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Executive Summary 
 
This corridor planning study has been conducted under the sponsorship of the Federal 
Railroad Administration (FRA) and the Southern Rapid Rail Transit Commission (SRRTC) 
with the goal of advancing the implementation of the Gulf Coast High-Speed Rail Corridor.  
The elements of the Gulf Coast High-Speed Rail Corridor are shown in Figure 1, below.  The 
focus of this Report is the routing of the high speed corridor between Meridian, MS; New 
Orleans, LA; Baton Rouge, LA; and Lake Charles, LA. 
 

Figure ES-1 
The Gulf Coast High-Speed Rail Corridor 

 
Source: AECOM Consult, 2007. 

 
 
The overall goal of this analysis was to determine the impact of introducing high-speed rail 
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(HSR) passenger service on freight rail operations in the corridor between Meridian, MS and 
Lake Charles, LA.  Based upon this impact, the study attempted to determine the level of 
infrastructure improvements that would be necessary to allow passenger service to be 
implemented without negatively affecting future projected freight operations.  Objectives of 
the analysis included:   
 

• Creating a reasonable computer simulation of existing freight railway operations 
between Meridian, MS and Lake Charles, LA.   

 
• Utilizing the simulation output for analysis.  
 
• Determining the effect of start-up level corridor passenger service – two roundtrips 

per day at 79 mph - onto the Meridian - Lake Charles freight network.  
 

• Determine the effect of introducing long-term high-speed corridor assenger service – 
six round trips per day at 90 mph -  onto the Meridian - Lake Charles freight network. 

 
• Estimating the order of magnitude costs for implementing the initial service and full 

service in the long term. 
 
In order to determine the impact of introducing HSR, as well as a limited commuter rail 
service between Baton Rouge and New Orleans, on freight rail operations in the corridor 
between Meridian, MS and Lake Charles, LA., five cases were simulated to achieve the 
above objectives in an incremental fashion.  This incremental approach identified the 
optimum amount of infrastructure capacity enhancement necessary to meet the goals of six 
HSR trains in each direction on the corridor, plus two commuter trains in each direction 
between Baton Rouge and New Orleans, as well as the projected fright train volumes for the 
year 2027.   
 
Case 4 introduced the HSR direct route between Baton Rouge and Lafayette, with only HSR 
trains on this new line segment between Addis and Breaux Bridge, utilizing the Atchafalaya 
Viaduct.  Case 5 utilized the route, infrastructure, and train volumes of Case 4 plus the 
effects of double track on portions of the network.  This was done because the results of Case 
4, which primarily included single track and sidings, are believed very likely to be 
unacceptable to the freight railroads.  No improvements beyond those already made in 
previous simulations were made to the New Orleans, Baton Rouge, Lafayette or Lake 
Charles terminals, since those improvements were beyond the scope of the study.  A separate 
study is being performed on the New Orleans Terminal to determine what improvements will 
be necessary to facilitate freight movements. 
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Conclusions Reached from the Model Simulations 
 
By the end of Case 5 simulation exercise, a number of conclusions had been reached.  These 
are: 
 

• The current signal systems, particularly on the KCS, NS and BNSF will not be 
sufficient if passenger operations are introduced.  Under any level of passenger 
operations, CTC will be required over the entire network. 

 
• Under any passenger plan, existing sidings will need to be lengthened and turnouts 

will require upgrading to allow increased speeds into and from the sidings.  New 
sidings will also need to be constructed to create more even siding spacing.  It is 
likely that under any HSR proposal, all sidings on a line segment will need to be 
upgraded to create enough meet pass locations that freight trains do not experience 
significantly higher delays because of the new passenger service. 

 
• The New Orleans Terminal will require major improvements and configuration 

modifications to introduce passenger operations.  Orleans Jct., East Bridge Jct., East 
City Jct., Frenchman St. (Elysian Fields), Terminal (Oliver) Jct., and NE Tower are 
locations where freight and passenger traffic must crossover each other, creating 
multiple conflict points.  The track configuration in these areas will have to be 
modified and upgraded to allow faster passenger and freight movement to minimize 
the interaction impact.   

 
• Additional trackage to hold freight trains must be created along the Back Belt within 

the New Orleans Terminal.  The method of freight operations that leaves trains on 
one of the two mainlines for hours at a time cannot continue once HSR passenger 
trains are introduced.   

 
• The operating restrictions on the Back Belt should be reviewed and modified to allow 

more fluid operations between NE Tower and Avondale Yard through East Bridge 
Jct.  Existing methods of operation/communication will need to be examined and 
modified to simplify the movement of a train (both freight and passenger) between 
railroads within New Orleans Terminal. 

 
• Terminals at Meridian, Hattiesburg, Norco, Baton Rouge, Lafayette, and Lake 

Charles will need to be carefully reviewed and designed to allow operation of 
passenger traffic in conjunction with freight traffic.  Approaches to the terminals must 
be designed so that freight traffic can continue to operate while passenger traffic is in 
the area.  The current size of the yards and the existing restrictions around the yards at 
some of these locations, including large bridges and/or large industrial complexes, 



 Southern Rapid Rail Transit Commission 
 Gulf Coast High-Speed Rail Corridor 
 Lake Charles to Meridian Corridor Transportation Plan 

BURK-KLEINPETER, INC. (10136) June 2007 
 Page ES.4 

will make this type of improvement very difficult to design and implement in actual 
operations. 

 
• When reviewing and designing Baton Rouge, all functions of the passenger trains 

must be considered, including HSR/commuter station location, layover tracks and 
servicing tracks/areas. These types of operations require significant capacity that must 
be accounted for. 

 
• If a full schedule of HSR trains is implemented (the 2027 schedules), stretches of 

double track with frequent crossovers on each line segment will be necessary to 
maintain freight operating performance.  The more double track that is included, the 
closer the operating performance will be to startup HSR or freight only operations.  
Different configurations of double track will need to be tested to determine the best 
combination of alternating double and single track.   

 
• The environmental issues of HSR service running through chemical refineries at 

Norco and Baton Rouge was not addressed in this analysis.  Similarly, the 
environmental issues of constructing a new high speed route through the Atchafalaya 
River plain was not addressed. 

 
 

Summary of Proposed Infrastructure Investment 
 
A total of $2.6 billion, excluding any necessary property acquisition, is necessary to permit 
full implementation of HSR service.  This is in addition to investment identified in previous 
reports in the Gulf Coast High Speed Rail Corridor Development Plan and that portion of the 
New Orleans Gateway Improvement Project related to HSR, which together totaled about 
$350 million in 2007dollars. 
 

Tables ES-1 and ES-2 list the corridor-wide and site-specific improvements identified in 
Chapter 8 as addressing the Initial Service and Full Service requirements underlying the 
study.  Table ES-1 indicates the order of magnitude costs estimated to implement the initial 
service in the short term and the full service in the long term.  The tables in Chapter 8 
identify the objectives and estimated cost of each line item.  The projected total cost of all the 
identified potential improvements (exclusive of rolling stock requirements and items not 
estimated in the study) currently stands at approximately $2.6 billion (2007 dollars), as 
shown in Table ES-1.   

Table ES-1 and ES-2 include cost estimates only for those infrastructure items covered in the 
study scope.  Items omitted from the study scope are excluded from the totals shown.  Some 
of the omitted items may be essential prerequisites to upgraded service on the line (e.g.,  
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Table ES-1 
Total Project Cost by Phase 

 
 Initial Service (2 roundtrips @ 79 mph) ........................................$681,700,000 
 
 Full Service (6 roundtrips @ 90 mph) ..........................................1,987,605,000 
 
  Grand Total .........$2,669,200,000 
 

Source: Parsons Transportation Group, 2007. 

 

improvements to Sibert,Gentilly, KCS and BNSF Yards) and would need to enter into further 
studies or implementation plans.  This engineering report does not address the financing or 
institutional options which may enter into project implementation. 

Detailed engineering construction plans need to be prepared for the various improvements to 
facilitate further study.  The plans would necessarily support a detailed segmentation, 
prioritization, and sequencing of these projects into a number of interrelated projects.  The 
engineers would then evaluate these separate projects in terms of their cost-effectiveness in 
fulfilling capacity, re-capitalization, and trip-time needs.  Experience on the Phase I, 
Meridian to New Orleans study, and other recent HSR studies have shown the benefit of 
prioritizing capacity improvements based on an evaluation of their urgency and return on 
investment. 

The addition of increased levels of intercity passenger service in a primarily single track 
railroad, operating at speeds in excess of freight train operating speeds, must be accompanied 
by an investment in siding improvements that would optimize spacing and provide sidings 
sufficiently long enough for the longest freight trains, to accommodate train meets as 
expeditiously as possible.  This increases capacity and improves the reliability of passenger 
train operations, while not denigrating freight train operations.  These capacity enhancements 
accompanied by signal system improvements and continuous upgrading of track speeds also 
provide a large share of the trip time benefits.  

Rehabilitation projects that upgrade drawbridges also will contribute to increases in 
passenger and freight train speeds in the Lake Charles-Meridian Corridor.  Finally, the 
study’s 20-year planning horizon allows for a phased implementation of the contemplated 
program to match the rail operators’ staged introduction of service improvements and the 
availability of an ongoing infusion of capital funding to the states and transportation 
agencies.  Thus, closer scrutiny would assist high-speed rail partners in fashioning a detailed 
program that is affordable, timely, and efficacious. 
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Table 9-2 
Proposed Infrastructure Improvements by Phase 

 
 Subtotal Subtotal
 Initial Full Total 
 Case 2 Case 3 Service Case 4 Case 5 Service Cases 2-

5 
Meridian to New Orleans 24.7 116.2 140.9 31.6 162.9 194.6 335.5
New Orleans Terminal 214.0 33.1 247.1 0.0 0.0 0.0 247.1
New Orleans to North Baton 
Rouge 

136.8 56.8 193.5 47.5 38.2 85.7 279.2

West Baton Rouge to Lake 
Charles 

78.4 0.0 78.4 1,395.2 43.9 1,439.0 1,517.4

Grade Crossing Upgrade Program 21.7 0.0 21.7 19.8 0.0 19.8 41.6
Signal System Upgrade Program 0.0 0.0 0.0 248.4 0.0 248.4 248.4

 Total 475.6 206.1 681.7 1,742.6 244.9 1,987.6 2,669.2
  

Note: The total of Cases 2-5 ($2,669,200,000) would be reduced by $57 million if the direct route via Atchafalaya viaduct were adopted, 
eliminating improvements through Livonia and Kinder to Iowa Jct. 

Source: Parsons Transportation Group, 2007. 
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Major Study Conclusions 
The following sections discuss the major findings of this corridor study. 

Protection of all freight and passenger services 

Numerous computerized simulations of the operations of all users of this Corridor (freight 
and intercity passenger) have identified a number of specific infrastructure changes that 
would provide the capacity to handle all existing and projected services without deteriorating 
freight train performance.  Even with these changes, close scheduling and dispatching 
coordination among the freight railroads and the intercity passenger service operator(s) 
extending to other contiguous routes would be necessary to optimize the use of the improved 
facility and preserve the dependability and marketability of all passenger and freight 
operations. 

This study of the approximately 400-mile Lake Charles-Meridian Corridor represents a 
significant application of the transportation planning concepts that evolved in the Northeast 
Corridor Improvement Project - America’s premier high-speed rail development effort to 
date - to a primarily single-track railroad, with heavy through and local freight traffic. 

Capacity Requirements 

The importance of freight traffic, coupled with the bottlenecks inherent in single-track 
operation, makes protecting the reliability of all services a paramount concern in planning - 
secondary only to safety.  As a result, for this corridor to fulfill its potential: 

• Significant additional capacity must be provided. 
 
• This capacity may take the obvious form of additional tracks, mainly passing sidings 

but in some instances midpoint interlockings in longer sidings, new interlockings, and 
improved connections between rail lines. 

 
• More subtle - but of equal importance - are the detailed improvements that would 

allow freight trains to enter and exit the main line more quickly, and that would lessen 
the delays occasioned by interference among all rail services.  These include 
upgrading turnouts for higher operating speeds and providing improved paths for all 
types of trains through complex yard areas. 

 
• Combined with the need for careful attention to engineering detail is the requirement 

for collegial operations planning, over the long-term, among all the operators and 
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service sponsors in the corridor. 

With the betterments identified in this study, it would be feasible to upgrade intercity 
passenger service to achieve reliable travel times of less than 8 hours between New Orleans 
and Atlanta and about 5 hours between New Orleans and Houston.  This scheduled running 
time, while not approaching the average speed of high-speed trains in the Northeast Corridor 
(NEC), would significantly exceed present rail passenger travel times in the corridor.  More 
importantly, the reliability would approximate that achieved in the NEC, thereby providing a 
competitive travel mode in the GCHSR Corridor. 

These intercity passenger rail service improvements could occur without adverse impacts to 
freight operations in this very busy territory.  Indeed, all freight services would benefit from 
the improved traffic flows made possible by the initiatives described in this report. 

Implications for other Corridor Studies 

Because the Lake Charles-Meridian Corridor consists of a primarily single track freight main 
lines, it will require not only the construction of numerous capacity improvements to 
accommodate higher speed passenger trains and increased levels of freight train operations, it 
will require a rethinking of rail dispatching policies and procedures.  The study also will 
provide useful information to intercity and commuter rail corridor planners in many other 
regions of the country, where analogous situations prevail.  Heavy freight routes with limited 
capacity exist in other designated corridors, and the techniques employed to overcome the 
varied challenges in the Lake Charles-Meridian route will apply elsewhere.  In particular, 
planners and decision-makers need to keep in mind the special characteristics of single-track 
routes - and of high-density freight lines - and the careful attention to operational planning 
and engineering detail that is prerequisite to their successful adaptation for high-speed rail 
service.  
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1.  Introduction 
This corridor planning study has been conducted in concert with the Federal Railroad 
Administration (FRA) and the Southern Rapid Rail Transit Commission (SRRTC) with the 
goal of advancing the implementation of the Gulf Coast High-Speed Rail Corridor.  The 
elements of the Gulf Coast High-Speed Rail Corridor are shown in Figure 1-1, below. 

Figure 1-1 
The Gulf Coast High-Speed Rail corridor 

 

Source: AECOM Consult, 2007. 
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Rational for the Study 
The focus of this report is the routing of the high speed corridor between Meridian, MS; New 
Orleans, LA; Baton Rouge, LA; and Lake Charles, LA.   This study was conducted by Burk-
Kleinpeter, Inc. in association with Parsons Transportation Group, AECOM Consult, DMJM 
Harris and Mainline Management, Inc. 

Purpose and Approach 
The overall goal of this analysis was to determine the impact of introducing high-speed 
passenger service on freight rail operations in the corridor between Meridian, MS and Lake 
Charles, LA.  Based upon this impact, the study attempted to determine the level of 
infrastructure improvements that would be necessary to allow passenger service to be 
implemented without negatively affecting future projected freight operations.  Objectives of 
the analysis included:   

• Creating a reasonable computer simulation of Existing Freight railway operations 
between Meridian, MS and Lake Charles, LA.  Using computer model simulation, 
create a simulation over a network that represents existing freight rail operations 
between Meridian and Lake Charles. This rail network includes high-level views of 
the New Orleans, Baton Rouge, and Lake Charles terminals.  

 
• Utilize simulation output for analysis. Generate statistics from the simulation output 

that can be used to describe the fluidity and capacity of the current operations and 
make comparisons with future operations, including those with additional passenger 
traffic. 

 
• Determine the effect of start-up level high-speed passenger trains upon the Meridian - 

Lake Charles freight network. Based upon rider-ship studies and other factors, select 
a route for passenger operations over the corridor that includes service to New 
Orleans and Baton Rouge.  Simulate and analyze the network to determine the impact 
that the passenger trains have on freight operations. Add projected infrastructure 
improvements to the network to maintain freight operating fluidity/capacity.   

 
• Determine the effect of introducing long-term high-speed passenger trains onto the 

Meridian - Lake Charles freight network. Based upon ridership studies, schedules and 
other factors, modify the route used in the startup passenger operation to include 
Lafayette, LA in the passenger service, in addition to New Orleans and Baton Rouge. 
Simulate and analyze the network to determine the impact that the passenger trains 
have on freight operations. Add projected infrastructure improvements to the network 
to maintain freight operating fluidity/capacity.   
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Limitations of the Study 
The Gulf Coast High-Speed Rail corridor is a long corridor, 1,025 miles long.  This report is 
focused on about 400 miles of that corridor and potentially involves five of the six Class I 
railroads in the U.S.  Unfortunately, the potential affected railroads chose not to participate in 
this study.  Consequently, existing railroad operating conditions and future growth were 
estimated independently of the railroads.  The work process for this estimating is described in 
subsequent chapters. 
 

Report Organization 
This report is organized in accordance with the FRA’s Guidelines for Corridor Studies.  The 
report utilizes the model simulations (a Base Case and Cases 2 through 5 as a further 
organizing principal).  Each case is defined below, and, in each case, includes existing 
Amtrak service. 

Base Case 

The Base Case creates a reasonable computer simulation of the existing freight operations on 
the Meridian to Lake Charles network, based upon detailed infrastructure data, train volumes 
developed from various data sources, and the general operating plans of the freight railroads.  
Further explanation is contained in the methodology section, which follows.  The data 
defining the Base Case, was developed without direct assistance of the freight railroads, 
which declined to participate in the study.  Nevertheless, it conveys a realistic portrayal of 
the railroads’ current capacity utilization and routine operating conflicts.  

Case 2 

Start-up schedules for High-Speed Rail (HSR) trains were introduced into the Base Case 
level of freight operations, with certain infrastructure improvements incorporated into the 
network.  Two HSR trains were run in each direction between Lake Charles and New 
Orleans, New Orleans and Mobile, and New Orleans and Meridian.  The maximum speed at 
which these trains were allowed to operate was 79 mph.  In addition, two commuter trains 
were introduced on the New Orleans – Baton Rouge segment, using the Kansas City 
Southern Railway (KCS). 

Trains operating to/from Lake Charles utilized KCS between New Orleans and Baton Rouge.  
After crossing the Mississippi River Bridge at Baton Rouge, the passenger trains entered 
Union Pacific trackage at West Jct.  The HSR trains then utilized a new connection to UP's 
Anchorage Sub, turning west and running to Livonia. The trains utilized a fly-over that 
spanned UP's Alexandria Sub to enter the Beaumont Sub, and continued west to Kinder.  At 
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Kinder, the trains entered the Lake Charles Sub to Iowa Jct., and from there operated on the 
Lafayette Sub to Lake Charles.  The trains would continue to Houston; however that 
operation was not in the scope of this study. 

The trains operating to/from Meridian entered Norfolk Southern Railway’s (NS) Back Belt 
line at East City Jct., then proceeded east to Terminal Jct.  At Terminal Jct., the trains turned 
north and continued on NS's NO&NE District to Meridian.  These trains would continue to 
Atlanta; however that operation also was not within the scope of this study. 

Case 3 

Start-up schedules for HSR, with additional infrastructure based on the results of Case 2, 
were simulated.  Case 2 indicated that to introduce even start-up levels of HSR, additional 
infrastructure would have to be included in the network, beyond what was projected to be 
needed in Case 2.  Based upon this result, the infrastructure originally projected for Meridian 
to New Orleans and within the New Orleans Terminal for the full schedule of HSR trains was 
included in the Case 3 simulation.  

Based upon the results of the Case 2 simulations, Centralized Traffic Control (CTC) was 
introduced over the entire KCS route through Baton Rouge.  Additionally, siding lengths 
were extended and spacing was addressed in the largest remaining gap, between Gonzales 
and Montegut.  New connections to the industrial areas were developed at Baton Rouge, 
along with an improved switching lead on the south end of the KCS Baton Rouge Yard.  

Case 4 

This Case integrates the full schedule of HSR trains, eight in each direction, plus two 
commuter trains in each direction between Baton Rouge and New Orleans, and the projected 
fright train volumes for the year 2027.  Case 4 introduced the HSR direct route between 
Baton Rouge and Lafayette, with only HSR trains on this new line segment between Addis 
and Breaux Bridge, utilizing the Atchafalaya Viaduct.  In the process of simulating Case 4, 
additional infrastructure improvements were made. 

Case 5 

This Case utilizes the route, infrastructure, and train volumes of Case 4 plus the effects of 
double track on portions of the network.  This was done because the results of Case 4, which 
primarily included single track and sidings, are believed very likely to be unacceptable to the 
freight railroads.  No improvements beyond those already made in previous simulations were 
made to the New Orleans, Baton Rouge, Lafayette or Lake Charles terminals since those 
improvements were beyond the scope of the study.  A separate study is being performed on 
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New Orleans Terminal to determine what improvements will be necessary to facilitate freight 
movements. 

The Environmental Process 
 
All projects that use public funds must first examine potential environmental impacts as part 
of the public decision-making process.  “The Federal Railroad Administration has found that 
railroad corridor programs or projects lend themselves to tiered environmental 
documentation.  Since funding design and construction improvements to railroad corridors 
generally extends over decades, a tiered first level Environmental Impact Statement (EIS) of 
Programmed Environmental Impact Statement (PEIS) is usually the appropriate form of 
documentation.  This allows for identification of the full scope of projected improvements or 
modifications and either full analysis of identified elements or deferral of site-specific 
clearance of elements to later documentation.’ 
 
“Typically, a long-range transportation plan is necessary to identify all project elements and 
for preparation of the initial environmental document. It is possible that the PEIS or first Tier 
EIS may categorically exclude work that does not impact environmentally or historically 
sensitive resources (for example: installing welded rail, replacing ties, installing a new signal 
system, or reinstalling track on an old roadbed) and may also identify other elements for 
separate environmental documentation (such as new stations, curve eliminations, new 
maintenance shops, and so forth).  This type of documentation can incorporate by reference 
many elements of a corridor transportation plan and thus simplify the clearance process.” 
 
This study proceeded independently of the preparation of the PEIS for several reasons: 
 

• In order to describe the infrastructure improvements necessary to provide high-speed 
intercity passenger rail service in one segment of the Gulf Coast HSR Corridor, the 
Lake Charles to Meridian segment, 

 
• Because of the length of the Gulf Coast HSR Corridor – 1,025 miles – it may take 

years to complete the transportation plan in the remaining segments, and  
 
• Since the PEIS process will require matching funds from the states, completion of the 

transportation plan will provide the states with the information they need to make a 
decision to proceed forward with the PEIS, or not. 

 
Completion of the transportation plan for the entire Gulf Coast HSR Corridor is prerequisite 
to development of the PEIS. 
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2.  The Corridor Today 
 
The corridor that is the subject of this report extends some 400 miles from Meridian in the 
northeast part of Mississippi to Lake Charles in the southwest part of Louisiana.  The 
corridor serves the major towns of Meridian, New Orleans, Baton Rouge, Lafayette and Lake 
Charles.  For ease of description, the corridor has been divided into five sections. 
 

Meridian – New Orleans 
Fixed Plant 

The 204-mile Norfolk Southern Railway route between Meridian and New Orleans Union 
Passenger Terminal passes through rolling countryside on a primarily single track alignment 
with fourteen passing sidings, or yard tracks, of varying length. The line has numerous short 
grades and much curvature.  The route includes the towns of Laurel, Hattiesburg, and 
Picayune in Mississippi, and Slidell, Louisiana.   

The line has a normal volume of about fourteen trains per day, including the Amtrak 
Crescent, but excluding local trains operating on certain segments of the route.  This traffic 
volume is expected to remain stable as Norfolk Southern’s joint venture with Kansas City 
Southern is completed in 2007.   This project greatly expands the capacity of the Meridian 
Speedway between Meridian, MS and Shreveport, LA, permitting an alternative gateway to 
either New Orleans or Memphis for interregional freight traffic. 

The entire route between Meridian and New Orleans has 132-lb welded rail and hardwood 
crossties.  Although the maximum speed on segments of the route is 79 mph, there are many 
areas where the maximum authorized speed is lower because of curves, grades, and bridges 
across waterways.   

Signals and Traffic Control System 

There are no automatic, remote-controlled interlockings on this route.  Thus, everytime that a 
train meets an opposing train at a siding, one of the trains must stop to manually align the 
switch, and then realign the switch then realign the switch after the train exits the siding, 
unless the exit switch is a spring switch.  There are presently eleven passing sidings.  Six 
exceed two miles in length.  One is less than one mile in length.  The line segment is 
equipped with automatic block signals. 

 



 Southern Rapid Rail Transit Commission 
 Gulf Coast High-Speed Rail Corridor 
 Lake Charles to Meridian Corridor Transportation Plan 
 

BURK-KLEINPETER, INC. (10136)  June 2007 
 Page 2.2 
 

Users and Services 

The Amtrak Crescent schedule in effect in spring-summer 2007 allows 244 minutes for the 
204-mile run, including four station stops between New Orleans and Meridian at, for an 
average of 50 mph.  The northbound and southbound Crescent trains do not meet between 
New Orleans and Meridian, so neither is required to enter a siding for the other to pass.  
Normally the Crescent “holds” the main line.  Station stops are maintained at Laurel, 
Hattiesburg, and Picayune in Mississippi, and Slidell, Louisiana.   

New Orleans – Baton Rouge 

The existing rail route utilizing Kansas City Southern Railway (KCS), and Union Pacific 
Railroad (UP) west of Baton Rouge is shown in Figure 2-1, below. 

Figure 2-1 
Existing Freight Service Route 

Between New Orleans and Lake Charles via Baton Rouge 

Source: DMJM Harris, 2007. 
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Fixed Plant 

The 80-mile route between New Orleans Union Passenger Terminal and Baton Rouge is 
primarily via the Kansas City Southern Railway (KCS), except for a very short distance in 
the New Orleans terminal area on Amtrak and Canadian National (Illinois Central).  The 
KCS alignment has very modest gradient and curvature, with long stretches of straight track.  
The line is primarily 115-lb continuously welded rail.  Towns on the line include Kenner, 
Gramercy, and Gonzales. 

The line averages five freight trains per day, plus local trains, on the KCS segment, with no 
passenger train service.  Local train switching activity is relatively heavy in the areas of 
Gramercy, Reserve, and at the refinery at Norco.  KCS estimates of principal future traffic 
growth are centered on traffic to and from Mexico and via the Meridian Speedway.  Thus the 
New Orleans – Baton Rouge line segment is not within the flows of principal expected traffic 
growth. 

The maximum authorized speed for either general merchandise or intermodal freight trains 
on KCS is 49 mph, with about six locations outside of Yard Limits with reduced speed 
restrictions, ranging from 10 to 30 mph. 

From the Baton Rouge yard northward, the line is 130-lb and 136-lb continuously welded 
rail. 

Signal and Traffic Control System 

There are no automatic, remote-controlled interlockings on this route.  There are nine passing 
sidings, five of which are equipped with spring switches.  Two of the sidings not equipped 
with spring switches are less than one mile in length. The Baton Rouge Terminal Area is 
under Yard Limits method of operation which requires trains to operate at restricted speed, 
permitting stopping within half the range of vision, but not exceeding 20 mph.   

Users and Services 

No passenger service is operated on the Kansas City Southern.   

Baton Rouge – Lobdell Junction 

Fixed Plant 

This segment, while only 9.2 miles, contains the heavy industrial segment on the north side 
of Baton Rouge and the single track O.K. Allen Mississippi River Bridge which is restricted 
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to 20 mph maximum authorized speed.  Approximately eight trains per day, excluding locals, 
utilize this line segment.  From the Baton Rouge yard northward, the line is 130-lb and 136-
lb continuously welded rail. 

Signal and Traffic Control System 

Between Baton Rouge and Bridge Junction, 3 miles, Yard limit method of operation is in 
effect.  Thus the maximum authorized speed from Baton Rouge to Lobdell Junction is 20 
mph.   

Users and Services 

Union Pacific has trackage rights to operate on KCS across the O. K. Allen Mississippi River 
Bridge between West Jct/Baton Rouge Jct. and East Jct. where it connects to trackage rights 
on Canadian National (Illinois Central) Railway to North Baton Rouge. UP operates 
approximately two trains per day on the KCS. 

Lobdell Junction – Kinder – Iowa Junction 
Fixed Plant 

This 121-mile segment is principally via the Union Pacific’s Beaumont and Lake Charles 
subdivisions (Kinder – Iowa Junction).  The segment between Lobdell Junction and Kinder 
on the Beaumont Subdivision (102 miles) contains the densest freight traffic in the Meridian 
– Lake Charles Corridor, with an average of 22 freight trains per day between Livonia and 
Kinder (77 miles).    A short 2.4-mile section of the Avoyelles Branch connects between 
Lobdell Jct. and Anchorage on the Beaumont Subdivision, with  a 10 mph  maximum 
authorized speed.  The territory has very modest gradient and curvature.  General 
merchandise and intermodal freight trains have a maximum authorized speed of 50 mph, with 
six short distances of lower speeds.  There is, however, no speed restriction below 50 mph on 
the 4-mile long Morganza Floodway, a major engineering feature of the route.   

Rail in the 23-mile segment between Anchorage and Livonia is 115-lb jointed rail which may 
be in the process of being re-laid since the only available track chart is dated 1995, prior to 
the Union Pacific – Southern Pacific merger.  Most of this rail was installed 54 years ago.  
Between Livonia and Kinder, there is a mix of bolted and continuously welded rail of various 
weights between 115 and 133 lbs, based on a 1995 track chart.  Towns on the route include 
Livonia, Opelousas, and Eunice. 

Between Kinder and Iowa Jct, the proposed HSR corridor would utilize the Lake Charles 
Subdivision for 19.4 miles.  This is a single track line with no passing sidings and a 
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maximum authorized speed of 10 mph.  Bolted rail was installed sixty years ago, again based 
on the 1995 track chart.   

Signal and Traffic Control System 

The Beaumont Subdivision is primarily a single track line with remote-controlled passing 
sidings of which there are five between Anchorage and Kinder.  Between Kinder and Iowa 
Jct, the method of operation is Track Warrant Control issued by radio. 

Users and Services 

There is no passenger service presently on this route.  No other railroads have trackage rights 
on the line segment between Lobdell Jct. and Iowa Jct. 

Iowa Junction and Lake Charles 
Fixed Plant 

At Iowa Junction, the proposed HSR line joins the Union Pacific route presently used by the 
Amtrak Sunset Limited. The line segment between Iowa Jct. and Lake Charles is 13.6 miles.  
The line, with moderate freight traffic density, is a mix of single and double track.  Passenger 
trains have a maximum authorized speed of 70 mph, with freight trains authorized a 
maximum of 60 mph.  The main track has 136-lb continuously welded rail. 

Signal and Traffic Control System 

The line segment is equipped with Automatic Block Signals and Direct Train Control 
governed by verbal authority of the train dispatcher. 

Users and Services 

In addition the Amtrak Sunset Limited service three days per week in each direction, BNSF 
Railway has trackage rights between Houston, TX, and Iowa Jct., thence ownership eastward 
via Lafayette to Avondale Yard in New Orleans.  
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Alternate Route between West Jct. and Iowa Junction 

In Simulation Cases 4 and 5, route was developed to bypass the bypass the heavy freight 
traffic of the Union Pacific’s Beaumont Subdivision, as well as bypass the Kinder to Iowa 
Jct. portion of the Lake Charles Subdivision and add the city of Lafayette to the HSR route. 
This route is indicated in Figure 2-2, below. 

Figure 2-2 
Alternate Route Between West Junction and Iowa Junction 

 

Source: DMJM Harris, 2007. 

Fixed Plant 

This route is referred to as the “Direct Route” or “Historic SP Route” through West Baton 
Rouge, with construction of a new 18-mile viaduct over the Atchafalaya River basin, in the 
median space of Interstate Highway 10.  A 3-mile siding on each side of the single track 
viaduct would be installed.  Movable bridges would be installed at two locations to span 
navigable waterways.   
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The alignment would be grade separated above the Union Pacific’s Livonia Subdivision at 
Grosse Tête.  The 10-mile Louisiana & Delta Railroad shortline between Breaux Bridge and 
Lafayette would be upgraded along with construction of a second main track bypassing the 
BNSF Lafayette Yard. 

Mileage Summary    

The KCS - Historic SP Route would be 192 route miles between New Orleans and Lake 
Charles, while the KCS-UP route via Kinder would be 198 miles.  The Meridian – New 
Orleans route is 204 in either case. 
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3.  Alternate Route Analysis 
 
This chapter summarizes the study of alternate routes between New Orleans and Lake 
Charles via Baton Rouge.  This study was necessary because there is currently no passenger 
rail service between New Orleans and Lake Charles that goes through Baton Rouge.  The 
study was performed by DMJM Harris / AECOM in association with Burk-Kleinpeter, Inc. 
in 2005-06. 
 
It should be noted that it was not the intention of the Project Team to take the alternate route 
analysis to the detailed level of corridor planning, but to identify the key issues that would 
differentiate the alternates to the point where there was a clear preference among them.  
Consequently, some assumptions were made as part of this analysis that differ somewhat 
from some of the service assumptions and recommended improvements developed for the 
preferred route. 
 
Project Goals 
 
The goal of the alternate route analysis is quite simple: identify the rail corridor that best 
connects the four major population centers of south Louisiana – New Orleans, Baton Rouge, 
Lafayette and Lake Charles - in the shortest and most direct way.  To the extent possible, the 
Project Team confined its efforts to existing, active freight rail lines; however, the use of 
abandoned or light density lines was considered, where necessary. 
 
Project Approach 
 
The Project Team conducted a planning-level analysis of the alternate routes.  The approach 
was to gather enough information to identify substantive differences between the alternates to 
allow a rational selection of the preferred route.  Consequently, the Project Team gathered as 
much information as it could about the existing conditions in the project corridor, including 
the geomorphology of the area, population data and other data pertinent to the route analysis.  
Various sources of information were utilized in this investigation including:  
 

• Railroad Data – Track Charts and Timetables (railroad participation in the project 
varied, consequently, it was not possible to acquire track charts and timetables for all 
potential routes) 

• Geographic Information Systems (GIS) Data Sets 
• Federal Railroad Administration (FRA) Data - Grade Deck Outputs utilized to 

document potential grade crossing impacts 
• Field Review of Routes 
• Interviews with Metropolitan Planning Organizations (MPOs) and other Stakeholders 
• Interviews with the Railroads, where possible 
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Screening Methods 
 
After an initial compilation of all possible alternate routes, the Project Team developed a 
two-tiered screening and evaluation process.  The initial screening of routes was to uncover 
obvious fatal flaws, such as not being able to meet the goals of the project.  The second level 
of evaluation subjected the remaining routes to a more detailed evaluation, including start-up 
and full build-out operational analyses.  The results of the second evaluation yielded the 
preferred route. 
 

Description of Existing Conditions 
 
The analysis of existing conditions includes a description of the geomorphology of the 
project area and the identification of the population the project is intended to serve.   
 
Geomorphology 
 
The geomorphology of south Louisiana is domonated by two features: (1) the dynamic 
meander of the Mississippi River across the southern tier of the state and (2) the vast 
Atchafalaya River basin.  (Refer to Figure 3-1.)  As related to the alternate rail routes 
between New Orleans and Lake Charles, these two principal geologic features have 
influenced routing decisions in the past and will continue to do so in the future. 
 
The Mississippi River 
 
The deep and wide Mississippi River provides a daunting obstacle to those wishing to cross 
it.  For railroads, there are only two bridges, the Huey P. Long Bridge at New Orleans and 
the O.K. Allen Bridge at Baton Rouge that have rail capability.  The Huey P. Long Bridge is 
a double-track, open deck structure while the O.K. Allen Bridge has but a single track.   
 
The Atchafalaya River Basin 
 
The Atchafalaya River is a distributary of the Mississippi River and is, in fact, trying to 
capture the Mississippi.  It is being held at bay by two control structures built by the corps of 
engineers near Simmesport.  The river’s basin serves as a spillway for the Mississippi during 
flood stages.  The Atchafalya Basin represents a substantial routing challenge for the New 
Orleans - Baton Rouge - Lake Charles corridor because, as a floodway diversion of the 
Mississippi River during flood events, rail improvements through the basin will necessarily 
involve a significant length of costly bridge structure.  Also, associated channel crossings 
will require accommodation for navigation clearances.  
 



 Southern Rapid Rail Transit Commission 
 Gulf Coast High-Speed Rail Corridor 
 Lake Charles to Meridian Corridor Transportation Plan 

BURK-KLEINPETER, INC. (10136)  June 2007 
 3.3 

Figure 3-1 
Project Area Topography and Roads 

 
 

Source: BKI, 2007. 
 
 
Population 
 
The alignment of Interstate-10 through Louisiana connecting New Orleans to Baton Rouge to 
Lafayette to Lake Charles, shown in Figure 3-1, is an approximate demarcation line between 
the flood-prone coastal zone of the state and its upland area.  This line also connects four of 
the five most populous Metropolitan Statistical Areas (MSAs) in the state.  These are shown 
in Table 3-1, below. 
 
The population estimate for the state of Louisiana in 20051 is 4,424,550.  The population in 
the corridor represents about 55.5 % of the total state population. 
 

                                                           
1  Prepared by Michael D. Irwin, Department of Sociology and Louisiana Population Data Center, Louisiana 

State University. 
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Table 3-1 
Potential Service Population 

 
• New Orleans (#1).................................................................................1,316,510 
• Baton Rouge (#2)....................................................................................705,973 
• Lafayette (#4)..........................................................................................239,806 
• Lake Charles (#5)....................................................................................193,568 

 
 Total .......................2,455,857 
 

Source: Population Division, U.S. Census Bureau 
 
 

Initial Identification of All Potential Routes 
 
In order to get from New Orleans to Lake Charles, it is necessary to cross the Mississippi 
River.  The presence of only two railroad bridges across the Mississippi River, one in New 
Orleans and one in Baton Rouge, severely limits the routing choices, especially considering 
that both New Orleans and Baton Rouge are located on the east side of the river.  
Correspondingly, no matter what route is taken to get to Baton Rouge, upon departing Baton 
Rouge heading west, all routes will commence at the west approach of the O.K. Allen Bridge 
(i.e., Anchorage Junction).  To simplify the analysis, the corridor between New Orleans and 
Lake Charles was divided into two segments: (1) New Orleans to Baton Rouge and (2) Baton 
Rouge to Lake Charles.  These two corridors will be discussed separately. 
 
Corridor 1 – New Orleans to Baton Rouge 
 
There were three route segments of existing rail lines considered between New Orleans and 
Baton Rouge (Figure 3-2).  The three alternate segments are referred to as: 
 

• Alternate Route 1A. Kansas City Southern (KCS) 
• Alternate Route 1B. Canadian National (CN) via Hammond 
• Alternate Route 1C. Canadian National line paralleling the Mississippi River 

 
Both of the CN lines were formerly owned by Illinois Central (IC) railroad and may have 
been described as such in previous studies.  For ease of comparison, the data reflects rail 
segments extending from Orleans Junction near the New Orleans International Airport, to 
either the CN or KCS yards in Baton Rouge.   
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Figure 3-2 
Routes Considered, New Orleans to Baton Rouge, Eastbank 

 
Source: DMJM Harris, 2006. 

 
 
Alternate Route 1A.  Kansas City Southern Alternative  
 
This KCS route has been recommended several times as the preferred route between Baton 
Rouge and New Orleans (see Gulf Coast High Speed Rail Corridor Feasibility Study2 and the 
Louisiana Passenger/Commuter Rail Service Master Plan.3) 
 
The KCS line from New Orleans to Baton Rouge consists of approximately 69 miles of 
existing single track, the majority of which operates on Automatic Block Signals (ABS).  The 
right-of-way width varies but is typically 100’. There are twenty-four bridge structures 
encompassing a total of 14,107 track feet.  The Bonnet Carré Spillway Bridge for this 
segment is approximately 9,662’ long.  Previous studies indicate that that this structure is in 
need of reconstruction. Current traffic volume is approximately 6 freight trains per day.   
 
This segment is the shortest existing alignment between New Orleans and Baton Rouge.  The 
                                                           
2  Southern Rapid Rail Transit Commission, Gulf Coast High Speed Rail Corridor Feasibility Study, Phase II.  

Morrison Knudsen Corporation, June 1999. 
3  Louisiana Passenger/Commuter Rail Service Master Plan, Morrison Knudsen Corporation, 1999. 
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route parallels Airline Highway (U.S. Hwy. 61) which is a major development corridor that 
traverses through suburban areas of both New Orleans and Baton Rouge.  It currently 
operates under low levels of freight traffic.  Industrial switching is focused at three locations 
with the Norco refinery posing the principal potential routing challenge.  The route would 
serve both New Orleans International Airport and suburban communities extending from 
Baton Rouge to New Orleans.   
 
Alternate Route 1B.  Canadian National via Hammond Alternative 
 
The CN line from New Orleans to Hammond to Baton Rouge consists of approximately 77 
miles of existing single track, the majority of which operates on ABS.  The route departs the 
New Orleans area just west of the New Orleans International Airport.  It proceeds to the west 
through wetlands along the south shore of Lake Pontchartrain, crossing the Bonnet Carré on 
structure.  The remainder of the route to Hammond is principally through wetlands and it 
includes a movable span bridge crossing of Pass Manchac.  The northbound portion of this 
segment is currently part of the Amtrak route for the City of New Orleans passenger train 
service.  It currently operates under low levels of freight traffic and industry switching.  
 
A west turn would be made in Hammond to an alignment that parallels U.S. Hwy. 190 to 
Baton Rouge. This is a major industrial corridor that passes through several population 
centers including Albany, Holden, Livingston, Walker, Denham Springs and suburban Baton 
Rouge. It should be noted that this western alignment is not a part of the Amtrak route.  
 
There are a number of other issues associated with the Baton Rouge portion of the route.  
First, the Hammond line enters Baton Rouge north of the downtown area, precluding a 
downtown station location.  Also, the route would serve New Orleans International Airport, 
but it would not accommodate service to the expanding suburban communities extending 
from Baton Rouge to New Orleans.   
 
Alternate Route 1C.  Canadian National Line Paralleling the Mississippi River   
 
The CN from New Orleans to Baton Rouge consists of approximately 80 miles of existing 
single track, the majority of which operates on ABS.  The entire route serves many industries 
and the trains are mainly local freight trains with switching to perform.  Under these 
conditions, no train can exceed 20 mph but the effective maximum is often much less.  This 
route also traverses through the Norco Refinery, but on a different alignment than the route 
utilized by the KCS.  There are bridge structures totaling some 8,386 feet of track.  The 
Bonne Carré Spillway Bridge for this segment is approximately 7,997 ft long and previous 
studies indicate that this structure may need to be replaced.  The current traffic volume is 
approximately 12 freight trains per day. 
 
This segment is the longest alignment between New Orleans and Baton Rouge.  It currently 
operates under high levels of freight traffic and industry switching. This alignment follows 
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the Mississippi River to Baton Rouge, which is a major industrial and petrochemical 
corridor.  
 
The Union Pacific West Bank Route 
 
One other route was briefly looked at.  That was the Union Pacific (UP) on the west bank of 
the Mississippi River from Avondale to the area near Port Allen.  In order to serve a station 
in Baton Rouge, the passenger service on this route would have to cross the Huey P. Long 
Bridge in New Orleans and the O.K. Allen Bridge in Baton Rouge, and then re-cross the 
O.K. Allen Bridge to complete its westward voyage.  This is an extremely inefficient 
alignment that would take an extraordinary amount of time, so it was dropped from further 
consideration.  Even the idea of serving Baton Rouge only from a remote station on the west 
bank near Port Allen was judged to be unacceptable. 
 
Corridor 2 – Baton Rouge to Lake Charles 
 
From Anchorage Junction near the foot of the O.K. Allen Bridge in Baton Rouge, there is 
only one active route that heads west, the Union Pacific, which tracks alongside Highway 51 
to Opelousas and points west.  Since the goal of the project is to connect the major 
population centers in the most direct way, and since this alignment does not go through 
Lafayette, additional potential routes were investigated.  These included routes utilizing 
abandoned rights-of-way, or new routes where new right-ofway would have to be acquired. 
 
Four potential routes were identified between Baton Rouge and Lake Charles.  These routes 
are shown in Figure 3-3 and are referred to as: 
 

• Alternate Route 2A – UP to Kinder/Lake Charles 
• Alternate Route 2B – UP to Opelousas/Lafayette/Lake Charles 
• Alternate Route 2C – UP to West Morganza Spillway West Guide/Breaux 

Bridge/Lafayette/Lake Charles 
• Alternate Route 2D – Southern Pacific (restored) to Lafayette/Lake Charles 

 
Alternate 2A – UP to Kinder/Lake Charles 
 
The O.K. Allen Bridge is owned by the State of Louisiana, but the KCS Railroad dispatches 
the rail traffic which crosses the bridge.  West of the O.K. Allen Bridge, the KCS is routed 
north towards Alexandria, while east-west rail traffic west of the Mississippi River is routed 
on to the Union Pacific (UP).  The UP proceeds west to Lavonia, through Opelousas, to 
Kinder, thence southwest across Interstate I-10 to Iowa Junction, where it joins the BNSF 
line.  The UP then proceeds to Lake Charles.   BNSF has trackage rights on UP’s line from 
Iowa Junction to Lake Charles.  Should the existing UP route be utilized for passenger 
service, Lafayette would be served remotely via an Opelousas Station.  This route has also  
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Figure 3-3 
Routes Considered, Baton Rouge to Lake Charles 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Source: DMJM Harris, 2006. 
 
 
been identified as the HSR route from New Orleans to Houston in the two studies mentioned 
previously. 
 
With respect to rail operations, the segment of the UP line between Baton Rouge and 
Lavonia principally services local industries, with traffic ranging from 4-6 trains per day.  
Lavonia is a major classification yard and crewing station handling both north/south and 
east/west Origin-Destination traffic.    
 
Between Lavonia and Kinder the UP functions operationally as an eastbound directional 
railroad servicing 6 to 10 trains per day.  Operationally, the railroad is characterized by a lack 
of passing sidings.  Also, with the exception of a single siding, the sidings provided are less 
then 10,000’ in length. These features limit opportunities for bi-directional flow utilization.  
The portion of the route between Baton Rouge and Kinder is operated under Central Traffic 
Control (CTC) signalization.   The UP line from Kinder to Iowa Junction principally services 
north-south traffic and it is not equipped for CTC operations.  
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Alternate 2B – UP to Opelousas/Lafayette/Lake Charles 
 
One of the goals of this project is to serve the major population centers directly, including 
Lafayette, the fourth largest MSA in the state.  The UP route from Baton Rouge to 
Opelousas, Kinder and Lake Charles does not do that.  Consequently, the Project Team 
looked for an existing route that connected the UP to Lafayette.  None existed.  However, 
there was an abandoned line that showed up in aerial photography that went from Opelousas 
to Lafayette.  We believe this to be an abandoned route of the Acadian Railroad (AKDN).  
We conductred a field survey of this route. 
 
The route between Lafayette and Opelousas has been abandoned for over 15 years.  There are 
many encroachments into the abandoned right-of-way.  Also, the closeness of adjacent 
businesses to the tracks would require a low speed diverging move because of lack of space 
unless additional ROW is acquired.  Consequently, there might be substantial resistance to 
the reintroduction of rail into the abandoned right-of-way.   
 
Further, the distance between Opelousas and Lafayette is approximately 21.5 miles.  This 
would essentially add 21.5 miles (or 50%) to the length of the segment between Baton Rouge 
and Lafayette, vitrually negating the benefits of rail ridership in this segment. 
 
From BR Junction to Iowa Junction, this segment would utilize the existing 51-mile 
BNSF/UP alignment designed to accommodate 90 mph geometry.  This route would requuire 
that a new station be constructed in Lafayette. 
 
Alternate 2C – UP to Morganza Spillway West Guide/Breaux Bridge/Lafayette/Lake Charles 
 
In an effort to directly serve Lafayette, but shorten the route by using an existing rail line – 
the Louisiana Delta Railroad (LDRR) - from Breaux Bridge to Lafayette, another alternate 
was created.  This route would utilize the UP main line to a point immediately west of the 
Morganza Floodway west guide levee, then proceed south to tie into the LDRR and thence 
into Lafayette.   Route Alternate 2C was developed utilizing digital satellite imagery. 
 
This route saved approximately three miles of new track compared to the Opelousas- 
Lafayette route; however, about 18 miles of new right-of-way and new track would have to 
be constructed through prime farmland (crawfish and rice).   
 
From BR Junction to Iowa Junction, this segment would utilize the existing 51-mile 
BNSF/UP alignment designed to accommodate 90 mph geometry.   
 
Alternate 2D – Southern Pacific (restored) to Lafayette/Lake Charles 
 
Being that it is the goal of this project to provide the shortest and most direct route between 
south Louisiana’s largest cities, another routing alternate was created.  It was noted that when 
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the nation was constructing the interstate highway system in the 1960s, the route that was 
selected between Lafayette and Baton Rouge was a straight line directly linking the two 
points, the shortest distance possible, which put the route straight through the Atchafalaya 
River basin.  There was historic precedent for this alignment.   
 
Between 1904 and 1911, the Between 1904 qnd 1911, the Southern Pacific (SP) Railroad had 
extended its main line from Lafayette to serve Baton Rouge along this alignment.  Most of 
this line was on structure and there were swing bridges across the Atchafalaya River, Bayou 
Teche and Bayou des Glaises.  (The Atchafalya Bridge was undermined in the Great Flood of 
1927 and the route was eventually abandoned.)  Interstate 10 was constructed about a 
quarter-mile south of the old SP route and many pilings from that old structure can still be 
seen today.  Not long after the interstate was built, an electric transmission line was 
constructed within the same corridor. 
 
Restoring the historic Southern Pacific line from Baton Rouge to Lafayette would require the 
construction of approximately 46.5 miles of new track and the upgrade of an additional 5 
miles of track currently operated by the Louisiana Delta Railroad.  A substantial portion of 
the route would either be on elevated structure or fill section through wetland swamp areas of 
the Atchafalaya Basin. This alignment would parallel the Interstate 10 (I-10) corridor and 
connect to the BN/UP Lafayette Subdivison at or near BR Junction.   
 
From BR Junction to Iowa Junction, this segment would utilize the existing 51-mile 
BNSF/UP alignment designed to accommodate 90 mph geometry.  The entire route would 
include 27 grade crossings. 
 

Initial Screening of Alternate Routes 
 
The Project Team looked at a total of seven alternate route segments within the two planning 
corridors. 
 
Summary of Corridor 1 Alternates 
 
The three alternates availble to connect New Orleans to Baton Rouge consisted of one KCS 
route and two CN routes.  The alternates differed in length, the amount of through traffic and 
industrial switching, and terminal points.  All factors favored the KCS route.  Further, this 
route would serve the maximum number of riders including those at New Orleans 
International Airport and those in the growing suburbs of both New Orleans and Baton 
Rouge.  The KCS has already been identified as the preferred route segment in two prior 
studies and we found nothing in our analysis to change that recomendation.  The KCS, 
therefore, is recommended as the preferred alternate in Corridor 1. 
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Summary of Corridor 2 Routes 
 
The story is quite different in Corridor 2, where there is only one existing route that could be 
incrementally upgraded.  Use of the UP main line from Anchorage Junction through 
Opelousas and Kinder to Lake Charles (Alternate 2A) is a realistic option that has been 
recommended in two previous studies.  However, it doesn’t serve Lafayette directly, the key 
project goal. 
 
The other three routing alternates do serve Lafayette directly, but in somewhat torturous 
ways.  Alternates 2B and 2C each add about 20 miles and 20 minutes to the lentgth of the 
corridor, without appreciably adding riders, all in an effort to avoid crossing the Atchafalaya 
Basin.  While Alternate 2D provides the most direct solution by following an historic 
alignment straight through the swamp, it will obviously require the greatest upfront capital 
costs.  A comparison of Alternate 2D with the other two Lafayette options suggests the 
following: 
 

• Total Distance of all three routes from a common point of departure west of the O.K. 
Allen Bridge is 51 miles for the Historic SP route vs. 73 and 70 miles respectively for 
the routes that utilize the UP.  Therefore, the more direct Historic SP route is about 20 
miles shorter.  

• There are numerous grade crossings along the UP between Baton Rouge and 
Opelousas and more will be required along the restored route between Opelousas and 
Lafayette.  Because of the uninhabited territory the restored SP will take, there could 
be far fewer grade crossings and long stretches with none at all.   

• The Historic SP line restoration offers the potential for true high speed operations in 
the future because it will be a dedicated line, separated from freight service.  

 
Considering these and other factors as noted above, two alternates will be carried forward for 
further analysis: Alternate Route 2A – UP to Kinder/Lake Charles and Alternate Route 2D – 
SP (restored) to Lafayette and Lake Charles. 
 
 

Evaluation of Screened Alternates 
 
This section provides a more detailed analysis of the two route segments still under 
consideration.  (The KCS line between New Orleans and Baton Rouge has already been 
determined to be the preferred route in Corridor 1.)  The two remaining route segments 
represent different options to serve the corridor between Baton Rouge and Lake Charles.  
The main difference between these two routes is that one serves Lafayette directly, while the 
other serves Lafayette indirectly via Opelousas.  Both will be examined in greater detail.  
(Refer to Figure 3-4.) 
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Figure 3-4 
Routes Carried Forward for Further Study 

Source: DMJM Harris, 2006. 
 
 
Table 3.2, below, provides a brief comparison overview of the two routes.  There are 
opportunities and challenges associated with initiating high-speed passenger rail service on 
each of the routes and a more detailed analysis of the three routes is provided in the 
following sections.  (numbers include the common KCS segment to New Orleans.) 
 
 

Table 3-2 
Summary of Route Characteristics 

 
 Total Route Total Grade 
 Miles Crossings 
 

Alternate Route 2A – UP to Lake Charles...............................198 195 
Alternate Route 2D – SP(restored) .........................................192 181 
 

Source:  DMJM Harris, 2006   
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Criteria for Evaluation  
 
The analysis will consider infrastructure requirements for start-up and build out conditions; 
areas of special concern, including potential fatal flaws; and environmental constraints.  
Although only two conditions (start-up in 2007 and build-out in 2027) have been 
documented, this does not preclude incremental investments in rail facilities which would 
support additional passenger service beyond start-up.  The assumptions made here are 
considered reasonable for comparison purposes only.  Actual recommendations for physical 
improvements will be made in later chapters based on model simulations. 
 
Start-up Assumptions  
 
The theoretical start-up service will include two trains per day in each direction. The start-up 
service will assume 79 mph geometry and initiation of theoretical service in 2006.  The start-
up service further assumes the following improvements: 
 

• CTC Signalization 
• Gate crossing protection at all grade crossings 
• Rail ties and ballast at no less than Class 4 
• High speed turnouts provided at all passing sidings 
• 10,000’ sidings at 8-10 mile intervals 
• Double track queuing provided at approaches to major bridges 
• Consideration for separation of passenger and freight movements at key yards, 

junctions and major industrial facilities 
• Vertical Clearance of roadways over trains, 23.5’ 
• Vertical Clearance of trains over roadways, 16.5’ 
• Navigation clearances as required 
• Engineering design criteria 

- Freight / Passenger, including 1% grades and 1 degree curves 
- Passenger only, including 2% grades and 1 degree curves 

 
The start-up assumptions do not provide for separation of passenger and freight movements 
at key yards, junctions and major industrial facilities; however, these types of improvements 
may be required even under project start-up, and such issues would be of primary concern to 
the freight railroads during negotiations relating to the introduction of the passenger rail 
service along their routes.   
 
Build-out Assumptions  
 
The build-out condition will include five trains per day in each direction.  The build-out 
service will assume 90 mph geometry and an assumed build-out year of 2026.  Further, 
additional improvements associated with the build-out condition will include: 
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• Separate passenger-only main line 
• Rail ties and ballast at no less than Class 5 
• Full separation of passenger and freight movements at key yards, junctions and major 

industrial facilities 
• Double track facility extending 8 miles at high-speed meet locations  
• Vertical Clearance of trains over roadways, 16.5’ 
• Navigation clearances as required  
• Engineering design criteria including 2% grades and 1 degree curves 

 
Areas of Special Concern 
 
Areas of special concern will be identified and discussed in terms of the implications they 
have on route suitability. 
 
Environmental and Operational Constraints 
 
Any environmental concerns and/or operational constraints will be noted and discussed. 
 

Alternate Route 2A: UP to Kinder and Lake Charles 
 
From Baton Rouge to Kinder, the passenger rail planning segment lies in the UP’s Houston 
Division/Beaumont Subdivision, which extends from Kinder (mile 544.5) to Anchorage 
Junction (mile 643) near Baton Rouge.  The UP classification yard at Lavonia serves a 
critical role in UP’s operations, linking and classifying a complex mix of their business.  
Although the Lavonia yard does not lie within the limits of the Beaumont Subdivision, its 
location at Lavonia functionally bisects UP operations within the Kinder to Anchorage 
planning segment.   
 
West of Lavonia, the route functions as an east bound directional railroad serving 6 to 10 
trains per day.  There are five sidings serving the 76.4 mile operating link.  Three of the 
sidings are 1 mile in length, the other two are 1.8 miles.  It is a Class 4 railroad with trains 
principally dispatched under Central Traffic Control (CTC).  The track charts did not specify 
operating speeds for passenger trains.  Based on the authorized freight speeds, it is 
anticipated that the passenger speeds would vary between 50 mph and 60 mph, with speed 
restrictions in urban settings such as Opelousas, across bridges, and at other locations as 
required by railroad operating criteria. 
 
East of Livonia, there are no existing sidings in the 21.5 mile link between Lavonia and 
Anchorage.  However, it is a Class 4 railroad with trains principally dispatched under Central 
Traffic Control (CTC).  The track charts did not specify operating speeds for passenger 
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trains.  Based on the authorized freight speeds, it is anticipated that the authorized passenger 
speed would be 50 mph over the entire operating link. 
 
For the start-up service, a new 8,000’ connection is proposed between the KCS line after it 
departs the O.K. Allen Mississippi River Bridge to milepost 641.5 of the UP line.  Also, at 
least one, if not two, new sidings will be added in this segment between Anchorage and 
Livonia.  The build-out of the UP route anticipates the double tracking of the entire route 
from Anchorage to Kinder; the addition of one, eight-mile high-speed meet between 
Anchorage and Livonia, and one-eight mile high-speed meet between Livonia and Kinder. 
 
The Kinder to Iowa Junction segment of the UP route lies in the Houston Division/Lake 
Charles Subdivision, which principally accommodates north-south directional flows, rather 
than east-west movements.  It is a Class 4 railroad with trains dispatched under Track 
Warrant Control (TWC).  Authorized speed for passenger trains is 59 mph.  There is a single, 
2-mile siding centrally located in the 19.6 mile link.  Under project start-up, proposed 
improvements include CTC signalization and gate protection of all grade crossings.  The 
build-out scenario considers double track from Kinder to Iowa Junction. 
 
From Iowa Junction to Lake Charles, the route lies in the UP’s Houston Division/Lake 
Charles Subdivision.  There are no sidings in the 12.5 mile segment between Iowa Junction 
and Equation Yard in Lake Charles. 
 
Areas of Special Concern 
 
No areas of special concern have been identified in this corridor. 

Environmental Constraints Associated with the Upgrade of the UP segment of the Route 
 
The UP portion of the route has less potential for impacting wetlands that most of the other 
routes.  There will be community impacts through Opelousas, which will have to be 
addressed in an environmental document.  There is also a navigable crossing of the 
Atchafalaya River; and other major structures are associated with the crossing of the 
Atchafalaya Basin.  The UP route is the route least susceptible to disruption from hurricane 
storm events. 

Fatal Flaw Issues Associated with Alternate 2A - UP Route  
 
There are no potential fatal flaw issues associated with the physical upgrade of the UP 
portion of the route, except for the fact that the route does not directly serve the City of 
Lafayette. 
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Implications for Planning  
Introduction of westbound passenger rail traffic on to the UP main line west of Livonia, even 
under start-up conditions, would pose substantial conflicts with UP operations.  
Consequently, the start-up for the UP portion of the route will require careful placement of 
sidings of the appropriate length and spacing to efficiently accommodate freight and 
passenger service. 
 
There are no physical obstacles preventing the upgrading of the UP route between Baton 
Rouge and Lake Charles; however, the lack of cooperation of the host railroad in this 
planning exercise indicates that there may be problems in satisfying the operational 
requirements of the freight service, especially in the build-out scenario. 

Alternate Route 2D - SP (restored) to Lafayette 
The SP (restored) route would require some 46.4 miles of new construction from its 
departure from the KCS at Anchorage Junction to its hook-up with the Louisiana Delta 
Railroad (LDRR) in Breaux Bridge.  Much of this could be in the abandoned right-of-way of 
the former Southern Pacific Railroad, whose footprint is clearly visible in aerial photography, 
including about twenty miles through the Atchafalaya Swamp.  The LDRR runs into 
Lafayette and connects to the BNSF at Baton Rouge Junction.  The existing Lafayette 
Amtrak station (a multimodal facility) could be accessed through a reverse move through 
Baton Rouge Junction.  From there the route would proceed on BNSF track to Iowa Junction 
outside of Lake Charles where it would join up with the UP.  From Lafayette to Lake 
Charles, this is the current route of Amtrak’s Sunset Limited. 
 
Areas of Special Concern 
 
The original Southern Pacific route was constructed between 1904 and 1911 and spanned the 
Atchafalya Basin, mostly on structure, and accessed Baton Rouge via ferry.  There were 
swing bridges across the Atchafaly River, Bayou Teche, and Bayou des Glaises.  The line 
was subject to frequent flooding and was severed in the Great Flood of 1927, when a pivot 
pier was undermined.  Attempts to repair the bridge were unsuccessful and the route was 
gradually abandoned in succeeding years. 
 
Under project start-up, the restoration of the Historic SP line extends from a point of 
departure from the KCS line west of the O.K. Allen Mississippi River Bridge to Baton Rouge 
Junction in Lafayette.  The program of improvements includes the following elements:  
 

• Construction of 26.3 miles of new rail at-grade, including a new 8,000’ connection 
between the KCS line after it departs the US 190 Bridge to milepost 641.5 of the UP 
line.   
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• To provide a crossing of the Atchafalaya Basin, construction of 20.1 miles of railroad 
on structure with 4.4 miles of the structure programmed as major river crossing 
structure, and construction of a single 8-mile high-speed meet. 

• Utilization of 4 miles of ROW under ownership of the Louisiana Delta Railroad. 
 
In the segment between Baton Rouge Junction and Iowa Junction, there are three sidings, two 
of which, Roanoke and Crowley, are 9,947 and 10,690 feet long, respectively.  This segment 
of the route is very flat land, used mainly for rice, soybean and crawfish cultivation.  There 
are few concerns about wetlands and numerous locations that would support long sidings or 
high-speed meets. 

Environmental Constraints Associated with the Upgrade of the Historic SP Route 
 
The restoration of the historic SP route will involve impacts to wetlands through part of the 
route, although the recommended corridor has already been impacted by the construction of 
Interstate-10, the high voltage transmission line, and even the construction of the original 
Southern Pacific line in the early part of the last century.  Further, with modern construction 
techniques, such as end-on construction (the method used for the interstate), construction 
impacts can be minimized. 
 
There will be community impacts on the approach to Lafayette, which will have to be 
addressed in an environmental document. The route includes a major bridge at the 
Atchafalaya River to accommodate barge navigation.   Also, the new bridge crossing of the 
Atchafalaya Basin will require close coordination with the U.S. Army Corps of Engineers, to 
make certain that the structure does not impede flows through the Basin.    
 
In the remainder of the corridor, capacity enhancements do not present a substantial potential 
for impacting wetlands; nor are there coastal hydrology concerns.  Community impacts are 
anticipated at communities through which the main line BNSF is routed, and such impacts 
will have to be addressed in an environmental document.  
 

Fatal Flaw Issues Associated with Alternate 2D: SP (restored) / BNSF Route  
 
The anticipated high start-up cost associated with the restoration of the Historic SP Route 
may constitute a fatal flaw. 

Implications for Planning 
 
This alternate tantalizes with its potential for truly high speeds and the connectivity between 
Baton Rouge and Lafayette; however, the staggering cost of almost $1.8 billion to support 
start-up operations featuring only two round trips a day stretches credulity. 



 Southern Rapid Rail Transit Commission 
 Gulf Coast High-Speed Rail Corridor 
 Lake Charles to Meridian Corridor Transportation Plan 

BURK-KLEINPETER, INC. (10136)  June 2007 
 3.18 

 
Finally, the SP route does not appear to be particularly susceptible to disruption from storm 
events, but like all crossings of the Atchafalaya, it is potentially susceptible to diversions of 
the Mississippi River into the Morganza floodway. 
 
 

Conclusions and Recommendations 
 
There are substantial issues associated with the upgrading of all of the routes studied for this 
corridor, including major challenges associated with the integration of passenger and freight 
rail networks into a common corridor between Lake Charles and New Orleans.  Nonetheless, 
on the east side of the Mississippi River, there is a clearly preferred route between New 
Orleans and Baton Rouge, the KCS. 
 
On the west side of the river, however, there is a difficult decision.  The only existing 
westbound freight route out of Baton Rouge, the UP, takes a route that passes twenty miles 
north of the City of Lafayette, a major economic and population center and the unofficial 
capitol of Cajun Louisiana.  Within the context of the extended corridor from New Orleans to 
Houston, this might not be considered a big deal; however, within the State of Louisiana, this 
would be considered a very big deal.  It would be equivalent to the interstate system 
bypassing Lafayette in order to save dollars by avoiding the cost of going through the 
Atchafalaya Swamp.   
 
The other alternative, restoring the old Southern Pacific route through the Atchafalaya 
Swamp would be very costly and would certainly not be justified merely for the start-up 
service of two round trips per day. 
 
In analyzing this situation, consideration should be given to the overall, long term 
development of the Gulf Coast High-Speed Rail Corridor from Houston to Atlanta.  This is a 
very long corridor, 1,025 miles including the New Orleans to Mobile segment.  It will not be 
built in a day.  In fact, the whole corridor has not even been planned yet.  There are major 
sections – Lake Charles to Houston and Meridian to Atlanta – that have not yet been studied.  
Obtaining environmental clearances will also take years.  Further, getting the funding in 
place, at both the federal and state levels, will take additional time.   
 
Consequently, it is clear that the way to develop the corridor will be in smaller, utilitarian 
increments: i.e., Baton Rouge to New Orleans, New Orleans to Mobile, Birmingham to 
Atlanta, Houston to Beaumont.  Introducing corridor service into an area like this that has not 
experienced it before will be a step by step process. 
 
It is instructive to note, that when the National Defense Highway System (the Interstate) was 
being built in the 1950s and ‘60s, the last section of Interstate-10, connecting California and 
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Florida, to be completed was the segment between Lafayette and Baton Rouge, the portion 
across the Atchafalaya Swamp.  In this context, it may be reasonable to conceptualize that 
the Houston to New Orleans corridor may actually begin at the end points – Houston and 
New Orleans – and meet somewhere in the middle.  In Texas, it might begin with Houston to 
Beaumont, then extended to Lake Charles, then Lafayette.  In Louisiana it might begin with 
New Orleans to Baton Rouge.  If history repeats itself, it could be that the Baton Rouge–
Lafayette link might again be the last link. 
 
In summary, if we were building the New Orleans to Houston corridor today, for start-up 
service of two round trips per day at 79 mph, we would not have a choice.  The only feasible 
route would be the UP north of Lafayette.   
 
But that is not likely to be the case.  It is more likely that start-up service will begin at the 
corridor endpoints and incrementally move towards the center, adding cities and increasing 
frequency of service and speeds as the system matures.  This could result in the Lafayette-
Baton Rouge link being the last to be constructed, coinciding with the introduction of full 
service at 90 mph, or more, between Houston and New Orleans. 
 
Consequently, for the purposes of this analysis, we will use the UP route in the model 
simulations of the start-up 79 mph service (Cases 2 and 3) and the SP (restored) route in the 
model simulations of the build-out 90 mph full-service (Cases 4 and 5).   
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4.  Service Goals 
 
The service goals of this project are to introduce intercity passenger service to the corridor as 
soon as possible on a limited basis and to grow that service over the next twenty years, while 
maintaining the current excess capacity in the corridor to support increased freight traffic.  
All operators and sponsors⎯intercity passenger and freight⎯intend the services on the 
Houston - New Orleans - Atlanta – Mobile Corridor in the planning year, 2027, to be more 
reliable than those operating on the Corridor at present.  The envisioned mix of services is 
shown in Figure 4-1, below, and presented in Table 4-1 on the following page.  
 

Figure 4-1 
Houston - New Orleans - Atlanta – Mobile Corridor 

90 mph Alignment 

 
Source: AECOM Consult, 2007. 
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Table 4-1 
Railroad Services Envisioned for 2027 in the Gulf Coast High-Speed Corridor 

 
  Round Trips 
Service Route Per Day 
 
 Houston to New Orleans 
Commuter New Orleans to Baton Rouge 6 
Corridor New Orleans to Houston (90 mph) 6 
Long Distance The City of New Orleans 1 
 The Crescent 1 
 The Sunset Limited 0.43 
Freight KCS/UP 9 
 Total for Corridor 3.43 
 
 
 Atlanta to New Orleans 
Commuter None proposed 0 
Corridor New Orleans to Atlanta (90 mph) 6 
Long Distance The City of New Orleans 1 
 The Crescent 1 
 The Sunset Limited 0.43 
Freight NS 23 
 Total for Corridor 31.43 
 
 
 New Orleans to Mobile 
Commuter None proposed 0 
Corridor New Orleans to Mobile (90 mph) 6 
Long Distance The City of New Orleans 1 
 The Crescent 1 
 The Sunset Limited 0.43 
Freight CSX 19 
 Total for Corridor 27.43 
 
 
 Total for All Corridors 
 Commuter .................................................................6.00 
 Corridor...................................................................18.00 
 Long Distance ...........................................................7.29 
 Freight .....................................................................51.00 
 Total ............................................................82.29 
 

Source:BKI, 2007. 
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Covering a typical 24-hour period, the numbers of daily trains envisioned in Table 4-1 do not 
adequately depict the congestion potential on the Corridor because intercity passenger trains 
are concentrated into an 18-hour – rather than a 24-hour – day, since operations between 
11:00 PM and 5:00 AM are minimal.  To assess that potential requires contemplation of the 
movements in each direction through the Corridor during the hours that HSR intercity 
passenger trains will operate.  In view of the varying performance profiles and station stop 
requirements of the passenger and freight services, as well as the needs for diverging, 
combining, and conflicting moves at numerous locations, the need for such capacity 
additions as this report suggests is underscored. 

Intercity Passenger 
A demand would exist for corridor-type high-speed intercity train service between New 
Orleans and Atlanta, New Orleans and Houston, New Orleans and Mobile, if such 
service were to be provided.  This is the message of a ridership study prepared for this plan 
by AECOM Consult, Inc., which projected significant demand for intercity rail travel 
throughout the Gulf coast High-Speed Rail Corridor by the year 2027 if high-speed rail 
service is implemented.  To satisfy this latent demand, most of which would relieve 
overburdened highways of intercity travelers, the 2025 service would include six daily trains 
serving the following stops, as shown in Table 4-2 on the following page.   
 
If a trip time of less than two and a half hours can be achieved between New Orleans and 
Mobile, eight and a half hours between New Orleans and Atlanta, and six hours between 
New Orleans and Houston, high-speed rail would be competitive with the automobile in 
corridors experiencing increasing congestion.   

Commuter Services 
Initiation of commuter rail services is currently being investigated between Baton Rouge and 
New Orleans.  This study anticipates that the full commuter service between the two cities 
would consist of six round trips per day. 

Long Distance Trains 
There are three long distance trains that currently operate over portions of the three corridors.  
The City of New Orleans operates a daily round trip within the New Orleans Gateway until it 
departs the corridor at Orleans Junction towards Hammond and Chicago.  The Crescent also 
operates a daily roundtrip from UPT to New York via Atlanta, utilizing the Norfolk Southern 
route.  The Sunset Limited, normally operated between Orlando, FL and Los Angeles, CA; 
however, since Hurricane Katrina, service east of New Orleans has been indefinitely  
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Table 4-2 
Stations Served by Alternative 
Existing * 79 mph 90 mph

New Orleans - Atlanta
Atlanta, GA - New Downtown X X
Atlanta, GA - Existing Amtrak X
Atlanta, GA - Beltway X X
Anniston, AL X X X
Birmingham, AL X X X
Tuscaloosa, AL X X X
Meridian, MS X X X
Laurel, MS X X X
Hattiesburg, MS X X X
Picayune, MS X X X
Slidell, LA X X X
New Orleans, LA X X X

New Orleans - Mobile
Mobile, AL X X X
Mobile, AL - West X X
Pascagoula, MS X X X
Biloxi, MS X X X
Gulfport, MS X X X
Bay St. Louis, LA X X X
New Orleans, LA X X X

New Orleans - Houston
Houston, TX X X X
Beaumont, TX X X X
Lake Charles, LA X X X
Lafayette, LA X X
New Iberia, LA X
Schriever, LA X
Opelousas, LA X
Baton Rouge, LA X X
Essen (commuter rail only) X X
Baton Rouge, LA - South X X
Gonzales (commuter rail only) X X
La Place (commuter rail only) X X
New Orleans, LA - Airport X X
New Orleans, LA X X X

* Existing Crescent  and Sunset Limited  
Source: AECOM Consult, 2007. 

 
 
suspended by Amtrak.  Talks are currently underway between Amtrak and the SRRTC to 
initiate a corridor-type service between New Orleans and Mobile, but details have not yet 
been worked out. 
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Freight  
This study used existing levels of freight service, augmented by changes projected by the 
railroads or by the consultants.   
 
For the KCS, the average daily count between New Orleans and Baton Rouge is six (6) and 
crossing the O.K. Allen Bridge in Baton Rouge is seven (7).  Beyond Orleans Junction, there 
is no passenger service on this route. 
 
For the UP, the average daily train count between Livonia and Iowa Junction is between six 
(6) and ten (10), all in an eastbound direction.  There is no passenger service on this route. 
 
For the NS, line use consists of sixteen (16) trains per day, not including local freight service, 
but including Amtrak’s north and southbound Crescent. 
 
For CSX, the average daily train count between New Orleans and Mobile is nineteen (19) 
trains, made up of one passenger train, five intermodal trains, twelve manifest trains, and one 
bulk train.  The majority of trains running in this corridor are intermodal and manifest. 
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5.  Methodologies 
Sources for this study included reports prepared for the Louisiana Department of 
Transportation and Development (DOTD), the Regional Planning Commission (RPC), the 
SRRTC, track diagrams, maps, equipment specifications, and other engineering and 
ownership documentation.  Limited field investigations took place to verify existing 
conditions.  Also, the study team consulted with appropriate RPC, local officials to assess the 
status of their respective plans.  Extensive inputs, review, and comments were solicited from 
agencies and numerous meetings were held, jointly and separately, to discuss the effort and 
resolve differences.   

Unfortunately, the potential affected railroads chose not to participate in this study.  Existing 
railroad operating conditions and future growth were estimated independently of the 
railroads.  The work process for this estimating is described in subsequent subsections. 

Ridership and Revenues 
 
This report provides an overview of the study area, a description of the travel market data 
used in the Houston – New Orleans – Atlanta high-speed rail ridership and revenue 
forecasting study, and high-speed rail ridership and revenue projections for 2007 through 
2027.  This study estimates the ridership and revenue associated with proposed high-speed 
rail in the Houston, Texas – New Orleans, Louisiana – Atlanta, Georgia corridor, and New 
Orleans, Louisiana – Mobile, Alabama corridors.  The study is being conducted for the 
Southern Rapid Rail Transit Commission (SRRTC) and is the follow-up study to the Phase II 
– New Orleans to Mobile Corridor Development Plan submitted to the SRRTC in January 
2005. 
 
The ridership and revenue forecasts were developed based on travel demand models 
previously developed by AECOM Consult for use in the Southeastern United States, applied 
throughout the country, and also used in the Phase II study1.  The model is based on data 
collected through the local entities within the corridor, supplemented by data from national 
sources where required.  The key model inputs include socio-economic data and forecasts, 
base and future travel volumes within the corridor, and travel service data within the corridor.  
 
                                                 
1 Phase II – New Orleans to Mobile Corridor Development Plan, Ridership and Revenue Forecasts prepared for 
Southern Rapid Rail Transit Commission (January 2005); Pacific Northwest Rail Corridor, Ridership and 
Revenue Forecasts in Support of the Amtrak Cascades Plan for Washington State 2003-2023 Update (July 
2003); Southeast High Speed Rail (SEHSR) and other corridor studies for North Carolina and adjacent states in 
the Southeast (1997-date); California intercity passenger rail forecasting in the Pacific Surfliner, Capitol, and 
San Joaquin corridors for Amtrak and California (1996-date) 
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This report provides an overview of the corridor, study area, a description of the base travel 
market, and future growth forecasts. 

Corridor Study Area 
The Houston – New Orleans – Atlanta corridor spans approximately 880 miles between 
Houston and Atlanta, the New Orleans – Mobile segment stretches approximately 150 miles 
along the Gulf of Mexico.  The auto market in the corridor is served by Interstate 10, 
Interstate 12, Interstate 20, and Interstate 59.  Amtrak provides daily service between Atlanta 
and New Orleans on the Crescent, and serves the Houston – New Orleans corridor three days 
a week with the Sunset Limited (service between New Orleans and Mobile has been 
suspended since Hurricane Katrina).  Airlines and Greyhound buses also provide daily 
service throughout the corridor.   
 
A common geographic zone system was developed for the study area.  This zone system 
defines the level of geographic detail at which the forecasting process is applied.  Socio-
economic data, travel market data, and network/service characteristics are all defined for this 
zone system.  The zone system is based on a combination of: 

 
• Aggregated traffic analysis zones (TAZs) of metropolitan planning organizations 

(MPOs) within the corridor 
• Aggregated traffic analysis zones (TAZs) of statewide planning agencies within the 

corridor 
• Aggregated census tracts 
• County boundaries 

 
The following MPOs provided TAZ level data for their regions: 
 

• Houston-Galveston Area Council 
• Capital Region Planning Commission (Baton Rouge) 
• Regional Planning Commission of Greater Birmingham 
• West Alabama Regional Commission (Tuscaloosa) 
• Atlanta Regional Commission 

 
Since the TAZs used by these agencies are designed for local analysis by the MPOs, the 
number and size of the TAZs make them impractical for an intercity study.  Thus the study 
area zones falling within areas covered by these agencies are composed of aggregated MPO 
TAZs.  The aggregated TAZ zones are smaller in urban areas, and are county sized in rural 
areas.  Travel service characteristics and demographic differences are more pronounced in 
urban areas, and thus more accurately represented by smaller zones.   
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The entire zone system is composed of one hundred and twenty (120) zones.  Figure 5-1 
displays an overview of the Houston – New Orleans – Atlanta corridor, and the study area 
zone system. 

Base Travel Market 
The analysis and prediction of future travel demand begins with quantifying existing travel 
by mode, geography, and purpose.  Current person travel volumes were estimated using a 
variety of existing available sources; no new travel surveys were conducted.  The following 
section describes the methodology used to compile the data into a comprehensive estimate of 
market size for the study area.  In the corridor, the market size estimate is composed 
primarily of auto trips, but also includes travel by air, intercity bus, and intercity rail.   
 

Figure 5-1 
Houston - New Orleans - Atlanta Corridor and Study Area Zone System 

 
Source: AECOM Consult, 2007. 

 
Estimates of market size and composition focus on a 2007 base year and 2027 future year 
(the study will also address interim forecast years in 5 year increments).  For each of these 
years a comprehensive person trip table estimate by mode (auto, air, intercity bus, and 
intercity rail) and purpose (business and non-business) were created.  For a detailed analysis 
of each mode, refer to the Technical Memorandum on Ridership and Revenues in Volume II, 
Technical Appendices. 
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Summary of Base Travel Market 
Tables 5-1, 5-2, and 5-3 provide a summary of the base travel market, by travel mode for a 
selection of markets in the study area.  Table 5-1 provides a summary of the auto market, 
Table 5-2 summarizes the public transportation market, and Table 5-5 summarizes the entire 
base travel market across all modes for the selected markets. 

 
Table 5-1 

Summary of Estimated 2007 Total Auto Person Trips for Selected Markets 
 

Market  
Data 

Source Non-Business Business Total
Houston - Baton Rouge 3 955,107 612,704 1,567,811
Houston - New Orleans 3 817,683 233,927 1,051,609
Houston - Gulfport-Biloxi 2 82,256 57,398 139,653
Houston - Mobile 2 44,650 35,877 80,527
Houston - Birmingham 5 47,889 19,610 67,498
Houston - Atlanta 5 609,827 133,180 743,007
Baton Rouge - New Orleans 5 4,711,515 2,768,833 7,480,347
Baton Rouge - Gulfport-Biloxi 2 937,661 203,766 1,141,427
Baton Rouge - Mobile 2 249,393 125,204 374,597
Baton Rouge - Birmingham 3 94,039 44,808 138,847
Baton Rouge - Atlanta 3 486,821 20,511 507,331
New Orleans - Gulfport-Biloxi 2 8,526,037 3,232,266 11,758,304
New Orleans - Mobile 2 1,317,683 738,052 2,055,734
New Orleans - Birmingham 3 369,997 180,555 550,553
New Orleans - Atlanta 3 703,613 152,820 856,433
Gulfport-Biloxi - Mobile 2 10,997,086 2,975,019 13,972,105
Gulfport-Biloxi - Birmingham 5 234,134 114,470 348,604
Gulfport-Biloxi - Atlanta 5 457,168 99,649 556,817
Mobile - Birmingham 5 445,628 217,316 662,944
Mobile - Atlanta 5 842,729 183,233 1,025,962
Birmingham - Atlanta 4 2,084,263 1,236,416 3,320,678
Data Sources: 
     1 - Texas SAM
     2 - GRPC Travel Survey
     3 - Louisiana Statewide Model
     4 - Georgia Intercity Rail Model
     5 - Volpe Model

Summary of 2007 Auto Person Trips for Selected Markets
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Table 5-2 
Summary of Estimated 2007 Person Trips by Public Modes 

Total
Daily Round 

Trips Annual Trips Weekly 
Round Trips Annual Trips Daily Round 

Trips Annual Trips Annual Trips

Houston - Baton Rouge 8 18,130 0 0 5 20,010 38,140
Houston - New Orleans 7 12,591 3 4,111 30 677,570 694,272
Houston - Gulfport-Biloxi 1 2,690 0 0 4 29,910 32,600
Houston - Mobile 7 5,426 0 0 3 20,830 26,256
Houston - Birmingham 0 0 0 0 4 117,390 117,390
Houston - Atlanta 2 1,299 0 0 30 571,650 572,949
Baton Rouge - New Orleans 6 93,767 0 0 0 0 93,767
Baton Rouge - Gulfport-Biloxi 2 6,547 0 0 0 0 6,547
Baton Rouge - Mobile 8 9,221 0 0 0 0 9,221
Baton Rouge - Birmingham 0 0 0 0 0 0 0
Baton Rouge - Atlanta 3 6,209 0 0 6 43,330 49,539
New Orleans - Gulfport-Biloxi 3 77,954 0 0 0 0 77,954
New Orleans - Mobile 6 33,718 0 0 0 0 33,718
New Orleans - Birmingham 0 0 7 7,070 7 120,250 127,320
New Orleans - Atlanta 4 4,629 7 20,160 16 309,120 333,909
Gulfport-Biloxi - Mobile 3 39,765 0 0 0 0 39,765
Gulfport-Biloxi - Birmingham 0 0 0 0 0 0 0
Gulfport-Biloxi - Atlanta 1 2,124 0 0 9 87,830 89,954
Mobile - Birmingham 0 0 0 0 0 0 0
Mobile - Atlanta 6 8,786 0 0 8 40,640 49,426
Birmingham - Atlanta 7 46,472 7 2,566 8 12,100 61,138
Note:  All trips and frequencies represent direct trips only, data associated with transfers are not included

Bus Rail Air
Market

Summary of 2007 Person Trips by Public Modes

  
 



Southern Rapid Rail Transit Commission 
Gulf Coast High-Speed Rail Corridor 

Lake Charles to Meridian Corridor Transportation Plan 

BURK-KLEINPETER, INC. (10136) June 2007 
In Association with AECOM Consult 5.6 

Table 5-3 
Summary of Estimated 2007 Total Person Trips for Selected Markets 

Non-Business Business Total
978,341 627,609 1,605,950

1,357,516 388,365 1,745,881
101,457 70,796 172,254
59,208 47,575 106,783

131,175 53,714 184,888
1,080,078 235,878 1,315,956
4,770,574 2,803,540 7,574,114

943,039 204,935 1,147,974
255,532 128,287 383,819
94,039 44,808 138,847

534,357 22,514 556,871
8,582,562 3,253,695 11,836,257
1,339,296 750,157 2,089,453

455,562 222,310 677,873
977,940 212,402 1,190,342

11,028,385 2,983,486 14,011,870
234,134 114,470 348,604
531,023 115,748 646,771
445,628 217,316 662,944
883,328 192,061 1,075,388

2,122,637 1,259,180 3,381,817

Mobile - Birmingham
Mobile - Atlanta
Birmingham - Atlanta

New Orleans - Atlanta
Gulfport-Biloxi - Mobile
Gulfport-Biloxi - Birmingham
Gulfport-Biloxi - Atlanta

Baton Rouge - Atlanta
New Orleans - Gulfport-Biloxi
New Orleans - Mobile
New Orleans - Birmingham

Baton Rouge - New Orleans
Baton Rouge - Gulfport-Biloxi
Baton Rouge - Mobile
Baton Rouge - Birmingham

Houston - Gulfport-Biloxi
Houston - Mobile
Houston - Birmingham
Houston - Atlanta

Summary of 2007 Total Person Trips for Selected Markets
Market  
Houston - Baton Rouge
Houston - New Orleans

  
Source: AECOM Consult, 2007. 

Future Growth 
Socio-economic data and forecasts were used to estimate future travel market size and 
growth.  The three socio-economic indicators used in this study include: 
 

• Population 
• Employment 
• Per Capita Income  

 
Appendix B in the Technical Memorandum on Ridership and Revenue in Volume II provides 
detailed socioeconomic data by zone, for all zones in the study area for 2007 and 2027. 

Socio-Economic Data and Forecasts 

These data were obtained from state and local sources within the corridor, supplemented by 
data from a national vendor, Economy.com.   
 
The local data and forecasts were developed before Hurricanes Katrina and Rita.  They were 
updated following the hurricanes based on revised forecasts provided by Economy.com.  The 
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change in county level forecasts of population, total employment, and per capita income 
between the periods before (March 2005) and after (March 2006) Hurricanes Katrina and 
Rita were applied to the data collected in the study area presented in the previous section.  
The forecasts contend that New Orleans will not regain its pre-Katrina 2005 population or 
employment by 2027 (the project forecast year).  Much of the population and employment 
has shifted to Baton Rouge and Houston.  Though detailed forecasts are not available from 
the local entities since the Hurricanes, these forecasts have been reviewed by representatives 
of the New Orleans Regional Planning Commission and the Houston-Galveston Area 
Council.  Both entities found the Economy.com forecasts consistent with their initial 
forecasts following the hurricanes.  Table 5-4 below summarizes the socio-economic data 
and forecasts in the study area by metro area. 
 

Table 5-4:  
Summary of Socio-Economic Data in the Corridor 

2007 2027
Avg. 

Annual 
Growth

2007 2027
Avg. 

Annual 
Growth

2007 2027
Avg. 

Annual 
Growth

Atlanta 4,139,644 5,590,137 1.51% 2,358,907 3,218,799 1.57% $34,513 $46,512 1.50%
Baton Rouge 774,754 1,006,301 1.32% 386,491 512,730 1.42% $27,037 $36,251 1.48%
Birmingham 1,113,633 1,249,681 0.58% 559,841 669,185 0.90% $32,302 $43,360 1.48%
East Texas 363,321 308,483 -0.81% 161,948 175,321 0.40% $26,352 $34,697 1.39%
Gulfport-Biloxi 370,720 390,694 0.26% 164,063 176,286 0.36% $25,798 $32,052 1.09%
Hattiesburg 249,642 286,703 0.69% 93,911 106,874 0.65% $22,759 $31,613 1.66%
Houston 5,443,018 7,887,622 1.87% 2,526,425 3,482,620 1.62% $36,143 $50,145 1.65%
Lafayette 412,938 499,571 0.96% 192,162 233,750 0.98% $25,243 $33,134 1.37%
Lake Charles 237,378 273,744 0.72% 121,808 135,153 0.52% $23,862 $28,026 0.81%
Meridian 106,113 105,955 -0.01% 45,312 42,370 -0.34% $23,483 $31,319 1.45%
Mobile 607,905 735,880 0.96% 260,500 301,355 0.73% $24,592 $33,147 1.50%
New Orleans 1,340,232 1,316,961 -0.09% 630,717 595,873 -0.28% $31,586 $38,072 0.94%
South Louisiana 378,503 409,839 0.40% 169,169 169,689 0.02% $24,934 $38,353 2.18%
Tuscaloosa 168,672 180,079 0.33% 90,700 107,239 0.84% $28,051 $37,374 1.45%

Population Employment Per Capita Income

 
Source: AECON Consult, 2007. 

Travel Market Summary 

The socio-economic data and forecasts were used to determine the growth of the base travel 
market between 2007 and 2027.  Table 5-5 below summarizes estimated 2027 future person 
trips.  In cases where the local sources provided 2027 travel market data, their data was used 
directly in the 2027 total person trip estimate.  In cases where the local sources did not 
provide 2027 travel market data, the socio-economic growth was used to develop 2027 
estimates.  Growth factors were developed, by zone pair, based on the combination of 
 
population and employment growth between 2027 and the closest year of available local 
data.  2027 travel market estimates using the Volpe model were based on 2027 socio-
economic forecasts in the appropriate markets.   
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Table 5-5 
Summary of 2027 Total Person Trips for Selected Markets 

 

Non-Business Business Total
1,417,428 967,317 2,384,745
1,638,211 475,894 2,114,105

130,783 94,514 225,296
81,593 67,921 149,514

178,576 77,234 255,810
1,623,280 376,985 2,000,265
5,572,240 3,325,644 8,897,884
1,179,351 269,936 1,449,287

359,218 167,504 526,722
119,734 60,364 180,098
764,176 32,927 797,103

9,685,416 3,644,066 13,329,482
1,461,327 775,146 2,236,473

472,386 235,745 708,130
1,134,595 251,142 1,385,738

12,182,020 3,320,911 15,502,930
264,908 133,956 398,864
663,605 150,647 814,252
538,726 271,761 810,487

1,180,113 267,314 1,447,428
2,684,147 1,667,079 4,351,226

Summary of 2027 Total Person Trips for Selected Markets
Market  
Houston - Baton Rouge
Houston - New Orleans
Houston - Gulfport-Biloxi
Houston - Mobile
Houston - Birmingham
Houston - Atlanta

New Orleans - Mobile
New Orleans - Birmingham

Baton Rouge - New Orleans
Baton Rouge - Gulfport-Biloxi
Baton Rouge - Mobile
Baton Rouge - Birmingham

Mobile - Birmingham
Mobile - Atlanta
Birmingham - Atlanta

New Orleans - Atlanta
Gulfport-Biloxi - Mobile
Gulfport-Biloxi - Birmingham
Gulfport-Biloxi - Atlanta

Baton Rouge - Atlanta
New Orleans - Gulfport-Biloxi

 
Source: AECON Consult, 2007. 

 

Travel Demand Model and Inputs 
The travel demand model used in this study is based on a model system developed by 
AECOM Consult and used in many previous applications, including the first phase of this 
project which analyzed the New Orleans – Mobile corridor, to evaluate proposed high-speed 
and intercity rail services for several states and Amtrak throughout the country2.  The travel 
demand model was originally developed from extensive market research, observed travel 
volumes, and service characteristics by mode, conducted/assembled in study corridor markets 
in the Southeast and other regions.  For application in this study, data describing travel within 

                                                 
2 Phase II – New Orleans to Mobile Corridor Development Plan, Ridership and Revenue Forecasts prepared for 
Southern Rapid Rail Transit Commission (January 2005); Pacific Northwest Rail Corridor, Ridership and 
Revenue Forecasts in Support of the Amtrak Cascades Plan for Washington State 2003-2023 Update (July 
2003); Southeast High Speed Rail (SEHSR) and other corridor studies for North Carolina and adjacent states in 
the Southeast (1997-date); California intercity passenger rail forecasting in the Pacific Surfliner, Capitol, and 
San Joaquin corridors for Amtrak and California (1996-date) 
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the Atlanta–New Orleans–Houston corridor was used, including existing person trips by 
mode and population/employment market data and growth, as described above. 

Model Structure 

The travel demand forecasting approach utilizes a two-stage model system.  The first stage 
forecasts the growth in the total number of person trips in each market and the second stage 
predicts the market share captured by each available mode in each market.  Both stages are 
dependent on the service characteristics of each mode and the characteristics of the corridor 
population.  The key market segments addressed in the forecasting model system are defined 
by geographical location (i.e., origin-destination zone pair) and trip purpose (i.e., business or 
non-business travel).   
 
The first stage addresses the growth in the total intercity person travel volumes.  This 
includes “natural” growth and “induced” demand.  The “natural” growth component refers to 
changes in travel volumes due to changes in population and employment, and is measured by 
the growth in two major socio-economic indicators:  population and total non-farm 
employment.  The “induced” component refers to changes in travel volumes due to 
improvements (or reductions) in the level of service of all modes.  “Induced” demand is 
captured by including a measure of the composite level of modal service, within the total 
travel model. 
 
The second stage of the model is the mode share component, which estimates the share of 
total person travel by mode.  Four different modes of travel are considered: auto, air, intercity 
bus, and intercity rail.  Key variables in the mode share model include: 
 

• Line-haul travel time for all modes 
• Access/egress time for air, intercity bus, and intercity rail 
• Travel cost or fare 
• Frequency of service for air, intercity bus, and intercity rail 
• Income variables to account for differences in value of time 
• Mode specific constants reflecting all differences between modes which are not 

accounted for in the other independent variables. 
 
In addition to total time; access, egress, and terminal time were included in a second variable 
to account for the added valuation of this time to travelers.  Most intercity choice models 
exhibit greater sensitivity to access and terminal times than to line haul times.  This 
sensitivity has distinct variations as follows: 
 

• As access and terminal times increase, the disutility increases at an increasing rate 
• As overall trip length increases, access and terminal time disutility decreases. 
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Finally, total market-to-market frequencies were scaled back based on arrival and departure 
times of each train serving the market.  Prior research studies have allowed AECOM Consult 
to create time-of-day factors for arrival and departure time.  A train’s utility and market share 
for each station pair is determined by the combination of arrival and departure factors along 
with the time to the previous and subsequent trains, travel time, cost, and access/egress times. 
 

Analysis of Railroad Operations 
 
Sources for this study included reports prepared for the Louisiana Department of 
Transportation and Development (DOTD), the Regional Planning Commission (RPC), the 
SRRTC, track diagrams, maps, equipment specifications, and other engineering and 
ownership documentation.  Limited field investigations took place to verify existing 
conditions.  Also, the study team consulted with appropriate RPC, local officials to assess the 
status of their respective plans.  Extensive inputs, review, and comments were solicited from 
agencies and numerous meetings were held, jointly and separately, to discuss the effort and 
resolve differences.   
Unfortunately, the potential affected railroads chose not to participate in this study.  Existing 
railroad operating conditions and future growth were estimated independently of the 
railroads.  The work process for this estimating is described in subsequent subsections. 

Data Collection and Organization 
The railroads involved in the simulation network chose not to participate in providing data 
for this study.  Consequently, operating data was accumulated from various other sources, 
including prior reports, sources from the internet, contacts that were available in specific 
areas of the network and gross ton-mile charts.  Best estimates of train operations were 
created using the data sources.  Through, interchange, local and switching trains were 
included based upon the information gathered.  Schedules were estimated based upon general 
railway operating practices. 
 

Model Simulation 
To meet the goals of the study, rail computer model simulation was utilized to determine the 
impact of high-speed passenger trains on freight operations over the Mississippi/Louisiana 
freight network.  The Rail Traffic Controller (RTC) model was used to perform the 
simulations.  The model has the ability to dispatch multiple trains over multiple routes 
simultaneously, which was necessary for this study network.  From the model's output, it was 
possible to develop statistics that quantified capacity of routes, locations and duration of 
conflicts, and locations where infrastructure was required to mitigate those conflicts.  The 
RTC model is currently used by four of the six Class 1 railroads that are involved in this 
study.  These are Union Pacific Railroad (UP), BNSF Railway (BNSF), Norfolk Southern 
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Railway (NS) and CSX Railroad (CSX). Kansas City Southern (KCS) and Canadian National 
Railway (CN) do not utilize RTC for network and operations analysis. 
 
A four day simulation was developed over five days to analyze the network.  The first half 
day (day 1) was used to "load" the model with rail traffic, and the last half day (day 5) was 
used to allow trains that started on day 4 to complete their operations.  These two half day 
portions of the simulation were not analyzed.  
 
The three complete intermediate days (days 2, 3 and 4) were utilized for analysis.  The traffic 
run on these three days represented an estimate of the heaviest days of rail traffic over the 
various network segments.  It has been found that if a network can support modification (to 
traffic or infrastructure) during the heaviest traffic periods, then it will support traffic during 
more normal periods.  Therefore, the simulation focused on the estimated heaviest traffic 
days. 
 
The model requires the development of a network of main lines, yards, passing tracks and 
junctions that accurately represents existing, as well as potential future routes.  In addition, 
the model requires that train schedules be supplied that indicate the starting time, origin, 
destination, and dwell times of all trains operating over the network.  Route information, 
such as locations where trains can or cannot stop, or specific stations a train must pass 
through, also must be supplied in the train schedule information.  Priorities are also set for 
each train to provide the model with criteria to use when determining a solution for conflicts 
that arise between two or more trains.  All trains in the model's train file are run in each 
simulation.  For the model to run successfully, the network must be designed such that there 
must be at least one route that allows a train from any node to reach any other node.  If a train 
is scheduled between two nodes and the model cannot find a route, the model produces an 
error message and the simulation will not begin. 
 
Once the network is determined to be contiguous and the simulation has begun, the model 
dispatches trains according to the train's schedule and the clock time during the simulation.  
The model identifies every possible route for each train dispatched, and then attempts to run 
the train over the route that creates the least "cost" for a train.  Cost is defined by a number of 
factors including mileage, adherence to schedule (primarily for passenger trains) and train 
priority.  When a conflict occurs between two trains, the model evaluates alternatives and 
attempts to find the alternative that creates the least cost to all trains involved.  This is 
repeated until all trains in the five day simulation are dispatched from their origin locations 
and they arrive at their destinations or until the simulation is terminated. 
 
The model records data for each train as it passes through each node.  Arrival and departure 
times, speed, dwell, delay, train length and other data is recorded.  There were approximately 
2,700 nodes in the Base simulation network and approximately 200 trains that ran each day.  
Not all trains ran through every node. 
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Based upon this method of operation, the model generated a large data base of information 
for each simulation scenario. The consultants broke the data down into days, segments and 
by railway to understand the impact in each segment and to the railways using the routes.  
The types of analysis that were performed are discussed in more detail below. 

The Meridian to Lake Charles Railway Network 

The network for the High-Speed Rail analysis began at Meridian, MS and extended to Lake 
Charles, LA.  This segment is only a portion of the entire Southern High Speed Rail 
Corridor, which includes service between Atlanta and Houston, and also includes operations 
between Mobile, AL and New Orleans.  The portions of the route extending east of Meridian, 
west of Lake Charles and to Mobile was outside the scope of this study. 

The network that was analyzed consisted of the following segments.   

• NS's NO & NE Division between Meridian and Oliver Yard in New Orleans. The 
network began at Meridian and extended to Oliver Yard, NS' main yard in New 
Orleans.   

• New Orleans Terminal. The network included: 

- the NS Back Belt route between Terminal Junction and East Bridge Junction 
(EBJ), and NS's connection between Oliver Yard and Terminal Jct, 

- CSX's Gentilly Yard was minimally represented in the network, along with the 
CSX connection to the Back Belt between Gentilly and Elysian Fields (via NE 
Tower), 

- the route from East City Jct., on the Back Belt, to New Orleans Union Passenger 
Terminal (NOUPT),  

- CN's route from Orleans/IC Jct. to Mays Yard and then east to Carrolton Avenue 
Jct., 

- the Huey P. Long Bridge (HPLB), over the Mississippi River, the connection 
between EBJ and West Bridge Jct. (WBJ) and UP’s and BNSF's Avondale Yard, 
and 

- the New Orleans Public Belt (NOPB) trackage between EBJ and Southport Jct. 
also was included. 

This simplified version of New Orleans Terminal trackage was included in the model to 
understand the effects high-speed passenger service would have on major freight interchange 
operations.  All sidings, crossovers, interlockings and operating restrictions were included in 
the portion of the model that represented New Orleans Terminal.  Routes within the New 
Orleans Terminal that would not be greatly affected by passenger operations were not 
included in the scope of the simulation.  
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• KCS's New Orleans Subdivision between Orleans/IC Jct. and Baton Rouge. This 
route was selected to be the route the passenger trains would utilize to serve 
Louisiana's capital.  The network also included abbreviated sections of CN's routes 
toward Hammond, LA (the McComb Subdivision) and Baton Rouge that extended 
from or operated through Orleans/IC Jct.   

• KCS's New Orleans Sub between Baton Rouge and Lobdell Jct. This section 
included KCS's Baton Rouge Yard, the Baton Rouge (BR) Bridge over the 
Mississippi River, the multiple connections to CN trackage and yards, and the 
wye/junction at the west end of the BR Bridge (Lobdell Jct. and BR Jct.).  

• UP's Avoyelles Subdivision between BR Jct. and Addis, LA. This route extended 
from the west end of the BR Bridge to Addis, where the Avoyelles Sub connected 
with UP's Livonia Sub. The subdivision passed through Anchorage, and included all 
connecting trackage between the Avoyelles Sub and the Anchorage Sub. 

• UP's Anchorage Subdivision from Anchorage to Livonia, LA. UP's Anchorage 
Sub was included from Anchorage to UP's large classification yard at Livonia.  The 
yard at Anchorage was included for local switching work that occurs in the area. 

• UP’s Livonia and Alexandria Subs between Fordoche and Addis. The 
classification yard at Livonia is located between these two subdivisions.  A portion of 
the arrival and departure yards at Livonia was included in the model.  A section of 
UP's Livonia Subdivision between Livonia and Addis was modeled, as well as a 
section of UP's Alexandria Subdivision between Livonia and Fordoche, LA.   

• UP's Beaumont Subdivision from Livonia to Kinder, LA. This route was utilized 
as the route for start up service for passenger operations.  A portion of this route also 
was used in later scenarios involving increased passenger operations.   

• UP's Lake Charles Subdivision between Kinder and Iowa Jct.  Kinder to Iowa Jct. 
was included because the start up passenger operations utilized this portion of UP's 
Lake Charles Sub to move between the Beaumont Sub and the Lafayette Sub (see 
below). 

• BNSF/UP's Lafayette Subdivision between Avondale and Lake Charles. While 
the portion of this route between Avondale and Iowa Jct. was not used by HSR trains 
in the start up passenger operation scenario, it was used in all passenger scenarios 
between Iowa Jct. and Lake Charles.  
 

The network included approximately five miles of track west of Lake Charles to allow trains 
to be fed into or out of the network, well beyond the passenger station.  Since many of Lake 
Charles' local freight operations occur west of the Lake Charles Station, this area and all 
connections to industrial plants and KCS trackage were included in the network.  
 
In the long term passenger operations simulations, passenger trains operated on the Lafayette 
Subdivision between Lafayette and Lake Charles.  The route that HSR trains used to access 
the Lafayette Sub will be discussed later in the report. 
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Much of the model network was derived from previous simulations done in this area. The 
network was checked against the timetable and track chart information that was provided to 
make sure it was correctly represented.  Any portion of the network that was needed in this 
study that was not provided was created using track charts and employee timetables.   
 
The network requires track speed, curvature, grades, signals, crossovers, and junctions to be 
accurately represented.  All features of the network were included in the sections that were 
added.  In the existing sections of the network, some features were added or modified to 
represent current configurations and infrastructure.   
 

Meridian to Lake Charles Operations 

The base operating data that was used represented the consultant’s best estimate for this 
network. The data represented a reasonable operating scenario that incorporated all railways 
serving the routes the passenger trains were projected to utilize at volumes that approximate 
those that currently operate over the corridor. The operating volumes and schedules 
developed from the available data resulted in a level of freight/freight and freight/passenger 
interaction that allowed measurement of the impact that passenger operations had on the 
network. It also permitted an understanding of the effects that projected infrastructure 
improvements would have on freight operations after passenger operations were introduced.  
A brief summary of the operations are as follows: 
 

• Meridian to Oliver Yard:  NS trains arriving or departing New Orleans used the 
route.  Locals were established at Meridian and Hattiesburg to serve online industries.  
Amtrak's Crescent also operated over the route.  CN trains crossing the subdivision at 
Hattiesburg were also represented.  

• CSX Gentilly Yard to Elysian Fields (CSX connection to the Back Belt).  
Interchange trains between UP's Avondale Yard and CSX operated over this route.  
Amtrak's Sunset Limited also operated over it.   

• East City Jct. to NOUPT: Amtrak's Crescent and Sunset Limited3 operated to and 
from NOUPT on this connection.  The City of New Orleans operated on a portion of 
this route between Carrollton Ave. and NOUPT. 

• Back Belt between EBJ and Terminal Jct.  NS and CSX interchange trains to/from 
UP and CN operated over this route.  Eastbound CSX trains left the Back Belt at 
Elysian Fields to operate into Gentilly Yard via NE Tower, while westbound CSX 
trains operated on the reverse route. Some eastbound and westbound trains to/from 
NS were stopped on the Back Belt, around Terminal Jct. and/or NE Tower, to 
represent work performed on line, including setting out or picking up traffic from 

                                                 
3 As of this writing, the Sunset Limited did not operate east of New Orleans. Amtrak reportedly is 
reviewing options relative to service east of New Orleans. For this study, it was assumed that the 
Sunset Limited would operate, and that HSR passenger service between Mobile and New Orleans 
was operated. 
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Oliver Yard. Westbound CSX trains were held on the Back Belt at Marconi Drive to 
represent time required for crew changes. 

• CN Orleans/IC Jct. to Carrollton Ave. CN trains operating to/from Hammond and 
to/from Baton Rouge operated between Orleans/IC Jct. and Mays Yard.  KCS trains 
from Baton Rouge operated between Orleans/IC Jct. and EBJ, where they diverged to 
West Yard.  Interchange trains to UP, KCS, NOPB and NS also operated over 
portions of the line.  Switch engines from Mays Yard also occupied portions of the 
route. Amtrak's City of New Orleans operated over the entire segment to access 
NOUPT, while the Sunset Limited operated over the portion between EBJ and 
Carrollton Ave.   

• Huey P. Long Bridge. UP interchange trains to NS, CSX, NOPB, and CN used this 
route along with BNSF interchange trains to NOPB. Amtrak's Sunset Limited also 
used this route to access NOUPT. 

• KCS' New Orleans Subdivision between Orleans/IC Jct. and Baton Rouge. 
KCS's Shreveport to New Orleans traffic utilized this route along with local trains 
serving Reserve, Grammercy, and Norco LA.  Most locals were based out of Norco 
and served the major industrial locations along the line.   

• KCS' New Orleans Sub between Baton Rouge and Lobdell Jct. KCS New Orleans 
- Shreveport trains operated over this segment, as well as UP/CN interchange trains. 
KCS trains utilizing the Baton Rouge Bridge turned north at Lobdell Jct. to continue 
towards Shreveport, LA, while UP trains turned south at BR Jct. towards Anchorage. 
UP trains left/entered the KCS route at East Jct. to connect with CN at CN's Baton 
Rouge Yard. KCS yard switching at the KCS Yard also was represented, along with 
CN movements between Baton Rouge and Hammond. 

• UP's Avoyelles Subdivision between BR Jct. and Addis, LA. A UP/CN 
interchange train between Livonia and Baton Rouge operated over this route between 
Anchorage and BR Jct. Some switching in Anchorage Yard also was represented 
adjacent to this subdivision.  

• UP's Anchorage Subdivision from Anchorage to Livonia, LA. UP trains serving 
Anchorage, Port Allen and Baton Rouge operated over this segment.  Switching 
activities at Anchorage were represented as well. 

• UP's Alexandria and Livonia Subdivisions.  UP trains running between Livonia 
and Alexandria utilized this route, many entering or exiting the yard at Livonia.  
Additionally, trains between Livonia/Alexandria and New Orleans operated past, into 
or from the yard.  Receiving and departure tracks were included as part of Livonia 
Yard to represent the arrival/departure operations at Livonia.  These operations were 
included to determine if yard congestion around Livonia was affected by or affected 
passenger operations. 

• UP's Beaumont Subdivision from Livonia to Kinder, LA. UP trains from 
Beaumont, TX to Livonia and New Orleans operated over this section of railroad.  
The route is primarily single directional to the east, however two "counter-flow" 
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trains operated from Livonia to Kinder and beyond.  Additionally, a local serving on 
line industries operated between Livonia and Eunice, LA.  

• UP's Lake Charles Subdivision between Kinder and Iowa Jct. UP freight trains 
moving between Lake Charles and Alexandria operated over this subdivision.  
Additionally, the two "counter-flow" trains from Livonia that operated over the 
Beaumont Sub utilized this route to rejoin directional traffic at Iowa Jct. 

• UP's Lafayette Subdivision between Iowa Jct. and Lake Charles. Freight 
operations from both the Lake Charles Sub and the Lafayette Sub operated into and 
from Lake Charles.  For UP, train operation is directional, to the west, however some 
"counter-flow" trains operate from Lake Charles towards Kinder/Alexandria.  
Additionally, BNSF trains moving in both directions between Lake Charles and New 
Orleans also operated over this route.At Lake Charles, switch engines working Lake 
Charles Yard that affected the main line were represented, as well as industrial locals 
that served the Port of Lake Charles and the industrial areas west of Lake Charles.  
KCS trains serving the industrial areas also were included where they crossed the 
UP/BNSF main track. 

• BNSF's Lafayette Subdivision between Avondale and Iowa Jct. UP and BNSF 
freight trains from New Orleans destined for Lake Charles/Beaumont/Houston 
utilized this line.  Additionally, BNSF trains running to New Orleans from 
Houston/Beaumont also operated on the line.  Switch engines at Crowley and 
Lafayette were incorporated to represent the effect of switching on or across the main 
line.  Amtrak's Sunset Limited also was included on the route. 

 
Tables 5-6 and 5-7 depict the train volumes operated over each segment in each simulation 
case.  The tables are broken down by railroad, segment and east/west or north/south 
movements. 

Rail Traffic Growth on the Meridian – Lake Charles Network 
Freight Growth 

Freight growth over the timeframe of the passenger initiative is an important consideration 
for creating a viable level of infrastructure that will accommodate passenger operations and 
long term freight operations.  To create growth, the timeframe of the passenger initiative had 
to be estimated, and freight growth had to be developed accordingly. 
 
No freight growth was included for the short term passenger cases.  The consultant made this 
estimate based upon the anticipated urgency to establish high speed rail on this corridor per 
the federal designation of the corridor.  For all long term passenger cases, projected freight 
growth was added to the base level of freight traffic.  
 
Without input from the railroads involved in the study, the consultants decided that projected 
growth that had been used in other studies that had been approved by the railroads would be  
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Table 5-6 
NO Terminal Movements - Base, Case 2 and Case 3, New Orleans Terminal Movements 
From RR To RR

AMTK BN CSX CN KCS NOPB NS UP TOTAL
AMTK

1.0 1.0 1.0 0.0 0.0 1.0 0.0 4.0
BN

1.0 0.0 0.0 0.0 2.5 0.0 0.0 3.5
CSX

1.0 0.0 0.0 0.0 0.0 0.0 5.0 6.0
CN

1.0 0.0 0.0 0.5 1.0 1.0 1.0 4.5
KCS

0.0 0.0 0.0 0.5 1.0 0.0 0.0 1.5
NOPB

0.0 3.0 0.0 1.0 1.0 0.0 1.5 6.5
NS

1.0 0.0 0.0 1.0 0.0 0.0 2.0 4.0
UP

0.0 0.0 6.0 1.5 0.0 0.5 2.0 10.0

Total Interchange Trains 4.0 4.0 7.0 5.0 1.5 5.0 4.0 9.5 40.0

 
 
 

Table 5-7 
Eastbound Train Volumes by Subdivision  

Base, Case 2, and Case 3 Trains Per Day, All Subdivisions 

AMTK BN CN KCS NS UP Locals

NS NE & NO Sub 1.0 0.0 3.0* 0.0 6.0 0.0 3.0
CN McComb Sub 1.0 0.0 4.5 2.5** 0.0 0.0 3.0
CN Baton Rouge Sub 0.0 0.0 1.5 2.5** 0.0 1.0** 1.0
KCS New Orleans Sub 0.0 0.0 4.5** 2.5 0.0 0.0 3.0
KCS Baton Rouge Terminal 0.0 0.0 3.0* 2.5 0.0 0.0 2.0
BNSF/UP Laf Sub Avondale - Iowa Jct. 1.0 3.5 0.0 0.0 0.0 0.0 3.0
UP Laf Sub Iowa Jct. - Lk Charles 1.0 3.5 0.0 3.0* 0.0 2.0 6.0
UP Anchorage Sub 0.0 0.0 0.0 0.0 0.0 2.0 1.0
UP Beaumont Sub 0.0 0.0 0.0 0.0 0.0 14.5 1.0
UP Lake Charles Sub 0.0 0.0 0.0 0.0 0.0 2.0 0.0
UP Alexandria Sub 0.0 0.0 0.0 0.0 0.0 9.0 1.0
UP Livonia Sub 0.0 0.0 0.0 0.0 0.0 16.0 2.0

Eastbound

 



Southern Rapid Rail Transit Commission 
Gulf Coast High-Speed Rail Corridor 

Lake Charles to Meridian Corridor Transportation Plan 

BURK-KLEINPETER, INC. (10136) June 2007 
In Association with AECOM Consult 5.18 

Tables 5-8 & 5-9 
Westbound Train Volumes by Subdivision and Total EB and WB Train Volumes 

 
AMTK BN CN KCS NS UP Locals

NS NE & NO Sub 1.0 0.0 3.0* 0.0 6.0 0.0 3.0
CN McComb Sub 1.0 0.0 4.5 2.5** 0.0 0.0 3.0
CN Baton Rouge Sub 0.0 0.0 1.5 2.5** 0.0 1.0** 1.0
KCS New Orleans Sub 0.0 0.0 4.5** 2.5 0.0 0.0 3.0
KCS Baton Rouge Terminal 0.0 0.0 3.0* 2.5 0.0 0.0 2.0
BNSF/UP Laf Sub Avondale - Iowa Jct. 1.0 3.5 0.0 0.0 0.0 11.0 3.0
UP Laf Sub Iowa Jct. - Lk Charles 1.0 3.5 0.0 3.0* 0.0 15.0 6.0
UP Anchorage Sub 0.0 0.0 0.0 0.0 0.0 2.0 1.0
UP Beaumont Sub 0.0 0.0 0.0 0.0 0.0 2.0 1.0
UP Lake Charles Sub 0.0 0.0 0.0 0.0 0.0 4.0 0.0
UP Alexandria Sub 0.0 0.0 0.0 0.0 0.0 9.5 1.0
UP Livonia Sub 0.0 0.0 0.0 0.0 0.0 9.0 2.0

AMTK BN CN KCS NS UP Locals

NS NE & NO Sub 2.0 0.0 6.0* 0.0 12.0 0.0 6.0
CN McComb Sub 2.0 0.0 9.0 5.0** 0.0 0.0 6.0
CN Baton Rouge Sub 0.0 0.0 3.0 5.0** 0.0 2.0** 2.0
KCS New Orleans Sub 0.0 0.0 9.0** 5.0 0.0 0.0 6.0
KCS Baton Rouge Terminal 0.0 0.0 6.0* 5.0 0.0 0.0 4.0
BNSF/UP Laf Sub Avondale - Iowa Jct. 2.0 7.0 0.0 0.0 0.0 11.0 6.0
UP Laf Sub Iowa Jct. - Lk Charles 2.0 7.0 0.0 6.0* 0.0 17.0 12.0
UP Anchorage Sub 0.0 0.0 0.0 0.0 0.0 4.0 2.0
UP Beaumont Sub 0.0 0.0 0.0 0.0 0.0 16.5 2.0
UP Lake Charles Sub 0.0 0.0 0.0 0.0 0.0 6.0 0.0
UP Alexandria Sub 0.0 0.0 0.0 0.0 0.0 18.5 2.0
UP Livonia Sub 0.0 0.0 0.0 0.0 0.0 25.0 4.0

* indicates trains crossing subdivision on diamonds
** indicates trains running on a portion of subdivision

Westbound

Total 
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Table 5-10 
Projected 2027 NO Terminal Movements 

Case 4 and Case 5 New Orleans Terminal Movements 
 From RR To RR

AMTK BN CSX CN KCS NOPB NS UP TOTAL
AMTK

1.0 1.0 1.0 0.0 0.0 1.0 0.0 4.0
BN

1.0 0.0 0.0 0.0 3.0 0.0 0.0 4.0
CSX

1.0 0.0 0.0 0.0 0.0 0.0 7.0 8.0
CN

1.0 0.0 0.0 0.5 2.0 1.5 1.5 6.5
KCS

0.0 0.0 0.0 0.5 1.0 0.0 0.0 1.5
NOPB

0.0 3.5 0.0 2.0 1.0 0.0 2.0 8.5
NS

1.0 0.0 0.0 1.5 0.0 0.0 3.0 5.5
UP

0.0 0.0 7.0 1.5 0.0 2.0 3.0 13.5

Total Interchange Trains 4.0 4.5 8.0 6.5 1.5 8.0 5.5 13.5 51.5

 
 

Table 5-11 
Projected 2027 Eastbound Train Volumes by Subdivision 

Case 4 and Case 5 Trains Per Day, All Subdivisions 

AMTK BN CN KCS NS UP Locals

NS NE & NO Sub 1.0 0.0 4.0* 0.0 9.0 0.0 3.0
CN McComb Sub 1.0 0.0 6.0 3.5** 0.0 0.0 3.0
CN Baton Rouge Sub 0.0 0.0 2.0 3.5** 0.0 2.0** 1.0
KCS New Orleans Sub 0.0 0.0 6.0** 3.5 0.0 0.0 3.0
KCS Baton Rouge Terminal 0.0 0.0 4.0* 3.5 0.0 0.0 2.0
BNSF/UP Laf Sub Avondale - Iowa Jct. 1.0 5.0 0.0 0.0 0.0 0.0 3.0
UP Laf Sub Iowa Jct. - Lk Charles 1.0 5.0 0.0 4.0* 0.0 3.0 6.0
UP Anchorage Sub 0.0 0.0 0.0 0.0 0.0 3.0 1.0
UP Beaumont Sub 0.0 0.0 0.0 0.0 0.0 20.5 1.0
UP Lake Charles Sub 0.0 0.0 0.0 0.0 0.0 3.0 0.0
UP Alexandria Sub 0.0 0.0 0.0 0.0 0.0 12.5 1.0
UP Livonia Sub 0.0 0.0 0.0 0.0 0.0 21.5 2.0

Eastbound
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Table 5-12 & 5-13 
Projected 2027 Westbound Train Volumes by Subdivision  

Projected 2027 Total Train Volumes 
 

AMTK BN CN KCS NS UP Locals

NS NE & NO Sub 1.0 0.0 4.0* 0.0 9.0 0.0 3.0
CN McComb Sub 1.0 0.0 6.0 3.5** 0.0 0.0 3.0
CN Baton Rouge Sub 0.0 0.0 2.0 3.5** 0.0 2.0** 1.0
KCS New Orleans Sub 0.0 0.0 6.0** 3.5 0.0 0.0 3.0
KCS Baton Rouge Terminal 0.0 0.0 4.0* 3.5 0.0 0.0 2.0
BNSF/UP Laf Sub Avondale - Iowa Jct. 1.0 5.0 0.0 0.0 0.0 17.0 3.0
UP Laf Sub Iowa Jct. - Lk Charles 1.0 5.0 0.0 4.0* 0.0 22.0 6.0
UP Anchorage Sub 0.0 0.0 0.0 0.0 0.0 3.0 1.0
UP Beaumont Sub 0.0 0.0 0.0 0.0 0.0 3.0 1.0
UP Lake Charles Sub 0.0 0.0 0.0 0.0 0.0 5.0 0.0
UP Alexandria Sub 0.0 0.0 0.0 0.0 0.0 13.0 1.0
UP Livonia Sub 0.0 0.0 0.0 0.0 0.0 14.5 2.0

AMTK BN CN KCS NS UP Locals

NS NE & NO Sub 2.0 0.0 8.0* 0.0 18.0 0.0 6.0
CN McComb Sub 2.0 0.0 12.0 7.0** 0.0 0.0 6.0
CN Baton Rouge Sub 0.0 0.0 4.0 7.0** 0.0 4.0** 2.0
KCS New Orleans Sub 0.0 0.0 12.0** 7.0 0.0 0.0 6.0
KCS Baton Rouge Terminal 0.0 0.0 8.0* 7.0 0.0 0.0 4.0
BNSF/UP Laf Sub Avondale - Iowa Jct. 2.0 10.0 0.0 0.0 0.0 17.0 6.0
UP Laf Sub Iowa Jct. - Lk Charles 2.0 10.0 0.0 8.0* 0.0 25.0 12.0
UP Anchorage Sub 0.0 0.0 0.0 0.0 0.0 6.0 2.0
UP Beaumont Sub 0.0 0.0 0.0 0.0 0.0 23.5 2.0
UP Lake Charles Sub 0.0 0.0 0.0 0.0 0.0 8.0 0.0
UP Alexandria Sub 0.0 0.0 0.0 0.0 0.0 25.5 2.0
UP Livonia Sub 0.0 0.0 0.0 0.0 0.0 36.0 4.0

* indicates trains crossing subdivision on diamonds
** indicates trains running on a portion of subdivision

Westbound

Total 
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applied in these corridors as well.  Growth percentage estimates were developed for three 
classes of freight: intermodal, merchandise and unit.   
 
Since all trains in the network do not currently run at their maximum length, or on all days of 
the week, a portion of the projected growth percentage was reduced to reflect traffic that 
would be "absorbed" by existing trains and schedules.  This left a gross growth percentage 
for the three classes of freight traffic that was applied to each scenario.   
 
Past studies have confirmed that this procedure is appropriate to use as railroads are reluctant 
to create new train starts when existing trains have capacity that can be filled.  Also, since all 
trains do not run on all days of the week, it is easier if a train start is required to fill in an 
existing schedule than to create a new schedule that affects other traffic or yard operations.   
 
The number of years of freight growth was determined by best estimates of when the level of 
passenger traffic would be introduced into the network.  For long term passenger service this 
was estimated at 20 years (2025). 
 
Net growth percentages used for each class of freight traffic, the absorption percentage and 
the gross growth percentages are shown in Tables 5-14 through 5-17. 
 
Changes in the strategic operating plans for the railroads were not considered.  For example, 
even though NS reached an agreement with KCS to develop additional traffic between 
Meridian and Shreveport, LA, this was not factored into the freight growth applied to future 
scenarios.  Without railroad input, the consultants were not comfortable with making 
assumptions regarding which traffic would be routed differently over time. These strategic 
agreements may have an effect on actual train counts on various lines in this analysis 
network, even though they were not accounted for. 
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Table 5-14 
Growth in Train Movements, New Orleans Terminal 
Growth in New Orleans Terminal Movements, Only 

From RR To RR
AMTK BN CSX CN KCS NOPB NS UP TOTAL

AMTK
0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0

BN
0.0 0.0 0.0 0.0 0.5 0.0 0.0 0.5

CSX
0.0 0.0 0.0 0.0 0.0 0.0 2.0 2.0

CN
0.0 0.0 0.0 0.0 1.0 0.5 0.5 2.0

KCS
0.0 0.0 0.0 0.0 0.0 0.0 0.0 0.0

NOPB
0.0 0.5 0.0 1.0 0.0 0.0 0.5 2.0

NS
0.0 0.0 0.0 0.5 0.0 0.0 1.0 1.5

UP
0.0 0.0 1.0 0.0 0.0 1.5 1.0 3.5

Total Interchange Trains 0.0 0.5 1.0 1.5 0.0 3.0 1.5 4.0 11.5

 

Table 5-15 
Growth in Eastbound Train Movements, by Subdivision 

Growth in Trains Per Day, All Subdivisions 

AMTK BN CN KCS NS UP Locals

NS NE & NO Sub 0.0 0.0 n/a 0.0 3.0 0.0 0.0
CN McComb Sub 0.0 0.0 1.5 n/a 0.0 0.0 0.0
CN Baton Rouge Sub 0.0 0.0 0.5 n/a 0.0 n/a 0.0
KCS New Orleans Sub 0.0 0.0 n/a 1.0 0.0 0.0 0.0
KCS Baton Rouge Terminal 0.0 0.0 n/a 1.0 0.0 0.0 0.0
BNSF/UP Laf Sub Avondale - Iowa Jct. 0.0 1.5 0.0 0.0 0.0 0.0 0.0
UP Laf Sub Iowa Jct. - Lk Charles 0.0 1.5 0.0 n/a 0.0 1.0 0.0
UP Anchorage Sub 0.0 0.0 0.0 0.0 0.0 1.0 0.0
UP Beaumont Sub 0.0 0.0 0.0 0.0 0.0 6.0 0.0
UP Lake Charles Sub 0.0 0.0 0.0 0.0 0.0 1.0 0.0
UP Alexandria Sub 0.0 0.0 0.0 0.0 0.0 3.5 0.0
UP Livonia Sub 0.0 0.0 0.0 0.0 0.0 5.5 0.0

Eastbound
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 Table 5-16 & 5-17 
Growth in Westbound Train Movements by Subdivision 

Total Projected Growth by Subdivision 

AMTK BN CN KCS NS UP Locals

NS NE & NO Sub 0.0 0.0 n/a 0.0 3.0 0.0 0.0
CN McComb Sub 0.0 0.0 1.5 n/a 0.0 0.0 0.0
CN Baton Rouge Sub 0.0 0.0 0.5 n/a 0.0 n/a 0.0
KCS New Orleans Sub 0.0 0.0 n/a 1.0 0.0 0.0 0.0
KCS Baton Rouge Terminal 0.0 0.0 n/a 1.0 0.0 0.0 0.0
BNSF/UP Laf Sub Avondale - Iowa Jct. 0.0 1.5 0.0 0.0 0.0 6.0 0.0
UP Laf Sub Iowa Jct. - Lk Charles 0.0 1.5 0.0 n/a 0.0 7.0 0.0
UP Anchorage Sub 0.0 0.0 0.0 0.0 0.0 1.0 0.0
UP Beaumont Sub 0.0 0.0 0.0 0.0 0.0 1.0 0.0
UP Lake Charles Sub 0.0 0.0 0.0 0.0 0.0 1.0 0.0
UP Alexandria Sub 0.0 0.0 0.0 0.0 0.0 3.5 0.0
UP Livonia Sub 0.0 0.0 0.0 0.0 0.0 5.5 0.0

AMTK BN CN KCS NS UP Locals

NS NE & NO Sub 0.0 0.0 n/a 0.0 6.0 0.0 0.0
CN McComb Sub 0.0 0.0 3.0 n/a 0.0 0.0 0.0
CN Baton Rouge Sub 0.0 0.0 1.0 n/a 0.0 n/a 0.0
KCS New Orleans Sub 0.0 0.0 n/a 2.0 0.0 0.0 0.0
KCS Baton Rouge Terminal 0.0 0.0 n/a 2.0 0.0 0.0 0.0
BNSF/UP Laf Sub Avondale - Iowa Jct. 0.0 3.0 0.0 0.0 0.0 6.0 0.0
UP Laf Sub Iowa Jct. - Lk Charles 0.0 3.0 0.0 n/a 0.0 8.0 0.0
UP Anchorage Sub 0.0 0.0 0.0 0.0 0.0 2.0 0.0
UP Beaumont Sub 0.0 0.0 0.0 0.0 0.0 7.0 0.0
UP Lake Charles Sub 0.0 0.0 0.0 0.0 0.0 2.0 0.0
UP Alexandria Sub 0.0 0.0 0.0 0.0 0.0 7.0 0.0
UP Livonia Sub 0.0 0.0 0.0 0.0 0.0 11.0 0.0

* indicates trains crossing subdivision on diamonds
** indicates trains running on a portion of subdivision

Westbound

Total 
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Passenger Growth 

 
High Speed Intercity Rail Service 
High speed passenger trains were added to the simulation in Cases 2 through 5.  The 
schedules for these trains were determined by Parsons Transportation based upon ridership 
studies and HSR goals.  Simulation Cases 2 and 3 incorporated start up HSR schedules, 
while Cases 4 and 5 incorporated full service HSR schedules.   
 
In the start up service, two HSR trains in each direction operated between Meridian and 
NOUPT.  Northbound trains operated from NOUPT to East City Jct., via the Back Belt to 
Terminal Jct., then on the NS from Terminal Jct. to Meridian. Southbound trains operated via 
reverse route.  
 
Additionally, two HSR trains operated in each direction between NOUPT and Mobile, AL. 
Eastbound trains operated from NOUPT to East City Jct., then along the Back Belt to Elysian 
Fields where they diverged onto the CSX towards Gentilly Yard.  Based upon the scope of 
this study, once these trains cleared NE Tower (interlocking with NS), no further operation 
was simulated.  Westbound trains reversed this operation. 
 
Finally, two HSR trains operated in each direction between NOUPT and Lake Charles.  
Westbound trains operated from NOUPT to Carrollton Ave. Jct., then moved west on the CN 
through EBJ to Orleans/IC Jct.  At that location, the trains entered the KCS and operated 
through Baton Rouge.  After crossing the Baton Rouge Mississippi River Bridge, the HSR 
trains entered new trackage constructed between West Jct. and MP 641.1 on UP’s Anchorage 
Sub.  The trains entered the Anchorage Sub at that location, and proceeded west to Kinder.  
The new route incorporated a flyover at Livonia to avoid crossing UP’s Alexandria Sub at 
grade. 
 
Once the HSR trains were at Kinder, they turned south towards Iowa Jct.  At Iowa Jct., the 
trains turned west again and proceeded to Lake Charles and beyond. Eastbound trains 
operated via reverse route of the westbound trains.All HSR trains in the start up service were 
operated at a maximum speed of 79 mph. 
 
In the full service operation, eight HSR trains operated in each direction on all routes.  
However, in the full service plan, the routes varied from the start up routes in some cases.   
 
New Orleans to Meridian HSR trains continued to originate at NOUPT and move through 
East Bridge Jct. to the Back Belt, however at Elysian Fields, the trains diverged through a 
new connection and operated via the CSX to NE Tower.  At NE Tower, the trains re-entered 
NS trackage and proceeded to Meridian.  
 



Southern Rapid Rail Transit Commission 
Gulf Coast High-Speed Rail Corridor 

Lake Charles to Meridian Corridor Transportation Plan 

BURK-KLEINPETER, INC. (10136) June 2007 
In Association with AECOM Consult 5.25 

New Orleans to Mobile HSR trains operated via the same route in the full service simulation 
that they operated over in the start up operation.   
 
Finally, New Orleans to Lake Charles HSR trains operated via the same route between 
NOUPT and UP’s Anchorage Sub in the full service scenarios as they did in the start up 
scenarios.  However, once the HSR trains entered the Anchorage Sub at MP 641.1, their 
route changed in the full service scenarios.  The HSR trains only operated for approximately 
one half mile on the Anchorage Sub before diverging onto a new route in the full service 
simulations. 
 
The new route diverged from the Anchorage Sub to the southwest towards Grosse Tete, 
where it operated on a flyover to avoid an at-grade crossing of UP’s Livonia Sub.  From that 
point, a new route was developed through the Atchafalaya River area towards Lafayette.  The 
new route connected back into an existing branch line approximately 10 miles east of 
Lafayette.   
 
HSR trains operated along this branch until reaching Lafayette.  At that location, the trains 
entered BNSF’s Lafayette Sub and operated on that line until reaching Iowa Jct.  At Iowa 
Jct., the HSR trains re-entered UP’s Lafayette Sub and continued west to Lake Charles and 
beyond. 
 
HSR passenger train speeds were simulated to a maximum of 90 mph. 
 
Amtrak Service  
Existing Amtrak passenger trains were not changed in any of the simulations from their 
existing schedules. 
 
Intercity Commuter Service 
Finally, two intercity commuter trains in each direction were added between NOUPT and 
Baton Rouge in Cases 2 through 5.  These trains were requested to be added after HSR 
schedules had been developed by Parsons.  The commuter trains were not originally planned 
in the simulations. 
 
Intercity commuter trains operated between NOUPT and Baton Rouge via the same route the 
HSR trains operated over.  The Baton Rouge commuter station was located just south of the 
KCS Baton Rouge Yard.  Southbound commuter trains started in the yard, and then stopped 
at the Baton Rouge Station prior to continuing south.  Northbound trains tied up in the yard 
after stopping at the Baton Rouge station. 

Analyses Performed 
The analysis of the Meridian to Lake Charles network involved creating a simulation of Base 
freight operations to understand the current capacity utilization and the conflicts that occur 
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under existing conditions.  Once that was completed, additional freight and new passenger 
trains were added to the system to determine the impact those changes had on capacity.   
 
Model simulation permits a user to test infrastructure modifications to understand how 
additional or modified infrastructure affects both freight and passenger operations.  Creation 
of double track and/or additional sidings, extended sidings, reconfigured interlockings, the 
installation of CTC signal systems, and increased track speeds will increase capacity.  These 
were some of the infrastructure improvements that were tested through simulation. 
 
As mentioned previously, the model created a large amount of data as it performed the 
simulations.  This data was analyzed to determine where conflicts occurred, or how 
operations changed as traffic levels were modified or track infrastructure was added or 
modified.  For this analysis, the network was broken down into nine analysis sections.  These 
were: 
 

• NS between Meridian and the Industrial Canal on the south shore of Lake 
Pontchartrain; 

• New Orleans Terminal between the Industrial Canal and Oliver Yard, the Back Belt, 
CSX Gentilly Yard to Elysian Fields, CN from Orleans/IC Jct. to NOUPT, and NOPB 
and the HPL Bridge; 

• KCS between Orleans/IC Jct. and Lobdell Jct., including the Baton Rouge Terminal; 
• UP between BR Jct., Anchorage and Livonia; 
• UP between Livonia and Kinder; 
• UP between Fordoche and Addis, including the Livonia Terminal area; 
• UP between Kinder and Iowa Jct.; 
• UP/BNSF between Iowa Jct. and Lake Charles, and; 
• BNSF between Lafayette and Iowa Jct. 

 
In the analysis, some of these sections were combined to reduce the number of statistics that 
are displayed.  For example, UP's route between Livonia and Kinder was combined with the 
Kinder to Iowa Jct. section to create a single analysis section of Livonia to Iowa Jct. 
 
For each section, each railway operating over the section was analyzed individually.  For 
example, UP and KCS trains were separated on the KCS section between Baton Rouge and 
Lobdell Jct., so that the impact to each railway could be evaluated separately.  Passenger 
trains also were analyzed separately from the freight operations to understand any conflicts 
that those trains encountered. 
 
Major delays exceeding 30 minutes (D>30) were extracted from the data for each segment 
during the simulations.  While some delays are always expected in any railway operation, 
particularly around large terminals such as New Orleans, Baton Rouge or Livonia, delays 
that exceed 30 minutes are a clear signal that there is a major conflict.  If a section of track 
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experiences repetitive large delays, this shows that this area requires modification to alleviate 
those conflicts. 
 
Delay per 10 train-miles operated (D/10) also was calculated for each section and each 
railway.  Del/10 is calculated by summing all delays that occur within a section and dividing 
it by the total number of train-miles operated over that section.  That figure is then multiplied 
by 10.  The output is a measurement of how many minutes of delay can be expected for 
every 10 miles operated within that segment of the network. 
 
The D/10 measurement allows comparison between cases that have differing number of 
trains and track configurations.  When trains are added to a scenario (resulting from growth 
in freight traffic over time), more delay and more miles are accumulated in every section 
where the additional trains are included.  If total delay were analyzed without considering 
miles operated, a scenario with a higher volume of trains would likely have higher delay 
totals.  However, when delay totals are divided by miles operated, a ratio is created that takes 
into account differing train counts, operations and miles operated.  Past studies have shown 
that looking at delay minutes per 10 train-miles operated creates a measurement that is easily 
understood when scenarios are compared. 
 
As scenario modifications are made, if D/10 significantly increases, it is a clear indication 
that additional delays are occurring because of those modifications.  This calculation also 
incorporates all of the minor delays that occur in a railway network that the previous large 
delay analysis overlooks. 
 
Train velocities over and through each section also were calculated for comparison between 
modeling scenarios.  Transit time for each train is accumulated, and average velocity is 
calculated from those statistics.  Velocity includes actual running time, delay and dwell time 
assigned to each train in the analysis section.  Increased velocity indicates improved 
operations, while a decrease in velocity indicates additional congestion. 
 
Velocity is analyzed in conjunction with D/10.  This is done to understand the impact that 
increasing track speed (including turnout speed or siding speeds) has on the overall 
performance of the network.  For example, increased turnout speed at multiple sidings can 
offset the additional delay caused by increased train volumes.  In such a case, D/10 may 
slightly increase (reflecting the additional delay caused by the increased volumes), but 
velocity may also increase.  When this happens, since velocity incorporated total delay 
minutes, the network has actually been improved even though delay was slightly increased. 

Cost Estimates 
Conceptual, order of magnitude estimates for each project identified were developed in 2007 
dollars.  Track charts, USGS mapping, and readily available aerial photography was used to 
develop track layouts and costs of new alignment construction or track modifications.  From 
these data, quantities were estimated and unit cost applied.  Unit cost data were derived from 
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recent projects having similar characteristics.  Highway/railroad grade crossing data were 
acquired from the Federal Railroad Administration Grade Crossing Inventory on-line data 
base.  Appropriate levels of contingency, reflecting the level of project development were 
included. 
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6.  Analytical Results 
 
This study contained three distinct analyses: (1) travel time analysis, (2) ridership and 
revenue forecasts, and (3) Capacity Analysis.  The results of these three analyses are 
summarized in this chapter.  Volume II of this report contains detailed technical memoranda 
discussing the ridership and revenue forecasts and the capacity analysis. 

Networks and Service Characteristics 
Service characteristics are the key independent variable for the mode choice modeling 
process.  The model in this study uses the following characteristics: 
 

• Travel time (minutes) 
• Travel cost (dollars) 
• Frequencies (departures per day) 
• Time of day of service 

 
Table 6-1 below summarizes the auto distance, travel time, average speed, and costs in 
several key corridor markets.  These values, expressed in 2005 dollars are consistent with 
those used in the other recent studies by AECOM Consult, referenced above.   
 
 

Table 6-1 
Sample Base Year (2007) Auto Travel Times and Costs 

 

Business Non-Business
New Orleans Houston 353 417 51 $142.97 $52.95
New Orleans Mobile 150 164 55 $60.75 $22.50
New Orleans Atlanta 472 466 61 $191.16 $70.80
New Orleans Baton Rouge 86 118 44 $34.83 $12.90
New Orleans Birmingham 350 349 60 $141.75 $52.50
Birmingham Atlanta 144 146 59 $58.32 $21.60
Baton Rouge Houston 276 315 53 $111.78 $41.40

Travel Cost (2005 $)Distance 
(miles)

Travel Time 
(minutes)

Avg. Speed 
(mph)

 
Source: AECON Consult, 2007. 

 
 
Travel characteristics for air, intercity bus, and intercity rail were prepared based on 
published timetables and the highway network.  These key characteristics include line haul 
time, frequency of service, fares, terminal times, and access/egress times and costs.  The line 
haul time is the scheduled travel time between airports/bus stations/rail stations.  Published 
airline, Greyhound, and Amtrak timetables provide the basis for quantifying the line haul 
time and frequency of service in each market.  Airline fares were obtained through a vendor, 
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BACK Associates; Greyhound fares were estimated from information provided on their 
website; and Amtrak fares were computed from actual ridership and revenue data provided 
by Amtrak. 
 
The access/egress times and costs include the time/cost traveling from the origin zone to the 
boarding airport/bus station/rail station; the time/cost associated with the airport/station, 
including waiting/boarding times and parking costs; and the time/cost associated with 
traveling from the destination airport/bus station/rail station to the final destination zone.  
Access/egress times and costs for travel between zones and airports/stations were developed 
using the same network procedure and cost per mile rates described above and used for the 
auto zone-to-zone travel characteristics. 
 
Table 6-2 below summarizes these key airline, intercity bus, and intercity rail characteristics, 
in comparison to auto for current trips between downtown New Orleans and downtown 
Houston, and current trips between downtown New Orleans and downtown Atlanta. 
 

Table 6-2 
Summary of Base Year (2007) Travel Characteristics by Mode for Select Markets 

Auto Air Bus Rail Auto Air Bus Rail
Line Haul

Stations/Airports1 MSY-HOU NOL-HOS NOL-HOS MSY-ATL NOL-ATL NOL-ATL
Distance (miles) 353 302 350 362 472 426 474 518
Travel Time 6:57 1:00 7:29 9:32 7:46 1:30 10:31 11:26
Highway Cost2 $52.95 $70.80
One-way Fare $45 $55 $48 $60 $78 $52
Daily Round Trips 20 7 3 per week 16 4 1

Station/Airport Access
Distance (miles) 14 2 2 14 2 2
Highway Time 0:27 0:05 0:05 0:27 0:05 0:05
Station/Terminal Time 0:45 0:10 0:10 0:45 0:10 0:10
Travel Cost2 $2.10 $0.30 $0.30 $2.10 $0.30 $0.30

Station/Airport Egress
Distance (miles) 11 2 3 10 3 3
Highway Time 18 0:05 0:06 0:13 0:06 0:06
Station/Terminal Time 0:45 0:10 0:10 0:45 0:10 0:10
Travel Cost2 $1.65 $0.30 $0.45 $1.50 $0.45 $0.45

1 Airports: MSY - New Orleans; HOU - Houston Hobby; ATL - Atlanta
  Bus/Rail Stations: NOL - New Orleans; HOS - Houston; ATL - Atlanta
2 Auto cost displayed for non-business travel, $0.15 per mile (2005 dollars)

New Orleans to Houston New Orleans to Atlanta

 
Source: AECOM Consult, 2007. 
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Rail Service Alternatives 
Ridership and revenue forecasts were provided for two proposed future high-speed rail 
alignments.  The first alignment provides service with a maximum 79 mph speed, and the 
second with a maximum 90 mph speed.  Multiple alternative ridership forecasts were 
provided for each alignment, over multiple frequency and forecast year assumptions.   
 
Each of the alignments provides multiple direct frequencies within the three major corridors 
in the study area: 

 
• New Orleans – Houston 
• New Orleans – Atlanta 
• New Orleans – Mobile 

 
Additionally, the alternatives with higher frequencies provide opportunities for connections 
in New Orleans for service between the three major corridors. 
 
In addition to the difference in speeds, the difference between the alignments is the routing 
used and stations served in the New Orleans – Houston corridor between Baton Rouge, LA 
and Lake Charles, LA: 
 

• The 79 mph alignment provides service between Baton Rouge and Houston via 
Opelousas, and does not provide service to Lafayette. 

• The 90 mph alignment provides service between Baton Rouge and Houston via 
Lafayette.  This alternative provides a direct routing between Baton Rouge and 
Lafayette through existing swamp areas (requiring new track). 

 
The two alignments provide service to the same stations in the New Orleans – Atlanta and 
New Orleans – Mobile corridors (see maps in following sections for details).   
 
Both alignments provide additional commuter rail service in the New Orleans – Baton Rouge 
market.  In the 79 mph alignment, 4 daily commuter rail round trips are provided between 
New Orleans and Baton Rouge, and in the 90 mph alignment 6 daily commuter rail round 
trips are provided. 
 
In the 6 daily round trip alternatives, additional service is provided in the shorter distance 
markets, including Atlanta – Birmingham, Houston – Baton Rouge, New Orleans – Lake 
Charles, and New Orleans – Meridian.  See Appendix D in the full report for the detailed 
timetables used in the study.   
 



Southern Rapid Rail Transit Commission 
Gulf Coast High-Speed Rail Corridor 

Lake Charles to Meridian Corridor Transportation Plan 
 

BURK-KLEINPETER, INC. (10136) June 2007 
 6.4 
 

Table 6-3, below, summarizes the stations served by each alternative. 
Table 6-3 

Stations Served by Alternative 
Existing * 79 mph 90 mph

New Orleans - Atlanta
Atlanta, GA - New Downtown X X
Atlanta, GA - Existing Amtrak X
Atlanta, GA - Beltway X X
Anniston, AL X X X
Birmingham, AL X X X
Tuscaloosa, AL X X X
Meridian, MS X X X
Laurel, MS X X X
Hattiesburg, MS X X X
Picayune, MS X X X
Slidell, LA X X X
New Orleans, LA X X X

New Orleans - Mobile
Mobile, AL X X X
Mobile, AL - West X X
Pascagoula, MS X X X
Biloxi, MS X X X
Gulfport, MS X X X
Bay St. Louis, LA X X X
New Orleans, LA X X X

New Orleans - Houston
Houston, TX X X X
Beaumont, TX X X X
Lake Charles, LA X X X
Lafayette, LA X X
New Iberia, LA X
Schriever, LA X
Opelousas, LA X
Baton Rouge, LA X X
Essen (commuter rail only) X X
Baton Rouge, LA - South X X
Gonzales (commuter rail only) X X
La Place (commuter rail only) X X
New Orleans, LA - Airport X X
New Orleans, LA X X X

* Existing Crescent  and Sunset Limited  
Source: AECOM Consult, 2007. 
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Compared to the existing service in the corridor, the new alternatives would serve a 
combination of the following of new stations:  
 

• New Downtown Atlanta  
• Atlanta Western Beltway 
• Mobile Western Beltway 
• Opelousas, LA 
• Baton Rouge, LA 
• Essen (commuter rail only) 
• South Baton Rouge, LA 
• Gonzales (commuter rail only) 
• La Place (commuter rail only) 
• New Orleans Airport 

 

Alignment 1 – 79 mph  
The following table summarizes the travel times between major markets in the 79 mph 
alignment.  The times provided only include the intercity rail train times, the commuter rail 
service is not included.  The trips requiring a transfer in New Orleans (i.e. Atlanta – Houston) 
are only available in alternatives with 4 daily round trips or more. 
 

Table 6-4 
Summary of 79 mph Alignment 

 
Travel Time

8:21
2:36
5:55

11:36
14:36
9:20
1:22
5:23
2:55

* indicates a transfer is required to make trip

New Orleans-Baton Rouge
New Orleans-Birmingham
Atlanta-Birmingham

New Orleans-Houston
Atlanta-Mobile *
Atlanta-Houston *
Mobile-Houston *

End Point Markets
New Orleans-Atlanta
New Orleans-Mobile

 
 

Source: AECOM Consult, 2007. 
 
Table 6-5 on the following page shows the forecast modal split of ridership for two round 
trip, 79 mph service for 2007. 
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Table 6-5 
79 mph Alignment – 2 Round Trips (2007) 

Auto Air Rail Bus Total Auto Air Rail Bus
Business Purpose

Atlanta 7,741,666 130,973 38,588 78 7,911,304 97.9% 1.7% 0.5% 0.0%
Houston 24,076,941 337,568 102,276 36,456 24,553,173 98.1% 1.4% 0.4% 0.1%
Mobile 6,917,024 0 53,861 3,398 6,974,283 99.2% 0.0% 0.8% 0.0%
Atlanta-Houston 510,669 152,898 218 142 663,927 76.9% 23.0% 0.0% 0.0%
Atlanta-Mobile 1,413,449 104,015 1,131 267 1,518,861 93.1% 6.8% 0.1% 0.0%
Houston-Mobile 896,087 23,928 14 518 920,547 97.3% 2.6% 0.0% 0.1%
Total 41,555,835 749,383 196,087 40,860 42,542,097 97.7% 1.8% 0.5% 0.1%

Non Business Purpose
Atlanta 14,873,826 256,785 148,245 5,013 15,283,869 97.3% 1.7% 1.0% 0.0%
Houston 40,283,124 321,724 208,166 520,445 41,333,459 97.5% 0.8% 0.5% 1.3%
Mobile 20,609,237 0 104,122 195,442 20,908,800 98.6% 0.0% 0.5% 0.9%
Atlanta-Houston 1,662,459 601,771 1,715 5,957 2,271,901 73.2% 26.5% 0.1% 0.3%
Atlanta-Mobile 4,224,384 189,720 3,102 10,264 4,427,471 95.4% 4.3% 0.1% 0.2%
Houston-Mobile 1,963,507 22,583 29 4,857 1,990,976 98.6% 1.1% 0.0% 0.2%
Total 83,616,538 1,392,583 465,379 741,978 86,216,477 97.0% 1.6% 0.5% 0.9%

All Purposes
Atlanta 22,615,491 387,758 186,833 5,091 23,195,173 97.5% 1.7% 0.8% 0.0%
Houston 64,360,065 659,292 310,442 556,902 65,886,633 97.7% 1.0% 0.5% 0.8%
Mobile 27,526,262 0 157,982 198,839 27,883,084 98.7% 0.0% 0.6% 0.7%
Atlanta-Houston 2,173,128 754,669 1,933 6,099 2,935,828 74.0% 25.7% 0.1% 0.2%
Atlanta-Mobile 5,637,833 293,735 4,232 10,531 5,946,332 94.8% 4.9% 0.1% 0.2%
Houston-Mobile 2,859,594 46,511 43 5,375 2,911,524 98.2% 1.6% 0.0% 0.2%
Total 125,172,373 2,141,965 661,465 782,838 128,758,573 97.2% 1.7% 0.5% 0.6%

Note: The results above exclude 6,178 forecasted short rail trips in the corridor

2007 Forecast Year Trips Mode Share

 
 

Figure 6-1 
79 mph Alignment 

 
Source: AECOM Consult, 2007. 
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6.2 Alignment 2 – 90 mph 
Table 6-6 summarizes the travel times between major markets in the 90 mph alignment.  The 
times provided only include the intercity rail train times, the commuter rail service is not 
included.  The trips requiring a transfer in New Orleans (i.e. Atlanta – Houston) are only 
available in alternatives with 4 daily round trips or more. 
 

Table 6-6 
Summary of  90 mph Alignment 

Travel Time
7:51
2:22
5:13

10:33
13:23
8:35
1:16
4:57
2:51

* indicates a transfer is required to make trip

New Orleans-Birmingham
Atlanta-Birmingham

New Orleans-Atlanta
New Orleans-Mobile
New Orleans-Houston
Atlanta-Mobile *
Atlanta-Houston *
Mobile-Houston *
New Orleans-Baton Rouge

End Point Markets

 
 
 

Table 6-7 
90 mph Alignment – 6 Round Trips (2017) 

 
Auto Air Rail Bus Total Auto Air Rail Bus

Business Purpose
Atlanta 8,666,782 157,920 84,270 41 8,909,013 97.3% 1.8% 0.9% 0.0%
Houston 27,243,466 489,716 268,693 30,770 28,032,645 97.2% 1.7% 1.0% 0.1%
Mobile 7,285,290 0 116,015 2,651 7,403,956 98.4% 0.0% 1.6% 0.0%
Atlanta-Houston 563,784 221,684 6,176 51 791,695 71.2% 28.0% 0.8% 0.0%
Atlanta-Mobile 1,568,924 142,348 3,639 202 1,715,112 91.5% 8.3% 0.2% 0.0%
Houston-Mobile 998,514 37,663 3,663 312 1,040,152 96.0% 3.6% 0.4% 0.0%
Total 46,326,759 1,049,331 482,456 34,028 47,892,573 96.7% 2.2% 1.0% 0.1%

Non Business Purpose
Atlanta 16,006,713 257,820 340,227 3,186 16,607,946 96.4% 1.6% 2.0% 0.0%
Houston 44,883,222 350,472 586,364 527,155 46,347,213 96.8% 0.8% 1.3% 1.1%
Mobile 21,767,532 0 237,947 205,901 22,211,380 98.0% 0.0% 1.1% 0.9%
Atlanta-Houston 1,936,321 743,991 25,333 4,558 2,710,202 71.4% 27.5% 0.9% 0.2%
Atlanta-Mobile 4,667,239 219,571 10,780 10,996 4,908,585 95.1% 4.5% 0.2% 0.2%
Houston-Mobile 2,214,478 27,081 4,141 5,000 2,250,700 98.4% 1.2% 0.2% 0.2%
Total 91,475,506 1,598,934 1,204,792 756,796 95,036,027 96.3% 1.7% 1.3% 0.8%

All Purposes
Atlanta 24,673,495 415,740 424,497 3,227 25,516,959 96.7% 1.6% 1.7% 0.0%
Houston 72,126,688 840,188 855,058 557,925 74,379,858 97.0% 1.1% 1.1% 0.8%
Mobile 29,052,822 0 353,962 208,552 29,615,336 98.1% 0.0% 1.2% 0.7%
Atlanta-Houston 2,500,104 965,675 31,509 4,609 3,501,897 71.4% 27.6% 0.9% 0.1%
Atlanta-Mobile 6,236,162 361,918 14,419 11,198 6,623,698 94.1% 5.5% 0.2% 0.2%
Houston-Mobile 3,212,992 64,744 7,803 5,312 3,290,851 97.6% 2.0% 0.2% 0.2%
Total 137,802,265 2,648,265 1,687,248 790,823 142,928,600 96.4% 1.9% 1.2% 0.6%

Note: The results above exclude 20,505 forecasted short rail trips in the corridor

2017 Forecast Year Trips Mode Share
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Figure 6-2 
90 mph Alignment 

 
Source: AECOM Consult, 2007. 

 

Summary of Results 
The passenger timetables for each alternative, showing the scheduled departure/arrival times 
of each train at each station, were developed for all future alternatives by another consultant, 
Parsons Transportation Group (PTG), and provided to AECOM Consult (see timetables at 
the end of this chapter).  nce calculator) analyses to determine unimpeded running times over 
the route’s current configuration.  Changes in the route’s basic engineering – track 
connections, curve realignments to obtain goal speeds (particularly lengthened spirals to 
ensure passenger comfort at increased levels of speed), elimination of speed restrictions due 
to track condition or municipal speed restrictions – were evaluated using the TPC to 
determine the actual transit time improvements that could be achieved in the study area. 
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All schedules also include pad based on formulas in the FRA planning guide to provide for 
schedule reliability.  See Appendix D for the detailed timetables used in the study. 
 
The alternatives were tested with fares consistent with those used in the prior New Orleans – 
Mobile study (for all markets in the New Orleans – Mobile corridor) and with 2005 fares on 
the Crescent and Sunset Limited.  In new markets, fares were computed using the following 
distance based formula: 
 

FARE (expressed in 2005 dollars) = $4.84 + $0.101 * DISTANCE (miles) 
 
Table 6-8 below summarizes the alternate frequency and forecast year alternatives forecasted 
in this study.  The number of round trips (RT) indicates the number of daily round trips in 
each of the three main corridors (New Orleans – Atlanta, New Orleans – Houston, and New 
Orleans – Mobile).  Additionally, all 79 mph alignment alternatives include 4 daily 
commuter rail trips between New Orleans and Baton Rouge, while all 90 mph alignment 
alternatives include 6 daily commuter rail trips.  The 4 RT and 6 RT options also offer 
opportunities for connections in New Orleans between the main corridors.  
 
 

Table 6-8 
 Summary of Alternatives 

2 RT 4 RT 6 RT 4 RT 6 RT
2007 X X
2012 X X X X X
2017 X X X X X
2022 X X X X X
2027 X X X X X

Year 79 mph Alignment 90 mph Alignment

 
Source: AECOM Consult, 2007. 

 
 
 
Tables 6-9 and 6-10, below, summarize the ridership forecasts for the 79 mph and 90 mph 
alignments respectively.  Detailed results for all the alternatives, including trips and mode 
share by auto, rail, air, and bus are provided in Appendix C. 
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Table 6-9 
Summary of 79 mph Alignment Alternatives Forecasts 

 
Year Frequency

Speed 
(mph)

Annual 
Ridership

Annual 
Revenue

Annual Pas- 
Miles

Annual 
Train Miles

Revenue/ 
Passenger

Revenue/ 
Pas-Mile

Revenue/ 
Train Mile

Pas-Mile/ 
Train Mile

2006 * 55,838 $2,091,053 20,312,486 490,048 $37.45 $0.10 $4.27 41.45
2007 2RT 79 667,600 $19,810,000 159,236,000 1,730,100 $29.67 $0.12 $11.45 92.04
2007 4RT 79 1,061,300 $31,199,000 250,930,000 3,229,520 $29.40 $0.12 $9.66 77.70
2012 2RT 79 657,200 $19,638,000 158,038,000 1,730,100 $29.88 $0.12 $11.35 91.35
2012 4RT 79 1,045,900 $31,010,000 249,758,000 3,229,520 $29.65 $0.12 $9.60 77.34
2012 6RT 79 1,406,800 $40,481,000 325,706,000 5,706,410 $28.78 $0.12 $7.09 57.08
2017 2RT 79 654,800 $19,678,000 158,502,000 1,730,100 $30.05 $0.12 $11.37 91.61
2017 4RT 79 1,043,000 $31,136,000 251,038,000 3,229,520 $29.85 $0.12 $9.64 77.73
2017 6RT 79 1,403,800 $40,713,000 327,990,000 5,706,410 $29.00 $0.12 $7.13 57.48
2022 2RT 79 667,100 $20,125,000 162,158,000 1,730,100 $30.17 $0.12 $11.63 93.73
2022 4RT 79 1,063,300 $31,891,000 257,227,000 3,229,520 $29.99 $0.12 $9.87 79.65
2022 6RT 79 1,431,300 $41,729,000 336,329,000 5,706,410 $29.15 $0.12 $7.31 58.94
2027 2RT 79 675,100 $20,453,000 164,876,000 1,730,100 $30.30 $0.12 $11.82 95.30
2027 4RT 79 1,076,700 $32,453,000 261,898,000 3,229,520 $30.14 $0.12 $10.05 81.10
2027 6RT 79 1,449,700 $42,499,000 342,743,000 5,706,410 $29.32 $0.12 $7.45 60.06

Notes:
Results for current Crescent and Sunset Limited reflect FY06 activity in the study area
Revenue presented in 2005$

Crescent/Sunset Limited

 
 
 

Table 6-10 
Summary of 90 mph Alignment Alternatives Forecasts 

 
Year Frequency

Speed 
(mph)

Annual 
Ridership

Annual 
Revenue

Annual Pas- 
Miles

Annual 
Train Miles

Revenue/ 
Passenger

Revenue/ 
Pas-Mile

Revenue/ 
Train Mile

Pas-Mile/ 
Train Mile

2006 * 55,838 $2,091,053 20,312,486 490,048 $37.45 $0.10 $4.27 41.45
2012 4RT 90 1,319,700 $39,245,000 315,844,000 3,344,860 $29.74 $0.12 $11.73 94.43
2012 6RT 90 1,706,400 $49,315,000 395,309,000 6,004,615 $28.90 $0.12 $8.21 65.83
2017 4RT 90 1,319,300 $39,510,000 318,363,000 3,344,860 $29.95 $0.12 $11.81 95.18
2017 6RT 90 1,707,800 $49,725,000 399,104,000 6,004,615 $29.12 $0.12 $8.28 66.47
2022 4RT 90 1,347,100 $40,531,000 326,750,000 3,344,860 $30.09 $0.12 $12.12 97.69
2022 6RT 90 1,744,600 $51,058,000 410,024,000 6,004,615 $29.27 $0.12 $8.50 68.28
2027 4RT 90 1,366,300 $41,315,000 333,274,000 3,344,860 $30.24 $0.12 $12.35 99.64
2027 6RT 90 1,770,600 $52,097,000 418,645,000 6,004,615 $29.42 $0.12 $8.68 69.72

Notes:
Results for current Crescent and Sunset Limited reflect FY06 activity in the study area
Revenue presented in 2005$

Crescent/Sunset Limited

 
Source: AECOM Consult, 2007. 
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The forecasts above show a combination of three impacts on the ridership: changes in 
frequency, changes in speed, and future market growth. 
 

• An increase from 2 daily round trips to 4 daily round trips yields about a 60% 
increase in ridership 

• An increase from 4 daily round trips to 6 daily round trips yields between a 30-35% 
increase in ridership 

• An increase in speed from 79 mph to 90 mph yields between a 21-27% increase in 
ridership 

• Future market growth in the study area is minimal, especially in New Orleans where 
it is negative between 2007 and 2027, and does not have a significant impact on 
ridership 

 
The impact of increased frequency shows diminishing returns.  Since the service connecting 
many of the major markets requires longer running times (New Orleans – Atlanta: about 8 
hours, New Orleans – Houston: 5-6 hours); as the number of frequencies increases the 
arrival/departure times in the end-point markets is pushed into the early morning or late 
evening/night.  Under optimal departure/arrival times, frequency increases result in ridership 
increases with diminishing returns, in longer distance corridors the effect is pronounced as 
the added trains serve end-point markets at less desirable times. 
 
The forecast year has a minimal impact on the ridership forecasts.  The growth in ridership 
between 2007 and 2027 is about 1%.  In the 79 mph alternatives, there is actually a decrease 
in ridership between 2007 and 2022.  The 90 mph alternatives exhibit minimal growth 
through all the forecast years.  While the forecasted population and employment growth is 
positive for most metro areas between 2007 and 2027, the growth in New Orleans is 
negative.  The average annual population growth in New Orleans between 2007 and 2027 is -
0.14% and the employment growth is -0.27%.  Additionally, the downtown areas of  New 
Orleans, those closest to the rail station, experience an even steeper decline in population and 
employment.  Since all of the corridors in the study have an end point market in New 
Orleans, the negative growth in New Orleans affects the performance of the entire system. 
The positive growth in the other markets helps offset the New Orleans market, and the 
overall ridership forecasts increase slightly between 2007 and 2027. 
 
Potential rail timetables for the initial 79 mph 2007 start-up service and the 90 mph 2027 
full-service are shown in Tables 6-11 and 6-12 on the following pages. 
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Table 6-11. Potential Rail Timetables  
2007 - 79 mph Alignment – 2 Daily Round Trips 
 

Station MP Station MP
Atlanta Downtown 0 7:30 AM 2:00 PM Mobile 0 8:00 AM 6:30 PM
Atlanta Beltway 9 7:40 AM 2:10 PM Mobile West 4 8:07 AM 6:37 PM
Anniston 103 9:20 AM 3:50 PM Pascagoula 39 8:40 AM 7:10 PM
Birmingham 167 10:27 AM 4:57 PM Biloxi 60 9:01 AM 7:31 PM
Tuscaloosa 223 11:18 AM 5:48 PM Gulfport 72 9:14 AM 7:44 PM
Meridian 319 12:44 PM 7:14 PM Bay St. Louis 87 9:30 AM 8:00 PM
Hattiesburg 404 2:01 PM 8:31 PM New Orleans 144 10:35 AM 9:05 PM
Slidell 486 3:16 PM 9:46 PM
New Orleans 521 3:51 PM 10:21 PM

Station MP
New Orleans 0 8:00 AM 10:00 AM 4:00 PM 6:00 PM

Station MP New Orleans Airport 12 8:26 AM 10:26 AM 4:26 PM 6:26 PM
New Orleans 0 7:10 AM 3:10 PM La Place 28 8:54 AM 10:54 AM 4:54 PM 6:54 PM
New Orleans Airport 12 7:25 AM 3:25 PM Gonzales 58 9:29 AM 11:29 AM 5:29 PM 7:29 PM
South Baton Rouge 68 8:20 AM 4:20 PM South Baton Rouge 68 9:40 AM 11:40 AM 5:40 PM 7:40 PM
Baton Rouge 79 8:34 AM 4:34 PM Essen (Mall of LA) 73 9:48 AM 11:48 AM 5:48 PM 7:48 PM
Opelousas 139 9:34 AM 5:34 PM Baton Rouge 79 10:00 AM 12:00 PM 6:00 PM 8:00 PM
Lake Charles 218 10:48 AM 6:48 PM
Beaumont 280 11:48 AM 7:48 PM
Houston 362 1:05 PM 9:05 PM

W estbound Trains

W estbound Trains

W estbound Trains

W estbound - Commuter Rail
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Table 6-11. Potential Rail Timetables (continued) 
2007 - 79 mph Alignment – 2 Daily Round Trips 
 

Station MP Station MP
New Orleans 0 7:00 AM 1:45 PM New Orleans 0 8:00 AM 6:30 PM
Slidell 35 7:36 AM 2:21 PM Bay St. Louis 57 9:06 AM 7:36 PM
Hattiesburg 117 8:51 AM 3:36 PM Gulfport 72 9:22 AM 7:52 PM
Meridian 202 10:07 AM 4:52 PM Biloxi 84 9:36 AM 8:06 PM
Tuscaloosa 298 11:34 AM 6:19 PM Pascagoula 105 9:57 AM 8:27 PM
Birmingham 354 12:25 PM 7:10 PM Mobile West 140 10:30 AM 9:00 PM
Anniston 418 1:32 PM 8:17 PM Mobile 144 10:36 AM 9:06 PM
Atlanta Beltway 512 3:13 PM 9:58 PM
Atlanta Downtown 521 3:21 PM 10:06 PM

Station MP
Station MP Baton Rouge 0 5:00 AM 6:00 AM 12:00 PM 3:00 PM
Houston 0 7:30 AM 3:00 PM Essen (Mall of LA) 6 5:13 AM 6:13 AM 12:13 PM 3:13 PM
Beaumont 82 8:48 AM 4:18 PM South Baton Rouge 11 5:19 AM 6:19 AM 12:19 PM 3:19 PM
Lake Charles 144 9:47 AM 5:17 PM Gonzales 21 5:31 AM 6:31 AM 12:31 PM 3:31 PM
Opelousas 223 11:01 AM 6:31 PM La Place 51 6:07 AM 7:07 AM 1:07 PM 4:07 PM
Baton Rouge 283 12:02 PM 7:32 PM New Orleans Airport 67 6:35 AM 7:35 AM 1:35 PM 4:35 PM
South Baton Rouge 294 12:16 PM 7:46 PM New Orleans 79 7:00 AM 8:00 AM 2:00 PM 5:00 PM
New Orleans Airport 350 1:11 PM 8:41 PM
New Orleans 362 1:25 PM 8:55 PM

Eastbound Trains

Eastbound Trains

Eastbound Trains

Eastbound - Commuter Rail
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Table 6-12. Potential Rail Timetables  
2027 - 90 mph Alignment – 6 Daily Round Trips 
 

Station MP
Atlanta Downtown 0 6:00 AM 8:00 AM 10:00 AM 1:00 PM 3:00 PM 5:30 PM 7:30 PM 9:30 PM
Atlanta Beltway 9 6:10 AM 8:10 AM 10:10 AM 1:10 PM 3:10 PM 5:40 PM 7:40 PM 9:40 PM
Anniston 103 7:48 AM 9:48 AM 11:48 AM 2:48 PM 4:48 PM 7:18 PM 9:18 PM 11:18 PM
Birmingham 167 6:45 AM 8:53 AM 10:53 AM 12:53 PM 3:53 PM 5:53 PM 8:21 PM 10:21 PM 12:23 AM
Tuscaloosa 223 7:32 AM 9:40 AM 11:40 AM 1:40 PM 4:40 PM 6:40 PM 1:10 AM
Meridian 319 6:00 AM 8:50 AM 10:59 AM 12:59 PM 2:59 PM 5:59 PM 7:59 PM 2:29 AM
Hattiesburg 404 7:10 AM 10:00 AM 12:09 PM 2:09 PM 4:09 PM 7:09 PM 9:09 PM 3:39 AM
Slidell 486 8:18 AM 11:08 AM 1:17 PM 3:17 PM 5:17 PM 8:17 PM 10:17 PM 4:47 AM
New Orleans 521 8:52 AM 11:42 AM 1:51 PM 3:51 PM 5:51 PM 8:51 PM 10:51 PM 5:21 AM

Station MP
New Orleans 0 7:10 AM 9:10 AM 12:00 PM 2:10 PM 4:10 PM 6:10 PM 7:10 PM 9:10 PM
New Orleans Airport 12 7:25 AM 9:25 AM 12:15 PM 2:25 PM 4:25 PM 6:25 PM 7:25 PM 9:25 PM
South Baton Rouge 68 8:15 AM 10:15 AM 1:05 PM 3:15 PM 5:15 PM 7:15 PM 8:15 PM 10:15 PM
Baton Rouge 79 6:30 AM 8:28 AM 10:28 AM 1:18 PM 3:28 PM 5:28 PM 7:28 PM 8:28 PM 10:26 PM
Opelousas 139 7:34 AM 9:34 AM 12:24 PM 2:34 PM 4:34 PM 6:34 PM 7:34 PM
Lafayette 145 7:20 AM 9:18 AM 11:18 AM 2:08 PM 4:18 PM 6:18 PM 8:18 PM 9:18 PM
Lake Charles 218 6:30 AM 8:21 AM 10:19 AM 12:19 PM 3:09 PM 5:19 PM 7:19 PM 9:19 PM 10:18 PM
Beaumont 280 7:24 AM 9:16 AM 11:14 AM 1:14 PM 4:04 PM 6:14 PM 8:14 PM 10:14 PM
Houston 362 8:33 AM 10:24 AM 12:23 PM 2:23 PM 5:13 PM 7:23 PM 9:23 PM 11:23 PM

W estbound Trains

W estbound Trains
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Table 6-12. Potential Rail Timetables (continued) 
2027 - 90 mph Alignment – 6 Daily Round Trips 
 

Station MP
Mobile 0 6:30 AM 9:25 AM 12:25 PM 4:20 PM 6:20 PM 8:00 PM
Mobile West 4 6:37 AM 9:32 AM 12:32 PM 4:27 PM 6:27 PM 8:07 PM
Pascagoula 39 7:06 AM 10:01 AM 1:01 PM 4:56 PM 6:56 PM 8:36 PM
Biloxi 60 7:26 AM 10:21 AM 1:21 PM 5:16 PM 7:16 PM 8:56 PM
Gulfport 72 7:37 AM 10:32 AM 1:32 PM 5:27 PM 7:27 PM 9:07 PM
Bay St. Louis 87 7:52 AM 10:47 AM 1:47 PM 5:42 PM 7:42 PM 9:22 PM
New Orleans 144 8:52 AM 11:47 AM 2:47 PM 6:42 PM 8:42 PM 10:22 PM

Station MP
New Orleans 0 8:00 AM 10:00 AM 12:00 PM 4:00 PM 6:00 PM 7:00 PM
New Orleans Airport 12 8:25 AM 10:25 AM 12:25 PM 4:25 PM 6:25 PM 7:25 PM
La Place 28 8:51 AM 10:51 AM 12:51 PM 4:51 PM 6:51 PM 7:51 PM
Gonzales 58 9:25 AM 11:25 AM 1:25 PM 5:25 PM 7:25 PM 8:25 PM
South Baton Rouge 68 9:35 AM 11:35 AM 1:35 PM 5:35 PM 7:35 PM 8:35 PM
Essen (Mall of LA) 73 9:43 AM 11:43 AM 1:43 PM 5:43 PM 7:43 PM 8:43 PM
Baton Rouge 79 9:54 AM 11:54 AM 1:54 PM 5:54 PM 7:54 PM 8:54 PM

W estbound Trains

W estbound - Commuter Rail
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Table 6-12. Potential Rail Timetables (continued) 
2027 - 90 mph Alignment – 6 Daily Round Trips 
 

Station MP MP
Atlanta Downtown 0 8:00 AM 10:00 AM 0 6:30 AM 9:25 AM 12:25 PM 4:20 PM 6:20 PM
Atlanta Beltway 9 8:10 AM 10:10 AM 4 6:37 AM 9:32 AM 12:32 PM 4:27 PM 6:27 PM
Anniston 103 9:48 AM 11:48 AM 39 7:06 AM 10:01 AM 1:01 PM 4:56 PM 6:56 PM
Birmingham 167 6:45 AM 10:53 AM 12:53 PM 60 7:26 AM 10:21 AM 1:21 PM 5:16 PM 7:16 PM
Tuscaloosa 223 7:32 AM 11:40 AM 1:40 PM 72 7:37 AM 10:32 AM 1:32 PM 5:27 PM 7:27 PM
Meridian 319 8:50 AM 12:59 PM 2:59 PM 87 7:52 AM 10:47 AM 1:47 PM 5:42 PM 7:42 PM
Hattiesburg 404 10:00 AM 2:09 PM 4:09 PM 156 9:25 AM 12:15 PM 4:25 PM 7:25 PM 9:25 PM
Slidell 486 11:08 AM 3:17 PM 5:17 PM 212 10:15 AM 1:05 PM 5:15 PM 8:15 PM 10:15 PM
Bay St. Louis 578 2:15 PM 5:16 PM 7:16 PM 223 10:28 AM 1:18 PM 5:28 PM 8:28 PM 10:26 PM
Gulfport 593 2:29 PM 5:30 PM 7:30 PM 289 11:18 AM 2:08 PM 6:18 PM 9:18 PM
Biloxi 605 2:41 PM 5:43 PM 7:43 PM 362 12:19 PM 3:09 PM 7:19 PM 10:18 PM
Pascagoula 626 3:01 PM 6:02 PM 8:02 PM 424 1:14 PM 4:04 PM 8:14 PM
Mobile West 661 3:30 PM 6:32 PM 8:32 PM 506 2:23 PM 5:13 PM 9:23 PM
Mobile 665 3:37 PM 6:37 PM 8:37 PM

Station MP
Atlanta Downtown 0 6:00 AM 8:00 AM 10:00 AM 1:00 PM
Atlanta Beltway 9 6:10 AM 8:10 AM 10:10 AM 1:10 PM
Anniston 103 7:48 AM 9:48 AM 11:48 AM 2:48 PM
Birmingham 167 8:53 AM 6:45 AM 10:53 AM 12:53 PM 3:53 PM
Tuscaloosa 223 9:40 AM 7:32 AM 11:40 AM 1:40 PM 4:40 PM
Meridian 319 6:00 AM 10:59 AM 8:50 AM 12:59 PM 2:59 PM 5:59 PM
Hattiesburg 404 7:10 AM 12:09 PM 10:00 AM 2:09 PM 4:09 PM 7:09 PM
Slidell 486 8:18 AM 1:17 PM 11:08 AM 3:17 PM 5:17 PM 8:17 PM
New Orleans Airport 533 9:23 AM 2:25 PM 12:13 PM 4:25 PM 6:25 PM 9:25 PM
South Baton Rouge 589 10:13 AM 3:15 PM 1:03 PM 5:15 PM 7:15 PM 10:15 PM
Baton Rouge 600 10:26 AM 3:28 PM 1:16 PM 5:28 PM 7:28 PM 10:26 PM
Lafayette 666 11:17 AM 4:18 PM 2:07 PM 6:18 PM 8:18 PM
Lake Charles 739 12:18 PM 5:19 PM 3:08 PM 7:19 PM 9:19 PM
Beaumont 801 1:12 PM 6:14 PM 4:02 PM 8:14 PM 10:14 PM
Houston 883 2:23 PM 7:23 PM 5:13 PM 9:23 PM 11:23 PM

W estbound Trains (Atlanta - Mobile Connection)

Westbound Trains (Atlanta - Houston Connection)

Station
Mobile
Mobile W est
Pascagoula
Biloxi
Gulfport
Bay St. Louis

Lake Charles
Beaumont
Houston

Westbound Trains (Mobile - Houston Connection)

New Orleans Airport
South Baton Rouge
Baton Rouge
Lafayette
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Table 6-12. Potential Rail Timetables (continued) 
2027 - 90 mph Alignment – 6 Daily Round Trips 
 

Station MP
New Orleans 0 7:00 AM 8:00 AM 9:00 AM 10:30 AM 12:10 PM 2:45 PM 5:30 PM 10:30 PM
Slidell 35 7:34 AM 8:34 AM 9:34 AM 11:04 AM 12:44 PM 3:19 PM 6:04 PM 11:04 PM
Hattiesburg 117 8:42 AM 9:42 AM 10:42 AM 12:12 PM 1:52 PM 4:27 PM 7:12 PM 12:12 AM
Meridian 202 7:15 AM 9:53 AM 10:52 AM 11:53 AM 1:23 PM 3:03 PM 5:38 PM 8:23 PM 1:23 AM
Tuscaloosa 298 8:33 AM 11:11 AM 1:11 PM 2:41 PM 4:21 PM 6:56 PM 9:41 PM 2:41 AM
Birmingham 354 9:21 AM 7:15 AM 11:59 AM 1:59 PM 3:29 PM 5:09 PM 7:44 PM 10:27 PM 3:29 AM
Anniston 418 10:25 AM 8:19 AM 1:03 PM 3:03 PM 4:33 PM 6:13 PM 8:48 PM 4:33 AM
Atlanta Beltway 512 12:04 PM 9:57 AM 2:42 PM 4:42 PM 6:12 PM 7:52 PM 10:27 PM 6:12 AM
Atlanta Downtown 521 12:13 PM 10:06 AM 2:51 PM 4:51 PM 6:21 PM 8:01 PM 10:36 PM 6:21 AM

Station MP
Houston 0 6:40 AM 9:10 AM 12:00 PM 2:35 PM 4:55 PM 6:00 PM 7:00 PM 9:10 PM
Beaumont 82 7:50 AM 10:20 AM 1:10 PM 3:45 PM 6:05 PM 7:10 PM 8:10 PM 10:20 PM
Lake Charles 144 6:40 AM 8:43 AM 11:13 AM 2:03 PM 4:38 PM 6:58 PM 8:03 PM 9:03 PM 11:12 PM
Lafayette 217 7:41 AM 9:45 AM 12:15 PM 3:05 PM 5:40 PM 8:00 PM 9:05 PM 10:05 PM
Baton Rouge 283 8:33 AM 10:37 AM 1:07 PM 3:57 PM 6:32 PM 8:52 PM 9:57 PM 10:55 PM
Essen (Mall of LA) 289
South Baton Rouge 294 8:46 AM 10:50 AM 1:20 PM 4:10 PM 6:45 PM 9:05 PM 10:10 PM
New Orleans Airport 350 9:36 AM 11:40 AM 2:10 PM 5:00 PM 7:35 PM 9:55 PM 11:00 PM
New Orleans 362 9:49 AM 11:53 AM 2:23 PM 5:13 PM 7:48 PM 10:08 PM 11:13 PM

Eastbound Trains

Eastbound Trains

 
 
 
 
 
 
 
 
 



Southern Rapid Rail Transit Commission 
Gulf Coast High-Speed Rail Corridor 

Lake Charles to Meridian Corridor Transportation Plan 

BURK-KLEINPETER, INC. (10136) June 2007 
 6.18 

Table 6-12. Potential Rail Timetables (continued) 
2027 - 90 mph Alignment – 6 Daily Round Trips 
 

Station MP
New Orleans 0 7:05 AM 9:10 AM 1:15 PM 4:15 PM 6:15 PM 8:50 PM
Bay St. Louis 57 8:06 AM 10:11 AM 2:16 PM 5:16 PM 7:16 PM 9:51 PM
Gulfport 72 8:20 AM 10:25 AM 2:30 PM 5:30 PM 7:30 PM 10:05 PM
Biloxi 84 8:33 AM 10:38 AM 2:43 PM 5:43 PM 7:43 PM 10:18 PM
Pascagoula 105 8:52 AM 10:57 AM 3:02 PM 6:02 PM 8:02 PM 10:37 PM
Mobile West 140 9:22 AM 11:27 AM 3:32 PM 6:32 PM 8:32 PM 11:07 PM
Mobile 144 9:27 AM 11:32 AM 3:37 PM 6:37 PM 8:37 PM 11:12 PM

Station MP
Baton Rouge 0 5:00 AM 6:00 AM 7:00 AM 12:00 PM 3:00 PM 6:00 PM
Essen (Mall of LA) 6 5:12 AM 6:12 AM 7:12 AM 12:12 PM 3:12 PM 6:12 PM
South Baton Rouge 11 5:18 AM 6:18 AM 7:18 AM 12:18 PM 3:18 PM 6:18 PM
Gonzales 21 5:30 AM 6:30 AM 7:30 AM 12:30 PM 3:30 PM 6:30 PM
La Place 51 6:03 AM 7:03 AM 8:03 AM 1:03 PM 4:03 PM 7:03 PM
New Orleans Airport 67 6:30 AM 7:30 AM 8:30 AM 1:30 PM 4:30 PM 7:30 PM
New Orleans 79 6:54 AM 7:54 AM 8:54 AM 1:54 PM 4:54 PM 7:54 PM

Eastbound Trains

Eastbound - Commuter Rail
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Table 6-12. Potential Rail Timetables (continued) 
2027 - 90 mph Alignment – 6 Daily Round Trips 
 

Station MP MP
Mobile 0 6:30 AM 9:25 AM 4:20 PM 8:00 PM 0 6:40 AM 9:10 AM
Mobile W est 4 6:37 AM 9:32 AM 4:27 PM 8:07 PM 82 7:50 AM 10:20 AM
Pascagoula 39 7:06 AM 10:01 AM 4:56 PM 8:36 PM 144 8:43 AM 11:13 AM
Biloxi 60 7:26 AM 10:21 AM 5:16 PM 8:56 PM 217 9:45 AM 12:15 PM
Gulfport 72 7:37 AM 10:32 AM 5:27 PM 9:07 PM 283 7:30 AM 10:37 AM 1:07 PM
Bay St. Louis 87 7:52 AM 10:47 AM 5:42 PM 9:22 PM 294 7:42 AM 10:50 AM 1:20 PM
Slidell 179 9:34 AM 12:44 PM 8:33 PM 11:04 PM 350 8:32 AM 11:40 AM 2:10 PM
Hattiesburg 261 10:42 AM 1:52 PM 9:41 PM 12:12 AM 419 10:11 AM 2:16 PM 5:16 PM
Laurel 290 434 10:25 AM 2:30 PM 5:30 PM
Meridian 346 11:53 AM 3:03 PM 10:52 PM 1:23 AM 446 10:38 AM 2:43 PM 5:43 PM
Tuscaloosa 442 1:11 PM 4:21 PM 2:41 AM 467 10:57 AM 3:02 PM 6:02 PM
Birmingham 498 1:59 PM 5:09 PM 3:29 AM 502 11:27 AM 3:32 PM 6:32 PM
Anniston 562 3:03 PM 6:13 PM 4:33 AM 506 11:32 AM 3:37 PM 6:37 PM
Atlanta Beltway 656 4:42 PM 7:52 PM 6:12 AM
Atlanta Downtown 665 4:51 PM 8:01 PM 6:21 AM

Station MP
Houston 0 6:40 AM 9:10 AM 12:00 PM 2:35 PM 4:55 PM
Beaumont 82 7:50 AM 10:20 AM 1:10 PM 3:45 PM 6:05 PM
Lake Charles 144 6:40 AM 8:43 AM 11:13 AM 2:03 PM 4:38 PM 6:58 PM
Lafayette 217 7:41 AM 9:45 AM 12:15 PM 3:05 PM 5:40 PM 8:00 PM
Baton Rouge 283 7:30 AM 8:33 AM 10:37 AM 1:07 PM 3:57 PM 6:32 PM 8:52 PM
South Baton Rouge 294 7:42 AM 8:46 AM 10:50 AM 1:20 PM 4:10 PM 6:45 PM 9:05 PM
New Orleans Airport 350 8:32 AM 9:36 AM 11:40 AM 2:10 PM 5:00 PM 7:35 PM 9:55 PM
Slidell 397 9:34 AM 11:03 AM 12:44 PM 3:19 PM 6:03 PM 8:33 PM 11:03 PM
Hattiesburg 479 10:42 AM 12:11 PM 1:52 PM 4:27 PM 7:11 PM 9:41 PM 12:11 AM
Meridian 564 11:53 AM 1:22 PM 3:03 PM 5:38 PM 8:22 PM 10:52 PM 1:22 AM
Tuscaloosa 660 1:11 PM 2:40 PM 4:21 PM 6:56 PM 9:40 PM 2:40 AM
Birmingham 716 1:59 PM 3:27 PM 5:09 PM 7:44 PM 10:27 PM 3:27 AM
Anniston 780 3:03 PM 4:32 PM 6:13 PM 8:48 PM 4:32 AM
Atlanta Beltway 874 4:42 PM 6:10 PM 7:52 PM 10:27 PM 6:10 AM
Atlanta Downtown 883 4:51 PM 6:21 PM 8:01 PM 10:36 PM 6:21 AM

Eastbound Trains (Mobile - Atlanta Connection)

Eastbound Trains (Houston - Atlanta Connection)

Station
Houston
Beaumont
Lake Charles
Lafayette
Baton Rouge
South Baton Rouge

Pascagoula
Mobile W est
Mobile

Eastbound Trains (Houston - Mobile Connection)

New Orleans Airport
Bay St. Louis
Gulfport
Biloxi
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Capacity Analysis 
 
As described in Chapter 2, a Base Case and four increasing degrees of levels of 
improvements were simulated.  The results of the simulations indicated the effects of the 
different improvements, and increases in speed and number of trains operated, on the system, 
in term of delays encountered by various trains.   

Base Case Results 
This subsection describes the results from the Base Case simulation.  As described in a 
previous section of the report, the results analyze 
 

• minutes of delay per 10 train-miles operated (D/10),  
• train velocity, and  
• delays greater than 30 minutes in length (D>30) 

on various segments of the network.  The results of the simulations are illustrated and 
compared through a series of graphs.  Because of its complexity, the analysis of the New 
Orleans Terminal area is broken down into more specific segments, and is described 
separately in most sections of the report. 
 
Given the size of the network being analyzed, putting all of these graphs into the main body 
of the report was not practical.  Summarizing graphs have been provided in the report for 
quick reference to the descriptions of the operational issues that were experienced in each 
simulation case.  Additional graphs, giving more detail of the statistical results from all the 
simulations, are included in Volume II.   

Base Case Minutes of Delay per 10 Train-miles Operated 

Figure 6-3 analyzes Minutes of Delay per 10 Train-miles Operated for the Base Case 
network.  The statistics are broken down into specific analysis segments of the network.  The 
D/10 delay is the accumulation of all freight operations on the segment.  Volume II has 
similar graphs of D/10 delays; however the data is broken down by individual railroads 
operating over each segment.  
 
The results are an average of the three complete days of the simulation. Each day is measured 
from midnight until 2359.  Any trains that start on one day and terminate on the next are 
measured on both days.  Only that portion of the train that operates on each day is included in 
that day's statistics. 
 
These figures will be compared to similar analyses in future cases.  Analysis will be 
performed between the multiple cases, and descriptions of what occurred on each section will 
be provided.  A brief analysis of what was concluded in the Base Case is provided below.  
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Figure 6-3 

D/10 Delays, All Freight, by Segment 
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Base Case
 

 
The New Orleans (NO) Terminal analysis segment clearly had the highest D/10 of all 
segments in the network.  This was not unexpected considering the number of yards and 
major junctions that were included in the NO Terminal analysis segment.  The location that 
experienced the highest level of D/10 delays was CN's Mays Yard.  Causes were: 
 

• Switching that required the use of the southbound main line,  
• trains entering, departing or passing the yard, and  
• interchange movements, particularly through East Bridge Jct. (EBJ)  

 
More operational constraints around Mays Yard and throughout the NO Terminal are 
detailed in a later section of the Base Case analysis. 
 
While many of the delays occurring within the NO Terminal are due to insufficient 
infrastructure, some of the cause must be attributed to the operating procedures employed by 
the railroads serving the terminal.  For example, CSX/UP trains that were left at Marconi 
Drive for crew changes created blockages that delayed following and opposing trains.  
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Operating restrictions, such as no ability to meet trains on a major double track segment of 
the Back Belt, further aggravated delays.  Finally, the multiple control operators that have to 
be contacted to move a train from one end of the terminal to the other created delays to, not 
only the train waiting for permission, but for following trains.  While the model cannot 
simulate communication delays, this type of delay was represented by forcing trains to dwell 
at certain main line locations in the NO Terminal network.  These stoppages reduced velocity 
through the terminal and increased delay for other trains attempting to use the same routes. 
 
The next greatest D/10 occurred in the Iowa Jct. to Lake Charles analysis segment.  With UP 
and BNSF trains operating through the Lake Charles Yard, along with KCS road switchers 
operating across the main tracks just west of the yard, trains arriving and departing from 
Lake Charles experienced many delays.   
 
The other analysis segments of the network all had delay minutes that did not exceed 10 
minutes per 10 train-miles.  For the most part, these delays were normal meet/pass delays 
experienced on line, or they were locals that were delayed by through traffic.  The one 
exception to this was at Livonia Yard.  At this location, many trains were delayed attempting 
to get into or out of the yard.  Trains queued up as far south as White Castle, on the Livonia 
Sub, as they waited to get through the congestion around Livonia. 
 
The D/10 delay calculated in this analysis will be compared to calculations made in similar 
segments in later simulations.  The relative change in minutes of D/10 will be an indication 
of whether the improvements included in those simulations had a positive or negative effect 
in conjunction with the added passenger service.  

Base Case Train Velocity 

Average freight and passenger velocity was calculated from the elapsed time statistics 
generated in the Base Case.  The average velocity is a measure of the maximum allowable 
train speed of the track, the delay that occurs in each segment, and the amount of dwell 
assigned to any or all trains using the segment.  
 
Volume II contains of graphs that compare velocity of the various railroads’ train movements 
on all the segments of the network.  There are multiple graphs that represent the railroads and 
segments, therefore they have been included as an appendix rather than placed in the report.  
 
The terminal areas around New Orleans, Baton Rouge, Lake Charles, and Livonia accounted 
for the areas with the least freight velocity of the various sections of the network.  Speed 
restricted track, switching moves, yard dwell, and delays accounted for these levels of 
velocity.  On the other end of the spectrum, main line trains on the Beaumont, Lafayette, and 
Lake Charles Subdivisions (Kinder to Iowa Jct.) experienced the highest velocities.   
 
Terminals are clearly a major influence on freight velocity.  At Lafayette, BNSF trains that 
worked at the yard had significantly slower velocities than UP trains that ran through the 
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area.   Conversely, UP trains approaching Lake Charles experienced a significant reduction 
in velocity due to the congestion and slower track around the yard area, as compared to 
through BNSF trains. 
 
Passenger trains operated near maximum authorized speed throughout their runs.  For the 
three days of simulation, only 1.5 minutes of delay was experienced by passenger trains on 
the network.  Station stops (dwell), track speed, and the method in which the model handles 
the highest priority trains had an impact on the overall passenger velocity.  

Base Case Delays Greater than 30 Minutes 

Each analysis segment was analyzed to determine locations where the largest delays 
occurred.  Locations that experience repetitive major delays have been those areas that were 
determined to have suffered the greatest congestion over the course of the simulation. 
 
While all railroad operations experience some delays, it has been found that longer delays 
indicate a significant amount of congestion, or some other operational issue.  Past studies that 
have been performed have shown that delays exceeding 30 minutes are an indication of 
congestion.  An area where this type of delay occurs repetitively indicates insufficient 
infrastructure and/or inefficient operating procedures.  Figure 6-4 shows the average number 
of delays greater than 30 minutes (D>30) for each analysis segment of the network.  The 
number of delays shown on the graph is the daily average over the three days of the 
simulation. 
 

Figure 6-4 
D>30 Delays, average by Segment 
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The NO Terminal analysis segment experienced the greatest number of D>30 delays.  As 
mentioned previously, the operating procedures utilized by the railroads and the number of 
yards and junctions within the terminal contributed to these delays.  A breakdown of where 
the delays occurred is shown in Figure 6-5, two pages below, with the analysis of operations 
within the terminal. 
 
Livonia Terminal had the next greatest number of D>30 delays.  The junction of the UP 
Alexandria, Livonia, Anchorage, and Beaumont Subdivisions includes multiple crossover 
moves that affected rail traffic in and around Livonia. Many of the trains attempting to enter 
or exit Livonia conflicted with other trains arriving, departing or stopped to change crews.  
With the high volume of trains moving through this location from four subdivisions, a single 
delay quickly compounded into long delays for multiple trains. 
 
Some trains that were delayed were held at White Castle, Addis, or Grosse Tete before being 
allowed to enter the terminal area.  Trains coming from Beaumont also experienced delays, 
holding on the Beaumont Sub because the connection from Beaumont to the Livonia Sub is 
of insufficient length to hold an entire main line train. 
 
The Meridian to New Orleans analysis segment experienced the next highest level of D>30 
delays.  Most of these were the result of meet/pass delay, due to siding spacing, length of 
sidings relative to train lengths, and the manipulation of hand thrown switches.  Some of the 
delays were also experienced by local freights waiting for through trains to pass locations 
where the locals needed to utilize the main line to serve industry.  The daily Amtrak trains 
(Crescent) in both directions also created delays for the freights, which had to clear well in 
advance of the passenger trains. 
 
Over the three days that were analyzed, delays exceeding 30 minutes occurred at every siding 
on the route between Meridian and the north end of the NO Terminal. Trains using Basic, 
Barnett, Hawkes, Shows Field, Dragon, Richburg, Lumberton, Derby, Pearl River, and 
Woods experienced at least one delay that exceeded 30 minutes over the course of the 
simulation.  Additionally, trains at Hattiesburg, Picayune, Laurel, and Nicholson also 
experienced at least one delay exceeding 30 minutes in the simulation.  Most of these trains 
were shorter locals that were working industries in the area, and were held to let other higher 
priority or longer trains pass. 
 
Because of the model's handling of passenger trains, the Crescent created many long delays 
for freight traffic.  On a single day (Friday), the combined northbound and southbound 
Crescents met or overtook eight trains.  Many of these meets created longer delays because 
of siding spacing, length of available sidings, and the tendency of freight traffic to run in 
fleets.  
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The Lafayette to Iowa Jct. and Iowa Jct. to Lake Charles analysis segments had the next 
highest level of major delays.  Lafayette to Iowa Jct. delays were primarily meet/pass delays, 
attributed to the long spacing between existing sidings. Many of the delays occurred around 
Lafayette Yard, where multiple meets between opposing freight trains created longer delays.   
 
Delays at Iowa Jct., Iowa, and Roanoke sidings also occurred because of trains coming from 
or going to Kinder taking priority over trains coming from Lafayette. The model ran trains 
out of the Lake Charles Yard before it accepted additional trains from other directions, which 
in turn delayed the arriving trains at these three locations.  Without input from UP or BNSF 
on the normal operating procedures under these circumstances, the model was left to make 
the most efficient decisions given the limited capacity. These dispatching decisions created 
delays many miles from Lake Charles, although the operations in or around that yard were 
the genesis of those delays.  
 
Many of the delays between Iowa Jct. and Lake Charles were attributed to UP trains 
attempting to get into or leave Lake Charles Yard.  With BNSF, UP, and KCS operating in 
the area, there were many occasions where UP or BNSF trains were delayed because of other 
UP or BNSF traffic attempting to simultaneously arrive, depart, or change crews at Lake 
Charles.  The simulation had UP trains changing crews at Lake Charles on both the main line 
and in the yard, which led to delays to both UP and BNSF trains approaching the yard.  
 
Locals moving between Lake Charles Yard and Mallard Jct. (access to the Port of Lake 
Charles and other industrial areas east of Lake Charles) were delayed either in the yard or at 
Mallard Jct. by through BNSF or UP trains.  These locals had to access the main track to 
move between the yard and Mallard Jct., creating their delays.   
 
Locals moving to the west of Lake Charles Yard also used the main line to access both 
industries between the Calcasieu River Bridge and Lockmoor siding and Maplewood Yard.  
Maplewood Yard serves the large industrial complex southwest of Lake Charles.  These 
locals experienced delays while through trains were given precedence.  KCS trains crossing 
over at MP 222.8 also blocked some local engines working around Lockmoor.  
 
The Livonia to Iowa Jct. via Kinder analysis segments experienced some delays, however 
they were relatively few.  This was due to the fact that the railroad is operated primarily in a 
single direction to the east, so very few meet/pass opportunities occurred.  When a train did 
run "against the current" however, the short 4,300-foot sidings at Krotz Springs, Lawtell, or 
Basile had an adverse effect.  Many of the trains on the subdivision were run at 6,000 feet, so 
these three sidings could not handle two 6,000-foot trains meeting.  This required one train to 
hold back at the longer sidings, which created some delays. 
 
One type of repetitive delay that also was seen on this subdivision was associated with the 
local train that switched on-line industry.  This train was delayed over the three days of 
simulation at Eunice and Krotz Springs waiting for through trains to pass.  
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The KCS route between Orleans Jct. and BR Jct. (west of the Baton Rouge Bridge) 
experienced the least number of delays exceeding 30 minutes.  The light volume of KCS 
trains was the primary reason for the few delays experienced.  Switching around Grammercy 
and Reserve accounted for two of the major delays, along with two meet/pass delays at 
Montegut and Essen. 

Figure 6-5 
D>30 Delays, New Orleans Terminal Segments 
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As previously mentioned, the area around Mays Yard experienced the greatest number of 
delays exceeding 30 minutes within the New Orleans Terminal analysis segment.  Many of 
the delays that occurred in this area were at two locations.  The first location was between 
MP 903 and 904.5 on the west end of the yard and the second location was between MP 
905.5 and 906.3 on the east end of the yard. 
 
At MP 903 to MP 904.5, switch engines, used the southbound main track to switch the yard 
or surrounding industry sidings, experienced delays as CN and KCS trains operating between 
Hammond and Baton Rouge arrived or departed.  At times, multiple trains arrived and/or 
departed simultaneously from the yard, which created queues of trains in this area.  These 
queues led to those delays that exceeded 30 minutes.  
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One example of a movement that was delayed at EBJ was the interchange train between CN 
and UP.  This train must reverse its direction through EBJ to get between Mays Yard and 
Avondale Yard. In one instance, the train heading for Avondale Yard was delayed in Mays 
Yard until traffic through EBJ cleared ahead of it. In a second case, the train coming from UP 
was delayed on the trackage east of EBJ waiting to make its reverse move into Mays Yard. 
 
The interchange trains moving between CN and KCS/NOPB were a second group of trains 
delayed around EBJ. In one case, a CN-NOPB train waited at EBJ for a NOPB-BNSF train 
coming from Cotton Warehouse (CW) Yard.  The single track near CW Yard prevented 
simultaneous movements by the two trains.  In a second case, a CN-KCS interchange train 
waited at EBJ first for a KCS train to leave West Yard towards Baton Rouge, then for 
Amtrak to depart from NOUPT towards Chicago.  By that time, other traffic had 
accumulated around EBJ, and each movement had to be threaded through the junction when 
a route cleared. The KCS interchange had low priority and experienced a large delay.  
 
One possible reason for the high number of delays may be the way that Mays Yard was 
configured in the model.  Track charts indicated that Mays Yard is a relatively small yard, 
and its switching leads connect into both the northbound and southbound main tracks.  These 
leads also serve as the arrival and departure routes for trains entering or departing the yard. 
 
Because of this configuration, one objective of the simulation was to determine if trains 
entering or leaving the yard affected other traffic moving through the NO Terminal, 
specifically EBJ (or vice versa).  Rather than create a large yard with numerous 
arrival/departure tracks that would allow virtually all trains to enter without delay, only a 
single arrival track was included. This decision was based upon a site inspection prior to the 
simulation, which indicated that there were few available tracks within the yard for arrival of 
trains from Hammond or Baton Rouge. 
 
The arrival track restriction was almost guaranteed to create some congestion around the 
yard, which would possibly have an impact on traffic around EBJ.  Without CN's 
participation, however, it is difficult to assess whether these delays in fact occur regularly, or 
whether they are a function of the traffic and the limited track availability in the model.   
 
Other delays were observed between MP 905.5 to MP 906.3.  These delays generally 
involved yard engines attempting to exit Mays Yard, to the east, for purposes of interchange 
with NOPB, UP, or KCS.  Some of these delays were created by longer CN trains being held 
on the southbound main to simulate doubling an arriving train into Mays Yard. 
 
Other delays at this location were due to cross traffic at EBJ.  UP/CSX trains, BNSF/NOPB 
trains, and other interchange moves affected CN traffic on the east end of the yard, including 
interchange moves to NS and UP.  As previously described, the UP interchange train that 
reversed directions through EBJ experienced delays in both directions. The CN-NS run 
through train also delayed moves in Mays Yard, as it was forced to wait for EBJ to clear 
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prior to moving onto the Back Belt.  Operating restrictions limiting the number of trains 
entering the Back Belt within a short period of time led to queuing delays around Mays Yard. 
 
 
In the afternoon, two Amtrak trains (City of New Orleans) operated through the Mays Yard 
area approximately 1.5 hours apart.  Freights and switch engines waiting for both of these 
trains were delayed, and also created a queue that affected other freight movements.  Most 
trains leaving Mays Yard, destined to either Hammond or Baton Rouge, departed via the 
northbound main, which also was the track used by Amtrak. The model rerouted trains over 
to the southbound main to avoid Amtrak, which in turn delayed some arriving trains.  
 
East City Jct. to Oliver Yard was another area that saw significant major delays.  CSX and 
NS trains vying for the routes to and from NE Tower or Terminal Jct. were delayed by other 
traffic in the area, including CSX/UP trains held at Marconi Drive that backed traffic up 
towards Frenchman St.  What is effectively a single track, from East Bridge Jct. to Marconi 
Drive, also was a constraint.  Westbound trains at Marconi Drive were delayed by eastbound 
trains that were running to either Gentilly Yard, Oliver Yard, or towards Meridian.  While 
limited infrastructure in the area had an impact on these delays, the operating practices that 
were utilized by the railroads also created situations that led to delays. 
 
Trains moving through NE Tower and Gentilly Yard also experienced delays exceeding 30 
minutes.  NS trains at Terminal Jct., that were setting out or picking up at Oliver Yard, 
occasionally blocked the single track connection from NE Tower to the Back Belt.  This 
delayed arriving NS trains at NE Tower until the route cleared.  CSX/UP trains attempting to 
move into or away from Gentilly Yard were occasionally affected by the volume of traffic 
that stacked up around NE Tower, Terminal Jct., and Elysian Fields.  Delays around these 
locations affected CSX traffic attempting to enter the Back Belt. 
 
EBJ and Orleans Jct. were areas that also experienced some repetitive major delays in the 
Base Case simulation.  Many of the EBJ delays were not recorded in that area - trains that 
couldn't get through that junction were frequently held in Avondale Yard, on the Back Belt 
(Marconi Drive), or in Mays Yard.  The delays that were recorded around EBJ were NOPB 
trains held on the Huey P. Long Bridge (HPL Bridge) waiting to get through the connection 
to the NOPB Front Belt.  The bridge was effectively single track for 10 hours of the first day 
of the simulation because of maintenance of way outages included in the simulation.  Both 
HPL Bridge tracks were available on the second and third complete day. 
 
CN and KCS trains experienced some delays between Orleans Jct. and Mays Yard.  Most of 
these delays were attributable to yard operations at Mays Yard that delayed trains from 
getting to the yard, or waiting for higher priority trains, such as Amtrak or intermodal trains. 
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Case 2 - Start-up High Speed Rail 
In this case, startup schedules for High-Speed Rail (HSR) trains were introduced into the 
Base Level of freight operations.  The schedules for these trains are shown previously in this 
chapter.  The infrastructure that was added to the network for this case is described in 
Chapter 8.   
 
Two HSR trains were run in each direction between Lake Charles and New Orleans, New 
Orleans and Mobile, and New Orleans and Meridian.  The maximum speed these trains were 
allowed to operate at was 79 mph. 
 
The trains operating to and from Lake Charles utilized the KCS between New Orleans and 
Baton Rouge.  After crossing the Mississippi River Bridge at Baton Rouge, the passenger 
trains entered Union Pacific trackage at West Jct.  The HSR trains then utilized a new 
connection to UP's Anchorage Sub, turning west and running to Livonia. The trains utilized a 
flyover that spanned UP's Alexandria Sub to enter the Beaumont Sub, and continued west to 
Kinder.  At Kinder, the trains entered the Lake Charles Sub to Iowa Jct., and from there 
operated on the Lafayette Sub to Lake Charles.  The trains would continue to Houston; 
however that operation was not in the scope of this study. 
 
The trains operating to and from Meridian entered NS's Back Belt at East City Jct., the 
proceeded east to Terminal Jct.  At Terminal Jct., the trains turned north and continued on 
NS's NO & NE District to Meridian.  These trains will continue to Atlanta; however that 
operation also was not within the scope of this study. 
 
The final group of HSR trains operating to and from Mobile also entered NS's Back Belt at 
ECJ, and then proceeded to Elysian Fields.  At Elysian Fields, the trains turned north onto 
CSX's track to Gentilly Yard.  The trains passed through the yard and continued to Mobile.  
The simulation network did not include trackage through Gentilly Yard due to the scope of 
the study. 
 
In addition to the four HSR trains between New Orleans and Baton Rouge, four inter-city 
commuter trains were introduced as commuter operations between the two cities.  These 
trains operated in the morning and afternoon hours to move passengers during the commuter 
rush.  The schedules for these trains are shown earlier in this chapter. 

Case 2 Results 
The introduction of the HSR and inter-city commuter trains was not successful under the 
network improvements added in the Case 2 simulation.  As shown in comparison graphs 
below, only the segments between Lafayette and Lake Charles experienced improved 
operations.  For every other segment in the network, all three measurement criteria were 
worse than similar criteria in the Base Case. 
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Case 2 Delay Minutes per 10 Train-miles Operated 

The following graph, Figure 6-6, compares Base Case D/10 delays with Case 2 D/10 delays. 
Figure 6-6 

D/10 Delay, All Freight, by Segment 
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NS Meridian to New Orleans, KCS Orleans Jct. to Lobdell Jct. 

The introduction of HSR trains over various segments clearly had a negative impact on 
freight operations.  D/10 in this case was higher than during the Base simulation in the New 
Orleans Terminal (NOT), on the NS between Meridian and New Orleans (NO) and on the 
KCS between Orleans Jct. and Lobdell Jct.  The NO Terminal area will be analyzed in more 
detail in a later section of the Case 2 analysis. 
 
Review of the operations on the line segments between Meridian and New Orleans and 
Orleans Jct. to Lobdell Jct. revealed the basis of these results.  As described in the section on 
additional infrastructure added for this case, only a portion of both the NS and KCS routes 
were upgraded to CTC.  Large segments of those routes were left with hand operated or 
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spring switches for trains to use entering or exiting sidings.  Siding spacing also was not 
addressed in this case except at Barnett on the NS. 
 
The model handles a hand-thrown switch by holding the train on the main line for a specified 
time period to simulate a crew member walking to the switch to route the train into the 
siding.  Once the train has cleared into the siding, the model holds the train, again to reflect 
time for the crew member to realign the switch and walk to the head end of the train.  The 
walk-back time is not required if the switch is a spring switch and the train is departing 
through it. 
 
The addition of the four HSR trains on each subdivision created additional meets that were 
not present in the Base Case.  Additionally, the HSR trains operated at a higher speed than all 
freight trains, leading to overtakes that were not present in the initial simulation.  Many of 
these meets and overtakes occurred in the sidings that were not upgraded to CTC.   
 
The meets that did occur in the non-CTC section of both the KCS and NS track segments 
created large delays for the freight trains.  The model's dispatching algorithm had to assign 
the meet to a siding where there was enough time for the freight train to go through the hand 
lining procedures at the switch and still be clear of an approaching passenger train without 
delaying it.  The siding chosen also had to be of sufficient length to hold the freight train in 
the clear of the passenger train.  Based upon these criteria, many meets or overtakes took 
place many miles from where the passenger train was when the freight train was routed into 
the siding. 
 
The additional meets, and the waits for the passenger trains that followed, added additional 
delay minutes to the freights without adding additional miles operated.  As depicted in the 
graph, this increased the D/10 on the NS and KCS routes.   
 
Another area that was particularly hard hit by the introduction of passenger service was the 
KCS terminal at Baton Rouge.  All HSR trains stopped at the Baton Rouge station south of 
the KCS Yard before proceeding to destination.  Additionally, the inter-city commuter trains 
that were added between Baton Rouge and NO also began and terminated their operations in 
KCS's Baton Rouge Yard.   
 
KCS freight schedules had many trains setting out or picking up traffic at Baton Rouge on 
their route through the yard. With the passenger service that was introduced, many of the 
freight trains had to wait in the yard until a passenger train departed or arrived at Baton 
Rouge prior to being allowed to pick up or set out.  When the freight trains had to wait, they 
in turn blocked switch engines that were scheduled to switch the industrial areas north of the 
yard.  Combined D/10 delays in Baton Rouge significantly increased over Base Case delays.  
That delay is incorporated into the "KCS Orleans Jct. to Lobdell Jct." statistics in Figure 6-6, 
above. 
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UP BR Jct. to Kinder 

While not shown in Figure 6-6, UP's Anchorage Sub between BR Jct. and Livonia 
experienced some additional D/10 delays over Base Case levels.  These increases were due to 
the four HSR trains that were added over this route in Case 2.  There were no meet/pass 
locations included in the model between Livonia and Anchorage in this simulation, so freight 
traffic had to wait at either end of the segment if an HSR train was in the area. 
 
The segment between Livonia and Kinder also did not experience a benefit in the Case 2 
simulations, although the degradation in D/10 delay was small.  The improvements that were 
added to this route included extending three 4,300-foot sidings to approximately 1.8 miles in 
length and extending the connection from the Beaumont Sub to Livonia Yard to 
approximately 2 miles in length.  The turnout speeds of the sidings were also increased to 30 
mph.  The route is already controlled by CTC, so that improvement was not necessary. 
 
While the extended sidings, increased speeds into and from the sidings and improved siding 
spacing on the route, this was not enough to compensate for the additional meets and 
overtakes caused by the addition of the HSR trains.  There were very few meets and no 
overtakes in the Base Case simulation between Livonia and Kinder because of the single 
direction nature of the subdivision.  However, when HSR trains were introduced, additional 
meets occurred as well as occasional overtakes.  The impact of these conflicts was minimized 
by the infrastructure improvements, however the overall D/10 did show some increase.  The 
Case 3 simulation analysis explores the issues experienced on this section in greater detail.  
 
BNSF/UP Lafayette to Lake Charles 
 
Two segments that were improved with the infrastructure modifications were BNSF's 
Lafayette Sub between Lafayette and Iowa Jct. and UP's Lafayette Sub between Iowa Jct. and 
Lake Charles.  There were two major infrastructure modifications that were responsible for 
the improvement in these segments. 
 
The first modification that improved operations was the extension of Iowa siding east to Iowa 
Jct.  The second track through the junction allowed trains coming from or going to Lafayette 
to advance to Iowa siding simultaneously with trains operating between Kinder and Lake 
Charles.  In the Base Case, these trains were forced to hold the sidings at Roanoke or 
Crowley, or wait on the main line east of the junction.  Advancing the train to Iowa siding 
reduced delays seen in the sidings on the Lafayette Sub in the Base Case.  This translated into 
improved D/10 statistics. 
 
The other modification that improved operations was the extended lead track from the east 
end of Lake Charles Yard to MP 213.  The extension created two additional locations where 
trains could stop and change crews without blocking the main track through the yard.  Many 
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UP trains that changed crews on the main line in the Base Case used the new lead track in 
this case, leaving the main clear for BNSF and HSR trains.  
 
Case 2 Train Velocity 

Volume II contains graphs that compare velocity of the various railroads' train movements on 
all the segments of the network.  Review of the graphs support the delay finding described 
above.  Where D/10 increases, velocity decreases.  Line segments such as the NS between 
Meridian and New Orleans and the KCS between Baton Rouge and NO display the greatest 
reductions of train velocity.  There was a 17 percent reduction in velocity on the NS (27.9 to 
23.1 mph) and a 15 percent reduction in velocity on the KCS (11.6 to 9.9 mph).  These 
reductions reflect the additional passenger-freight meets in hand throw sidings that occurred 
on both segments and/or delays around yard areas. 
 
Every railroad operating through New Orleans Terminal also experienced a reduction of 
velocity except CN. While the absolute numbers do not appear significant (for example, NS 
trains slowed from 3.2 to 2.8 mph), the percentage of velocity lost ranges from 3 percent to 
15 percent. This represents a significant slowing of freight traffic through the terminal 
directly associated with the introduction of passenger trains. 
 
Case 2 Delays Greater than 30 Minutes 

The following graphs, Figures 6-7 and 6-8, compare Base Case Delays of Greater than 30 
Minutes (D>30) to Case 2 D>30 delays on the various segments and within New Orleans 
Terminal.  The most significant increases in D>30 delay occur within the New Orleans 
Terminal area, on the NS between Meridian and New Orleans and on the KCS between 
Orleans Jct. and Lobdell Jct.  The New Orleans Terminal will be explored in more detail in a 
later section. 
 
The additional D>30 delays that occurred on the NS between Meridian and New Orleans 
occurred in virtually every siding between Meridian and NO.  Freight trains clearing and 
waiting for HSR trains was the primary cause of these delays, particularly in the non-CTC 
section of the segment between North Lumberton and Meridian.  The speed of the HSR trains 
combined with the long clearing times for freight trains entering sidings via hand throw 
turnouts forced freight traffic to enter sidings well away from where the HSR train was 
operating when the meet was set up.  When two freight trains following each other met a 
HSR train, the second train would be held even farther away from the oncoming train.  It also 
was observed that on occasion, a freight train meeting an HSR train would have to wait for 
two or more opposing trains while in a siding because higher priority freight trains would 
follow HSR trains.   
Siding spacing on the north end of the route also had an impact on the length of delays.  
Running times between Shows Field and Dragon and between Hawkes and Barnett both led 
to meets that created long delays to freight trains.   
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Figure 6-7 
D>30 Delays, by Segment 
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Figure 6-8 
D>30 Delays, New Orleans Terminal Segments 
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On the KCS route, HSR and inter-city commuter trains affected the switch engines working 
at Grammercy and Reserve, as well as trains operating into and from Baton Rouge Yard.  
Again, because the speed of the HSR trains was so much greater than the freight trains, many 
times freights had to enter sidings well in advance of the passenger trains, leading to long 
delays.  Length of siding issues on the KCS also had an effect on capacity; the siding at 
Gonzales was the only siding between Montegut and Essen that had the length to accept a 
6,000-foot train for a meet with another 6,000-foot train.  This in effect created large sections 
of single track between sidings, causing trains to stop well in advance of opposing or 
overtaking passenger trains.   
 
The preceding graph clearly shows the effects the HSR and inter-city commuter trains had at 
EBJ, between East City Jct. (ECJ) and Terminal Jct., and between NE Tower and Oliver 
Yard.   
 
At EBJ, many of the major delays occurred because freight trains moving between the HPL 
Bridge and the Back Belt were delayed for HSR or inter-city commuter trains operating on 
the east west route to and from NOUPT.  A freight train would wait, either on the HPL 
Bridge or east of Marconi Drive, prior to moving through EBJ after the passenger trains 
cleared.  The back up that would be caused by a freight train waiting for a route through EBJ 
also affected other Back Belt traffic moving to and from both CSX and NS yards in northeast 
New Orleans.   
 
One problem that was described in the Base Case simulation was that trains setting out or 
picking up cars at Oliver Yard blocked the single track connection at Terminal Jct.  These 
trains in turn delayed other freight trains moving into or past Oliver Yard.  In the second 
simulation, the passenger trains moving to and from Meridian and Mobile aggravated the 
congestion around this junction.  These delays, coupled with Back Belt trains delayed getting 
through EBJ, led to the increase in D>30 delays between NE Tower and EBJ. 
 
A minor benefit of the HSR/inter-city commuter traffic was that switch engines and CN 
trains that were delayed in the Base Case around the east end of Mays Yard experienced less 
delay.  It appears that when Back Belt traffic was held to let passenger trains through EBJ, 
the second east west CN route through the junction became a viable option for switch 
engines, interchange trains and CN trains doubling into Mays Yard.  In other words, the east 
west windows created by the passenger trains allowed CN to operate on a parallel route while 
north south Back Belt traffic was delayed. 
 
Based upon the findings from this simulation, it was clear that additional infrastructure would 
need to be included to mitigate many of the conflicts the HSR and inter-city commuter 
operations created.  The third simulation attempted to incorporate those modifications. 
 
Examples of many of the delays described above are provided in the results section for the 
third simulation.  For each of those examples, a description is provided regarding what 
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occurred in the Case 2 simulation, and how it changed with the additional infrastructure 
added in the Case 3 simulation.   
 
Case 2 Infrastructure Improvement Investment 

Infrastructure improvements incorporated into Case 2 stemming from capital investment are 
indicated in Table 6-13, below.  Network improvements below between Meridian/Mobile 
and New Orleans Terminal are those determined in previous studies of the corridor, except 
for $19 million in Case 2, totaling $239 million, inflated to 2007 dollars.   

Table 6-13 
Infrastructure Improvement Investment Summary – Case 2 

Corridor Segment Amount ($m) 
Meridian to New Orleans 25  
New Orleans Terminal  214  

Subtotal $ 239  
New Orleans to North Baton Rouge  137  
West Baton Rouge to Lake Charles 78  
Grade Crossing Upgrade Program 22  

TOTAL $ 476  
 

Detailed costs of infrastructure improvements proposed in this study are contained provided 
at the end of this chapter and in Volume II. 
 

Case 3 - Start-up HSR with Additional Infrastructure 

The results of Case 2 indicated that to introduce even startup levels of HSR, additional 
infrastructure would have to be included in the network beyond what was projected to be 
needed in the second simulation.  Based upon this result, the infrastructure originally 
projected for Meridian to New Orleans and within the New Orleans Terminal for the full 
schedule of HSR trains was included in the Case 3 simulation.  
 
No levels of infrastructure were proposed for trackage west of New Orleans.  However, 
based upon the results of the Case 2 simulations, CTC was introduced over the entire KCS 
route through Baton Rouge. Additionally, siding lengths were extended and spacing was 
addressed in the largest remaining gap between Gonzales and Montegut. New connections to 
the industrial areas were developed at Baton Rouge, along with an improved switching lead 
on the south end of the yard.  
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West of Baton Rouge, improvements included in the Case 2 simulation were left in place to 
Lake Charles.  The full description of improvements utilized in the Case 3 simulations is 
included in Chapter 8. 
 
Case 3 Results 

The overall results of the third simulation were superior to the Case 2 results.  In many 
instances, the routes reflected better operating fluidity than experienced in the Base Case.  
Improvement beyond Base Case levels was a desired effect of the additional infrastructure 
added in the Case 3 simulation.  
 
Case 3 Delay Minutes per 10 Train-miles Operated 

Figure 6-9 compares D/10 from the third simulation with results from the Base Case and 
Case 2 simulations.  As the graph indicates, every segment with the exception of UP between 
Livonia and Iowa Jct. was improved in this case as compared to Case 2 and the Base Case.  
With the exception of the New Orleans Terminal, these results will be explored in more 
detail with examples that show why the operations were improved.  The New Orleans 
Terminal will be analyzed in more detail in a later section of the Case 3 analysis. 
 
NS Meridian to New Orleans 

The NS between Meridian and New Orleans experienced a reduction in D/10 delays from 
Base Case levels.  The results were largely due to the installation of CTC on all sidings on 
the segment, along with inclusion of new sidings at Moselle and Heidelberg.  The CTC and 
power switches that were included on all sidings allowed trains to clear and reenter the main 
track at much greater speeds than when the sidings were entered through hand throw turnouts 
or spring switches.  This allowed trains to advance many more miles prior to clearing for 
opposing or overtaking trains.  
 
Improving the siding spacing at between Shows Field and Dragon (Moselle) and between 
Hawkes and Barnett (Heidelberg) also improved performance.  In Case 2, these two stretches 
forced trains to enter sidings prematurely because of the running distance between the 
existing sidings.  With the new sidings, trains could advance without having to stop early, 
improving train fluidity. Two examples demonstrating how infrastructure in Case 3 improved 
operations follow.  
In the Case 2 simulation, westbound S-MNSOL36 was delayed at Richburg 2’30”, meeting 
one eastbound HSR train, Amtrak's eastbound Crescent, followed by a higher priority 
eastbound NS intermodal train.  The S-MNSOL36 had to enter Richburg (MP 95) when the 
first HSR train was just leaving Woods (MP 165) because another westbound intermodal 
train ahead was occupying Carriere siding.  With no CTC at the north end of Lumberton, 
there was not enough time for this train to advance and clear without delaying the first HSR 
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train in the fleet. Furthermore, there was not enough time to leave Richburg and advance 
prior to either the Crescent's or the intermodal train's arrivals after the HSR train had passed. 
 

Figure 6-9 
D/10 Delays, All Freight by Segments 
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In the Case 3 simulation, the S-MNSOL36 was able to advance to Derby (MP 132) to meet 
the two passenger trains and the intermodal train.  Additionally, the three opposing trains 
were much more closely spaced because only the HSR passenger train overtook the 
intermodal train.  In the previous case, both the HSR and Crescent overtook the intermodal 
train, leaving a wide gap between trains.  The speed of the turnouts into the sidings allowed 
the intermodal train to stay ahead of the second passenger train. Advancing three sidings (39 
miles) and meeting a bunched group of eastbound trains reduced the delay to MNSOL36 
from 2’30” to 0’40”. 
 
In a second example, S-MNSOL16 was delayed at Barnett (MP 31) 2’20” while being 
overtaken by a westbound HSR leaving Meridian (MP 0).  The MNSOL16 then met two 
eastbound freight trains that met the HSR train at Hawkes (MP 51) and Shows Field (MP 
59).  The traffic ahead taking up sidings and the hand throw turnouts on the sidings forced 
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MNSOL16 into a siding well in advance of the HSR train.  The long spacing between 
Hawkes and Barnett added to the delay the train experienced while waiting to meet both 
eastbound trains. 
 
In the Case 3 simulation, MNSOL16 advanced 49 miles, to Dragon (MP 80), before being 
overtaken by the HSR train.  The power switches and turnout speeds to the sidings allowed 
this train to continue to move west, until the HSR train got much closer than in the Case 2 
simulation.  Also, the MNSOL16 meets the two eastbound freights at Meridian and Barnett 
instead of Hawkes and Shows Field.  Both eastbound trains advanced further after multiple 
freight-freight meets because of the turnout and siding speeds.  These trains could not 
advance in the Case 2 simulation because they would have delayed other trains getting into 
and out of the sidings. 
 
KCS Orleans Jct. to Lobdell Jct. 

The KCS between Orleans Jct. and Lobdell Jct. experienced similar improvement with the 
inclusion of CTC and the extension of Barmen siding.  Barmen (MP 818) filled a large gap 
between Montegut (MP 839) and Gonzales (MP 810) sidings.  The lengthened sidings and 
the increased turnout speeds allowed freight trains to advance in the Case 3 simulation where 
they could not in Case 2. 
 
An example of this occurred with westbound K-MNOBA15, which in the Case 2 simulation 
was delayed 2:30 at Montegut waiting to meet two eastbound inter-city commuter trains, then 
was overtaken by a westbound HSR train.  The train could not advance from Montegut 
because of the slow speed turnouts at Gonzales, and the lengthy distance between Montegut 
and Gonzales.  In Case 2, Barmen was of insufficient length to allow a 6,000-foot freight to 
operate into the siding. 
 
In the Case 3 simulation, the train advanced to Barmen to meet the first inter-city train.  
Lengthening Barmen and upgrading the siding with CTC made this move possible.  After the 
first inter-city train passed, the freight then advanced to Gonzales to meet the second 
commuter train.  The freight train immediately left Gonzales after that commuter train went 
by.  Due to the turnout speeds at Gonzales, the freight train was able to exit at a relatively 
high-speed, which allowed it to get all the way to Baton Rouge prior to the HSR train 
catching up with it.  In this case, the CTC and upgrades saved approximately 2 hours for the 
MNOBA15. 
 
One area that continued to experience delays in the Case 3 simulation was the Baton Rouge 
Terminal.  In both simulation cases, freight trains that had to work at Baton Rouge were 
delayed in the yard waiting for HSR or inter-city commuter trains to clear the main line 
around Baton Rouge.  In one such case, the train waiting in the yard blocked a switch engine 
attempting to get to the industrial area north of the yard, delaying both trains.  
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It was beyond the scope of this study to simulate yard operations beyond simple arrival and 
departure functions.  Therefore, the yards that were created were very simplified versions of 
the actual yards that exist today.  Without input from the railroads, it also was difficult to 
assess the various yard operations beyond adding switch engines that were likely to marshal 
cars, work various industrial areas around the terminal, or interchange with other railroads. 
 
The blocked switch engine is a good example of how this high-level simulation may 
misrepresent delay in the terminal areas.  It is possible that in reality, there would have been 
another track for the switch engine to use to get to the industrial area even with a longer train 
waiting in the yard.  The configuration in the model did not allow this option, however, that 
may be just a manifestation of the way the yard was represented.   
 
Similarly, it is possible that the new industrial lead that was included between the KCS Yard 
and the industrial area north of the yard could be used as an arrival/departure track for Baton 
Rouge freight trains.  In the model, the track was not connected back into the main line north 
of the yard; in reality, it is possible that putting in a switch at the north end of the lead 
expedites other yard operations.  If the route was connected into the main track, it would be 
CTC controlled to allow trains to enter and leave on signal indication with power switches. 
 
Utilization of the north lead as an arrival or departure track would have improved the 
performance of the Baton Rouge Terminal in the Case 3 simulations.  There is no question 
that trains that remained in the yard could have used the new lead as a departure track instead 
of remaining in the yard until passenger trains were no longer in the area.  This would have 
freed up the switch engines, and would have accelerated the departure of the longer freight 
trains. 
 
It is not clear, however, how often during the day a lead of this type could be used by 
arriving or departing trains.  The lead in question also was used by switch engines moving to 
and from the industrial areas.  If KCS switches those areas multiple times each day, it would 
be somewhat problematic to have main line trains sitting on the lead track entering or leaving 
the yard.  Additionally, it is unclear as to how many grade crossings there are on the lead 
track.  It is likely that there are crossings that trucks use to access the industries along the 
lead.  These crossings would be blocked for extended periods if the lead was used as an 
arrival or departure track, and that might be an unacceptable condition.  
 
None of these questions can be answered without input from the railroads involved.  If KCS 
would address these issues, modifications may be able to be made to the simulation that 
would improve terminal performance. 
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UP/BNSF Lafayette to Lake Charles 

As was seen in the Case 2 simulation, the improvements between Iowa siding and Iowa Jct., 
and the new yard lead between Lake Charles Yard and MP213, improved train flow over the 
line segment and around Lake Charles Yard.  As was previously discussed, the extended 
siding that included Iowa Jct. allowed trains operating from Lafayette to advance to Iowa 
siding rather than holding in Roanoke or Crowley sidings.  The long spacing between sidings 
on the Lafayette Sub between Iowa Jct. and Lafayette created major delays in the Base Case 
that were mitigated in both Cases 2 and 3.   
 
Also, as experienced in the Case 2 simulations, the long yard lead to MP 213 created 
additional locations where UP trains could clear the main line and change crews for 15 to 30 
minutes.  BNSF through trains were delayed less with this configuration, and UP trains could 
advance to Lake Charles when a passenger train was due because they had a location where 
they could clear the main line.  In the Base Case, many of these trains had to hold east of 
Iowa Jct. or west of the Lake Charles Yard until the passenger train had cleared the area.  
With four additional passenger trains in Case 2 and 3, as compared to the Base Case, this 
improvement was required to keep the terminal fluid. 
 
UP BR Jct. to Kinder 

While not shown in Figure 6-9, UP's Anchorage Sub between BR Jct. and Livonia 
experienced some additional D/10 delays over Base Case levels.  These increases were due to 
the four HSR trains that were added over this route in both Case 2 and 3.  UP trains had to 
wait either in Livonia Yard or in Anchorage Yard until the HSR trains cleared the 20 miles 
between Kahns (MP 641) and Livonia (MP 621) because there was not a meet/pass location 
on that section of track. 
 
It was believed that UP only runs two trains in each direction over this segment of the 
railroad so the slight increase in delay minutes per 10 train-miles operated (2.6 in Base Case, 
4.7 in Case 3) would have minimal effect on overall network fluidity.  If this did become an 
issue, however, it is likely that an additional siding between Livonia and Anchorage would 
accelerate UP's train performance.  This siding may be valuable in that it would also allow 
UP's Livonia Yard to depart a train to Anchorage when a HSR train was in the vicinity.  In 
one instance in the Case 3 simulation, this scenario occurred, and the inability to run the train 
east had an effect on Livonia's operational fluidity. 
 
The one segment that did not experience a benefit in the Case 3 simulations was UP's route 
between Livonia and Kinder.  As discussed previously, the improvements that were added to 
this route included extending sidings and extending the connection from the Beaumont Sub 
to Livonia Yard to approximately 2 miles in length.  Because there was only a small increase 
in D/10 delay in Case 2, no additional improvements were added in the Case 3 simulation. 
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While the extended sidings increased speeds into and from the sidings and improved siding 
spacing on the route, this was not enough to compensate for the additional meets and 
overtakes caused by the addition of the HSR trains.  Additionally in Case 3, backups around 
Livonia Yard repeatedly were caused by UP trains that bunched together as they approached 
the yard.  
 
Operation of Livonia Yard in the simulation was limited to arrival, departure and crew 
change functions based upon the estimation of traffic flows to and from the yard.  Four 
subdivisions meet at Livonia, and the traffic that flows into and from the yard is heavy from 
three of the directions.  Once trains begin to queue up, major congestion in all directions 
from the yard quickly ensues.  The back up congestion affected trains arriving at Livonia 
from the Beaumont Sub.   
 
The extension of the connection from the Beaumont Sub to Livonia was done to create a 
location where two trains of reasonable length could be held while the mainline to and from 
Anchorage remained clear.  The HSR trains used an Anchorage-Kinder main line flyover to 
bypass Livonia Yard and to get over the Alexandria Sub without affecting north-south 
operations.  With passenger trains moving past Livonia on the Beaumont Sub, it was critical 
that freight trains waiting to enter the yard, or to change crews, had a location that was clear 
of the main line line.  
 
What was not anticipated was that, while two trains could at times be held in the new 
connection, as many as five trains would be bunched up trying to get into or through the 
yard.  This congestion was usually created by too many trains from the other subdivisions 
vying for routes as they moved into and through the terminal.  In one case, a train attempting 
to depart for Anchorage was delayed by an HSR train, and the Anchorage train, in turn, 
blocked a train arriving from Kinder.  This type of "chain reaction" was one of the primary 
causes of the increased delay on the Kinder - Livonia segment. 
 
An example of how trains bunched up, when two HSR trains met at Basile (MP 560) near 
Kinder in the Case 3 simulation, it took 40 minutes for the segment between Alma (MP 670 
Lake Charles Sub) and Basile to be cleared.  During this time, two UP trains destined for 
Livonia/New Orleans arrived at Kinder and waited for the HSR trains to depart the area. 
 
Prior to the HSR-HSR meet, the westbound HSR train met another eastbound freight train at 
Lawtell.  That train, delayed by the meet with the westbound HSR, was overtaken by the 
eastbound HSR at Krotz Springs.  During this overtake, the two trains that were delayed at 
Kinder caught up to the freight at Krotz Springs.  This created a fleet of three trains arriving 
at Livonia within approximately one hour.   
 
As those trains approached Livonia, the following trains also arrived in order:  
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• one westbound from Alexandria,  
• one eastbound from Baton Rouge,  
• a second westbound from Alexandria,  
• a local from Addis,  
• an eastbound from Kinder, and  
• two northbound trains from Addis.   

 
All these trains arrived in a space of less than four hours.  Many of the trains were through 
trains that only changed crews, so those trains had to depart Livonia as well.  Each route out 
of Livonia is single track, creating multiple meets and or delays at the sidings just outside the 
terminal area. 
 
In this example, the HSR trains are not directly responsible for all the bunching around 
Livonia, but the HSR - HSR meet and overtakes did play a role in it.  This situation appears 
to be valid, regarding the random scheduling of trains.  At a similar time on another day in 
the simulation, the trains arrive relatively evenly spaced and the congestion does not occur in 
the terminal area.  When congestion did occur, however, the delays created around the 
terminal and on the line segment to Kinder created more D/10 delay than was experienced in 
the Base Case or Case 2. 
 
There is no definitive answer regarding why the trains that operated in Case 3 bunched up 
around Livonia when the bunching in Case 2 was not as great.  Analysis of the train counts 
indicate that all trains that were in the simulation in Case 2 also ran in Case 3, although some 
train times were different because of delay differences on the various line segments and 
within the terminals.  For example, an N-MNSUP15 that was supposed to run on Thursday 
was sufficiently delayed in the Case 2 simulation that it actually made a portion of its run on 
Friday.  Case 3 improvements allowed the train to finish its run on Thursday, and thus it was 
not seen in the list of Friday trains.  
 
Displacement of trains due to delays of this nature can change the entire meet/pass pattern on 
other segments of the network in subsequent simulation cases.  For example, a late arriving 
Lafayette - Lake Charles train will affect the meet/pass plan in Lake Charles, which in turn 
affects the departure of trains to Kinder.  Those trains interact with trains between Kinder and 
Livonia, changing the pattern of trains arriving at Livonia.  This also likely occurred from the 
Baton Rouge side, affecting both the KCS trains and the UP/CN and UP Anchorage trains.  
This is the most likely reason that bunching of traffic at Livonia was experienced at a greater 
level in the Case 3 simulation than in the Case 2 simulation. 
 
New Orleans Terminal 

Figure 6-10 depicts the D/10 delays for the three simulation cases, on individual railroads 
through the New Orleans Terminal.  As can be seen, delay in Case 2 was greatly increased 
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over Base Case levels while Case 3 levels were reduced below the Base Case.  The 
improvements were a direct result of the additional infrastructure added in the third 
simulation. 

Figure 6-10 
D/10 Delay, New Orleans Terminal by Railroad 

0

10

20

30

40

50

60

70

Th
re

e 
D

ay
 A

vg
. M

in
ut

es
 o

f D
el

ay

CN CSX KCS NS UP

Base Case Case 2 Case 3
 

CSX, NS, and UP trains experienced the highest level of D/10 in the Case 2 simulation.  As 
discussed in the Case 2 results, many of these trains were delayed between Marconi Drive 
and Terminal Jct.  Some were delayed by NS trains working at Terminal Jct., while others 
were delayed by passenger traffic moving east-west through EBJ.  Once congestion began in 
the area, multiple trains were frequently affected. 
 
In the Case 3 simulation, an additional track was added between Frenchman St. and Marconi 
Drive for staging trains to and from EBJ and a second route between Elysian Fields and NE 
Tower via the existing CSX route was created for passenger trains.  These two improvements 
greatly improved operations in the Marconi - Terminal Jct. - NE Tower corridor, as 
evidenced by the above graph.  Examples of how these additions improved operations are 
provided in the Delays Greater than 30 Minute section, below. 
 
Similar to the Case 2 results, CN also experienced improvement around the east end of their 
yard, near EBJ, because it could operate in parallel with the passenger trains moving through 
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the junction.  Switch engines that were delayed in the initial simulation found additional time 
to work through the junction in an east-west manner when HSR and inter-city commuter 
trains operated.  The additional capacity between Marconi Drive and Frenchman St. further 
improved CN's performance as north-south traffic also flowed more smoothly through the 
multiple routes that were established in the Case 3 simulation. 
 
In one such multiple routing, two parallel routes were established that connected to the HPL 
Bridge instead of a single track connection from the CN north main to the Back Belt. These 
multiple tracks allowed simultaneous, parallel north-south movements through the junction 
to and from Avondale.  The ability to move simultaneously also improved operations through 
EBJ which further reduced delays in the area.   
 
Case 3 Velocity 

Velocity graphs of trains by track section and railroad in Appendix XXXX indicate that 
where delays went down, velocity increased.  The largest on line increases were experienced 
by KCS between Orleans Jct. and Lobdell Jct. and NS between Meridian and New Orleans.  
KCS velocity increased 29 percent over Case 2 levels (9.9 to 12.8 mph) while NS velocity 
increased 32 percent over Case 2 levels (23.1 to 30.4 mph).  Both of these improvements are 
the direct result of installing CTC, lengthening sidings, increasing turnout speeds and spacing 
sidings more evenly over the district.  
 
The greatest decrease in velocity occurred on UP between Livonia and Kinder.  Freight train 
velocity on this section dropped 11 percent from 30.8 to 27.5 mph.  Most of this decrease is 
based upon the bunching of traffic around Livonia and the additional meets and overtakes 
traffic between Kinder and Livonia experienced with the HSR train operations.  It must be 
remembered that in the Base operation, this segment was primarily an eastbound railroad, 
with only a couple of trains per day that ran westbound creating meets.  With the HSR trains, 
the meets were increased and overtakes occurred because of the speed differential between 
the freight and passenger operations. 
 
In the New Orleans Terminal, UP, NS and CN all experienced velocity increases of 12 
percent or greater (NS 2.8 to 3.6 mph, UP 5.2 to 6.0 mph and CN 3.3 to 3.7 mph) as 
compared to Case 2 velocities.  Additionally, CSX experienced a 7 percent increase.  All the 
velocity improvements can be attributed to the improved flow at EBJ, Frenchman St., 
Terminal Jct. and NE Tower.  
 
Baton Rouge Terminal experienced only a minimal improvement in velocity (2.2 to 2.3 
mph).  As discussed previously, this reflected the delays to trains being held in the yard 
waiting for passenger traffic to clear the area.  As also discussed, this may be an incorrect 
representation of yard operations at Baton Rouge based upon the potential to use an 
additional lead for train arrivals and departures. 
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Case 3 Delays Greater than 30 Minutes 

The following graphs, Figures 6-11 and 6-12, demonstrate the changes in delays greater than 
30 minutes between the three cases. The graph supports the earlier findings regarding delays 
and velocity.  In every section except Livonia to Iowa Jct., the number of D>30 delays is 
reduced from Case 2 results.  In some cases, such as the New Orleans Terminal and NS 
between Meridian and New Orleans, the major delays are below those that were found in the 
Base Case.   
 

Figure 6-11 
D>30 Delays, by Segment 
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The New Orleans Terminal will be explored in more detail below.  The other line segments 
reflect what has been described above; mainly, that additional CTC and siding spacing 
improves freight flows even with the startup HSR and inter-city commuter service.  UP 
between Livonia and Kinder and Kinder and Iowa Jct. do see an increase in delays here as 
well.  As was detailed previously, bunching of traffic at the connection to Livonia Yard, and 
meet/pass/overtake delays, account for the increases. 
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Figure 6-12 
D>30 Delays, New Orleans Terminal Segments 
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Figure 6-12 supports the improvement between Case 2 and Case 3 in the D/10 and velocity 
graphs, reviewed previously.  Most locations within the terminal experienced improvement, 
with the worst segment experiencing the same number of D>30 delays.  Many of the reasons 
have been previously discussed, but this section will reiterate why there was improvement 
and provide some examples of actual train movements. 
 
Mays Yard experienced a decrease in D>30 delays from Case 2, and an even larger decrease 
from the Base Case.  As has been described, many of the D>30 delays that occurred on the 
east end of the yard were mitigated by the additional passenger traffic moving east-west 
through EBJ.  The windows that the passenger traffic created were utilized by CN switch 
engines, interchange moves and trains doubling into the yard that were delayed when there 
were only two passenger moves a day, rather than 10 moves per day. 
 
ECJ to Terminal Jct. also experienced improvement compared to the Case 2 and the Base 
Case simulations.  The improved D>30 numbers at this location are the result of the 
additional holding track included between Frenchman St. and Marconi Drive and the second 
route between NE Tower and Elysian Fields that bypassed Terminal Jct.   
 
The holding track allowed up to four trains to be staged (two on the new track, two on one of 
the two existing main tracks) while the third track remained clear for through freight or 
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passenger traffic.  This proved critical for the fluidity of traffic because of the conflicts at 
EBJ created by the east west passenger movements.  In earlier cases, as trains backed up at 
Frenchman St./Marconi Drive, they affected movements to the CSX and to the NS at 
Terminal Jct.  The additional track and route cleared up many of these occurrences. 
 
The value of the additional track at Frenchman St. can be seen with this example. In the Case 
2 simulation, U-MtoCSX66 was delayed 1’30” at Frenchmen St. by a westbound NS 
intermodal train at Terminal Jct. setting out to Oliver Yard.  The length of this train blocked 
the crossovers to the CSX route to Gentilly Yard at Elysian Fields.  The NS intermodal train 
could not advance because of two CSX to UP trains being held at Marconi Drive on one 
main, while the other main was being used for eastbound traffic coming from EBJ. Once the 
eastbound train was through EBJ, the two CSX trains at Marconi departed to the west, and 
the NS train at Terminal Jct. moved to Marconi Drive.  That advancement finally cleared the 
connection from the Back Belt to the CSX connection to Gentilly, and the U-MtoCSX66 was 
able to depart. 
 
In the Case 3 simulation, the extra track at Frenchmen allowed the NS intermodal train 
working Terminal Jct. to advance to a holding area clear of the connection from the Back 
Belt to the CSX.  The U-MtoCSX66 was delayed for a short time on the Back Belt main line 
until traffic at NE Tower cleared, but then proceeded to Gentilly Yard.  The CSX train’s 
delay was reduced by approximately 40 minutes. 
 
NE Tower to Oliver Yard also was a congested location in the earlier simulations because of 
the work performed by NS trains and the single track connection between the Back Belt and 
the route to NE Tower.  This location experienced significant delays in the Case 2 simulation 
because the single track had to remain clear for HSR or Amtrak trains moving between 
Meridian and NOUPT.  When the passenger trains were scheduled to move through, the 
freight traffic that was scheduled to work into or from Oliver Yard was held away from the 
single track. 
 
The new connection from the CSX route to the NS near NE Tower improved operations 
through this location.  The second route created a bypass that was used by all HSR/Amtrak 
trains and some freight trains when the single track connection near Terminal Jct. was 
occupied by other freight movements.   
 
Also seen in this area was improvement in train movements due to the improved capacity on 
the NS NO & NE Division (to Meridian).  Trains that were delayed in the terminal because 
of lack of capacity on the NO & NE Division in the Case 2 simulation departed much earlier 
in the Case 3 simulation.  This smoothed the flow of trains through the NE Tower - Terminal 
Jct. - Elysian Fields area which in turn created less back up congestion.   
 
An example of how capacity on the NO & NE Division improved terminal flow follows.  In 
the Case 2 simulation, eastbound NS train S-MOLNS17 was delayed 2’30” near Oliver Yard 
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waiting for an eastbound freight working at Terminal Jct. and a westbound freight working at 
NE Tower.  After the train at NE Tower departed, MOLNS17 could not advance until an 
eastbound HSR passed through the single track between Terminal Jct. and NE Tower. A 
second westbound train on the other main track north of NE Tower also contributed to 
preventing MOLNS17's departure. 
 
In the Case 3 simulation, the westbound train that worked at NE Tower and the train behind 
it were already clear of the junction when MOLNS17 departed the yard.  These two trains 
were into NE Tower (and on to the Back Belt) earlier because of the improved meet/pass 
capability between Meridian and Carriere.  With the two trains at NE Tower already west of 
Terminal Jct., the MOLNS17 departed and stayed ahead of the eastbound HSR train that it 
had to wait for in the previous case.  The freight train was finally overtaken by the HSR train, 
but it was at Barnett, approximately 150 miles north of Oliver Yard. 
 
EBJ is the final critical location in the terminal that experienced D>30 improvement in Case 
3, compared to Case 2.  However, it should be noted that D>30 delay counts are still higher 
than Base Case counts.  This is a direct result of the additional HSR and inter-city commuter 
trains that are included in the Case 2 and Case 3 simulations, but are not in the Base 
simulation. 
 
As previously described, track improvements at EBJ and Marconi Drive improved train 
operations over this section of the New Orleans Terminal.  The parallel, double track 
connection for north-south movements between the Back Belt and the HPL Bridge shortened 
the waiting time required to move multiple trains through the junction.  Also, eastbound 
trains to NS or CSX had more opportunities to move through the junction because there were 
additional staging tracks between Marconi Drive and Frenchman St.  Without those tracks, 
trains were required to hold on the HPL Bridge or in Avondale Yard until the westbound 
trains cleared the area. 
 
As an example of how the terminal infrastructure modifications improved operations through 
EBJ, in the Case 2 simulation, M-CNtoNS1 was delayed 4’30” in Mays Yard, waiting to go 
eastbound from Mays Yard to the Back Belt.  The train was first delayed by a local blocking 
the lead from the yard, then by a UP to NS train that needed time on the main line to perform 
work at Terminal Jct.  Following that train, a KCS train leaving West Yard blocked the route, 
then an eastbound HSR train from Baton Rouge moved through the junction.  After those 
trains cleared, the northbound City of New Orleans ran through, followed by the southbound 
City of New Orleans, a westbound HSR train and finally, a UP to CSX train.  
 
Some of these trains operated 1.5 hours apart; however M-CNtoNS1 could not depart Mays 
Yard. The reason the train could not advance to Marconi Drive was because of a NS train 
that was working at Terminal Jct. during a period when an open route had to be available for 
an eastbound HSR train moving through Terminal Jct. to Meridian.  A westbound HSR train 
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arrived from Meridian shortly after the eastbound HSR cleared, keeping the NS train from 
working and leaving no track available to hold an additional eastbound train.   
 
In the Case 3 simulation, the M-CNtoNS1 only waits in Mays Yard one hour prior to 
crossing through EBJ.  The train actually departs the yard and crosses through the junction 
prior to the arrival of any of the trains that delayed it in the second simulation.  The extra 
track at Frenchman St. and the second route between Elysian Fields and NE Tower 
contributed to this shortened delay.  The extra track at Frenchman St. provided a spot that the 
CNtoNS1 train could move to, while the new connection at NE Tower to the NS created a 
route for the HSR trains.  That second route freed the NS train to begin its work at Terminal 
Jct., which accelerated all trains through the area in that time period. 
 
What is indicated by the movement of trains through the terminal is that the multiple 
improvements included in the Case 3 simulation work together to improve fluidity of freight 
and passenger traffic on the multiple routes.  Individual projects are not likely to create 
incrementally improved operations, since all the projects will not be completed and working 
in concert with each other.  It appears that it would be a mistake to introduce HSR and inter-
city service through the New Orleans Terminal before all track improvements were 
completed and operational. 

Case 3 Infrastructure Improvement Investment 

Cumulative infrastructure improvement capital investment including Case 2 and two 
previous reports referenced earlier are indicated in Table 6-14, below. 

Table 6-14 
Infrastructure Improvement Investment Summary – Case 3 

Corridor Segment Amount ($m) 
Meridian to New Orleans 141  
New Orleans Terminal 247  
Orleans Jct. to North Baton Rouge (KCS) 194  
West Baton Rouge to Lake Charles   78   
Grade Crossing Upgrade Program 22  

TOTAL $ 682   
 
Detailed costs of infrastructure improvements proposed in this study are provided at the end 
of this chapter and in Volume II.. 
 

Case 4 - Year 2027 HSR and Freight Train Levels 
Case 4 is the first scenario utilizing the full 2027 compliment of HSR trains and 2027 freight 
traffic.  There is no 2027 freight only “base case” to compare to, so all results have been 
compared to the startup HSR Case 3, or in one case, the Base Case.   
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In Case 4 it was found that when the full schedule of HSR trains was added, the proposed 
schedules created HSR – HSR conflicts at numerous locations.  To avoid longer delays at 
these locations, additional infrastructure was added.  If the full service HSR option is 
progressed, it may be possible to adjust schedules to eliminate some of these delays; however 
it is likely that some or all of the following improvements will be necessary in addition to the 
freight improvements. 
 
The first location where there was significant passenger – passenger conflict was at Meridian.  
To resolve this issue, the existing Meridian yard track was upgraded to CTC main track and a 
second CTC track was added through the single track station area.  This track was connected 
back into the existing CTC main tracks at the junction for the route from Jackson, MS.  The 
double track provided capacity for trains to meet in the Meridian area with minimal delays.   
 
The second area of passenger conflicts was near Kenner Jct. and the proposed New Orleans 
Airport station stop.  At that location, multiple trains were scheduled to meet on the single 
station track on the north main of CN’s route between Hammond and NO. To resolve this 
issue, a second platform was assumed along the south main track, allowing trains to use 
either track for their stop.  Additionally, one crossover was added to allow trains operating on 
the south KCS main track to access either station platform. 
 
At South Baton Rouge and at Baton Rouge, a number of passenger train schedules 
overlapped.  This schedule feature created the requirement for passenger stations on both 
tracks at South Baton Rouge, as well as upgrading the siding to full CTC main line standards.  
At Baton Rouge, a new CTC main track with a station platform on the second main was 
added to mitigate the congestion.   
 
Finally, HSR trains were also scheduled to meet at the single track station at Lafayette.  
Capacity at the station was added by creating a new CTC station track for passenger trains.  
This track was used in conjunction with the existing main line for station stops and passenger 
meets, in turn reducing the passenger – passenger delays created by the schedules. 
 
Case 4 Delay Minutes per 10 Train-miles Operated 

Figure 6-13 compares D/10 delays from the third simulation with results from the fourth 
simulation.  As the graph clearly indicates, even with the additional infrastructure included in 
the simulation, the additional freight and passenger trains degraded the operating fluidity of 
every section of the network.  The levels of degradation in specific segments were such that 
it can be concluded that this solution would not be acceptable for the freight railways.  A 
brief description of what was observed in each section follows. 
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Figure 6-13 
D/10 Delays, with 2027 Freight and Passenger Operations 
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NS Meridian to New Orleans 

The D/10 delays for this segment of the network approximately tripled under the 2027 freight 
and HSR schedules.  While additional sidings were included in the network on this line 
segment in this simulation, it was obvious that the freight traffic was overwhelmed by the 
additional passenger trains that operated.  The 14 HSR trains plus the two existing Amtrak 
trains dominated the route between 0600 and 2200 each day. 
 
To compensate for the lack of available running slots during the day time hours, the model 
attempted to run a higher percentage of freight traffic in the evening or during the night.  For 
instance, it was observed that at midnight on Day 4, there were 12 NS freights operating 
between X Tower (North New Orleans) and Meridian.  At noon the following day, there 
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were only four NS freights operating along with four passenger trains on the same segment 
of the network.  
 
Growth trains were randomly added to the network and adjusted if any new train would 
overload a terminal with replication of similar train types. Trains departing from Oliver Yard 
in NO and Meridian had to be fit between HSR and Amtrak traffic, which the consultants 
believe would be the method the railroads would use in actual operations.  With the 
numerous passenger movements, however, the available slots during the day were limited.  
Therefore, a higher percentage of the traffic in the model ran in the evening or night when 
there were breaks in the amount of passenger traffic.   
 
Some trains did run concurrently with the passenger trains, however.  Many of these trains 
experienced delays at their origin station.  The model held these trains until a slot occurred 
that would allow the train to depart without affecting HSR or passenger traffic. 
 
When trains did run concurrently with passenger trains, there were excessive meets and 
overtakes.  For example, one HSR train that departed Meridian at 1850 met seven freight 
trains, overtook an additional four trains and met three other passenger trains.  The train 
arrived at New Orleans at approximately 2230, so many of the trains it met were the 
evening/night freight traffic that was discussed previously. Because of the priority of the 
passenger trains in the model, the freight traffic experienced the majority of the delays 
associated with those meets and overtakes.   
 
KCS Orleans Jct. to Lobdell Jct. 

There was approximately five times the level of D/10 delays in the 2027 HSR case as there 
was in the startup HSR case.  There were three specific areas where these delays regularly 
occurred; Frellsen, Baton Rouge and Lobdell/West Jct. 
 
Frellsen is just to the west of Orleans Jct., where the HSR and intercity commuter trains 
move between KCS and CN.  As discussed previously, HSR trains (and intercity commuter 
trains) occasionally met near the New Orleans Airport station, which is just east of this 
location.   
 
These meets created delays to KCS trains at Frellsen in the following manner.  A KCS train 
meeting an eastbound (southbound) HSR train would clear into Frellsen.  Once the first HSR 
train was past, the freight train would not be allowed to leave until the westbound 
(northbound) second HSR train coming from New Orleans Airport had overtaken it.  Waiting 
for this “double meet” created significant delay for KCS traffic. 
 
Additionally, the increased CN traffic to and from Mays Yard also impacted KCS traffic.  
Many of the CN trains were higher in priority than KCS manifest traffic, so some KCS trains  
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were held in Frellsen until the CN route cleared of freight operations.  With the high level of 
passenger traffic on the route (18 trains per day during weekdays, 14 trains during 
weekends), windows for CN freight traffic were limited, thereby affecting KCS operations. 
 
The other two locations that experienced delays were both around Baton Rouge.  Again, as 
mentioned previously, the schedules had multiple passenger trains meeting between Baton 
Rouge and South Baton Rouge.  The infrastructure that was added in those locations 
alleviated some passenger delays, but did little for freight operations. 
 
Multiple freight trains work around Baton Rouge Yard, including road freights picking up 
and setting out traffic and switch engines working the yard lead or nearby industries.  Work 
of this nature blocked the yard leads and tracks near and in the yard.  These blockages, in 
conjunction with the HSR/commuter trains, created delays for freight trains arriving at Baton 
Rouge.  When no tracks in or around the yard were available, these trains ended up being 
held at Essen (first siding south of Baton Rouge) or Lobdell Jct./West Jct. (west of the 
Mississippi River Bridge) until yard congestion cleared.  In some cases, these delays 
exceeded two hours.  An example of one such delay is included in the Delays Greater than 30 
Minutes section below. 
 
Additionally, the HSR trains had an effect on KCS traffic in the Baton Rouge terminal itself.  
In Case 3, KCS trains measured in Baton Rouge Terminal experienced 32 minutes of delay 
for every 10 train miles operated; in Case 4, this level of delay increased to 102 minutes per 
10 train miles operated.  Many of these delays occurred within the yard to switch engines 
attempting to occupy the yard lead to simulate the switching of yard traffic.  With the HSR 
and commuter trains originating, terminating or passing through the yard, the lead frequently 
was not available for switching operations.  These delays, coupled with the small number of 
miles operated within the terminal, accounted for the excessive increase in total D/10 delays. 
 
The amount of miles operated within the terminal was small compared to the amount of 
miles operated between Orleans Jct. and Lobdell Jct., which is why the overall D/10 result 
for the KCS segment is not as large as the BR Terminal segment.  However, delays on the 
road and within the yard still amounted to the five fold increase in D/10 delays, as compared 
to the startup HSR scenario. 
 
UP/BNSF Lafayette to Lake Charles 

The segment of railroad between Lafayette and Iowa Jct. experienced an increase in D/10 
delays that was double the level in the Case 3 simulation.  In the previous case(s), no HSR 
trains ran between Iowa Jct. and Lafayette (although one Amtrak train did operate in each 
direction every other day).  The primary cause of this increase was the meets and overtakes 
that occurred due to the inclusion of HSR trains onto the corridor. 
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The model created two operational solutions to deal with the HSR trains between Lafayette 
and Iowa Jct.  The first of these was to “fleet” many of the westbound freight trains to 
minimize the meets that were required with opposing trains.  The second solution was the 
model used Lafayette Yard as a holding point for freight traffic.   
 
Fleeting trains is a common practice on capacity constrained lines.  This term refers to 
running a group of trains in one direction while holding opposing traffic.  This method of 
operation reduces the complexity of the meets and overtakes that have to be set up when a 
large number of trains is meeting another large number of trains in opposing directions.  
 
On this segment, most of the traffic was westbound UP and BNSF traffic, with some 
opposing BNSF trains destined for NO.  At the higher freight levels included in Case 4, the 
model attempted to run many westbound trains together to meet one or two eastbound freight 
trains.  For example, it was observed that between 2200 and 2400 on Day 4, nine westbound 
trains left Avondale Yard destined for Lake Charles.  These trains met two eastbound trains 
between Avondale and Lafayette. 
 
During the daytime at Lafayette, however, any fleet of westbound trains began intermingling 
with HSR eastbound and westbound traffic.  Even with the increased sidings between 
Lafayette and Iowa Jct. and the double track west of Lafayette, the model could not find 
enough locations to hold freight trains when those trains were meeting an opposing HSR 
train or being overtaken by a westbound HSR train.  For example, a HSR train leaving 
Lafayette at 1135 met four freight trains, overtook six freight trains and met one HSR train 
between Lafayette and Lake Charles.  Some of the overtakes occurred on the double track 
between Iowa Jct. and Lake Charles, however most of the activity occurred between 
Lafayette and Iowa Jct. 
 
What this example demonstrates is how the HSR trains caused the freight traffic to bunch up.  
When the fleets of trains left Avondale, they were relatively evenly spaced as they operated 
towards Lafayette.  However, once they arrived at Lafayette and encountered opposing (or 
trailing) HSR trains, the freights were forced to bunch up in locations for meets and 
overtakes.  Three of the trains that were overtaken by the HSR train were held on the freight 
main or in yard tracks in Lafayette.  Another train was overtaken at Roanoke. The high 
number of overtakes was a direct result of the fleet of trains that was dispatched from 
Avondale. 
 
The two HSR trains meeting between Crowley and Lafayette also created additional delay on 
this segment.  Similar to what occurred at Frellsen with KCS trains, UP and BNSF trains that 
met one HSR had to continue to wait at their location until a second, opposing HSR train 
passed them after the HSR - HSR meet.  One of the reasons the double track west of 
Lafayette was not always used to hold freight trains (Lafayette Yard was used instead) was 
that the HSR trains that were meeting required two tracks to pass each other.  This minimized 
the number of freights that could be held to insure a clear route for passenger operations. 
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The segment between Iowa Jct. and Lake Charles experienced a much smaller increase in 
D/10 delays.  The additional second track between MP 202.5 and MP 213, which created 
double track from MP 202.5 to Lake Charles Yard, was the primary reason for minimal 
additional delay.  A number of universal crossovers included with the second track also 
created pockets that freight trains could stop in for crew changes, while other trains could 
pass on the second track.  The shear volume of increased freight in conjunction with the full 
schedule of HSR trains did create some additional delay, however, for the most part, the 
infrastructure alleviated major increases. 
 
One issue that will have to be considered in any final plan is the resolution of the yard tracks 
in Lake Charles Yard.  In the simulation, one long yard track was turned into a through route 
for UP trains.  With limited room at Lake Charles to expand the yard, this may not be 
acceptable to UP.  However, the simulation clearly indicates that two main tracks through 
Lake Charles are necessary under the simulated train volumes to maintain reasonable 
operating fluidity. 
 

HSR Direct Route Lafayette to Baton Rouge 

The route between Lafayette and West Jct., near Baton Rouge, saw only HSR trains 
operating on it.  There were two sidings on that segment to facilitate HSR – HSR meets.  On 
occasion, one HSR train would have to wait up to 10 minutes for the meet.  The delays did 
not create significant changes in HSR D/10 statistics. 
 

UP BR Jct. to Kinder 

The only portion of UP’s route between BR Jct. and Kinder that HSR trains operated over in 
Case 4 was the one half mile segment between MP 641.5 and the connection to the Direct 
Route to Lafayette.  That segment of track only operated four UP trains per day, none of 
which were severely affected by HSR traffic.  The local to BR did experience some delay 
around the Mississippi River Bridge waiting for HSR trains to clear the area, however the 
overall impact was minimal. 
 
The improvements from Cases 2 and 3 between Livonia, Kinder and Iowa Jct. all remained 
intact in the Case 4 simulation.  UP freights enjoyed the benefit of these improvements 
without any HSR traffic, which led to slightly improved D/10 results for the main Livonia – 
Kinder segment.  However, the additional freight trains that were added did cause increased 
congestion around Livonia Yard.  The issues associated with that yard configuration were out 
of the scope of this analysis. 
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Figure 6-14 
D/10 Delays, New Orleans Terminal  
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New Orleans Terminal 

As is clearly indicated in Figure 6-14, D/10 delays increased for every railroad serving the 
New Orleans Terminal.  The primary cause of these increases was the additional HSR trains 
operating through the terminal. 
 
CN experienced the greatest increase in D/10 delays.  Most of these additional delays were 
due to a single operational issue: the congestion around Kenner Jct. caused by HSR traffic 
moving to and from the New Orleans Airport station and the KCS.  This location for a station 
combined with the schedules provided created large backups for CN. 
 
The HSR meets west of Mays have been described previously; those meets conflicted with 
CN and KCS traffic moving between Mays Yard and Orleans Jct. (KCS to Frellsen, CN to 
Hammond).  The additional CN traffic added to represent 2027 freight levels aggravated the 
situation; more trains were attempting to enter or leave Mays Yard, which created increased 
conflicts with the heavy HSR/commuter traffic.  These delays significantly increased D/10 
delays for CN within the NO Terminal. 
 
CSX, NS and UP trains experienced increased delays at EBJ.  North-south trains attempting 
to move between the HPL Bridge and the Back Belt experienced delays at Marconi Drive 
(southbound trains) and at Avondale and on the HPL Bridge (northbound trains).  The 
additional HSR trains moving through EBJ in an east-west manner reduced the windows for 
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the freight movements, creating queues of freight trains attempting to move through the 
junction. The number of trains in these queues led to many long delays, which contributed to 
increased D/10 delays for each railroad.  The length of the delays is analyzed in more detail 
in the Delays Greater than 30 Minutes section below. 
 
CSX and NS experienced similar additional delays between ECJ, Terminal Jct. and NE 
Tower.  Again, increased freight levels competed with increased HSR trains across the Back 
Belt and on both the CSX and NS lines through NE Tower.  Between ECJ and NE Tower, 
not only did 14 NO/Meridian HSR trains operate each day, but 12 NO/Mobile HSR trains 
operated as well.  Each of these trains had to crossover between the north and south tracks 
between Elysian Fields and ECJ to move to and from NOUPT.  The Mobile HSR trains also 
crossed NE Tower at grade.  Many of the NO/Meridian HSR trains crossed over to NS’s 
south track at NE Tower, also contributing to congestion.   
 
As freight trains were held to allow the HSR trains to move between NE Tower and ECJ, 
backups occurred in the new Frenchmen St. holding tracks, at Terminal Jct., and within 
Oliver Yard.  The trains in the Frenchmen St. holding tracks were also delayed by HSR trains 
crossing at EBJ, as discussed previously.  Many of the delays exceeded multiple hours 
because of the reduced windows of operation associated with the increase in HSR traffic on 
both routes into and from NO.   
 
Regarding the NO Terminal, this simulation demonstrated that the improvements included in 
the Case 3 simulation are not sufficient at the 2027 freight and passenger level if HSR trains 
operate under their full service schedule.  The decreased windows of operation at EBJ, ECJ 
and NE Tower due to the high level of passenger traffic will negatively affect freight 
operations even with improvements in physical plant and operating cooperation. 
 

Velocity 

As expected, the increased delay associated with higher levels of freight and passenger traffic 
reduced the velocity of freight traffic across the network.  Graphs provided in the appendices 
to this report demonstrate by line segment how the velocity of freight traffic decreased.  The 
additional meets, overtakes and delays at junctions were the primary cause of the decrease. 
 
The large increases in D/10 delays between Meridian/NO, Orleans Jct./Baton Rouge, and 
Lafayette/Iowa Jct. are reflected in large decreases in velocity over those segments.  The 
additional time associated with meets and overtakes, including the reduced speeds entering 
and exiting sidings, the time added when trains are decelerating and accelerating, and the 
delays waiting for multiple HSR trains, negatively affected average velocity. 
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Delays Greater than 30 Minutes 

The follow graph compares the number of delays greater than 30 minutes from Case 3 to 
Case 4. 

Figure 6-15 
D>30 Dealys, by Segment 
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While D/10 delays showed significant increases over the various line segments, the delay 
minutes associated with those numbers were somewhat moderated by the additional train 
miles that were operated associated with 2027 freight growth.  The absolute numbers of 
major delays, however, is not moderated.  Figure 6-15 shows the impact of freight and 
passenger growth on the improved railroad network. 

Line Segments 

Of the various line segments, the route between Meridian and NO experienced the greatest 
increase in major delays.  It was observed that there were approximately five times as many 
delays that exceeded 30 minutes in Case 4 as compared with Case 3.  The combination of 
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high freight volumes and the multiple meets with HSR passenger trains created many periods 
where freight traffic had to wait for multiple HSR trains to pass or overtake before 
proceeding.  This frequently led to multiple D>30 delays during a single meet/pass operation. 
 
As an example of this creation of multiple major delays, between 1000 and 1200, it was 
observed that three NS freights were operating between Lumberton and Slidell.  Two 
southbound freight trains entered the sidings at Derby and Carriere to meet a northbound 
HSR train, while a northbound freight train entered Woods to be overtaken.  A high priority 
freight train following the first HSR train forced all three trains to hold their positions.  Once 
that freight train was past, a southbound HSR train approached to overtake the two trains at 
Derby and Carriere and meet the train at Woods.  During the wait for that operation, another 
northbound HSR train departed from NO.  After the southbound HSR train had passed the 
two southbound freight trains, it met the northbound HSR train at Pearl River.  Because of 
that meet, all three freight trains had to hold their position again until the northbound HSR 
met the freight trains in Derby and Carriere and the southbound HSR train met the train in 
Woods.  When the entire episode was concluded, all three of the freight trains experienced 
delays exceeding two hours, with one train experiencing a four hour delay. 
 
Delays of this nature would likely be understated in this simulation.  In general, a train that 
was delayed for four hours between crew change locations would likely have to incer a 
subsequent delay while the crew is relieved due to the expiration of its time.  This would 
require that the train was routed into another siding while a van was sent with a relief crew, 
leading to additional delay and the occupation of a siding during the crew change operation.  
This simulation did not pick up this potential type of delay. 
 
The other two line segments where freights experienced large increases in D>30 delays, 
BNSF/UP’s route between Lafayette and Iowa Jct., and KCS’s route between Orleans Jct. 
and Lobdell Jct., experienced increases of 300% or more in D>30 delays.  Similar to the 
Meridian/NO corridor, HSR trains frequently caused multiple freight delays with the 
proposed infrastructure configuration. 
 
An example of a D>30 delay that was caused by HSR and commuter schedules on the KCS 
route between Orleans Jct. and Baton Rouge occurred at 0600 in the morning, when a 
westbound (north) KCS freight train was observed entering Essen siding, just south of Baton 
Rouge.  At that same time, a commuter train departed from Baton Rouge towards NO, 
meeting the freight at Essen.  At 0625, a Baton Rouge/Houston HSR train operating from the 
yard moved to the BR station, preventing the freight from advancing.  As soon as it departed, 
a switch engine occupied the access to the yard.  At 0715, the switch engine cleared and a 
Baton Rouge/NO HSR train moved from the yard to the station for departure.  At 0800, a 
Houston/NO HSR train arrived from Lafayette and continued south, also blocking the freight 
from advancing.  At 0820, a NO/Houston HSR train overtook the freight (after meeting the 
southbound HSR at Barmen).  Finally, at 0830, another Houston/NO HSR train arrived from 
Lafayette and departed south.  Once that train cleared Essen, the freight advanced to Baton 
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Rouge.  The sequence of commuter and HSR trains delayed the KCS train approximately 
three hours.  
 
The model’s dispatching algorithms are based on mathematical calculations of whether a 
train can proceed through a given segment without creating additional delay cost.  If the 
model did not attempt to run the train from Essen to Baton Rouge Yard, it is likely that no 
actual dispatcher would do so either. Therefore, even though the distance between Essen and 
Baton Rouge is small and it appears the train might have run between passenger trains, the 
delay to the freight train is likely to be valid. 
 
A final example of how the passenger trains created multiple, major delays occurred between 
Lafayette and Iowa Jct.  At approximately 0930 a fleet of westbound freight trains were 
approached by a westbound HSR train.  One freight train was held at Midland, two trains 
(one eastbound, one westbound) were held at Crowley and four trains followed the HSR train 
into Lafayette.  At the same time, an eastbound Amtrak train was departing Iowa for 
Lafayette.  The two passenger trains were configured to meet at Roanoke.  
 
While the passenger trains advanced from Lafayette and Iowa, the freight trains held their 
positions at Midland, Crowley and Lafayette.  Once the HSR - Amtrak meet occurred, all 
freights had to hold for the eastbound Amtrak train to pass them.  This created delays for six 
trains, ranging from 38 minutes up to one hour, forty eight minutes.  As soon as the Amtrak 
was past, the trains started to advance, with the western most train (at Midland) moving first.  
The trains at Lafayette were the last to advance because they were the last trains passed by 
the Amtrak train. 
 
While these trains were waiting at Lafayette, an eastbound HSR train departed from Lake 
Charles.  The trains that were previously held at Crowley and Lafayette could only advance 
one station prior to the arrival of the second HSR train.  While these delays were not as 
severe as the first group, the HSR train created delays to four freight trains with the shortest 
delay being just over half an hour. 
 
These examples show how the new passenger trains affected freight operations on every line 
segment where they were added to the network.  The increased volume of freight traffic 
contributed to some of the delays, however the majority of the major delays were associated 
with clearing for HSR, commuter or Amtrak traffic. 
 

New Orleans Terminal 

Figure 6-16 compares the number of delays greater than 30 minutes between the Base Case, 
Case 3 and Case 4.  The Base Case was included in this analysis because it appeared that the 
number of major delays in Case 4 was not excessively higher than the number experienced in 
the Base Case. The graph indicates that there were an increased number of D>30 delays in 
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Case 4 as compared to both the previous cases.  However, the increase was not to the same 
level as some of the other statistics analyzed, which experienced increases of 300% or more.   
 

Figure 6-16 
D>30 Delays, New Orleans Terminal 
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Review of the simulation indicated the delays occurred in similar areas as in all previous 
cases; EBJ, ECJ, Frenchmen St., NE Tower and Terminal Jct. were the primary locations.  
The majority of delays occurred because freight trains waited for HSR or commuter trains to 
cross the freight routes at junctions and diamonds.   
 
What was different about this simulation as compared with previous simulations was the 
duration of the delay minutes the freight trains experienced.   
 
Figure 6-17 shows the average duration of D>30 delays, by location, in the NO Terminal.  
The graph indicates that at three locations within the terminal, the average duration of major 
delays increased significantly.   The two greatest increases occurred at EBJ and between 
ECJ and Terminal Jct.  These were the two locations where the increased passenger trains 
crossed the paths of freight traffic. 
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Figure 6-17 
Average Duration of Major Delays, New Orleans Terminal 
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The greater duration of delays coincide with the queues of trains that were created waiting 
for a window between HSR/commuter/Amtrak trains.  The numerous HSR schedules created 
very few long windows during the daytime hours where freight traffic could move without 
affecting or being affected by passenger traffic.  These queues led to the higher average 
duration of major delays. 
 
The duration of delays at NE Tower and at Orleans Jct. did decline in Case 4.  As an 
explanation for these results, it should be noted that in the Base Case, NE Tower did not have 
the connection to the CSX, and all trains had to move via Terminal Jct. In Case 4, the new 
connection was in place and HSR traffic could bypass Terminal Jct.  This bypass relieved 
pressure on trains that backed up around Terminal Jct. and in Oliver Yard in the Base Case.  
With fewer trains queuing in Case 4, the duration of delay was reduced, even though there 
were more delays that occurred. 
 
At Orleans Jct., the Base Case had only a single track connection to CN while in Case 4, 
there was a double track connection.  Additionally, delays on the KCS at Frellsen increased 
in Case 4, which was the natural holding location for freight traffic affected by passenger 
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trains in the area.  Some CN trains also ended up held at Mays Yard, which experienced an 
increase in average duration in Case 4 as compared to the Base Case. 
 
The conclusion that can be reached from this and previous analyses of New Orleans Terminal 
is that there is not sufficient capacity to accommodate 2027 levels of both HSR and freight 
trains under the configuration of tracks that was used in the Case 4 simulation.  Further study 
of the terminal will be required to reduce the number of major delays and/or the delay 
minutes per train miles operated.  That analysis is beyond the scope of this study, and will 
have to be pursued at another time under a separate study.  
 

Case 4 Infrastructure Improvement Investment 

Cumulative infrastructure improvement capital investment to include Cases 2 & 3 are 
indicated in Table 6-15, below.  These estimates also include related HSR projects from two 
previous reports referenced earlier.  

Table 6-15 
Infrastructure Improvement Investment Summary – Case 4 
Corridor Segment Amount ($m) 

Meridian to New Orleans 173  
New Orleans Terminal 247  
Orleans Jct. to North Baton Rouge (KCS) 242  
West Baton Rouge to Lake Charles (net of Case 2 projects) 1,338  
Signal System Upgrade Program 248  
Grade Crossing Upgrade Program 42  

TOTAL $ 2,290  
 
The estimate for improvements between West Baton Rouge and Lake Charles in Case 4 is 
the incremental net sum based on the assumption that improvements between Livonia and 
Kinder, and between Kinder and Iowa Junction assumed in Case 2 would not be undertaken.  
These total $57 million.  Detailed costs are provided at the end of this chapter and Volume II. 
 

Case 5 – Year 2027 HSR and Freight Levels with Double 
Track 
The Case 5 simulation was performed to test the effects of double track on portions of the 
network with the full 2027 freight and passenger schedules simulated in Case 4.  This was 
done because the results of Case 4, which primarily included single track and sidings, are 
believed to likely be unacceptable to the freight railroads.  No improvements beyond those 
already made in previous simulations were made to the New Orleans, Baton Rouge, 
Lafayette or Lake Charles terminals as those improvements were beyond the scope of the 
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study.  A separate study is being performed on New Orleans Terminal to determine what 
improvements will be necessary to facilitate freight movements. 
 
The locations of the double track, described and graphically represented in the Improvements 
section of this report, were chosen based upon locations where many HSR trains met based 
on the schedules provided to MainLine Management.  As described in the Case 4 results, the 
meets created by HSR trains had a major delay effect on freight traffic.  MLM believed that 
if double track was added across the primary meet locations, the impact to freight would not 
be as severe.  This theory was applied on NS between Meridian and New Orleans, on KCS 
between Orleans Jct. and Lobdell Jct., and on BNSF between Lafayette and Iowa Jct.  These 
three line segments are the focus of the results of the Case 5 simulation. 
 
The amount of double track that was added in this simulation was an issue of discussion prior 
to creating the model run.  Obviously, the level of double track would affect the amount of 
delay; the minimum delay would likely be experienced if the entire segment was double 
tracked.  However, the consultants believed that a reasonable amount of double track would 
show the value of the additional capacity.  It is the consultants belief that additional double 
track would continue to improve these results, while less double track would likely have a 
negative impact on them.   
 

Case 5 Delay Minutes per 10 Train-miles Operated 

Figure 6-18 compares D/10 delays from the third and fourth simulations with results from the 
fifth simulation.  The third simulation was 2007 freight volumes with startup HSR 
operations; the fourth simulation was 2027 freight and HSR volumes. As the graph indicates, 
the impact of the double track is mixed.  Two major segments experienced clear 
improvement with the additional track, while two others experienced worse performance.  
Each impact is described below. 

 

NS Meridian to New Orleans 

The D/10 delays for this segment of the network were reduced by the inclusion of the two 
sections of double track between Pearl River and Lumberton and between Moselle and 
Barnett.  These were locations that featured many HSR – HSR meets in Case 4.  The double 
track did improve the effects of those meets on freight operations. 

 

While the Case 5 D/10 delay level did not return to the Case 3 D/10 level, it was reduced by 
approximately 45% as compared with the single track with sidings configuration utilized in 
Case 4.  With six additional freight movements and 12 additional HSR movements, it is 
understandable why D/10 delays did not revert to Case 3 levels.   
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Figure 6-18 
D/10 Delays with 2027 Freight and Passenger Operations 
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KCS Orleans Jct. to Lobdell Jct. 

As Figure 6-18 indicates, this section of the network experienced a worsening of D/10 delays 
with the additional two segments of double track.  However, these results are somewhat 
misleading, as the majority of delay occurred between Lobdell Jct. (west of Baton Rouge 
Mississippi River Bridge) and Essen (first crossover east of Baton Rouge terminal). There 
was also a terminal configuration issue that likely contributed to the delay. 
 
Review of the line segment between Orleans Jct. and Gonzales showed that freight D/10 
delay slightly improved over this section with the new double track between Grammercy and 
Montegut.  Some locals were affected at Norco attempting to get to the double track; 
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however, most of the freight movements utilized the double track section and the crossovers 
to improve routing options.   
 
Most of the conflicts that caused the worsening D/10 on the segment occurred between Essen 
and Lobdell Jct.  While there was double track added from south of Essen (Kleinpeter) to the 
yard lead at Baton Rouge, there was no double track added from the north end of the yard to 
Lobdell Jct.  A high percentage of the delays that were recorded in the Case 5 simulation 
occurred either at Lobdell Jct. or in the yard.  HSR, commuter and other freight operations 
contributed to those delays. 
 
Two types of reoccurring delays were noted; trains were held at Lobdell Jct. for multiple 
HSR/commuter operations from/into the yard or switch engines/trains were blocked 
attempting to get to and from yard tracks by HSR and freight movements.  Both issues 
created conflicts, leading to increased D/10 delays. 
 
One root cause of these conflicts was the length and speed of the single track between 
Lobdell Jct. and Baton Rouge Yard.  A loaded freight or grain train starting from a standstill 
at Lobdell Jct. took almost 40 minutes to move to a yard track or to clear into the double 
track.  Because of that time requirement, the model rarely allowed a freight train to leave 
Lobdell Jct. unless there was at least an hour between HSR/commuter trains and there was no 
other freight operation that simultaneously required track around Baton Rouge. 
 
The double track that was added to the south may have been partially responsible for this 
outcome.  With the double track, northbound KCS trains were allowed to advance to Baton 
Rouge concurrently with or just prior to HSR/commuter trains, whereas in the previous case, 
they were held at Essen.  The northbound freight trains consumed track capacity around 
Baton Rouge that was also required by the southbound trains. In other words, with 
northbound freight trains in the yard instead of at Essen, there was reduced trackage available 
at Baton Rouge, which limited a southbound train’s ability to advance from Lobdell Jct.  
 
Yard design in the model also likely played a role in these delays.  It was beyond the study’s 
scope to redesign Baton Rouge Yard beyond simple track modifications, so when the double 
track was extended from the switching lead to Kleinpeter, one of two usable yard tracks was 
reassigned as a through/set out track. This reassigned track reduced the number of tracks 
available for train arrival, departure or switching.  Since many of the freight trains arriving at 
Baton Rouge had to enter the yard, trains were held at Lobdell and at Essen when switch 
engines were working the yard.  This led to increased D/10 delays. 
 
An example of this occurred on Day 2 at 1630.  A northbound freight was held at Essen from 
1630 until 2300 hours because of multiple trains and switch engines vying for the available 
yard trackage.  This time frame also coincided with heavy levels of HSR and commuter 
traffic utilizing the through main tracks, further constraining capacity.  By the time the 
freight train at Essen was released to Baton Rouge yard, two switch engines and four other 
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KCS freights were “nose to nose” between the Essen crossovers and Baton Rouge Yard.  The 
entire episode did not straighten itself out until 0500 the following morning, creating nine 
major delays around Baton Rouge.  This accumulation of delay obviously contributed to the 
increase in D/10 delays. 
 
Whether this type of delay would occur in actual operations can be debated.  During the site 
visit to Baton Rouge Yard, it was clear that the yard was not exceptionally large and most of 
the tracks were filled with industry cars.  The configuration and level of usage would limit 
the number of tracks available to a train entering the yard, which possibly could create delays 
similar to those experienced in the simulation, though the delays could be distributed 
differently across the competing types of operations depending on dispatching decisions.  
Based upon this observation, the consultants believe that before any passenger operations 
could be introduced at Baton Rouge, an in depth study of yard track utilization should be 
performed. 
 
Another usage of yard tracks that was not accounted for in the simulation was the tracks 
required to store and service commuter equipment and at least one HSR train set.  In actual 
operations, the storage of passenger equipment would have to be designed to work in 
conjunction with freight operations; this was not done in Cases 3 through 5.  Any future 
design would have to take into account freight flow through the terminal before it would be 
approved by KCS and implemented. 
 

UP/BNSF Lafayette to Lake Charles 

The segment of track between Lafayette and Iowa Jct. experienced an improvement in D/10 
in Case 5 as compared to Case 4.  The reduction in delay almost restored the D/10 value to 
that found in Case 3, where only four HSR trains were operated.  However, the improvement 
in this segment led to worsening performance in the Iowa Jct. to Lake Charles segment. 
 
The extended double track from West Lafayette to Crowley and the double track between 
Iowa Jct. and Roanoke allowed trains to advance further west in Case 5 than they did in the 
previous case.  Many of these trains were held in Lafayette Yard in Case 4 because this 
additional track was not available. The ability to advance without conflicts and congestion 
around Lafayette is the primary reason D/10 improved. 
 
At the same time, however, the ability to advance trains from Lafayette onto the Case 5 
double track appears to have contributed to the increased delays at Lake Charles.  Since the 
trains on this line predominately operated to the west, trains that got “spaced” at Lafayette 
Yard in an orderly (but delayed) manner in Case 4 hit Lake Charles in fleets in Case 5.  Lake 
Charles does not have capacity to process or hold the number of trains that arrived in these 
fleets, creating multiple conflicts.   
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Again, the design of Lake Charles Yard in the model may also have contributed to this 
impact.  As discussed previously, only a simple design for the yard was created as line 
segment modifications were added.  While double track and crossovers were added between 
Iowa Jct. and the west end of the yard, no additional yard tracks were added to compensate 
for the yard trackage that was lost.  Yard engines and UP trains changing crews had to 
operate on the configuration of tracks that was available.  With this minimal configuration, 
the fleets of trains arriving over short time spans appeared to simply overwhelm the yard at 
times.  Westbound trains were delayed east of the yard between Mallard Jct. and Iowa Jct., 
while some eastbound BNSF trains were delayed from entering the network west of the yard.  
 

Passenger Operations  

Figure 6-19 depicts the delay per 10 train miles operated of passenger rail in the major freight 
corridors for Cases 4 and 5.  This graph depicts two important findings 

• the magnitude of passenger delay is much less on a per train mile basis than 
freight delay, and, 

• with the exception of Iowa Jct. to Lake Charles, the double track included in Case 
5 further reduces passenger delay. 

 
As discussed in the introduction, RTC attempts to minimize “cost” by reducing delay to high 
priority traffic as it resolves route conflicts.  Figure 6-19 clearly shows this effect during the 
simulations where passenger levels were highest.  Most of the delay minutes that occur to 
passenger trains were caused by other passenger trains, such as meets in sidings or at the end 
of double track.  When freight did impact passenger, it was because the model could not find 
enough alternatives to allow the higher priority train through without some delay.  This 
occurred primarily within terminal areas, such as Baton Rouge and Lake Charles. 
 
The impact of the double track clearly can be seen on the Meridian – NO and Lafayette – 
Iowa Jct. segments in the model.  The double track, which was added in locations where 
there appeared to be the highest percentage of HSR – HSR meets in Case 4, reduced the 
delays caused by the single track with sidings configuration.  The double track allowed the 
trains to make running meets in many of these locations, rather than forcing one train to stop 
in a siding while the second train passed. 
 
There was also improvement between Orleans Jct. and Lobdell Jct.  Most of this 
improvement occurred on the line segment between Orleans Jct. and Kleinpeter, where the 
D/10 rate was reduced from 0.2 minutes to 0.1 minutes.  The Baton Rouge terminal 
experienced a small increase in the D/10 rate, moving from 1.7 minutes to 1.8 minutes 
between Cases 4 and 5.  The overall line segment D/10 rate decreased because many more 
miles of passenger operations were run outside the Baton Rouge Terminal than inside of it.   
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Figure 6-19 
Passenger D/10 by Segment 
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Iowa Jct. to Lake Charles reflected the overwhelming nature of freight and passenger traffic 
that was experienced in Case 5.  During periods of the Case 5 simulation, when freight trains 
backed up, a single through route was left for all passenger trains operating in the corridor.  
At times, the model had to choose one passenger train over another.  This delay was more 
severe in Case 5 than in Case 4 because freight traffic did not arrive at Lake Charles in fleets 
in the earlier simulation like it did in Case 5, so there were less occasions where a single 
route was the only option for the model.   
 
Even with the increase in delay in Case 5 around Lake Charles, it should be remembered that 
the magnitude of simulated delay for passenger trains was very small.  The statistics indicate 
that a passenger train operating between Lake Charles and Lafayette (71 miles) could expect 
approximately 2 minutes of delay on average under the conditions that were simulated.  
Similarly, passenger trains moving between Lobdell Jct. and Orleans Jct. (85 miles) on 
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average could also expect approximately 2 minutes of delay, and trains between New 
Orleans’s Seabrook Bridge and Meridian (190 miles) could expect approximately that same 
delay.   
 
In many cases, actual dispatching does not reflect the same priorities that occur in the 
simulations.  The model gives the passenger trains the highest priority, and therefore the best 
handling that can be found based upon the traffic and track configurations included in any 
particular simulation.  Actual dispatchers may not be as aggressive, or they may not give as 
high of priority to a passenger train, particularly if the conflict is with a high priority freight 
train operated by the company that owns the railroad.  The simulation results are a guideline 
for likely delay, but actual conditions may alter actual results. 
 

Delays Greater than 30 Minutes 

Figure 6-20 compares the number of delays greater than 30 minutes from Case 3 and Case 4 
to major delays found in Case 5. A review of D>30 delay results confirms the D/10 findings 
described above.  The decrease or increase in the number of major delays on each line 
segment reveals changes similar to those experienced with D/10. 

Figure 6-20 
D>30 Delays, by Segment 
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Line Segments 

Of the various line segments, the route between Meridian and NO experienced the greatest 
decrease in major delays under the additional double track configuration.  However, major 
delays were not eliminated with the addition of double track, as some freight trains continued 
to experience long delays.  Not unexpectedly, the majority of these delays occurred at the end 
of the double track sections (Pearl River, Lumberton, Moselle and Barnett). Freights being 
held for opposing or overtaking traffic moving to and from the single track were the cause for 
these delays.  
 
In addition to the end of double track, there were other locations which experienced 
repetitive major delays as well.  The four adjacent sidings between Lumberton and Moselle 
(Purvis, Richburg, Hattiesburg and Dragon) was one such location; Hattiesburg and Richburg 
in particular saw many freight trains held for meets with both freight and passenger traffic.  
Freight trains being overtaken by HSR trains on the single track also continued to be an 
issue, similar to the Case 4 results.  
 
A review of the simulation indicates that if alternating double track/single track segments are 
planned for the HSR project, the single track segments should be no greater than two sidings 
in length.  The longer stretches of single track, such as that between Lumberton and Moselle, 
were heavily used in the meet/pass/overtake plan by the model dispatcher.  Shortening those 
segments up by creating shorter, but more frequent double track segments, appears to be a 
potential solution. 
 
Many of the D>30 delays that occurred between Orleans Jct. and Lobdell Jct. happened 
around Baton Rouge and have been previously described.  A representative example of a 
freight train being delayed at Lobdell Jct. involved a southbound KCS freight train that 
arrived at Lobdell Jct. at 0845, waiting for an eastbound HSR to meet a westbound HSR at 
Baton Rouge.  The westbound HSR passed West Jct. at 0900, but the KCS freight could not 
advance because of a CN freight crossing the Baton Rouge diamonds and a KCS switch 
engine attempting to get to north Baton Rouge between 0930 and 1015. At that time, a 
second eastbound HSR train passed West Jct., departing Baton Rouge at approximately 1030.  
A westbound HSR train then arrived at Baton Rouge, passing West Jct. at 1100.  At that 
time, the freight train was able to advance to Baton Rouge, after a delay of approximately 
2.25 hours.  The freight train did not clear onto the double track at Baton Rouge until 1140. 
 
This example clearly shows how a slow freight movement between Lobdell Jct. and Baton 
Rouge was affected by both passenger and freight trains.  This outcome will be difficult to 
address because much of the movement occurs over the Baton Rouge Mississippi River 
Bridge, which is unlikely to be improved under any scenario. 
 
Figure 6-20 also clearly shows that while the additional double track between Lafayette and 
Iowa Jct. reduced D>30 delay in that segment, the major delays were in fact just moved west 
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to between Iowa Jct. and Lake Charles.  As previously mentioned, the most frequent major 
delays occurred near Mallard Jct. and west of the Lake Charles industrial complexes.   
 
Trains delayed at Mallard Jct. were primarily through UP freights waiting to either get into 
the yard or to change crews.  When a west bound fleet arrived at Lake Charles, two trains 
could be held in the yard; the rest of the trains began to stack up east of the yard.  The 
crossovers between Mallard Jct. and Iowa siding were popular locations, as these 
interlockings could be used to provide a clear route for HSR trains while the BNSF and UP 
trains waited. 
 
The other location that experienced large delays was west of the industrial areas in Lake 
Charles.  Eastbound BNSF trains were held just off the network or in the siding at the west 
end of the network until the fleet of westbound UP/BNSF trains could clear.  HSR trains 
aggravated the problem because a clear route was required for both east- and westbound 
passenger moves.  Freight traffic competing for the clear route was always delayed in 
deference to the passenger trains.  
 

Case 5 Infrastructure Improvement Investment 

Cumulative infrastructure improvement capital investment to include Cases 2 to 4 are 
indicated in Table 6-16, below.  These estimates also include related HSR projects from two 
previous reports referenced earlier. 
 

Table 6-16 
Infrastructure Improvement Investment Summary 

Corridor Segment Amount ($m) 
Meridian to New Orleans $336  
New Orleans Terminal 247  
Orleans Jct. to North Baton Rouge (KCS) 279  
West Baton Rouge to Lake Charles 1,517  
Signal System Upgrade Program 248  
Grade Crossing Upgrade Program 42  

TOTAL $ 2,669  
 

Detailed costs of the projects are provided at the end of this chapter. 
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Simulation Conclusions 
 
1. The current signal systems, particularly on the KCS, NS and BNSF will not be sufficient 

if passenger operations are introduced.  Under any level of passenger operations, CTC 
will be required over the entire network. 

 
2. Under any passenger plan, existing sidings will need to be lengthened and turnouts will 

require upgrading to allow increased speeds into and from the sidings. New sidings will 
also need to be constructed to create more even siding spacing.  It is likely that under any 
HSR proposal, all sidings on a line segment will need to be upgraded to create enough 
meet pass locations that freight trains do not experience significantly higher delays 
because of the new passenger service. 

 
3. The New Orleans Terminal will require major improvements and configuration 

modifications to introduce passenger operations.  Orleans Jct., East Bridge Jct., East City 
Jct., Frenchman St. (Elysian Fields), Terminal (Oliver) Jct., and NE Tower are locations 
where freight and passenger traffic must cross over each other, creating multiple conflict 
points.  The track configuration in these areas will have to be modified and upgraded to 
allow faster passenger and freight movement to minimize the interaction impact.  

 
4. Additional trackage to hold freight trains must be created along the Back Belt within the 

New Orleans Terminal.  The method of freight operations that leaves trains on one of the 
two mainlines for hours at a time cannot continue once HSR passenger trains are 
introduced.   

 
5. The operating restrictions on the Back Belt should be reviewed and modified to allow 

more fluid operations between NE Tower and Avondale Yard through East Bridge Jct.  
Existing methods of operation and communication will need to be examined and 
modified to simplify the movement of a train (either freight or passenger) between 
railroads within New Orleans Terminal. 

 
6. Terminals at Meridian, Hattiesburg, Norco, Baton Rouge, Lafayette, and Lake Charles 

will need to be carefully reviewed and designed to allow operation of passenger traffic in 
conjunction with freight traffic.  Approaches to the terminals must be designed so that 
freight traffic can continue to operate while passenger traffic is in the area.  The current 
size of the yards and the existing restrictions around the yards at some of these locations, 
including large bridges and/or large industrial complexes, will make this type of 
improvement very difficult to design and implement in actual operations. 

 
7. When reviewing and designing Baton Rouge, all functions of the passenger trains must 

be considered, including HSR/commuter station location, layover tracks and servicing 
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tracks/areas. These types of operations require significant capacity that must be 
accounted for. 

 
8. If a full schedule of HSR trains is implemented (the 2027 schedules), stretches of double 

track with frequent crossovers on each line segment will be necessary to maintain freight 
operating performance.  The more double track that is included, the closer the operating 
performance will be to startup HSR or freight only operations.  Different configurations 
of double track will need to be tested to determine the best combination of alternating 
double and single track.  

 
9. The environmental issues of HSR service running through chemical refineries at Norco 

and Baton Rouge was not addressed in this analysis.  Similarly, the environmental issues 
of constructing a new high speed route through the Atchafalaya Basin. 
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Detailed Cost Estimates 
 
The following tables provide more detail into the cost estimates for the initial service (as 
simulated in Cases 2 and 3) and the build-out service (as simulated in Cases 4 and 5). 
 
Table 6-17, below, provides the aggregated cost by phase. 
 

Table 6-17 
Total Project Cost by Phase 

 
 Initial Service (2 roundtrips @ 79 mph) ........................................$681,700,000 
 
 Full Service (6 roundtrips @ 90 mph) ..........................................1,987,605,000 
 
  Grand Total .........$2,669,200,000 
 
 
 
 

Table 6-18 
New Orleans Gateway Infrastructure Improvements 

 
Project Title Amount Amount Allocation 
    $ millions Inflated Case 2 Case 3 

    
Year 
2002 

5% 
annually     

C1 East Bridge Junction Track and Signal 16.0 18.5 18.5   
C2 Shrewsbury CTC, NS Back Belt 6.0 6.9 6.9   
C3 Metairie, Grade Separations 50.0 57.9 57.9   
C4 17th Street, Double-track NS Back Belt 8.5 9.8 9.8   
E1 East City Jct, Install universal XO 3.0 3.5 3.5   
E2 Elysian Fields reconfiguration 5.0 5.8 5.8   
E3 NE Tower, northwest quad connection 16.0 18.5 0.0 18.5
E4 Renewal of Almonaster moveable bridge 60.0 69.5 69.5   
E5 Gentilly Yard - new thoroughfare track 15.0 17.4 17.4   
  TOTAL 179.5 207.8 189.3 18.5
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Table 6-19 
Case 2 – Initial Improvements to Support 2 Roundtrips/Day @ 79 mph 

Project Location - Project Category Cost 
ID       

C2-1 
NOUPT  Restore Clara - Carrollton 2.1 
miles Track 1,890,000

  Extend Carrollton - East City Jct 1.3 miles Track Ballast 1,475,000
   Earthwork 600,000
   Control Point 8,000,000
   Power turnouts 1,500,000
   Signal Systems 765,000
  Subtotal   14,230,000
      
C2-2 Orleans Jct 1.2 miles Track 665,280
   Track Ballast 560,736
   Control Point 800,000
   Power turnouts 1,500,000
   Signal Systems 270,000
  Subtotal   3,796,016
       
C2-3 Frellson Siding 1.2 miles Track 0
   Track Ballast 560,736
   Power turnouts 500,000
   Signal Systems 0
  Subtotal   1,060,736
       
C2-4 Norco new main track and yard lead track Track 1,365,000
   Track Ballast 885,000
   Earthwork 600,000
   Power turnouts 1,000,000
   Signal Systems 450,000
  Subtotal   4,300,000
       
C2-5 Bonnet Carré Spillway to Essen Siding Track 17,850,000
   Track Ballast 10,030,000
   Structures 40,500,000
   Power turnouts 2,500,000
   Signal Systems 11,250,000
  Subtotal   82,130,000
       
C2-6 South Baton Rouge to North Baton Rouge Track 1,108,800
   Track Ballast 2,803,680
   Structure 1,350,000
   Power turnouts 2,500,000
   Signal Systems 2,250,000
  Subtotal   10,012,480
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C2-7 West Junction to Livonia Track 1,108,800
   Track Ballast 934,560
   Control point 3,200,000
   Power turnouts 1,500,000
   Signal Systems 450,000
  Subtotal   7,193,360
      
      
C2-8 Livonia with flyover 4000 feet Structures 7,500,000
   Earthwork 1,000,000
   Track 1,663,200
   Track Ballast 1,401,840
   Power turnouts 500,000
   Signal Systems 675,000
   Control point 3,200,000
  Subtotal   15,940,040
      
C2-9 Livonia to Kinder 3 siding extensions Track 1,575,000
   Track Ballast 1,398,300
   Power turnouts 1,500,000
   Control point 4,800,000
   Signal Systems 2,250,000
  Subtotal   11,523,300
      
C2-10 Kinder to Iowa Jct. 20 miles upgrade Track 554,400
   Track Ballast 6,230,400
   Power turnouts 1,000,000
   Control point 2,400,000
   Signal Systems 4,500,000
  Subtotal   14,684,800
      
C2-11 Iowa Jct. to Lake Charles 15 miles Track 2,772,000
   Track Ballast 2,336,400
   Earthwork 1,000,000
   Power turnouts 1,500,000
   Signal Systems 1,125,000
  Subtotal   8,733,400
      
C2-12 Grade Crossing Program     
  Flashers to gates with CTW circuits to gates - ctwc 11,200,000
  Gates to CTW circuits to ctw circuits 4,900,000
  Subtotal   16,100,000
      
  Total   189,704,132
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  Contingency - 35%   66,396,446
       
  Case 2 Grand Total   256,100,578

 
 

Table 6-20 
Case 3 – Initial Improvements to Support 2 Roundtrips/Day @ 79 mph 

Project Location - Project Category Cost 
ID       

C3-1 
Third Main Track Marconi Drive 2.3 
miles Track 1,275,120

    Track Ballast 1,074,744
    Earthwork 1,150,000
    Power turnouts 1,250,000
    Signal Systems 675,000
  Subtotal   5,424,864
        
C3-2 East City Junction to NOUPT 2 miles Track 1,108,800
    Track Ballast 623,040
    Earthwork 1,000,000
    Power turnouts 1,750,000
    Signal Systems 900,000
  Subtotal   5,381,840
        
C3-3 Southport to Mays Yard     
  (NOG Project)     
        

C3-4 
Orleans Jct to Essen - Install CTC 68 
mi. Track 0

    Track Ballast 0
    Power turnouts 1,250,000
    Control point 11,200,000
    Signal Systems 15,300,000
  Subtotal   27,750,000
        
C3-5 Extend Montegut Siding north one mile Track 554,400
    Track Ballast 467,280
    Earthwork 500,000
    Power turnouts 500,000
    Signal Systems 225,000
  Subtotal   2,246,680
        
C3-5 Extend Barman Siding south 1.4 miles Track 777,000
    Track Ballast 654,900
    Earthwork 1,000,000
    Power turnouts 500,000
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    Signal Systems 450,000
  Subtotal   3,381,900
        
C3-6 Extend Gonzales Siding north 1 mile Track 556,500
    Track Ballast 466,100
    Earthwork 500,000
    Power turnouts 500,000
    Signal Systems 225,000
  Subtotal   2,247,600
        
C3-7 Extend Essen Siding north 1.6 miles Track  887,250
    Track Ballast 747,648
    Earthwork 1,000,000
    Power turnouts 500,000
    Signal Systems 450,000
  Subtotal   3,584,898
        

C3-8 
Double-track Baton Rouge Station, 0.6 
mi. Track 336,000

    Track Ballast 188,800
    Control point 1,600,000
    Power turnouts 500,000
    Signal Systems 225,000
  Subtotal   2,849,800
        
  Total   52,867,582
  Contingency - 35%   18,503,654
       
  Case 3 Grand Total   71,371,236

 
 

Table 6-21 
Case 4 – Build-Out Improvements to Support 6 Roundtrips/Day @ 90 mph 

Project Location - Project Category  Cost 
ID        
C4-1 Extend Barnett, MS siding 1.2 miles Track  672,000
    Track Ballast  566,400
    Earthwork  750,000
    Power turnouts  250,000
    Signal Systems  225,000
  Subtotal    2,463,400
         

C4-2 
Install new Heidelburg, MS siding 3.6 
miles Track  1,995,000

    Track Ballast  1,681,500
    Earthwork  2,000,000
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    Power turnouts  500,000
    Signal Systems  900,000
  Subtotal    7,076,500
         

C4-3 
Extend Purvis, MS siding 2.5 miles 
south Track  1,386,000

    Track Ballast  1,168,200
    Earthwork  1,500,000
    Power turnouts  250,000
    Signal Systems  675,000
  Subtotal    4,979,200
         
C4-4 Install new siding at Carrière, 2.0 miles Track  1,113,000
    Track Ballast  932,200
    Earthwork  1,000,000
    Power turnouts  500,000
    Signal Systems  450,000
  Subtotal    3,995,200
         
C4-5 Install new N. Pearl R. I/L, 2.2 miles Track  1,218,000
    Track Ballast  1,028,016
    Earthwork  1,000,000
    Power turnouts  1,000,000
    Signal Systems  675,000
  Subtotal    4,921,016
         
C4-6 Orleans Jct. to North Frellson 4 miles Track  2,215,500
    Track Ballast  1,244,900
    Earthwork  2,000,000
    Power turnouts  1,000,000
    Signal Systems  900,000
  Subtotal    7,360,400
         
C4-7 Install new siding at Kleinpeter 2.0 miles Track  1,113,000
    Track Ballast  932,200
    Earthwork  1,000,000
    Power turnouts  500,000
    Signal Systems  450,000
  Subtotal    3,995,200
         
C4-8 Extend Essen siding north 1.6 miles Track  892,500
    Track Ballast  749,300
    Earthwork  1,000,000
    Power turnouts  250,000
    Signal Systems  450,000
  Subtotal    3,341,800
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C4-9 
North Baton Rouge to Bridge Jct 2.3 
miles Earthwork  1,000,000

    Structures  15,000,000
    Track  1,281,000
    Track Ballast  1,067,900
    Power turnouts  1,500,000
    Signal Systems  675,000
  Subtotal    20,523,900
         

C4-10 
Second main track West Jct to Kahns 3 
mi Track  1,659,000

    Track Ballast  1,401,840
    Earthwork  1,500,000
    Power turnouts  1,000,000
    Signal Systems  675,000
  Subtotal    6,235,840
        

C4-10A 
New alignment Kahns - Atchafalaya 
East Track  9,702,000

   Track Ballast  8,201,000
   Earthwork  8,750,000
   Signal System  3,937,500
  Subtotal    30,590,500
         

C4-11 
Atchafalaya Viaduct East Siding 3.0 
miles Track  1,659,000

  (abandoned T&NO ROW) Track Ballast  1,401,840
    Earthwork  1,500,000
    Control point  1,600,000
    Power turnouts  500,000
    Signal Systems  675,000
  Subtotal    7,335,840
         

C4-12 
Atchafalaya Viaduct West Siding 3.0 
miles Track  1,659,000

    Track Ballast  1,401,840
    Earthwork  1,500,000
    Control point  1,600,000
    Power turnouts  500,000
    Signal Systems  675,000
  Subtotal    7,335,840
         
C4-13 Atchafalaya Viaduct 18 miles Moveable Bridge  60,000,000
    Align specifics  5,400,000
    Excavation  1,500,000
    Structures   566,300,000
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    River spans  253,600,000
    Track  9,979,200
    Track Ballast  5,607,360
    Power turnouts  0
    Signal Systems  4,050,000
  Subtotal    906,436,560
         

C4-14 
Rehabilitation of L&D alignment 8.0 
miles Track  4,515,000

    Track Ballast  3,734,700
    Control point  1,600,000
    Power turnouts  500,000
    Signal Systems  1,800,000
  Subtotal    12,149,700
         

C4-15 
Second main track at Lafayette 11.0 
miles Track  6,100,500

    Track Ballast  5,140,080
    Power turnouts  500,000
    Signal Systems  2,475,000
  Subtotal    14,215,580
         
C4-16 Upgrade Crowley Siding 2.0 miles Track  556,500
    Track Ballast  625,400
    Power turnouts  500,000
    Signal Systems  450,000
  Subtotal    2,131,900
         

C4-17 
Install Crowley Siding south side 2 
miles Track  1,113,000

    Track Ballast  932,200
    Earthwork  1,000,000
    Power turnouts  500,000
    Signal Systems  450,000
  Subtotal    3,995,200
         

C4-18 
Extend Midland Siding at each end 1.0 
mi Track  609,000

    Track Ballast  513,300
    Earthwork  500,000
    Power turnouts  500,000
    Signal Systems  225,000
  Subtotal    2,347,300
         
C4-19 Extend Roanoke Siding 1.6 miles Track  892,500
    Track Ballast  749,300
    Earthwork  1,000,000
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    Power turnouts  500,000
    Signal Systems  450,000
  Subtotal    3,591,800
         

C4-20 
Install Crowley Siding south side 3.5 
miles Track  1,942,500

    Track Ballast  1,634,300
    Earthwork  2,000,000
    Power turnouts  500,000
    Signal Systems  900,000
  Subtotal    6,976,800
         

C4-21 
Second main Iowa Jct - L.Charles 14.0 
mi. Track  7,770,000

    Track Ballast  6,549,000
    Earthwork  7,000,000
    Power turnouts  2,500,000
    Signal Systems  6,300,000
  Subtotal    30,119,000
        
C4-22 Grade Crossing Program      
  New installations gates  5,400,000
  Flashers to gates with CTW circuits to gates - ctwc  3,800,000
  Gates to CTW circuits to ctw circuits  5,500,000
  Subtotal    14,700,000
        

C4-24 
Signal system upgrade to support 90 
mph      

  Meridien - New Orleans Signal Systems  94,000,000
  New Orleans - Baton Rouge Signal Systems  28,000,000
  Baton Rouge - Lake Charles Signal Systems  62,000,000
  Subtotal    184,000,000
         
  Total    1,290,818,476
  Contingency - 35%    451,786,467
        
  Case 4 Grand Total    1,742,604,943

 
 

 
Table 6-22 

Case 5 – Build-Out Improvements to Support 6 Roundtrips/Day @ 90 mph 
Project Location - Project Category  Cost 
ID        
C5-1 Double track Barnett - Moselle, MI  Track  15,750,000
  28 additional miles Track Ballast  18,691,200
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    Earthwork  14,000,000
    Control point  6,400,000
    Power turnouts  1,000,000
    Signal Systems  9,000,000
  Subtotal    64,841,200
         

C5-2 
Double track Lumberton - E. Pearl R. 
26 mi. Track  14,700,000

    Track Ballast  12,390,000
    Earthwork  14,000,000
    Control point  3,200,000
    Power turnouts  3,000,000
    Signal Systems  8,550,000
  Subtotal    55,840,000
         

C5-3 
Double track Montegut - Grammercy 
7.0 mi Track  4,200,000

    Track Ballast  3,540,000
    Earthwork  3,500,000
    Control point  3,200,000
    Power turnouts  0
    Signal Systems  1,575,000
  Subtotal    16,015,000
         
C5-4 Double track Kleinpeter-EBR 5.6 mi Track  3,150,000
    Track Ballast  2,655,000
    Earthwork  3,000,000
    Control Point  1,600,000
    Power turnouts  500,000
    Signal Systems  1,350,000
  Subtotal    12,255,000
         

C5-5 
Double track 12.1 mi Lafayette - Iowa 
Jct seg Track  6,720,000

    Track Ballast  5,664,000
    Earthwork  6,000,000
    Control Point  1,600,000
    Power turnouts  1,500,000
    Signal Systems  5,400,000
  Subtotal    26,884,000
         

C5-6 
Install siding at Mermentau River 2.0 
miles Track  1,113,000

    Track Ballast  944,000
    Earthwork  1,000,000
    Control point  1,600,000
    Power turnouts  500,000



Southern Rapid Rail Transit Commission 
Gulf Coast High-Speed Rail Corridor 

Lake Charles to Meridian Corridor Transportation Plan 

BURK-KLEINPETER, INC. (10136) June 2007 
 6.86 

    Signal Systems  450,000
  Subtotal    5,607,000
         
  Total    181,442,200
  Contingency - 35%    63,504,770
        
  Case 5 Grand Total    244,946,970
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7.  Corridor-wide Investments 
This Section describes the improvements identified as part of the Lake Charles to Meridian 
Corridor Transportation Plan.  It outlines an initial broad range of improvements considered 
necessary to support the introduction of high-speed rail service, while providing the same 
level of service and operational capacity for freight operations that presently exists in the 
corridor.  Finally, the report describes the additional improvements deemed necessary to 
support the full service plan.  This chapter describes the contemplated system-wide 
improvements, while site-specific improvements are described in detail in Chapter 8. 

Typical Fundamental Railroad Requirements to Be 
Fulfilled Before New Passenger Service Begins 
 

The typical position of the railroad industry is that prior to initiation of new passenger service 
on their tracks, the proposed operation must: 

• Improve safety of all rail operations in the area; 
 
• Be transparent to freight operations, i.e., sufficient infrastructure must be provided to 

enable freight trains and passenger trains to operate without delay to either, and to 
allow for the growth of both; and 

 
• Furnish sufficient indemnity for liability. 
 

In addition, the railroad industry holds that they will retain control of dispatching of trains on 
all tracks over which their freight trains will operate after inauguration of the high-speed 
passenger service. 

Identification of Corridor-wide Improvements 
 

The networks of improvements necessary to provide adequate track structure and sufficient 
capacity to reliably operate freight and high-speed passenger service between Lake Charles 
and Meridian have been defined.  Ultimately, the types of improvements that would be 
included are projects to: 
 

• Upgrade the track structure 
 
• Upgrade signal systems 
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• Reconfigure, relocate, eliminate, or install interlockings to improve operating 
flexibility 

 
• Install additional trackage to reliably accommodate increased freight and passenger 

traffic levels 
 
• Improve safety at the highway-rail grade crossings 
 
• Install right-of-way fencing 
 
• Improve stations 

 
The following corridor wide improvements are basic to upgrading the existing railroad 
infrastructures to support high-speed rail service between Lake Charles and Meridian.  The 
following paragraphs explain the physical nature of these improvements while in Section 8-
Site Specific Investments, the emplacement of these improvements is described. 
 
Track geometry (curves, spirals, superelevation) 

The terrain traversed by all the route segments is generally flat and level.  As a result, the 
routes have a high portion of tangent track and curves are relatively slight.  As a result, there 
are no significant alignment modifications needed to achieve 79 – 90 mph, where operating 
at those speeds is practical.  However, there are number of different types of modifications to 
curves, their approaches, and their operating characteristics that can be used to fine tune the 
alignment for passenger service.  These modifications can be applied individually or in 
combination: 
 

• Increase superelevation to the maximum allowable for a particular track alignment; 
 
• Increase the amount of unbalanced superelevation used to calculate speeds through 

curves to minimize track shifts; and 
 
• Modify spirals (the length of track that provides a smooth transition from tangent 

track to curved track) to provide a smoother ride. 
 

The definition of these minor modifications would take place during the preliminary 
engineering phase of the project, therefore, no specific recommendations are made herein.  
An allowance has been provided in the cost estimates for such modifications. 
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Track structure (ordinary track components and special trackwork) 

Typical track (rail, ties, ballast), other track materials (OTM), and track design is assumed 
herein.  There are no special features or unique designs required by any of the improvements 
recommended within this report. 

Highway-railroad grade crossings  

The resulting frequency of additional high speed passenger trains on the routes results in 
added exposure to highway motorists.  The basic strategy adopted for the highway/railroad 
grade crossing improvement program was to upgrade all active highway/railroad grade 
crossing warning devices to a minimum of flashers, gates, and constant time circuitry when 
the typical train operating speed through the crossing is 60 mph or above.  This is because the 
speed operating differential between freight and passenger trains is relatively low at 60 mph 
or below; however, above 60 mph the differentiation becomes much greater because few 
freight trains operate above 60 mph.  Therefore, the constant time warning feature becomes 
increasingly important.  In Cases 2 and 3 where Amtrak is currently operating at 70-79 mph, 
no grade crossing warning device improvements are planned.  These segments include 
Meridian - New Orleans and Iowa Junction - Lake Charles. 

Constant time warning circuitry is further explained.  Higher train speeds would require the 
track circuits (which actuate grade crossing gates and flashing lights) to be lengthened to 
initiate warnings sufficiently in advance of the arrival of the faster trains. Faster trains take 
less time to traverse the length of the circuit, and reach the crossing sooner than slower trains. 
At crossings with fixed circuits, warning time must be set for the fastest possible train. This 
creates a potential problem: when a slow train approaches the crossing, the gates are held 
down for an inordinate amount of time. Some motorists lose patience with the situation, and 
drive around the gate at the risk of a collision. Constant Warning Time circuits offset this 
problem by automatically adjusting the length of the warning to a time appropriate to the 
speed of each individual oncoming train. The system has the ability to determine the speed of 
an approaching train, and initiate the crossing warning cycle so that a predetermined period 
of warning will have transpired when the train reaches the crossing, regardless of the train 
speed. 
 
According to the FRA grade crossing inventory, the route considered in Options 2 and 3 (via 
Kinder) had 333 highway/railroad grade crossings and Options 4 and 5 (via the direct route) 
had 305 highway/railroad grade crossings.  Table 7-1 provides a listing of highway/railroad 
grade crossings by line segment. 
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Table 7-1 

Number of Highway/Rail Grade Crossings 
 
 Initial Service 
 Meridian – New Orleans................................138 
 New Orleans - Baton Rouge ............................81 
 Baton Rouge Iowa Junction ...........................114 
  
  
 Build-Out Service 
 Meridian – New Orleans................................138 
 New Orleans – Baton Rouge............................81 
 Lafayette – Iowa Junction................................86 
  
 Total .......................................305 
 

Source: Parsons Transportation Group, 2007. 
 

Fencing 
 
Installation of right-of-way fencing at selected security-related locations, parklands, schools, 
service facilities, stations, and other locations would be evaluated as part of the final design, 
project implementation phase. For this document, it was assumed that fencing of both sides 
of the right-of-way to improve the safety and minimize the potential for trespassing was not 
required for the 79 mph full service initiative. 
 
Electrification (if applicable) 

Electrification of the corridor is not anticipated. 

Signals and train control 

Signal system upgrades should be implemented incrementally to handle increased train 
traffic efficiently on the various routes and to permit improved intercity passenger service 
with greater safety, as passenger train service and maximum authorized speeds are increased.  
These improvements also would enable freight service safely and efficiently to operate on the 
same tracks.  
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There are many segments of Automatic Block Signals (ABS) on the various Lake Charles – 
Meridian routes under consideration herein.  A major detractor of an ABS system is that 
switches must be hand thrown; for example, when a train enters a siding, a train crewmember 
must get off and throw the switch for the diverging move, wait as the train passes, then 
realign the switch for the main line through move.  This is very time consuming and not 
practical for frequent high speed passenger service on high density freight lines.  Further, in 
ABS double track territory, “current of traffic” exists; that is, each track is for a single 
direction of travel only. 
 
A Centralized Traffic Control (CTC) system enables a dispatcher to remotely control the 
position of switches, and thus the routing of trains.  The switches are moved by electric 
powered motors activated from the train dispatcher’s office.  Thus, trains can take sidings 
and move through other interlockings without stopping for a crew member to throw the 
switches.  This greatly enhances overall line capacity and train transit time.  In addition, on 
CTC double track segments, reverse signaling permits train operation in either direction on 
either track.  Again, this feature greatly enhances the dispatcher’s routing options and 
significantly increases overall line capacity.   
 
Ultimately, a new CTC signal system would improve the reliability of train operations for all 
services, contribute to reducing maintenance-related operating costs, and would be a 
component critical to enabling higher speed train operations.  The specific locations for 
adding CTC are detailed in Section 8 – Site Specific Investments 
 
FRA regulations require that, where any train operates at a speed of 80 or more miles per 
hour, there must be in place an automatic cab signal, automatic train stop or continuous 
automatic train control system.  This includes equipping all passenger and freight train 
locomotives using the route with this equipment.  The Automatic Block Signal systems 
(ABS) on the various Lake Charles-Meridian routes have none of these additional systems; 
and therefore, trains are limited to a top speed of 79 miles per hour.  However, 90 mph 
operations were simulated for Cases 4 and 5 involving the direct route.  An automatic train 
control system was assumed in those areas where 90 mph operation was practical. 
 
Support facilities 

The high speed passenger trains serving the Lake Charles – Meridian route will pass through, 
not terminate, at Lake Charles or Meridian.  Therefore, no layover or support facilities are 
needed.  The regional service point for these trains would be New Orleans.  However, the 
home base for these trains would probably not be New Orleans.  Commissary facilities also 
exist in New Orleans.   
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Stations and parking 

Significant enhancements to the existing stations located between Lake Charles and Meridian 
were not developed. The existing station buildings, platforms, and parking areas were 
considered adequate for the initial service level, and improvements for the full service would 
depend upon the ultimate ridership and demand for parking at each station. 
 

New Orleans Union Passenger Terminal 
 
The proposed Lake Charles – Meridian intercity passenger operations will require a 
significant modification to the rail approaches to the station but further enhancements to the 
station facilities were not deemed necessary. 
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8.  Site-Specific Investments 
Infrastructure Improvements by Case 
In each case succeeding the Base Case, infrastructure improvements were incorporated to 
accommodate the freight, high speed passenger and inter-city commuter rail that was added.  
This section details those improvements.  Many are also graphically represented through 
illustrations included with descriptions.

Case 2 Site-Specific Improvements 

Following is a list of short-term improvements that were included in the Case 2 simulation in 
the Meridian to Lake Charles corridor. 

Meridian to New Orleans 

The improvements were documented in detail in the report entitled Phase I: Improvement 
Plan – Meridian to New Orleans1.  

Meridian to Hattiesburg 

Barnett siding would be extended 1 mile northward to 28.4. Spring switches would be 
installed on both ends. 

Install CTC north end of Picayune (MP 148.9) to south end of Lumberton (MP 113.4). 

South end Lumberton siding would be upgraded to #20 TO, CTC.  

Derby siding MP 131.6 would be upgraded with #20 Toss, CTC.  

Construct a new siding at Carriere (142.5-144.5). No. 20 power-operated Turnouts would be 
installed and the siding constructed to support a 40 mph MAS. The siding would replace 
Picayune Siding to enhance capacity between Derby and Pearl River. The new siding at 
Carriere would eliminate the problem of long trains on the Picayune Siding blocking 
crossings and would serve to equalize the segment capacities between Derby and Pearl River.  
Upgrade north end Picayune to #15 TO, CTC. The siding would only be used to serve local 
industries, thereby freeing up the main track. 

                                                 

1 BKI, September 2002. 
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New Orleans Terminal 

 X-Tower to NOUPT 

Passenger train speed from East City Jct. to Terminal Jct. would be increased to 40 mph 
from 30 mph. 

 New Orleans Terminal – Station to Southport and East City Jct. 

Restore the double track lead to the station between Clara Tower and Carrollton, a distance 
approximating 2.1 miles.  Extend the second track northward to East City Jct.  Clara Tower 
would be configured to accommodate the restoration of the second track, facilitating access 
to the existing station track configuration at the terminal.  The improvements previously have 
been included in earlier GCHSR studies. 

Reconfigure Carrollton Avenue to accommodate the proposed double track between Clara 
Tower and East City Jct.  A turnout accessing the westward route to the CN main line would 
be installed; the installation of a universal interlocking would provide access to both tracks 
eastward to the station from the west.  The turnouts and crossovers would be No. 20s. 

Upgrade track and signal system, as necessary, between Carrollton Avenue and Southport.  

Southport and Orleans Jct. 

Project assumes that recommendations to upgrade East Bridge Jct., per the New Orleans 
Gateway Project would be implemented.  These improvements include: 

• upgraded/modernized switch and signal equipment, 
• new control station for remote control operation, 
• double track routes from NS Back Belt to Huey P. Long Bridge, with rail to rail 

crossing of CN main, 
• replaced and upgraded turnouts, and 
• separate control point for beginning of NS Back Belt and KCS main near Earhart 

Boulevard. 

Also included is the removal of the existing control tower and the NOPB crossover over 
Central Avenue 

The track and signal systems between Southport and Orleans Jct. would be upgraded, as 
necessary, to support the proposed enhanced intercity passenger operations utilizing the 
northbound CN Main Track. The project would review CN requirements to access Mays 
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Yard and would ensure that adequate access is provided, utilizing power operated switches 
where necessary. 

Access to the route to Baton Rouge from the CN Northbound main track would be upgraded 
to improve signals received by trains to and from the route at Orleans Jct. This would include 
upgrading the crossover just east of Orleans Jct. between the Southbound and Northbound 
main tracks to a number 20.  See Figure 8.1. 

Figure 8.1 

Orleans Jct. 

 

Orleans Jct. to North Baton Rouge  

Orleans Jct. to Norco 

Upgrade track and signal system to support increase in MAS for passenger trains from 49 to 
79 mph. Upgrade grade crossings and grade crossing protection in compliance with program 
established by LADOTD and KCS. Upgrade existing sidings, including trackwork, 
signalization, and power operated turnouts. Provide industrial lead tracks to enable local 
trains to work industries without tying up main line. 
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Individual siding enhancements are described below. 

Upgrade Frellsen Siding to CTC, with no.15 turnouts, upgrade siding to 30 mph (Figure 
8.2). 

Figure 8.2 

Orleans Jct. to north end Bonnet Carre Spillway 

 

Norco 

Upgrade the Norco Yard/Refinery complex to facilitate yard switching operations while 
accommodating the introduction of intercity passenger service between Baton Rouge and 
New Orleans (Figure 8.3). The existing yard limits segment would be upgraded so that 
passenger train speeds of 60 mph would be achieved. The existing main track would be 
converted to a yard lead/tail track longer than 6,500 feet. A new main line would be installed 
north of the existing main track. A new lead/tail track north of the new main track would be 
provided; it also would be longer than 6,500 feet. Interlockings at each end of the new main 
track; an interlocking in the middle of the complex would provide access between the north 
and south yards. The improvements would recognize the critical importance of the complex 
in serving the plant and serving as a base for local trains serving additional plants and 
industrial sidings north of Norco. 
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Figure 8.3 
Upgrade Norco Yard/Refinery Complex 

 

Bonnet Carre Spillway to Essen Siding  

The track and signal system in this 50-mile segment would be upgraded to support a 79 mph 
MAS, with limited exceptions.  

The Bonnet Carre Spillway viaduct would be upgraded to remove the existing 10 mph slow 
order and restore the speed over the spillway, as a minimum, to the 30 mph that existed in the 
early 1960s. 

A new main track, north of the existing main track, would be constructed between 836.0 and 
832.8 to enable the existing main track to be converted to an industrial lead track (“pocket 
track”) that would enable local train operations to serve the complexes at Reserve and 
Marathon. The pocket track would be ABS in this phase and would have spring switches 
installed on both ends of the pocket. This improvement increases track capacity by 
eliminating the need for local trains to park their trains on single main track while it serves 
critical customers. 

At Grammercy, the existing siding track would be converted to a new main track and the 
existing main line track would become the Siding/Industrial Lead Track. The existing siding 
would be lengthened two miles to the north bypass from MP 828.8 to 830.8 by constructing a 
new two-mile main track (Figure 8.4). The siding would be ABS with spring switches. 
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Figure 8.4 

Grammercy Siding and Reserve Industrial Track Improvements 

 

At present it is assumed that Barmen, Gonzales and Essen Sidings would not be lengthened, 
but they would up upgraded. 

South Baton Rouge to North Baton Rouge 

A 20 mph speed restrictions presently exists for 7.1 miles (796.5-789.4) through Baton 
Rouge; the restricted territory includes Essen Siding and the proposed location of the new 
Intercity Passenger Station. Yard Limits extend between 789.9 and 784.8 (East Jct., located 
at the east end of the O K Allen Bridge (OKAB) over the Mississippi River). The yard limits2 
restrict speed of through trains; the operation of trains is restricted in this manner to protect 
rail operations through the KCS Baton Rouge yard and the Exxon Chemical Plant and 
Refinery located north of the Yard.  The proposed improvements through Baton Rouge will 
allow speed increases which will result in time saving to most operations through the 
terminal. 

Between Essen and Baton Rouge Yard, general improvements will be required including 
upgrading the signals, track speeds, grade crossing devices, etc. 

                                                 

2 Yard Limits authorize any train to move at a speed that allows it to avoid conflicts with other trains, engines or 
improperly lined switches. Trains and engines must watch out for each other and be able to stop short of 
collision. Yard limits can apply beyond yards, such as on branch lines where speeds are slow and train meets 
are rare. Yard Limits do not require wayside signals. When signals do exist, they serve primarily as a protective 
overlay to the movement authority. [a portion from Trains Magazine Web Site, May 1 2006] 
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Baton Rouge yard (located west of the main line track), like many older yards located within 
city limits, has physical constraints at both ends that restrict the number of tracks that extend 
east and west of the yard to facilitate yard shifting and the setting off and picking up of cars 
by through freight trains. Consequently, the main track serves as the switching lead for the 
yard and the industrial lead track for the Exxon facility. The at-grade CN railroad crossing, 
located less than 300 feet north of the north end of the yard at present is a single track 
crossing for KCS trains; this limits the switching lead extending north of the yard tracks to 
less than 700 feet, which is shorter than the shortest track in the yard. 

A bridge over I-10 is located directly at the south end of the yard (about 300 feet south of the 
ladder track at the south end of the yard). Presently three tracks cross the bridge; however, 
space for a fourth track exists in the second bridge bay on the west side of the bridge. The 
bridge appears to have an abutment sufficient to accommodate a few more tracks east of the 
existing spans. The tracks converge into a single track at a viaduct spanning a small stream.  
The viaduct at the stream also appears to have a wider abutment. The viaduct appears to 
narrow to single track width and extends about 400 feet to Spanish Town Road. 

Figure 8.5 

Short Term Improvements Baton Rouge Yard 
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The initial improvements at the yard are intended to convert the existing main track into a 
yard lead track, and upgrade an existing track east of the main into the main track, as shown 
in Figure 8.5. It also is recommended that the upgraded track be extended south of the yard, 
over the stream, over Spanish Town Road and have it end approximately at Gayosa Street. 
This extension would provide a switching lead/set out track extending almost 1500 feet south 
of the south yard ladder. 

North of the yard the single track over the CN crossing extends nearly 1500 feet to the first 
industrial track on the west side of the main serving the Exxon facility. The switch to this 
lead is about 200 feet north of the single track railroad bridge over Chippewa Street (which 
also appears to have a wider abutment). Chippewa Street is nearly 1200 feet north of the CN 
crossing. It is recommended that one of the yard lead tracks be extended northward to 
connect to the first Exxon switching lead. 

KCS/CN Crossing 

The track, speed, and signal upgrades through North Baton Rouge would require that the 
CN/KCS crossing be upgraded from a “gated system” manual interlocking to a fully signaled 
dual control interlocking. 

Bridge Jct. 785.2 

Bridge Jct. would be reconfigured to make the lead to the OKAB the straight move. The 
turnout move would be to the industrial branch that extends northward to Port Gardner. 

West Baton Rouge to Iowa Jct. 

West Jct. to Livonia 

The previously removed connection between KCS New Orleans Subdivision (SD) and UP 
Anchorage SD at the west end of the OKAB (Figure 8.6) would be restored. The restoration 
would provide a direct connection for HSR trains between Baton Rouge and the UP 
Anchorage SD. The alternative would shorten the existing circuitous route from the KCS to 
the UP Avoyelles Subdivision (West Jct. to BR Jct.) to Anchorage Jct. Anchorage Jct. is 
where the present connection between the Avoyelles SD and the Anchorage SD is located. 
The proposed route potentially would be used by some UP freight trains operating between 
Livonia and Baton Rouge, shortening their miles of operation and avoiding the yard 
switching that occurs around Anchorage. The restored connection would extend through 
property that most likely has reverted to the prior owner. 

Initially, the connection would be single tracked. Ultimately, a second track to facilitate 
meets of trains at the new junction at UP MP 641.5 would be constructed. The UPKCS 
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connection would cross the Avoyelles SD at-grade between BR Jct. and Lobdell Jct. via a 
crossing diamond. The improvements at this location would include an approximately 4,500-
foot long second track extending from the new junction, East UPKCS, to the start of the west 
end of the approach viaduct to the OKAB.  This new track would reduce the length of single 
track presently located between West Jct. and Bridge Jct. The double track would enable one 
train to be held west of the bridge structure while a second train entered or exited the bridge. 

The connection at West Jct. would be configured similarly to the present connection at Iowa 
Jct., located between Lake Charles and Lafayette. The route from the new UP/KCS 
connection to the Anchorage SD would be the main route, while the route from Livonia to 
Anchorage Jct., the Anchorage SD, would be the diverging route. 

Figure 8.6 

New Connection, OKAB to Anchorage Sub 

 

 

Livonia 

A 4,000-foot long flyover would be constructed to connect the UP Anchorage and Beaumont 
SDs (Figure 8.6). The alternative of constructing crossing diamonds across all three tracks of 
the UP Alexandria SD north of Livonia Yard was considered, but upon analysis it was 
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concluded that the concept would most likely be unacceptable to UP; particularly since the 
three tracks were the primary tracks leading to/from the north end of Livonia Yard. 

The existing connection between the Alexandria SD and the Beaumont SD is at the left side 
of the vertical tracks in Figure 8.7.  In the short-term the connection would be lengthened by 
extending it westward to a new connection at MP 621. The extension would enable freight 
trains to be held prior to their arrival or after their departure from the yard without affecting a 
passenger train operating between Kinder and Anchorage.  The length of the connection also 
will allow the train being held to be clear of the North Receiving Track, the left north-south 
track in the figure.  

Figure 8.7 

Extended Connection between Beaumont – Livonia SDs and Flyover 
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Livonia to Kinder 

The five sidings between Livonia and Kinder are not the same length. The two longer sidings 
at Port Barre and Powell are 9,000 and 8,400 feet in length, respectively. The three shorter 
sidings at Krotz Springs, Lawtell (both 4,300 feet), and Basile (4,700) are not long enough 
to hold trains exceeding those lengths that frequently operate between Livonia and Kinder. 
Therefore, the three shorter sidings would require lengthening to approximately 9,000 feet 
each.  This will minimize delays to longer freights meeting opposing or overtaking passenger 
movements. 

All sidings in this section of track are currently CTC dual control sidings; however the 
shorter sidings are operated at a more restricted speed (15 mph) than the longer sidings 
(believed to be 30 mph).  Once the three sidings are extended, the turnouts will require No. 
14 dual control turnouts, and the speeds of the sidings will be increased to match the MAS of 
Port Barre and Powell. 

Kinder to Iowa Jct. 

The ABS signal system on the UP Lake Charles SD south of Alexandria presently ends at 
Kinder, the junction of the Lake Charles and Beaumont SDs. CTC would be implemented on 
the approximately 20 miles between Kinder and Iowa Jct. The CTC system would enable 
the track speed to be increased from 49 to 79 mph. The track structure would be upgraded as 
necessary to support the increased track speeds. The connection from the Lake Charles SD 
eastward to the Beaumont SD would be upgraded to increase the speed to 45 mph. Power 
switches would be installed on the 8,300-foot Edna siding six miles south of Kinder. The 
upgraded siding would enhance the ability of trains to meet on this segment of the Lake 
Charles SD. 

Lafayette to Lake Charles 

Lafayette to Iowa Jct. 

The initial increased-speed intercity passenger service would not operate between Lafayette 
and Iowa Jct.; consequently it is not recommended that short-term improvements be 
implemented east of Iowa Jct. on the BNSF Lafayette SD. 

Iowa Jct. to Lake Charles 

A variety of enhancements to improve operations in the nearly 15-mile segment between 
Iowa Jct. and Lake Charles would be implemented. The junction of the UP Lake Charles 
SD and the BNSF Lafayette SD at Iowa Jct. would be upgraded to improve the merging and 
separation of trains. The connection at Iowa Jct. would be double tracked from MP 208.9 to 
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approximately MP 205.4, a location just east of Iowa Jct. on the Lafayette SD (Figure 8.8). 
This would be accomplished by lengthening Iowa Siding 1.6 miles eastward. This would 
remove the existing turnout from the UP Lake Charles SD to the BNSF Lafayette SD. The 
new configuration would enable trains to meet on Iowa Siding. Presently, trains on the 
Lafayette SD must be stopped east of Iowa Jct. to meet a train to/from the Lake Charles SD. 
The double tracking would enable a Lafayette SD train to be stopped 3.5 miles closer to Lake 
Charles Yard. 

The Lake Charles Amtrak station is located on a single track segment west of the entrance to 
Lake Charles Yard. This could result in a situation in which a freight train held out of the 
yard prevented a passenger train from the east accessing the station platform. It is 
recommended that the stub end track, a switching lead, be extended westward to a point west 
of the Amtrak Station. This would enable a freight train to be routed around a passenger train 
in the station. 

East of Lake Charles Yard, the track leading to the Port of Lake Charles is located at MP 
215.3 (Mallard Jct.). Trains heading to/from the Port access Lake Charles Yard by means of 
the receiving/departure/lead track extending eastward from the yard. The lead track would be 
extended eastward another 1.6 miles to MP 213.8; a crossover located at MP 215.4 would be 
installed to facilitate moves to/from the port. The 8,400-foot extension would enable most 
westward bound freight trains headed to the yard to be held clear of the main and the port 
crossover lead. This also would serve to further clear the main track for through train 
movements. 

Figure 8. 8 

Iowa Jct. and Lake Charles  
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Highway/Railroad Grade Crossing Improvements 

 Meridian – New Orleans  

There are no planned improvements to the highway/railroad grade crossing warning devices 
in place because Amtrak currently operates at 79 mph, and there as also heavy freight traffic 
over the route.  It is assumed that those locations having flashers and gates already have 
constant time circuitry because of the existing diversity of speeds and heavy mixed train 
density.   

New Orleans – Baton Rouge  

The improvement program calls for 79 mph running in this segment. The current 
operating speed is 40 mph.  This is a significant speed increase and improvements are needed 
to the active highway/railroad grade crossing warning devices.  The Federal Railroad 
Administration Grade Crossing Inventory lists a total of 81 highway/railroad grade crossings 
in this segment.  Of these, 63 are in locations that would have 79 mph train operations.  
Sixteen locations need a completely new installation of crossing gates flashers and constant 
time circuitry.  Twenty five locations have gates and flashers; these locations require only an 
upgrade to constant time circuitry. 

 Baton Rouge - Iowa Junction 

 The improvement program calls for 79 mph running in this segment. The current 
maximum operating speed is 50-60 mph.  This is a significant speed increase and 
improvements are needed to the highway/railroad grade crossing warning devices.  The 
Federal Railroad Administration Grade Crossing Inventory lists a total of 114 
highway/railroad grade crossings in this segment.  Of these, 80 are in locations that would 
have 79 mph train operations.  Thirty eight locations need a completely new installation of 
crossing gates, flashers, and constant time circuitry.  Fifteen locations have gates and 
flashers; these locations require only an upgrade to constant time circuitry. 

 Iowa Junction – Lake Charles 

 Amtrak currently operates at 70 mph over the route.  Train speeds are planned to 
increase to 79 mph.  This track segment is also heavily used by freight trains.  There are no 
improvements planned for the highway/railroad grade crossing warning as it is assumed that 
those location having flashers and gates already have constant time circuitry because of the 
diversity of speeds and heavy mixed use train density.
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Case 3 Site-Specific Improvements 

Meridian to New Orleans 

Meridian to Slidell 

Upgrade Basic Siding (12.2-14.5); No. 20 power-operated Turnouts would be installed and 
the siding upgraded to support a 40 mph MAS. The siding length would remain 11,600 feet. 

Extend Barnett siding 2.1 miles northward from 30.7 to 26.3 (in the earlier report the 
extension stopped at 28.4). The extension would incorporate the existing industrial siding at 
Pachuta, which would be relocated from the existing main to the siding. The siding would be 
upgraded to support a 40 mph MAS. The increases length of the siding (4.4 miles) would 
reduce the siding spacing northward to Basic siding. 

Install a new Heidelberg siding (38.1-41.7). The extension would incorporate the existing 
industrial siding at Heidelberg, which would be relocated from the existing main to the 
siding. The siding would be upgraded to support a 40 mph MAS.  

Upgrade Hawkes siding (49.6-51.9), No. 20 power-operated Turnouts would be installed 
and the siding upgraded to support a 40 mph MAS. The siding length would remain 12,035 
feet. 

Upgrade Show Fields siding (58.2-60.6); No. 20 power-operated Turnouts would be 
installed and the siding upgraded to support a 40 mph MAS. The siding length would remain 
11,650 feet. 

Construct a new siding at Moselle (70.6-72.6). No. 20 power-operated Turnouts would be 
installed and the siding constructed to support a 40 mph MAS. 

Upgrade Dragon siding (80.2-82.6); No. 20 power-operated Turnouts would be installed and 
the siding upgraded to support a 40 mph MAS. The siding length would remain 10,790 feet. 

Upgrade Richburg siding (93.4-95.8). The existing main track would become the siding (to 
enable coal to be delivered to the power plant) and the siding would be upgraded to become 
the main track. No. 20 power-operated Turnouts would be installed and the siding MAS 
would be 40 mph. The siding length would remain 11,650 feet. 

Extend Purvis siding 2.5 miles southward to 104.2 (101.2-104.2). The extension would 
relocate the existing industrial siding from the existing main to the siding. The siding would 
be upgraded to support a 40 mph MAS. The increased length of the siding (3.0 miles) would 
reduce the siding spacing northward to Richburg siding and southward to Lumberton. 
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The initial report recommended extending the existing Lumberton siding 1 mile north to 
110.4. The reviews performed for this study determined that this was infeasible; instead it is 
recommended that a 4.8-mile siding south of Lumberton be constructed (114.2-119.0). The 
siding would be upgraded to support a 40 mph MAS.  

Extend Derby 1.2 miles to northward (129.7. to 128.5). The siding would be 3.4 miles long 
(131.9-128.5); the added length would eliminate existing grade crossing issues. No. 20 
power-operated Turnouts would be installed and the siding upgraded to support a 40 mph 
MAS. 

The initial reported recommended that the existing Pearl River siding be extended 1-mile 
southward 161.5 to 162.5. The report also stated that the new “Carriere siding would result in 
a capacity of 33 trains per day between Derby and Carriere, and 26 trains per day between 
Carriere and Pearl River.”  The imbalance in capacity between Derby and Pearl River 
indicated that extended Pearl River Siding was located somewhat too far south to ideally 
equalize the time between sidings. 

It is therefore recommended that a new interlocking, possibly North Pearl River, be 
constructed north of the Pearl River Moveable Bridge – 157.0 to 159.2. No. 20 power-
operated Turnouts would be installed and the siding upgraded to support a 40 mph MAS. It 
appears reasonable to retain the existing Pearl River Siding, which would remain 5,900 feet 
long. 

Upgrade Woods siding (93.4-95.8). No. 20 power-operated Turnouts would be installed and 
the siding upgraded to support a 40 mph MAS. The siding length would remain 8,144 feet. 

New Orleans Terminal 

X-Tower to NOUPT 

Upgrade X-Tower (182.8). No. 20 power-operated Turnout would be installed and the siding 
upgraded to support a 40 mph MAS. The interlocking would remain the north end of the 
double track to Oliver Junction. 
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Figure 8.9 

Reconfigured NE Tower with New Connection to CSX 

 

Reconfigure NE-Tower per the modified Elysian Fields concept that has been agreed by the 
freight railroads during the ongoing New Orleans Gateway Project (Figure 8.9). NE Tower 
would be the north end of the new freight and passenger route between Meridian and New 
Orleans. 

Reconfigure Elysian Fields per the modified Elysian Fields concept that has been agreed by 
the freight railroads during the ongoing New Orleans Gateway Project (Figure 8.10). Elysian 
Fields would be the south end of the new freight and passenger route between Meridian and 
New Orleans. 
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Figure 8.10 
 Reconfigured Elysian Fields to Frenchmen Street 

 

Construct a third main track Marconi Drive to Frenchmen Street (4.4 – 6.7). The capacity 
enhancing concept has been developed and agreed by the freight railroads during the ongoing 
New Orleans Gateway Project (Figure 8.11). 
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Figure 8.11 

Third Track, Marconi Drive to Frenchmen Street  

 

Reconfigure East City Jct. per the modified Elysian Fields concept that has been developed 
during the recently published Mobile to New Orleans report. The concept has been agreed to 
by the freight railroads during the ongoing New Orleans Gateway Project (Figure 8.12). East 
City Jct. (ECJ) would be the north end of the new reconfigured passenger route between East 
City Jct. and New Orleans Union Passenger Terminal (NOUPT). 

Upgrade the passenger rail line ECJ to NOUPT to return to the double track configuration 
that previously existed and was subsequently removed. The upgrade would include increased 
speeds and a reconfigured Carrollton Avenue interlocking. 
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Figure 8.12 

Reconfigured East City Jct., Two Main Tracks to NOUPT 

 

Clara St. Tower at the north end of NOUPT would be reconfigured to provide additional 
flexibility to support the proposed increased levels of increased-speed intercity passenger 
service. 

Upgrade the Back Belt from ECJ to EBJ to reflect the initial Gateway Project 
recommendation to: grade separate the grade crossings in Metairie, install double track 
between 17th Street Canal and Metairie interlockings, and reconfigure Shrewsbury 
interlocking to conform to the reconfiguration of EBJ.   
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Figure 8.13 

New East Bridge Jct. and Connection to KCS West Yard 

 

 NOUPT to Mays Yard 

The westbound passenger route - NOUPT to Southport - would utilize the reconfigured 
Carrollton Avenue interlocking and the reinstallation of the main second track to Carrollton 
Avenue to KCS Jct. 

The route Southport to Mays Yard would be upgraded to include the revised East Bridge 
Junction configured in accordance with the concept developed and agreed by the freight 
railroads during the ongoing New Orleans Gateway Project (Figure 8.13). 

The initial simulations indicated that the apparent configuration of Mays Yard did not 
adequately handle trains arriving and departing the yard. Lacking the full cooperation of CN 
and the funding to devise a concept to eliminate these problems, the study and simulations 
did not contain a revised configuration for the facility. See the analysis of results section for 
further information on problems at Mays Yard encountered during the various simulations. 
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Mays Yard to Baton Rouge 

Orleans Jct. to Essen 

Entire route would be CTC controlled. 

Norco  

The long-term Norco configuration would be the same as the short-term configuration. 

Bonnet Carre Bridge 

The spillway configuration between North Norco and South Montegut would be the same as 
that for the short-term. 

Extend Montegut Siding north one-mile to 837.8. No. 20 power-operated Turnouts would be 
installed and the siding upgraded to support a 40 mph MAS. 

The Reserve bypass route (836.0-832.8) and the Grammercy bypass route (830.8-827.8) 
would not be modified. It is anticipated that the industrial siding tracks primarily would be 
used for switching/industry work). 

Extend Barmen Siding southward 1.4 miles to MP820 (820.0-817.5). No. 20 power-
operated Turnouts would be installed and the siding upgraded to support a 40 mph MAS. 

Extend Gonzales Siding northward one-mile to 808.2 (810.3-808.2 No. 20 power-operated 
Turnouts would be installed and the siding upgraded to support a 40 mph MAS.  

Extend Essen Siding northward 1.6 miles (795.4-793.4). No. 20 power-operated Turnouts 
would be installed and the siding upgraded to support a 40 mph MAS. 

Essen to North Baton Rouge 

Extend the double track main southward 0.6 miles from North Street to Government Street 
(789.2-788.6), as shown in Figure 8.14. The Baton Rouge Station (which would be located 
north of Government Street) would be modified to accommodate the double track main.  

The track configuration between North Street and the south end of Baton Rouge Yard 
would be unchanged from that implemented as a short-term improvement. 
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Figure 8.14 

Government Street to South End Baton Rouge Yard 

 

Figure 8.14, below depicts all short term changes on the KCS New Orleans Sub between 
Baton Rouge and Montegut. 

Figure 8.15 

All short term Improvements on KCS – Baton Rouge to Montegut 
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There were no other changes made in the Case 3 Simulation. 

Highway/Railroad Grade Crossing Improvements 

There are no additional improvements beyond those described at the end of the Case 2 
discussion.

Case 4 Site Specific Improvements  

Meridian to New Orleans 

The improvements were documented in detail in the report entitled Phase I: Improvement 
Plan – Meridian to New Orleans3. Recent analyses, supported by a simulation of projected 
2025 rail traffic have resulted in a modification to several of the short- and long-term 
recommendations. The presently recommended long-term recommendations are documented 
in the following sections. 

Signal System – Upgrade Signal System to support 90 mph train operations from Meridian 
to X Tower. 

Meridian to Slidell 

Upgrade Basic Siding (12.2-14.5). 

Extend Barnett siding 2.1 miles northward to 26.3 (in the earlier report the extension 
stopped at 28.4). 

Install a new Heidelberg siding (38.1[39.0]-41.7[41.4]). The extension would incorporate 
the existing industrial siding at Heidelberg, which would be relocated from the existing main 
to the siding. The siding would be upgraded to support a 40 mph MAS. In the long-term a 
second siding on the east side of the railroad would be installed to accommodate the multiple 
passenger train and freight meets that the initial simulation indicated would occur at 
Heidelberg. 

Upgrade Hawkes siding (49.6-51.9). 

The existing short siding and yard at Laurel would not be upgraded. 

                                                 

3 BKI, September 2002. 
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Upgrade Show Fields siding (58.2-60.6). 

Construct a new siding at Moselle (70.6-72.6). 

The yard access and the CN at-grade railroad crossing at Hattiesburg would not be 
modified. 

Upgrade Richburg siding (93.4-95.8). 

Extend Purvis siding 2.5 miles southward to 104.2 (101.2-104.2). 

The initial report recommended extending the existing Lumberton siding 1 mile north to 
110.4. The reviews performed for this study determined that this was infeasible; instead it is 
recommended that a 4.8-mile siding south of Lumberton be constructed (114.2-
119.0[116.6]). The siding would be upgraded to support a 40 mph MAS. In the long-term a 
second siding on the west side of the railroad would be installed to accommodate the 
multiple passenger train and freight meets that the initial simulation indicated would occur in 
the vicinity of Lumberton. 

The existing 4,100-foort Poplarville siding (125.0) would not be modified. 

Extend Derby 1.2 miles to northward (129.7. to 128.5). 

Construct a new siding at Carriere (142.5-144.5). 

Exclude the Nicholson siding; the siding would only be used to serve local industries. 

Exclude the 8,520-foot Picayune siding for the reasons stated above. The siding would only 
be used to serve local industries, thereby freeing up the main track. 

Construct a new interlocking, North Pearl River, north of the Pearl River Moveable Bridge 
– 157.0 to 159.2. 

Retain the existing Pearl River Siding, which would remain 5,900 feet long. 

Upgrade Woods siding (93.4-95.8). 
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Figure 8.16 

All Improvements Case 4, Meridian to Hattiesburg – Long Term 
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Figure 8.17 

All Improvements Case 4, Hattiesburg to Industrial Canal – Long Term 

 

New Orleans Terminal 

No improvements were made beyond those included in the Case 3 simulation. 

Orleans Jct. to Baton Rouge 

Orleans Jct. to North Frellsen 

The existing CN and KCS merging at Frellsen Jct. would be eliminated and the KCS route 
from North Frellsen to Orleans Jct. used by HSR trains would become the primary route. 

Restore previously removed KCS main line South Frellsen to Orleans Jct.; construct third 
main track Orleans Jct. to former Kenner Jct. Construct universal interlocking at Kenner Jct. 

Install turnout and crossover at Orleans Jct. to provide alternative access to Airport Station 
from Northbound CN Main. 
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Connect the CN to the KCS main east of the north end of Frellsen Siding. Remove the CN 
main eastward to Orleans Jct., this includes removal of Frellsen Jct.  Provide connection from 
the Frellsen siding to Martin Jct. for northward CN train movements. 

Figure 8.18 

Long Term – North Frellsen to Orleans Jct. to Kenner Jct. 

 

North Frellsen to Essen 

Signal System – Upgrade signal system to support 90 mph train operations from Frellsen to 
Essen. 

Norco - The long-term Norco configuration would be the same as the short-term 
configuration. 

Bonnet Carre Bridge - The spillway configuration between North Norco and South 
Montegut would be the same as that for the short-term; an ultimate decision on need for 
second track, with supporting bridge structure, would be required will be made after 
completion of initial long-term simulation. 
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Bonnet Carre Spillway to Essen Siding (located in South Baton Rouge) - Install a new 
siding at Kleinpeter (800.0 – 802.0). No. 20 power-operated Turnouts would be installed 
and the siding designed to support a 40 mph MAS. 

Extend Essen Siding northward 1.6 miles (795.4-793.4). No. 15 power-operated Turnouts 
would be installed and the siding upgraded to support a 30 mph MAS. 

Essen (South Baton Rouge) to North Baton Rouge 

There would be no additional improvement between Essen and South Baton Rouge. 

North Baton Rouge Yard to Bridge Jct. 

The north end of the relocated main track would be extended from south of the CN crossing 
to a new interlocking located at Chippewa Street (Figure8.19). The extension would result in 
three crossing diamonds (instead of the current one) across the CN main to Hammond. A 
third bridge (in addition to the short-term bridge) over Chippewa Street would provide a 
connection to the north switching lead serving the Exxon Refinery. 

The north switching lead would be extended over the waterway located just south of Bridge 
Jct. The track extension would avoid conflicts between KCS freights and HSR trains to the 
OKAB Bridge and a local serving the industrial activity north of Bridge Jct. on the branch to 
Port Gardner. 

Figure 8.19 

North End Baton Rouge Yard to Bridge Jct. – Long Term 

 

Figure 8.20, below, depicts all changes on the KCS New Orleans SD between Bridge Jct. and 
Montegut. 
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Figure 8.20 
Bridge Jct. to Montegut – Long Term 

 

West Baton Rouge to Lafayette 

The following description assumes that the Long-Term HSR route to Lafayette would be via 
the "Direct Route" alternative that assumes the construction of a new 18-mile viaduct over 
the Atchafalaya Basin (Figure 8.21).  

Figure 8.21 

Direct Route Baton Rouge to Lafayette – Atchafalaya Viaduct 
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The Direct Alignment would leave the UP Main Line immediately after the junction of the 
new connection between the KCS and UP main tracks west of the OKAB.  Install signal 
system to support 90 mph train operations. 

West Jct. to Lafayette 

The Short-Term new route between West Jct. and UP 641.5 would be upgraded by the 
addition of a second track between West Jct. and Kahns (641.5). The second track would 
accommodate potential meets of HSR trains west of the OKAB (Figure 8.22).  

Figure 8.22 
Direct Route Baton Rouge to Lafayette – West Jct. Connection 

 

Between Kahns (MP 641.5 UP Beaumont SD), Grosse Tete and the east siding of the 
Atchafalaya Viaduct, a new at-grade 17.5 mile alignment would be constructed.  The 
alignment would be grade-separated above the UP Livonia SD near Grosse Tete. 

Three-mile long sidings would be constructed at each end of the 18-mile Atchafalaya 
Viaduct.  The sidings would accommodate HSR train meets between Lafayette and West Jct.   

Movable bridges would be installed at two locations to span navigable waterways. 

The crossing of the alignment and I-10, at a location east of Breaux Bridge, would be grade 
separated, with the railroad located beneath the highway (Figure8.23).  The Louisiana and 
Delta short line railroad between Lafayette and a connection from the HSR route to Breaux 
Bridge would be upgraded.  The existing connection to the BNSF Lafayette Subdivision 
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would be supplanted by the construction of a second track that would provide a second main, 
bypassing the BNSF Lafayette Yard. 

Figure 8.23 

Direct Route Baton Rouge to Lafayette – MP 40 to Lafayette 

 

Lafayette to Lake Charles 

Lafayette to Iowa Jct. 

Several improvements are shown in Figure 8.24.  The signal system would be upgraded to 
support 90 mph train operations. 

The Lafayette Yard second main track (Figure 8.25) would extend westward to 155. 
Universal crossovers would be installed at MP 149.6 and 152.5 to provide flexibility for 
freight and passenger trains meeting or entering the Lafayette Yard 

The existing Crowley Siding would be upgraded, No. 20 power-operated turnouts would be 
installed, and the siding upgraded to support a 40 mph MAS. A second siding on the south 
side of the main track would be installed to facilitate three train meets. 

Midland Siding would be extended eastward from 174.7 to 174.3 and westward from 175.5 
to 176.2 creating a siding almost 10,050 feet long. No. 20 turnouts would be installed and the 
track would be upgraded for a 40 mph MAS and be converted to CTC control. 
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Figure 8.24 
Lafayette to Iowa Jct. – Long Term 

 

Figure 8.25 

Second Main Track Lafayette – Long Term 

 

Roanoke Siding would be extended westward from 192.4 to 194.0 and a second siding 
installed to establish additional capacity as at Crowley. No. 20 crossovers would be installed 
and the track upgraded for a 40 mph MAS. 

Iowa Jct. to Lake Charles 

The signal system would be upgraded to support 90 mph train operations. 
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Iowa Jct. would be relocated eastward to 202.5, thereby reducing the length of single track 
between Lafayette and Iowa Jct. and reducing the spacing to Roanoke siding. A universal 
interlocking would be installed at Iowa Jct. to facilitate the interface of trains at this junction. 
The track configuration would be upgraded to double track between Iowa Jct. and a location 
west of the Lake Charles Station (Figure 8.26). 

This would be accomplished by constructing a second main track from the west end of Iowa 
Siding (209.0) to the interlocking at 213.8 that had been installed during the short-term. The 
new track would shift from the south side of the existing main track to the north side at about 
211.5. The 4.8 miles of second track would result in the UP main being upgraded to double 
track through Lake Charles to facilitate increased levels of freight and passenger traffic. 
Appropriately located crossovers and turnouts to provide access to Lake Charles yard, Lake 
Charles station, and industrial tracks would be provided. 

Figure 8.26 
Iowa Jct. to Lake Charles – Long Term 

 

 

Highway/Railroad Grade Crossing Improvements 

Meridian – New Orleans 

The improvement program calls for 90 mph running in this segment. The current operating 
speed is 79 mph.  The Federal Railroad Administration Grade Crossing Inventory lists a total 
of 138 highway/railroad grade crossings in this segment.  Of these, there are 19 grade 
crossings having active warning devices in 90 mph train operating territory.  Ten locations 
need a completely new installation of crossing gates flashers and constant time circuitry.  
Nine locations have gates and flashers; these locations require only an upgrade to constant 
time circuitry. 

New Orleans – Baton Rouge 
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The improvement program calls for 90 mph running in this segment. The active warning 
devices in this segment were upgraded to gates, flashers, and constant time circuit in the Case 
2-3 improvement program.  Even though Cases 2 and 3 have a maximum speed of 79 mph, it 
is assumed the circuits would also process the potential future 90 mph train speeds.  
Therefore, no modifications to active warning devices in this track segment are needed.   

Baton Rouge – Lafayette 

The improvement program calls for 90 mph running in this segment.  Included in this 
segment is the construction of 17.5 miles of new at-grade alignment and the 18 mile 
Atchafalaya Viaduct.  By inspection, 27 potential grade crossings were identified needing 
flashers, gates, and constant time warning circuits.   

Lafayette - Iowa Junction 

The improvement program calls for 90 mph running in this segment.  The Federal Railroad 
Administration Grade Crossing Inventory lists a total of 86 highway/railroad grade crossings 
in this segment.  Of these, 42 have active warning devices and are in locations that would 
have 90 mph train operations.  Seven locations need a completely new installation of 
crossing gates, flashers, and constant time circuitry.  Thirty seven locations have gates and 
flashers; these locations require only an upgrade to constant time circuitry.   

Iowa Junction – Lake Charles 

The improvement program calls for 90 mph running in this segment. The current operating 
speed is 79 mph.  It is projected that there are 11 grade crossings having active warning 
devices in 90 mph train operating territory.  Two locations need a completely new 
installation of crossing gates flashers and constant time circuitry.  Nine locations have gates 
and flashers; these locations require only an upgrade to constant time circuitry.

Case 5 Site-Specific Improvements  

In Case 5, additional double track was added to the various line segments to promote better 
freight and passenger operations.  The locations where a second track was added was based 
upon areas from the Case 4 simulation where passenger trains met or where large freight 
delays occurred.  Following is a brief description of the improvements included in the 
simulation. 
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Meridian to New Orleans 

Double track was added between Barnett (30.7) and Mosell (70.6).  Double crossovers were 
added at MP 30.7 and 70.6.  Single crossovers were left at the east and west ends of the 
sidings included in Case 4.  All turnouts were upgraded to No. 24 for 50 mph operation. 

The double siding at Heidelberg was removed in favor of the double track.  The total amount 
of double track added, minus the second siding at Heidelberg, was approximately 28 miles. 

The following figure, 8.27, represents these improvements in the Case 5 simulation. 

Figure 8.27 
Meridian to Dragon with Double Track 

 

Double track was also added between Lumberton (119.0) and East Pearl River (157.0).  
Double crossovers were added at MP 119.0 and 157.0.  Single crossovers were left at the 
locations of the east and west ends of the sidings simulated in Case 4.  All turnouts were 
upgraded to No. 24. 

The second siding at Lumberton was removed in favor of the double track.  The total miles of 
double track added, minus the second siding, was approximately 26.1 miles. 

The following figure, 8.28, represents these improvements in the Case 5 simulation. 
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Figure 8.28 
Richburg to New Orleans with Double Track 

 

New Orleans Terminal 

There were no improvements made in the New Orleans Terminal in the Case 5 simulation.  
While rail operations in the terminal were not adequate based on the Case 4 simulation, 
additional improvements around New Orleans were beyond the scope of this study.  A 
separate study of operations in New Orleans will make recommendations regarding the 
necessary improvements. 

Orleans Jct. to Lobdell Jct. 

Double track was added between Montegut (837.8) and Grammercy (830.8).  Single 
crossovers were left at the locations of the east and west ends of the sidings simulated in 
Case 4.    Turnouts were left as is from the Case 4 simulation. 

Double track was also added between Kleinpeter (800.0) and the east end of Baton Rouge 
(789.2).  A double crossover was added at MP 800.0.  Single crossovers were left at the 
locations of the east and west ends of the sidings simulated in Case 4.   

Total miles of double track added were approximately 12.6 miles. 

No changes were made to the Baton Rouge Terminal beyond those included in the Case 4 
simulation even though operational performance was not adequate.  Improvements within the 
terminal were beyond the scope of this study.  The following figure, 8.29, represents these 
improvements in the Case 5 simulation. 
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Figure 8.29 

Montegut to Baton Rouge with Double Track 

 

Lafayette to Iowa Jct. 

Double track was added between CP 155 (155.0) and Crowley (163.9).  A double crossover 
was added at MP 163.9.  Single crossovers were left at the locations of the east and west ends 
of the sidings simulated in Case 4.  Turnouts were upgraded to No. 24 for 50 mph operation. 

The second siding at Crowley was removed in favor of the double track. 
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Double track was also added between Roanoke (194.0) and CP 202.5 (202.5).  Double 
crossovers were added at MP194.0 and 202.5.  Single crossovers were left at the locations of 
the east and west ends of the sidings simulated in Case 4.  Turnouts were upgraded to No. 24 
for 50 mph operation. 

The second siding at Roanoke was removed in favor of the double track. 

A new siding at Mermentau River was also added in the Case 5 simulation.  The siding was 
located at MP 180.9 to 182.9.  No. 20 power turnouts were included on both ends of the 
siding. 

Total miles of double track added were approximately 12.1 miles. 

No improvements were made at Lake Charles or Lafayette beyond those from the Case 4 
simulation.  The following figure, 8.30, represents these improvements in the Case 5 
simulation. 

Figure 8.30 
 Lafayette to Iowa Jct. with Additional Double Track 

 

Highway/Railroad Grade Crossing Improvements 

There are no additional improvements beyond those described at the end of the Case 4 
discussion.
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Areas of Special Concern  

New Orleans Gateway 

All possible alternative passenger rail services face the challenge of negotiating the New 
Orleans gateway, a complex network of intersecting lines bounded on the east by NS’s 
lakefront approach and CSX’s Gentilly yard, and on the west by Orleans Junction and 
Avondale Yard.  There are two primary routes through the gateway, the Public Belt and NS’s 
Back Belt.  The Public Belt’s Huey Long Bridge connects the UP and BNSF to the gateway, 
and the CN main provides access to KCS as well as CN.  The west-side hub of the system is 
East Bridge Junction, where UP, BNSF, CN, and KCS connect to NS and NOPB (CSX uses 
NS tracks).  The east side hub is the triad of NE/NO&NE Tower, Oliver Jct., and 
NOT/Terminal Jct. 

There are serious congestion problems in the Gateway now, and there have been for years.  
The steadily increasing level of freight traffic can only make this situation worse, without 
some relief in the form of increased capacity.  Assuming an annual 2% increase in freight 
traffic leads to the projection for traffic at East Bridge Junction indicated in Table 8.1.  
Significant improvements will be necessary to deal with the existing and future growth.   

Table 8.1
Growth In Traffic, East Bridge Junction

   
 Year Year
Future Traffic in trains per day 2007 2027
Freight 25 36
Amtrak 3 3
New Service 4 12
TOTAL 32 51
   
Note: Annual growth rate of freight traffic estimated @ 2% 
   
  Source:  DMJM HARRIS

 

Required Improvements 

Improvements that would be required include an upgraded X-Tower, including the siding 
upgraded to 40 mph. The interlocking would remain the north end of the double track to 
Oliver Junction.  NE-Tower would be reconfigured to add the bypass of Oliver Jct., and 
Elysian Fields would be reconfigured per the modified Elysian Fields concept that has been 
agreed by the freight railroads 
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A third main would be constructed between Marconi Drive and Frenchmen Street.  East 
City Jct. would be reconfigured per the modified Elysian Fields concept that has been 
developed during the recently published Mobile to New Orleans report.  The passenger rail 
line between ECJ and NOUPT would be returned to the double track, and Carrollton 
Avenue interlocking would be reconfigured for increased speeds.   

The Back Belt would be upgraded from ECJ to EBJ, to reflect the initial Gateway Project 
recommendation to grade separate the grade crossings in Metairie, install double track 
between the 17th Street Canal and Metairie interlockings, and reconfigure Shrewsbury 
interlocking to conform to the reconfiguration of EBJ 

The westbound passenger route from the UPT to Southport would utilize the reconfigured 
Carrollton Avenue interlocking and the reinstalled second track from Carrollton Avenue to 
KCS Jct.  The route from Southport to Mays Yard would be upgraded through the revised 
East Bridge Junction.  The initial simulations indicated that the apparent configuration of 
Mays Yard did not adequately handle trains arriving and departing the yard. Lacking the full 
cooperation of CN and the funding to devise a concept to eliminate these problems, the study 
and simulations did not contain a revised configuration for the facility.  

Shell Norco Refinery 

The Shell Norco Refinery area extends through the entire developed portion of St. Charles 
Parish from north of US 61 to the Mississippi River, and both the KCS and the CN lines are 
routed through the refinery.  The issue of concern is that the KCS main track is used for in-
plant switching, providing access to a series of spurs which service plant operations.  (See the 
schematic track diagram, Figure 8.31, and a view looking east through the Norco Refinery 
along the KCS, Figure 8.32)  Adding passenger trains to the existing KCS rail service 
through the refinery would require protection of the trains as well as accommodation of the 
industrial switching required for refinery operations.  An additional issue is the Bonnet Carre 
Spillway, which begins approximately 1,000’ to the west of the refinery.  The KCS line 
crosses it on a 9,800’ structure, which presently carries a 10 mph slow order.   

Figure 8.31 
KCS Track Schematic Diagram through the Norco Refinery 

 



 Southern Rapid Rail Transit Commission 
 Gulf Coast High-Speed Rail Corridor 
 Lake Charles to Meridian Corridor Transportation Plan 

BURK-KLEINPETER, INC. (10135)  June 2007 
 Page 8.41 

Figure 8.32 
Looking east through the NORCO Refinery 

The recommended solution is 
to upgrade the Norco 
Yard/Refinery complex to 
facilitate yard switching 
operations while 
accommodating the 
introduction of intercity 
passenger service between 
Baton Rouge and New 
Orleans (Figure 8.33). The 
existing yard limits segment 
would be upgraded so that 
passenger train speeds of 60 
mph would be achieved. The existing main track would be converted to a yard lead/tail track 
longer than 6,500 feet. A new main line would be installed north of the existing main track. 
A new lead/tail track north of the new main track would be provided; it also would be longer 
than 6,500 feet. Interlockings at each end of the new main track; an interlocking in the 
middle of the complex would provide access between the north and south yards. The 
improvements would recognize the critical importance of the complex in serving the plant 
and serving as a base for local trains serving additional plants and industrial sidings north of 
Norco. 

Figure 8.33 
Upgrade Norco Yard/Refinery Complex 

 

The Bonnet Carre Spillway viaduct would be upgraded to remove the existing 10 mph slow 
order and restore the speed over the spillway, as a minimum, to the 30 mph that existed in the 
early 1960s. 
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UOP Plant 

There are multiple tracks routed through the both the KCS Yard and the UOP refinery, but 
only one of the tracks serves a continuous through track.  In the startup phase, no 
improvements are considered.  However, at build-out, one additional track route will be 
improved to assure that there will be two continuous tracks routed through both the yard and 
the refinery.  The integration of passenger start-up traffic into the existing KCS rail service 
through the UOP plant, would require accommodation of the industrial switching imposed by 
refinery operations.   

Livonia 

Providing an acceptable solution to the issue of moving from UP Anchorage SD to the UP 
Beaumont SD requires a 4,000-foot long flyover.  The alternative of constructing crossing 
diamonds across all three tracks of the UP Alexandria SD north of Livonia Yard was 
considered, but upon analysis it was concluded that the concept would most likely be 
unacceptable to UP; particularly since the three tracks were the primary tracks leading to and 
from the north end of very busy Livonia Yard. 

In the short-term the existing connection would be lengthened by extending it westward to a 
new connection at MP 621. The extension would enable freight trains to be held prior to their 
arrival or after their departure from the yard without affecting a passenger train operating 
between Kinder and Baton Rouge.  The length of the connection also will allow the train 
being held to be clear of the North Receiving Track.  . 

Atchafalaya Basin 

The implementation of a direct route from Baton Rouge to Lafayette presents some 
significant challenges.  To provide a crossing of the Atchafalaya Basin, it will be necessary 
to construct 18 miles of railroad on structure with 4.4 miles of the structure programmed as a 
major river crossing of a navigable waterway with barge traffic.  This is in addition to 17.5 
miles of new railroad at grade and a new passenger station at Lafayette.   

Environmental constraints associated with the upgrade will involve substantial impacts to 
wetlands throughout the entire route. There will be community impacts on the approach to 
Lafayette, which will have to be addressed in an environmental document. The route includes 
a major bridge at the Atchafalaya River to accommodate barge navigation.   Also, the new 
bridge crossing of the Atchafalaya Basin will require close coordination with the U.S. Army 
Corps of Engineers, to make certain that the structure does not impede flows through the 
Atchafalaya Basin.   
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9.  Program Summary and Conclusions 
This chapter recapitulates the nature and cost of the potential improvements to the Lake 
Charles to Meridian Corridor, and summarizes major conclusions of the study. 

Recapitulation of Potential Improvements 
Tables 9-1 and 9-2 list the corridor-wide and site-specific improvements identified in Chapter 
8 as addressing the Initial Service and Full Service requirements underlying the study.  The 
tables identify the objectives and estimated cost of each line item.  The projected total cost of 
all the identified potential improvements (exclusive of rolling stock requirements and items 
not estimated in the study) currently stands at approximately $2.6 billion (2007 dollars).   

Tables 9-1 and 9-2 include cost estimates only for those infrastructure items covered in the 
study scope.  Items omitted from the study scope are labeled “to be determined (tbd)” and are 
excluded from the totals shown.  Some of the items “to be determined” may be essential 
prerequisites to upgraded service on the line (e.g., improvements to Sibert, Gentilly, KCS and 
BNSF Yards) and would need to enter into further studies or implementation plans.  This 
engineering report does not address the financing or institutional options which may enter 
into project implementation. 

Detailed engineering construction plans need to be prepared for the various improvements to 
facilitate further study.  The plans would necessarily support a detailed segmentation, 
prioritization, and sequencing of these projects into a number of interrelated projects.  The 
engineers would then evaluate these separate projects in terms of their cost-effectiveness in 
fulfilling capacity, re-capitalization, and trip-time needs.  Experience on the Phase I, 
Meridian to New Orleans study, and other recent HSR studies have shown the benefit of 
prioritizing capacity improvements based on an evaluation of their urgency and return on 
investment. 

The addition of increased levels of intercity passenger service in a primarily single track 
railroad, operating at speeds in excess of freight train operating speeds, must be accompanied 
by an investment in siding improvements that would optimize spacing and provide sidings 
sufficiently long enough for the longest freight trains, to accommodate train meets as 
expeditiously as possible.  This increases capacity and improves the reliability of passenger 
train operations, while not denigrating freight train operations.  These capacity enhancements 
accompanied by signal system improvements and continuous upgrading of track speeds also 
provide a large share of the trip time benefits. Rehabilitation projects that upgrade 
drawbridges also will contribute to increases in passenger and freight train speeds in the Lake 
Charles-Meridian Corridor.  Finally, the study’s 20-year planning horizon allows for a 
phased implementation of the contemplated program to match the rail operators’ staged 
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introduction of service improvements and the availability of an ongoing infusion of capital 
funding to the states and transportation agencies.  Thus, closer scrutiny would assist high-
speed rail partners in fashioning a detailed program that is affordable, timely, and efficacious. 

 
Table 9-1 

Total Project Cost by Phase 
 

 Initial Service (2 roundtrips @ 79 mph) ........................................$681,700,000 
 
 Full Service (6 roundtrips @ 90 mph) ..........................................1,987,605,000 
 
  Grand Total .........$2,669,200,000 
 

Source: Parsons Transportation Group, 2007. 

Table 9-2 is presented at the end of this chapter. 

Major Study Conclusions 
The following sections discuss the major findings of this corridor study. 
 
Simulation Conclusions 
 
1. The current signal systems, particularly on the KCS, NS and BNSF will not be sufficient 

if passenger operations are introduced.  Under any level of passenger operations, CTC 
will be required over the entire network. 

 
2. Under any passenger plan, existing sidings will need to be lengthened and turnouts will 

require upgrading to allow increased speeds into and from the sidings. New sidings will 
also need to be constructed to create more even siding spacing.  It is likely that under any 
HSR proposal, all sidings on a line segment will need to be upgraded to create enough 
meet pass locations that freight trains do not experience significantly higher delays 
because of the new passenger service. 

 
3. The New Orleans Terminal will require major improvements and configuration 

modifications to introduce passenger operations.  Orleans Jct., East Bridge Jct., East City 
Jct., Frenchman St. (Elysian Fields), Terminal (Oliver) Jct., and NE Tower are locations 
where freight and passenger traffic must cross over each other, creating multiple conflict 
points.  The track configuration in these areas will have to be modified and upgraded to 
allow faster passenger and freight movement to minimize the interaction impact.  
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4. Additional trackage to hold freight trains must be created along the Back Belt within the 

New Orleans Terminal.  The method of freight operations that leaves trains on one of the 
two mainlines for hours at a time cannot continue once HSR passenger trains are 
introduced.   

 
5. The operating restrictions on the Back Belt should be reviewed and modified to allow 

more fluid operations between NE Tower and Avondale Yard through East Bridge Jct.  
Existing methods of operation and communication will need to be examined and 
modified to simplify the movement of a train (either freight or passenger) between 
railroads within New Orleans Terminal. 

 
6. Terminals at Meridian, Hattiesburg, Norco, Baton Rouge, Lafayette, and Lake Charles 

will need to be carefully reviewed and designed to allow operation of passenger traffic in 
conjunction with freight traffic.  Approaches to the terminals must be designed so that 
freight traffic can continue to operate while passenger traffic is in the area.  The current 
size of the yards and the existing restrictions around the yards at some of these locations, 
including large bridges and/or large industrial complexes, will make this type of 
improvement very difficult to design and implement in actual operations. 

 
7. When reviewing and designing Baton Rouge, all functions of the passenger trains must 

be considered, including HSR/commuter station location, layover tracks and servicing 
tracks/areas. These types of operations require significant capacity that must be 
accounted for. 

 
8. If a full schedule of HSR trains is implemented (the 2027 schedules), stretches of double 

track with frequent crossovers on each line segment will be necessary to maintain freight 
operating performance.  The more double track that is included, the closer the operating 
performance will be to startup HSR or freight only operations.  Different configurations 
of double track will need to be tested to determine the best combination of alternating 
double and single track.  

Protection of all freight and passenger services 

Numerous computerized simulations of the operations of all users of this Corridor (freight 
and intercity passenger) have identified a number of specific infrastructure changes that 
would provide the capacity to handle all existing and projected services without deteriorating 
freight train performance.  Even with these changes, close scheduling and dispatching 
coordination among CSXT and the intercity passenger service operator extending to other 
contiguous routes would be necessary to optimize the use of the improved facility and 
preserve the dependability and marketability of all passenger and freight operations. 
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This study of the Approximately 400-mile Lake Charles-Meridian Corridor represents a 
significant application of the transportation planning concepts that evolved in the Northeast 
Corridor Improvement Project - America’s premier high-speed rail development effort to 
date - to a primarily single-track railroad, with heavy through and local freight traffic. 

Capacity Requirements 

The importance of freight traffic, coupled with the bottlenecks inherent in single-track 
operation, makes protecting the reliability of all services a paramount concern in planning - 
secondary only to safety.  As a result, for this corridor to fulfill its potential: 

• Significant additional capacity must be provided. 
 
• This capacity may take the obvious form of additional tracks, mainly passing sidings 

but in some instances midpoint interlockings in longer sidings, new interlockings, and 
improved connections between rail lines. 

 
• More subtle - but of equal importance - are the detailed improvements that would 

allow freight trains to enter and exit the main line more quickly, and that would lessen 
the delays occasioned by interference among all rail services.  These include 
upgrading turnouts for higher operating speeds and providing improved paths for all 
types of trains through complex yard areas. 

 
• Combined with the need for careful attention to engineering detail is the requirement 

for collegial operations planning, over the long-term, among all the operators and 
service sponsors in the corridor. 

With the betterments identified in this study, it would be feasible to upgrade intercity 
passenger service to achieve reliable travel times of less than 2.4 hours between New Orleans 
and Mobile.  This scheduled running time, while not approaching the average speed of high-
speed trains in the Northeast Corridor (NEC), would significantly exceed present rail 
passenger travel times in the corridor.  More importantly, the reliability would approximate 
that achieved in the NEC, thereby providing a competitive travel mode in the GCHSR 
Corridor. 

These intercity passenger rail service improvements could occur without adverse impacts to 
freight operations in this very busy territory.  Indeed, all freight services would benefit from 
the improved traffic flows made possible by the initiatives described in this report. 
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Implications for other Corridor Studies 

Because the Lake Charles-Meridian Corridor consists of a primarily single track freight main 
lines, it will require not only the construction of numerous capacity improvements to 
accommodate higher speed passenger trains and increased levels of freight train operations, it 
will require a rethinking of rail dispatching policies and procedures.  The study also will 
provide useful information to intercity and commuter rail corridor planners in many other 
regions of the country, where analogous situations prevail.  Heavy freight routes with limited 
capacity exist in other designated corridors, and the techniques employed to overcome the 
varied challenges in the Lake Charles-Meridian route will apply elsewhere.  In particular, 
planners and decision-makers need to keep in mind the special characteristics of single-track 
routes - and of high-density freight lines - and the careful attention to operational planning 
and engineering detail that is prerequisite to their successful adaptation for high-speed rail 
service.   
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Table 9-2 
Proposed Infrastructure Improvements by Phase 

 
 Subtotal Subtotal
 Initial Full Total 
 Case 2 Case 3 Service Case 4 Case 5 Service Cases 2-

5 
Meridian to New Orleans 24.7 116.2 140.9 31.6 162.9 194.6 335.5
New Orleans Terminal 214.0 33.1 247.1 0.0 0.0 0.0 247.1
New Orleans to North Baton 
Rouge 

136.8 56.8 193.5 47.5 38.2 85.7 279.2

West Baton Rouge to Lake 
Charles 

78.4 0.0 78.4 1,395.2 43.9 1,439.0 1,517.4

Grade Crossing Upgrade Program 21.7 0.0 21.7 19.8 0.0 19.8 41.6
Signal System Upgrade Program 0.0 0.0 0.0 248.4 0.0 248.4 248.4

 Total 475.6 206.1 681.7 1,742.6 244.9 1,987.6 2,669.2
  

Note: The total of Cases 2-5 ($2,669,200,000) would be reduced by $57 million if the direct route via Atchafalaya viaduct were adopted, 
eliminating improvements through Livonia and Kinder to Iowa Jct. 

Source: Parsons Transportation Group, 2007. 




