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Appendix B5

RESPONSES TO OPERATOR COMMENTS

This Appendix Section B5 provides detailed responses to Operator letters, presented in the below

order:

CSX Transportation (CSXT)......ccviririiiniieiineeceee e B-327
Norfolk SOUthern (INS) ......ccooeiiiriiiiiiec e B-409
AINEIAK ..o B-412
Virginia Railway Express (VRE) ........ccccccviiiiiiiiiiiiiiiicccccccceee B-416
Washington Metropolitan Area Transit Authority (WMATA) ........cccceviiiniiiininnnnn. B-426
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[ CcSX ] 500 Water Street
(X oo

Jacksonville, FL 32202
Tel. 804-359-2485
Quintin C. Kendall
Vice President

State Relations & Public Funding

November 7, 2017

Via e-mail to emily.stock@drpt.virginia.gov

Ms. Emily Stock

Manager of Rail Planning

Virginia Department of Rail and
Public Transportation

DC2RVA Project Office

801 East Main Street, Suite 1000

Richmond, VA 23219

Dear Ms. Stock:
Please find enclosed CSX Transportation’s comments on the DC-to-Richmond Southeast High

Speed Rail Tier II Draft Environmental Impact Study. We appreciate the opportunity to support
this study and work with you and the Project Office.

tin, Kendall
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CSXT

(No comments on this page)
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DC-TO-RICHMOND SOUTHEAST HIGH SPEED RAIL
TIER II DRAFT ENVIRONMENTAL IMPACT STUDY

COMMENTS OF CSX TRANSPORTATION, INC.

NOVEMBER 7, 2017

CSXT (continued)

(No comments on this page)
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INTRODUCTION

CSX Transportation, Inc. (“CSXT”) is pleased to comment on the Tier II Draft
Environmental Impact Statement for the DC-to-Richmond Southeast High Speed Rail project
(the “DEIS”). CSXT has long hosted passenger rail on this corridor, and looks forward to
continuing its partnership with Virginia and the Federal Railroad Administration to ensure both
freight and passenger rail service in the Commonwealth are operated to maximize efficiency.

The proposed project will be built on CSXT property. CSXT owns the entire 125-mile
“DC2RVA? rail corridor that runs from Washington, D.C. to Richmond, Virginia. The project
cannot move forward without CSXT’s approval, and while CSXT is supportive of appropriate
rail capacity to efficiently handle freight and passenger service, it will not further consent to
additional passenger service on its tracks that does not ensure CSXT maintains sufficient
capacity to handle current and future levels of freight traffic.

The DEIS embraces the universal consensus that the DC2RVA corridor has been
congested for many years. The Commonwealth committed, decades ago, to construct a third
main line track to accommodate additional VRE service on the corridor. It explained in 1995
that because “finite capacity ... presents a challenge to the ontime operation of freight, intercity

»

passenger, and commuter service,” “good public policy would require that as additional VRE
service is warranted ... that a third mainline must be built” in VRE-served territory. Letter from
Virginia Secretary of Transportation Robert E. Martinez to CSX CEO John W. Snow (Jan. 10,
1995) (attached as Ex. A). Yet that commitment has only been half fulfilled. In the meantime,
passenger service has increased year after year. While the DEIS proposes to largely complete

the long-needed third main for the entire corridor, all should understand that the full third main is

necessary to handle the current volume of passenger trains effectively. Instead, the DEIS
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CSXT (continued)

Note that the response numbering corresponds to the DRPT-numbered
statements (as indicated by the numbered black bars on the right side of
the CSXT letter), and is not intended to align with the section numbering
within the CSXT letter.

1. The Department of Rail and Public Transportation (DRPT)
acknowledges that CSXT owns the entire 123-mile DC2RVA
rail corridor. DRPT looks forward to continuing close
cooperation with CSXT on projects in the rail corridor that
increase rail capacity to efficiently handle freight and
passenger service.

DRPT notes that, in addition to the responses provided to
CSXT’s letter dated November 7, 2017, much of the content of
these responses to CSXT’s comments are contained within the
DC2RVA Project Recommendation Report for the Preferred
Alternative, which is Appendix I of the Final EIS.

2. DRPT has been working in partnership with CSXT on several
projects to construct a third main line track to accommodate
additional VRE service on the corridor, such as the Crossroads
to Hamilton third track project completed in May 2016, and
the Atlantic Gateway project to add a third main line track
between Franconia and Occoquan, which is currently in the
initial phases of design. In addition, DRPT is working with
CSXT and the Federal Railroad Administration (FRA) to add a
third main line track in the corridor between Powells Creek
and Arkendale. Both of these separate projects are referenced
in Chapter 4 of the Final EIS.

3. The Preferred Alternative, as defined in Chapter 4 of the Final
EIS, proposes to construct a third main line track for the entire
corridor, including the portion of the corridor south of the
Virginia Railway Express (VRE) commuter-served territory
not covered under existing commitments, except where
limited by existing physical, environmental or historic
conditions, such as in Area 5 through downtown Ashland.
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proposes using the third main to increase the volume of passenger trains. As the DEIS modeling

shows, that will unacceptably degrade the performance of the entire network.

In the past, when CSXT was presented with a specific request to add passenger service on

the corridor, it would evaluate it in light of its four core principles:

Capacity. Any addition or expansion of passenger rail service on the CSXT network must
ensure that the capacity used by the new service is fully replaced at no cost to CSXT, and
before the initiation of new service, such that CSXT has sufficient capacity to handle current
and future freight volumes without any degradation of service.

Safety. All passenger rail service must meet CSXT’s guidelines for safe operations, with
facilities serving both passenger and freight traffic engineered to CSXT standards and limited
to 90-mph service.

Compensation. CSXT must receive adequate compensation to host passenger service. The
compensation must be sufficient to cover CSXT’s costs and support reinvestments in
infrastructure necessary to continue providing safe, efficient, and environmentally-friendly
freight service. The compensation must also take into consideration the value of CSXT real
estate and rail infrastructure used, as well as incremental maintenance costs caused by higher
speed passenger trains. CSXT and its freight rail customers (and ultimately, consumers of its
customers’ products) should not be asked to subsidize passenger service.

Liability. CSXT must be fully protected from any liability arising from the presence of
passenger rail service on its right-of-way. This includes the requirement that the operator
and/or appropriate public agency provide evidence of mutually acceptable, adequate

insurance.

CSXT (continued)
(Response to comment 3 on previous page)

4.

DRPT acknowledges CSXT’s statement of its four core
principles for permitting new passenger rail services on its

lines.
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BACKGROUND

1. Freight Rail Is A Driver Of Economic Activity And Provides Environmental
Benefits In Virginia And Across The Nation.

The DEIS recognizes the many benefits of a robust freight rail system—and that
increased capacity is necessary to maintain that vitality. It explains that the corridor “is nearing
capacity” at the same time that “demand for freight movement” in the area is “growing” due to
population increases and the “ongoing expansion of Virginia’s deep water ports, rail-dependent
industries, and intermodal facilities.” DEIS ES-4; see also id. at 1-9 (finding that the regional
economy must have “reliable and convenient movement of goods ... to remain strong and
grow”). As described in the 2013 state rail plan, freight rail is a significant driver of economic
growth in Virginia, particularly due to its integral role at the Port of Virginia. The Port is ranked
second on the east coast and fifth nationwide in infrastructure. See Robert McCabe, Port of
Virginia Now Ranks Among Top 5 Biggest Ports in North America, Virginian-Pilot (Sept. 30,
2017), https://pilotonline.com/business/ports-rail/port-of-virginia-now-ranks-among-top-biggest-
ports-in/article_03bcd78a-f714-5249-867d-4e5¢226ba93d.html. It supports over 240,000 jobs,
and generates $13.5 billion in wages and $41.1 billion in tax revenues annually. Virginia
Statewide Rail Plan 2-12 (2013); see also DEIS 1-11 (“[TThe port is a major source of economic
growth.”). According to the Rail Plan, the “robust rail network” connecting the Port of Virginia
to interior markets is a “key component” of that success. Id. at 2-12 to 2-13. In fact, the “port
has the strongest rail integration in North America,” with 38% of its cargo handled by rail.
CBRE, 2017 North America Seaports & Logistics Annual Report 17 (Sept. 2017),
http://bit.ly/2kOw90L. These Virginia statistics are reflective of the railroad industry’s broader
economic impact: Nationally, CSXT and the other Class I railroads support approximately 1.5

million jobs, $273.6 billion in economic output, $88.4 billion in wages, and $32.8 billion in tax
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RESPONSES TO OPERATOR COMMENTS

DRPT concurs that freight rail is a driver of economic activity
and provides environmental benefits in Virginia and across

the nation.
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CSXT (continued)
(Response to comment 5 on previous page)

6. DRPT concurs that the DC2RVA corridor is a critical
revenue annually. See Towson University, Regional Economic Studies Institute, Economic and component of CSXT’s rail network.

Fiscal Impact Analysis of Class I Railroads 13 (2016).

The DEIS also recognizes the environmental benefits of freight rail, noting that “every
ton-mile of freight moved by rail instead of truck emits 67 percent less greenhouse gas
emissions,” and that even a 5% diversion of truck-carried freight to rail would save 800 million
gallons of fuel and reduce greenhouse gas emissions by 9 million tons—annually. DEIS 1-26.
That is the same impact as “taking 1.8 million cars off the road.” 1d.; see also id. at 1-7 (defining
improved air quality and reduced greenhouse gas emissions as a purpose of the DC2RVA
project).

In light of the many economic and environmental benefits of freight rail, the DEIS
correctly concludes that the project must “accommodate growth of freight rail service in an
efficient and reliable multimodal rail corridor” and that “the proposed improvements [must]
enhance the efficiency of freight rail movements within the corridor.” DEIS ES-1, ES-3; see
also id. at 1-7 (project purposes include “diverting ... movement of freight by trucks™ to rail).

2. The DC2RVA Corridor Is A Critical Component Of CSXT’s Network.

The DC2RVA corridor is approximately 125 miles long, consisting entirely of CSXT-
owned tracks and right-of-way. The vast majority of the route is on CSXT’s RF&P Subdivision,
which runs south from the Long Bridge in Arlington, through Fredericksburg, Doswell, and
Ashland, and to Acca Yard, a major rail hub on the northern side of Richmond. The RF&P is
generally double-tracked; some portions north of Fredericksburg are triple-tracked. From Acca,
the corridor continues south through the Richmond area to the end of the DC2RVA study area, in
Centralia, on two parallel lines: the North End Subdivision (known as the A-Line, west of

downtown), and the Bellwood Subdivision (the S-Line, through downtown). The study also
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includes CSXT’s Peninsula Subdivision which heads east from Richmond, and the Buckingham
Branch Railroad (BBRR), a parallel north-south route connecting to the main line in Doswell and
Richmond.

These lines, part of CSXT’s I-95 Corridor and National Gateway, are a “critical” part of
the broader CSXT network, which encompasses 21,000 miles of track across 23 states and the
District of Columbia. DEIS App. A 3-9. To the south, the network continues on to southern
Florida, along the way serving local industry as well as major ports in, among other cities,
Hampton Roads; Wilmington, North Carolina; Charleston, South Carolina; Savannah, Georgia;
Jacksonville, Florida; and Miami. To the north, the I-95 Corridor continues through
Pennsylvania, New Jersey, New York and New England. That north-south route plays a “vital
role in moving ... rail freight for shippers in Virginia and along the entire eastern seaboard.”
DEIS 1-19.

The north-south lines also feed the east-west routes of the National Gateway, which
provides the connection between the mid-Atlantic ports and Midwest consumption markets,
serving customers throughout Ohio, Indiana, West Virginia, Kentucky and Tennessee. And with
connections to other carriers in Chicago and other rail destinations, the network provides service
to the west coast ports. The result is “the primary intermodal train corridor for CSXT connecting
the Port of Virginia” and other mid-Atlantic ports “to national markets.” DEIS 1-19; see aiso id.
at 1-3 to 1-10.

The Commonwealth and CSXT are also jointly investing in a bypass of the Acca Yard in
Richmond—an upgrade that will benefit both passenger and freight service. In another joint
project with the Commonwealth, CSXT has enhanced service to Virginia industry with a new

two-mile siding in Branchville, which supports expansion of the Chesapeake, VA Perdue facility
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CSXT (continued)
(For response to comment 6, refer to page B-332)
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by allowing longer trains between the grain elevators and the Port of Virginia. The DEIS’s
prioritization of passenger service would undercut these public and private investments.

Speed and reliability have always been important to successful freight rail service. But
they have become increasingly important as freight rail traffic grows and shifts to more time-
sensitive services such as intermodal. Customers recognize that rail can provide greater speed
and reliability than shipping by trucks, which depend on increasingly congested highways. See
generally Association of American Railroads, Rail Intermodal Keeps America Moving (Apr.
2017). Consequently, this year CSXT has implemented a “Precision Scheduled Railroading”
operating plan, which emphasizes regularly scheduled service and tight tolerances for on-time
arrival of customer shipments. CSXT needs to maintain sufficient capacity on this key corridor
in order to accommodate these current needs, as well as to ensure flexibility to meet future needs
as they arise. Yet in the DEIS, the proposed passenger service consumes all the added
capacity—and more—limiting future operational flexibility to better serve freight customers and
grow their business.

3. Stakeholders Have Long Agreed That Additional Capacity Is Needed On
The Corridor.

Numerous studies and agreements have recognized that additional infrastructure is
desperately needed on parts of the corridor to address capacity shortages caused by the increased
number of passenger trains. The growing challenge is illustrated by the major increase in
passenger traffic on the corridor in the last 25 years. In 1991, it hosted approximately 22
passenger trips a day—all Amtrak service, a number that had remained roughly steady for many
years. Once VRE initiated service in 1992, the passenger train count rapidly increased to 38.

Now the corridor handles 59 passenger trains on an average weekday: 25 Amtrak trains and 34

CSXT (continued)

(For response to comment 6, refer to page B-332)

7.

DRPT agrees that additional rail capacity is needed on the
corridor to accommodate proposed increases in passenger
service, and through the years DRPT has worked closely with
CSXT and VRE to construct additional track capacity in the
corridor. DRPT looks forward to continuing close cooperation
with CSXT on the DC2RVA Project and other projects in the
rail corridor that may increase rail capacity to accommodate
increased freight, passenger, and commuter rail service.
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VRE trains.! That is a 170% increase in passenger traffic. But there has not been an equivalent
increase in capacity. Rather, there has been an addition of approximately 28 miles of main line
track (a roughly 11% increase), along with targeted reconfigurations and upgrades at selected
locations.

The resulting capacity challenges have become increasingly acute as the demand for
freight rail service—particularly time-sensitive cargo—rises. Moreover, VRE has planned for
further growth, above and beyond the intercity passenger service that is the focus of the DEIS.
Significant upgrades are needed to accommodate these trends.

There has been a long-standing consensus that a third main track was needed to handle
what are now current levels of traffic: VRE’s popularity became clear shortly after its 1992
launch. As the service quickly grew, the Commonwealth recognized in 1995 that because “finite
capacity ... presents a challenge to the ontime operation of freight, intercity passenger, and

» ¢

commuter service,” “good public policy would require that as additional VRE service is
warranted ... that a third mainline must be built” on the northern part of the corridor. Letter
from Virginia Secretary of Transportation Robert E. Martinez to CSX CEO John W. Snow (Jan.
10, 1995) (attached as Ex. A); see also VRE Operating Agreement at 7, 8, 27 (Jan. 1995)
(attached as Ex. B). The need for a third main line track to accommodate this growth in
passenger service was recognized repeatedly over the following two decades, documented in
numerous agreements with VRE and the Commonwealth. For example, a 2002 Memorandum of

Understanding between the Commonwealth, VRE, and CSXT recognized the prior commitment

that there would be “no further expansion” of VRE service “prior to the completion of a third

! Eighteen of the VRE trains serve its Manassas line, and diverge west from the CSXT main line in Alexandria.
The remainder of the VRE trains run to Fredericksburg, and the Amtrak trains continue the full length of the
corridor to Richmond.
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CSXT (continued)
(For response to comment 7, refer to page B-334)
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mainline.” MOU at 2 (Jan. 2002) (attached as Ex. C). The same document also set up a process
by which to determine if and when smaller upgrades would allow the expansion of either VRE or
certain Amtrak service “without impairment of existing and future freight and Amtrak inter-city
passenger service reliability, safety or growth.” Id. at 6.

Similarly, a 2009 Framework Agreement with the Commonwealth recognized that “any”
expansion of “passenger rail operations conducted over CSXT’s lines ... without infrastructure
improvements,” could “reduce CSXT’s capacity to operate freight rail transportation service in
the Commonwealth,” and in turn, increase the burden on Virginia’s road network. Framework
Agreement By and Between VDRPT and CSXT at 2 (Mar. 19, 2009) (attached as Ex. D). And
most recently, a 2016 Term Sheet Agreement recognized the importance of maintaining “the
capacity and utility of this irreplaceable CSXT corridor in the national rail network,” as well as
the “guiding principle ... that new passenger rail service [is] not started before the infrastructure
required to support [it] [i]s constructed.” Non-Binding Term Sheet Between VDRPT and CSXT
at 1,4 (Apr. 11, 2016) (attached as Ex. E).

Numerous government studies have also highlighted the need for at least three main line
tracks on the corridor in order to accommodate passenger service growth without impairing
critical freight capacity. See, e.g., Amtrak, Report to Congress: Potential Improvements to the
Washington—Richmond Railroad Corridor at ES-18 (1999); VDRPT, Washington, DC to
Richmond Third Track Feasibility Study at i (2006) (“There is no doubt that this is a high priority
freight and passenger rail corridor that will require significant investment in order to maintain

and improve mobility for people and goods.”).

CSXT (continued)
(For response to comment 7, refer to page B-334)
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DISCUSSION

CSXT generally believes that the infrastructure improvements proposed in the DEIS are
the correct ones in order to meet the goal of adding a third main line to the RF&P. But these
improvements will not allow for the proposed increase in the volume of passenger traffic—a
conclusion that is evident from the DEIS’s own modeling. In the context of the principles of
capacity, safety, compensation, and liability set forth above, CSXT offers the following
comments on the DEIS.

First, even with the benefit of unrealistic assumptions and methodological flaws, the
DEIS’s operations modeling demonstrates that the proposed level of traffic cannot be
accommodated by the proposed infrastructure.

As a starting point, the validity of the model is questionable. It “assumed ideal operating
conditions: that all tracks are fully operational, with no outages for maintenance, repairs, or other
restrictions on operations.” DEIS App. L 4-2. That, of course, does not represent the reality of
operating a railroad. For example, required maintenance, both routine and unplanned, regularly
requires shutting down sections of tracks and slowing adjacent traffic. Additionally, weather
conditions such as high summer heat and heavy precipitation also require reducing train speeds.
See generally VRE, “Train Delays,” https://www.vre.org/about/blog/train-delays. The DEIS
modeling assumes none of these restrictions will occur. Moreover, it assumes that Amtrak trains
always enter the corridor on time, a premise not borne out in reality but which makes it easier for
the model to reflect “on-time” passenger service. Conversely, the modeling holds freight trains
outside the corridor until a relatively clear path is available, artificially decreasing congestion
and inflating freight performance. Another problem is that the DEIS relies on only five

successful runs (or “seeds”) of each specific case tested to conclude the case is viable, without
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CSXT (continued)
8. Comment noted.

9. and 10. DRPT conducted additional modeling in coordination
with FRA that included cases that simulated maintenance-of-
way outages, which is summarized in Section 3.2 of the Final
EIS and fully discussed in Appendix F of the Final EIS. DRPT
is conducting additional Project modeling as part of the
Corridor Service Development Plan (SDP) phase of the
DC2RVA Project, which would include a review of modeling
assumptions, cases, and inputs, as well as additional
simulation with maintenance-of-way outages; refer to Section
7.3 of the Final EIS for description of the SDP.

11. See response to DRPT-numbered statement #9 and 10.
12. See response to DRPT-numbered statement #9 and 10.
13. See response to DRPT-numbered statement #9 and 10.

14. Comment noted.
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CSXT (continued)

(Response to comment 14 on previous page)
15. Comment noted.

regard to how many runs of the case resulted in failure. Valid models test the robustness of
16. Comment noted.
planned infrastructure under real-world conditions by including randomized inputs which vary
with each run. Five successful seeds do not test a wide enough range of real-world scenarios. In
contrast, CSXT generally requires at least 30 successful runs of a given model to be confident of
its accuracy.”

Even with this unrealistic methodology, the modeling shows the proposed infrastructure
cannot actually accommodate the planned levels of passenger service. On the most successful
cases tested in the DEIS, the model “fail[ed] to dispatch” in several runs (seeds)}—meaning “the
operations simulation concluded that the infrastructure had insufficient capacity.” DEIS 2-117.
In short, gridlock. Of the remaining seeds in each of those cases, the simulation ran to
completion, but the prioritization of passenger service led to commercially unacceptable delays
in freight service. Time-sensitive intermodal service was particularly degraded.?

Second, the DEIS fails to adequately address the Ashland area (Alternative Area 5), long
recognized as a bottleneck on the corridor. In 2006, at the request of the Virginia General
Assembly, VDRPT issued the Washington, DC to Richmond Third Track Feasibility Study,
which estimated the cost of a third main line at $684 million in 2006 dollars, not including right-
of-way acquisition and utility relocation. The study states:

The improvements included in this estimate do not include the construction of a

third track in several key areas, including Ashland, Fredericksburg and the Long

Bridge across the Potomac River. These three sections will require very

expensive solutions to provide additional rail capacity while minimizing the

impact on surrounding communities. Improved passenger rail service can be

provided in this corridor without a third track in these locations, but these areas

will become bottlenecks that will limit reliability and the capacity for additional
future service growth.

2 Additional analysis of the DEIS modeling is included in the attached Appendix.

10
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VDRPT, Washington, DC to Richmond Third Track Feasibility Study ES-2 (emphasis
added).

For two of the three bottlenecks identified by the VDRPT study, the DEIS makes an
effort to propose options that will presumably accommodate at least present levels of service
without complete gridlock. Specifically, it proposes a third main through Fredericksburg and
contemplates expanding capacity at the Long Bridge, the subject of a separate NEPA process.
But, regrettably, after intensive study, the DEIS does not recommend a proposed alternative with
regard to Ashland. Instead, it continues to consider an unworkable “3-2-3” configuration—i.e.,
one that provides for only two tracks through or around Ashland. Even under the optimistic
conditions assumed by the DEIS modeling, the model often “fails to dispatch.” DEIS 2-117.
The modeling showed that “either a third main track through Ashland or a two-track bypass
around Ashland would provide the highest likelihood that trains would meet their performance
goals.” DEIS 2-118 (emphasis added). If those options have at best a marginal chance of
working, it is indisputable that having only fwo tracks through the Ashland area with the
proposed volume of service will cause unresolvable bottlenecks, as predicted over a decade ago.
Indeed, the FRA conducted subsequent modeling using only two tracks through the Ashland
area—a project not acknowledged in the DEIS—and the results confirmed that such an approach
is simply unworkable. See Appendix at 8-11.

The FEIS must select an alternative that includes at least three tracks for Alternative Area
5 in order to support the proposed increases in passenger traffic. Yet, the DEIS gives inadequate
consideration to one viable approach for achieving just that: using the Buckingham Branch
Railroad (BBRR) as an eastern bypass for passenger traffic. The BBRR meets the CSXT main

line at Doswell (north of Ashland) and reconnects to the S-Line just north of Main Street Station

-
N
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CSXT (continued)
(Response to comment 16 on previous page)
17. Comment noted.

18. As described in statements #9 and #10 above, DRPT
conducted refined modeling that used only two tracks through
the Ashland area subsequent to the Draft EIS preliminary
simulation modeling; the findings of this effort are
summarized in Section 3.2 of the Final EIS and fully discussed
in Appendix I of the Final EIS. This additional operations
analysis modeling confirmed that the range of alternatives
evaluated in the Draft EIS, and selected as the Preferred
Alternative in the Final EIS, were appropriate to accommodate
the level of service proposed. DRPT and FRA note that the
section of the Project in Area 5 through downtown Ashland is
limited by existing physical, environmental, and historic
conditions, which cannot be overcome without increased cost
and impact to the community and environment. As services in
the DC2RVA corridor are developed and implemented
incrementally, DRPT looks forward to working with CSXT on
future phases of the Project.

19. Comment noted. Analysis on the use of the Buckingham
Branch as a freight bypass around Ashland is included in
Appendix A of the Draft EIS. In addition, analysis of the use of
the Buckingham Branch as a freight and passenger bypass
around Ashland is included in Appendix G of the Final EIS, as
part of the summary of the Town of Ashland / Hanover
County Community Advisory Committee (CAC) activities.
Routing certain passenger trains via the existing Buckingham
Branch line from Richmond to Doswell would require
skipping both the Staples Mill Road and Ashland stations,
which would not meet the intercity passenger rail demand in
the Project and thus would not meet the Purpose and Need of
the Project.
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in Richmond. Almost a decade ago, the FRA considered and dismissed one plan to use the
BBRR as a bypass for passenger traffic. See DEIS App. A 5-89. More recently, the agencies
dismissed several other proposals to use the BBRR to provide additional capacity through the
Ashland area. See id. at 5-64 to 5-71, 5-81 to 5-89. These options should be more fully studied
and modeled. For example, not every intercity passenger train needs to serve Ashland, and
upgrades to the existing BBRR right-of-way are at least as feasible as constructing a new bypass
in a new right-of-way to the west of Ashland, an alternative that remains under consideration.
The FEIS should more seriously evaluate whether the BBRR can provide the necessary third
track through the Ashland area.

Third, the DEIS appears to rely on an On-Time Performance standard that has been
nullified by the federal courts. See DEIS 1-21 & n.17, 2-116, App. I 2-7. That standard was
promulgated by Amtrak and the FRA under Section 207 of the Passenger Rail Investment and
Improvement Act of 2008, but was struck down as unconstitutional by the U.S. Court of Appeals
for the D.C. Circuit. See Ass’n of Am. R.R.s v. Dep’t of Transp., 821 F.3d 19 (D.C. Cir. 2016).
The U.S. Court of Appeals for the Eighth Circuit subsequently struck down the Surface
Transportation Board’s effort to implement its own On-Time Performance standard. See Union
Pac. RR. v. STB, 863 F.3d 816, 826 (8th Cir. 2017). In light of these developments, on-time
performance remains a matter of contract between Amtrak and CSXT, taking into account
reasonable service schedules and real-world conditions.

Fourth, the FEIS must adequately address the issue of compensation, and acknowledge
that CSXT will not be responsible for the true incremental cost of accommodating the proposed
passenger service on its tracks. That means the FEIS should accurately reflect both the project’s

true infrastructure costs and the additional operating expenses involved in operating the proposed

CSXT (continued)
(Response to comment 19 on previous page)
20. Comment noted.

21. The capital infrastructure cost estimates of the Preferred
Alternative are summarized in Section 4.5 of the Final EIS. The
estimates are based on conceptual engineering at an
approximately 10% level of design using available desktop
data. The purpose of the capital cost estimates is to provide a
comparative cost between alternatives to assist environmental
decisions to be made. Railroad signals and communications
systems are estimated based on compared system costs from
the California High Speed Rail project as part of the 10%
conceptual engineering that was performed in support of the
environmental documentation for this Project. Comparable
cost information for railroad signals and communications
systems was not available for inclusion in the Draft EIS due
level of design at that phase. Appropriate order of magnitude
cost estimates of the system were included in the capital costs
estimates for comparative purposes only. These costs do not
reflect refined actual costs based on a more detailed level of
design, as mnoted by CSXT Engineering in their
acknowledgement of the statement in Draft EIS Appendix K
and in their assessment of crossing gate system costs.
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3-track Class V railroad rather than the current 2-track Class IV railroad. Notably, the estimated
annual operations and maintenance costs are only briefly discussed in the DEIS (with no
supporting details or methodology). See DEIS 2-123 to 2-124. Similarly, the DEIS
acknowledges that its capital cost estimates are incomplete. See DEIS App. K 1-1 (“The
conceptual costs DO NOT represent the total Project cost, which will be highly dependent on
schedules, construction phasing, and numerous other factors that have not been defined at this
stage of Project development.”). And even some of those costs that are included appear to be
inaccurate. For example, CSXT Engineering believes the DEIS significantly understates the cost
of installing complex 4-quad crossing gate systems. See id. at 7-3 (estimate of $542,996 per
crossing). Similarly, the DEIS does not appear to reasonably estimate the cost of replacing the
entire signal system on all tracks along the entire length of the 125-mile DC2RVA corridor to
accommodate the DEIS’s proposed speed increases.

Finally, the FEIS should address questions of safety and liability. Specifically, it should
acknowledge that CSXT, as the property owner, has total plenary authority to determine what
constitutes safe passenger operations on its own tracks. The FEIS must also acknowledge that,
prior to the commencement of any new passenger service, CSXT must be fully protected from
any liability arising from passenger operations on its property.

CONCLUSION

CSXT generally believes that the infrastructure improvements proposed in the DEIS are
the correct ones in order to meet the goal of adding a third main line to the RF&P. However, the
proposed improvements are insufficient to support the contemplated increases in passenger

traffic.

SOUTHEAST HIGH SPEED RAIL

\\DCTD
RICHMOND

RESPONSES TO OPERATOR COMMENTS

CSXT (continued)
(Response to comment 21 on previous page)

22. DRPT acknowledges that CSXT, as the property owner of the
DC2RVA corridor, has total plenary authority to determine
what constitutes safe passenger operations on its own tracks
in accordance with safety regulations governing passenger
operations enacted by FRA.

23. As services in the DC2RVA corridor are developed and
implemented incrementally, DRPT looks forward to working
with CSXT on future phases of the Project, which includes a
Corridor Service Development Plan (SDP) to incrementally
implement the service improvements planned in the DC2RVA
Project. As part of the SDP effort (see Section 7.3 of the Final
EIS), DRPT will prepare additional operations analysis to help
define the infrastructure required to deliver phased intercity
passenger rail service growth through the 2045 Build
Alternative. DRPT and FRA recognize that future operations
analysis may suggest modifications to the infrastructure or the
proposed operating plan beyond that presented in the EIS.
Should potential modifications include a significant increase
in environmental impacts or a reduction in the benefits
presented in the EIS, a supplemental NEPA analysis may be
required, as applicable under current or future NEPA
regulations.

Separate from the Purpose and Need of the DC2RVA Project,
DRPT and FRA also recognize that CSXT, VRE, or other Project
stakeholders may pursue additional capital improvements
along the DC2RVA Corridor between Centralia and
Washington, D.C., or on the adjacent railroad network.
Additional operations analysis performed as part of the SDP,
or in subsequent iterations through the life of the DC2RVA
Project, will need to include the modifications to the railroad
network constructed by others to continue to estimate that the
infrastructure defined in the EIS for the DC2RVA Project
remains effective to meet the Purpose and Need of the Project.

Exhibit A: Letter from Robert E. Martinez, Secretary of
Transportation, Commonwealth of Virginia, to John W. Snow,
Chairman & Chief Executive Officer, CSX Corporation, dated
January 10, 1995.

(Responses are continued on next page)
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3-track Class V railroad rather than the current 2-track Class IV railroad. Notably, the estimated
annual operations and maintenance costs are only briefly discussed in the DEIS (with no
supporting details or methodology). See DEIS 2-123 to 2-124. Similarly, the DEIS
acknowledges that its capital cost estimates are incomplete. See DEIS App. K 1-1 (“The
conceptual costs DO NOT represent the total Project cost, which will be highly dependent on
schedules, construction phasing, and numerous other factors that have not been defined at this
stage of Project development.”). And even some of those costs that are included appear to be
inaccurate. For example, CSXT Engineering believes the DEIS significantly understates the cost
of installing complex 4-quad crossing gate systems. See id. at 7-3 (estimate of $542,996 per
crossing). Similarly, the DEIS does not appear to reasonably estimate the cost of replacing the
entire signal system on all tracks along the entire length of the 125-mile DC2RVA corridor to
accommodate the DEIS’s proposed speed increases.

Finally, the FEIS should address questions of safety and liability. Specifically, it should
acknowledge that CSXT, as the property owner, has total plenary authority to determine what
constitutes safe passenger operations on its own tracks. The FEIS must also acknowledge that,
prior to the commencement of any new passenger service, CSXT must be fully protected from
any liability arising from passenger operations on its property.

CONCLUSION

CSXT generally believes that the infrastructure improvements proposed in the DEIS are
the correct ones in order to meet the goal of adding a third main line to the RF&P. However, the
proposed improvements are insufficient to support the contemplated increases in passenger

traffic.

CSXT (continued)

Exhibit B: Operating/Access Agreement between CSX
Transportation, Inc. and Northern Virginia Transportation
Commission and Potomac and Rappahannock Transportation
Commission, Concerning Commuter Rail Service, dated January
10, 1995.

DRPT acknowledges the exhibit and does not have any
comment responses to this content.

Exhibit C: Memorandum of Understanding effective the 31st day
of January 2001, by and among CSX Transportation, Inc., the
Northern Virginia Transportation Commission and the Potomac
and Rappahannock Transportation Commission, and the
Commonwealth of Virginia’s Department of Rail and Public
Transportation.

DRPT acknowledges the exhibit and does not have any
comment responses to this content.

Exhibit D: Framework Agreement by and between the Virginia
Department of Rail and Public Transportation and CSX
Transportation, Inc., dated March 19, 2009.

DRPT acknowledges the exhibit and does not have any
comment responses to this content.

Exhibit E: Non-Binding Term Sheet between Virginia Department
of Rail and Public Transportation and CSX Transportation, Inc.,
dated April 11, 2016.

DRPT acknowledges the exhibit and does not have any
comment responses to this content.

Separate Attachment: DC2RVA Southeast High Speed Rail
Technical Review of Draft Environmental Impact Statement (Draft
EIS), prepared for CSXT, prepared by Cambridge Systematics, Inc.
with Willard Keeney, dated November 6, 2017.

DRPT acknowledges the exhibit and does not have any
comment responses to this content. Many of the comments
about operations modeling work conducted by DRPT for the
DC2RVA Project that appear in this attachment also appear as
comments in the overall letter from CSXT, for which DRPT has
prepared responses (see above).

(Responses are continued on next page)
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3-track Class V railroad rather than the current 2-track Class IV railroad. Notably, the estimated
annual operations and maintenance costs are only briefly discussed in the DEIS (with no
supporting details or methodology). See DEIS 2-123 to 2-124. Similarly, the DEIS
acknowledges that its capital cost estimates are incomplete. See DEIS App. K 1-1 (“The
conceptual costs DO NOT represent the total Project cost, which will be highly dependent on
schedules, construction phasing, and numerous other factors that have not been defined at this
stage of Project development.”). And even some of those costs that are included appear to be
inaccurate. For example, CSXT Engineering believes the DEIS significantly understates the cost
of installing complex 4-quad crossing gate systems. See id. at 7-3 (estimate of $542,996 per
crossing). Similarly, the DEIS does not appear to reasonably estimate the cost of replacing the
entire signal system on all tracks along the entire length of the 125-mile DC2RVA corridor to
accommodate the DEIS’s proposed speed increases.

Finally, the FEIS should address questions of safety and liability. Specifically, it should
acknowledge that CSXT, as the property owner, has total plenary authority to determine what
constitutes safe passenger operations on its own tracks. The FEIS must also acknowledge that,
prior to the commencement of any new passenger service, CSXT must be fully protected from
any liability arising from passenger operations on its property.

CONCLUSION

CSXT generally believes that the infrastructure improvements proposed in the DEIS are
the correct ones in order to meet the goal of adding a third main line to the RF&P. However, the
proposed improvements are insufficient to support the contemplated increases in passenger

traffic.
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CSXT (continued)

As summarized in Section 3.2 of the Final EIS, DRPT
conducted refined operations analysis both within the
DC2RVA corridor as well as in the larger CSXT network, to
inform the selection of a Preferred Alternative. It builds on
previous operations simulation modeling conducted during
preparation of the Draft EIS and incorporates subsequent
revisions to the infrastructure and operating plans presented
in the Draft EIS that were developed to improve operational
consistency and reduce delays associated with schedule
conflicts within the DC2RVA corridor. Full details of the
refined operations analysis modeling are provided in the
technical memos in Appendix F of the Final EIS; description of
how the refined operations analysis modeling led to the
selection of a Preferred Alternative is provided in the DC2RVA
Recommendation Report, which is Appendix I of the Final EIS.
DRPT has presented this and related service planning
information to CSX on June 5 and 9, 2017; June 27 and 28, 2017;
July 7 and 12, 2017; August 16, 2017; and September 18, 2017.
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EXHIBIT A
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ANN PUROVE:

George Allen Fon
GCovernoe

VRE Frg.
ce RCC

Mr. John W. Snow

Chairman & Chief Executive Officer
CSX Corporation

One James Center

901 East Cary Street

Richmond, Virginia 23219

Dear Mr. Snow:
The Virginia Railway Express and CSXT will

Commonwealth of Virginia is committed to support

detailed in this letter. First and foremost, the Commonwealth respects the rights of CSX
Corporation to operate jts facilities for the benefit of jts stockholders. The freight

transportation services provided in the Commonwealth are critical to Virginia's economy
and are a contributor to our continued economic growth,
service is in no way intended to disrupt the ability of CSXT to Operate an efficient

freight rail service, I beljeve you appreciate the pos
throughout the period of the CSX/VRE discussions.

In support of the current contract, the Comm

the current year, has appropriated capital funds necessary to pay the capital lease

The finite capacity of the curreat track system in the Washington to
Fredericksburg corridor Presents a challenge to the ontime operation of freight, intercity
passenger, and commuter service. We certainly recognize that additiona capacity will be
needed to accommodate future growth , and think good public policy would require that
as additional VRE service i warranted by the market that g third mainline must be bujls
between Washington and Fredericksburg. Towards that end, this administration will

work diligently and cooperatively with CSX Corpora

Express first to ascertain market need and assess this approach and then seek to secure

federal and state funding, We look forward to work
P.O. Box 1475 Richmond, Virginla 23212 v {s04) 7,

[ —

5 CHAIRAN, Pre
COMMONWEALTH of VIRGINIA ‘4% FRESIDENT & o
A Office of the Gouemor

/b’;ﬁ, January 10, 1995
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Robert B. Martines
Secretary of Trenaportation

me b
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FAX Transmlsgion
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300N sign an agreément extending

of passenger rail tfansponation as
Our support of passenger raj|
ition I held regarding this matter

onwealth Transporftau'on Board, for

tion and the Virginia Railway

ing with you.
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CSXT (continued)
CSXT (continued)

ST ese oL 3VSTHUY 381 3090 w2002

i - Mr. John W, Snow - EXHIBIT B

January 10, 1995
Page Two

accommodations CSXT has made to serve this public purpose by accommodating VRE’s
service. I pledge to work with you to make sure the future rail Passenger service will not
disrupt the operation of the rail freight network,

Sincerely,

gt bt

REM/emg
o¢: Mr. Leo J. Bevon

R e
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’ MEMORANDUM OF UNDERSTANDING

EXHIBIT C THIS MEMORANDUM OF UNDERSTANDING, effective the SLSE,;y of

'_:_I én [73 m% — 2061% "Memorandum”), by and among CSX

TRANSPORTATION, INC. (hereinafter "CSXT"), the NORTHERN VIRGINIA

TRANSPORTATION COMMISSION and the POTOMAC AND RAPPAHANNOCK

TRANSPORTATION COMMISSION (hereinafter, jointly and severally, the

"Commissions"), and the COMMONWEALTH OF VIRGINIA’S DEPARTMENT OF
RAIL AND PUBLIC TRANSPORTATION (hereinafter "DRPT").

WITNESSETH:

WHEREAS, CSXT and the Commissions are parties to an Operating/Access

Agreement dated January 10, 1995, as amended (the "CSXT Operating Agreement"”),

and, by reason of CSXT's acquisition of control of certain railroad facilities previously

owned by Consolidated Rail Corporation, an Operating Access Agreement dated

D ber 1, 1989, as ded (the "Conrail Operating Agreement”, and together with

the CSXT Operating Agreement, as amended; and

WHEREAS, CSXT and the C issi are negotiating the terms and
conditions on which the Operating Agreements may be further extended, amended and
restated pﬁrsuant to one new operating/access agreement (the "New VRE Agreement”);

and

WHEREAS, in accordance with the Operating Agi the Ci
operate the Virginia Railway Express ("VRE") commuter rail services: (i) between MP
532 (Olive) and MP 110.1 (RO Interlocking); an_d (ii) between MP 110.1 (RO
' Interlocking) and MP 136. 7 (CP Virginia Interlocking) (the "Corridor"); and
WHEREAS, DRPT wishes to participate in the promotion of the VRE commuter

service, as well as the aug ion of inter-city p service, particularly between

1
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Richmond, Virginia and Washington, D.C., [some of which may be] under the auspices
of the Commonwealth of Virginia ("DRPT Contracted Inter-City Service") pﬁrsuant toa

separate operating and access agr on y accep terms between CSXT

and DRPT (the "DRPT Agreement"); and
WHEREAS, pursuant to the CSXT Operating Agreement, the parties have agreed

that there would be no further expansion of the VRE commuter rail service prior to the

completion of track, signal and other impro ing a third mainline

throughout the Corridor (the "Third Mainline Requirements"); and

WHEREAS, CSXT, the Commissions and DRPT, along with other agencies and
participants (such as Norfolk Southem Railway ("NS"), National Rail Passenger
Corporation ("NRPC" or "Amtrak") and the Federal Railroad Administration ("FRA"™),
have worked, and continue to work together as a group, described in further detail herein
as the “Corridor Task Force,” to develop a list of improvements (these improvements
being referred to collectively in this Memorandum as the "Corridor Improvement
Project”) that are intended, among other things, to include improvements that will satisfy
the Third Mainline Requirements; and

‘WHEREAS, the Corridor Task Force has identified substantially all of those

improvements constituting the Corridor Improvement Project which will satisfy the Third

Mainline Requirements, as more particularly described by Schedule 1 to this -

Memorandum, subject however, to the undi ding and of the parties that

the scope, details and effect of all such improvements remain subject to further study; and
WHEREAS, CSXT, the Commissions and DRPT have agreed, by this
Memorandum, to more formaily establish the Corridor Task Force which shall have as its

principal purpose the identification, development and completion of the Corridor

5}

Improvement Project (as well as the Third Mainline Requirements) for the benefit of the
public; and

WHEREAS, CSXT, DRPT and the Commissions have agreed that this
Memorandum should establish a process by which the Corridor Task Force will address
such issues as: (i) the specific capital improvements comprising the Cormidor
Imprevement Projest and their relative priorities; (ii) the sources of public funding for the
construction and maintenance of those specific improvements; (iii) the effects on capacity
and operations resulting from the specified capital improvements; (iv) the benefits of
specified capital improvements derived by freight and passenger rail service; and (v) the
extent to which the VRE commuter service and DRPT Contracted Inter-City Service may
be expanded, both in terms of number and frequency of trains, upon completion of phases
of the Corridor Improvement Project; and

WHEREAS, the Cormridor Task Force has already identified certain
improvements, as more particularly described by Addendum "A" to this Memorandum,
which will permit, subject to the terms of this Memorandum and prior to the completion
of the entire Third Mainline Requirements, certain service enhancements, as more
particularly described by Addendum "A"; and »

WHEREAS, by subsequent addenda to the Memorandum, the parties intend to

identify and agree upon the further improvements constituting the Corridor Improvement

Project, the schedule and means for the impl ion of such impr and
related service enhancements; and

WHEREAS, by this Memorandum, the parties wish to set forth their mutual
understandings with respect to the process for consideration and phased implementation
of the Corridor Improvement Project, without otherwise abrogating or diminishing the
commitment of the Commissions, DRPT and the Commonwealth to the satisfaction of

3
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(b) DRPT Agreement. CSXT and DRPT further contemplate that, in

the Third Mainline Requirements or CSXT's other rights under the Operating
ion with the impl ion of the DRPT Contracted Inter-City Service, they

2

Agreements, the New VRE Agreement or the DRPT Agreement.

shall execute and deliver the DRPT A on y P terms.

NOW, THEREFORE, in consideration of the foregoing (which is hereby
3. Improvement Projects:

incorporated within this Memorandum), and the mutual undertakings of the parties,
(a) Project Scope. The Corridor Improvement Project shall include those

CSXT, the Commissions and DRPT agree as follows:

capital impr rojects to fulfill the Third Mainline Requi 1S he
1. Continued Nepotiations: CSXT and the Commissions agree to coptinue to R L 16 (LS teThind Mainfine:Hequirementa of
CSXT Operating Agreement (and the New VRE Agreement) within the Corridofds well

T, a

negotiate in good faith the terms of the New VRE Agr I L it is 1

that: (i) neither CSXT nor the Commissions are obligated either by the terms of this as improvements to CSXT's railroad line between Olive at Fredericksburg, Virginia, and :
d at:Richmond, Virginia, to accommodate DRPT; €ontractéd: Inter-City

; - Staples Mill.
Memorandum, the Operating Agreements, or any other existing agreements, s

Service. It is the express purposé of the Corridor Imp: Project to

understandings or requirements, to further extend the Operating Agreements or to enter
the existing and projected freight and intermodal operations of CSXT and NS; Amtrak

into a New VRE Agreement or the DRPT Agreement; (i) the rights and obligations of
inter-city passenger service and VRE commuter rail service, and the proposed DRPT

CSXT and the Commissions under the Operating A (including such matters as

d Inter-City Service, for the g ic.
the termination of the Operating Agreements) remain in effect as amended and extended; Cputcaesl uter-Cityebvice. for i gaieril tiusii. of is it
Study. During the respective terms of th VRE A d
and (iii) implementation of any VRE service enhancements and DRPT Contracted Inter- ® ne pective s of the New VRE Agreement an
the DRPT Agreement, CSXT, the Commissions and DRPT shall continue to study

City Service (including those identified by Addendum "A™) is contingent upon the
and projected rail and freight traffic, the impact of the commuter and

el F )

execution and delivery by the relevant parties of the New VRE Agreement, the DRPT
inter-city passenger rail service on CSXT's ability to meet its freight and passenger

Agreement or appropriate amendments thereto or to the Operating Agreements.
service reliability and safety goals, and capital improvements and/or operating changes to

2. New Agreement Parameters:

(9 New VRE Agreement. The pasties contemplate that the New VRE enhance capacity, so as to further define the scope and timing of the Corridor

Improvement Project.

Agr will add long-term occupancy issues (including, but not limited to, the
compensation due to CSXT, including reimbursement of its expenses, for the assets and 4. Comidor Task Foree:
capacity employed by CSXT to provide the VRE commuter service, operating, (a) Establishment. In furtherance of this study, CSXT, the Commissions
maintenance and capital requirements necessary o appropeiate to the safe and efficient, and DRPT have established a working group of individuals (the "Corridor Task Force")
concurrent utilization of the Corridor by existing and projected freight and passenger authorized to agree upon the following matters, recognizing that the parties may revise
such agreements, from time to time, during the development and phased implementation

services, and appropriate indemnification and i e programs.

5
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of the Corridor Improvement Project: (i) the specific capital improvements which will
comprise the Corridor Improvement Project; (ii) the effect of specific improvements on
capacity and\or operations; (iif) the priority to be given to specific improvements; (iv) the

benefits to passenger and freight rail service to be derived from the improvements; (v) the

sources of public funding for the construction and r of specific impro 3

-and (vi) the extent to which, if 2ny, upon completion of phases of the Corridor

Improvement Project, without impairment of existing and future freight and Amtrak
inter-city passenger service reliability, safety or growth: (1) the VRE commuter service in
the Corridor may be expanded (including increases in frequency of train operations); and
(2) DRPT Contracted Inter-City Service between Richmond, Virginia and Washington,
D.C. may be established or expanded. However, DRPT Contracted Inter-City Service
shall be the only inter-city passenger service subject to the Corridor Task Force process,
unless otherwise requested by DRPT.

(b) Representatives and Meetings. The Corridor Task Force shall have

ives from each of the following parties: (i)

six (6) bers, consisting of two
CSXT; (ii) DRPT; and (iii) the Commissions. In addition, representatives of NRPC,
FRA, NS and other interested parties may be invited to participate in Corridor Task Force
meetings by CSXT, DRPT or the Commissions. CSXT, DRPT and the Commissions
shall endeavor to meet monthly at mutually acceptable locations, which shall altemate
between Jacksonville, Florida, and Alexandria, Virginia. The consulitants and advisors of
the members and their invitees shall also be permitted to attend all meetings. For
purposes of providing notice of the Corridor Task Force meetings, the Commissions,
DRPT and CSXT shall designate by notice to each other the names, titles, addresses and

phone numbers of individuals who they wish to attend such meetings.

(c) Task Force Action. The Corridor Task Force shall act in exploratory

and advisory capacities, for the purpose of making recommendations and building

among its participating members and, as needed or appropriate, its invitees and
other relevant agencies, facilitating, as its primary purpose, the identification,
development and completion of improvements comprising the Corridor Improvement
Droject, for the benefit of the public. In no event shall the Corridor Task Force make or
purport to make formal recommendations or reports without the unanimous approval of

its members.

5. Implementation of Improvements and Associated Service Enhancements

(2) Identification of Service Enhancements. With the identification by the

Corridor Task Force of specific capital improvements comprising all or part of the
Corridor Improvement Project, the Corridor Task Force shall identify specific
enhancements to railroad operations in the Corridor, if any, which may result from those
capital improvement projects.

(b) Addenda. As and when the Corridor Task Force has determined, and

the parties have agreed, that the implementation of the certain improvements will permit,

upon their completion, VRE service enh ients or DRPT Contracted Inter-

P

City Service, the parties shall execute and deliver an addendum to this Memorandum (an
"Addendum") to evidence their understanding so as to facilitate the public funding and
the design and construction of the required improvements.

(c) Conditions Precedent to Service Enhancements. Prior to the initiation
of any VRE service enhancement or DRPT Contracted Inter-City Service, the following,
as more particularly described by the relevant Addendum, shall occur: (i) adequate

public funding shall have been secured; (i) appropriate agreements shall have been

executed in order to design, construct and ific capital imp as

7
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CSXT (continued)

described in the Addendum; (jii) the construction of such improvements shall have been
completed and placed in service in accordance with the Addendum; (iv) in the case of
VRE service enhancements, CSXT and the VRE shall have executed an amendment to
the Operating Agreements or the New VRE Agreement to reflect adjustments in the
compensation due to CSXT and revisions to the VRE schedules to reflect the agreed upon
VRE service enhancements (which revisions may be implemented at such time as the
VRE chooses in accordance with the otherwise applicable procedures and processes of
the Operating Agreements or the New VRE Operating Agreement); and (v) in the case of
DRPT Contracted Inter-City Service, CSXT and DRPT shall have executed an

1 bl

amendment to the DRPT Agr on y p terms.

(d) Amtrak Service. The initiation of any Amtrak service enhancements
which are not under contract with DRPT as DRPT Contracted Inter-City Sen./ice shall be
subject to satisfaction of all terms and conditicns relevant to such service pursuant to
agreements between CSXT and NRPC and applicable law, and shall not be subject to the
Corridor Task Force process or this Memorandum.

(e) Operating Agreement Obligations. The Commissions and DRPT
acknowledge and confirm that nothing contained in this Memorandum (or any

of the Operating

Addendum) shall abrogate or diminish the ing requi

Agreements, the New VRE Agreement or the DRPT Agreement, including, but not

limited to, their cc i to the satisfaction of the Third Mainline Requirements.

(f) CSXT's Operational Control. The VRE and DRPT further
acknowledge and confirm that CSXT retains the paramount right to control operations
within the Corridor. Accordingly, as the improvements are completed pursuant to a
given Addendum, CSXT shall permit the initiation and continuation of such portions of

service enh as plated by the Addendum, subject to and in accordance

8

with the Operating Agreements and, when executed, the New VRE Agreement and the

DRPT Agreement.

3

(g) Funding. Neither DRPT nor the Cc issions shall be required to

expend sums in excess of appropriations, and they and CSXT shall retain such rights as
they may otherwise have under their other agreements to terminate projects undertaken
with government fuiding.

(h) Design and Construction. The parties agree that the entire cost of the
Corridor Improvement Project shall be borme by DRPT and the Commissions, and that
CSXT shall undertake the design and construction of the agreed upon improvements at
no cost to CSXT, pursuant to separate written agreement(s) between CSXT and DRPT

and/or the Commissions.

(i) Ongoing Commitments. The Commissions and DRPT acknowledge

and confirm that the implementation of the service enhancements as described by the
Addenda to this Memorandum shall not diminish or detract from their commitment to
satisfy the Third Mainline Requirements.

6. Ongoing Project: CSXT, DRPT and the Commissions understand and agree
that the process outlined above relating to implementation of the Corridor Improvement
Project shall continue in ensuing years until the earlier of the completion of all agreed
capital improvements or the termination of VRE commuter service and the DRPT
Contracted Inter-City Service.

7. Effect of Memorandum: This Memorandum of Understanding shall not affect
any existing agreements between the parties or between CSXT and NRPC. It is further
understood that this Memorandum does not purport to identify or address all issues, terms

CSXT's insurance and indemnification, and

and conditions, including, without limi

that remain to be negotiated between the parties in

9
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CSXT (continued)

connection with the proposed New VRE A the DRPT Agr and further
agreements related to the engineering, design, construction, operation and maintenance of
improvements undertaken by the parties. Except as otherwise expressly provided by this
Memorandum, this Memorandum constitutes 2 non-binding statement of intent, it being
understood that the parties shall be bound only by separate written agreements to be
execwied-mal deliveied by the parties.

IN WITNESS WHEREOF, the parties hereto have executed this Memorandum of

Understanding on the date and year aforesaid.

CSX TRANSPORTATION, INC.

Attest: B
p Narte:
A , M Title: P~ Y ssen g~
Title:_ SV @

NORTHERN VIRGINIA TRANSPORTATION

COMMISSION
Auest: ;% M
By. i

Clerk Chairman
POTOMAC AND RAPPAHANNOCK
TRANSPORTATION/GOMMISSION
Attest:
By:
Clerk Chairman

COMMONWEALTH OF VIRGINIA’S
DEPARTMENT OF RAIL AND PUBLIC
TRANSPORTATION

Attest:

%é . @ By: Di:c(t;ma\'%

WACZE3NCSXT - VREWMOU 9-27-01.doc
10/16/2001 12:18 PM

DRAFT OF 9/27/01

ADDENDUM "A"
TO MEMORANDUM OF UNDERSTANDING
GROUP | INTERIM IMPROVEMENTS

This ADDENDUM “"A" TO MEMORANDUM OF UNDERSTANDING (this
"Addendum”) is made by and among CSX TRANSPORTATION, INC. ("CSXT"), the
NORTHERN VIRGINIA TRANSPORTATION COMMISSION and the POTOMAC
AND RAPPAHANNOCK TRANSPORTATION COMMISSION (jointly and severally,
the "Commissions"), and the COMMONWEALTH OF VIRGINIA'S DEPARTMENT
OF RAIL AND PUBLIC TRANSPORTATION ("DRPT").

Explanatory Statement

This Addendum is d and delivered by the parties to evidence their
understanding, pursuant to Section 5(b) of the Memorandum of Understanding dated as
of , 2001, as amended from time to time, among the parties (the
"Memorandum"), as to the construction of specific improvements, the maintenance and

p of such impro and the impl ion of iated enh in
rail service, in accordance with the terms and conditions of this Addendum and the
Memorandum.

NOW, THEREFORE, in cousideration of the foregoing Explanatory Statement
and other good and valuable consideration, the receipt and sufficiency of which are
acknowledged by the parties, the parties agree as follows:

1; Definitions. Al capitalized terms not otherwise defined by this
Addendum shall have the meanings ascribed to them by the Memorandum.

2. Improvements. The parties acknowledge that, in accordance with the
Memorandum, they have identified and agreed upon the improvements more particularly
described by Exhibit A to this Addendum, as constituting some of the improvements
encompassed by the Corridor Improvement Project (the "Phase I, II, II and IV
Improvements” or, collectively, the "Group 1 Interim Improvements”).

3. Construction and Design.

(a) Preliminary Engineering and Design. Pursuant to separate written
Preliminary Engineering Agreements between CSXT and DRPT or the Commissions,

CSXT shall perform preliminary engineering and design services to better define the
Group 1 Interim Improvements (other than the AF Interlocking Project which is currently
under cc ion p to the Railroad Reimt Agr dated August 20,
1999, as amended, between CSXT and the Commissions [the "AF Agreement"]), so as to
permit the commencement of the construction of the Group 1 Interim Improvements, all
as more particularly described by such Preliminary Ergineering Agr

®) Construction. Pursuant to a separate Master Railroad Construction

Agreement between CSXT and either the Commissions or DRPT, CSXT shall construct,

cause to be constructed, or oversee the final design and coustruction of the Group 1

Interim Improvements (other than the AF Interlocking Project which is subject to the AF
1
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CSXT (continued)

CSXT (continued)

Agreement), all as more particularly described by the applicable Master Railroad
Construction Agreement.

4. Funding. The Commissions and DRPT represent and warrant to CSXT
that funds necessary for the design and construction of the Group 1 Interim
Improvements have been secured and appropriated for those purposes. The parties
acknowledge and agree that CSXT shall bear no costs or expenses, and that the costs and
expenses incurred by CSXT in connection with the design or construction of the Group 1
Interim Improvements shall be advanced or reimbursed to CSXT by DRPT and/or the
the Master Railroad

Pralimi el

Cc issions p to the P y Engi ing Agr
Construction Agreements, and the AF Agreements

Lore

5. Applicability of Operating Agreements. Notwithstanding anything to the
contrary in this Addendum, the parties’ respective rights and obligations with respect to
indemnification, insurance, regulation of rail operations, and the ownership, operation,
repair, repl and mai of the Group 1 Interim Improvements shall be
subject to the provisions of the Operating Agreements and, when executed and delivered
by the parties, the New VRE Agreement and the DRPT Agreement.

6. Implementation of Service Enhancements.

(a)  Initial Implementation. As each Phase of the Group 1 Interim
Improvements is completed, and subject to the satisfaction of the other conditions set
forth in the Memorandum, the Operating Agreement and, to the extent applicable, when
executed and delivered, the New VRE Agreement and the DRPT Agreement, CSXT shall

permit the initiation of the rail service enhancements as described by Exhibit B to this’

Addendum.

(b)  Changes in Service. Notwithstanding the foregoing, in the event
that, on or before April 1, 2003, the Commissions and CSXT have failed to execute and
deliver the New VRE Ag on ily ptable terms for any reason, then
CSXT shall be entitled, by delivery of notice to the Commissions and DRPT, to cease or
modify all previously initiated or permitted service enhancements associated with that
Phase and all other Phases under this Addendum, and shall not be required to permit
initiation of any further service enhancements associated with any Phases otherwise to be
constructed or under construction.

{c)  Additional Service Enhancements. The parties further
acknowledge and agree that neither the Commissions nor DRPT shall seek the initiation
of additional commuter or passenger rail service, beyond those specified by Exhibit B,
prior to January 1, 2004, and that, thereafter, such additional rail services and capital
improvements shall be subject to the consideration of the Corridor Task Force pursuant to
the Memorandum. However, the parties
the completion of the Group 1 Interim Improvemen he implementa f
trips contemplated by this Addendum; thie Corridor Task Force shall consider, upol

request of the Commissions, whether VRE might initiate an additional round nipf

commuter train on an experimental basis. Within six (6) months after the Commission's
request, the Corridor Task Force shall make a recommendation regarding such additional
round trip. In addition, upon the Commissions’ request after Phases L, II and III of the

2

Group 1 Interim Improvements are completed, CSXT shall ider whether the mid-day
train initiated after Phase IT of the Group 1 Interim Improvements have been completed
may load and unload passengers Northbound as well as Southbound.

(d)  Substitution of DRPT Contracted Inter-City Service. The
Commissions and DRPT may request, by delivery of notice to CSXT, that the regular

VRE train trip between Fredericksburg, Virginia and ‘Washington, D.C. to be initiated
upon completion of Phase IV of the Group 1 Interim Improvements as described by
Exhibit B be replaced by either: (i) a DRPT Contracted Inter-City Service train between
a mutually acceptable location in Richmond, Virginia and Washington, D.C.; or (i) a
DRPT Coatracted Inter-City Service train between 2 mutnally accentahle location in
Richmond and Fredericksburg, Virginia, then running through as 2 VRE commuter train
between Fredericksburg, Virginia and Washington, D.C. In such case, CSXT may elect,
in jts sole discretion, to permit such substitution, subject to compliance with the
conditions precedent set forth in the Memorandum regarding DRPT Contracted Inter-City
Service, the DRPT Agreement, the New VRE Agreement, and such other corditions as
CSXT may deem appropriate.

7. Notices. All notices, approvals and consents required or permitted by this
Addendum shall be written and shall be deemed delivered upon personal delivery, upon
the expiration of three (3) days following mailing by certified mail, or upon the next
business day following mailing by a recognized overnight delivery service, to the parties
at the addresses set forth below, or such other address as either party may designate by
delivery of prior notice to the other party:

If to CSXT: CSX Transportation, Inc.
Liberty Business Park
4901 Belfort Road
Jacksonville, Florida 32256
Attention: Chief Engineer Design and Construction

If to the Department: Virginia Department of Rail and Public
Transportation
1313 E. Main Street, Suite 300
P.0. Box 590
Richmond, Virginia 23218-0590
Attention: George R, Conner

If to the Commissions: ~ Chief Operating Officer
Virginia Railway Express
1500 King Street, Suite 202
Alexandria, Virginia 22314

DC.-.
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CSXT (continued)

IN WITNESS WHEREOF, the parties have executed and delivered this
Addendum as of the date set forth above.

Attest:

L] ptp

Title:__ SV P

fnna Gotthardt
NOTARY PUBLIC

Commonwsalth of Virginia
My Commission Expires

MAY 31, 2005

CSX TRANSPORTATION, INC.

NORTHERN VIRGINIA TRANSPORTATION
COI Ism
By. i

Chairman

POTOMAC AND RAPPAHANNOCK
TRANSPPRTATION COMMISSION

Clerk Chairman 4

COMMONWEALTH OF VIRGINIA'S
DEPARTMENT OF RAIL AND PUBLIC
TRANSPORTATION

Attest: ‘

Sl b Quiloy. 5, Ko & R
Q Director
WAC263NCSXT - VREMOU 9-27-01.doc
10/16/2001 12:18 PM
4

EXHIBITS TO ADDENDUM "A"

Exhibit A Group 1 Interim Improvements

Exhibit B Group 1 Interim Improvements and Service Implementation Schedule

DRAFT OF 9/27/01
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EXHIBIT D
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FINAL ENVIRONMENTAL IMPACT STATEMENT

CSXT (continued) CSXT (continued)
Framework Agreement
By and Between WHEREAS, it is also anticipated that an expansion of CSXT’s capacity to operate freight
the Virginia Department of Rail and Public Transportation rail transportation service would be beneficial to the public of the Commonwealth by
and

CSX Transportation, Inc.

This Framework Agreement dated J\_,l (<} C&'\ { Q , 2003 (“Agreement”)

between the Virginia Department of Rail and Public Transportation (the “Department”)
and CSX Transportation, Inc. (“CSXT”) (collectively “the Parties”) sets forth principles
of cooperation between the Parties governing the development and funding of certain
freight and passenger rail projects.

Recitals

WHEREAS, the Department is an agency of the Commonwealth of Virginia with
responsibilities for rail transportation as enunciated in § 33.1-391.5 of the Code of
Virginia; and

WHEREAS, CSXT is a Virginia corporation that owns rail lines within certain rail
corridors throughout the Commonwealth and operates freight rail transportation service
on those rail lines; and

‘WHEREAS, on MQNM (ﬁ , 2009 CSXT, the VRE and the Department amended the
Memorandum of Understanding (“MOU”) dated January 31, 2002 that established the
terms and conditions for increased Inter-City and Commuter Passenger Rail Service in
the Corridor set forth in the MOU upon the completion of track capacity projects listed in
the MOU;,; and

WHEREAS, track capacity improvements must be made at the Staples Mill Station,
Richmond, Virginia for the storage and servicing of the Department contracted Amtrak
Inter-City Passenger train prior to the implementation of Inter-City Passenger Rail
Service as provided for under the MOU First Amendment; and

WHEREAS, certain projects that support the enhancement of rail infrastructure in the
Commonwealth may be deemed by the Commonwealth Transportation Board (“CTB”) to
create public benefits; and

WHEREAS, in § 33.1- 221.1.1 of the Code of Virginia, Rail Enhancement Fund, the
General Assembly of Virginia (“General Assembly”) declared that railway preservation
and development of railway transportation facilities for freight and passengers are in the
public interest and are an important element of a balanced transportation system essential
for the Commonwealth’s continued economic growth, vitality, and competitiveness; and

WHEREAS, it is anticipated that an expansion of CSXT’s capacity to operate freight rail
transportation service would be beneficial to the public of the Commonwealth by
favorably affecting economic growth, vitality, and competitiveness; and

reducing the amount of freight carried through the Commonwealth on highways and
other road infrastructure; and

WHEREAS, in light of the preceding clauses, expanding the capacity of CSXT to
provide freight rail transportation service provides a broad public benefit to the public of
the Commonwealth; and

WHEREAS, expanding the capacity of CSXT to provide freight rail transportation
service will necessitate certain infrastructure improvements to CSXT’s rail lines
described on Exhibit A and C hereto; and

WHEREAS, the completion of freight rail improvement infrastructure projects described
on Exhibit A and C hereto will provide the benefits to the public of the Commonwealth
as described on Exhibit B hereto; and

WHEREAS, CSXT hosts passenger rail operations on its lines within the Commonwealth
pursuant to separate agreements with passenger rail operators; and

‘WHEREAS, the CTB in its meeting on April 16, 2008 indicated that it desires to expand
passenger rail service in the Commonwealth by, among other things, improving the
frequency and scope of passenger operations conducted by others on CSXT’s rail lines;
and

WHEREAS, the Parties anticipate that passenger rail operations conducted over CSXT’s
rail lines may be expanded and that any such expansion could, without infrastructure
improvements to CSXT’s rail lines, reduce CSXT"s capacity to operate freight rail
transportation service in the Commonwealth; and

WHEREAS, it is anticipated that a reduction in CSXT’s capacity to operate freight rail
transportation service would increase the amount of freight carried through the
Commonwealth on highways and other road infrastructure, which could be detrimental to
the public of the Commonwealth; and

WHEREAS, funding of certain infrastructure improvements to CSXT’s rail lines
described on Exhibit A hereto will benefit the public by enabling the furnishing of
passenger rail service by the National Railroad Passenger Corporation (“Amtrak”) or
Virginia Railway Express (“VRE”) while simultaneously preserving CSXT’s ability to
provide freight rail transportation service; and

WHEREAS, the completion of passenger rail improvement infrastructure projects
described on Exhibit A and C will provide the benefits to the public of the
Commonwealth as described on Exhibit B; and

DCTD
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'WHEREAS, certain rail improvement infrastructure projects described on Exhibit A and
C will facilitate the operation of intercity passenger rail service as contemplated in
Exhibit B for the benefit of the public by Amtrak and operating agreements as amended
between CSXT and Amtrak; and

WHEREAS, certain rail improvement infrastructure projects described on Exhibit A and
C will facilitate the operation of commuter rail service as contemplated in Exhibit B for
the benefit of the public of the Commonwealth by agreement between VRE and CSXT;
and

WHEREAS, certain other rail infrastructure projects described on Exhibit C may also be
undertaken for the benefit of the public of the Commonwealth to either expand CSXT’s
capacity to provide freight rail transportation service or preserve freight capacity to
enable the furnishing of passenger rail service contemplated in Exhibit B; and

WHEREAS, projects undertaken pursuant to the Rail Enhancement Fund must include a
minimum 30 percent cash or in-kind matching contribution from a public and/or private
source as defined in 33.1-221.1:1.1(D) of the Code of Virginia; and

'WHEREAS, pursuant to § 33.1-12 of the Code of Virginia, the CTB approves projects to
be funded from the Rail Enhancement Fund and such funding is administered by the
Department. Such funding approval is based on the determination by the CTB that the
projects will result in public benefits to the Commonwealth or to a region of the
Commonwealth that are equal to or greater than the investment of Rail Enhancement
funds; and

‘WHEREAS, the CTB must approve all agreements greater than or equal to $2 million.
Such agreements include this agreement and other applicable agreements; and

‘WHEREAS, on September 18, 2008, the CTB allocated Rail Enhancement Funds in the
amount of $9,751,000 for preliminary engineering for improvements between
Fredericksburg, Richmond and Newport News, and on February 13, 2009, the CTB
allocated Rail Enhancement Funds in the amount of $949,900 for Double Stack
Clearance improvements and $18,406,100 for the Virginia Avenue Tunnel Clearance,
projects which are listed in Exhibit A; and

‘WHEREAS, on September 30, 2008, the U.S. Transportation Secretary announced award
of $2,000,000 to the Department, to be applied in part, for the Preliminary Engineering of
improvements to lead to the efficiency of existing intercity passenger train operations and
increase the frequency of intercity passenger train operations between South Acca Yard
and Richmond Main Street Station, a project which is listed in Exhibit A; and

‘WHEREAS, some projects under this Agreement will be funded from federal, state
and/or local sources other than the Rail Enhancement Fund; and

‘WHEREAS, the Department’s funding is subject to annual appropriation by the General
Assembly and allocation by the CTB; and

'WHEREAS, the Department's funding may be expended for projects contemplated by
this Agreement only after applicable agreement(s) satisfactory to CSXT, the Department
and the CTB, if required, are executed; and

WHEREAS, CSXT and the Department have identified the need for capital projects or
capital improvements that are required prior to implementing passenger rail service that
also may provide benefits for freight rail operations by both preserving and expanding
freight rail service capacity; and

'WHEREAS, in anticipation of future opportunities for freight rail projects and passenger
rail projects that each provide benefits both to the public of the Commonwealth and to
CSXT, the Department and CSXT wish to agree upon certain principles of cooperation
and procedures to guide the funding and implementation of such projects to improve rail
lines for the benefit of the public of the Commonwealth;

NOW THEREFORE, the Parties hereby set forth their mutual understanding of these
principles and describe a process for future collaboration and cooperation between the
Parties for the advancement of intercity passenger rail service, commuter rail service and
the improvement of freight movement:

Section 1. Projects and Funding

(a)  Attached to this Agreement as Exhibit A is a list of capital projects and costs
associated with each project in order of priority as of the date of this agreement (the first
project on the list being the highest priority and the last project on the list being the
lowest priority). The Parties intend to enter into an agreement or agreements whereby the
projects listed as Phase I in Exhibit A will be funded and implemented through the
execution of the applicable Agreement, subject to the approval of the CTR, if necessary.
Funding for the Phase I projects will be allocated between the Department and CSXT as
specified in Exhibit A. The capacity required for additional trains listed in Exhibit B
Phases II-V is approximate and will be updated based upon the completion of the
Preliminary Engineering work. The Preliminary Engineering work identified in Phase I
Projects will address the capacity requirements, projects, operations, funding, and other
considerations.

It is understood that this allocation of Phase I projects is final, but may be modified by
mutual agreement of the Parties with approval of the CTB, if required. Should federal or
other sources of funding (i.e., other than the Rail Enhancement Fund or CSXT) become
available for any project listed in this Agreement, they will be utilized first, if allowable,
and the portion of the project not funded by these other sources will be allocated between
the Rail Enhancement Fund and CSXT. All Commonwealth of Virginia funding or
federal funds which are administered by the Commonwealth of Virginia listed in this

DC..
\\RICHMOND

SOUTHEAST HIGH SPEED RAIL



TIER Il FINAL ENVIRONMENTAL

CSXT (continued)

IMPACT STATEMENT

CSXT (continued)

Agreement are subject to appropriation by the General Assembly and appropriation by
the CTB.

(b)  The Parties will work toward funding the projects listed as Phases II through V
once the Phase I projects are underway. Phases II through V are set forth in Exhibit C.
Phases II through V in Exhibit C may be modified to add, delete, or modify a project(s)
provided that any such modification is in writing, signed by both parties and, if
necessary, approved by the CTB and, if required by CSXT. Phases II through V in
Exhibit C will undergo further review to satisfy planning, environmental, and engineering
requirements, to estimate costs of construction and implementation, to establish a service
schedule, to determine project benefits, and to fairly allocate the cost responsibility based
upon the benefits to be received by each party. The parties understand that the number of
Inter-City Passenger Trains set forth in Exhibit B for Phases II through V is those
contemplated by the State Rail Plan, but that adequate capacity for such additional trains
does not exist at this time. The studies and analysis under Phase I Preliminary
engineering project will address the capacity, maintenance, operations, and funding
requirements and other considerations for such additional trains.

(¢)  The obligations of the Parties for the projects within a Phase listed on Exhibit C
are contingent upon (i) the appropriation by the General Assembly and the allocation by
the CTB of funding sufficient to cover the Department’s share of the projects listed in
that Phase, and, (ii) the approval of CSXT. Once these contingencies have been satisfied,
the Parties will execute the necessary and agreed upon funding and implementing
agreements.

(d) If CSXT begins to fund and/or implement any project within a Phase listed on
Exhibit A or C and the Department matching funds are not available because the funding
source is deemed unconstitutional or for any other reason beyond the reasonable control
of CSXT, then the Department shall with all practical dispatch consistent in all respects
with applicable law and its obligations under this Agreement (i) immediately deliver to
the Department of Planning and Budget of the Commonwealth of Virginia a provision
that there be appropriated such amounts necessary to fund Department’s commitments
under this Agreement from any legally available funds, (ii) use its best efforts to have (A)
the Governor include, in each biennial or any supplemental budget the Governor presents
to the General Assembly, the amounts necessary to fund Department’s commitments
under this Agreement, (B) the General Assembly appropriate and re-appropriate, as
applicable, such amounts to or on behalf of the Department for the purpose of funding its
commitments under this Agreement, and (C) the CTB allocate such appropriated amounts
for the purpose of funding Department’s commitments under this Agreement. If these
efforts are unsuccessful and Department’s funding commitments under this Agreement
remain unfulfilled, CSXT reserves the right to seek relief.

Section 2. Additional Agreements

The Department and CSXT will incorporate all of the Phase I through V projects
resulting from this Agreement into grant agreements as funding becomes available These

agreements shall be subject to approval by the CTB pursuant to § 33.1-12 of the Code of
Virginia and, if deemed necessary by CSXT. Phase II through V projects will be
advanced based on project readiness, establishment of public benefit, and funding
availability.

The agreements contemplated herein may be modified only by written agreement
executed by both the Department and CSXT after any necessary CTB approvals are
secured.

In the implementation and operation of the expanded intercity service, Phase I will be
operated by Amtrak for an initial three (3) year pilot, with continuing capacity beyond
that period being provided for in the MOU First Amendment.

Section 3. Capacity Analysis of Phases II through V

The Parties agree that within 30 days of the Department giving CSXT notice of the
Commonwealth's desire to implement service extensions, CSXT will cooperate with the
Department's performance of a capacity analysis of the right of way on CSXT owned rail
lines that include some or all of the former Atlantic Coast Line and Seaboard Air Line
rail lines between Centralia in Chesterfield County, VA and Greendale in Henrico
County, VA, the former C&O rail line between the City of Newport News and Hospital
Street in Richmond, and the former RF&P line between Greendale in Henrico County,
VA and CP Interlocking Virginia in Washington, D.C. (the “Right of Way”) to ascertain
the extent of any capital improvements required for the extension or enhancement of rail
passenger service between Washington Union Terminal, Washington, D.C. and Newport
News and Centralia including extension or enhancement of passenger service between
‘Washington Union Terminal, Washington, D.C. and AF Interlocking in Alexandria for
passenger trains operating onto and from Norfolk Southern trackage (the “Right of Way”)
on a schedule that is mutually agreeable to the Parties.

Section 4. Legal Effect of Agreement

The Department and CSXT hereby acknowledge and agree upon the overall framework
of processes and procedures set forth in this Agreement. It is understood that the
projects, costs and allocations set forth in Exhibit A represent the current good faith
understandings between the Parties and are subject to the further analysis described in
Section 1. It is understood that the Parties shall be bound only by separate written
agreement(s) to be executed and delivered by the Parties and approved by the CTB, if
necessary. Any such binding written agreement(s) reached in connection with the
matters described herein shall be subject to the approval of the Parties’ duly authorized
representatives, which approval may be withheld or conditioned in their sole discretion.
No joint venture, partnership or other undertaking shall be deemed to exist as a result of
this Agreement.

This space intentionally left blank
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day and year written above.

WITNESS

IN WITNESS WHEREOF, the Parties have executed this Framework Agreement on the

COMMONWEALTH OF VIRGINIA
Department of Rail and Public
Transportation

&N NN,

Charles M. Badger 7
AgEing Director

CSX Transportation, Inc.

BY: Q%(M(/ ’M

NAMlE: Tl M. (?ufs/m i) .
rrree: VP O fErdiions Deagchy Aavw

Exhibit A
Passenger and Freight Rail Improvement Infrastructure Projects

and Service Enh
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CSXT (continued)

CSXT (continued)

NON-BINDING TERM SHEET
between
VIRGINIA DEPARTMENT OF RAIL AND PUBLIC TRANSPORTATION
and
CSX TRANSPORTATION, INC.
April 11,2016

This Non-Binding Term Sheet (“Term Sheet”) is intended to be an aid to negotiation only
with respect to a proposal by the Virginia Department of Rail and Public Transportation
(“Department”) to provide for certain initial short term fast track infrastructure improvements on
the CSX Transportation, Inc. (“CSXT”) (each also individually referred to as a “Party” and
collectively as the “Parties”) rail corridor in Virginia for the purpose of improving the overall
fluidity of CSXT’s co-mingled freight and passenger rail use network and to enable the extension
and commencement of new Virginia Railway Express (“VRE”) roundtrip commuter trains over
certain rail sections to serve markets on and off of CSXT. Longer term infrastructure
imp on CSXT’s Washi D.C. to Rich d rail corridor, under enhanced capacity
development, include CSXT’s proposed advancement of Third Main Line project sections
(further defined below) between Crossroads (Spotsylvania) and Virginia Avenue Interlocking
(Washington, DC) and the transfer of CSXT’s S-Line corridor to the Commonwealth. It is not
meant to be binding on any party, in whole or in part, now or in the future, except for the
Termination provisions, which shall be binding. It is intended as a summary only of the
principal elements of the transaction, all of which are subject to the negotiation, execution and

delivery of definitive funding and construction (the “A s)”).

Background of The Parties have a long and ful history of par hip on

Relationship and capital projects that have improved the CSXT rail network in

Partnership Virginia which has allowed for enhancements to both freight and
passenger rail service in Virginia. A guiding principle in previous
project efforts has been that new passenger rail service was not
started before the infrastructure required to support the increased
train counts was constructed.

Project Delivery The Department shall be entitled to two new VRE roundtrip
commuter trains, one on the M: line (“New M. Train”)
and one on the Fredericksburg line (“New Fredericksburg Train”).
The New Manassas Train and New Fredericksburg Train shall

begin service upon the of cc ion of Parts A and B
of the Projects, and completion of Part E of the Projects.

Such new service shall be operated under terms and conditions set
forth in an operating ag; , including mutually
schedules, between CSXT and the VRE.

The Parties will work together to temporarily adjust the schedules
to include additional run-time for any existing passenger trains
(including Amtrak intercity and VRE commuter trains) which might
be impacted by the construction on the Projects. At the conclusion
of construction, schedules will revert to pre-construction run-times.

The infrastructure projects on CSXT’s network (“Projects”) shall be
the design, permitting and construction, including procurement of
materials, of the following:

1. 8 miles of third main between CFP 90.0 and CFP
98.0 in Virginia (“Part A”), and

2. 2 universal crossovers between Fredericksburg and
Richmond, Virginia, the exact location of which
shall be determined by CSXT, with the consultation
of the Department (“Part B”), and

3. Preliminary engineering work on Long Bridge, as
mutually agreed to by the Parties (“Part C”), and

4. 6 miles of fourth main from AF to RO (“Part D),
and

5. Review and adjustment of Amtrak permanent
scheduled run-times (“Part E”)

CSXT’s cost share includes all future maintenance on such new rail
infrastructure after construction.

Prior to construction, the Parties will review historical run-times
and adjust permanent scheduled run-times to seek 85% or better on-
time performance with a 95% confidence level among CSXT, VRE,
the Department, and the National Railroad Passenger Corporation
(“Amtrak”) for the state sponsored Amtrak trains operated between
Richmond, Virginia and the District of Columbia.

After ion is leted, schedules for the state sp d
Amtrak trains will be reviewed and adjusted (Part E) using this
same process as the corridor evolves (changes in infrastructure or
freight volume) to maintain 85% or better on-time performance

with a 95% confidence level.

DC.-.
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CSXT (continued)

The Department has committed to contribute up to $251,000,000.00
towards the completion of Parts A and B of the Projects, and up to
$15,000,000.00 towards preliminary engineering for Part C of the
Projects.

For Part D of the Projects, the Department is seeking to contribute
up to $211,000,000.00 through a combination of $55,000,000.00 in
federal funding (through a FASTLANE application) and up to
$156,000,000.00 of state funding. If the federal funding for Part D
is not granted, then the Department will contribute up to
$156,000,000.00 of state funding towards Part D. If the final cost
estimate for Part D exceeds $156,000,000.00, then the scope of Part
D will be mutually agreed upon by the Parties to not exceed
$156,000,000.00.

CSXT has committed to also contribute up to $15,000,000.00
towards preliminary engineering for Part C of the Projects.

Additionally, the Dep shall be responsible for the
modification, construction and maintenance of any passenger or
commuter facilities which are solely for the use of rail passengers,
including stations, platforms, , as well as vehicular or
pedestrian crossings of the rail line.

Any changes to the scope of the Projects must be approved by
CSXT and the Department.

The Parties recognize that cost estimates assume all federal, state,
and local permits are secured to begin construction within 18
months and are based on 2015 cost estimates. Any significant delay
in commencement of construction will result in increased
construction costs. The Parties shall continue to refine the exact cost
estimates for the Projects.

S-Line Conveyance

CSXT shall convey the deed for its S-Line from Collier Yard in
Virginia to the Virginia/North Carolina state line to the Department
upon execution of a definitive funding agreement(s) for the funds
necessary for the Department’s contribution for the Projects.

Long Bridge Corridor
Construction

The Department shall be entitled to a minimum of two new VRE
roundtrip commuter trains on the Manassas line (“New Manassas
Trains”). The New Manassas Trains shall begin service upon the
completion of construction of four tracks along the Long Bridge
Corridor (AF to CP Virginia).

Such new service shall be operated under terms and conditions set
forth in an operating includi lly agreeabl
schedules, between CSXT and the VRE.

Preparation of the
Agreement(s)

The Parties will use all commercially reasonable efforts to enter
into the Agreement(s) for the Projects on or before October 1,2016.

ird

The Parties will inue di about the ining projects
necessary to complete the design and construction of a fully
interoperable third mainline track from MP CFP 53.2 (XR) (also
referred to as Crossroads) and MP CFP 112.3 (Virginia Avenue
Interlocking) (also referred to as CP Virginia).

The parties recognize that the completion of the Projects and the
Third Main will enhance the capacity and utility of this
irreplaceable CSXT corridor in the national rail network. The
parties will continue to address the timely completion of all
elements of the Third Main; and, following completion, the relative
uses by and contributions to the involved CSXT lines for VRE,
Amtrak and CSXT purposes into the future.

Maximum

Speeds

Authorized

The Department agrees that the maximum authorized speed on
CSXT’s RF&P corridor shall continue to be 70 miles per hour.

Service Outcome

Agreement

Binding Effect

The Department understands and agrees that CSXT shall not be
required or obligated to sign or execute any service outcome

agreement, or any similar agreement.

This Term Sheet shall be effective upon execution by both
parties (“Execution Date”). However, nothing in this Term Sheet
shall be understood or construed to be binding upon the Parties
except for the Termination provision, which shall be binding
from the Execution Date and until the date of termination.

Termination

Either Party may in its sole discretion terminate this Term Sheet
upon 30 days notice. The Term Sheet may also be terminated at
any time by mutual agreement of the Parties. This Termination
provision is intended to be binding.

Counterparts

This Term Sheet may be executed in any number of
counterparts, including P itted by facsimil
electronic transmission, each of which shall be an original as
against any party whose signature appears thereon.

or

[Signatures appear on the following page.]
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CAMBRIDGE i

SYSTEMATICS

The Parties execute this Term Sheet as of the date set forth below, each by its duly authorized

representative.
DC2RVA Southeast High Speed Rail
CSXT
SRS IR PO R MR RATE TDez_Il'lgical Review of Draft Environmental Impact Statement
By:-&d‘l&ﬁ!&t& By: sdia~ [ Mitcheo0 ( )
Title: Chtepm/ ¢ CEp Title: A rector—
Dated: /4"‘”—' 12, 20l Dated: ‘f/”/)b

report

prepared for

CSXT

prepared by
Cambridge Systematics, Inc.

with

Willard Keeney

November 6, 2017 www.camsys.com
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DC2RVA Southeast High Speed Rail
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DC2RVA Southeast High Speed Rail DC2RVA Southeast High Speed Rail
List of Tables Executive Summary
Table 3.1 Average Daily Train Counts for Select DC2RVA RTC RuUNS, OHginal SUte..........o.oevosessssssssssssres 8 Background
Table3.2  Average Daily Train Counts for DC2RVA RTC Runs, FRA Supy 9 Cambridge Systematics, Inc. (CS) and Willard Keeney (the CS team) conducted a technical review and
Table 3.3 Summary of Analyzed RTC Model Cases 10 analysis of the Tier Il Draft Environmental Impact Statement (DEIS) for the proposed improvements on the
Table 3.4 Delay Ratios (minutes per 100-train miles) for CSXT Freight Trains by Train Type, FRA 123-mile Washington, DC to Richmond, VA Corridor for Expanded Passenger Rail Service (DC2RVA) in

Supplemental Case: 11 support of the preparation of CSXT’s comments. The improvements are intended to accommodate a
proposed increase in the volume and speeds of intercity passenger trains operating over the corridor, while
insuring an adequate level of service for all corridor users. The purpose of this Technical Review is to
examine how impacts to freight and the environment are addressed in the DEIS, whether there is any

ov 1t and/or under 1t of such impacts, and whether there are any technical deficiencies that
may materially influence the justifications for the Recommended Preferred Alternative.

This memorandum describes the findings of the CS team's review of two key areas:

1. Freight traffic forecasts and related matters, which may impact future use of the DC2RVA corridor, for
the full range of freight trains, from through trains to locals serving on-line industries. The capacity needs
for through traffic can differ considerably from traffic associated with on-line industry.

2. Capacity and op: i lysis, or how the Recommended Preferred Alternative is expected to
function with the projected freight and passenger train volumes. We examined the capacity modeling
that was conducted for the DEIS using Rail Traffic Controller (RTC), including model inputs,
assumptions, and the results.

Findings

Overall, we found that the DEIS is consistent with FRA requirements, following current practice in a capable
manner. However, we did find major weaknesses with the capacity analysis, and more generally the
handling of freight related impacts and issues. Most importantly, the results of the capacity modeling indicate
that the proposed infrastructure improvements are not sufficient to ensure reliable operation for the projected
train schedules. Extended running times and train delays in excess of current conditions fall on CSXT's
freight traffic. Furthermore, the modeling itself does not follow best practices, producing potentially
misleading results. Since capacity needs and impacts are central to the proposed rail service program and
associated infrastructure investments, it is imperative that this aspect of the DEIS be done in a rigorous and
sound manner.

The sections that follow summarize our findings and key areas of concern regarding the freight forecasts and
the capacity and operations analysis.

Freight Traffic Projections and Related Matters
Although there are no obvious issues with the material concerning freight traffic projections, there are a

number of concerns with the presentation of freight-related information and omissions. These include the
following:

Cambridge Systematics, Inc. Cambridge Systematics, Inc.
iii -1
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DC2RVA Southeast High Speed Rail

1. Utilization of track capacity. With passenger trains accounting for one-third to one-half of all trains in the
corridor, they cannot be considered an incremental user of track capacity. Considering only the marginal
changes may be appropriate if the usage by passenger trains is far smaller than freight train usage but
that is not the case here, as the high level of capacity consumption by passenger trains clearly limits
CSXT'’s ability to use available capacity in the future.

2. Impacts on CSXT are not limited to increased delays to freight trains. Even if existing freight train delays
do not change, the impact of additional passenger trains may inhibit changing freight train schedules for
existing CSXT services that would otherwise be undertaken for market and other reasons. This also
includes the impacts on line-side industries, which do not appear to have been examined at all. Perhaps
there is little or no such business, in which case this is not an issue. If line-side activity is present, absent
appropriate infrastructure and operational accommodations, impacts on these industries can be
significant, affecting local economic activity and employment.

3. The demand for capacity is stated as trains rather than as “time slots”, since the time of day during which
a train is operated is important not just for passenger but also freight services.

4. The assertion that there will be reductions in freight train delays is made from a qualitative, rather than a
quantitative standpoint.

Operations and Capacity

1. The Recommended Preferred Alternative does not result in any significant freight benefits, assuming the
projected volumes of passenger and freight traffic. Delay ratios for the CSXT freight trains by train type
are high considering the line miles and number of freight trains measured, with overall delays projected
to be at least 58% higher than the 2015 base case. As a result, it is difficult to see how the projected
level of performance would be commercially acceptable, as the expected service would be erratic and
unreliable — sometimes on-time but often late, and sometimes very late. Even 2045 Full Build fails to
meet required freight performance standards because all of the marginal increase in capacity is
absorbed by the increase in passenger train service.

2. The initial modeling results do not support the Recommended Preferred Alternative described in the
DEIS, as we found that none of the original 2045 cases dispatched to completion. These failures
indicate that the proposed infrastructure is not adequate for the projected train volumes and mix, and/or
there are issues with model input file configurations. Subsequent model runs undertaken at the direction
of the FRA earlier in 2017 (the results of which are not included in the DEIS) performed somewhat better,
but with similar or worse estimations of delay.

3. The description of the modeling performed for the project is incomplete and omits key information
needed to understand what was done. The number of model runs and dispatching failures, which
indicate the robustness and validity of the modeling, are not provided (although these were provided
separately to CSXT). Furthermore, the DEIS does not describe assumptions for scheduled and
unscheduled maintenance windows, which obviously affect capacity.

4. Ashland is a key bottleneck, and the absence of a Recommended Preferred Alternative for addressing it
destabilizes the capacity estimation for the entire corridor.

DC2RVA Southeast High Speed Rail

Cambridge Systematics, Inc.

-2

Given the poor dispatch performance over the proposed infrastructure, it would have been appropriate to
consider alternative configurations to those analyzed. Such options include adding a fourth track along
some or all sections of the corridor, and potential use of the Buckingham Branch Railroad (BB) between
Doswell and Richmond for some through traffic. Although the BB route had previously been examined on
stand-alone basis, it was not modeled in the context of the proposed project.

Cambridge Systematics, Inc.

-3

SOUTHEAST HIGH SPEED RAIL

\\DCTD
RICHMOND




TIER Il FINAL ENVIRONMENTAL IMPACT STATEMENT

CSXT (continued)

CSXT (continued)

DC2RVA Southeast High Speed Rail

1.0 Introduction

Cambridge Systematics, Inc. (CS) and Willard Keeney (the CS team) conducted a technical review and
analysis of the Tier Il Draft Environmental Impact Statement (DEIS) for the proposed improvements on the
123-mile Washington, DC to Richmond, VA Corridor for Expanded Passenger Rail Service (DC2RVA) in
support of the preparation of CSXT’s comments. The improvements proposed in the DEIS are intended to
accommodate a proposed increase in the volume and speeds of intercity passenger trains operating over the
corridor, while insuring an adequate level of service for all corridor users. The purpose of this Technical
Review is to identify how impacts to freight are addressed in the DEIS, whether there is any overstatement
and/or understatement of such impacts, and whether there are any technical deficiencies that may
significantly impact justifications for the Recommended Preferred Alternative.

The CS team conducted technical analyses and support the preparation of CSX' comments in a number of
areas, of which the most relevant to CSXT'’s concerns are the following:

1. Freight traffic forecasts and related matters, which may impact projected future use of the DC2RVA
corridor for the full range of freight trains, from through trains to locals serving on-line industries. The
capacity needs for through traffic can differ considerably from traffic associated with on-line industry.

2. Capacity and operations analysis, reviews how the Recommended Preferred Alternative is expected
to function with the projected rail traffic volumes. We examined the capacity modeling that was
conducted for the DEIS using Rail Traffic Controller (RTC), including model inputs, assumptions, and the
results.

The CS team began its review in January 2017, when a version of the administrative DEIS was obtained.
Subsequently, we reviewed additional materials, including appendixes describing freight traffic forecasts and
impacts, and operations modeling, as these became available. In addition, CSXT provided RTC model
inputs and outputs, which were utilized for review and testing. Once the DEIS and associated appendixes
was released for public comment on September 8, we compared them with materials used for our analysis.
Where differences were found, we adjusted our work to reflect the public DEIS.

The sections of the DEIS that were found to be relevant to CS’ analysis described in this memorandum were
as follows:

e Executive Summary

e Chapter 2 Alternatives

e Chapter 4 Environmental Consequences

e Chapter 7 DRPT Recommended Preferred Alternative
e Appendix | Operations Modeling

« Appendix S Transportation Technical Report

The remaining sections summarize the work conducted and our findings. Also included is an appendix with
additional details on the operations and capacity modeling analysis.
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2.0 Freight Forecast and Related Matters

2.1 Background

The freight analysis was based on the review of the DEIS and discussions with CSXT regarding freight data
shared with DRPT for the DC2RVA project. The relevant DEIS sections reviewed include:

* Executive Summary

* Chapter 2 Alternatives

« Chapter 7 DRPT Recommended Preferred Alternative

« Appendix | Operations Modeling, Section 2.2.2, which summarizes the freight train growth characteristics
* Appendix S Transportation Technical Report

There is no obvious issue with the material concerning freight data that has been used in the analysis of the
DEIS, nor are there any obvious issues with the analysis that was undertaken with respect to freight. The
concerns suggested have to do with the presentation of material and omissions, which include the following:

1. Utilization of track capacity. With passenger trains accounting for one-third to one-half of all trains in the
corridor, they cannot be considered an incremental user of track capacity. Considering only the marginal
changes may be appropriate if the usage by passenger trains is far smaller than freight train usage but
that is not the case here, as the high level of capacity consumption by passenger trains clearly limits
CSXT's ability to use available capacity in the future.

2. Impacts on CSXT are not limited to increases in delays to freight trains. Even if existing freight train
delays do not change, the impact of additional passenger trains may inhibit changes in operating
schedules for existing CSXT services that would otherwise be undertaken for market and other reasons.
This also includes the impacts on line-side industries, which does not appear to have been examined at
all. Perhaps there is little or no such business, in which case this is not an issue. If line-side activity is
present, absent appropriate infrastructure and operational accommodations, impacts on these industries
can be significant, affecting local economic activity and employment.

3. Stating the demand for that capacity as trains rather than as “time slots”, since the time of day during
which a train is operated is important not just for passenger but also freight services.

4. Asserting that there will be reductions in freight train delays from a qualitative, rather than a quantitative
standpoint. While the preferred alternative may offer capacity benefits to freight trains, the magnitude of
those impacts are not reported, and the project need might be construed as being driven by freight
traffic, with the benefits accruing mostly to freight trains.
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2.2 Capacity for Future Passenger and Freight Trains

The implicit assumption for the No Build Alternative is continued operation of passenger trains on CSXT
owned tracks in both 2025 and 2040. Further it seems to be assumed that the schedule for those passenger
trains will be the one that optimally serves passenger needs, and that passenger service will have priority
over all freight service in establishing schedules.

The existing passenger trains operate on what is termed “surplus” track capacity, i.e. if only freight were
operated on the corridor, the available infrastructure would exceed existing needs. In the future when freight
train growth might require this track capacity, this surplus may not exist. Yet passenger service implicitly
appears to be entitled to the privately owned tracks. At the same time, the Executive Summary explicitly
states that the project is needed to accommodate the projected growth of freight rail traffic. The project's
stated objectives are to:

* “Accommodate freight rail service operations

« Reduce freight train delays from passenger and commuter train operations
* Improve average freight train running time based on track design speed

*  Accommodate rail freight future growth

*  Accommodate yard operations

¢ Accommodate access to local customers

* Accommodate sidings for crew changes and layovers”

Freight train delay is computed as “Freight Train Delay per 100 train-miles = 100 x (Total Delay of All
Trains/Total Train Miles)". The delays are identified by the operational analysis, and the growth in freight trains
is as provide by CSXT.

25 Growth Forecasts

CS reviewed CSXT freight data provided to DRPT for modeling purposes, which was based on U.S. DOT
Freight Analysis Framework 3 (FAF3) data. According to the updated DEIS documentation’, the FAF3
growth rates for rail over the 2015 and 2045 period were used to project freight train growth. This growth in
freight trains is simplistically described in the DEIS as applying “a freight growth rate of approximately 2.3
percent for CSXT freight traffic” for an increase in average daily freight trains from 21.6 trains to 27.8 trains
and 42.5 trains by 2045.

The DEIS technical appendix is not quite clear in describing how the freight forecasts were utilized.
However, if they were in fact applied to the operations simulation, it might be fair to conclude that while the
DEIS freight train forecast were correct at the time, there is a potential for increased freight train traffic
(intermodal, local customer trains) not reflected in FAF3, but that reflect CSXT’s plans for the future.

DC to Richmond Southeast High Speed Rail, Tier Il Draft Environmental Impact Statement, v5.0 legal sufficiency, June
2017. Section 2.6: Operations Analysis and Ridership Forecast; Appendix |: Operations Modeling Technical Report.
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3

DC2RVA Southeast High Speed Rail

In the DEIS, the existing train service is differentiated by train type (e.g. Intermodal, Manifest, Bulk and Local
trains); however, the growth is acknowledged only as “The primary difference between the 2015 Base Case
and 2025 and 2045 No Build Cases will be the forecasted organic growth in freight service by 2025 and
2045, respectively, as provided by CSXT.” Itis never acknowledged that this “organic” growth was not
merely the simple application of one growth rate to existing train types, but relied on the official forecasts of
commodities traffic for this region as reported in FHWA's Freight Analysis Framework, which differentiates by
commodity, and applying those forecasts to the type of train associated with that commodity growth. The
growth in tons was not merely applied to the existing trains. Growth was first allocated to increase the length
of existing trains by adding additional cars before additional trains were added. The term” organic” growth
could be described in more detail. While it may not be as complicated as the diversion of passenger trips to
rail, it was a rigorous and complex process.

The DEIS notes that freight trains are a substantial part of the train mix along the corridor, now and in the
future. Table 2.2-2 from the DEIS (copied below) indicates that approximately 50 percent of traffic beyond
VRE's territory between Washington and Fredericksburg consists of freight trains. Substantial growth is
projected as well, increasing by approximately 20 percent by 2025, and more than 70 percent through 2045.
This is important from the standpoint of understanding future capacity needs, and appropriately allocating the
costs of addressing them.

TABLE 2.2-2: EXISTING AND NO BUILD SERVICE ALONG DC2RVA CORRIDOR (DAILY 1-WAY
TRIPS)

Proposed
N Proposed Change
Service type Existing Service 2025 No Build Char!ge = 201.15 N in Service from
Service from Build S
i o Existing
Existing
. . 2537 Increase of 5-7 | 40-55 trains | Increase of
Freight 20:30,tralns i ) trains (est.) 20-25 trains
Amtrak Long 11 trains (1 week) 12 trains '"C_'ea‘e . 12 trains Incre.ase .
train 1train
Interstate . = "
Corridor (NC) 2 trains 2 trains No change 2 trains No change
Northeast Regional 12 trdiie 14 trains Inc.rease of 2 TS Incre.ase of
(VA) trains 2 trains
34 trains (including
VRE non revenue 38 trains I"C.r ease of 4 38 trains Incre.ase of
trains 4 trains
movements)
g 7 # Increase of 12- | 106-121 Increase of
Total Daily 79-89 trains 91-103 trains 14 trains trains 27.32 trains
2.4 Capacity

Capacity is discussed in terms of number of trains, rather than time slots. As shown in Table 2.2 in Appendix
| of the DEIS, it would appear that in 2015 25% to 33% of the trains in the corridor are freight trains and in
2045 37% to 45% of the trains in the corridor would be handling freight. Elsewhere in the DEIS it is noted
that that the average train length of an Amtrak Auto Train is 4,390 feet, an Amtrak Long Distance passenger
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train is 1,075 feet, an Amtrak Interstate Corridor Carolinian is 750 feet, an Interstate Corridor (SEHSR) and
Regional (Virginia and SEHSR) is 992 feet, and freight trains are the longest at 7,083 feet.

While the number of trains may be of interest in timetables, and the length of trains may be of interest for
trains that are stopped, it is the space required by trains for their safe operation that is the principal
determinant of capacity. Space requirements are primarily determined by the difference in speeds and
stopping distance required by the various types of trains operating over the corridor. While passenger trains
usually require less stopping distance than freight trains, big differences in operating speeds — up to 90 mph
for a passenger train versus 50 for freight — can greatly increase capacity requirements. This operating
spacing is often expressed as “time slots”, which indicates time spacing required by specific train type as well
as the time of day during which a particular train is scheduled. Thus, time slots required by passenger trains
are sensitive to the hour of the day; for example, commuter trains require time slots during peak commuting
hours, and not during late evening hours, even if those time slots are available. Expressing train demand as
“time slots” instead of numbers of trains or train lengths may show that passenger trains require a larger
proportion of capacity.

2.5  Freight Train Delay Reductions

Freight train delays do not appear to be reported for the Recommended Preferred Alternative. Instead, the
change in delays and the ability to accommodate growth is described qualitatively, not quantitatively. For
example, Table 7.2-1, Evaluation of Northern Virginia Area Alternative against the Purpose and Need and Its
Impact on the Human and Natural Environment, states that the Recommended Preferred Alternative “does
not increase impacts to freight time delay” in 2045. This claim is made without any supporting analysis.

Further discussion relating to capacity and train performance under the various scenarios is provided in
Section 5, Operations and Capacity, of this memorandum.

3.0 Operations and Capacity

3.1 Background

The central element of any proposed service is to confirm that the operating plan can be reliably and
consistently executed on the planned infrastructure. The Recommended Preferred Alternative calls for the
addition of up to 9 round trips of intercity passenger service, increases in permissible speeds up to 90 mph in
some sections, and improvements in operating reliability. These new services are in addition to the existing
intercity passenger service, plus projected freight and commuter (VRE) traffic. Working with CSXT
operations modeling and planning staff, the CS team undertook a critical examination of the operational
analysis and assumptions underlying the proposed capacity investment plan for the Recommended
Preferred Alternative. The examination focused on the following central concepts:

e Is the capacity modeling sensible and appropriate? Are the cases properly set up, how well do they
dispatch to completion, did a sufficient number of runs dispatch to completion to be statistically
robust? Frequent failures of cases to dispatch to completion can indicate insufficient capacity, as
well as model configuration issues.

« Does the capacity modeling properly reflect actual operations at present and in the future? Schedule
adherence and delays, platform access requirements, along with time required for planned and

Cambridge Systematics, Inc.
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unplanned maintenance, impact actual capacity. Trains using the corridor can be delayed for many
reasons in the study corridor as well as beyond it, and capacity analysis should recognize those
impacts.

e Are the operating plans viable using the proposed infrastructure? How do each of the services
(freight, intercity passenger, and commuter) perform from the standpoint of schedule variability? Are
these performance levels acceptable?

« Inlight of the desired project goals, have the appropriate options been considered? This includes
critical bottlenecks such as Ashland, where the DEIS does not indicate a preferred option.

To address these questions, the CS team examined model inputs and outputs as developed by the DEIS
consultants using Berkeley Software’s Rail Traffic Controller (RTC). The CS team conducted a review of the
original 9 cases, which included simulations of No Build and Build scenarios for years 2015, 2025
(Implementation Year) and 2045 (Horizon Year). A second review of RTC output files was conducted on the
additional modeling scenarios requested by the FRA, which assume two-tracks only through Ashland.

The relevant DEIS sections and other materials that were reviewed are as follows:
e Executive Summary
e Appendix I: Operations Modeling Technical Report
* Files containing RTC model scenarios, as obtained by CSXT and provided to the CS team

Through our review we identified a number of deficiencies in the capacity analysis that fundamentally impede
the operational feasibility of the Recommended Preferred Alternative as described in the DEIS. Our principal
findings are as follows:

1. The Recommended Preferred Alternative does not result in any significant freight benefits, assuming the
projected volumes of passenger and freight traffic. Delay ratios for the CSXT freight trains by train type
are high considering the line miles and number of freight trains measured, with overall delays projected
to be at least 58% higher than the 2015 base case. As a result, it is difficult to see how the projected
level of performance would be commercially acceptable, as the expected service would be erratic and
unreliable — sometimes on-time but often late, and sometimes very late. Even 2045 Full Build (FRA
supplemental case) fails to meet required freight performance standards because all of the marginal
increase in capacity is absorbed by the increase in passenger train service.

2. The initial modeling results do not support the Recommended Preferred Alternative described in the
DEIS, as we found that none of the 2045 cases dispatched to completion. These failures indicate that
the proposed infrastructure is not adequate for the projected train volumes and mix, and/or there are
issues with model input file configurations. Subsequent model runs undertaken at the direction of the
FRA earlier in 2017 performed better, but poor projections of train performance.

3. The description of the modeling performed for the project, as described in Appendix |, is incomplete and
omits key information needed to understand what was done. The number of model runs and dispatching
failures, which indicate the robustness and validity of the modeling, are not provided (although these
were provided separately to CSXT). Furthermore, the DEIS does not describe assumptions for
scheduled and unscheduled maintenance windows, which obviously affect capacity.
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4. Ashland is a key bottleneck, and the absence of a Recommended Preferred Alternative for addressing it
destabilizes the capacity estimation for the entire corridor.

5. Given the poor dispatch performance over the proposed infrastructure, it would have been appropriate to
consider alternative configurations to those analyzed. Such options include adding a fourth track along
some or all sections of the corridor, and potential use of the Buckingham Branch Railroad (BB) between
Doswell and Richmond for some through traffic. Although the BB route had previously been examined on
stand-alone basis, it was not modeled in the context of the Build Alternatives included in the DEIS.

The following sections provide further discussion on our review of the capacity modeling.
3.2  Scenario Review

The core of our analysis was an examination of a set of initial and supplemental RTC cases that were
produced for the DEIS by VDRPT's consultant HDR. In reviewing the cases, each was examined for their
assumptions in terms of the number of freight and passenger trains by type, physical infrastructure, and
operating practices. Key outputs included ability to dispatch successfully, and the resulting estimation of
delays including passenger train OTP, delay ratios, minutes of delay per 100 train-miles, total train delays,
and delay hours.

Two suites of RTC cases were examined by the CS team. The first suite was completed for the
Administrative DEIS that was submitted to the FRA for review, while a supplemental set was produced at the
request of the FRA in early 2017. The results of this supplemental set were not incorporated into the public
DEIS. Some of the assumptions between the two sets differed significantly, and only few cases incorporated
the full projected passenger and freight volumes for the 2045 design year.

3.2.1  Original Suite

For the Administrative DEIS, HDR provided results from 9 cases, each reflecting unique physical and
operational configurations. The CS team evaluated five of these cases, representing a cross-section of time
periods and physical and operational alternatives. These are as follows.

e Base 2015 Slimfast e Ashland 2033
e 2025 No Build, 4-tracks Long Bridge e Ashland 2037
e Ashland 2041

No 2045 full build scenarios were examined, as none had dispatched to completion. The three Ashland
cases reflect the impacts of traffic growth through the period of evaluation.

We were provided with output files consisting of one run each for each of the 9 cases, and thus do not know
how many RTC runs were completed overall. However, the dispatch failure of all 2045 cases suggests that
the proposed track plant is not sufficient for the proposed passenger and freight train volumes.

DC2RVA Southeast High Speed Rail
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Upon CSXT’s request, we prepared a series of tables that contain counts by train type for both passenger
and freight trains. Table 3.1 summarizes the two-week average daily counts for each of the original RTC
cases for which we view the results to be valid. Appendix A.2 contains additional detail of train counts by
type of trains (Amtrak Regional, VRE, Intermodal, Bulk, etc.). Compared to the 2015 base case, the freight
train counts increase for all other scenarios, with the exception of the 2025 No Build. The detailed tables in
Appendix A.2 show a decrease in local freight trains compared to all other forecast cases, which appears to
be an anomaly. The Ashland cases include 127 average daily trains in 2033, 127 in 2037, and 136 in 2041,
as opposed to 146.9 or 147 daily trains in all other 2045 cases. The intermediate year volumes 2033, 2037,
and 2041 reflect the projected incremental growth in traffic that would occur with concurrent infrastructure
improvements.

Table 3.1 Average Daily Train Counts for Select DC2RVA RTC Runs, Original

Suite
RTC Cases Passenger Freight Total
Base 2015 Cases (incl. Slimfast) 53 48 101
2025 No Build, 4 tracks @ Long Bridge 53 48 101
Ashland 2033 61 65 126
Ashland 2037 63 68 131
Ashland 2041 65 74l 136
2045 Full Build® 73 74 147

Note: “Results not valid. See text for discussion.
3.22 FRA Supplemental Cases

Subsequent to the initial suite of cases, additional RTC cases were developed at the request of the FRA, the
results of which were not included in the Public DEIS. The primary purpose of these new cases was to
estimate the operational impacts of two tracks through the town of Ashland. The new Ashland cases included
infrastructure modifications and operational adjustments (e.g., schedule modification to include additional
recovery time at the end points on the DC2RVA corridor). The DEIS consultant provided output files
generated by their more successful RTC dispatches for five cases:

e 2045 No Build * 2045 Full Build Ashland
e 2045 Build Full e 2045 Build Full 2Ash TOS
* 2045 Build Full 2Ash XR2

The 2045 Build Full 2Ash XR2 case has two tracks south of Crossroads Yard (CFP 53.2 to Staples Mills
Station). What also distinguishes the three Ashland cases from the others and from each other is
maintenance of way (MOW) time.

Average daily train counts, summarized in Table 3.2, show higher volumes than for the original suite in all but
the 2045 No Build, which assumes no change in passenger train volumes at 53, but an increase in freight
train volume from 48 to 74, as projected in the freight forecast. These volumes are larger than the original
2045 Full, which includes the loss of an average of 13 coal trains daily.
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Table 3.2  Average Daily Train Counts for DC2RVA RTC Runs, FRA Supplemental

RTC Cases Passenger Freight Total
2045 No Build 53 74 127
2045 Build Full 73 74 147
2045 Full Build Ashland 75 76 151
2045 Build Full 2Ash TOS 75 76 151
2045 Build Full 2Ash XR2 75 76 151

For each case, the CS team was supplied with a complete set of RTC results, including the total number of
runs that were dispatched as well as successfully completed:

e 2045 No Build - 5 complete out of 8

e 2045 Full Build Ashland — 4 complete out of 14

e 2045 Build Full 2Ash TOS -5 complete out of 11

e 2045 Build Full 2Ash XR2 — 5 complete out of 14

e 2045 Build Full TOS XR2 Ashland — 5 complete out of 14

HDR’s strategy was to run each case until they achieved five successful dispatches. Failure rates reached
as high as 71% for the 2045 Full Build Ashland case, indicating that performance would be extremely poor
given the projected train volumes and proposed infrastructure.

To gain further insight into the design of the RTC cases and to corroborate HDR’s results, the CS team
conducted single run tests of these cases using its own RTC software. Of the five cases that we tested,
three ran to completion, with the other two failing for various reasons. As a result, we reviewed HDR'’s
results for the two cases that did not complete, and our results for the other three.

3.3 Examination of RTC Model Results

3.3.1 Delays

Our examination of the model scenarios and their results are summarized in Table 3.3. (Additional
information on modeling scenarios and results can be found in Appendix A.1.) Of principal interest is the
level of delay to freight and passenger trains that is expected to occur under the various cases.

The table contains several representations of delay, including delay ratio, minutes of delay per 100 train
miles, and held out of network delay hours, all normalized to an average day. The delay calculations
reflect total delays that are collectively being absorbed by intercity, commuter, and freight operations. RTC
holds out trains until it can establish a valid path across the network that is being modeled, which is reported
as held out of network delay hours. The delay ratio compares the average projected running time against
the scheduled running time for all trains. For example, if trains are scheduled to take 120 minutes, and
congestion-related interference is projected to result in trips averaging 138 minutes, then the delay ratio

DC2RVA Southeast High Speed Rail
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would be 15%. Apart from passenger OTP, separate delay statistics for passenger and freight trains were
not available for the evaluated cases.

Table 3.3  Summary of Analyzed RTC Model Cases

Avg. Held out of
Avg. Daily Daily Delay Network
Freight Psgr. Delay  Min Delay Hours/ Psgr. Delay Hrs.
Trains Trains Ratio /100 TM Day OoTP /Day
Suite Developed for DEIS
Base 2015 Slimfast 48 53 15.2% 34.5 84.6 84.6% 21.9
2025 No Build, 4 Tracks Long 41 53 10.8% 27.7 59.7 96.7% 12.0
Bridge
Ashland 2033 65 61 10.9% 227 776 95.9% 12.0
Ashland 2037 68 63 11.4% 23.5 85.2 94.9% 123
Ashland 2041 7 65 12.9% 26.0 100.0 96.0% 123
FRA Supplemental Cases
2045 No Build 74 53 17.9% 37.3 128.8 87.3% 125
2045 Build Full 74 73 15.8% 31.0 133.5 94.7% 10.4
2045 Full Build Ashland 76 75 16.5% 29.4 141.0 96.6% 131
2045 Build Full 2Ash TOS 76 75 16.8% 33.1 143.9 95.0% 121
2045 Build Full 2Ash XR2 76 75 15.4% 32.8 132.1 96.0% 1.1

From an examination of delay ratio and minutes of delay per 100 train-miles, it is evident that freight trains
incur substantial delays across the route, irrespective of train volumes and infrastructure configuration. In
part, this a reflection of setting dispatching priority for passenger trains in an effort to achieve an OTP goal of
90%, with the delays thus largely falling on CSXT’s freight service.

Delay patterns developed for the DEIS cases are generally lower than those of the FRA supplemental cases.
This appears to be a reflection of fewer trains, differing physical configurations, assumptions regarding
maintenance of way operations, and whether dispatchers were given flexibility in platform assignment. The
delay ratios and delay patterns were fairly consistent across all of the FRA supplemental cases. It also was
evident that performance in the 2045 No Build case is worse than in the 2045 Build Full and in the XR2/TOS
cases once the difference in train counts is taken into consideration.

Train delays by freight train type (Table 3.4) revealed considerable variation based on train priority.
However, it must be understood that all of these ratios are high, considering the line miles (123) and number
of freight trains measured. In essence, it means that trains operating on the corridor can expect to incur
delays of at least 20% of their scheduled time, with substantial implications for service quality and costs.?

2 An unpublished industry estimate of the hourly cost of operating a freight train, including crew, fuel, and equipment
costs amounts to $365.92/hr. Applying this figure to the 2045 Build Full scenario delay hours of 133.5 would produce
daily delay-related costs totaling $48,450, or upwards of $17 million annually. Inclusion of shipper impacts of these
delays would substantially increase the costs from these delays.
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It is difficult to see how the projected level of performance would be commercially acceptable, as the
expected service would be erratic and unreliable — sometimes on-time but often late, and sometimes very
late. Even 2045 Build Full fails to meet required freight performance standards because all of the marginal
increase in capacity is absorbed by the increase in passenger service of 20 additional daily trains.

Table 3.4  Delay Ratios (minutes per 100-train miles) for CSXT Freight Trains by
Train Type, FRA Supplemental Cases

Delay Ratio
Train Type (min per 100 train-miles)
Expedited 29.0t0 32.8
Carload 38.91t0 39.0
Qil & other liquid bulk products 57.71t061.6
Industry 97.61t0113.9
Other 275.2 to 365.7

While it does not seem reasonable to conclude that there is little difference between 2045 No Build and 2045
Build Full (the two cases are not using the same train file), it does seem safe to conclude that none of the
supplemental cases yield anything like acceptable freight performance. Although the delays in these
scenarios are substantially higher than in the original set, they represent at least a 76% increase over the
2015 base case.

3.32 Modeling Methodology & Assumptions

The RTC modeling that was conducted for this study is problematic in several dimensions. These have to do
with the establishment of the scenarios, the frequency with which model runs failed to dispatch, the number
of runs that were executed, modeling of the network beyond the study area, and consideration of current
OTP.

¢ RTC model performance. As noted previously, none of the Full Build 2045 cases developed for the
Administrative DEIS dispatched to completion. Among the FRA supplemental cases, 5 out of 8
dispatch attempts succeeded for the 2045 No Build, and 4 out of 14 were successful for the 2045
Build Full. These frequent failures pose two problems: the likelihood that the proposed configuration
will be able to handle the projected traffic, and the validity of the results when only very few cases
can be dispatched to completion. The very fact that a run fails to dispatch to completion is a likely
indication of a problem with the given configuration being able to handle the specified train schedule.
Repeated failures to dispatch, as was the situation with most of the cases developed for the DEIS,
signify circumstances where the actual performance will likely be poor. This indeed was evident in
the results for completed model runs, which showed extensive train delays and out of network holds.

Evaluating the validity and relevance of RTC model results is a complex issue. RTC modeling
practice varies, with some practitioners using repeated model runs to gain insights into the variance
of dispatch performance, taking into consideration completed as well as uncompleted runs. Other
practitioners will perform only a few model runs, but view even a single dispatching failure for a
particular case as an indication of fundamental capacity and/or scheduling problems that must be

DC2RVA Southeast High Speed Rail

resolved. HDR stated that five completed model runs represent a valid suite, irrespective of how
many runs were dispatched. We feel that this is a questionable assumption, as considering results
only from successful runs may overstate the feasibility of operating the proposed train schedule with
the specified infrastructure and other assumptions.

¢ Modeling of network beyond the study corridor. The configuration and traffic on routes feeding
the study route should be incorporated into the model to a level that ensures that the modeling
properly mimics typical operations. With RTC holding out trains until it can establish a valid path
(reported as Out of Network Delay Hours), the locations where trains are being held should reflect
actual practice.

A related issue is that by holding trains out of network until a train path can be dispatched, the
simulation process is simplified. While this makes operational sense, it also reduces the complexity
of the dispatching challenge, and in effect may underestimate the capacity needs of the network that
is being analyzed.

¢ Application of typical current train on-time performance (OTP). Distributions of passenger and
freight trains entering the study area should reflect actual experience, at least for one of the base
cases. These can then be changed under alternative scenarios, so that the impacts of the
Recommended Preferred Alternative can be properly understood. As modeled, all of the cases
assumed that Amtrak passenger trains entering the Washington to Richmond route are no more than
15 minutes late. In reality, it is quite common for trains leaving Washington for Richmond and vice
versa to be subject to delays well in excess of 15 minutes.

» Omission of variation in passenger stop duration resulting from the handling of mobility
impaired passengers. Since stations along the route will not have high level platforms,
considerable delays may be incurred whenever disabled passengers must board or alight from a
train. These variances were not taken into consideration in the modeling.®

¢ Flexibility in platform assignment for passenger trains was an issue raised by CSXT. As
modeled, passenger trains were always assumed to utilize a specific platform. If dispatchers are
given flexibility in platform assignments, some improvement in OTP may be gained. However, for
scheduled passenger service, and commuter trains in particular, standard practice is to consistently
use the same platform assignments. This ensures prompt boarding, avoiding confusion and
potential safety issues associated with having passengers move to the specified platform at the last
minute.

3 From an examination of delay reports for 2017 year-to-date, we found average daily delays associated with passenger
handling across all Amtrak passenger trains (9 round trips between Richmond and Washington, DC) to total 13.6
minutes for ADA-related actions, and 20.65 minutes for other actions. The latter are associated with other passenger
issues, such as heavy passenger volume, dealing with baggage, etc. ADA-related delays averaged 2.7 minutes, and
other holds averaged 1.9 minutes. More in-depth investigation would be required to verify whether the delay times and
attributed causes are indeed reflective of the actual delay time incurred.
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Appendix A.  Capacity Analysis Supplemental Tables
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RESPONSES TO OPERATOR COMMENTS

CSXT (continued)

A2 Comparative Train Counts — DC2RVA RTC Train Files, Original 9

Cases

All cases were dispatched for 14 measured days. Only two of the 2045 cases dispatched to completion.

Daily counts are rounded to the nearest whole train.

Base 2015 Cases
P; Total Per Day Freight Total Per day
Regional 140 10 | IM 80 6
Long Haul 154 11 | Manifest 129 9
DHQ 22 2 | Unit 57 4
VRE 256 18 | Coal 144 10
Bulk 31 2
Grain 13 1
Local 161 12
Yard 12 1
Helper 6 0.4
Light
Engine 4 0.3
TOTAL 572 637
2025 No Build, 4 tracks at Long Bridge
P Total Per Day Freight Total Per day
Regional 192 14 | 1M 104 7
Long Haul 144 10 | Manifest 160 14,
DHQ 0 0 | Unit 37 3
VRE 304 22 | Coal 127 9
Bulk 23 2
Grain 12 1
Local 22 2
Yard 12 1.
Helper 0
Light
Engine 0
TOTAL 640 497

Cambridge Systematics, Inc.
A1

Ashland 2033

P Total Per Day Freight Total Per day
Regional 264 19 | M 157 11
Long Haul 144 10 | Manifest 199 14
DHQ 24 2 | Unit 57 4
VRE 304 22 | Coal 146 10
Bulk 31 2
Grain 13 1
Local 161 12
Yard 12 1
Helper 5 0.4
Light
Engine 4 0.3
TOTAL 736 785
Ashland 2037
F Total | Per Day Freight Total | Perday
Regional 288 21| 1M 157 11
Long Haul 144 10 | Manifest 212 15
DHQ 24 2 | Unit 57 4
VRE 304 22 | Coal 147 0
Bulk 33 2
Grain 13 1
Local 161 12
Yard 12 1
Helper 5 0.4
Light
Engine 4 03
TOTAL 760 817

Cambridge Systematics, Inc.
A-2
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CSXT (continued) CSXT (continued)
Ashland 2041 Delays to Individual Freight Trains for FRA Supplemental Ashland Cases
P Total Per Day Freight Total Per day
Regional 312 2 | M 189 14 Delay 2045 Build Full 2Ash 2045 Build Full 2Ash TOS 2045 Build Full 2Ash XR2
Long Haul 144 10 | Manifest 229 16 Sver9lioure 2 2 2
DHQ 24 2 [ unit 57 4 SitoiSihours. - B B
VRE 304 22 | Coal 147 0 7108 hours 5 6 6
Bulk 33 2 6 to 7 hours 9 12 10
Grain 13 1 5 to 6 hours 6 7 10
Local 161 12 4to0 5 hours 29 22 17
Yard 12 1 310 4 hours 54 50 39
Helper E 04 Total trains delayed more 108 105 86
Light than 3 hours each
Engine 4 03
TOTAL 784 850
2045 Full (2025 Build MS SM Full)
F Total | Per Day Freight Total | Perday
Regional 408 29 | IM 213 15
Long Haul 144 10 | Manifest 239 17
DHQ 24 2 | Unit 57 4
VRE 304 22 | Coal 147 0
Bulk 33
Grain 13 1
Local 161 12
Yard 12 1
Helper 5 0.4
Light
Engine 4 03
TOTAL 880 883
Cambridge Systematics, Inc. Cambridge Systematics, Inc.
A3 A4
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Norfolk Southern Corporation John V. Edwards
Three Commercial Place General Director
Norfolk, VA 23510 Passenger Policy
Phone: 757-629-2838

Fax: 757-533-4884

Email: john.edwards@nscorp.com

November 3, 2017
Virginia Department of Rail and Public Transportation
Attn: Emily Stock, Manager of Rail Planning
801 East Main Street, Suite 1000
Richmond, Virginia 23219
Sent via U.S. mail and to info@DC2RVArail.com

Re:  Washington, D.C. to Richmond High Speed Rail Project
Tier II Draft Environmental Impact Statement and Section 4(f) Evaluation

Dear Ms. Stock:

Norfolk Southern takes this opportunity to provide a few brief remarks on the Washington, D.C.

to Richmond High Speed Rail Project, Tier II Draft Environmental Impact Statement (DEIS) and Section
4(f) Evaluation (the “DEIS™). The notice of availability for the DEIS was published in the Federal
Register on September 8, 2017.

The scope of the DC2RVA Tier II DEIS is specific. The DC2RVA corridor “extends 123 miles
along an existing rail corridor owned by CSX Transportation (CSXT) from the Long Bridge across the
Potomac River in Arlington, VA, to Centralia, VA in Chesterfield County, south of Richmond.” DEIS,
Executive Summary at 1. “Improvements made in adjoining rail corridors are outside the scope of the
DC2RVA Project.” DEIS, Section 2.2.2.2, page 2-9. The environmental and operational analysis thus
does not extend to any other location or route.’

Notwithstanding that, the DEIS ignores this limited geographic and operational scope. For
example, on page 14 of the Executive Summary, the DEIS states that “DRPT is proposing to add nine
daily round trip SEHSR passenger trains to the corridor by 2025, which would be incorporated into
Amtrak’s passenger rail network and serve the Northeast Corridor north of Washington, D.C. as part of
the DC2RVA Project.” Three (3) of those are identified as being roundtrip frequencies to Norfolk,

1 For example, the table of effects on the natural and human environment appearing on pages 47

through 52 of the Executive Summary fails to list effects on any property other than that along the

identified 123 mile rail corridor. The basis of design was to “contemplate[] a series of improvement

projects that are required to deliver higher speed passenger rail service ... along the 123-mile corridor

from Washington, D.C. to Richmond.” DEIS, Appendix B, Basis of Design Report, page E-1. The

operational simulation modeling work performed for the DEIS were made solely “within the geographic

limits of the DC2RVA corridor.” DEIS, Appendix O, Operations Modeling Technical Report, page 1-3.
See also, DEIS, Section 2.2.2.2, page 2-8 (same).

SOUTHEAST HIGH SPEED RAIL

\\DCTD
RICHMOND

RESPONSES TO OPERATOR COMMENTS

NORFOLK SOUTHERN

1. The Purpose of the DC2RVA Project is to increase capacity to
deliver higher speed passenger rail, expand commuter rail,
and accommodate growth of freight rail service in an efficient
and reliable multimodal corridor between Washington, D.C.
and Richmond, VA. While the Project’s capacity-related
infrastructure improvements are limited to the 123 miles
between Arlington (RO Interlocking) and Centralia, VA, the
Project recognizes the reality that many of the proposed train
frequencies would not operate solely within the DC2RVA
corridor. Thus, while the DC2RVA Draft and Final
Environmental Impact Statements (EIS) evaluate the effects of
capacity improvements within the corridor, each includes
operational analyses of trains moving into, out of, and beyond
the limits of the corridor. The DC2RVA Project does not, by
itself, ensure that these additional passenger services would
occur - rather, the DC2RVA Project ensures that there would
be sufficient capacity within the Washington, D.C. to
Richmond corridor for these additional passenger services to
operate, should they be added incrementally between the
current year and the planning horizon for the Project (2045).

The DC2RVA Project carries forward the purpose of the 2002
Tier I EIS within the Washington, D.C. and Richmond
corridor. The Project builds on the 2002 Tier I Final EIS and
Record of Decision (ROD), and subsequent related studies
(identified in the Final EIS Section 1.2), including the 2017
Richmond to Raleigh Tier II Final EIS and ROD and the 2012
Richmond to Hampton Roads Tier I Final EIS. The DC2RVA
Project used these studies and decisions in determining the
anticipated frequency of intercity passenger rail service in the
DC2RVA corridor, and thereby the specific capacity
improvements within the corridor necessary to support the
additional passenger trains while accommodating commuter
rail and growth of freight service. In keeping with the 2002 Tier
I ROD, and the determination of the Federal Railroad
Administration (FRA) to develop the program incrementally,
the DC2RVA Project is itself just one increment of a larger
program. The Department of Rail and Public Transportation
(DRPT) recognizes that additional planning, analysis,

(Responses are continued on next page)
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John V. Edwards
General Director
Passenger Policy

Norfolk Southern Corporation
Three Commercial Place

Norfolk, VA 23510

Phone: 757-629-2838

Fax: 757-533-4884

Email: john.edwards@nscorp.com

November 3, 2017

Virginia Department of Rail and Public Transportation
Attn: Emily Stock, Manager of Rail Planning

801 East Main Street, Suite 1000

Richmond, Virginia 23219

Sent via U.S. mail and to info@DC2RVArail.com

Re:  Washington, D.C. to Richmond High Speed Rail Project
Tier II Draft Environmental Impact Statement and Section 4(f) Evaluation

Dear Ms. Stock:

Norfolk Southern takes this opportunity to provide a few brief remarks on the Washington, D.C.
to Richmond High Speed Rail Project, Tier II Draft Environmental Impact Statement (DEIS) and Section
4(f) Evaluation (the “DEIS™). The notice of availability for the DEIS was published in the Federal
Register on September 8, 2017.

The scope of the DC2RVA Tier II DEIS is specific. The DC2RVA corridor “extends 123 miles
along an existing rail corridor owned by CSX Transportation (CSXT) from the Long Bridge across the
Potomac River in Arlington, VA, to Centralia, VA in Chesterfield County, south of Richmond.” DEIS,
Executive Summary at 1. “Improvements made in adjoining rail corridors are outside the scope of the
DC2RVA Project.” DEIS, Section 2.2.2.2, page 2-9. The environmental and operational analysis thus
does not extend to any other location or route.’

Notwithstanding that, the DEIS ignores this limited geographic and operational scope. For
example, on page 14 of the Executive Summary, the DEIS states that “DRPT is proposing to add nine
daily round trip SEHSR passenger trains to the corridor by 2025, which would be incorporated into
Amtrak’s passenger rail network and serve the Northeast Corridor north of Washington, D.C. as part of
the DC2RVA Project.” Three (3) of those are identified as being roundtrip frequencies to Norfolk,

! For example, the table of effects on the natural and human environment appearing on pages 47

through 52 of the Executive Summary fails to list effects on any property other than that along the

identified 123 mile rail corridor. The basis of design was to “contemplate[] a series of improvement

projects that are required to deliver higher speed passenger rail service ... along the 123-mile corridor

from Washington, D.C. to Richmond.” DEIS, Appendix B, Basis of Design Report, page E-1. The

operational simulation modeling work performed for the DEIS were made solely “within the geographic

limits of the DC2RVA corridor.” DEIS, Appendix O, Operations Modeling Technical Report, page 1-3.
See also, DEIS, Section 2.2.2.2, page 2-8 (same).

NORFOLK SOUTHERN (continued)

engineering and host railroad coordination would need to be
completed prior to extending additional Northeast Regional
service to Norfolk. Section 7.7 of the Final EIS, which has been
added since the Draft EIS, details the coordination with other
previous, ongoing, concurrent, and planned studies and
projects within or adjacent to the DC2RVA corridor that are
critical to the DC2RV A Project; Section 7.7.2 specifically details
the coordination with other Southeast High Speed Rail
(SEHSR) projects, including trains to Norfolk as part of the
Richmond to Hampton Roads study.

Additionally, DRPT conducted refined modeling subsequent
to the Draft EIS preliminary simulation modeling; the findings
of this effort are summarized in Section 3.2 of the Final EIS and
fully discussed in Appendix F.

DCTD
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Ms. Emily Stock
November 3, 2017
Page 2 of 2

Virginia, presumably over the current Amtrak route between Washington, D.C. and Norfolk, Virginia.}
In fact, the DEIS states, definitively, that “Three proposed new Northeast Regional (SEHSR) daily round
trips (six trains) would be added between Washington, D.C. and Norfolk, VA under the DC2RVA
project.” DEIS, Section 2.2.2.2, page 2-10.* Because the environmental and operational scope of the
DEIS explicitly does not include major portions of the routes of these three proposed new Northeast
Regional daily round trips, they cannot be added “under the DC2RVA project.” These three trains could
not be added without an agreement with Norfolk Southern, perhaps additional infrastructure and, should
Federal funds be involved, further environmental review.

In addition to the additional Norfolk service frequencies, two significant changes were integrated
into the “no build scenario” of the DC2RV A DEIS that have not been reviewed. First, the DC2RVA Tier
1I DEIS assumes — in the “no build scenario” — an additional Northeast Regional (Virginia) Washington to
Lynchburg round trip via Norfolk Southern. Second, the frequency of an existing long-distance train via
Norfolk Southern is expanded from three (3) times per week to daily — again in the “no build scenario”.
DEIS, Section 2.5.1.2, pages 2-48 and 2-49. See also, DEIS, Figure 2.2-2, page 2-8. Although the DEIS
states that “[p]lanned rail infrastructure improvements described in Section 2.5.1.1 above would support
the operation” of these trains, even over Norfolk Southern trackage, none of the identified infrastructure
improvements would take place on Norfolk Southern. There is no analysis to support the claimed
statement. Further, neither of these service expansions is in the works (notwithstanding the statement
made in the DEIS that “Amtrak intends to increase the operations of the Cardinal ... from three trips per
week to one round trip daily”). These service expansions could not be added without an agreement with
Norfolk Southern, perhaps additional infrastructure and, should Federal funds be involved, further
environmental review.

Please let me know if you have any questions concerning these comments.

John V. Edwards

3 This is in addition to the three (3) round trips already planned. See also, DEIS, page E-14

(Graphic entitled “Train Service Build Conditions (2025)”).
See also, DEIS, Section 2.2.3.1, page 2-11 (same), and Section 2.6.2, page 2-120 (same).
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NORFOLK SOUTHERN (continued)

(Response to comment 1 on previous page)

2.

The No Build Alternative incorporates existing and future
infrastructure and service levels from planned investments in
the corridor that are likely to occur independent of the capacity
improvements planned by the DC2RVA Project. If a project or
additional service level was under construction, fully-funded,
or was the focus of advanced collaborative planning, it was
assumed to be complete by 2025 for the purposes of the Draft
EIS evaluation. An additional Northeast Regional (Virginia-
supported) Washington, D.C. to Lynchburg, VA round trip
was identified in the 2017 Virginia Statewide Rail Plan as a
short-term project that the Commonwealth of Virginia intends
to pursue. Daily operation of Amtrak’s long-distance Cardinal
between New York and Chicago was proposed in Amtrak’s
Passenger Rail Investment and Improvement Act (PRIIA)
Section 210 Performance Improvement Plan for the Cardinal
dated September 2010 and reaffirmed by Amtrak as a service
increase to include in the No Build assumptions for planning
purposes for the DC2RVA Project.

As stated above, the DC2RVA Project does not, by itself,
ensure that these additional passenger services would occur -
rather, the DC2RVA Project ensures that there would be
sufficient capacity within the Washington, D.C. to Richmond
corridor for these additional passenger services to operate.
Section 4.2 of the Final EIS presents the service plan of the
Preferred Alternative, which will be further refined in the
Corridor Service Development Plan (SDP) for the Project,
which is summarized in Chapter 7 of the Final EIS.
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Amtrak Comments on DC2RVA Draft EIS Recommended Alternatives

The National Railroad Passenger Corporation ("Amtrak") is pleased to submit comments for the
administrative record regarding the Federal Railroad Administration's ("FRA") and Virginia
Department of Rail and Public Transportation (“DRPT”)-sponsored Tier |l Draft Environmental
Impact Statement ("DEIS") for the Washington, DC to Richmond, VA (“DC2RVA”) corridor
element of the Washington, DC to Charlotte, NC Southeast High Speed Rail initiative (SEHSR).

Amtrak supports the stated Purpose and Need of the DC2RVA project to increase track capacity
to allow greater passenger train speeds and frequencies to be operated on the Richmond-
Washington section of the SEHSR in the state of Virginia, serving a projected service volume of
22 intercity, 17 commuter and between 10 and 20 freight round trips per day along the
northernmost segment of this corridor.

Amtrak, as a partner with the State of Virginia, stands ready to expand to these projected levels
of high-speed, regional and long-distance intercity passenger rail service south of Washington
to the multiple destinations included in the draft service plans in the DC2RVA DEIS, contingent
on available equipment and manpower.

Amtrak has been provided the DC2RVA draft service plan train times and frequency and will be
evaluating how that can fit into our expansion and reconstruction plans for Washington Union
Station along with those of the commuter rail operators.

Amtrak also reserves the right to perform its own network modeling to determine impacts to
train performance based on the new levels of through DC2RVA service and the expanded VRE
service frequency planned into Washington Union Station.

However, Amtrak also expresses the following specific concerns on options presented in the
DEIS. The first of these concerns relates to the operating and technical performance
specifications underlying the improvements proposed.

Recognizing the operating constraints inherent in dense passenger operations on a heavy
freight main line owned by a rail freight carrier (such as here on CSX’s Richmond Line), Amtrak
urges that consideration be made in the FEIS-phase analysis to the feasibility of introducing
substantial segments of higher-performance (e.g., 110-mph operating speed design) new
trackage, either adjacent or in the general vicinity of the existing CSX corridor south of
Fredericksburg (e.g., Alternative Areas 4 and 5 in the DEIS).

The opportunity for new right-of-way sections would be particularly beneficial in the Ashland
section (Alternative Area 5), where the option for a new bypass segment to the east of the
community could overcome the severe constraints to higher-performance rail operations posed
by the current street-level downtown alignment that could relieve the burden of heavy freight
and passenger rail traffic operations through the center of this historic community.

AMTRAK

1. and 2. Comments noted. The Department of Rail and Public
Transportation (DRPT) will continue to collaborate with
Amtrak as it refines the passenger rail service plan and
conceptual schedule for the Preferred Alternative during the
preparation of the Corridor Service Development Plan (SDP)
for the DC2RVA Project and beyond into final design.

3. The engineering and service plans presented in the DC2RVA
Tier II Draft and Final Environmental Impact Statements (EIS)
were developed based on the 2002 Tier I Final EIS and Record
of Decision (ROD) issued for the Southeast High Speed Rail
(SEHSR) corridor between Washington, D.C. and Charlotte,
NC, which selected an incremental approach to developing the
SEHSR program. Key elements of the selected incremental
approach are:

» Upgrade existing rail corridors (instead of developing new
corridors).

* Utilize fossil-fuel burning equipment rather than electric-
powered equipment.

* Add service as market demand increases and/or when
funding is available.

The incremental approach seeks to minimize cost and
potential impacts to the environment by utilizing existing
railroad tracks and rail rights-of-way as much as possible.
Passenger service and freight service would share the CSXT-
owned tracks. The 2002 Tier I EIS assumed a maximum speed
of 110 mph, with an average speed of approximately 70 mph
along the full length of the SEHSR corridor between
Washington, D.C. and Charlotte, NC. Subsequently, in 2009,
the Federal Railroad Administration (FRA) released its
strategic plan for higher speed rail in America; investment
strategies included upgrading reliability and service on
conventional intercity rail services (operating speeds up to 79
to 90 mph on shared track) and developing emerging and
regional higher-speed corridor services (operating speeds up
to 90 to 110 mph on shared track). Also in September 2009,

(Responses are continued on next page)
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Amtrak Comments on DC2RVA Draft EIS Recommended Alternatives

The National Railroad Passenger Corporation ("Amtrak") is pleased to submit comments for the
administrative record regarding the Federal Railroad Administration's ("FRA") and Virginia
Department of Rail and Public Transportation (“DRPT”)-sponsored Tier |l Draft Environmental
Impact Statement ("DEIS") for the Washington, DC to Richmond, VA (“DC2RVA”) corridor
element of the Washington, DC to Charlotte, NC Southeast High Speed Rail initiative (SEHSR).

Amtrak supports the stated Purpose and Need of the DC2RVA project to increase track capacity
to allow greater passenger train speeds and frequencies to be operated on the Richmond-
Washington section of the SEHSR in the state of Virginia, serving a projected service volume of
22 intercity, 17 commuter and between 10 and 20 freight round trips per day along the
northernmost segment of this corridor.

Amtrak, as a partner with the State of Virginia, stands ready to expand to these projected levels
of high-speed, regional and long-distance intercity passenger rail service south of Washington
to the multiple destinations included in the draft service plans in the DC2RVA DEIS, contingent
on available equipment and manpower.

Amtrak has been provided the DC2RVA draft service plan train times and frequency and will be
evaluating how that can fit into our expansion and reconstruction plans for Washington Union
Station along with those of the commuter rail operators.

Amtrak also reserves the right to perform its own network modeling to determine impacts to
train performance based on the new levels of through DC2RVA service and the expanded VRE
service frequency planned into Washington Union Station.

However, Amtrak also expresses the following specific concerns on options presented in the
DEIS. The first of these concerns relates to the operating and technical performance
specifications underlying the improvements proposed.

Recognizing the operating constraints inherent in dense passenger operations on a heavy
freight main line owned by a rail freight carrier (such as here on CSX’s Richmond Line), Amtrak
urges that consideration be made in the FEIS-phase analysis to the feasibility of introducing
substantial segments of higher-performance (e.g., 110-mph operating speed design) new
trackage, either adjacent or in the general vicinity of the existing CSX corridor south of
Fredericksburg (e.g., Alternative Areas 4 and 5 in the DEIS).

The opportunity for new right-of-way sections would be particularly beneficial in the Ashland
section (Alternative Area 5), where the option for a new bypass segment to the east of the
community could overcome the severe constraints to higher-performance rail operations posed
by the current street-level downtown alignment that could relieve the burden of heavy freight
and passenger rail traffic operations through the center of this historic community.

SOUTHEAST HIGH SPEED RAIL
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AMTRAK (continued)

DRPT released its I-95 Southeast High Speed Rail Corridor &
Service Plan, which set a goal of increasing passenger rail
speed to a 90-mph maximum in the Washington, D.C. to
Petersburg, VA corridor. In keeping with DRPT’s 2009 Service
Plan, the DC2RVA Project was designed to upgrade the
reliability and service of conventional intercity rail services at
speeds up to 90 mph, where practical, in a corridor shared with
commuter and freight services. DRPT determined that a
maximum speed of 90 mph, where feasible, for the DC2RVA
Project provided the optimal capacity to improve service on
the DC2RVA corridor while minimizing environmental
impacts and costs. However, DRPT’s determination that a
maximum authorized speed of 90 mph for the passenger trains
in the DC2RVA corridor does not preclude consideration in
the future to increase the maximum allowable speed in the
corridor. Additional details on the decisions that led to the
selection of a maximum authorized speed of 90 mph in the
Project corridor are provided in Section 1.2 of the Final EIS.

4. As work on the Tier II Draft EIS for the DC2RVA Project
advanced, DRPT recognized that each of the proposed Build
Alternatives would have potential adverse consequences on
the citizens and resources of the Town of Ashland and/or
Hanover County, and there was no local consensus or
preference for a Build Alternative in this area. DRPT convened
the Town of Ashland/Hanover County Community Advisory
Committee (CAC) to review all previously considered options
for greater rail capacity in the Ashland/Hanover County area,
and to identify potential options that could meet the Purpose
and Need of the DC2RVA Project, while also minimizing or
avoiding potential impacts to the community and
environment. Ultimately, the CAC identified three “least
objectionable” alternatives for through-town, below-grade,
and bypass options, which are fully described in Section 3.3 of
the Final EIS and its Appendix G, and briefly summarized
below:

(Responses are continued on next page)
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Amtrak Comments on DC2RVA Draft EIS Recommended Alternatives

The National Railroad Passenger Corporation ("Amtrak") is pleased to submit comments for the
administrative record regarding the Federal Railroad Administration's ("FRA") and Virginia
Department of Rail and Public Transportation (“DRPT”)-sponsored Tier |l Draft Environmental
Impact Statement ("DEIS") for the Washington, DC to Richmond, VA (“DC2RVA”) corridor
element of the Washington, DC to Charlotte, NC Southeast High Speed Rail initiative (SEHSR).

Amtrak supports the stated Purpose and Need of the DC2RVA project to increase track capacity
to allow greater passenger train speeds and frequencies to be operated on the Richmond-
Washington section of the SEHSR in the state of Virginia, serving a projected service volume of
22 intercity, 17 commuter and between 10 and 20 freight round trips per day along the
northernmost segment of this corridor.

Amtrak, as a partner with the State of Virginia, stands ready to expand to these projected levels
of high-speed, regional and long-distance intercity passenger rail service south of Washington
to the multiple destinations included in the draft service plans in the DC2RVA DEIS, contingent
on available equipment and manpower.

Amtrak has been provided the DC2RVA draft service plan train times and frequency and will be
evaluating how that can fit into our expansion and reconstruction plans for Washington Union
Station along with those of the commuter rail operators.

Amtrak also reserves the right to perform its own network modeling to determine impacts to
train performance based on the new levels of through DC2RVA service and the expanded VRE
service frequency planned into Washington Union Station.

However, Amtrak also expresses the following specific concerns on options presented in the
DEIS. The first of these concerns relates to the operating and technical performance
specifications underlying the improvements proposed.

Recognizing the operating constraints inherent in dense passenger operations on a heavy
freight main line owned by a rail freight carrier (such as here on CSX’s Richmond Line), Amtrak
urges that consideration be made in the FEIS-phase analysis to the feasibility of introducing
substantial segments of higher-performance (e.g., 110-mph operating speed design) new
trackage, either adjacent or in the general vicinity of the existing CSX corridor south of
Fredericksburg (e.g., Alternative Areas 4 and 5 in the DEIS).

The opportunity for new right-of-way sections would be particularly beneficial in the Ashland
section (Alternative Area 5), where the option for a new bypass segment to the east of the
community could overcome the severe constraints to higher-performance rail operations posed
by the current street-level downtown alignment that could relieve the burden of heavy freight
and passenger rail traffic operations through the center of this historic community.

AMTRAK (continued)

e “3-2-3” Option (i.e., maintaining two tracks through Town):
A third track would be added to the existing CSXT right-of-
way north and south of the Town of Ashland, while the
existing two tracks would remain in service through
Ashland. This option is similar to Build Alternative 5A that
was evaluated in the Draft EIS, with further minimization of
infrastructure and associated potential impacts within
downtown Ashland.

¢ Three-Track Trench: A trench would be constructed through
Ashland approximately 50 feet wide and 33 feet deep. The
two existing tracks through the Town of Ashland, along
with a new third track, would pass through Ashland within
the trench. This below-grade option followed a through-
town alignment similar to Build Alternatives 5B and 5D as
evaluated in the Draft EIS, but was considered and
dismissed in the Draft EIS alternatives development
process.

Western Bypass Alignment: A two-track, grade-separated
bypass approximately seven miles long would extend
around the Town of Ashland to the west. This bypass
alignment is similar to Build Alternative 5C as evaluated in
the Draft EIS, but with a modified alignment. The AWB1
alignment was considered and dismissed in the Draft EIS
alternatives development process.

The CAC’s identification of least objectionable alternatives
was intended to inform the final determination of a preferred
alternative for the Ashland/Hanover County area by DRPT,
the Commonwealth Transportation Board (CTB), and
ultimately, FRA. In accordance with the September 2017
recommendation of the Town of Ashland/Hanover County
Community Advisory Committee and the December 2017
resolution of the CTB, Alternative 5A was selected as the
Preferred Alternative for the Ashland / Hanover area. Refer
to Section 4.3.5 of the Final EIS for full description of the
alternative and the basis for its selection.

Details of CAC activities are provided in the CAC Summary
Report, which is Appendix G of the Final EIS.
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AMTRAK (continued)
(No comments on this page)
Amtrak would welcome the opportunity to provide further clarification of these proposed

improvements, and its planning staff can be available to provide follow up as requested by the
DC2RVA project team at its convenience.
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VRE

19155 Note DRPT responded to the specific comments in the attachment that are

summarized in the first two pages of VREs letter. The response numbering
below corresponds to the DRPT-numbered statements as indicated by the
numbered black bars on the right side of the attachment to VRE’s letter
and is not intended to align with the letter summary numbering provided
November 6, 2017 by VRE.

VIRGINIA RAILWAY EXPRESS

™

Via ELECTRONIC MAIL (No comments on this page)

Ms. Emily Stock

Manager of Rail Planning

Virginia Department of Rail and Public Transportation
600 East Main Street, Suite 2102

Richmond, VA 23219

Re: Washington, D.C. to Richmond High Speed Rail Project
Tier Il Draft Environmental Impact Statement and Section 4(f) Evaluation Review

Dear Ms. Stock:

The Virginia Railway Express (VRE) has reviewed the Southeast High Speed Rail Washington, DC to
Richmond, Virginia, Tier Il Draft Environmental Impact Statement and Draft Section 4 (f) Evaluation
(DEIS). The DEIS contemplates improvements to the CSX Transportation (CSXT) RF&P Subdivision, many
of which are in the VRE operating territory and would benefit VRE operations. Most notable are adding
a fourth track between the Potomac River and Alexandria and completing a third track from Alexandria
to north of Fredericksburg. The project also produced concept-level plans for a new third track across
the Rappahannock River in the city of Fredericksburg.

As a stakeholder in the “DC2RVA” planning process, VRE staff worked closely with project staff
throughout the development of DEIS document to ensure compatibility with VRE operations and designs
for station improvements currently underway through the corridor. A Record of Decision from the
Federal Railroad Administration for the DC2RVA project based on the DEIS will represent a major step
towards additional corridor capacity and fluidity to the benefit of all users of the Subdivision.

In summary:

1. VRE appreciates the overall DEIS effort conducted by the Virginia Department of Rail and
Public Transportation (DRPT) and the collaboration with VRE and other stakeholders
throughout the process.

2. VRE supports the conclusions of the DEIS that identify significant improvements to the
railroad’s physical plant that will benefit all users of the corridor—CSXT, Amtrak and VRE.

3. VRE has issues that we are eager to help resolve regarding technical design details of
proposed additional tracks through VRE stations. We also have some questions with the
noise and vibration impact analyses. These details are being actively addressed as part of
the on-going coordination between the project teams, however, and we are confident that
they will be resolved prior to the issuing the Final Environmental Statement.

1500 KING STREET « SUITE 202 + ALEXANDRIA, VA 22314 « P 703.684.1001 + F703.684.1313 « WWW.VRE.ORG
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4. VRE supports the goals of DC2RVA to enhance railroad infrastructure for efficient freight and
passenger rail services. VRE welcomes the opportunity to work with DRPT capital and
operating plans that will cost effectively meet the freight, intercity and commuter train
needs in this important corridor.

We have compiled a number of specific comments on various sections of the DEIS that are outlined in
the attached enclosure. VRE greatly appreciates the opportunity to participate in this effort and looks
forward to continued involvement and collaboration with all stakeholders.

Sincerely,

é B-VZ}-%
DougAflen

Chief Executive Officer

Enclosure

cc: Richard A. Dalton, Deputy CEO/Chief Operating Officer, Virginia Railway Express
Oscar J. Gonzalez, Project Manager, Virginia Railway Express
T. R. Hickey, Chief Development Officer, Virginia Railway Express
Christine M. Hoeffner, Manager of Development, Virginia Railway Express
Dallas R. Richards, Manager of Implementation, Virginia Railway Express

C

ICHMOND

D TO
SOUTHEAST HIGH SPEED RAIL

RESPONSES TO OPERATOR COMMENTS

VRE (continued)

(No comments on this page)
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Enclosure

General comment: The projected timeline for completion appears inconsistent with level of work
required. Consider reevaluating projected timeline for design, permitting, property acquisition, and
construction.

General comment: There appear to be inconsistencies between design criteria and required
construction especially as it pertains to VRE station locations.

p. 2-29 DC2RVA provides sufficient options to connect with potential Long Bridge alternatives. Continue
coordination with DC2RVA, DDOT and FRA

p. 2-44 Table 2.5-1: add Crystal City and L'Enfant station improvements; replace GHX Extension with
Broad Run Expansion

p. 2-46 "VRE Broad Run/Crossroads Yard Expansion" This may have been true when the DC2RVA project
was begun. Not sure if need a change to this statement.

p- 2-47 "VRE Station Platform Expansion Program” Paragraph is generally correct. Last line gives timing
for construction that have changed, probably because they based the timing on the SYP that they had at
the time. Do we need to change statement?

p. 2-47 "VRE Station Platform Expansion Program" Bullet for VRE Alexandria Station states that "VRE will
also improve the tunnel connecting the island platform to the main station for ADA accessibility". The
project is to build a new ADA- compliant tunnel connecting the station to the Metro Station. The current
statement does not reflect the station to station connection as depicted in Figure 2.5-3.

p. 2-55 Sec. 2.5.2.2 The first line states that the section "...extends from the Crystal City Station in
Arlington County... ". Which Crystal City station is this referring to? Is it the VRE Crystal City Station
which is not served by Amtrak?

p. 2-126 "Station Construction” does not indicate adjustments needed to any VRE stations. Will all the
adjustments be built in to the VRE projects?

Noise and vibration:

e The DEIS Noise Technical Report (page 4-8), Table 4-4 indicates Moderate Noise Impacts at 7
Category 2 sensitive receptors in Arlington. The maps included with the report identify the
sensitive receptors.

o There is also Table 5-1 Noise Impact Summary by Alternative (page 5-1) that lists 670 Moderate
impacts and 99 Severe Impacts in Arlington. It is unclear to VRE the difference between the two
tables but the numbers are significantly different. It is unclear the difference between Chapters
4 and 5 of the DC2RVA Noise report.

B B E DD DD

VRE (continued)

1. The Department of Rail and Public Transportation (DRPT) and
the Federal Railroad Administration (FRA) acknowledge the
implementation process that follows the guidelines of the
National Environmental Policy Act (NEPA) and preliminary
design can be lengthy, and includes applying for construction
permits, equipment selection and manufacturing, ordering
materials, and actual construction of the rail corridor
improvements. DRPT and FRA have adopted an incremental
approach to develop new service and are working with CSXT,
the owner of the railroad, to identify key opportunities to
construct railroad infrastructure and implement improved
service in the corridor as quickly as possible. For planning
purposes, DRPT and FRA assumed the earliest the new service
could be in operation would be 2025; this assumption is based
on a completed NEPA process and full funding being
immediately available. The build-out of the corridor and full
implementation of the DC2RV A Project is dependent on future
state and federal funding. Full details about future steps in the
Project process, including funding, implementation and
service priorities, final design, permitting, and construction,
are included in Chapter 7 of this Final Environmental Impact
Statement (EIS), which has been added since the Draft EIS to
address these topics.

2. The design criteria for the DC2RVA Project apply to intercity
passenger rail stations providing service to Amtrak, and
including stations shared by Amtrak and the Virginia Railway
Express (VRE). Adjustments to VRE stations are being
coordinated between VRE and DRPT, separate from the
DC2RVA Project. Application of the design criteria at stations
solely serving VRE is limited to the track horizontal offset
distance from VRE platforms and to the track elevation
relative to the VRE platforms. Additional track or track
realignments constructed under the DC2RVA Project will
support the planned platform improvements at stations
served by VRE. DRPT will continue coordinating with VRE to
ensure proposed track improvements under DC2RVA align
with VRE’s ongoing and planned station expansion projects.

(Responses are continued on next page)
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Enclosure

General comment: The projected timeline for completion appears inconsistent with level of work
required. Consider reevaluating projected timeline for design, permitting, property acquisition, and
construction.

General comment: There appear to be inconsistencies between design criteria and required
construction especially as it pertains to VRE station locations.

p. 2-29 DC2RVA provides sufficient options to connect with potential Long Bridge alternatives. Continue
coordination with DC2RVA, DDOT and FRA

p. 2-44 Table 2.5-1: add Crystal City and L'Enfant station improvements; replace GHX Extension with
Broad Run Expansion

p. 2-46 "VRE Broad Run/Crossroads Yard Expansion" This may have been true when the DC2RVA project
was begun. Not sure if need a change to this statement.

p- 2-47 "VRE Station Platform Expansion Program” Paragraph is generally correct. Last line gives timing
for construction that have changed, probably because they based the timing on the SYP that they had at
the time. Do we need to change statement?

p. 2-47 "VRE Station Platform Expansion Program" Bullet for VRE Alexandria Station states that "VRE will
also improve the tunnel connecting the island platform to the main station for ADA accessibility". The
project is to build a new ADA- compliant tunnel connecting the station to the Metro Station. The current
statement does not reflect the station to station connection as depicted in Figure 2.5-3.

p. 2-55 Sec. 2.5.2.2 The first line states that the section "...extends from the Crystal City Station in
Arlington County... ". Which Crystal City station is this referring to? Is it the VRE Crystal City Station
which is not served by Amtrak?

p. 2-126 "Station Construction” does not indicate adjustments needed to any VRE stations. Will all the
adjustments be built in to the VRE projects?

Noise and vibration:

e The DEIS Noise Technical Report (page 4-8), Table 4-4 indicates Moderate Noise Impacts at 7
Category 2 sensitive receptors in Arlington. The maps included with the report identify the
sensitive receptors.

o There is also Table 5-1 Noise Impact Summary by Alternative (page 5-1) that lists 670 Moderate
impacts and 99 Severe Impacts in Arlington. It is unclear to VRE the difference between the two
tables but the numbers are significantly different. It is unclear the difference between Chapters
4 and 5 of the DC2RVA Noise report.
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RESPONSES TO OPERATOR COMMENTS

VRE (continued)

3. Comment noted. DRPT will continue to coordinate with FRA,
the District Department of Transportation (DDOT), and other
stakeholders on the Long Bridge project throughout the
DC2RVA design process.

4. Draft EIS Table 2.5-1 has been updated as requested; refer to
the errata table for the Draft EIS, which is Appendix A of the
Final EIS. Note that the Broad Run expansion is in the Draft
EIS Table 2.5-1, so no addition is needed.

5. and 6. DRPT acknowledges that VRE’s most recent plans and
construction timelines for the two referenced projects have
been revised since publication of the Draft EIS. Clarification of
any effects from revised plans or construction timelines are
addressed in Section 4.4.2 and Section 7.7 of the Final EIS.

7. The text has been corrected to reflect that the proposed new
pedestrian tunnel would connect Alexandria Union Station to
the King Street Metro Station and provide access to the
platforms and station that are compliant with the Americans
with Disabilities Act (ADA); refer to the errata table for the
Draft EIS, which is Appendix A of the Final EIS.

8.  The referenced description has been updated to indicate that
it refers to VRE’s Crystal City Station. Refer to the errata table
for the Draft EIS, which is Appendix A of the Final EIS.

9. See DRPT-numbered statement #2 above for response.

(Responses are continued on next page)
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Enclosure

General comment: The projected timeline for completion appears inconsistent with level of work
required. Consider reevaluating projected timeline for design, permitting, property acquisition, and
construction.

General comment: There appear to be inconsistencies between design criteria and required
construction especially as it pertains to VRE station locations.

p. 2-29 DC2RVA provides sufficient options to connect with potential Long Bridge alternatives. Continue
coordination with DC2RVA, DDOT and FRA

p. 2-44 Table 2.5-1: add Crystal City and L'Enfant station improvements; replace GHX Extension with
Broad Run Expansion

p. 2-46 "VRE Broad Run/Crossroads Yard Expansion" This may have been true when the DC2RVA project
was begun. Not sure if need a change to this statement.

p- 2-47 "VRE Station Platform Expansion Program” Paragraph is generally correct. Last line gives timing
for construction that have changed, probably because they based the timing on the SYP that they had at
the time. Do we need to change statement?

p. 2-47 "VRE Station Platform Expansion Program" Bullet for VRE Alexandria Station states that "VRE will
also improve the tunnel connecting the island platform to the main station for ADA accessibility". The
project is to build a new ADA- compliant tunnel connecting the station to the Metro Station. The current
statement does not reflect the station to station connection as depicted in Figure 2.5-3.

p. 2-55 Sec. 2.5.2.2 The first line states that the section "...extends from the Crystal City Station in
Arlington County... ". Which Crystal City station is this referring to? Is it the VRE Crystal City Station
which is not served by Amtrak?

p. 2-126 "Station Construction” does not indicate adjustments needed to any VRE stations. Will all the
adjustments be built in to the VRE projects?

Noise and vibration:

e The DEIS Noise Technical Report (page 4-8), Table 4-4 indicates Moderate Noise Impacts at 7
Category 2 sensitive receptors in Arlington. The maps included with the report identify the
sensitive receptors.

o There is also Table 5-1 Noise Impact Summary by Alternative (page 5-1) that lists 670 Moderate
impacts and 99 Severe Impacts in Arlington. It is unclear to VRE the difference between the two
tables but the numbers are significantly different. It is unclear the difference between Chapters
4 and 5 of the DC2RVA Noise report.

B B E DD DD

VRE (continued)

10. Table 4-4 in the Noise and Vibration Technical report
(Appendix P in the Draft EIS) presents noise analysis results
for Build Alternative 2A in the Northern Virginia segment
(Area 2) of the DC2RVA corridor. Build Alternative 2A is the
only Build Alternative for the Northern Virginia segment.
Draft EIS Table 5-1 summarizes noise impacts for all six
corridor segments and all of the Project Build Alternatives. The
results for Build Alternative 2A are the same in both tables.
Draft EIS Table 4-4 identifies noise impacts in each major
municipality per Area, whereas Draft EIS Table 5-1 simply
presents the total number of projected noise impacts per Area
(all municipalities in that segment). Information on potential
vibration effects are presented in the same manner.

There are no changes to the vibration impact contours or noise
impact contours since the publication of the Draft EIS, with the
exception of two areas for noise only (one location in Crystal
City in Arlington and one location in Richmond); these two
areas are detailed in Final EIS Section 5.7 and updated maps
are provided in Appendix M of the Final EIS.

The noise analysis tables in Section 5.7 of the Final EIS are
presented for only the defined contiguous Preferred
Alternative through all six area segments of the Project
corridor.
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e Similar tables for Vibration analysis (pages 4-20 and 5-2).

Chapter 2: Alternatives

Page 2-49
1. For the daily 1-way trips, VRE is shown as increasing 4 train trips until 2025 and no additional train

trips for the next 20 years thereafter. However, freight trains show an increase of 20-25 train trips
in that same timeframe of 2025-2045. This is also reiterated in the text on page 2-116.

Page 2-125
1. The text mentions maintaining at least one mainline track for operations during construction.

However, it is likely that 2 mainline tracks will need to be in service always where VRE operates,
especially north of where the Manassas Line and Fredericksburg merge. In some cases, a shoofly
track may be necessary to keep the existing railroad services flowing without unnecessary delays.

2. The ballast depth for rail construction is listed in the text as 8-inches. However, the Basis of Design
(BOD) states that not less than 12-inches of ballast material is needed under the ties. Consider
removing the specific reference from the general section or ensure it is consistent with the BOD.

Chapter 7: Recommended Preferred Alternative

VRE has review the Recommended Preferred Alternative with particular attention to locations where
VRE has planned or proposed projects. In general, we have found the proposed improvements
consistent with our preferred designs and ongoing coordination between DRPT and VRE. Here we offer
some specific suggestions for your review and consideration as the Agency advance the design and EIS.

Page 7-3

This area considers the northernmost segment of VRE’s operations in Virginia and encompasses one of
our highest use stations at Crystal City. We recognize the importance of this segment and how it relates
to the ongoing Long Bridge Project.

1. Alternate 1A: While reviewing Figure 7.1-1 for Alternate 1A, it is not clear that there is a fourth track
south of Long Bridge Park from RO to AF. Of note, Alternates 1B and 1C show this fourth track.
Please clarify for consistency.

2. Alternate Decision: Please clarify the logic of deferring the decision between Alternates 1A, 1B, and
1C until the completion of the Long Bridge study. Such decision along with subsequent design and
construction will have direct impacts on VRE’s planned improvements at Crystal City Station and has
the potential to delay the Atlantic Gateway fourth track project from AF to RO in whole or part.

SOUTHEAST HIGH SPEED RAIL
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RESPONSES TO OPERATOR COMMENTS

VRE (continued)
(Response to comment 10 on previous page)

11. No Build assumptions regarding projected increases in freight,
intercity passenger, and commuter rail service frequencies were
developed in consultation with FRA, CSXT, Amtrak, and VRE.
The DC2RVA Project does not preclude the development of
additional rail capacity projects to accommodate future
increases in rail traffic as future service plans and market
conditions change. Separate from the Purpose and Need of the
DC2RVA Project, DRPT and FRA also recognize that CSXT,
VRE, or other interested parties may pursue additional capital
improvements (or service changes) along the DC2RVA corridor
between Washington, D.C. and Centralia, VA or on the adjacent
railroad network that would affect the operations within the
Project corridor. Additional operations analysis performed
through the life of the DC2RVA Project will include any
modifications to the railroad network constructed (or service
changes implemented) by others to continue to validate that the
infrastructure defined in the EIS for the DC2RVA Project
remains effective to meet the Purpose and Need of Project.

12. The referenced text is part of a general statement about
maintaining operations throughout the DC2RVA corridor,
and does not preclude the need to maintain more than one
track in operation. VRE's description of locations where more
than one track would need to remain in service is noted.

13. The referenced text was revised, as requested, to clearly
indicate a minimum of 12 inches of ballast would be required
under the ties; refer to the errata table for the Draft EIS, which
is Appendix A of the Final EIS.

14. Build Alternative 1A, as evaluated in the Draft EIS, proposes
four mainline tracks between RO and AF; however, the
referenced Draft EIS Figure 7.1-1 was intended as a high-level
graphical preview of the Recommended Preferred Alternative
at that time, and is not included as part of the Final EIS
document. Rather, the Final EIS provides an updated detailed
mapbook of the Preferred Alternative in Appendix L. Note
that subsequent to the Draft EIS, Alternative 1B was selected
as the Preferred Alternative for the Arlington Bridge
Approach (refer to Final EIS Section 4.3.1).

(Responses are continued on next page)
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e Similar tables for Vibration analysis (pages 4-20 and 5-2).

Chapter 2: Alternatives

Page 2-49
1. For the daily 1-way trips, VRE is shown as increasing 4 train trips until 2025 and no additional train

trips for the next 20 years thereafter. However, freight trains show an increase of 20-25 train trips
in that same timeframe of 2025-2045. This is also reiterated in the text on page 2-116.

Page 2-125
1. The text mentions maintaining at least one mainline track for operations during construction.

However, it is likely that 2 mainline tracks will need to be in service always where VRE operates,
especially north of where the Manassas Line and Fredericksburg merge. In some cases, a shoofly
track may be necessary to keep the existing railroad services flowing without unnecessary delays.

2. The ballast depth for rail construction is listed in the text as 8-inches. However, the Basis of Design
(BOD) states that not less than 12-inches of ballast material is needed under the ties. Consider
removing the specific reference from the general section or ensure it is consistent with the BOD.

Chapter 7: Recommended Preferred Alternative

VRE has review the Recommended Preferred Alternative with particular attention to locations where
VRE has planned or proposed projects. In general, we have found the proposed improvements
consistent with our preferred designs and ongoing coordination between DRPT and VRE. Here we offer
some specific suggestions for your review and consideration as the Agency advance the design and EIS.

Page 7-3

This area considers the northernmost segment of VRE’s operations in Virginia and encompasses one of
our highest use stations at Crystal City. We recognize the importance of this segment and how it relates
to the ongoing Long Bridge Project.

1. Alternate 1A: While reviewing Figure 7.1-1 for Alternate 1A, it is not clear that there is a fourth track
south of Long Bridge Park from RO to AF. Of note, Alternates 1B and 1C show this fourth track.
Please clarify for consistency.

2. Alternate Decision: Please clarify the logic of deferring the decision between Alternates 1A, 1B, and
1C until the completion of the Long Bridge study. Such decision along with subsequent design and
construction will have direct impacts on VRE’s planned improvements at Crystal City Station and has
the potential to delay the Atlantic Gateway fourth track project from AF to RO in whole or part.

VRE (continued)

15. In the Draft EIS, to avoid unnecessarily constraining the
possible alternatives of the separate Long Bridge project, FRA
and DRPT identified and evaluated three possible
configurations for the one-mile section of the DC2RVA
corridor in Arlington, without recommendation of a preferred
alternative between them at that time. Note that there is no
requirement for a Draft EIS to recommend a preferred
alternative. Subsequently, Alternative 1B: Add Two Tracks on
the West was selected as the Preferred Alternative for the
DC2RVA Project to align with the two alternatives that were
recommended in the Long Bridge Alternatives Report. Refer
to Final EIS Section 4.3.1 for details on the selection process
and description of Preferred Alternative 1B. DRPT will
continue to coordinate with the Long Bridge project to ensure
a smooth transition to the proposed new Long Bridge.

The corridor segment south of the bridge approach will be
implemented as part of the Atlantic Gateway project and will
include positioning of rail to accommodate appropriate
transition to the bridge approach (regardless of location). This
will allow VRE’s proposed improvements at Crystal City
Station to proceed with two tracks in service at all times.
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VRE (continued)

— 16. The referenced Figure 7.2-1 on page 7-4 of the Draft EIS was
November 6, 2017 intended as a high-level graphical preview of the
Page 5 Recommended Preferred Alternative at that time and is not
included as part of the Final EIS document. Rather, the Final
EIS provides updated detailed descriptions and mapbooks of
the Preferred Alternative Refer in Section 4.3 and Appendix L,
respectively.

Page 7-4

This page describes Alternate Area 2: Northern Virginia CFP 109.3 to CFP 62, which is approximately
Rosslyn (known as RO) to Dahlgren Junction (DJ) encompassing a majority of the VRE service area. We
have reviewed drawings in the appendices, especially at or near planned VRE project locations such as
stations.

Track Improvement: The text refers to “improve existing track”. However, it is not clear to context
of these improvements. Consider specific distinctions between where new track will be installed
versus where improvements or modifications to existing track(s) will be made.

Fourth Track at Alexandria: In the first paragraph, the map shows an additional (fourth) track south
of Alexandria Station. However, the text reads “four interoperable main tracks north of Alexandria”.
This may be an oversite and might should read AF interlocking instead of Alexandria. Consider
rewording to specifically mention the terminus or control point of the contemplated fourth track.

Major Infrastructure: Based on recent project experience VRE has found that the complexity of
major infrastructure (e.g. bridges, retaining walls, etc.) have significant impacts on project
schedules, costs, and related operations. In addition, again based on experience, we have found that
allowing for such infrastructure early in the design ultimately improves both constructability and
operational redundancy during construction for the project. The last paragraph here mentions
several new bridges over waterways, but it is not clear which ones are affected and how many are
specifically being rehabilitated, replaced, or constructed. Given the current level of design, we
suggest that DRPT consider at this point construction of parallel two-track bridges and / or
replacement of all major infrastructure along the corridor. Doing so will likely capture the greatest
potential impacts, remove antiquated infrastructure for better long-term service, improve
substandard geometry (both roadway and railroad), and present a more constructible alternative to
the host railroad. Subscribing to such logic would be similar to the design logic used for Quantico
Creek Bridge, now being employed for third track construction on the corridor.

Example: As a specific example, we offer Neabsco Creek Bridge. This location, like many along the
corridor, has a two-track bridge over a major water crossing. Constructing a single-track bridge
adjacent to the existing would preclude (or prolong) repair or replacement of the existing bridge
while maintaining at least two-track operations. Whereas, constructing a two-track bridge adjacent
to the existing bridge would allow repair or replacement of the exiting bridge while maintaining two-
track operations, thereby ultimately resulting in a safer more cost-effective solution for three (and
potential four) track operations.

This same scenario plays out at many locations along the corridor such as large crossing like
Occoquan Creek, Powells Creek, and the Rappahannock River, but also for smaller crossings such as
Route 1 and Furnace Road in Fairfax County. VRE recognizes the potential cost implications to such
design assumptions but believe it best to recognize and documents potential impacts and costs early
in the project as they may become a reality due to constructability and operations.
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17. The referenced section was reworded for clarity, to read
“...with four interoperable main tracks north of AF
interlocking and three interoperable main tracks from AF
interlocking to Fredericksburg”; refer to the errata table for the
Draft EIS, which is Appendix A of the Final EIS.

18. The DC2RVA Project’s stated Purpose is to increase railroad
capacity between Washington, D.C. and Richmond, VA to
deliver higher speed passenger rail service, while also
supporting the planned expansion of VRE commuter rail
service and accommodating the forecasted growth of freight
rail service by developing an efficient and reliable multimodal
rail corridor. DRPT and FRA are committed to including
sufficient infrastructure improvements in the DC2RVA Project
to support the Purpose and Need - however, the goal of the
Project is not to re-build the entire CSXT corridor, but to add
necessary infrastructure. CSXT has certified that their existing
rail bridges meet all necessary engineering and safety
standards, and replacement of existing rail bridges is not
proposed unless directly necessary to meet the Purpose and
Need. The DC2RVA Project’s major bridge conceptual designs
and environmental impact evaluations address a sub-structure
sufficient to support a two-track bridge, although the
preliminary Project designs would only show a single-track
bridge. This allows for an evaluation of the two-track bridge
sub-structure and in-water impacts under NEPA and ensures
future design flexibility, while limiting the Project’s proposed
infrastructure and costs to that necessary to meet Purpose and
Need.
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4. Brooke Station: At Brooke Station, the report shows an additional mainline track on the east
existing corridor. VRE is currently developing station platform plans that have the proposed third
track on the west side of the corridor. There are many reasons for this difference, but primarily, we
prefer a design that does not require passengers to cross (over or under) a track to reach the first
platform or a “three elevator solution”. Through ongoing coordination with DRPT we believe we
have arrived at a solution that employs the proposed connector road between Mt. Hope Church
Road and Andrews Chapel Road. This new alternative places the proposed third track on the west
side and is shown below as Figure 1.

Page 7-6

1. Rappahannock River Bridge: Please refer to the section above noted as “Major Infrastructure” for
VRE’s logic on this matter. In lieu of a new single-track bridge over the Rappahannock River, consider
a two-track capable bridge with only one-track in the interim or at least a substructure capable of
supporting two-tracks (future).

Appendix A:
* In the Alternatives Technical Report, page 4-9 incorrectly lists Quantico as one of the Penta
Platform projects. The reference to Quantico should be removed and replaced with Franconia-

Springfield.

e Consider adding universal crossovers (UXO) between all VRE stations.

VRE (continued)

19.

20.
21.

22.

DRPT remains committed to working with VRE and other
stakeholders for the duration of the Project. VRE’s proposed
solution as shown in Figure 1 in the comments is noted.

Refer to DRPT-numbered statement #18 above for response.

By way of this response, DRPT acknowledges that the
Franconia-Springfield station will replace the Quantico station
on page 4-9 of the Alternatives Technical Report (Appendix A
of the Draft EIS), under the Penta Platform projects
description.

DRPT worked with FRA and CSXT to determine reasonable
conceptual location of rail crossovers; final determinations will
be developed during development of the Corridor Service
Development Plan (SDP) for this Project (refer to Section 7.3 of
the Final EIS for details) as well as during final design of
signals and communication.
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VRE (continued)

Ms. Emily Stock (No comments on this page)
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Page 7

Figure 1: Brooke Station Option
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Washington, D.C. 20001

By Metrorail:
Judiciary Square-Red Line
Gallery Place-Chinatown

Yellow Lines
A District of Columbia

Maryland and Virginia
Transit Partnership

Washington
Metropolitan Area
Transit Authority

600 Fifih Street, NW

202/962-1234

Red, Green and

November 7, 2017

Ms. Emily Stock

Virginia Department of Rail and Public Transportation (DRPT)
600 East Main Street

Suite 2102

Richmond, VA 23219

Dear Ms. Stock:

On behalf of the Washington Metropolitan Area Transit Authority (WMATA), | am
transmitting the Authority's comments on the Washington, DC to Richmond
(DC2RVA) Tier Il Draft Environmental Impact Statement (DEIS).

WMATA supports the development of the DC2RVA project but we also want to
highlight the importance of advancing the Long Bridge Project, which would greatly
enhance the prospects for DC2RVA and other passenger rail services in this
corridor. Please ensure that both of these projects are coordinated and advanced
in concert with one another.

We want to take the opportunity to highlight several points for DRPT should
consider as this important project advances.

1. Although the DC2RVA project is still in the early phases of engineering and
environmental review, there may be several challenges and project risks if
WMATA facilities and operations are impacted. All construction actions
within the “zone of influence,” must be coordinated with WMATA’s Joint
Development and Adjacent Construction (JDAC) Office and approved by
WMATA. The “zone of influence” is defined in Section 3.1 of WMATA’s
JDAC Project Manual, which can be found on the JDAC website via the link
below. Coordination can add significant time and cost to a major projects
and if the project is likely to impact WMATA facilities, we recommend
documenting the potential impact and coordinating with WMATA early and
often to avoid or mitigate the impact. The JDAC website can be found here
for review:
www.wmata.com/about/business/adjacent-construction/index.cfm.

2. The City of Alexandria and WMATA are constructing a new Metrorail station
in Potomac Yard. The DC2RVA project should not impact existing plans to
construct the new station. Currently a design-build contract to implement
the project is being evaluated by the City of Alexandria and WMATA. More
information can be found on the project website:
www.potomacyardmetro.com

WMATA

1.

The Department of Rail and Public Transportation (DRPT) is
currently working with the District Department of
Transportation (DDOT) and the Federal Railroad
Administration (FRA) to evaluate possible alternatives for
increasing the rail corridor’s capacity across the Potomac River
via Long Bridge as part of a separate environmental study (the
Long Bridge study), for which DRPT is a cooperating agency.
In the Draft Environmental Impact Statement (EIS) for the
DC2RVA Project, to avoid unnecessarily constraining the
possible alternatives of the separate Long Bridge study, FRA
and DRPT identified and evaluated three possible
configurations for the one-mile section of the DC2RVA
corridor in Arlington, without recommendation of a preferred
alternative between them at that time. Subsequently,
Alternative 1B: Add Two Tracks on the West was selected as
the Preferred Alternative for the DC2RVA Project to align with
the two alternatives that were recommended in the Long
Bridge Alternatives Report. Refer to Final EIS Section 4.3.1 for
details on the selection process and description of Preferred
Alternative 1B. DRPT will continue to coordinate with the
Long Bridge project to ensure a smooth transition to the
proposed new Long Bridge.

(Responses are continued on next page)
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Ms. Emily Stock

Virginia Department of Rail and Public Transportation (DRPT)
600 East Main Street

Suite 2102

Richmond, VA 23219

Dear Ms. Stock:

On behalf of the Washington Metropolitan Area Transit Authority (WMATA), | am
transmitting the Authority's comments on the Washington, DC to Richmond
(DC2RVA) Tier Il Draft Environmental Impact Statement (DEIS).

WMATA supports the development of the DC2RVA project but we also want to
highlight the importance of advancing the Long Bridge Project, which would greatly
enhance the prospects for DC2RVA and other passenger rail services in this
corridor. Please ensure that both of these projects are coordinated and advanced
in concert with one another.

We want to take the opportunity to highlight several points for DRPT should
consider as this important project advances.

1. Although the DC2RVA project is still in the early phases of engineering and
environmental review, there may be several challenges and project risks if
WMATA facilities and operations are impacted. All construction actions
within the “zone of influence,” must be coordinated with WMATA’s Joint
Development and Adjacent Construction (JDAC) Office and approved by
WMATA. The “zone of influence” is defined in Section 3.1 of WMATA’s
JDAC Project Manual, which can be found on the JDAC website via the link
below. Coordination can add significant time and cost to a major projects
and if the project is likely to impact WMATA facilities, we recommend
documenting the potential impact and coordinating with WMATA early and
often to avoid or mitigate the impact. The JDAC website can be found here
for review:
www.wmata.com/about/business/adjacent-construction/index.cfm.

2. The City of Alexandria and WMATA are constructing a new Metrorail station
in Potomac Yard. The DC2RVA project should not impact existing plans to
construct the new station. Currently a design-build contract to implement
the project is being evaluated by the City of Alexandria and WMATA. More
information can be found on the project website:
www.potomacyardmetro.com
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WMATA (continued)

(Response to comment 1 on previous page)

2.

Comment noted. The design of the DC2RV A Project in support
of the Draft and Final EIS is at a conceptual level of
engineering, as appropriate for decisions to be made as part of
the National Environmental Policy Act (NEPA) process.
Potential impacts have been identified based on this
conceptual engineering, as reported in Chapter 5 of the Final
EIS for the Preferred Alternative. No permanent impacts to
Washington Metropolitan Area Transit Authority (WMATA)
properties or operations have been identified based on the
engineering to date, as all proposed track improvements will
stay within the existing right-of-way at the King Street
Metrorail Station location. However, there may be temporary
impacts within the WMATA right-of-way associated with the
construction of the proposed fourth track, but these impacts
will not affect WMATA operations and may be eliminated in
the next phase of design. DRPT is committed to working with
WMATA and other stakeholders to further address potential
Project effects during final design, after funding becomes
available and incremental improvements are scheduled.

Based on WMATA information to date, the DC2RVA Project
is not anticipated to impact WMATA’s proposed Potomac
Yard Metrorail Station. The permanent impacts of the
DC2RVA Project are planned to remain within CSXT right-of-
way at the Potomac Yard Metrorail Station, and the temporary
impacts of the DC2RVA Project are planned to remain within
City of Alexandria property at this location; the detailed
mapbooks of the Preferred Alternative, which are provided as
Appendix L of the Final EIS, show both the permanent and
temporary limits of disturbance. DRPT will continue to
coordinate with WMATA during DC2RVA final design, which
would occur as funding becomes available and incremental
improvements are scheduled. Further coordination between
DRPT, CSXT, Virginia Railway Express (VRE), and WMATA
will be required to determine construction sequence and
potential infrastructure that could benefit both projects.
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3. The DC2RVA project team should verify ownership of parcels in the
Potomac Yard area. The Potomac Yard Metrorail Station EIS provides
some information and can be found on the project website.

4. The DC2RVA DEIS proposes the construction of retaining walls for a new
passenger/freight track in the City of Alexandria. We anticipate that this will
create a reflective surface for WMATA train noise, to the detriment of those
who live and work along the corridor. This additional impact should be
documented in the EIS and mitigated as design work advances, possibly by
installing sound absorptive panels on the retaining wall.

We appreciate your collaborative efforts and the opportunity to comment on the
proposed action. We look forward to continuing to work with DRPT to improve
mobility in this important corridor. If you have any questions regarding these
comments, please contact Jonathan Parker of my staff at (202) 962-1040 or
jhparker@wmata.com.

|
n /

QW@EQ&:::

Shyam-Kanndn S

Managing Director
Office of Planning

Cc:

John Thomas, Chief Engineer, Design and Construction, WMATA

Nichalos Gardner, Director Engineering and Architecture, WMATA

Tom Robinson, Director, Office of Track, Structures and Facilities, WMATA

Jim Ashe, Manager of Environmental Compliance, WMATA

Allison Davis, Director, Strategic Planning, Office of Planning, WMATA
Jonathan Parker, Senior Planner, WMATA

Greg Potts, Virginia Government Relations Manager, WMATA

Jason Kacamburas, Potomac Yard Metro Project Coordinator, City of Alexandria

WMATA (continued)

4. Right-of-way and relocations for the Preferred Alternative are
presented in Section 5.11.4 of the Final EIS. For purposes of the
Draft and Final EIS evaluations, ownership of all parcels along
the Project corridor was determined from individual
jurisdiction databases. DRPT, in coordination with VDOT,
made the determinations of potential permanent and
temporary property acquisition based on conceptual
engineering and parcel boundary data provided by the
individual jurisdictions. The right-of-way acquisition process,
including property owner notification, appraisal, acquisition,
and relocation, would be conducted by VDOT in accordance
with Federal and state regulations and would occur during
future design stages of the Project

The right-of-way acquisition process, including property
owner notification, appraisal, acquisition, and relocation, will
be conducted by the Virginia Department of Transportation
(VDOT) in accordance with federal and state regulations
following final design of this segment of the corridor. Final
design will also include additional survey of parcel
boundaries, and greater precision in determining property
acquisition needs, if needed. DRPT will continue to coordinate
with WMATA during DC2RVA final design, which would
occur as funding becomes available and incremental
improvements are scheduled in the Potomac Yards area.

(Responses are continued on next page)
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3. The DC2RVA project team should verify ownership of parcels in the
Potomac Yard area. The Potomac Yard Metrorail Station EIS provides
some information and can be found on the project website.

4. The DC2RVA DEIS proposes the construction of retaining walls for a new
passenger/freight track in the City of Alexandria. We anticipate that this will
create a reflective surface for WMATA train noise, to the detriment of those
who live and work along the corridor. This additional impact should be
documented in the EIS and mitigated as design work advances, possibly by
installing sound absorptive panels on the retaining wall.

We appreciate your collaborative efforts and the opportunity to comment on the
proposed action. We look forward to continuing to work with DRPT to improve
mobility in this important corridor. If you have any questions regarding these
comments, please contact Jonathan Parker of my staff at (202) 962-1040 or
jhparker@wmata.com.
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Managing Director
Office of Planning

Cc:

John Thomas, Chief Engineer, Design and Construction, WMATA

Nichalos Gardner, Director Engineering and Architecture, WMATA

Tom Robinson, Director, Office of Track, Structures and Facilities, WMATA

Jim Ashe, Manager of Environmental Compliance, WMATA

Allison Davis, Director, Strategic Planning, Office of Planning, WMATA
Jonathan Parker, Senior Planner, WMATA

Greg Potts, Virginia Government Relations Manager, WMATA

Jason Kacamburas, Potomac Yard Metro Project Coordinator, City of Alexandria

SOUTHEAST HIGH SPEED RAIL

\\Dc TO
RICHMOND

RESPONSES TO OPERATOR COMMENTS

WMATA (continued)

5.

DRPT acknowledges that retaining walls may be constructed
in this location, however, the exact size and location will not
be developed until final design. As part of the Draft EIS noise
assessments, DRPT evaluated the potential effects of the
retaining walls on noise and concluded that the retaining walls
would not substantively increase noise impacts. If the surface
of a retaining wall was perfectly acoustically reflective, the
reflection would be a mirror image of the original noise source
(the train pass-by). When two identical noise sources are
added together, the resulting increase is 3 decibels. In the
absence of background noises (i.e., in an ideal, controlled
listening environment like an audiology booth), a person with
average hearing senses can perceive a change (increase or
decrease) of approximately 3 decibels. In outdoor settings
where normal background noises are a mixture of
transportation noise and noise from other human activities, a
3-decibel change would be less noticeable to a person with
average hearing senses. For this reason, DRPT does not believe
that absorptive treatments are necessary, but will continue to
coordinate with WMATA regarding potential impacts of
retaining walls during DC2RVA final design, which would
occur as funding becomes available and incremental
improvements are scheduled.
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