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ATTENDANCE:


Paul Belella, Delcan Corporation

Anne Ferro, Maryland Motor Truck Association
Stephen Flippin, CSX

Allan Fye, Cambridge Systematics

Bill Gardiner, Prince Georges County

Rick Johnson, Maryland Department of Transportation

Jennifer Kinsella, CSX

Jody McCullough, Baltimore Metropolitan Council

Valerie Pardo, Virginia Department of Transportation

Larry Ratcliffe, CSX

Rick Rybeck, District of Columbia Department of Transportation

Irvin Varkonyi, George Mason University

David Zaidain, National Capital Planning Commission

COG/TPB STAFF ATTENDANCE:

Tim Canan

Michael Farrell

Karin Foster

Ron Kirby

Andrew Meese

1.  Welcome, Introductions─ Karin Foster welcomed attendees to the second Freight Subcommittee meeting of the Metropolitan Washington Council of Governments/Transportation Planning Board (COG/TPB).  Each attendee introduced themselves.  Next Karin Foster introduced Stephen Flippin, Larry Ratcliffe, and Jennifer Kinsella of CSX who came to make a special presentation on the National Rail Gateway proposal.
2.  National Rail Gateway Proposal─ Stephen Flippin began the presentation with background facts about growth in freight.  Current predictions from US DOT, AASHTO, and others estimate a 67 percent growth in freight traffic by 2020.  Ports on the West Coast are so congested that shippers are shifting toward the East Coast ports via the Panama and Suez canals for more profitable service to the Midwest.  Stephen showed congestion maps revealing this “Tsunami of Freight” coming in 2020.  
The National Gateway Proposal includes a series of projects along the East Coast corridor and into Ohio that allow for double-stack routes and more efficient rail service.  Also included is the Northwest Ohio Transfer Yard which would enable CSX service to new major markets.  This series of projects is part of expanding the Baltimore, Portsmouth, and Willington Port’s reach.  The Northwest Ohio Transfer Yard is expected to be complete in late 2010, around the same time the highway reauthorization funds become available.  Grade-separation projects and additional terminals would be built in 2011 and complete in 2014, completing the National Gateway.


Larry Ratcliffe of CSX took over from Stephen to describe the funding approach for National Gateway considering it is ultimately for public and private gain.  The total National Gateway cost is estimated at $724 million.  The proposed cost share breakdown is 50 percent ($362 million) CSX, 25 percent ($181 million) federal, and 25 percent state.  Total investments complement port infrastructure investments to meet projected freight growth by delivering double-stack clearances.  Although transit is outside the overall scope of the National Gateway, the project complements investments by transit agencies to build additional capacity for passenger/commuter rail service.

A Public Benefits study was performed by Cambridge Systematics to help build a coalition for the National Gateway.  Some benefits of public investment in freight rail are that the state maintenance costs are assumed by CSX.  Using the US DOT Federal Highway Administration methodology, fewer highway miles are driven, less highway maintenance costs, environmental air quality benefits, and safety benefits.  Benefits also include logistics, construction investment, and employment.  Benefits not included in the study include the traffic shift to East Coast ports, less highway congestion, and spin off employment and local tax benefits.  A public benefit of 8 to 1 is estimated.
Mr. Ratcliffe described the specific projects included in the Washington Region for Maryland, Virginia, and the District of Columbia.
In Maryland, $126 million in total investment is proposed, with $13 million federal, $63 million state, and $50 million from CSX.  The projects include nine clearance projects and one domestic intermodal terminal relocation.  The estimated highway impacts for 2012 to 2021 were estimated to be a total of 1,084,000 trucks trips collectively removed from I-95, I-70, and I-68.  The total benefits estimated are valued at $379 million.
In Virginia and the District of Columbia, a combined total of $158 million in investments are proposed.  The cost breakdown is $77 million federal, $39 million Virginia, and $42 million CSX.  $5 million would go toward five clearance projects in Virginia and $17 million would fund the Kilby Support Yard near Portsmouth.  The $134 million Virginia Avenue Tunnel in Washington D.C. is included in the Virginia estimate, and is a major project itself requiring six tunnel clearances.  The funding breakdown is $77 million federal, $24 million Virginia, and $33 million CSX.  The cumulative reduction in truck trips on I-95, I-66, and I-270 between 2012 and 2021 is estimated to be 1,325,000.  The total benefits are valued at $573 million.
The Washington region’s ability to handle this increased traffic efficiently benefits the public:

•  By expanding rail access and lessening overall freight shipping cost for the Washington region;

•  By reducing congestion and lowering highway maintenance costs, as one train can carry the load of more than 280 trucks, equivalent to over 1,100 cars; 

•  By shifting about 70,000 trucks off District area highways each year = less cars cutting through the city to avoid highway delays;

•  Through, a new intermodal terminal to serve the region; and 
•  By elimination of key passenger and freight bottlenecks with an efficiently double-stack and double-track route through DC.

www.nationalgateway.org 

Questions and Comments:  Rick Rybeck of the District of Colombia Department of Transportation asked if there was any danger transporting double-stacked trains.  Mr. Ratcliffe explained that the weight and tie-down clamps on the containers secure them.  
David Zaidain of the National Capital Planning Commission asked when work on the Virginia Avenue Tunnel might start.  Mr. Flippin responded that it depended on when dollars might become available.  There are lots of discussions on the rewriting of the SAFETEA-LU transportation bill, discussion of a freight mobility piece to the bill.  CSX is waiting for the bill to be published to determine when projects will start.  Mr. Flippin also noted that previous investments were 80 percent public/20 percent private, but the National Gateway is 50 percent privately funded (for public and private benefit).  
Ron Kirby, Director of the Department of Transportation at COG/TPB mentioned how our Transportation Planning Board might respond to the National Gateway.  He praised the benefit-cost approach, and encouraged CSX to continue to present the project and focus on aspects in our region, from freight to commuter rail, what citizens are very focused on.  

Michael Farrell of COG/TPB staff asked if any research has been done on the HOT lane projects, impacting congestion, and that this may make rail more competitive.  CSX representatives noted that this has not been analyzed.
3.  Air Cargo Study─COG/TPB has conducted metropolitan airport systems planning for 30 years through the Continuous Airport Systems Planning (CASP) Program.  The purpose of the program is to provide a regional process that supports planning, development, and operation of airport and airport-serving facilities in a systematic framework for the Washington-Baltimore region.  Tim Canan of the COG/TPB staff briefed the COG TPB Freight Subcommittee on the 2008 Washington-Baltimore Regional Air Cargo Study that was completed in June 2008.  The study was last completed in 1997.  

CASP activities are carried out in cooperation with:  (1)  Federal Aviation Administration (FAA); (2) Maryland Aviation Administration (MAA); (3) Virginia Department of Aviation (VDOA); (4) District of Columbia Office of Planning (DCOP); (5) District Department of Transportation (DDOT); and the (6) Metropolitan Washington Airports Authority (MWAA).
Mr. Canan described some general air cargo characteristics.  Air cargo accounts for the smallest share (less than one percent) among freight modes in terms of weight and air cargo accounts for the largest share (approximately 12 percent) among freight modes in terms of value per unit of weight (tons).  Shipments transported via air cargo are composed of high-value time-sensitive items.  Air cargo entails commercial freight transported in domestic and international freighter aircraft or even in the “belly” of passenger aircraft.
The Baltimore-Washington air system planning region is composed of 21 jurisdictions.  It includes the District of Columbia and cities and counties in Maryland, Virginia, and West Virginia.  It extends to the Pennsylvania/Maryland border and south to Fredericksburg, Virginia.  East to west it extends from the Chesapeake Bay to the Appalachian Mountains.  The Washington-Baltimore region is served by three commercial airports:  Baltimore Washington International Thurgood Marshall Airport (BWI); Washington Dulles International Airport (IAD); and Ronald Reagan Washington National Airport (DCA).  
The study focus is primarily on BWI and IAD, the two cargo airports.  The study provides updated demand information on demographic trends and forecasts, air cargo industry trends and forecasts, and at airports.  The study highlights air cargo facilities at BWI and IAD and describes capital improvement projects that support all air operations, including air cargo.  It also includes accessibility analysis and maps identifying travel times from the airports to areas in the air system planning region.  Ultimately the study provides recommendations.
In terms of its demographic profile, the Baltimore-Washington region collectively constitutes the fourth largest region in the U.S. with nearly eight million persons.  Unemployment in the region is lower than the national average.  The same region continually outpaces the nation in per capita income.  The Washington region is ranked sixth and Baltimore region ranked 26th among 363 metropolitan areas in 2007 per capita income.  The Baltimore-Washington region economy is predominately professional and business service industry.  Goods-producing industries account for nine percent of jobs.
The demand analysis examined three components of air cargo demand.  Demographic and economic drivers in the planning region that may affect air cargo demand, global and national air cargo industry outlook, and air cargo demand trends and forecasts at BWI and IAD.
Regional population and households are projected to have sustained growth through 2030.  Population and households are forecast to grow approximately one-fifth between 2010 and 2030.  By 2030, the air system planning region is expected to contain 10 million persons and 4 million households, compared to 7.4 million persons and 2.8 million households in 2000.
Regional job growth is expected to be strong increasing 23 percent between 2010 and 2030.  By 2030, the air system planning area is expected to contain 6.4 million jobs, compared to 4.5 million jobs in 2000.
The air cargo industry worldwide is forecast to increase approximately five percent annually between 2008 and 2025.  The FAA, Boeing, Airbus, and the Henry Fund Research all agree on this prediction.  Industry growth will be keyed to growth in GDP and capital spending.  Revenue Ton Miles are used to measure air cargo demand.  Fastest growth is expected in international air cargo.
Air cargo demand in the planning region is sufficient to support two airports in the top 50 among North American airports.  IAD was ranked 19th in 2007, increasing from 20th in 2006.  BWI was ranked 39th in 2007, increased from 43rd in 2006.  IAD and BWI collectively handled 474,000 metric tons of air cargo in 2007.  BWI’s primary focus is on domestic air cargo and IAD’s growth between 2010 and 2030 will be driven by significant international growth.
Changes in the air cargo industry prompted a need to “re-think” facilities and infrastructure planning at airports.  Cargo facilities were originally designed to support belly freight cargo on passenger aircraft.  Facilities were placed near or within passenger terminals.  Air cargo was considered “adjunct” service to air passenger service.  Growth in the air cargo industry and regional demand coupled with emergent importance of all-cargo carriers, required a comprehensive approach to strategically consolidate and locate freight facilities that support air cargo as a standalone service.  Growth in international air cargo operations required development of facilities needed to support long-haul operations.  Mr. Canan presented information listing the specialized facilities and services located at BWI and IAD (runways, warehouse space, nose-in facilities, air cargo ramps, foreign trade zones, climate controlled facilities, live animal inspections, plant inspections, and 24/7 customs personnel).

BWI and IAD have both embarked on capital improvement programs to ensure sustained capacity for all air operations (air traffic control systems, new/reconstructed runways, taxiway improvements, onside ground access improvements).  
Accessibility from all the region’s airports was examined to determine how changes in travel time from airports may affect regional accessibility.  AM peak and off-peak travel times were estimated from each of the airports to all other areas (traffic analysis zones) in the air system planning region for 2010, 2020, and 2030.  Each year’s analysis assumed implementation of planned transportation projects in the region as well as forecasts of households and employment.  Accessibility was defined as good (within 30 minutes), favorable (within 30 to 60 minutes), and impaired (greater than one hour).  Mr. Canan showed several colored maps revealing regional highway accessibility from BWI and IAD for 2010 and 2030 AM peak and off-peak.  The future compromised accessibility will underscore increased need to consider ground access systems in regional transportation planning.
Air cargo study recommendations are:

•  As part of the airports’ ongoing planning and construction programs, specific consideration should be given to the need to plan internal circulation systems and parking facilities in a manner that alleviates congestion in and around cargo facilities and improves truck access to and from cargo facilities.
•  Airports should continue to incorporate air cargo needs into their comprehensive planning activities.  

•  Airports should continue to actively participate in the regional transportation planning process to ensure ground access needs are identified analyzed as part of the regional process that suitable ground access systems are planned and implemented.
•  As a corollary to the preceding recommendation, it is further recommended that area jurisdictions continue to work together to collaboratively identify opportunities that are financially beneficial to the region for improving airport ground access in the Washington-Baltimore region.  

2008 Washington-Baltimore Region Air Cargo Study

http://www.mwcog.org/uploads/committee-documents/bF5eWlpZ20080710133408.pdf
Questions and Comments:  Following Mr. Canan’s presentation Rick Rybeck of D.C. Department of Transportation asked if rail to Dulles were implemented, would this get more passengers off the road and make more space for trucks.  Irv Varkonyi of George Mason University noted that smaller freight forwarder companies could use a potential rail to Dulles, this would help a great deal to move more vans off road, take packages onto rail.
Paul Belella of Delcan Corporation asked how much is going through UPS? FedEx?  Mr. Canan responded that he has no hard numbers and that the numbers vary a great deal.  BWI handles most of the domestic small package cargo by these companies.
Mr. Varkonyi mentioned that it is important to realize a lot of air cargo is flown into JFK in New York and trucked into this region.  The security consciousness of this region is also an issue if flying cargo here.

4.  Roundtable Discussion─ There were no additional comments following the two presentations.

5.  Other Business─  Next meeting to be determined for some time in October 2008. 
Meeting Adjourned
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