering, 2009 

property benefit resulting from the amenity value and agglomeration effect (density) generated 

through proximity to the stations.   

Table 8-7, below, describes the economic development benefits estimated to be a result of the 

passenger rail investment in the station areas.  The total value of property premiums identified, 

given the development forecast, is valued at $95 Million.  Of this, $48 Million represents the 

additional benefit, beyond benefits accounted for in the user benefit analysis, attributable to the 

investment. 

Table 8-7: Estimate Economic Development Benefits 

 

Source:  HDR Engineering, 2009 

Station Area Planning Total

 (Millions of US$) Discounted Residential Commercial Residential Commercial

2008 Total Value $86.3 $280.2 $245.8 $840.7 $1,453.0

2040 Forecasted Value $145.1 $767.9 $359.7 $1,030.5 $2,303.3

Total Forecasted Development $58.8 $487.7 $114.0 $189.8 $850.4

Total Incremental Value Increase $9.5 $45.4 $10.1 $30.3 $95.3

Total Attributable Incremental Value Increase $4.7 $22.7 $5.1 $15.1 $47.6

1/4 mile 1/2 Mile Donut
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Construction and O&M Costs 

The costs of the project consist of initial construction costs and operation and maintenance 

(O&M) costs.  Capital Costs are discussed in detail in Chapter 4. Corridor Development Plan, 

while Operating Costs are discussed in Chapter 7. Financial Plan. 

Construction Costs 

Construction costs are incurred in three different stages.  The first stage is associated with the 

initial construction and operation of the initial service.  It costs $52 million, takes about 3 years 

to be completed, and allows the operation of 8 trains at a maximum speed of 79 miles per hour.  

The second and third stages of investments are expected to occur in 2018 and 2023 respectively.  

These stages involve investments of $19 and $29 million, each of them take a year to be 

completed, and increment speeds by about 19 and 20 miles per hour respectively and add four 

trains to the previous capacity.  If the expected increase in relative prices is factored in the 

analysis, then construction costs increase on average 1% per year in excess of inflation. 

Operation and Maintenance Cost 

Operation and maintenance costs are those expenses associated with the annual operation of the 

passenger rail service.  These costs include the costs of labor to operate the system, leasing of the 

vehicles and machinery, routine and special maintenance of the tracks, among others.  Operation 

and maintenance costs are associated with the level of investment, and therefore they increase 

with each new investment stage.  After the first stage of investment, the operating costs in 2008 

dollars are $14 million.  After the second and third stages of investment, the operating costs in 

2008 dollars increase to $19.1 and $22 million respectively.  If real escalation in costs is taken 

into account, operations and maintenance increase by an average of 1% per year, so that the 

average escalated costs per each phase of construction are $15.1, $21.6, and $26.8 million per 

year.  Table 8-8 below presents base and escalated costs of construction and O&M, as well as the 

improvements associated with each stage of additional investment.  

Table 8-8:  Capital and O&M Costs and Associated Improvements 

 

In 
Millions 

2013 2018 2023 

Capital Cost $52.0 $19.0 $29.0 
O&M Cost $14.0 $19.1 $22.0 

Capital Cost $52.8 $21.0 $33.7 
O&M Cost $15.1 $21.6 $26.8 

Max Speed (mph) 79 90 90/110 
Number of Trains per Weekday 8 12 16 

Average Escalated Costs 

Base Costs 

Improvements derived from Capital Cost 
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Benefit Calculations 

Benefits increase in proportion with increases in the number of riders who switch from auto and 

bus, as well as with the amount of savings each rider achieves on average by switching from 

each mode.   

Figure 8-13 presents the cost per trip by mode. The cost differential between modes represents 

the potential traveler’s savings from switching to the cheapest mode. After 2017, the passenger 

rail service becomes the cheapest of the three services, and the savings associated with using it 

increase because of both the higher speeds that the rail service is able to achieve and the 

increased highway congestion.  

 

Figure 8-13:  Cost of the Trip by Mode 
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Source:  HDR Engineering, 2009 
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As the savings of using the rail service increase over time, so does ridership. The number of 

daily round-trip riders is expected to increase from less than 1,000 in 2013 to close to 3,000 in 

2040, as shown in Figure 8-14.  The increase in the number of travelers is a result of the lower 

cost of the passenger rail service in relation to alternative modes.  As Figure 8-15 shows, each 

year during the horizon of analysis an increasing number travelers switch to rail. This is a result 

of increasing traffic congestion, higher rail speeds stemming from rail improvements and 

investments, and a higher frequency of travel. The percentage of travelers choosing rail increases 

from about 5% in 2013 to close to 12% in 2040, or more than double in less than 30 years. 

Figure 8-14:  Average Two-Way Rail Trips per Day 
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Source:  HDR Engineering, 2009 

 

Figure 8-15:  Percent of Highway Travelers Switching to Rail 
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Construction costs are incurred on a more discontinuous basis than benefits. These costs are 

incurred in three different phases. The initial phase of construction is three years prior to the start 

of service. The second and third phases are improvements to the tracks that allow both the 

operation of a higher number of trains and higher average speeds, and they take an average of 

one year to complete. Service is assumed to continue during the upgrade phases. 

Benefits and costs are therefore accrued at different rates over the period of analysis. Initial 

construction costs are incurred within the first three years pre-implementation, with additional 

investment occurring in 2018 and 2023. Operations and maintenance costs are incurred every 

year over the life cycle of the project, but the level of expenditure increases with the rail 

enhancements in 2018 and 2023. Benefits, on the other hand, increase year by year as ridership 

increases and as traffic congestion on the highways worsen. Figure 8-16 illustrates the 

aggregation of costs and benefits over the lifecycle. 

As illustrated by Figure 8-16, the cumulative costs of construction and operations are exceeded 

by cumulative benefits by 2037. After 2037, net benefits start to accumulate. If the analysis were 

extended beyond 30 years without major improvements, there would be a significant stream of 

benefits that are not accounted for in the analysis. The benefits of the passenger rail service 

increase exponentially, with the last years providing much more benefits than the first years. 

Therefore, a small number of additional years of operation could dramatically increase the net 

present value of the project.  

Figure 8-16:  Cumulative Discounted Benefits and Costs 
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Analysis of Categories of Benefits and Costs 

Congestion Management 

Discounted congestion management benefits amount to $665 million. The composition of these 

congestion management benefits is presented in  

Figure 8-17. The majority of the congestion management benefits are associated with time 

savings and increased reliability (78%). Vehicle operating costs (VOC) savings represent 20% of 

the total or $130 million, while emissions account for almost $15 million or about 2%. 

Figure 8-18 presents the evolution of the different components of the congestion management 

benefit category through the period of analysis. Time is the main component of savings from the 

start of the project but its share increases exponentially through the years, as congestion builds 

up in the area, and improvements to the rail service increase average speeds and capacity. VOC 

increases as a function of congestion but not in the same proportion than time savings. Emissions 

reductions also increase through time as congestion builds up, but overall represents a small 

portion of total savings. 

 

Figure 8-17:  Congestion Management Benefits 
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Time & Reliability, 

$476.1M, 78%

 

Source:  HDR Engineering, 2009 
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Figure 8-18:  Congestion Management Benefits Through Time 
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Source:  HDR Engineering, 2009 

Vehicle operating costs increase slowly through the years from about $20 per round trip to 

almost $30 per single trip in 2040 as shown in the chart above.  

Figure 8-19 shows vehicle operating cost for car drivers through the years. Parking expenses are 

not included in the analysis. Depreciation is the highest component of vehicle operating costs, 

followed by fuel. Maintenance and repair, oil, and gas represent only a small portion of the total 

operating costs. VOC decreases the first years as reduced speeds get closer to optimum speeds,  

Figure 8-19:  Evolution and Composition of Vehicle Operating Costs per One-Way Trip 
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Source:  HDR Engineering, 2009 
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but after 2025 speed reductions due to congestion start increasing total operating costs instead, as 

speeds return to the sub-optimum levels. 

The savings associated with vehicle operating costs are presented in Figure 8-20 as expected 

decrease first as speeds reach an optimum in 2025, and increase thereafter as congestion builds 

up in the corridor.    

Figure 8-20:  Vehicle Operating Costs Savings 
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Source:  HDR Engineering, 2009 

Car emission costs also decrease in the first years of operation of the passenger rail service, but 

in 2025, as a result of sub-optimal low speeds, the emission rates increase again. In the same 

fashion, emission savings resulting from the operation of the intercity passenger rail service 

decrease first, but then increase at an accelerated rate. 

 

Figure 8-21:  Evolution of Car Emission Costs and Emission Savings 
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Source:  HDR Engineering, 2009 
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Station Area Property Development 

Station area property development benefits reach a total of $47.6 million during period of 

analysis or about $1.6 million per year. This amount includes only the premiums expected for 

real estate development in the ¼ and ½ mile radii around the six stations, for both residential and 

commercial properties that are associated with amenity value, economies of scale, and 

agglomeration benefits achieved through proximity to stations for existing and new properties. 

The total additional appreciation in value associated with the implementation of the intercity 

passenger rail service is double the size of the estimated benefits; however, the other half is 

attributed to the capitalization of transportation cost savings by residents of these surrounding 

areas.  

 

Table 8-9: Station Area Development Benefits 

Residential Commercial Combined Residential Commercial Combined Residential Commercial Combined

1 Baton Rouge $0.4 $1.9 $2.3 $1.0 $1.1 $2.1 $1.4 $3.0 $4.4

2 S. Baton Rouge $0.8 $5.2 $6.1 $0.8 $2.9 $3.7 $1.6 $8.1 $9.7

3 Gonzales $0.5 $2.6 $3.1 $0.6 $1.3 $1.9 $1.1 $3.9 $5.0

4 LaPlace $0.3 $0.5 $0.8 $0.4 $0.3 $0.7 $0.8 $0.8 $1.5

5 Kenner $0.3 $8.2 $8.5 $0.4 $6.4 $6.8 $0.7 $14.6 $15.3

6 New Orleans UPT $2.3 $4.3 $6.7 $1.9 $3.1 $5.0 $4.3 $7.4 $11.7

SAP Benefits $4.7 $22.7 $27.4 $5.1 $15.1 $20.2 $9.8 $37.9 $47.6

Present Value of Econonomic Development Benefits 2008 - 2040

Station 

#
Station Name

Total Station Area1/2 Mile Donut1/4 Mile Radius

 

Source:  HDR Engineering, 2009 

 

Operational Savings 

Annual operational savings due to the reduced frequency of bus and van service equal 

approximately $1.15 million per year; this results in net present benefits of $20 million over the 

period of analysis. 

Investment and Maintenance 

The mean present value of the costs of building and operating the road are $498.6 million. The 

costs of operations of the road and maintenance of the tracks and stations during the 30 year 

period reach $409.9 million in present value or about $13.7 million per year (about 82% of the 

total costs). The mean present value of the capital costs associated with the three investment 

stages is $88.7 million or about 18% of the total present value of the costs.  
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Figure 8-22:  Cost Structure 
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Source:  HDR Engineering, 2009 



Southern High Speed Rail Commission 

 Baton Rouge – New Orleans Intercity Passenger Rail 

 Service Development Plan 

 

BURK-KLEINPETER, INC. in association with December 2010 

HDR Engineering Page 8.38 

Conclusions 

The median net present value of the intercity passenger rail service is $186.5 million or $6.2 

million for each of the first 27 years of operation of the project.  The most significant portions of 

benefits are accrued at the end of the analysis horizon when congestion on the alternative modes 

is high and rail speeds are at their maximum.  This means that if the operation of the passenger 

rail service is feasible without major improvements after 2040 a very significant stream of net 

benefits would be added to the net value of the project. For instance, one additional year of 

operation of the project would result in additional $45 million in net benefits. 

Total benefits to passenger rail riders are $611.1 million at the median value as shown in  

 

Figure 8-23, but there is a 10% probability that total benefits will exceed $1.06 billion and a 

90% probability that they will exceed $337.1 million.  

 

Figure 8-23:  Present Value of Benefits and Net Present Value 
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Source:  HDR Engineering, 2009 
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Benefit-Cost Ratios (B/C) 

The ratio of discounted benefits to discounted costs measures the value of each dollar invested in 

the project. At the median outcome, one dollar invested in the project generates $1.40 in benefits. 

There is a 10% probability that the value per dollar invested in the project is above $2.30, and a 

10% probability that this value is $0.60. The upside potential for value creation largely offsets 

the downside potential of this project.  There is a 78% probability of achieving a positive return 

on investment. 

Figure 8-24:  Benefit-Cost Ratio 
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Source:  HDR Engineering, 2009 
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Internal Rate of Return (IRR) 

The discounted rate that equates benefits and cost is at the median outcome is 4% in real terms. 

This internal rate of return exceeds the 3% discount rate that is commonly used in the evaluation 

of federally funded projects. There is a 10% chance that the internal rate of return is above 7.6%, 

indicating a high potential return for the money invested in the project.  The present value of 

capital costs represents only 18% of the total cost of building and operating the passenger rail 

service for the horizon of the project. Operation and maintenance of the service represent the 

bulk of the cost. Therefore, if one were to measure the internal rate of return on the capital 

investment only –by assuming that at some point the service could be self-maintained by the fees 

collected from users- the internal rate of would increase fivefold.  

 

Figure 8-25:  Internal Rate of Return 
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Source:  HDR Engineering, 2009 
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Findings 

The analysis indicates that intercity passenger rail service can generally be expected to deliver 

benefits in excess of costs.  The passenger rail service from Baton Rouge to New Orleans 

generates median net benefits
12

 of about $231.2 million total or about $8.3 million per year. 

These benefits include transportation costs savings associated with more comfort and reliability, 

vehicle operating costs, and emissions, as well as transit oriented development benefits in the 

form of appreciation in residential and commercial properties around the proposed stations. This 

level of benefits is significant, especially considering the exclusion of many material benefits of 

importance, such as the savings for remaining auto drivers in terms of travel time and reliability, 

parking costs saving, among others. 

 

The methodology for the estimation of benefits followed in this study can be considered 

conservative with respect to other potential methodologies, as it avoids benefits that are not 

clearly computable or that are not entirely a product of the implementation of the passenger rail 

service.  

 

Although, the methodology may be deemed as conservative, the net benefits due to the 

implementation of the intercity rail passenger service are significant. The project is likely to 

generate significant benefits in the form of transportation costs saving and real estate 

development for the area. The potential for growth and significant positive social return on costs 

makes this investment both relatively and absolutely attractive.  

 

                                                      
12

  The present value of benefits less the present value of costs. 
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9.  Environmental Study 

The Louisiana Department of Transportation and Development (LADOTD), in conjunction with 

the Southern High Speed Rail Commission (SHSRC), is studying alternatives for the Baton 

Rouge to New Orleans Intercity Passenger High Speed Rail project.  This project consists of 

using a series of existing freight rail lines covering the approximately 80-mile distance between 

the New Orleans Union Passenger Terminal and a proposed Baton Rouge rail stop (Figure 9-1).  

This project would have a total transit time of 1 hour, 24 minutes at 79 miles per hour maximum 

allowable speed (MAS).  The project would support the regional vision to develop a sustainable 

transportation network which incorporates rail, public transit and pedestrian access as an 

alternative to auto-only transportation. 

The Intercity Passenger Rail project will advance national, regional and community 

transportation goals. Nationally, it will improve a segment of one of the nation's eleven 

federally-designated high-speed rail corridors.  Regionally, it will lead the way in the 

development of the Gulf Coast High-Speed Rail Corridor, a 1,025-mile corridor extending from 

Houston to New Orleans and from New Orleans to Atlanta and Mobile.  At the community level, 

it will connect the state’s most populous cities, the capital, Baton Rouge, and New Orleans.   

Project History 

Since the 1998 federal designation of the Gulf Coast High-Speed Rail Corridor by TEA21, 

Louisiana has actively participated in the SHSRC's corridor planning program, providing the 

necessary matching funds for the route segments in Louisiana.  There are, currently, no other 

modal choices available between Baton Rouge and New Orleans.  The distance between Baton 

Rouge and New Orleans is eighty miles, too short for commercial airline services.  There are 

active freight rail lines between the two cities, but no passenger service.  Current long distance 

rail passenger service, Amtrak’s Sunset Limited, departs New Orleans, but heads south away 

from Baton Rouge, to Houma, Morgan City, New Iberia and Lafayette.  Passenger rail service 

between these two cities currently has not existed since passage of the Rail Passenger Service 

Act in 1970.  There is one other transportation corridor in south Louisiana, the Gulf Intracoastal 

Waterway (GIWW), but it is strictly used for commercial vessels and recreational boaters.   

Immediately after Hurricane Katrina, LADOTD started planning, with help from the host 

railroads and Amtrak, for permanent passenger rail service in the Baton Rouge–New Orleans 

segment of the Gulf Coast High Speed Rail Corridor.  Starting a new service would address 

mobility issues caused by dislocation of residents and workers from New Orleans.   
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Figure 9-1:  Project Area 

Source:  Burk-Kleinpeter, Inc., 2009. 

Planning for the Baton Rouge to New Orleans Intercity Passenger Rail service in the aftermath 

of Hurricane Katrina was a means to identify a reliable, low cost transportation for displaced 

workers and residents to access jobs and recovery services in the City of New Orleans.  

Residents of the region find themselves traveling between these two metropolitan areas with 

greater frequency, as displacements forced by Hurricane Katrina have become permanent.  While 

people have moved, there means of employment has not.  The result has been a steady increase 

in traffic volumes on Interstate 10, one of the most congested segments of the Interstate between 

Florida and California.  Higher volumes of traffic contribute to increased travel time/delay, air 

and noise pollution, wasted fuel and safety concerns.  Normal seasonal weather (rail and fog), 

when combined with increased traffic, has resulted in more accidents.   

Such a system will also address regional needs for a reliable evacuation network, including 

trains, planes and automobiles.  The Baton Rouge to New Orleans rail service will function as a 

primary component of a rail-based evacuation strategy for moving the carless, poor, elderly and 

handicapped using locally available equipment away from projected storm impact zones and to 

nearby safe sheltering locations.  This will help reduce the numbers of vehicles which would 

utilize the existing highway-based contra-flow system.   
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The Baton Rouge to New Orleans project was named the highest priority, new transportation 

hurricane (or disaster) recovery project by Louisiana Speaks and the Louisiana Recovery 

Authority (LRA).  This project will help ongoing work of the State to encourage communities to 

develop in a pattern that is sustainable and includes opportunities and options for alternative 

modes of transportation, including rail and public transit. 

In anticipation of starting the proposed service, LADOTD sought and obtained a dedicated 

source of funding to offset operating deficits of the new service from the Louisiana Legislature. 

Project Area 

The project area consists of the parishes which generally align to the primary highway and 

existing freight rail corridors which connect New Orleans to Baton Rouge, LA, a total distance 

of less than 100 miles.  The tracks generally parallel the main highways (Interstate 10 and US 

Highway 61) with all corridors crossing through several communities, towns and cities between 

the identified starting and end points. 

Purpose and Need for the Action 

The purpose of this project is to enhance mobility and improve safety in the region, along with 

the Interstate 10 corridor, by offering a viable, timely and affordable alternative to vehicle-based 

travel between New Orleans and Baton Rouge.  It would introduce a new transportation service 

to a corridor that relies solely on highways.  This will expand travel capacity and modal choice 

for residents and visitors, especially for those without automobile access.   

The need for this project has at its heart four components, which happen to be the same goals 

that drive the national vision, as described in the Federal Railroad Administration’s (FRA) 

"Vision for High-Speed Rail in America‖: 

 Ensure safe and efficient transportation choices - The project will introduce a new, safe and 

efficient, transportation mode into a corridor that is currently dominated by the automobile.  

The project will advance national, regional and community transportation goals. Nationally, 

it will improve a segment of one of the nation's eleven federally-designated high-speed rail 

corridors.  Regionally, it will lead the way in the development of the Gulf Coast High-Speed 

Rail Corridor, a 1,025-mile corridor extending from Houston to New Orleans and from New 

Orleans to Atlanta and Mobile.  At the community level, it will connect the state’s most 

populous cities, the capital, Baton Rouge, and New Orleans.   

 Build a foundation for economic development – Since Hurricane Katrina, the economy of 

southeast Louisiana has been stagnant.  The introduction of rail passenger service will be 

seen as a sign that the region has recovered from the disaster and will provide a foundation 

for economic competitiveness.  Baton Rouge to New Orleans Intercity Passenger Rail (BR-

NO IPR) service was identified as the top priority new transportation project by the 
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Louisiana Recovery Authority.  It will also stimulate the national and regional economies 

through spending on corridor improvements, rolling stock, and rail operations. 

 Promote energy efficiency and environmental quality - Implementation of the new passenger 

service in 2023 will reduce as much as 89 million miles of vehicle miles traveled (VMT) 

from the corridor annually, thereby promoting energy efficiency and environmental quality 

by saving gas and reducing emissions.  

 Support interconnected, livable communities - The proposed new service is consistent with 

the Louisiana Speaks vision of smarter, denser growth and will interconnect Baton Rouge to 

New Orleans, as well as provide limited service between these cities and the communities 

growing along the corridor.  Through the previously completed station area planning process, 

the project allowed communities to see the benefits associated implementation of a long-term 

smart-growth strategy to cluster development around a proposed platform location.  A 

decision to support such a strategy would create a pattern of development around these areas 

which would better sustain the needs of the local population. 

Decision To Be Made 

As proponents of an action supported by federal funds, LADOTD and FRA must comply with 

NEPA.  Compliance requires a consideration of impacts on the natural, social, economic and 

cultural environment as well as to disclose those considerations within a public document.  The 

NEPA process is intended to help public officials make decisions based upon an understanding 

of the environmental consequences of those actions and take those actions required to protect, 

restore and enhance the environment (40 CFR 1500.1). 

The purpose of this EA is to provide the FRA and public with a full accounting of the 

environmental impacts associated with each of the proposed alternatives developed to meet the 

project purpose and need.  The EA serves as the primary document to communicate the projected 

impacts, as well as facilitate review of the proposed project by federal, state and local agencies 

and the general public. 

The EA process will conclude with a Finding of No Significant Impact (FONSI) or a 

determination to proceed with an Environmental Impact Statement (EIS).  A FONSI is a 

document that presents the reasons why the issuing agency has concluded that there are no 

significant environmental impacts associated with the proposed action. 

Connected Actions 

The project proposes to develop several platforms along the line to facilitate the loading and 

unloading of passengers at key community and town stop locations.  In order to maintain an 

acceptable travel time and level-of-service, the number of the platform locations within Baton 

Rouge and between Baton Rouge and New Orleans is being kept to a minimum.  Passenger 
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loading and unloading, as well as parking, will be accommodated in New Orleans at the existing 

Union Passenger Terminal, located at 333 Loyola Avenue, Downtown New Orleans.   

Each platform will be approximately 350 feet long, and provide an ADA accessible location for 

passenger waiting and loading.  This platform will accept a three car train, with a locomotive and 

cab car.  As part of the Station Area Planning process, demand for parking at these locations has 

been identified, given planning assumptions about ridership thresholds, travel times and travel 

demand patterns.  Future enhancements at these sites were also identified, but recognized as 

being under the influence of market forces as well as local entities which regulate planning, 

zoning and land development. 

During the Station Area Planning process, facilitated charrettes with representatives of key 

regulatory and permitting agencies, stakeholders, local planning and government officials 

included a discussion of the types of new development which might be possible away from the 

platforms.  The final decision to encourage and permit such types of development, which help 

support the purpose of the project, would be left to local government (city, parish) and market 

forces to implement.   

Applicable Regulations and Permits 

The following statutes and orders apply to the proposed action and were considered during the 

preparation of this EA: 

 National Environmental Policy Act of 1969, as amended, (Pub. L. 91-190, 42 U.S.C. 4321-

4347, January 1, 1970, as amended by Pub. L. 94-52, July 3, 1975, Pub. L. 94-83, August 

9, 1975, and Pub. L. 97-258, § 4(b), Sept. 13, 1982); 

 Compliance with the National Environmental Policy Act in Implementing the High-Speed 

Intercity Passenger Rail Program, August 13, 2009; 

 Section 4(f) of the US Department of Transportation Act of 1966, 49 USC Section 1653(f); 

 Section 106 of the National Historic Preservation Act of 1966, as amended (16 U.S.C. 470 

et seq., E.O. 11593); 

 Section 404, of the Federal Water Pollution Control Act (Clean Water Act); 

 Clean Air Act Amendments of 1990, as amended; 

 National Ambient Air Quality Standards (NAAQS) (40 CFR part 50); 

 Federal Railroad Administration, Department of Transportation, Notice of Updated 

Environmental Assessment Procedures, May 26, 1999; 

 Federal Railroad Administration, Department of Transportation, Railroad Noise Emission 

Compliance Regulations, Title 49, Part 200, Revised as of October 1, 2000 (49 CFR 210); 

 Executive Order 11990, May 24, 1977, Protection of Wetlands (42 F.R. 26961); 

 Executive Order 12185, Conservation of petroleum and natural gas, December 17, 1979 

(44 FR 75093, 3 CFR, 1979); 

 Executive Order 12898 of February 11, 1994, Federal Actions to Address Environmental 

Justice in Minority Populations and Low Income Populations; 
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 US Department of Transportation, Nondiscrimination in Federally-Assisted Programs of 

the Department of Transportation, Effectuation of Title VI of the Civil Rights Act of 1964, 

(49CFR21.1); 

 US Department of Transportation, Federal Transit Administration, Title VI and Title VI-

Dependent Guidelines for Federal Transit Administration Recipients, FTA Circular C 4702 

1.A; 

o Title VI of the Civil Rights Act of 1964 (42 U.S.C. Section 2000d).  

o Federal Transit Laws, as amended (49 U.S.C. Chapter 53 et seq.).  

o Uniform Relocation Assistance and Real Property Acquisition Policies Act of 1970, as 

amended (42 U.S.C. 4601, et seq.).  

o Department of Justice regulation, 28 CFR part 42, Subpart F, ―Coordination of 

Enforcement of Nondiscrimination in Federally-Assisted Programs‖ (December 1, 

1976, unless otherwise noted).  

o DOT regulation, 49 CFR part 21, ―Nondiscrimination in Federally-Assisted Programs 

of the Department of Transportation—Effectuation of Title VI of the Civil Rights Act 

of 1964‖ (June 18, 1970, unless otherwise noted).  

o Joint FTA/Federal Highway Administration (FHWA) regulation, 23 CFR part 771, 

―Environmental Impact and Related Procedures‖ (August 28, 1987).  

o Joint FTA/FHWA regulation, 23 CFR part 450 and 49 CFR part 613, ―Planning 

Assistance and Standards,‖ (October 28, 1993, unless otherwise noted).  

o DOT Order 5610.2, ―U.S. DOT Order on Environmental Justice to Address 

Environmental Justice in Minority Populations and Low-Income Populations,‖ (April 

15, 1997).  

o DOT Policy Guidance Concerning Recipients’ Responsibilities to Limited English 

Proficient Persons, (December 14, 2005).  

o Section 12 of FTA’s Master Agreement, FTA MA 13 (October 1, 2006).  

 US Department of Transportation, Federal Transit Administration, Transit Noise and 

Vibration Impact Assessment, May 2006; 

 Comprehensive Environmental Response, Compensation and Liability Act of 1980, US 

Environmental Protection Agency; 

 Title 33, Environmental Regulatory Code, Louisiana Administrative Code, as amended 

through August 2009;  

 Endangered Species Act 0f 1973, 50 CFR 17, as amended; 

 Louisiana Natural Heritage Program (LNHP) information on Rare Species and Habitats, by 

Parish, Louisiana Department of Wildlife and Fisheries; 

 Louisiana Scenic Rivers Act, Acts 1988, No. 947, eff. July 27, 1988; 

 Louisiana Coastal Resources Program (LCRP) under authority of the State and Local 

Coastal Resources Management Act, as amended (Act 361, La. R.S. 49:214.21 et seq); 

 Louisiana Department of Environmental Quality (LDEQ), State Implementation Plan (SIP). 
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Alternatives 

The Louisiana Department of Transportation and Development (LADOTD), Southern High 

Speed Rail Commission (SHSRC) and Federal Railroad Administration (FRA) sponsored this 

environmental assessment to examine the alternatives for providing an affordable intercity 

passenger rail service between Baton Rouge and New Orleans.  Generally, service would be 

provided on a regular schedule and oriented to peak passenger demands, given the following 

characteristics identified as part of the project’s initial feasibility study:   

 Start-up service offered at 79 miles per hour (MAS);  

 Total transit time within the existing 80 mile rail corridor of approximately 1 hour, 24 

minutes;  

 A full terminal to terminal (Baton Rouge to New Orleans) one-way fare will cost $10.  

Partial trips (terminal to one of the platforms) will be less. 

 AMTRAK will be the likely service provider; 

 Terminals at either end (Baton Rouge and New Orleans), accompanied by platforms located 

at logical points along the corridor between the end points.  Conceptual sites for the platform 

locations in Suburban Baton Rouge, Gonzales, LaPlace and Kenner have been identified, but 

must be designed in consultation with local planning and development offices; 

 Local transfers coordinated with existing transit providers to assure seamless transfer 

opportunities for end-to-end trips; 

 Assuming a minimum level of service (4 round trips per day), initial ridership at time of 

service commencement (Year 2013), with the majority of riders (88%) being to and from 

work and switching from single occupancy cars to use the train. 

Service Alternatives 

No Build 

The no-build alternative would consist of operation of the current highway network to connect 

Baton Rouge and New Orleans.  This would include use of the Interstate 10 corridor, as it is the 

highest speed corridor connecting the two cities.  This alternative would not meet the project 

purpose and need because it would not offer a viable, timely and affordable alternative to 

vehicle-based travel between New Orleans and Baton Rouge.  The potential for greater 

frequency of traffic incidents, possibly resulting in personal injury of loss of life, would increase 

as traffic volumes increased.  Travel cost savings from decreased congestion and improvements 

to air quality as a result of the modal shift would not occur. 

Build Service Alternative #1, Up to 8 Trains Per Day 

The first build alternative consists of offering intercity passenger rail service in the corridor of up 

to 4 round trips per day.  This alternative would have the following general characteristics: 

 Provision of four round trips between Baton Rouge and New Orleans. 
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 Service provided using three train sets, each consisting of a diesel-electric locomotive, along 

with three passenger cars, one of which has a cab for operation in the other direction. 

 Estimated annual ridership in year 2013 of 118,000. 

 Use of existing accessible passenger terminal areas in New Orleans (existing New Orleans 

Union Passenger Terminal). 

 Construction of accessible passenger facilities in Baton Rouge (proposed new terminal 

construction); along with new platform stops at sites in Kenner, LaPlace, Gonzales and 

suburban Baton Rouge. 

 Provision of new parking areas at each platform stop ranging in size from 100 to 200 spaces 

(see Section 3.3.1.b). 

 Construction of a layover facility (tracks and crew maintenance buildings) in Baton Rouge, 

north of the proposed terminal location, within an existing rail siding area which appears to 

be within the rail corridor right-of-way. 

 Upgrade to the existing rail corridor through a combination of track upgrades (rehabilitation, 

new construction), replacement of existing bridge and culvert structures, upgrades to rail 

crossing equipment (flashers, quad gates, bells, etc.). 

Build Service Alternative #2, Up to 16 Trains Per Day 

The second build alternative consists of offering intercity passenger rail service in the corridor of 

eight round trips day.  This alternative would have many of the same general operational 

characteristics as the previous build alternative.  Major differences between the two include the 

following: 

 Provision of an additional four round trips between Baton Rouge and New Orleans. 

 Service provided using six train sets, each consisting of a locomotive, along with two 

passenger cars and a cab car. 

 Estimated annual ridership in year 2013 of 429,000. 

 All the same terminal/platform arrangements included in Build Alternative #1. 

 Upgrade to the existing rail corridor through a combination of track upgrades (rehabilitation, 

new construction), replacement of existing bridge and culvert structures, upgrades to rail 

crossing equipment (flashers, quad gates, bells, etc.) outlined in Alternative #1, plus a flyover 

at the East Bridge Junction rail crossing in Jefferson Parish. 

Alignment Alternatives 

The following are potential rail route options for offering intercity passenger rail service between 

New Orleans and Baton Rouge.  All include an existing structure over the Bonnet Carré 

Spillway.  The common points for all of these alternatives are the Orleans Junction at the Louis 

Armstrong New Orleans International Airport (LANOIA) and the terminal platform in 

Downtown Baton Rouge. 

No Build Alternative 

The no-build represents no new rail service between New Orleans and Baton Rouge. 
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The alternative to rail is use of the existing roadway corridors:  either Interstate 10 or US 

Highway 61 corridors between New Orleans and Baton Rouge.  Both corridors are heavily 

congested in the urban areas of New Orleans and Baton Rouge as well as the developing 

suburban centers in Ascension and St. John the Baptist Parishes.  The corridor also serves as the 

primary access to numerous major industrial facilities located along the Mississippi River 

between New Orleans and Baton Rouge.  These corridors are also connected to the region via a 

series of crossings over the Mississippi River in New Orleans, Jefferson Parish, St. Charles 

Parish, St. James Parish and Ascension Parish.  Currently, the Louisiana Department of 

Transportation and Development is operating an intercity bus transit service, known as LA Swift.  

Buses connect individual points (stops and parking lots) along the US Highway 61 and I-10 

corridors between New Orleans and Baton Rouge. 

Build Alternative #1, Kansas City Southern (KCS) 

The KCS line (Figure 9-2, Red) from New Orleans to Baton Rouge is the shortest route, 

consisting of approximately 67.8 miles of existing single track, the majority of which operates on 

Automatic Block Signals (ABS).  The right-of-way width varies but is typically 100’.  The 

maximum speed on this segment is 49 mph and the average maximum speed is approximately 42 

mph for both freight and passenger service.  Through trains are generally allowed 40 mph.  There 

are twenty-four bridge structures including a total of 14,107 track feet.  The Bonnet Carré 

Spillway Bridge for this segment is approximately 9,662’ long.  Current traffic volume is 

approximately 6 freight trains per day.   

Build Alternative #2, Canadian National (CN) via Hammond 

The CN line (Figure 9-2, Cyan) from New Orleans to Hammond to Baton Rouge is longer than 

Option 1 and consists of approximately 87 miles of existing single track, 53 miles of which 

operates on centralized train control and 44 miles of verbal train control.  The route departs the 

New Orleans area just west of LANOIA, along the south shore of Lake Pontchartrain, crossing 

the Bonnet Carré on structure.  The remainder of the route to Hammond is principally along the 

western shore of Lake Pontchartrain and includes a movable span bridge crossing of Pass 

Manchac.  The northbound portion of this segment is currently part of the AMTRAK route for 

the City of New Orleans passenger train service.  It currently operates under low levels of freight 

traffic and industry switching.  A west turn would need to be made in Hammond to an alignment 

of all new track that parallels US Hwy 190 to Baton Rouge.  This corridor would pass through 

several population centers (including Albany, Holden, Livingston, Walker, Denham Springs and 

suburban Baton Rouge) and north of the proposed Downtown terminal through an existing CN 

rail yard.  This movement would place constraints on freight operations in the yard.  
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Figure 9-2:  Baton Rouge to New Orleans Intercity Passenger Rail Corridor Alternatives 

Rail Corridors and Primary Highway Corridors 

Source:  Burk-Kleinpeter, Inc., 2009. 

Build Alternative #3, Canadian National (CN) parallel to the Mississippi River 

The CN line (Figure 9-2, Green) from New Orleans to Baton Rouge is the longest route, 

consisting of approximately 91 miles of existing single track, the majority of which operates on 

Automated Block Signals (ABS).  The right-of-way width varies but is typically 100’ for fill 

section earthen embankments sections and 75’ for bridge sections.  The maximum speed on this 

segment is 40 mph.  However, because the entire segment serves so many intermediate industries 

and the trains are local freight trains with switching to perform, trains operate at restricted speed. 

Under this condition no train can exceed 20 mph but the effective maximum is often much less.  

This route also traverses through the Norco Refinery, but on a different alignment than the route 

utilized by the KCS.  There are bridge structures including a total of 8,386 track feet.  The 

Bonnet Carré Spillway Bridge for this segment is approximately 7,997 ft long.  The current 

traffic volume is approximately 12 freight trains per day. 
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Recommended Alternative 

The options for service have been analyzed based upon an initial screening using the following 

variables:  project purpose and need, projected travel time, potential for impact on traffic along 

the I-10 corridor, potential for impacts on existing freight rail service and traffic, constraints 

presented by the built environment, potential for environmental impacts and project capital cost 

for implementation.  Information for this analysis has been obtained from existing technical 

reviews of the corridors completed since 1997 (Figures 9-2 and Table 9-1). 

Based on the information presented, the FRA is being asked to officially recognize the KCS-CN-

NOUPT route is as the Preferred Route for the Intercity Passenger Rail service between Baton 

Rouge and New Orleans.  Between New Orleans and Baton Rouge, only Option 1 appears to 

meet the identified project purpose and need, as well as present the opportunity for the least 

potential impacts on existing land uses and freight rail operations while aiding traffic operations 

on I-10.   

For these reasons, this corridor has been selected as the preferred alternate route.  It is the 

shortest, most direct route between Baton Rouge and New Orleans and it has less industrial 

switching conflicts compared to the CN River Line.  The selected route also utilizes an alignment 

that has a track and signal system in good condition and presents the least conflict between 

freight and passenger train operations.  The selected route would serve the maximum number of 

riders including those at New Orleans International Airport and those in the suburbs of both New 

Orleans and Baton Rouge.  An initial cost estimate for the service, given implementation of the 

identified service Build Alternative #2 (8 trains per day) provides the greatest opportunity to 

attract riders, given the service characteristics, has been prepared (Table 9-2). 
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Table 9-1:  Initial Evaluation of Service Alternatives 

Baton Rouge to New Orleans Intercity Passenger Rail 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Table compiled by Burk-Kleinpeter, Inc., 2009. 

Option 1 Option 2 Option 3 Option 4 Option 5

Variable Variable Definition
Kansas City Southern 

(KCS)

Canadian National (CN) 

via Hammond

Canadian National (CN) 

parallel to MS River

Existing Highway 

Alternatives (I-10 and 

US 61-Airline Hwy)

No Build

Project Purpose and Need
Does the corridor, as identified, address 

the project statement of purpose and 

need?

YES NO YES NO NO

Projected Travel Time
Does the corridor, as identified, provide an 

opportunity for travel times equivalent to 

or less than the current highway mode?

YES, Shortest segment 

between BR and NO

NO, Longer segment 

between BR and NO

NO, Longest segment 

between BR and NO
-n/a- NO

Protential for Impact on Traffic 

on I-10 Corridor

Does the corridor, as identified, offer an 

opportunity change traffic demand on the 

I-10 corridor?

YES, corridor is closest 

to I-10 (and US 61)

NO, corridor runs North 

of I-10, parallel to I-12 

(and US 51 and US 190)

NO, corridor starts close to 

I-10 (and US 61), but runs 

west of these areas adding 

to travel time and miles

-n/a- NO

Potential for Impact on Freight 

Rail Service and Traffic

Does the corridor pass through an area 

where there is a high demand for freight 

service, movements or rail yard traffic?

NO, existing track 

within underutilized 

area, used by 6 freights 

per day

YES, track passes through 

several industry areas, and 

a CN Rail Yard in North 

Baton Rouge - this might 

hamper yard operations

YES, track passes through 

several refineries and 

industrial sites and serves 

12 freights per day

-n/a- -n/a-

Constraints Presented by Built 

Environment

Do opportunities for station development 

appear limited due to existing land use 

decisions made along the corridor?
NO

YES, track passes north of 

Downtown Baton Rouge, 

connections to a terminal 

site in downtown not 

possible.

YES, track passes through 

several refineries which 

limits local station 

development in project area.  

Bypass track required at 

Norco Refinery Site.

-n/a- -n/a-

Potential for Environmental 

Impacts

Have any environmental issues or concerns 

been identified at this level of analysis 

from the manmade and/or natural 

environmental factors, given available 

information, that cannot be addressed?

NO NO

YES, possible impact 

associated with need for rail 

siding construction outside 

existing rights-of-way

-n/a- -n/a-

Project Capital Cost for 

Implementation

What is the projected cost for initial capital 

investment to start service in this corridor?
$450 Million (Est) $590 Million (Est) $55 Million (Est) -n/a- -n/a-

Service Evaluation Alternatives
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Table 9-2:  Order of Magnitude Cost Estimate of Construction, Recommended Alternative 

Baton Rouge to New Orleans Intercity Passenger Rail 
 

Category Total 

Site and Track Work (including passenger platforms/stations, siding extensions) $152,200,000 

Bridges $129,800,000 

Signal Work $74,500,000 

Engineering & Management (plus contingencies) $26,400,000 

Rolling Stock (locomotives and bi-level passenger rail cars, 5 for service, 1 spare) $57,900,000 

Stations (Terminal in Baton Rouge, Platforms in 4 additional locations) $7,500,000 

Total Order of Magnitude Cost Estimate $448,300,000 
 

Note:  These costs are rounded the closest $10K.  They are based upon initial service of four round trips 

per day, running at 79 MAS.  These are order of magnitude cost estimates and should be used for 

planning purposes only.  This estimate includes improvements at the East Bridge Junction in Jefferson 

Parish based upon a 2003 FRA plan to reduce delays via realigned track and faster turn-outs.  

 "CN disagrees with and does not support the proposal to add more than one round trip of passenger 

trains without grade separating the proposed passenger flows from the transcontinental freight flows." - 

Paul LaDue, CN, October 28, 2009. 

Table compiled by Burk-Kleinpeter, Inc., based upon cost data compiled by HDR Engineering, Inc., 

Design Nine and Railroad Professionals, Inc. October 2009. 

 

Affected Environment and Environmental Consequences 

This section categorizes the existing resources within the project area and analyzes the potential 

beneficial and adverse impacts to these resources from the alternatives retained for study.  For 

purposes of the analysis, the project area has been defined as the 80 mile existing rail corridor 

between New Orleans and Baton Rouge.  As the type of analysis and impact assessments 

warranted, the area of review was expanded to areas adjacent to the rail corridor or other 

appropriate limits to examine factors such as noise, Environmental Justice, secondary and 

cumulative impacts. 

The environmental study focuses only on those elements with a likelihood to be affected by or to 

affect the proposed action.  Because the proposed action would not affect geology and soils, 

solid waste disposal, use of other natural resources such as water, minerals or timber, possible 

barriers to the elderly and handicapped and utilities, these were not inventoried or analyzed in 

this document.   
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Physical Environment 

Air Quality 

The project area is located in seven parishes in Southeast Louisiana:  East Baton Rouge, 

Ascension, St. James, St. John the Baptist, St. Charles, Jefferson and Orleans.  These areas are 

contained within two distinct air quality areas:  New Orleans (Orleans, Jefferson, St. Charles and 

St. Bernard Parishes) and Baton Rouge (East Baton Rouge, Ascension, Iberville, Livingston, 

West Baton Rouge).  The Louisiana Department of Environmental Quality (LDEQ) is 

responsible for monitoring air quality within the State of Louisiana, as well as preparation of the 

State Implementation Plan (SIP), the legally binding control strategy to address conformity with 

the National Ambient Air Quality Standards (NAAQS).  Project level conformity for 

transportation projects is managed at a metropolitan area level by individual Metropolitan 

Planning Organizations (MPO), in conjunction with LDEQ and LADOTD. 

As of April 30, 2004, the four parishes contained within the New Orleans area were determined 

to be in compliance with the new 8-hour standard for ozone, as defined through the Clean Air 

Act Amendments of 1990 (CAAA).  This determination was made based upon three consecutive 

years of air quality monitoring data which demonstrated compliance with the National Ambient 

Air Quality Standards (NAAQS) for all critical pollutants.
1
  The conformity monitoring and 

reporting process for transportation projects within this area is a responsibility of the local 

metropolitan planning organization, the Regional Planning Commission (RPC) of Greater New 

Orleans.  The RPC has continued to advocate the use of transit services throughout the 

metropolitan area to decrease auto vehicle miles traveled and, consequently, lower emissions 

generated by single-occupancy automobiles. 

As of March 31, 2009, the five parishes contained within the Baton Rouge metropolitan study 

area (Ascension, East Baton Rouge, Iberville, Livingston, West Baton Rouge) were designated 

by the EPA as a ―Moderate‖ 8-hour ozone non attainment area.  In accordance with federal 

conformity regulations (as amended through January 2008), the Baton Rouge MPO, Capital 

Regional Planning Commission (CRPC) and LADOTD, in cooperation with LDEQ and FHWA 

have completed a conformity analysis of the current long-range transportation plan and 

transportation improvement program.  The results of this report, released in March 2009, show 

that implementation of projects outlined in each document conform to motor vehicle emissions 

budgets specified for the area.  The total projected Volatile Organic Compound (VOC) and 

                                                 

1
 Relationship of the TIP to Air Quality Conformity, New Orleans Urbanized Area, Fiscal Years 2009-2012, January 

13, 2009, pg. 9. 
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Nitrogen Oxide (NOx) emissions within the Baton Rouge nonattainment areas are less than the 

established motor vehicle emissions budgets for these ozone-precursor pollutants.
2
   

The No-build alternative would not worsen air quality in the near future.  However, on March 

12, 2008, the US Environmental Protection Agency (US EPA) strengthened the 8-hour National 

Ambient Air Quality Standards (NAAQS) for ground-level ozone.  These standards are under 

final review and will take effect in 2010.  According to the latest information from US EPA, the 

State of Louisiana has presented a recommendation to address the 2008 Ozone NAAQS which 

would be based upon a review of ozone monitoring data for the period 2006-2008.
3
  This 

recommendation would place the following parishes into non-attainment for the 2008 Ozone 

NAAQS:  East Baton Rouge and Ascension (Baton Rouge); St. John the Baptist Parish and 

Jefferson Parish (New Orleans). 

Implementation of the build alternative would aid the region in helping to address existing and 

future air quality compliance.  Reducing the number of single-occupant vehicles traveling from 

Baton Rouge to New Orleans would support regional objectives to meet the new emission 

standards.  The new passenger service will reduce as much as 86 million miles of vehicle miles 

traveled (VMT) from the Interstate 10 corridor, thereby promoting energy efficiency and 

environmental quality by saving gas and reducing emissions.  

Water Resources 

The perennial surface waters crossed by the rail line include the following rivers and creeks, 

grouped by Parish/Location: 

 East Baton Rouge Parish:  Dawson Creek, Ward Creek, Bayou Manchac; 

 Ascension Parish:  Welsh Gully (leading to Bayou Manchac), Grand Goudine Bayou, Bayou 

Narcisse, New River, Bayou François (along with two un-named tributaries leading to Bayou 

François), Bayou Conway (along with four un named tributaries leading the Bayou Conway); 

 St. James Parish:  Blind River, Tchackchou Bayou; 

 St. John the Baptist Parish:  Mississippi Bayou; 

 St. Charles Parish:  Cross Bayou Canal 

                                                 
2
 Executive Summary, Transportation Conformity Analysis for the Baton Rouge 8-Hour Ozone Nonattainment Area, 

Metropolitan Transportation Plan for 2032 and Transportation Improvement Program (FY 2009- FY 2013), 

Prepared by Capital Regional Planning Commission, Louisiana Department of Transportation and Development, 

Louisiana Department of Environmental Quality, Draft, March 31, 2009. 
3
 Letter from Harold Leggett, PhD, Secretary, Louisiana Department of Environmental Quality to Lawrence 

Starfield, Acting Secretary, US EPA Region 6, re:  State of Louisiana Recommendations for Air Designations 2008 

Ozone National Ambient Air Quality Standards (NAAQS), March 12, 2009, as made available through the US EPA 

website, www.epa.gov/ozonedesignations/2008standards/state.htm, downloaded August 19, 2009. 



 
Southern High-Speed Rail Commission 

Baton Rouge – New Orleans Intercity Passenger Rail 

Service Development Plan 
 

BURK-KLEINPETER, INC. in association with December 2010 

HDR Engineering, Inc. Page 9.16 

 

The rail line does not cross any rivers or creeks in either Jefferson or Orleans Parishes.  In 

addition, the line does cross numerous drainage canals in St. James, St. John the Baptist, St. 

Charles, Jefferson and Orleans Parishes which are part of existing pump-based or gravity-fed 

storm water drainage management systems.  Of the rivers and creeks crossed, Blind River in 

Ascension Parish is considered part of a Natural and Scenic River as designated by the State of 

Louisiana.
4
   

Floodplains and Floodways 

The protection and responsibilities for construction activities in floodplains, sponsored through 

federal agencies, is defined through Executive Order 11988, ―Floodplain Management‖.  Federal 

agencies which construct structures in flood-prone areas must undertake appropriate measures to 

avoid impacts in these areas.  Information on the location of floodplains in the project area came 

through review of available data from the Federal Emergency Management Agency (FEMA) 

maps at the parish level.  This data indicates that the current rail line does pass through 

floodplain areas in all parishes.  Most of these floodplains are in areas adjacent to the rivers and 

waterways identified in Section 3.1.2.   

The rail line does cross the Bonnet Carré Spillway, located in St. Charles Parish.  The Spillway is 

a flood control structure which connects the Mississippi River to Lake Pontchartrain.  When not 

used for this purpose, the area is open to recreation for the region, including maintenance of 

areas for access, by boat, to Lake Pontchartrain, nature trails, and general recreation areas.  

The No-Build alternative would not impact the 100-year floodplains.   

Railroad corridor improvements (including rail sidings, turn-outs, etc.) would be constructed 

within existing and developed rail corridor right-of-way.  This would include some areas within 

designated floodplain areas.  Station areas identified for the Preferred Alternative are located 

within areas outside of the 100 and 500 year floodplains (Area X) at the proposed sites identified 

for the Baton Rouge Terminal, Baton Rouge Suburban and Gonzales Platform stop.  The 

proposed location for Laplace and Kenner are within Area X500, which indicates these areas are 

within levees and protected from the 100 Year flood event.  Land west of the Kenner site is 

contained within Area A, which is subject to flooding in the 100 Year Flood event.
5
  However, it 

is also within the levee system which is drained via pumps and canals into adjacent Lake 

Pontchartrain.  Coordination with local floodplain program coordinators, as well as the 

appropriate state agency (LADOTD) would be undertaken along the project corridor to assure 

that any construction related impacts in these areas would be minimized.  Temporarily impacted 

areas would be restored with known best practices for restoration of these areas.  In addition, all 

                                                 
4
 Section 1847, Natural and scenic rivers, ―Louisiana Scenic Rivers Act‖, Acts 1988, No. 947, eff. July 27, 1988. 

5
 Based upon data provided at a site level by GeoSearch, as part of a general Site Inventory of Environmental 

Conditions, as of October 1, 2009. 
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appropriate steps would be taken to keep floodplain areas cleared and free of debris as part of 

ongoing maintenance operations so as to not interfere with their function.   

Coastal Zones 

Louisiana’s coastal zone encompasses 8.5 million acres of area that includes bays, lakes, 

marshes, swamps, barrier islands, cheniers, natural levee forest, bottom hard wood lands and the 

open water of the Gulf of Mexico for a distance of 3 miles from the state coastline.  This area 

includes the waters and adjacent shorelands which are strongly influenced by one another.   

Within the project area, the coastal zone includes the entire areas of St. James, St. John the 

Baptist, St. Charles, Jefferson and Orleans Parishes.  Ascension Parish and East Baton Rouge 

Parishes are not in the currently defined coastal zone.  Of these parishes, Jefferson, Orleans, St. 

Charles and St. James have local coastal programs.  All proper coordination will be taken with 

these parishes, as well as the Louisiana Department of Natural Resources, to determine any 

potential for impact as well as any mitigation required to address these items. 

Noise  

A Tier 1 Service-level NEPA noise assessment using aspects of the General Noise Assessment 

was performed for the project.  Both existing and future rail traffic were evaluated in order to 

assess the incremental, project-related effects of airborne noise.  The analysis did identify a 

limited number of potential noise impacts throughout the project corridor.   

This noise assessment assessed Project-related noise at land uses where overnight sleep occurs 

(primarily residences); this is consistent with FRA guidance for Tier 1 Service-level NEPA 

review. Residences were identified by visual inspection of digital aerial photographs; no 

windshield surveys were performed.  The noise impact assessment, discussed later in this 

section, uses the term impacts (receptors) to refer to land uses where overnight sleep occurs; each 

noise impact identified later in this report represents a single receptor, or land use where 

overnight sleep occurs.  As the Project will not introduce a noise source that is unfamiliar in the 

parks adjacent to the rail line, (for the purposes of this analysis, diesel locomotives are assumed 

to sound the same), the incremental increase did not merit a site-specific discussion of Project-

related noise impacts. 

Using the methods described above, this analysis determined an existing day-night noise level 

(Ldn) of 37 to 55 dBA in rural areas, and 60 to 66 dBA in urban areas, for lands immediately 

adjacent to the Project corridor.  The range of train volume and speeds present in the Project 

corridor was summarized into a series of four ―traffic conditions‖ A through D (Table 9-3).  

Each traffic condition represents a segment of the Project corridor that has similar rail traffic 

volumes and speeds.  Assigning traffic conditions to the Project corridor allowed the corridor to 

be logically subdivided into sub-sections, simplifying the noise analysis.  
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Table 9-3:  Summary of Traffic Conditions 

Baton Rouge to New Orleans Intercity Passenger Rail Project Area 

Traffic Condition 
Trains per Day 

(TPD) 

No. of 

Locomotives 
No. of Cars 

Speed 

(mph) 

Freight Trains 

A 14 2.5 70 20 

B 14 2.5 70 49 

C 12 2.5 70 60 

D 0 0 0 0 

Passenger Trains 

A 0 0 0 0 

B 0 0 0 0 

C 10 2 8 60 

D 10 2 8 30 

Future Passenger Trains 

A 8 1 3 79 

B 8 1 3 79 

C 8 1 3 60 

D 8 1 3 30 

 

Notes: mph = miles per hour 

Information sources for this table include the following: 

Freight and Passenger TPD and Speed are from the FRA grade crossing database (Passenger TPD were 

verified by Amtrak schedules); Freight and passenger No. of Locomotives and No. of Cars represent 

typical values used in other similar train noise assessments; and Future passenger train data represent 

the anticipated values for the Project. 

Source: HDR Engineering, 2009. 

The range of development density present throughout the Project corridor was simplified into the 

three land use categories used in the FRA horn noise model (rural, suburban, and urban).  The 

shielding assumptions used in that model, for each respective land use, were also incorporated 

into this analysis.  A series of ―noise conditions‖ were then created by combining traffic 

conditions and the three categories of development density (Figure 9-3).  Assigning noise 

conditions to the Project corridor allowed the corridor to be logically subdivided into sub-

sections with similar rail traffic and building-induced shielding characteristics (thus simplifying 

the noise analysis).  Existing noise levels, as mentioned previously, were calculated for each 

noise condition.  The existing noise levels were subsequently used to calculate noise impact 

thresholds, as well as the moderate and severe noise impact thresholds (both on an Ldn basis) for 

each noise condition (Table 9-4). 

The FRA grade crossing database was incorporated into this assessment. Besides providing the 

train traffic volumes and speeds to generate traffic conditions, it was used to identify the 

locations of public at-grade rail crossings where locomotive horns are used, and to identify 



 
Southern High-Speed Rail Commission 

Baton Rouge – New Orleans Intercity Passenger Rail 

Service Development Plan 
 

BURK-KLEINPETER, INC. in association with December 2010 

HDR Engineering, Inc. Page 9.19 

 

where quiet zones exist.  Based on the FRA database, no quiet zones exist along the route.  At-

grade crossing exist along the entire route except at Bonnet Carré Spillway and New Orleans.  

These portions of the Project area comprise Noise Conditions 1 and 7, respectively.  Therefore, 

horns are apparently not used on any Noise Condition 1 and 7 rail sections, and locomotive horn 

analyses were not performed for Noise Conditions 1 and 7.  

The FRA locomotive horn noise model does not allow a modeler to model several different 

trains at the same time, and was therefore not used on this analysis. The horn noise contours 

were created using methods in the FTA and FRA guidance documents, and incorporating some 

of the features of the FRA horn noise model (e.g. the 1/4-mile horn noise zone distance and 

shielding equations).  

Analysis Results 

This analysis assumes that train-induced noise does not change anywhere throughout the Project 

area under the No-Build Alternative. Consequently, no new noise impacts are projected to occur 

beyond those that could occur due to other projects. 

Both the existing and proposed rail traffic was assessed; this allowed the analysis to identify the 

incremental increase in train noise effects on residential land uses in the Project area.  This 

analysis is based on the proposed addition of four round-trip passenger trains per day (TPD) at 

79 mph from Baton Rouge to Orleans Jct., with slower speeds from Orleans Jct. to New Orleans 

(Table 9-5).  Existing noise impacts were determined by modeling existing train traffic and 

plotting the resulting noise impact contour.  The incremental increase in noise impacts, as 

defined by FTA, at residential land uses adjacent to the Project corridor have been determined 

(Figure 9-3).  The noise impacts presented are predicted to occur in each municipality along the 

corridor, according to moderate and severe grade crossing and wayside (wheel/rail) noise 

impacts.  The entire corridor was evaluated; rural areas are listed as unincorporated in the 

Exhibit. 

Analysis results show a low incremental increase in noise impacts per mile associated with the 

Project.  The Project is estimated to result in 2.3 new moderate noise impacts per mile, and no 

new severe noise impacts.  On this basis, the incremental increase in train noise is not considered 

significant for this analysis.  The exhibit above shows that the distribution of Project-related 

noise impacts is scattered throughout the Project corridor.  Areas with high existing traffic 

volumes are expected to experience a minor incremental increase in train noise associated with 

the Project.  Conversely, areas with low existing traffic volumes and slow trains are expected to 

experience a larger incremental increase in train noise associated with the Project.  No quiet 

zones exist along the Project corridor.  The absence of quiet zones and their potential to 

influence 151 of the 182 total incremental impacts suggests that quiet zones represent an 

opportunity to mitigate many of the predicted train noise impacts.   
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Figure 9-3:  Noise Conditions 

Baton Rouge to New Orleans Intercity Passenger Rail Project Area 

 

Source: HDR Engineering, 2009. 

 

Table 9-4:  Summary of Traffic Conditions 

Baton Rouge to New Orleans Intercity Passenger Rail Project Area 

Noise Condition 
Existing Noise 

Level (dBA) 

Moderate Noise 

Impact Level (dBA) 

Severe Noise 

Impact Level (dBA) 

1 37 47 52 

2 59 57 63 

3 60 58 63 

4 55 55 61 

5 59 57 63 

6 66 61 67 

7 66 61 67 

Table compiled by HDR Engineering, 2009. 



 
Southern High-Speed Rail Commission 

Baton Rouge – New Orleans Intercity Passenger Rail 

Service Development Plan 
 

BURK-KLEINPETER, INC. in association with December 2010 

HDR Engineering, Inc. Page 9.21 

 

Table 9-5:  Incremental Increase in Noise Impacts Associated with Project 

Baton Rouge to New Orleans Intercity Passenger Rail Project Area 

Municipality 
Moderate Severe 

Total Grade 

Crossing 
Wayside 

Grade 

Crossing 
Wayside 

Baton Rouge, LA 28  

No new severe grade 

crossing or wayside 

impacts were 

identified 

28 

Destrehan, LA 4 1 5 

Gonzales, LA 8  8 

Gramercy, LA 1 1 2 

Kenner, LA 25 3 28 

Laplace, LA 19 2 21 

Metairie, LA 9 1 10 

New Orleans, LA  8 8 

New Sarpy, LA  1 1 

Norco, LA 1  1 

Reserve, LA 13 1 14 

River Ridge, LA 15 1 16 

Sorrento, LA 4 2 6 

St. Rose, LA 1 1 2 

Village of St. George, LA  5 5 

Unincorporated 23 4 27 

Total Impacts 
151 31 0 0 182 

182 0  

Table compiled by HDR Engineering, 2009. 

The incremental increase in noise impact contour distances associated with the four round trip 

TPD scenario is fairly even throughout the Project corridor (Table 9-6).   

The greatest incremental increase in wayside noise impact distances occurs in the Noise 

Condition 7 area, where, even though development density and shielding are high, will see the 

biggest percentage increase in traffic volume.  The incremental increase in wayside noise impact 

distance is relatively low in Noise Condition 2, 3, and 6 areas, where development density and 

shielding are medium to high, and existing train volumes are high.  Noise Condition 4 areas will 

see the greatest increase in grade crossing noise impact distance due low development density 

and shielding.   
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Table 9-6:  Noise Impact Threshold Contour Distances 

Baton Rouge to New Orleans Intercity Passenger Rail Project Area 

Noise 

Condition 

Existing 

Moderate 

Impact 

4-TPD 

Moderate 

Impact 

Existing 

Severe 

Impact 

4-TPD 

Severe 

Impact 

Wayside Contour Distances (ft) 

1 846 865 544 559 

2 305 315 211 220 

3 265 274 138 143 

4 333 349 207 221 

5 249 262 162 173 

6 156 164 108 114 

7 102 123 66 82 

Grade-Crossing Contour Distances (ft) 

1 No grade crossings exist 

2 591 619 345 365 

3 527 553 303 321 

4 557 612 314 352 

5 433 480 240 270 

6 290 325 157 179 

7 No grade crossings exist 

Note: Italicized contour distances do not include a shielding correction because the 

corrected distance is less than the FRA-assumed threshold distance for applying 

shielding in areas with the specified density of development. 

Table compiled by HDR Engineering, 2009. 

Mitigation Opportunities 

Locomotive horn use at public grade crossings causes the majority of the predicted noise 

impacts.  Therefore, minimizing locomotive horn use in the Project area represents the greatest 

opportunity to mitigate potential Project-related noise impacts.  The Project would upgrade some 

electronic circuitry due to installation of constant time circuitry (warning lights) at public at-

grade roadway-rail crossings. In effect, the Project would install the electronic infrastructure for 

quiet zones.  Municipalities predicted to experience an increase in train noise impacts can choose 

to initiate the process of developing quiet zones, and take advantage of the infrastructure 

provided by the proposed Project. 
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Vibration 

The Project team performed a Screening-level Vibration Assessment using aspects of the 

General Vibration Assessment in accordance with FTA guidelines. As with the noise assessment, 

both existing and future rail traffic were evaluated in order to assess the incremental, Project-

related effects of GBV. Analysis results identified a limited number of potential GBV impacts 

throughout the Project corridor. Vibrations created by wheel-rail interaction, and the soils 

through which vibrations propagate, contribute to the projected GBV impacts. The methodology 

used to assess Project-related GBV is based on guidance provided by the FRA for use in Tier 1 

NEPA review 

The assessment began with a data gathering task and construction of a geographic information 

system (GIS) for the Project.  The railroad alignment, surface geology, aerial photography, and 

train traffic data (number of locomotives and rail cars per train) were among the critical 

information gathered.  Geology sources included GIS data and maps available at the United 

States Geological Survey and Louisiana Geological Survey websites.  Train traffic data were 

compiled during the noise assessment.  The traffic conditions developed for use in the noise 

assessment documented in Section 1.2 were also applied in the vibration analysis.  The traffic 

conditions refer to sections of rail that have specific combinations of train speed and vibration 

event frequency (Table 9-7).  

Table 9-7:  Rail Traffic Conditions, Existing vs. Future (Speed and Vibration) 

Baton Rouge to New Orleans Intercity Passenger Rail Project Area 

Traffic 

Condition 
Location 

Existing Future 

Speed 

(mph) 

Vibration 

Events 

Speed 

(mph) 

Vibration 

Events 

A 

Baton Rouge to Suburban Baton 

Rouge; 

Bonnet Carré Spillway to South 

Norco 

20 Frequent 79 Frequent 

B 

Suburban Baton Rouge to 

Bonnet Carré Spillway; South 

Norco to Orleans Jct. 

49 Frequent  79 Frequent 

C Orleans Jct. to Southport Jct. 60 Frequent 60 Frequent 

D Southport Jct. to New Orleans 30 Infrequent 30 Infrequent 

Table compiled by HDR Engineering, 2009. 

Once the necessary datasets had been gathered, the vibration impacts for existing and future 

scenarios were analyzed.  The generalized ground surface vibration curves provide the distance 

from track centerline within which potential impacts (receptors) should be counted at various 

vibration decibel (VdB) levels.  In order to determine the distance to potential impacts at 
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Category 2 thresholds, the generalized (reference) ground surface vibration curve needs to be 

adjusted to more accurately fit the actual conditions.  

The ground-borne vibration FTA reference curve most applicable to the Project assumes a 

locomotive-powered passenger or freight train traveling at 50 mph on continuously welded rail 

(CWR), over soil that is inefficient at transmitting vibration. Given the current and future train 

speeds, adjustments for train speed were needed. (Note: it is anticipated that all existing jointed 

track would be replaced with CWR.)  The surface geology of the area generally consists of river 

alluvium and delta deposits (mixtures of silt, sand, gravel, and clay), covered in some areas by 

loess (wind-blown silt), all of which are assumed to be non-efficient at transmitting vibration for 

this assessment.  No stiff clay or shallow bedrock, which is presumed efficient at transmitting 

vibration, was identified during the geology review. Therefore, only speed adjustments were 

necessary.   

Analysis Results 

This analysis assumes that train-induced GBV does not change anywhere throughout the Project 

area under the No-Build Alternative. Consequently, no new vibration impacts are projected to 

occur beyond those that could occur due to other projects.  

Both the existing and proposed (four round trips per day) rail traffic was assessed; this allowed 

the analysis to identify the incremental increase in GBV effects on residential land uses in the 

Project area.  Incremental increases in vibration impacts, as defined by FTA, at residential land 

uses adjacent to the entire Project corridor have been defined as part of the analysis (Table 9-8) 

with impacts grouped by municipality along the Project corridor; rural areas are listed as 

unincorporated. 

Analysis results identified approximately 8.9 additional vibration impacts per mile associated 

with the Project.  This increase is not considered significant for this analysis. Analysis results 

also show that the number of vibration impacts in each municipality is related to the density of 

residential development in areas immediately adjacent to the rail line.  A simple comparison of 

vibration impact contour distances for existing conditions and 79 mph train service has been 

prepared (Table 9-9). 

As the train speed increases, the distance to the GBV impact level also increases.  Note that the 

distance to GBV impact levels does not change for Traffic Conditions C and D (Orleans Jct. to 

New Orleans).  The maximum train speed is not anticipated to change in the future for these 

areas; hence, there is no change in distance to GBV impact level. 
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Table 9-8:  Incremental Increase in Ground borne Vibration (GBV) Impacts 

Baton Rouge to New Orleans Intercity Passenger Rail Project Area 

Municipality/Place Number of Impacts 

Baton Rouge, LA 275 

Destrehan, LA (place) 16 

Gonzales, LA 37 

Gramercy, LA 9 

Kenner, LA 33 

Laplace, LA (place) 85 

Montz, LA (place) 2 

New Sarpy, LA (place) 2 

Norco, LA (place) 37 

Reserve, LA 36 

Sorrento, LA 11 

St. Rose, LA (place) 43 

Village of St. George, LA 17 

Unincorporated 105 

Total Impacts 708 

Table compiled by HDR Engineering, 2009. 

 

Table 9-9:  Vibration Impact Threshold Contour Distances 

Baton Rouge to New Orleans Intercity Passenger Rail Project Area 

Scenario 
GBV Impact Level 

(VdB) 

Distance to GBV Impact Level (ft) 

Traffic 

Condition A 

Traffic 

Condition B 

Traffic 

Condition C 

Traffic 

Condition D 

Existing Use 
72 (frequent event) 84 185 220 - 

80 (infrequent event) - - - 51 

Future Use: 79 mph 
72 (frequent event) 277 277 220 - 

80 (infrequent event) - - - 51 

Table compiled by HDR Engineering, 2009. 
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Biological Environment 

Ecological Systems 

The State of Louisiana, through the Department of Wildlife and Fisheries, compiles a list of rare, 

endangered or otherwise significant plant and animal species/communities in the State of 

Louisiana.  The latest available data is from 2007 and is maintained under the Louisiana Natural 

Heritage Program.
6
  This data does not provide a specific listing of occurrences within the 

project area, or individual parish.  It provides information on what may be present, and require 

notation during follow-up field reviews and visits.  Research on project area identified that it 

passes through two ecoregions of the state:  the Mississippi River Alluvial Plain and the East 

Gulf Coastal Plain.   

Wetlands 

Executive Order 11990, ―Protection of Wetlands‖ requires federal agencies to avoid, to the 

extent possible, short and long term adverse impacts associated with the destruction or 

modification of wetlands.  It also requests to avoid direct or indirect support of new construction 

in wetlands wherever there is a practicable alternative.  Section 404 of the Clean Water Act 

regulates the discharge of fill or dredged materials into waters of the United States, including 

wetland areas which generally include swamps, marshes, bogs, and similar areas.   

Prior to the delineation of wetland areas along the corridor, information on the project area has 

been obtained from the US Fish and Wildlife Service (USFWS) National Wetlands Inventory 

(NWI), as applied to the project base map.  Presence of wetland areas were identified at those 

locations within 300 feet of the centerline of the corridor, which includes area which is currently 

within the existing 100 foot average right-of-way.  Detailed field investigations were not 

performed along the corridor and would be required to identify the composition, viability and 

status of wetland areas identified through the NWI map data.   

The No Build Alternative would have no impact on wetland areas.  

Railroad corridor improvements (including rail sidings, turn-outs, etc.) would be constructed 

within existing and developed rail corridor right-of-way.  The station areas identified for the 

Preferred Alternative would not impact wetland areas identified as part of the National Wetlands 

Index (NWI) maps for the area.  Any potential impacts to wetland areas identified during 

construction phases as part of the project’s final design and engineering would be outlined, with 

                                                 
6
 Louisiana Department of Wildlife and Fisheries, Rare Species and Habitats by Parish, Elements tracked by Parish, 

downloaded August 20, 2009. 
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the appropriate mitigation steps included as part of any applicable Section 404 Permit 

Application. 

Threatened and Endangered Species 

The State of Louisiana, through the Department of Wildlife and Fisheries, compiles a list of rare, 

endangered or otherwise significant plant and animal species/communities in the State of 

Louisiana.  The latest available data is from 2007 and is maintained under the Louisiana Natural 

Heritage Program.
7
  This data does not provide a specific listing of occurrences within the 

project area, or within an individual parish.  In addition, data from the US Fish and Wildlife 

Service was obtained to identify the presence of critical habitats in the project area.  The intent of 

this research is to provide information on what may be present, and require notation during 

follow-up field reviews and visits.   

Research on project area identified that it passes through two ecoregions of the state:  the 

Mississippi River Alluvial Plain and the East Gulf Coastal Plain.  Louisiana has 31 species of 

federally recognized threatened and endangered animals and plants of which only 23 occur in the 

state.  Review of data provided by the Louisiana Natural Heritage Program (LNHP) indicates 

that critical habitat for two of these species can be found within three of the Parishes in the 

project area:  Ascension, Orleans and Jefferson.  None of these critical habitat areas are adjacent 

to or within close proximity to the proposed project corridor. 

Human Environment 

Transportation 

The project corridor is an approximate 80 mile rail corridor which extends from Downtown New 

Orleans to Baton Rouge.  The existing freight operations, which are on the tracks of the KCS and 

CN railroads, averages five trains per day (Average # of Cars and Locomotives), plus local 

trains, on the KCS segment.  Local switching activity is relatively heavy in the areas of 

Gramercy, Reserve and the refinery at Norco.  Passenger rail is not operated on the corridor, but 

utilizes the tracks of the NOUPT to arrive and depart from Union Passenger Terminal.  

Passenger rail service continues east from New Orleans on the Norfolk Southern tracks through 

to Meridian, while it continues west through the East-West Junction over the Huey P. Long 

Bridge through to Lake Charles, LA. 

Passenger rail service is currently not available between New Orleans and Baton Rouge.  Instead, 

two east-west roadways which parallel the existing rail corridor are available:  US Highway 61, 

                                                 
7
 Louisiana Department of Wildlife and Fisheries, Rare Species and Habitats by Parish, Elements tracked by Parish, 

downloaded August 20, 2009. 
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known locally as Airline Drive and Airline Highway, and Interstate 10.  In addition, there are 

many local roadways and state highways which provide an underlying network of streets which 

connect between these corridors and cross the current rail line.   

The No-build impact would not impact freight rail operations in the corridor.  However, it would 

not impact either the US Highway 61 or Interstate 10.  Over time, traffic volume increases are 

projected.  This will increase congestion, travel and delay for motorists traveling between Baton 

Rouge and New Orleans, as well as the intermediate cities and these locations.  An alternative 

form of transportation, passenger rail, would not be available to residents and visitors to the 

region.   

The preferred alternative would not have significant impacts on freight rail operation.  KCS 

estimates of principal future traffic growth are centered on traffic to and from Mexico via the 

Meridian Speedway.  Thus, the Baton Rouge to New Orleans rail is not within the flows of 

principal expected traffic growth.   

Local Transportation Systems 

The project area crosses numerous roadways along its 80 mile length.  There are many grade-

separated rail crossings located primarily in New Orleans and Baton Rouge.  A total of 96 

roadway at-grade crossings have been identified along the proposed line to be used for the 

passenger service.  This number does not include existing private property crossings along the 

line.  The greatest number of at-grade crossings can be found in East Baton Rouge Parish (26) 

followed by St. John the Baptist Parish (25), then Ascension Parish (17), Jefferson Parish (14) 

and St. Charles Parish (11).  There are no at-grade crossings in the City of New Orleans (Orleans 

Parish) and the fewest number of at-grade crossings were found in St. John the Baptist Parish (3).   

Not every crossing is of a major roadway, such as a major or minor arterial roadway.  Crossings 

of these types of roadways along the rail corridor are made generally via rail or roadway 

overpasses, or are avoided as a result of a dedicated rail right-of-way.  However, there are some 

existing at-grade crossings at several major streets, generally those state highways/arterials 

which provide connectivity between adjacent neighborhoods/cities, to major employment areas, 

or to the Interstate 10 and US Highway 61 corridors: 

 Jefferson Parish: Labarre Road/LA 3242; Central Avenue, LA 48; Williams Boulevard/LA 

48; 

 St. Charles Parish: St. Rose Highway, LA 626; Ormond Boulevard; Good Hope Street; 

 St. John the Baptist Parish: Main Street, LA 44; Hemlock Street; W. 10
th

 Street, LA 

637; Garyville Northern Street, LA 54; 

 St. James Parish: Gramercy Bridge Access, LA 641; N. Airline Avenue, LA 20; 

 Ascension Parish: John LeBlanc Street, LA 22; LA 30; N. Burnside Drive, LA 44; LA 74; 

Post Office Road, LA 73; Perkins Road, LA 427; 

 East Baton Rouge Parish: Highland Avenue, LA 427; Essen Lane, LA 3064; College Drive; 

Government Street, LA 73; Convention Street; Florida Boulevard, US Highway 190. 
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The addition of a passenger rail service on the corridor would not adversely impact traffic 

operations as all of these locations are active at-grade facilities with an appropriate level of 

crossing controls established to provide motorists warning of approaching trains.  In addition, 

platform and stop areas for the rail service have been identified for areas where stopped trains 

will not block at-grade crossings during passenger boarding and alighting activities. 

Terminal/Platform Access 

Access to proposed platform locations would be made via existing street networks.  There would 

be no impacts to traffic access and flow in these areas as they are highly accessible via multiple 

corridors, located within a close proximity to the existing US Highway and Interstate highway 

network, or within locations which are central to population centers within the region.   

At the eastern end of the line, the New Orleans Union Passenger Terminal, located at 1001 

Loyola Avenue in Downtown New Orleans, is proposed to serve as the project terminal.  This 

facility, constructed in 1954 to consolidate passenger rail operations, sits at the confluence of two 

major arterial roadways which access Downtown, along with the US Highway 90 expressway, 

and its transit/HOV lane/ramp which connects across the Mississippi River via the Crescent City 

Connection Bridge.  This facility is currently served by Amtrak, Greyhound, private taxi services 

and the New Orleans Regional Transit Authority (NORTA).  Existing ground level parking at the 

facility is located on Loyola Avenue, with many contract parking lots located within a ¼ mile of 

the facility.  Vehicle traffic would utilize the existing street network to access the site, while foot 

traffic would come via existing crossings at Loyola Avenue and Howard Avenue or Loyola 

Avenue at LaSalle Street.   

West of New Orleans, the first platform stop would be in the City of Kenner, the largest 

municipality in the Parish.  This platform is proposed to be located within a mile of the Louis 

Armstrong/New Orleans International Airport.  Access to this site would be primarily via 

existing local streets from US Highway 61.  This platform would also be within a 0.6 mile radius 

of the US Highway 61 and Williams Boulevard intersection, a transit transfer point for the 

NORTA and Jefferson Transit.  Connections to the Airport departure and arrival terminal would 

be possible via shuttle bus, existing taxi service, street network or flexing of existing transit route 

services.  The initial estimate of daily boardings at this location is 200-300 passengers.  Parking 

at this site would be provided for up to 200 vehicles, and could be made accessible via an 

existing local street:  Hollandey Street, which has a traffic signal controlled intersection with US 

Highway 61. 

West of Kenner, the next platform stop would likely be in the St. John the Baptist Parish 

community of LaPlace.  The platform proposed for this location would be located near the 

intersection of LA 44 with the US Highway 61 corridor.  Access to this site could be made via 

existing streets (Main Street, LA 44, or Airline Highway, US Highway 61), as well as through 

connections with the rural transit network, River Parishes Transit Authority (RPTA).  Parking at 

this site would be provided for up to 150 vehicles, and could be made accessible via a driveway 

to US Highway 61 near the intersection with New US Highway 51 or Main Street (LA 44).  This 
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would provide connections to the Interstate 10 corridor (via US Highway 51) or River Road (via 

LA 44). 

West of LaPlace, the next platform stop would likely be in the City of Gonzales, in Ascension 

Parish.  The platform proposed for this location would be near the existing Gonzales City Hall, 

west of Airline Highway/US Highway 61.  Parking at this site would be provided for up to 100 

vehicles, and could be made accessible via a driveway to Airline Highway.  Existing parking 

areas around the Gonzales City Hall and City Park may be made available to accommodate 

overflow on an as-needed basis.  Getting to parking areas would require travel on US Highway 

61 to the location, or travel via one of the intersecting state highway routes which connect US 

Highway 61 to Interstate 10.   

West of Gonzales, the next platform stop would likely be in Baton Rouge, near the intersection 

of the rail line with Bluebonnet Boulevard.  The platform proposed for this location would be 

near the intersection of Bluebonnet Boulevard and Interstate 10.  The platform would be 

constructed adjacent to the existing rail line, and be accessible from either Bluebonnet Boulevard 

or Essen Lane via Summa Avenue or Picardy Avenue.  The platform would be approximately ¼ 

mile from an existing hospital, and within ½ mile of the Mall of Louisiana, a super-regional 

enclosed shopping mall and complex.  Parking at this site would be provided for up to 200 

vehicles, and could be made accessible via a driveway to Picardy Avenue.  Travel through an 

existing signalized intersection of Picardy with Bluebonnet Boulevard would be required.  

Capital Area Transit System (CATS) service is within the area, but would have to be flexed from 

the current route network to have a stop at the platform area. 

The final stop would be at a terminal within Downtown Baton Rouge located adjacent to the rail 

line in the block bounded by Main Street and Florida Boulevard.  This site is currently part of a 3 

½ municipal block complex of buildings and parking, known locally as the Renaissance Park.  

This site is in close proximity to the existing terminal for the Capital Area Transit System 

(CATS) and Greyhound.  It is within a ¼ mile of three transit routes which provide access to 

downtown Baton Rouge, State Office Buildings and the Louisiana State University campus.  

Proposed site is within ½ mile of the main transfer terminal for the CATS network, which 

provides access to 13 bus routes covering all of Baton Rouge.  Additional capacity may be added 

by expanding route/hours of operation of the current Capital Area Trolley, pending outcome of 

the train schedule review.  Existing surface areas can be utilized for parking, to help address a 

projected need for up to 350 vehicles.  Access to the site can be made via Florida Boulevard, 

which runs west into Downtown, as well as through an existing interchange with Interstate 110.   

Land Use, Zoning and Property Acquisition 

Land use along the rail line includes urban, suburban and rural development patterns.  The rail 

corridor’s start in the City of New Orleans is within the Central Business District, which contains 

a large concentration of offices, general commercial, government offices, hospitality 

establishments, sports venues/arenas and medical businesses.  Land uses around the various 

platform stops along the line are combinations of residential and commercial uses which are of a 
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scale and density indicative of the population density of the area.  The proposed terminal site in 

Baton Rouge is located on the eastern edge of the Downtown district, which includes residential 

areas, parks and some abandoned areas, but is east of a high concentration of government offices, 

retail, residential, and hospitality establishments.  

The existing rail line also passes through or adjacent to several large industrial developments 

located in the ―River Parishes‖ of St. James, St. John the Baptist and St. Charles.  Land uses 

along the rail corridor within portions of St. Charles, St. James and St. John Parish are best 

described as undeveloped or uninhabited.  This would include areas within the Bonnet Carré 

Spillway, as well as open lands adjacent to the Manchac Swamp within three parishes (St. John 

the Baptist, St. James and Ascension Parishes) between LaPlace and Sorrento. 

Each parish and municipality along the rail line has varying degrees of land use controls and 

planning.  Several parishes and municipalities along the corridor have active planning and zoning 

commissions, along with support staff and planning departments.  Currently (2009), all of the 

parishes are completing or commencing comprehensive planning efforts, which would culminate 

in changes to local zoning and land use subdivision regulations. 

The No-build alternative would have no impacts to the current use of land or zoning within the 

project area.  Some land acquisition would be required along the rail line to accommodate the 

locations of the passenger terminal in Baton Rouge, along with the passenger platforms at all 

intermediate stops.  Property acquisition for the rail corridor improvements is not foreseen at this 

time.  All construction of improvements would occur within the existing right-of-way. 

The Build alternative would not have a significant impact on land use, zoning or property 

acquisition.  The initial investment at each location will be to establish a platform or area capable 

of accommodating the waiting train, ticketing and parking.  The initial station area planning 

steps, undertaken for the development of a Service Development Plan, identified conceptual 

station/platform areas as result of a process which included a screening of alternatives and input 

of local planning officials.  Development of these passenger platforms and parking areas would 

be in compliance with local laws regarding use of land (zoning) as well as any applicable local 

requirements for driveway access and state requirements for driveway permits promulgated from 

the LDOTD for those locations which would be adjacent to US and State Highways. 

The proposed terminal in New Orleans is an existing rail facility used for interstate passenger rail 

and intercity bus service.  This facility is already established with the purpose of providing 

passenger support for rail and bus services.  No impacts are foreseen.   

Intermediate platform locations in Kenner, LaPlace and Gonzales have been identified as being 

developed on existing rail property, as well as adjacent parcels which have been identified for 

potential acquisition based upon the initial station area planning process.   

The preferred location for the proposed terminal in Baton Rouge would include an existing 

building/facility (Renaissance Park) which has available surface parking areas.   
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The station area planning process identified the orientation of short-term needs for platforms and 

parking, as well as long-term ―what-if‖ opportunities for additional private sector development 

within defined radii of the platform and terminal locations.  However, the responsibility of 

providing a regulatory environment in which these ―what-if‖ scenarios become reality will be the 

responsibility of local government.  Concepts and discussions to identify the potential long-term 

impacts and scenarios included consideration of local planning tools (land use planning, 

comprehensive planning, zoning) available at the time of the Service Plan Development, along 

with input from local planning officials.   

Socioeconomic Conditions 

The project area is within seven parishes.  For the period through October 2009, the seasonally 

adjusted average unemployment rate for the State of Louisiana was 7.4%, lower than the US rate 

of 10.2%.   

Overall, unemployment rates in the Baton Rouge MSA, which includes East Baton Rouge and 

Ascension Parishes and the New Orleans MSA, which includes Orleans, Jefferson, St. Charles 

and St. John the Baptist Parishes were 6.8%.  By comparison, the rate of unemployment (not 

seasonally adjusted) at the parish-level within the project area ranged from a high of 9.8% in St. 

James Parish, to a low of 6.1% in Jefferson and St. Charles Parishes.  These rates come during a 

prolonged period of economic decline, during which over all job losses in the State equaled 

11,400 jobs since June 2008.
8
  The largest employment sectors reported in Louisiana, and hence 

the project area, include service jobs, followed by government and goods 

production/construction.  Projections for employment by occupation for the state, prepared by 

the Louisiana Workforce Commission, indicate that the top 25 occupations adding the most jobs 

through 2016 in the project area are those within the service category.
9
 

The impact of this project will be to provide better connectivity between the Baton Rouge and 

New Orleans MSAs and adjacent parishes.  This will allow those requiring transportation for 

employment an alternative to the highway only and transit modes (i.e. LA Swift, Greyhound) 

which are currently available.  

Environmental Justice 

Executive Order 12898 requires each federal agency to include a review of environmental justice 

within their planning and evaluation programs.  The purpose of the environmental justice review 

is to identify whether a program, policy or activity might result in a disproportionately high or 

                                                 
8
 Louisiana Workforce at a glance, Louisiana Workforce Commission, October 2009, release date:  November 24, 

2009. 
9
 Louisiana Workforce Commission, Office of Occupational Informational Services, Top 25 Occupations Adding the 

Most Jobs Annually Through 2016, Regional Labor Market Area 1 and 2, downloaded August 26, 2009. 
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adverse impact on minority and low income populations that cannot be addressed through 

avoidance, minimization or mitigation of impacts.  The basis of this evaluation is the criteria 

identified in the Order, which defines minorities as those individuals who have identified 

themselves as part of the following ethnic groups:  African American, Hispanic, Asian 

American, American Indian or Alaska Native.  Minority population concentrations are defined as 

locations where the number of persons in one of the identified minority groups is 50% or greater 

of the total population, or the percentage of the minority population is greater than the percentage 

of the same in the general population or other appropriate unit of geography.  Low income 

population means a person whose median household income is at or below the Department of 

Health and Human Services poverty guidelines.   

The review utilized the Title VI methodology provided by the Federal Transit Administration 

(FTA Circular 4702.1A ) which defines concentrations of minority and low income population as 

those areas where there is equivalent population or where the population exceeds the value for 

the project area as a whole.  For the purposes of this analysis, the project area is defined as those 

seven parishes through which the rail corridor passes.  This analysis identified 22 of 56 census 

tracts within the seven parish area which have equivalent or higher concentrations of minority 

and low income population to the project area as a whole (Table 9-10).  In some instances, the 

rail line is only adjacent to or passing through a very small portion of the census tract.  Also, 

some of the areas through which the rail line currently passes appear uninhabited or partially 

inhabited as a result of the displacements created by Hurricane Katrina.   

The No Build alternative would have no disproportionate impacts on minority or low income 

populations.  However, it would also not provide a transportation alternative which could be used 

as an alternative to personal transportation or by those in these groups without access to an 

automobile.  In addition, this alternative does not provide a service which could be used to help 

improve evacuation capacities for the region, particularly those without access to transportation. 

The Build alternative would not result in a disproportionate amount of impacts to the minority 

and low income persons.  This service is viewed as beneficial to all population groups, including 

minority and low income groups.  This service would provide connectivity opportunities for 

intercity travel between employment centers within the region.  In addition, this service could be 

used to help improve the ability of the region to assist those without personal automobiles or 

access to automobiles to evacuate the region in advance of hurricanes. 

Public Health and Safety 

There are 96 at-grade rail/public road crossings within six of the seven parishes located in the 

project area according to US DOT Rail Crossing Inventory information.
10

  These crossings have 

                                                 
10

 US DOT Rail Crossing Inventory, as of September 2009, identified for the Kansas City Southern (KCS) and 

Illinois Central/Canadian National (ICCNRR) railroad corridors in Jefferson, St. Charles, St. John the Baptist, St. 
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various forms of control, including gates with flashing lights that are actuated by the train, to 

locations with passive controls including combinations of signs, bells or lights.   

                                                                                                                                                             

James, Ascension and East Baton Rouge Parishes.  There are no grade crossings of railroads in Orleans Parish along 

the identified corridor. 
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Table 9-10:  Minority and Low Income Population by Census Tract (2000) 

Baton Rouge to New Orleans Intercity Passenger Rail Project Area 

Location 
Percent Minority 

Persons (2000) 

% of People Below 

Poverty Level (1999) 

Total Project Area 47.2% 19.3% 

CT 59, Orleans Parish 54.0% 49.9% 

CT 60, Orleans Parish 69.2% 54.0% 

CT 68, Orleans Parish 100.0% 72.3% 

CT 69, Orleans Parish 99.8% 69.2% 

CT 71, Orleans Parish 89.9% 45.4% 

CT 75.01, Orleans Parish 98.1% 32.2% 

CT 75.02, Orleans Parish 94.7% 25.4% 

CT 76.05, Orleans Parish 97.1% 31.1% 

CT 207, Jefferson Parish 57.3% 36.2% 

CT 208, Jefferson Parish 79.4% 37.0% 

CT 209, Jefferson Parish 94.7% 38.9% 

CT 237, Jefferson Parish 99.6% 36.3% 

CT 624, St. Charles Parish 49.8% 20.1% 

CT 706, St. John the Baptist Parish 53.2% 28.0% 

CT 708, St. John the Baptist Parish 90.3% 35.9% 

CT 709, St. John the Baptist Parish 61.9% 31.1% 

CT 404, St. James Parish 69.2% 23.6% 

CT 8, East Baton Rouge Parish 91.3% 39.6% 

CT 13, East Baton Rouge Parish 85.5% 54.8% 

CT 15, East Baton Rouge Parish 84.7% 53.1% 

CT 22, East Baton Rouge Parish 91.5% 39.3% 

CT 27, East Baton Rouge Parish 75.1% 23.3% 

Notes:  1) – Census Tables Used: P1. Total Population; P6. Race, Universe, Total Population; P.87 

Poverty Status in 1999 by Age (1999), all from the Summary File SF3, Sample Data. 

2) – Minority population defined as Black or African American alone, American Indian or Alaska Native 

Alone, Asian Alone, Native Hawaiian and other Pacific Islander alone, Some other race alone, Two or 

more races. 

3)- Census tracts listed in this table  with no apparent residential population adjacent to the proposed 

Baton Rouge to New Orleans Rail corridor:  CT 624, St. Charles Parish; CT 706 St. John the Baptist 

Parish; CT 404, St. James Parish. 

Data Source:  US Census Bureau, 2000.  
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The No-build alternative would have no impact on public health and safety.  No change is 

forecast to the current system of grade-crossing controls; except ongoing maintenance activities 

undertaken through LADOTD.   

The Build alternative includes signal work at up to 107 rail crossings (public streets and private 

crossings/driveways) on the KCS line to address the increase in rail traffic and frequency.  This 

would help mitigate any potential negative impacts created by adding the additional trains per 

day, as well as improve crossing safety along the existing active freight rail line.  In addition, 

providing the rail service would create an alternative to vehicle travel on nearby US Highway 61 

and Interstate 10, thus helping to divert some commuter traffic between Baton Rouge and New 

Orleans.  This will likely help address congestion within the portions of the corridor contained 

within the urban and suburban areas, as well as improve corridor safety. 

Contaminated Sites11
 

To determine the presence of contaminated sites along the rail corridor, a search of existing 

resources made available through Environmental Protection Agency (EPA) and the Louisiana 

Department of Environmental Quality (LDEQ) was undertaken.  The focus was sites identified 

as being on - or proposed for inclusion on - the National Priorities List (NPL) for Superfund 

status, as well as locations with Leaking Underground Storage Tanks (LUSTs) or hazardous 

materials releases (CERCLIS/ENRS).  A Phase I Site investigation of the corridor was not 

prepared. 

This review identified one leaking underground storage tank (LUST) adjacent to the rail corridor 

and up to 13 additional LUSTs within 0.25 mile of the corridor.  Based upon available database 

records, there are no superfund sites adjacent to the rail corridor.  All sites identified have been 

remediated by removal of the items in question or do not warrant listing on the National 

Priorities List (NPL) following completion of a site assessment.  A review of the ERNS database 

for 2008 indicates incident reports have been filed for several industrial sites and facilities 

located adjacent to the line.   

Individual site inventories for the proposed station areas to be developed along the line in Baton 

Rouge, Gonzales, LaPlace and Kenner did not indicate any apparent problems with these sites 

(Table 9-11).   

                                                 
11

 Data sources:  Louisiana DEQ Current National Priorities List (NPL) as obtained through the US Environmental 

Protection Agency, August 19, 2009;  Office of Environmental Assessment, Remediation Services Division, 

Underground Storage Tanks, January 14, 2009; US EPA Superfund Information Systems, August 19, 2009. 
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Table 9-11:  Summary Findings of Site Inventory, Proposed New Passenger Facilities 

Baton Rouge to New Orleans Intercity Passenger Rail Project Area 

Site General Site Description (2009) Initial Report Summary 

B
at

o
n
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o
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e 

T
er
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al
 

Site is proposed on the east side of the current Kansas City 

Southern (KCS) rail line.  Currently (2009), this land is 

part of the Renaissance Parc office complex, formerly 

known as the Maison Blanche Department Store. 

The location identified for the stop contained no 

regulated facilities.   

The search did indicate the presence of 16 sites 

within the ASTM search distances. 

B
at
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n
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o

u
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e 

S
u

b
u
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an

 Platform site is proposed on the north side of the current 

Kansas City Southern (KCS) rail line.  Currently (2009), 

this land is vacant.  Review of historic aerial photos 

indicates that the site, now within an urban setting of 

Baton Rouge, appeared to once be in rural/agricultural 

area.  

The location identified for the platform stop, west 

of Picardy Avenue contained no regulated facilities.   

The search did indicate the presence of 7 sites 

within the ASTM search distances. 

G
o

n
za
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s 

P
la
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o

rm
 

Platform site is proposed on the east side of the current 

Kansas City Southern (KCS) rail line.  Currently (2009), 

this land is vacant.  Review of historic aerial photos 

indicates no visible structures on the site since 1941.  

The location identified for the platform stop, west 

of Airline Highway (US 61), contained no 

regulated facilities.   

The search did indicate the presence of 5 sites 

within the ASTM search distances. 

L
aP
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P
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o
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Platform site is proposed on the north side of the current 

Kansas City Southern (KCS) rail line.  Currently (2009), 

this land is vacant.  Review of historic aerial photos 

indicates no visible structures on the site since 1940.   

The location identified for the platform stop, west 

of Airline Highway (US 61), contained no 

regulated facilities.   

The search did indicate the presence of 15 sites 

within the ASTM search distances. 

K
en

n
er

 P
la

tf
o

rm
 

Platform site is on the north side of the current Canadian 

National (CN) rail line.  Currently (2009), this land is 

vacant.  Structures were visible on the site in the mid 

1970s, according to the historic photographic review.  

Most of this area has been subject of property 

acquisitions/demolitions by the New Orleans Aviation 

Board.   

The location identified for the platform stop, on 

Kenner Avenue, west of Duncan Street, contained 

no regulated facilities.   

The search did indicate the presence of 17 sites 

within the ASTM search distances. 

Note:  Summary based upon data obtained through Preliminary Site Reports for proposed new terminal 

and stop locations.  The information collected on each site consisted of data discovered as part of a 

radius examination, as defined in the ASTM Standard E-1527-05.  The data included reports of 

information from federal, state and tribal databases, along with historical photographs of the area to 

determine timelines for development. 

Source:  GeoPlus Radius Report, GeoSearch, October 2009. 

Also, given the current scope of rail corridor improvements and station area development, it 

appears that none of these locations will be directly impacted by the project.  As the project’s 

final design plans are completed, this information will be examined to determine of any minor 

adjustments translated into design require further review, or result in a site impact requiring 

remediation. 
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Recreation and Section 4(f) Resources 

The Department of Transportation Act (DOT Act) of 1966 included a special provision - Section 

4(f) - which stipulated that the Federal Highway Administration (FHWA) and other DOT 

agencies cannot approve the use of land from publicly owned parks, recreational areas, wildlife 

and waterfowl refuges, or public and private historical sites unless the following conditions 

apply
12

:  

 There is no feasible and prudent alternative to the use of land. 

 The action includes all possible planning to minimize harm to the property resulting from 

use. 

Using available site information, a review of the rail corridor was conducted.  There is no state or 

national park adjacent to the corridor or proposed platform stop areas.  This identified a total of 

twelve (12) publically owned parks, one (1) recreation area and no (0) wildlife and waterfowl 

refuges within close proximity (adjacent to ¼ mile) to the rail corridor.  None of these areas 

planned for acquisition or conversion into platform stops, or to be incorporated into the current 

rail corridor right-of-way to facilitate construction of rail corridor improvements to facilitate new 

services.
13

 

Cultural and Historic Resources 

Section 106 of the National Historic Preservation Act (NHPA) of 1966, as amended, requires 

that federal actions be reviewed for their impact to potentially significant historic resources.  A 

significant historic resource is one that is either listed on or determined to be eligible for listing 

on the National Register of Historic Places (NRHP).   

The project corridor passes through three (3) register districts, including one (1) address 

restricted archeological district, within the seven parish area.  In addition, seven (7) historic sites, 

including one address restricted archeological site, was identified as a result of research using the 

National Park Service database within close proximity (adjacent to ¼ mile) as of September 14, 

2009.
14

  None of the historic sites identified are planned for acquisition or conversion into 

                                                 
12

 US Department of Transportation, Federal Highway Administration, Environment, Section 4(f), Overview, 

www.environment.fhwa.dot.gov, September 3, 2009.  Section 4(f) of the Department of Transportation (DOT) Act 

of 1966 was set forth in Title 49 United States Code (U.S.C.), Section 1653(f).  A similar provision was added to 

Title 23 U.S.C. Section 138, which applies only to the Federal-Aid Highway Program. 
13

 Review of recreation facilities identified by Parish (East Baton Rouge, Ascension, St. James, St. John the Baptist, 

St. Charles, Jefferson, Orleans), by City (New Orleans, Kenner, Sorrento, Gonzales), Louisiana State Parks, 

National Park Service locations and available WMA information along proposed rail corridor, downloaded 

September 14, 2009. 
14

 National Register of Historic Places, Louisiana, by Parish (East Baton Rouge, Ascension, St. James, St. John the 

Baptist, St. Charles, Jefferson, Orleans), description of districts and historic structures, 

www.nationalregisterofhistoricplaces.com, downloaded September 14, 2009. 

http://www.environment.fhwa.dot.gov/
http://www.nationalregisterofhistoricplaces.com/
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platform stops, or to be incorporated into the current rail corridor right-of-way to facilitate 

construction of rail corridor improvements to facilitate new services.   

Construction Impacts 

Impacts associated with construction of an alternative are only temporary and will occur during 

and following the time of construction.  It is anticipated that most construction related impacts 

will end once the activity is completed.  In addition, assessment of complete impacts is not 

possible, given that information on staging requirements, stockpiling of materials and equipment, 

methods for deliveries and transportation of goods, fill requirements and disposal of debris have 

yet to be decided. 

The No Build Alternative will result in no temporary construction impacts within the corridor. 

Construction of the Preferred Alternative will have no permanent impacts on the resources 

within the project area.  All construction activities are anticipated to occur within the limits of 

the existing rail corridor right-of-way.  Some localized impacts to air quality, noise, and traffic 

during construction are anticipated, as would be the case in any rehabilitation activities occurring 

along the rail line.  Construction of the proposed platform locations along the rail corridor will 

require conversion of land use/activities from their current undeveloped state into locations 

suitable to accommodate passengers, parked vehicles and drop-off traffic.  Proper maintenance 

and security of all construction sites, in accordance with requirements of the LDOTD will be 

used.  This includes proper controls for such items as construction traffic access, dust, 

erosion/sedimentation, emissions and noise/vibration.  All of these items would be identified and 

addressed as part of the final design and construction staging process. 

Again, all impacts would be deemed temporary and will cease following completion of the 

construction activity.  These would be minimized through best management practices and 

following all applicable federal, state and local statutes, regulations, ordinances and permitting 

requirements.  Following construction, any temporarily impacted floodplains, streams, wetlands 

and surrounding stream banks will be restored in accordance with any requirements identified by 

the appropriate regulatory agency. 

Secondary Impacts 

Secondary impacts associated with the preferred alternative are those defined as occurring within 

the reasonable foreseeable future, given the proposed scope of the project.  These may occur 

within a specific distance of the project, and possibly not concurrently with impacts associated 

with the construction or implementation phase of the build alternative.   This could include those 

indirect impacts which occur as a result of the decision to build the alternative, including those 

which are speculative in nature regarding induced population and land use changes, and related 

effects on the nearby ecosystems (Air Quality, Water, and other natural systems). 
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The No-Build alternative would result in minimal secondary impacts in that lack of the rail 

transportation alternative will lead to an increase in vehicle travel demand on the Interstate 10 

and US Highway 61 corridors.  This increased demand will lead to growing congestion in some 

developed areas, which will have an impact on local air quality.  Increasing the share of 

transportation provided by autos will move the project area, and the two MPO areas increasingly 

away from meeting a greater percentage of their regional mobility needs by a mode other than 

automobiles.  Increasing automobile dependency will have some potential negative impact on 

motorists who will shoulder an increasing cost of operation as a result of changes in fuel costs 

and time lost associated with congestion. 

The preferred alternative would result in secondary impacts as a result of the potential for 

additional platform/stop development, as well as development of transit-oriented land uses 

within a defined radius of the station/platform areas.  As stated previously, the development of 

the alternative included a Station Area Planning process which helped to identify initial and 

long-term potential demands for land use changes at identified station stops in urban or built-up 

areas.  Secondary/long-term impacts have been discussed as part of the potential future at these 

sites which may see some additional infill or land use changes as a result of demands played out 

through market forces on the land areas within a defined radius of these stations.  Discussions 

with representatives of key regulatory and permitting agencies, stakeholders, local planning and 

government officials included a review of the types of new development which might be possible 

away from the platforms, given the experience of other areas.  Again, the final decision to 

encourage and permit such types of development, which help support the purpose of the project, 

would be left to local government (city, parish) and market forces to implement.  Local Planning 

Commissions would be responsible for making sure that any private developments occurring 

would have their impacts to local utilities, floodplains, wetlands, traffic and public services 

assessed as part of the development review process. 

Cumulative Impacts 

The identification and consideration of cumulative impacts requires a review of the total impact 

of the project on a resource, ecosystem and community from past, present or future actions that 

have altered these items within a broad geographic scope.  Cumulative impacts can result from 

individually minor changes, which become significant actions taking place over time.   

The intent of cumulative-effects identification is to determine potential positive and negative 

effects, as well as the contribution of the proposed action, construction of the alternative, to these 

effects.  Impacts on the resources analyzed as a result of the implementation of the project would 

be those identified as part of the direct and secondary impacts of the action.   

The No Build alternative would have a slight negative contribution to cumulative impacts.  Lack 

of the alternative increases reliance on automobiles for regional and intercity mobility.  This 

increased traffic adds to the region’s air quality program issues and would not allow transit 

services to offer a greater benefit to reducing overall mobile emissions.   
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The Preferred Alternative would have a slightly beneficial contribution to cumulative impacts.  

Regional air quality would benefit from a reduction in VMT on the Interstate, and associated 

reduction in mobile emissions associated with automobiles and congestion.  Shift in travel 

modes, discussed previously, have been projected to occur gradually, as a result of the project’s 

gradual improvement in terms of quality of service, value for fare paid, marketing and 

acceptance by the regional market.  Growth in regional acceptance could mean a higher amount 

of discretionary users for the service, increasing traffic passing through selected platforms and 

terminal sites.  According to the initial Service Development Plan, the discretionary market 

includes those accessing project area retail, medical, airport and government office centers, 

within a close proximity (either by walking or transit connection) to the proposed platform stops.  

This would also help to encourage a pattern of infill development which would lead, over time, 

to creation of concentrated nodes for employment, residential and services around the station 

areas. 

Coordination and Consultation 

Coordination and consultation with agencies, interested stakeholders, local officials, and others 

took place during the development of the concept for the Baton Rouge to New Orleans Intercity 

Passenger Rail project.  The purpose of these meetings was to identify and define the concepts 

under consideration, the need and purpose for the project, along with discussion of potential 

environmental impacts.  Representatives from Southern High Speed Rail Commission, Louisiana 

DOTD, Kansas City Southern (KCS) railroad, Canadian National (CNIC) Railroad, and New 

Orleans Union Passenger Terminal Railroad/AMTRAK and the FRA coordinated closely on the 

project. 

Coordination steps included stakeholder meetings, briefings, charrettes, and presentations (Table 

9-12).  Individual meetings were also held with key stakeholder agencies and others as needed to 

discuss alternatives and resolve existing issues: 
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Table 9-12:  Calendar of Presentations and Meetings 

Baton Rouge to New Orleans Intercity Passenger Rail Project Area 

Date Presentation Made to: Type of Event 

December 2008 Louisiana DOTD Secretary Project Briefing 

December 2008 Stakeholder Agencies in Baton Rouge 
(Mayor, City/Parish DPW, DDD, Baton Rouge MPO, BR Area Foundation, LADOTD) 

Project Introduction 

& Comment Session 

December 2008 
Stakeholder Agencies in River Parishes 
(St. Charles Parish President, St. James Parish President, St. John the Baptist, 

Donaldsonville Downtown Development District, LADOTD) 

Project Introduction 

& Comment Session 

December 2008 
Stakeholder Agencies in Jefferson Parish 
(Parish President, City of Kenner, Kenner Planning Department, JEDCO, Jefferson 
Parish Engineering, NO MPO, LADOTD) 

Project Introduction 

& Comment Session 

December 2008 
Stakeholder Agencies in New Orleans 
(NO Aviation Board, Downtown Development District, NO MPO, NORTA, 

LADOTD) 

Project Introduction 

& Comment Session 

December 2008 Southern High Speed Rail Commission Project Briefing 

January 2009 

Station Area Planning Group #1  
(JEDCO, City of Kenner Planning,  NORTA, Jefferson Parish Planning, NOUPT, 

South Central Planning and Development Commission, St. Charles Parish, St. John 

Parish, RPC, LRA/Statewide Planning Office, LADOTD) 

Planning Meeting 

January 2009 

Station Area Planning Group #2  
(Center for Planning Excellence, BR Area Foundation, DDD Baton Rouge, Mayor of 
Gonzales, Ascension Parish Planning Director, St. James Parish, LRA/Office of State 

Planning, Baton Rouge Area Chamber, LADOTD) 

Planning Meeting 

March 2009 Louisiana DOTD Secretary Project Briefing 

May 2009 Southern High Speed Rail Commission Project Briefing 

May 2009 Federal Railroad Administration (FRA) 
Project Review 

Meeting 

May 2009 Kansas City Southern (KCS) Railroad 
Project Review 

Meeting 

June 2009 Louisiana DOTD, Asst. Secretary, Planning Division Project Briefing 

August 2009 Service Plan Development Meeting, FRA, AMTRAK, LADOTD 

Project Briefing, 

Environmental Phase 

Scoping 

September 2009 AMTRAK 
Project Status 

Meeting 

Source:  Burk-Kleinpeter, Inc., 2009. 
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