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 Chairman Payne, Ranking Member Crawford, Members of the Subcommittee, and 

Committee Chairman DeFazio and Committee Ranking Member Graves, my name is David 

Strohmaier, and I’m chair of the Missoula, Montana, Board of County Commissioners, and 

chairman of the Big Sky Passenger Rail Authority (BSPRA). The BSPRA is a multicounty 

governmental entity created under Montana law, and is the largest transportation district in the 

state. On behalf of the Authority, I’m pleased to provide this statement for the record for the 

subcommittee hearing, “Leveraging IIJA: Plans for Expanding Intercity Passenger Rail,” 

conducted on Thursday, December 9, 2021. We congratulate you for conducting this hearing on 

this topic of critical importance to all parts of the United States, including vast prairie and 

mountain regions of America that are currently underserved and often deprived of any passenger 

rail service whatsoever. 

 

The Infrastructure Investment and Jobs Act (IIJA), for the first time in over a century, 

establishes a new national policy of expanding long-distance passenger rail service to all regions 

of the United States. We applaud Congress for adopting this historic change. This new policy is 

contained in Section 22214 of the IIJA directing the Secretary of Transportation to conduct a 

long-distance passenger rail service study of routes discontinued by Amtrak after 1971 and of 

routes operated on a nondaily basis, with the aim of expanding service to such routes. In 

conducting the study, the Secretary is authorized to form working groups from the affected 

regions to help evaluate routes for expansion. Further, the IIJA, in Section 22307, provides 

funding for the specific purpose of expanding these long-distance routes by setting aside a 

minimum of 20 percent, or $2.4 billion, of intercity rail funds for that use. Importantly, the 20 

percent is a floor, and not a ceiling, on what the Department of Transportation can spend for this 

purpose. In short, the IIJA establishes a new national policy for expanding long-distance 

passenger rail, which addresses job creation, equity, and sustainability. It also provides a path 

forward for investing in regions of the country that have long been neglected and underserved 

when it comes to passenger rail. 

 

We are indebted to the hard work and leadership by the Members of this Committee to 

ensure that passenger rail plays an important, growing, and constructive role in the lives of 

citizens across the country. As Montanans, we also are thankful for the role that Senator Jon 

Tester played in securing these provisions of the IIJA. This Committee, Senator Tester, Senator 

Roger Wicker, and many others deserve our sincere thanks and appreciation. 

 

When you examine a map of Amtrak services in the lower 48 states, you will quickly 

discover a vast void in east-west passenger rail service that extends 2,000 miles west from Union 

Station in Chicago to the Coast Starlight and 800 miles north from the California Zephyr in 

Denver to the Empire Builder at Havre, Montana.  Further, when you examine the map even 

more thoroughly, you will also find that west of the Mississippi River there are no long-distance 

passenger lines at all providing service between the northern and southern border states until you 

reach the Coast Starlight on the Pacific Coast. That contrasts significantly with areas east of the 

Mississippi where a network of east-west and north-south passenger rail service is abundant. So, 

except for the Empire Builder along the northern border and Coast Starlight along the Pacific, 

there is a complete void of passenger rail service in four directions for what we’re calling the 

Greater Northwest Region of the nation. The southwestern region is somewhat better served in 
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an east-west direction, but, again, it constitutes a void of any long-distance service running north 

and south across all western states. 

 

Yet, within the northwestern region there are vibrant, fast-growing cities. In Montana, the 

primary population centers in the state—Billings, Bozeman, and Missoula—are all along the 

southern tier of the state that is not served by Amtrak. Also, in that same area and not served by 

rail are the state capital, Helena, and the unique, historic city of Butte, which once saw north-

south passenger rail connectivity to Salt Lake City. Further, none of these five major Montana 

cities are connected by direct air service to each other. To fly from one of these cities to another 

requires taking a flight out-of-state, switching planes, and flying back into Montana.  

 

Population growth in this southern tier has been sufficiently strong to enable Montana to 

be the first state to regain a second congressperson after having previously lost that 

representation. In the broader region, other fast-growing metropolitan areas do not have long-

distance passenger rail service: Bismarck, Sioux Falls, Rapid City, Cheyenne, and Boise. In 

addition, the major metropolitan areas of Salt Lake City and Portland are no longer connected by 

passenger rail to these growing areas. 

 

In between the major cities in the region are smaller communities that are challenged by 

declining local access to civic resources, such as health care and education, and to retail and 

professional services. In recent decades, residents of those communities have found it 

increasingly necessary to travel to larger cities to access these essential services, which have 

become more and more concentrated in urban areas. Without weather-resilient passenger rail, 

traveling to secure these basic services is a special challenge in winter when weather prevents 

safe motor vehicle travel.  Access to health care is a special concern. Missed appointments, 

especially in winter, translate into poorer health outcomes and inefficient delivery and higher 

costs of medical care. The absence of passenger rail service between smaller communities and 

major cities is also a barrier to citizen participation in governmental decision-making and other 

civic affairs in the winter. 

 

Consider the example of Glendive, one of the larger rural communities in eastern 

Montana. It is a 920-mile round trip between Glendive and the state capital of Helena, where 

citizens need to travel to participate in the legislative session held in winter months. When severe 

weather occurs, citizens of Glendive and the surrounding area often are unable to travel by 

automobile to meet with legislators directly—whereas they could if passenger rail were 

available. The Veterans Administration Hospital for Montana is also located in Helena. So, 

veterans from Glendive who ordinarily are served at that hospital are faced with a choice 

between a risky 920-mile car ride in winter conditions or forgoing timely treatment for their 

medical needs. Again, were passenger rail available, that difficult and potentially harmful choice 

will be substantially eliminated.  

 

The same type of stories of increasing social, political, and economic isolation of rural 

communities from services and civic opportunities—especially in the winter—can be repeated 

throughout the region. That isolation occurs because of the dependence on winter-questionable 

automobile travel and the absence of weather-resilient passenger rail services. This isolation in 

many instances has profoundly serious human consequences. 
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The Greater Northwest Region of the nation also hosts numerous disadvantaged 

communities. Major portions of tribal nations are located here. While tribal communities have 

made significant strides in recent years in strengthening their governments and educational 

institutions, they continue to face major economic and social challenges. The northwestern 

region is also home to cities, such as Missoula, Montana, and Minneapolis-St. Paul, that have 

welcomed international refugees out of proportion to their population. Finally, as the nation 

undergoes a transition from fossil fuels to renewable energy, communities dependent on coal 

production are facing major economic challenges. All of these communities need a more diverse 

and reliable transportation system to help them overcome the social and economic challenges 

confronting them. Passenger rail is the missing piece of a reliable, year-round transportation 

system needed by these residents of the northwestern region. Put simply, expanding long-

distance passenger rail service to this region is a matter of transportation equity. 

 

National and state parks, national monuments, scenic rivers and trails, and an abundance 

of spectacular scenery and wildlife are found in the Greater Northwest Region. For eighty years, 

visitors from around the nation and the world could visit Yellowstone National Park, the premier 

park in the U.S., by passenger rail on a year-round basis. Those same visitors could also visit and 

view the 500 miles of unparalleled Rocky Mountain scenery in Montana and Idaho that is 

accessible all months of the year only by rail. That all ended in 1979 when the federal 

governmental abruptly cancelled Amtrak’s North Coast Hiawatha route. With that cancellation, 

the federal government ended the prospects for a year-round tourist season in Montana and 

adjacent areas. Outdoor recreation businesses are experiencing substantial growth in Montana, 

but that growth is primarily limited to the late spring through early fall. There are substantial 

economic opportunities for residents of small towns, tribal communities, and coal communities 

in recreation business if the service was restored on the North Coast Hiawatha route. 

 

The economic benefits of restoring passenger rail service from Chicago to Seattle via the 

southern tier of Montana are substantial. A recent research report by the Rail Passengers 

Association (see Appendix A), commissioned by BSPRA, conservatively estimates that if the 

North Coast Hiawatha were restored, $271 million in economic benefits annually would be 

achieved.1 This means jobs. These benefits are four times the projected operating costs for the 

line of $68 million. Further, once accounting for the offset of these costs with $41 million in 

fares and other customer revenues, the estimated benefits are ten times the residual federal 

investment. As additional, more detailed studies of restoration of this line are conducted, the 

expectation is that the estimates of these economic benefits are likely to increase further. 

 

 Again, beyond these economic benefits, there are other major positive results that would 

flow from restoring this long-distance passenger rail service. Rural residents and members of 

disadvantaged communities would have better access to health care and education, producing 

both better health outcomes and greater long-term opportunities. Coal communities would be 

better able to transition from coal production to other economic activities as the nation shifts its 

energy system to other sources. Refugees and other unique communities would be better able to 

maintain social connections with family and friends spread across the region and nation. Tribal 

 
1 Mathews, Jim, Joseph Aiello, Sean Jeans-Gail, Joshua Hirschfeld, Sophia A Cohen, “North Coast Hiawatha 
Restoration: A Solid Return for Taxpayers and Business,” Rail Passengers Association, September 30, 2021. 
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communities would be able to achieve social and economic gains that were previously 

unattainable. And citizens from across the nation and people from around the world will, once 

again, have a safe and reliable transportation system to visit the Greater Northwest Region at all 

times of the year. 

 

 The IIJA provides the Secretary of Transportation with mechanisms and funding to 

restore the North Coast Hiawatha and Pioneer Routes. The IIJA directs the development of 

service plans for these types of routes and gives the Secretary the ability to convene a Greater 

Northwest Working Group to help prepare the service plans for these two routes. BSPRA 

welcomes and is ready to assist the Secretary with all phases of this process. Most importantly, 

the IIJA provides the funding needed to restore both these routes in Section 22307. 

 

Congress has often urged Amtrak to improve the quality of its passenger service and to 

be responsive to local needs along routes. Reflecting this priority, IIJA specifically requires the 

Secretary of Transportation in the study of expanded long-distance rail service to develop 

recommendations for methods by which Amtrak could work with local communities and 

organizations to develop activities and programs to continuously improve public use of intercity 

passenger rail service along each route. Section 22214 (a)(4). 

 

Consistent with this requirement, one of BSPRA’s objectives for the restoration of the 

North Coast Hiawatha is for Amtrak’s operation of that route to become a model of quality 

service and local engagement for the future for all Amtrak long-distance routes. BSPRA is 

uniquely qualified to help achieve this goal and assist the Secretary in developing methods for 

continuously improving Amtrak serve. As a multi-county organization with seventeen 

participating counties, BSPRA can mobilize local leadership to engage with the U.S. Department 

of Transportation and Amtrak to set a new standard of enhanced passenger rail service and local 

engagement in achieving maximum ridership and fare recovery. 

 

 

 In sum, the North Coast Hiawatha and the Pioneer Routes deserve to be a top priority for 

restoration because: 

 

1. the cities, towns, and tribal reservations in the vast area to be served by these two routes 

are unfairly denied access to long-distance passenger rail that is provided to other 

Americans; 

2. the major economic and social benefits that would be generated are critical to the region 

and significant to the entire nation; and 

3. these routes would serve as initial backbones that would help anchor other, future long-

distance passenger rail routes west of the Mississippi.  

 

When the Interstate highway system was built, no region, indeed no state, was left without access 

to this national system. The same should be true for the national network of long-distance 

passenger rail routes. It is a federal responsibility to ensure that no major area of the country is 

left without long-distance passenger rail.  The nation does not, at present, have a true national 

passenger rail network because of the vast gaps in the current system. However, creating a true 

national network should be a priority. The first step in doing so would consist of adding the 
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North Coast Hiawatha and the Pioneer as the 16th and 17th long-distance Amtrak routes. 

Restoring these lines is a fundamental, first step in achieving passenger rail equity in America. 

 

 Beyond restoring these two critical routes, Congress should set its sights on completing 

the creation a true national passenger rail network. What would such a network look like?  It 

would involve establishing long-distance rail routes serving all lower 48 states that provides the 

citizens of the United States with access to long-distance passenger rail running east-west and 

north-south within 90 minutes of their homes. Achieving that goal would require Congress to do 

what it did with the Interstate Highway system, but what it has failed to do for passenger rail. It 

should create a dedicated stream of revenue to support a true national passenger rail network that 

the states could also use to extend the reach of passenger rail within their states. That is what 

Congress did for highways and what it should now do for passenger rail. 

 

 The federal-state corridor program, while helpful in relatively small, densely populated 

areas, will not achieve a true national passenger rail network. At best it will create only a 

patchwork system that falls short of providing rail transportation equity to all the citizens of the 

nation. 

 

 This is the moment for Congress to help knit our nation back together again—addressing 

economic development and job creation, fostering transportation equity, and expanding and 

integrating a more sustainable form of transportation into the nation’s transportation portfolio.  

This is the moment to achieve transformational change in our economy, society, and 

environment by creating a true national passenger rail network. The good work you’ve 

accomplished thus far has not gone unnoticed. We look forward to working with Members of 

this Committee, Congress, and the administration to deliver a true national passenger rail 

network for America. 

 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



 7 

 

 

 

 

 

 

 

Appendix A 

 
 



Sept. 
30
2021

N O R T H  C O A S T  H I A W A T H A  R E S T O R A T I O N :

A  S O L I D  R E T U R N  F O R  

T A X P A Y E R S  A N D  B U S I N E S S

© 2021 Rail Passengers Association – use subject to conditions outlined in contractual agreements

Rail Passengers Research Team:
Jim Mathews, RPA, Joseph Aiello, RPA, Sean Jeans-Gail, RPA,
Joshua Hirschfeld, RPA (volunteer), Sophia A. Cohen, Georgia
Tech (RPA intern)



SUMMARY :

Rail Passengers assesses that restoring the North Coast Hiawatha as a daily Amtrak service would
generate $271 million each year in economic benefits to the seven states served while costing
Amtrak roughly $68 million per year to operate – a cost offset 66% by collection of $41 million
each year in fares and other customer revenue. As many as 426,000 passengers can be expected to
take this train each year once it reaches a steady state of operation, including perhaps as many as
29,000 new passengers who would not otherwise travel at all using any travel mode if the train did
not exist. 

 Additional spending from riders in local
economies comes as passengers board and alight
in different places, opening their wallets along the
way. Savings come mostly through diverting
vehicle miles traveled to rail, which produces
savings to municipalities in the form of reduced
road construction and maintenance, savings to
society as a whole in the form of lower deaths and
pollution emissions, and savings to riders
themselves who more often than not experience a
lower overall trip cost by taking a train than they
do by driving, flying or riding a bus once the total
costs are taken into account. 

 In this Rail Passengers Research Note, at the
request of the Big Sky Passenger Rail Authority the
Rail Passengers Association re-examined a 2009
study, “North Coast Hiawatha Passenger Rail
Study,” prepared by Amtrak in response to
congressional direction in Section 224 of the
Passenger Rail Investment and Improvement Act of
2008. We also performed our own additional
assessment of potential total benefits using
models co-developed by the Association and the
University of Southern Mississippi’s Trent Lott
Center, plus the commercially available IMPLAN
economic-impact planning tool.  

The new train should boast higher ridership
than many other existing services 

The new train should remove many millions of
vehicle-miles traveled (VMTs) from the
highways and secondary roads of the seven
states served. Taking cars off the road will
create benefits which conservatively total at
least $16.9 million each year 

Most diverted trips will be from cars, with
a small fraction diverting from buses 
An additional 58,000 trips each year will
come from induced demand, i.e., trips that
would not  otherwise have been taken

In addition, by supporting an ecosystem of
establishments and suppliers that would
generate $154.7 million per year, the new
service should produce an additional 11% gain
in induced new travelers, injecting $5 million
worth of new visitor-related revenue each year
into the economies of the seven states served

Annual tax receipts from all sources can be
expected to rise by $3.5 million 

 In addition to the core assessment above, Rail
Passengers reports the following key findings: 
 

 

 

FINDINGS:

 Rail Passengers assesses that operating a new North Coast Hiawatha service making 47 station stops in
seven states could generate a  total economic benefit of $270.6 million annually .  Benefits specific to
the counties in which stations are located would aggregate to $70.5 million annually, while benefits
beyond the county borders throughout the rest of the state could reach $200.2 million annually. 

 Our modeling suggests that of the total ridership, roughly 11% would represent travelers who would stay
home and not spend any money in the absence of the service. That 11% induced ridership – roughly
29,000 – can be expected to generate an   additional increment of $4.87 million   of new visitor
spending every year.  
  
 Together, the seven states should expect to see   45.9 million vehicle-miles traveled , or VMTs,
removed from highways and secondary roads thanks to a combination of existing visitors and residents
who will shift some of their driving to using the train and new visitors who would not travel to these
locations using any travel mode if the train did not exist. Reducing VMTs can be expected to reduce costs
imposed on municipalities and states for highway and road maintenance, reduce pollution and emissions,
and reduce the number of deaths from motor-vehicle crashes.  
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 Results from the IMPLAN model show that visitor
spending on Lodging, Restaurants, Entertainment,
Shopping and Local Transportation, combined
with the stimulus effects of savings from reduced
VMTs and spending on the rail operation itself,
can be expected to support an additional   Labor
Income increment of $44.1 million and Value-
Added effects  – i.e., incremental contribution to
Gross Domestic Product from industry-to-
industry transactions –  of $88.2 million
annually.  

 Rail Passengers also examined Amtrak’s 2009
assessments of five-year capital investments in
each of the seven states that would be served but
did not include any economic effects from that
spending in its assessment of economic benefits
from the new service. A future study thoroughly
updating the capital spending plan could be used
to calculate additional benefits to the states’
economies during the 5–10-year period during
which capital investments would be made in
building or upgrading stations and improving
rights-of-way, tracks and signaling. These
benefits would include labor income and value-
added effects from construction spending,
business-to-business purchases of materials and
components. Adjusting for inflation, Amtrak’s 2009
estimate of capital spending would come to $795
million over a five-year period, mostly
concentrated in track, rights-of-way, and
signaling.  

METHODS AND APPROACH:

 For this assessment of the value of restored rail service, we calculated 602 variables for 49 counties in
which Big Sky suggests stations would be located, across Washington, Idaho, Montana, North Dakota,
Minnesota, Wisconsin, and Illinois.  

 We began by updating key assumptions from the Amtrak 2009 Performance Improvement Plan (PIP)
restoration study  , including examining Census Bureau data for population and income changes in the
counties studied between 2009 and today   . Significant population and income growth have taken place
throughout the areas we studied, but especially in nine counties that would be served by this route: King,
Kittitas, Benton, and Franklin counties in Washington state; Missoula, Broadwater, and Gallatin counties
in Montana; and Stark and Cass counties in North Dakota. According to 2019 Census Bureau estimates,
these communities grew by a net 441,032 residents since 2009.  

1
2

 Since 2016,  Rail Passengers has been assessing
and comparing ridership at every station stop in
the Amtrak system to understand the differences
in the ways that populations in rural counties use
Amtrak’s long-distance routes compared with
more suburban or urban communities. The
restored North Coast Hiawatha would have
characteristics broadly similar to Amtrak’s  Empire
Builder ,  Texas Eagle  and  Sunset Limited  routes,
and our previous station-by-station work allowed
us to generalize about likely passenger behavior
on the restored  North Coast  route. This work
underpins our county-by-county ridership
estimates, which consider whether the station
stop is located in an urban, suburban or rural
area, the size of the population, the degree of
population growth recorded during the
intervening decade since Amtrak published its
2009 study, the 2019 median income of the
county in which the station is located, and the
current average Amtrak fare for similar long-
distance segments.  

 We then used our county-by-county ridership
estimates to calculate the ways in which ridership
increments in a given locality affected outcomes
such as new visitor spending in various
categories, the number of trips into and out of a
locality, the percentage of trips taken in each
travel mode (rail, car, bus or air), removed vehicle
miles traveled (VMTs) and the savings associated
with reduced VMTs in the form of pollution
reductions, avoided fatalities and reduced per-
mile road maintenance costs which are typically
borne by the municipality. These calculations, in
turn, are used to calculate additional business
activity generated across industries. This two-
step process is explained in more detail below.  

1  N O R T H  C O A S T  H I A W A T H A  S T U D Y  2 0 0 9  -  A M T R A K

 

2  U .S .  C E N S U S  Q U I C K F A C T S  V 2 0 1 9  -
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The final operating schedule of the service,
which will affect whether the train is desirable
or attractive to passengers 

Costs of required station improvements for
each station based on an in-situ assessment
of existing physical conditions or ADA
compliance 

Costs for rolling stock and locomotives that
might be used in the service 

An updated assessment of track conditions
and signaling by operating company and
territory, or 

Changes in operating conditions by proposed
host railroads 

Notes and Limitations:

 The purpose of this Research Note commissioned
by the Big Sky Passenger Rail Authority was to
assess the scale of economic benefits from
restored passenger service, using a set of
notional station stops supplied by Big Sky and
updating ridership projections initially provided
by Amtrak. This document is not a formal
Operations Analysis, and our work did not
consider a range of factors, such as, but not
limited to:  

 For purposes of discussion, our team did a
cursory update of Amtrak’s estimated capital
spending as outlined in the 2009 study.  Rail
Passengers  believes a worthwhile next step
would include re-examination and baselining of
needed capital investments in light of changes to
host railroad operations, physical and
geographical changes in the relevant operating
territories, and pending broad-based Federal
investments in Amtrak rolling stock systemwide.  

How our Modeling Works:

 Our proprietary Rail Passengers model uniquely
assesses 47 variables, such average bus
operating revenues, passenger miles by car,
emissions control costs per unit of CO2,
percentage of rail riders who are visitors versus
residents, and so forth. Our model examines the
way in which those variables interact with each
other to produce different outcomes in the form
of additional increments of spending or savings to
consumers. The model’s assessment produces
outputs estimating the effects of ridership on
things like visitor spending across different
categories and the savings that riders can expect
to pocket because of not driving or flying. The
two core drivers of our model are ridership and
mileage. Ridership figures drive the additional
increments of spending, while mileage figures
drive the savings produced. This is Step 1 of our
economic-benefits modeling process, and it
produces a useful accounting of direct benefits
stemming from rail ridership all on its own. We
then combine this work with an additional step to
broaden our view of the benefits of rail.  

 In Step 2, we enter our model results/outputs
into IMPLAN, a modeling tool widely used by
universities, the Federal government, and
economic-development agencies   . IMPLAN
relies on Input-Output (I-O) analysis, which looks
at inter-industry relationships within an economy.
It captures all monetary market transactions
between industries. By doing this, analysts can
use the tool to study the effects of a change in
one or several economic activities – say,
introducing a passenger rail service -- on an
entire economy. Uniquely among economic-study
tools, IMPLAN also includes transactions
between industries and institutions and between
institutions themselves, giving a truly complete
picture of all monetary market transactions taking
place over a given time period. 

 Put more simply, after Rail Passengers’ model
identifies the spending that enters a particular
economy from the rail service, the IMPLAN tool
traces the flow of that money through other parts
of the local economy and the extent to which
those flows generate additional labor income,
value-added benefits, and tax effects. 

3

3  F O R  M O R E  D E T A I L E D  E X P L A N A T I O N S  O F  I M P L A N ,  

V I S I T  H T T P S : / / I M P L A N .C O M /A P P L I C A T I O N /
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RIDERSHIP PROJECTIONS

 As noted earlier, significant population and
income growth have taken place throughout the
areas we assessed, but especially in nine counties
that would be served: King, Kittitas, Benton, and
Franklin counties in Washington state; Missoula,
Broadwater, and Gallatin counties in Montana;
and Stark and Cass counties in North Dakota.
According to 2019 Census Bureau estimates, 
 these communities grew by a net 441,032
residents since 2009.  

 Rail Passengers own ridership analysis assesses
that annual ridership on a potential new North
Coast Hiawatha service should reach in the range
of  426,000 riders ,  based on the mix of urban,
suburban, and rural counties which would be
served by this route. Our present estimate is 19%
higher than Amtrak estimated 12 years ago, and
13% higher than if Amtrak had restored service in
2009 and ridership on that service grew in line
with growth elsewhere on Amtrak’s long-distance
National Network. 

 Rail Passengers’ previous work suggests that
there is a stronger relationship between the
population size of the county and the share of
ridership than there is between median income
for a county and its ridership. Since 2016, our
work examining ridership across all Amtrak-
served origin/destination points shows that rural
and lightly populated areas are outsized users of
passenger rail service, often producing annual
trip numbers that are multiples of the catchment
area’s population rather than fractions. 

PASSENGER SPENDING

 New, incremental visitor spending brought to
each served community because of the new train
service was assessed at  $4.86 million annually .
It is important to note that this is not all the
spending captured in our modeling work, but
simply the value of new spending. There are more
effects from a broader view of visitor spending
captured elsewhere in the model, particularly in
the IMPLAN Labor Income, Value-Added and
Output values. Some visitors would still make the
trip, but might drive, or take a bus or drive. Our
model captures them as well. But the Visitor
Spending figure reported here calculates the
value of visitors who would not travel at all in the
absence of rail service. 

 The calculation underlying the percentage we
apply to arrive at this figure was developed in
2017 through extensive research and literature
review:  
 
# of passengers deboarding X fraction of
passengers assumed to be nonresident X fraction
of “induced” passengers (i.e., passengers who
only took the trip because the train route exists) X
lodging/restaurant/entertainment/shopping/local
transportation spending per person reported by
tourist bureaus in each state. 
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RIDERSHIP PROJECTIONS TABLE:
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ENVIRONMENTAL BENEFITS

 Trains are inherently energy efficient. In the United States, the Oak Ridge National Laboratory reports
in Edition 39 of the Transportation Energy Data Book that as of 2018 Amtrak consumed 1,535 Btus per
passenger mile, compared with 2,840 Btus per passenger mile for personal automobiles   . Thus, every
reduction in vehicle-miles traveled helps to reduce the energy intensity of passengers’ travels.
 
 A 2007 study for the American Bus Association – “Comparison of Energy Use & CO2 Emissions From
Different Transportation Modes” – found CO2 levels generated by trains, air travel, cars, and buses
were estimated to be 177 grams per passenger mile, 243 grams per passenger mile, 371 grams per
passenger mile, and 299 grams per passenger mile, respectively   . Once again, every VMT saved
translates into less pollution emitted.  

4

5

 Rail Passengers’ calculation of the economic value of these reductions is extremely conservative,
however, and is based on work by the Victoria Transport Policy Institute (“Transportation Cost and
Benefit Analysis II – Air Pollution Cost”).  The Institute notes that CO2 Emissions are very difficult
to price, given varying climate forecasts and future discounting behavior .   Per tonne, studies
have estimated that CO2 Emissions have an impact from $17 to $917. VTPI settled on a control cost in
2007 for CO2 used a default value of $35 per tonne emitted, which it used in its most recent work on
the subject in 2018   . This is the figure Rail Passengers used in its modeling.
 
 With this calculation, it is estimated that passengers aboard the new train would save the seven
states at least  $336,585 each year  .  A more robust model to price emissions’ true costs would likely
result in a higher savings number.  

6
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5  M .  B .  & .  A S S O C I A T E S ,  "C O M P A R I S O N  O F  E N E R G Y  U S E  &  C O 2  E M I S S I O N S  F R O M  D I F F E R E N T  T R A N S P O R T A T I O N  M O D E S , "  A M E R I C A N  B U S

A S S O C I A T I O N ,  2 0 0 7

6  T O D D  L I T M A N  " T R A N S P O R T A T I O N  C O S T  A N D  B E N E F I T  A N A L Y S I S  I I  –  A I R  P O L L U T I O N  C O S T S , "  V I C T O R I A  T R A N S P O R T  P O L I C Y  I N S T I T U T E ,  2 0 1 8 .

OVERALL BENEFITS FROM DIRECT OPERATIONS 
 
Annual Estimated Economic Benefits of North Coast Hiawatha Service 

 Presented below are the aggregate results of all the calculations and formula results from both the
Rail Passengers model and the IMPLAN model’s calculations of additional benefits in the form of Labor
Income, Value-Added and total economic Output. 

 Results at the county level for counties in which station stops will be located are driven primarily by
ridership at these stations. Results at a state-wide level are primarily driven by induced state-level
spending not captured at the station level. 

 As noted earlier, Rail Passengers did not include the benefits of a projected five- to seven-year
capital investment program that will be required to improve railbeds and signals, construct new tracks
and sidings, and bring stations into compliance with Americans with Disabilities Act (ADA) access
standards. 

NOTE: The “Output” column includes amounts from the Labor Income and Value-Added columns, but
also includes other inputs. Output cannot be viewed as the sum of Labor Income and Value-Added. 
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ADDITIONAL RESULTS 
 
Annual Tax Revenues Created by North Coast Hiawatha Service 
 

 Recall that our study protocols look not only at direct spending by visitors, but at the business-to-
business transactions that are spurred on by the visitors’ activities. All of these activities – from
staying in a hotel to eating at a restaurant, visiting an entertainment venue, buying local goods or
renting a car – support employees who in turn make purchases and pay sales taxes or property taxes,
or cause retail outlets to buy additional goods, or induce supporting businesses to supply services to
the hotels or restaurants or stores. Each of those transactions produces tax revenues at varying levels
depending on the jurisdiction. The IMPLAN model captures those tax effects at the county level,
which are presented in this table. 
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Definitions, Explanations and Notes 

 
Visitor Spending – captures additional spending in the local economy exclusively from the roughly
5% to 7% of annual ridership that would not be there but for the train service. 
 
# of passengers deboarding X fraction of passengers assumed to be nonresident X fraction of
“induced” passengers (i.e., passengers who only took the trip because the train route exists) X
lodging/restaurant/entertainment/shopping/local transportation spending per person reported by
tourist bureaus in each state. 
 
Road fatalities – an extremely conservative set of assumptions which uses 50% of the U.S. Dept of
Labor’s figure for statistical value of a life saved and examines only the subset of existing passenger
miles shifted directly from car to rail 
 
Road maintenance – derived from reductions in annual Vehicle Miles Traveled (VMTs) by non-
resident passengers (i.e., assumes residents will likely drive to and from their preferred stations to use
the train, so the rail service only reduces the VMTs imposed by non-residents). 
 
Labor Income – All forms of Employment income, including Employee Compensation (wages,
salaries, and benefits) and Proprietor Income. 
 
Value-Added – The difference between an Industry's or establishment's total Output and the cost of
its Intermediate Inputs; it is a measure of the contribution to GDP. Value Added is a large portion of
Output, as it encompasses Labor Income (LI), Other Property Income (OPI), and Taxes on Production
and Imports (TOPI). 
 
Output – For all Industries, output equals the value of Industry production, which is equal to sales
plus net inventory change, but details vary depending on industry sector. For wholesale and retail,
Output is equal to gross wholesale margin or gross retail margin, respectively, not gross sales. In other
words, the value of production for wholesale and retail sectors is the value of the services they provide
and doesn’t include the value of the items sold within their establishment. Output includes labor
income and value-added, but also other intermediate inputs. Thus, in the tables we present, it’s not
accurate to add labor income and value-added to yield Output. 
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