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Dear Members of Congress:

| am pleased to submit the enclosed Progress Report, another important step toward advancing a new plan
for U.S. passenger and freight rail. This report reflects 15 months of study, consultations with States and
freight rail partners, conversations with focus groups of transportation experts, and public outreach events
held with communities across America. It reaffirms the commitment of the Congress and President Obama
to build a nation-wide high-speed and intercity passenger rail system while preserving the Nation's premier
freight rail network.

A half-century ago, President Eisenhower signed legislation implementing another bold and ambitious idea:
the interstate highway system. He envisioned it as a vast system of inter-connected roadways crisscrossing
the nation, and for decades our interstates have moved agricultural and industrial goods to market and
connected millions of people to affordable homes and quality jobs.

Today, the Administration is working to achieve a vision of similar scope and scale. With America’s rail
system, as with the interstates during the 1950s, we haven't yet drawn all the lines on the map, nor solved
all the financing mechanisms. But we are on track to creating a modern, high-speed and interconnected

rail system that will support sustained economic growth, move people and goods with greater speed and
efficiency, relieve growing congestion, and provide another choice for the public’s mobility needs. This report
expands and elaborates on what we have learned so far and iluminates the path ahead. '

I look forward to working with Congress on a long-term plan that re-imagines and renews America’s
transportation infrastructure ~ railroads foremost among it — for a new generation of possibility. Thank you for
you?ntinued leadership and partnership in this exciting and important effort.

/S( erely yours,
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INTRODUCTION

The United States and world econornies are experiénoing an increased demand for rail. Expanding U.S.
passenger and freight mobility will require a networked railroad systemn that is able to modernize and
increase capacity. With an estimated U.S. population growth of 70 million people over the next 25 years,
mostly centered in metropolitan regions, a national rail plan is needed to ensure a coordinated and intelligent
systern that provides safe, reliable, and efficient passenger and freight rail service.

At pivotal times in our country's history, the United States has faced similar challenges and opportunities.
Consider: In the mid-1800s, President Abraham Lincoln made possible the first transcontinental railroad to
accommodate the inexorable westward movement of people and goods. Nearly a century later, President
Dwight Eisenhower launched construction of the interstate highway system to take advantage of a sweeping
restructuring of the American economy, transport a booming population, and maximize the use of a
technological innovation widely affordable after the war: the automobile.

The United States now faces new challenges spurred by unprecedented population growth, economic
transformations, and technological innovations. High-speed rail, now established in many developed
nations, is positioned to benefit the United States as the States' plans mature and projects are implemented.
With FY 2009 kick starting U.S. high-speed rail investrment and planning, follow-on funding and strategic
investment will bring us closer to realizing the vision outined by Congress and the Administration.

The next American transformation will require an interconnected and balanced transportation network

that maximizes the benefits of every mode. A key to integrating these systems is higher-performing rail,
including the full spectrum of high-speed and intercity passenger rail, commuter rail, and freight rail. These
interconnected rail systems will relieve congestion, promote livable communities, facilitate economic
expansion, respect environmental sustainability and provide choices for the American public. This investment
will set the stage for job creation, sustainable economic competitiveness, a more resilient infrastructure and
a lasting prosperity.

EXPLANATION OF PROGRESS REPORT

This Progress Report details the interplay of factors that demonstrate the importance of efficient and
effective rall infrastructure to the Nation's economy. These include a dramatic increase in population,
particularly in high-growth areas, and the concomitant need for transporting more freight and improving
safety. Such an infrastructure will also reduce fuel consumption, which, in turn, will enhance our national
security by diminishing our reliance on foreign oil.

This report will then describe the different yet complermentary visions for the two rail systems, a high-speed
and intercity passenger rail system and a high-performing freight rail system. These systems will use many
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of the same resources and much of the same infrastructure. Working in tandem, they will connect people
and goods in a seamless and efficient manner.

Finally, the report will describe the Federal Railroad Administration’s (FRA) outreach program to develop the
National Rail Plan, and its synergy with the U.S. Department of Transportation's (DOT) Strategic Goals.

MORE PEOPLE, MORE FREIGHT, MORE CHALLENGES

By exarhining trends and comparing the social, economic and environmental costs of the various modes of
transportation, the options for moving people and freight can be weighed. When comparisons are made,
rail emerges as one of the safest and most fuel-efficient transportation modes, which positions it to make

a significant contribution to improving America’s transportation system. U.S. Census Bureau data project
dramatic population growth which will drive increased passenger mobility needs and lead to a corresponding
increase in the movement of goods. Tha FRA's analysis has shown that on average, Americans require

the freight system to move 40 tons of freight per person annually. This includes bulk commodities such

as coal for power, grains for food, and high-value consumer goods. These demographic realities mean:

Next 25 years 70 Million more people 2.8 Billion more tons of freight

Next 40 years =100 Million more people  3»4 Billion more tons of freight

46
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PROJECTED POPULATION GROWTH A\JD
THE CHALLENGES IT POSES

If current trends persist, as the population of the United States continues to grow in the decades ahead,
urbanized areas will increasingly converge into larger networks of metropolitan areas termed megaregions.
There is considerable research on what constitutes a megaregion and Map 1 depicts areas commonly
included in megaregion literature. It is forecast that by 2050, 75 percent of the Nation's inhabitants will
live in these areas and 80 percent of population growth will occur there.!

These megaregions possess dynamic social, economic, and geographic characteristics that are not defined
by political or jurisdictional boundaries, rather by concentrated populations and economic activity. Many of
the goods consurmed by these densely populated areas will be supplied by the surrounding rural regions
and nearby ports. Traffic congestion and lost productivity as well as their related effects will continue to
diminish the quality of life in and around these megaregions. The Texas Transportation Institute estimated
that the cost of congestion in 2007 alone was $87.2 bilion and 2.8 billion gallons of gasoline were wasted
in 439 urban areas.? The continued growth of these megaregions will impose even more stress on their
transportation systems.

Map 1: Emerging Megaregions
Source: Regional Plan Association

'Dewar, Margaret and David Epstein, Planning for "Megaregions” in the United States. Journal of Planning Literature 2007, number
22, pages 108-123. While existing data and studies indicate the existence of megaregions, the definition of megaregion is still being
debated, See also FHWA, “Megaregions: Literature Review of the Implications for Infrastructure Investment and Transportation
Planning, 2007"

ZTexas Transporkatron Institute, Urban Mobihty Report 2009, page 1 (http //ttitamu. edu/documents/mobllity repon 2009_wappx. pdf) '
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These demographic trends are unavoidable, and their effect on our current transportation infrastructure wil
pose enormous challenges. If the Nation is to compete in a global marketplace, more effective investments
in transportation infrastructure must be made, and new options considered. More specifically, our
transportation network must be rebalanced, and legacy funding and governance models must be modified
and improved to accommodate more people and freight.

NEED FOR MORE CAPACITY

America’s population and freight volume are directly
related as illustrated in Table 1. Beginning in 2015,
America’s transportation system will move 13
billion tons of freight. By 2035, it will move 15.3
billion tons. And by 2050, it will move 16.9 billion
tons. Between 2010 and 2035, the transportation
system will experience a 22 percent increase in the
total amount of tonnage it moves. When looking
forward to 2050, the increase is 35 percent, based
upon a total population estimate of 420 million.

In addition to the economic benefits of investment
in passenger and freight rail, significant public
benefits, including reduced fuel consumption

and improved safety, also will be realized.

Table 1: U.S. Freight Movement
(e=estimates)

2002

20508

| 420 169 403

Source: Population estimates are from the U.S. Census Bureau,
Population Division (December, 2009). Tonnage from 1993 through
2007 is from the US DOT/US Census Bureau Commodity Flow

Survey. Population for the same years is from U.S. Census Bureau.
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SAFETY

The FRA's highest priority continues to be the safety of the Nation's railroads, its users, and its employees.
Modern railroads have a safety record that few heavy industries can match. The steady increase in safety
has occurred with FRA, the rail industry, rail labor, and many others working in tandem in public-private
partnerships toward the same goal. The promising safety trends over the past several decades are all

the more impressive given that they occurred during an era of ever-increasing train-miles. Building on the
system’s impressive record of safety, FRA issued a High-speed Passenger Rail Safety Strategy in Novermnber
2009 and will continue o develop standards and guidelines to support this transformational initiative.

Figures 1 and 2 present a fatality comparison between modes.
i

Figure 1: Fatalities (per billion ton-miles) in 2008 Figure 2: Total Passenger Fatalities in 2008

28 - 1

31,238
sezrmry

3

4 . f

vator Rea Tk Ar .. hareey i
The Departrnent's Federal Motor Carrier Safety Administration monitors heavy truck safety in terms of fatalities per 100
million miles traveled. In 2008, the heavy truck fatality rate was 0.1423 fatalitles per 100 million miles traveled.

Figure 3: Source and Use of Petroleum
Source: U.S. Department of Energy, Energy Information Administration

Source of Petroleum Use of Pefrolseum

2 Nel Imports LS. Ptrotsum 2 Tranaporinion A Othar

SOURCE AND USE OF PETROLEUM

The consumption of petroleum is a growing national concern. Not only is the increasing cost an economic
drain, the global competition for petroleum supplies raises profound national security concerns. The
charts in Figure 3 illustrate that the United States imports 57 percent of its oil each year, while 71
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percent of all petroleum is refined into transportation fuel (jet fuel, gasoline, and diesel fuel). Equally
important, a global consensus is emerging about the generation of greenhouse gases (GHG) and their '
effect on climate change. When petroleum is consumed in transportation, GHGs are released into

the atrmosphere. While other forms of non-transportation-refated diesel emissions may be mitigated,
there is a more direct correlation between diesel fuel consumed in transport and GHG emissions.

More efficient methods of transportation, therefore, will reduce GHG and other harmful emissions.

Figures 4 and 5 present an energy comparison between modes.

Figure 4: Ton Miles per Gallon

Figure 5:

BTUs per Passenger Miles
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Notes: These are aggregate data. Further research is needed for a complete comparison of fuel efficiencies for passenger transportation.
Rail and truck efficiency Is based on FRA's 2009 Study of Comparative Evaluation of Rail and Truck Fuel Efficiency on Competitive
Corridors. Fuel efficiency is based on doublestack rail moves and comparable truck moves. For water, see Texas Transportation

Institute, Center for Ports and Waterways, A Modal Comparison of Domestic Freight Transportation Effects on the General

Public, prepared for USDOT, Maritime Administration and National Waterways Foundation, (December 2007), p.42.

RAIL'S POTENTIAL

Automobifize Als Cortlars

An infrastructure program that signiﬁcanﬂy improves and balances America’s transportation network will take
decades of sustained commitment. Figures 6 and 7 show a comparison between the United States and the
rest of the world in the passenger and freight rail markets. The charts indicate that while the US leads the
world in freight rail tonnage, the Nation has limited passenger rail service, reflecting the historical emphasis
on highway and aviation investment. Many nations are trying to improve the balance between passenger
rail and freight rall, just as we are trying to improve passenger rail choices and create additional freight rail
opportunities. We cannot afford to fall further behind in our transportation needs.

Rail passengers and freight often travel between locations on the same corridors. Many regions have
pursued commuter rail as a low-cost way'to improve transportation capacity, from suburban and exurban
areas to central business districts using existing railroad corridors.  The primary issue facing all three systems
(intercity, commuter, and freight) is that limited capacity in existing corridors makes maintaining both refiability
and safety a challenge. A high-performance freight system will require modernized corridors that have the
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Figure 6: Passenger (billion passenger-miles) Figure 7: Freight (billion ton-miles)

Ching Furops

capacity to allow both passenger and freight trains to operate without interfering with each other. Delays

to passengers or freight cannot be tolerated if rail is to be relied upon to deliver competitive services to

its passengers and freight customers alike. Time-sensitive rail freight, exemplified by growing high-value
intermodal traffic, requires investment in upgraded tracks, reduced curvature, improved signal and control
systems, and operating capabilities to facilitate the expeditious movement of freight. A high-performing
freight system will share characteristics and resources with its higher-speed passenger counterpart, and
finding investments that benefit both types of service creates opportunities to optimize the entire rail network.

VISION FOR HIGH-SPEED
INTERCITY PASSENGER RAIL

J ﬁl Goal: Connect coimmunities with High-speed and Intercity Passenger Rail where

population densities and competitive trip times create markets for success.

Transportation solutions have always responded to the unique economic, social, and technological
contexts of their time, and our era requires the same bold spirit that impelled previous innovations.

This Progress Report is another step in further refining the President's vision for improving high-
speed passenger rail service in the United States. When submitted, the National Rail Plan
will offer more detail with strategies and recommendations to accomplish the vision.

Success will require a long-term commitment to passenger rail at the Federal, State, and local
levels, similar to the dedication shown to the interstate highway network in the latter half of the
20th century. It will also require the participation of a number of private entities, from equipment
manufacturers to service operators. We believe that it is an achievable and realistic vision, and one
that responds to the new era of challenges and opportunities confronting the United States.
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OVERVIEW

FRA' vision for a national high-speed rail program is to develop tiered passenger rail corridors that take into
account the different markets and geographic contexts found throughout the United States. This approach
builds on the legislative framework established in the Passenger Rail Investment and Improvement Act of
2008 (PRIIA) and $8 billion provided in the American Recovery and Reinvestment Act of 2009.

This vision includes the following tiers:

= Core Express Corridors: These routes would connect large urban areas up to 500 miles apart
with 2-3 hour travel time and train speeds would be between 125 and 250 mph. Service will be
frequent and will operate on electrified, dedicated track that is publicly owned. Based on their
operation in and between large, dense metropolitan regions, the Core Express corridors will form the
"backbone” of the national passenger rail system.

e Regional Corridors: This network would connect mid-sized urban areas, and smaller
communities in between, with convenient, frequent 90-125 mph service on a mix of dedicated
and shared frack, depending on the particular corridor. In some areas, these corridors could
connect to Core Express corridors, with many potential passenger services operating over both
the Core Express and Regional routes.

° Emerging/Feeder Routes: Emerging routes would connect regional urban areas at speeds up
to 90 mph on shared track. In some areas, the Emerging/Feeder roUtes could connect to the
Core Express or Regional corridors, allowing residents of these smaller or more distant areas to
have efficient access to the national systerm.

° Community Connections: For this vision of 21st century passenger rail to be successful, it
must be integrated with existing and future policies and investments in public transportation,
airports, and other modes to provide convenient options for accessing the passenger rail network.
This access is critical to ensuring that passenger rail is a viable alternative to other methods of
intercity travel.

The U.S. Department of Transportation is developing criteria to identify regions of the country where Core
Express, Regional, and Emerging/Feeder corridors could be feasible. This criteria will include variables such
as estimated trip times, highway and airport congestion, ridership estimates, distance, and other key cost
and benefit measures. In part, the goal of this criteria will be to ascertain how high-speed passenger rail can
serve the increasing mobility needs between megaregions.




Costs and Benefits
The total capital investment needed to develop the future high-speed and intercity passenger rail network is

_ significant, like other major infrastructure programs and. projects. Investment must include all costs associated
with developing the system, including planning and engineering, right-of-way acquisition, and the construction
of track, stations, and other facilities and equipment.

While passenger rail systemns are capital intensive, the benefits are expected to be significant. In addition to
addressing major transportation challenges such as population growth, energy consumption, environmental
protection, and congestion,.this passenger rail vision will also:

° Balance the transportation network and provide complementary service between
modes. In some cities, there is simply no room to expand airports or highways,
regardiess of whether financing is available to accomplish these projects. A high-
speed and intercity passenger rail network will complement existing transportation
choices and, in many cases, relieve some of the increased demand.

A recent analysis by the U.S. Conference of Mayors showed that the introduction of
high-speed rail service could have a substantial impact on how people make intercity trips.
The report examined four potential high-speed rail hubs (Los Angeles, Albany, Orlando, and
Chicago) and found that high-speed rail could reduce intercity car trips to these cities by 27
percent on average, and eliminate the need for 900,000 annual short-haul flights—just to
these four hubs.® The resulting congestion decreases for both air and highways will result in
significant and measurable savings that accrue to the local economies in which they occur.

Table 2 illustrates the comparative advantage of different modes based on market factors.

Table 2: Potential Modal Comparative Advantage by Market

+ 100-600 ' 600-3000

i R

Moderate I Auto and Bus . High-speed Rail ' Auto and Bus
£ Commuter Rail : Auto and Bus ~Air
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@ Reduce congestion in America’s megaregions. In Map 2, megaregions are illustrated along with
the top 10 most congested airports and the top 10 cities with the most congested roads. High
speed rail could be particularly beneficial in these areas. As the Brookings Institution recently
found, “continued growth in short haul air travel (500 miles or less) presents logistical, economic,
and environmental challenges.™ In the urban areas depicted in Map 2, the average annual delay
per traveler is over 53 hours, which equates to more than 6 days (per year) lost due to congestion.®

Map 2 : Megaregions and Top 10 Congested Airports and Roads
Source: Map from Regional Plan Association

LEGEND
@ Top 10 Congested Alrport (incl, all 3 NYC alrports)
Top 10 Congested Roads
@ Top 10 In both categories

“Metropolitan Policy Program at Brookings, Metropolitan Infrastructure Initiative Series, October 2008.
STexas Transportation Institute, Urban Mobility Report 2009.
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