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Fortune 500 Headquarters and Freight Patterns

As the pattern of economic activity shifts, so does the geography of global corporations. The distribution
of Fortune Global 500 companies has radically changed since the collapse of the Soviet Union

(Figure 3-4). Asia has established a significant lead, with Europe and North America falling further
behind. The United States, once the dominant center of corporate headquarters, is now being
challenged by China, the nation with the single largest gain since 1990. Southeast Asia, Latin America,
Russia, and the former Soviet Bloc nations have also experienced increases. While some European
nations have added Fortune 500 headquarters, most have experienced significant losses, as has Japan,
the United States, and to a lesser degree, Canada. As regions connect and develop to become larger and
more competitive, companies move and merge together in ways that increase their competitive
advantage and allow for more cost-effective operations. Nations, regions, and metros that have world
500 headquarters have a competitive advantage as these companies play a vital role as partners at the
local, state, and national level in competing for global economic activity. In the western United States,
only four states are home to Fortune Global 500 headquarters: California with 14, Washington with
three, and Arizona and Oregon with one each (Fortune, 2015).
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Figure 3-4. Distribution of Fortune Global 500 Companies

Blue Circles represent the number of Fortune Global 500 companies that existed in 1990 and rernain by 2014, while
red circles represent the number of Fortune Global 500 companies gained since 1990, and empty red circles
represent the number of companies lost since 1990 (Source: MG&A, 2015, based on Fortune Magazine data).

While there are limited numbers of the Fortune Global 500 in the western United States, there are a
significant number of the Fortune U.S. S00 companies. The distribution of U.S. Fortune 500 companies
across the western United States in 2015 reveals an uneven pattern in both the number and types of
companies located in the different states and metropolitan areas. California has the most Fortune 500
companies with a total of 53, 31 of which are located in Northern California and 22 in Southern
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California (Fortune, 2015). Washington ranks second in the western United States with 10 Fortune 500
companies, followed by Colorado with nine, Arizona with five, Nevada with four, Oregon with three, and
Idaho and Utah with one each {lIbid). There are no U.S. Fortune 500 companies in Wyoming, Montana,
or New Mexico {Ibid).

The presence of Fortune Global and U.S. 500 company headquarters is one measure indicating the
strength of a metro area in the national or global marketplace. The shift of companies to Asia is a sign of
their increasing economic strength in the world economy. Headquarters are the location of high-end
jobs, have significant influence on public policy and investment, partner with governments in creating
jobs, and are typically innovators in new product development to reach world marketplaces. The type of
headquarters in Northern California indicates the regions’ strength in high tech. Nevada’s proximity to
these headquarter concentrations allows it to build stronger relationships that can attract new business,
as illustrated by the symbiotic relationship between Tesla’s battery factory in Reno as a manufacturing
center and the Tesla headquarters in the Bay Area. Las Vegas-based Fortune 500 companies are all in
the hospitality and accommodations industry; they do not produce any products for export, but rather
support the economy of consumption. However, with the recent announcement of a financial company
moving to the region, Nevada may continue the trend of economic diversification and attract yet more
headquarters.

3.2 AFreight System for Economic Development

Economic Implications of Hub Status

Each tier of hubs (global, inland port, and local) has a very different effect on the local economy. Local
hubs affect existing industries found within the area, but have little power to attract other industry to
the area. Inland ports and global hubs are a major attraction for industry and have a positive effect on
growing and diversifying metro economies. The reason that global hubs and inland ports attract industry
is that high-cost freight transfers to inland points are overcome by such factors as the lower net line haul
costs and the superior fit of hub services with a shippers’ overall distribution network, bolstered by
value-added processing, such as final product assembly and brand labeling at sites where the goods are
being transferred. While improving the freight infrastructure in local hubs has a beneficial effect on the
local economy, it may not serve to attract additional industry, as does the diversity and volume of goods
flow and infrastructure additions that can result in the development of an inland port or global hub.

The Missing Major Corridor

The I-11 and Intermountain West Corridor provides a means to fulfill the congressionally designated
CANAMEX Corridor, which was originally intended to connect Mexico, the United States, and Canada via
the US 93 corridor to I-15. Rather than connecting from Las Vegas to Sait Lake City via I-15, a recent I-11
study found it more advantageous to connect major Intermountain West activity centers, including
Reno, thereby creating the vision of a new corridor between I-5 and 1-15. This new corridor would create
economic synergies between the two largest metros in Nevada and facilitate greater production sharing
between Las Vegas, Phoenix, and Mexico (Figure 3-5).

importantly, the proposed I-11 and Intermountain West Corridor would provide both Las Vegas and
Reno with a strong northwest-southeast connection that could be the foundation for greater NAFTA
trade and an eastward expansion of West Coast economic activity that is currently hindered by the
highly congested transportation network, relative scarcity of developable industrial land, and complex
regulatory requirements. This would allow Nevada’s population centers to become crossroads serving
distribution functions.
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Figure 3-5. The Potential Future Freight System Serving Nevada

This figure highlights the major road and rail corridors that currently serve the state and the western United States,
highlighting the possible future I-11 corridor that could serve the region (Source: MG&A, 2015, based on Cambridge
Systemnatics, AAPA, USDOT (FHWA, FRA}, Oak Ridge National Laboratory, BEA, Fortune, Rand McNally).
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The West Coast Corridor that extends from Southern California to Vancouver is a short corridor that
does not extend far into Mexico or Canada at either end. At the scuth end, it connects to Mexico in
Tijuana and Ensenada, but not to 8aja California because it is a peninsula with very little settlement. At
the north end, it is blocked just past Vancouver because of the mountainous terrain. The I-11 corridor
could extend from Mexico City, the central hub of the Mexican economy, and further to reach a greater
portion of the western Canadian economy by connecting to Edmonton and Calgary. Because of the
greater access to the Mexican and Canadian economies, |-11 has the potential to become a continental
trade corridor feeding metropolitan areas in the western United States.

Conclusion: Increasing Export Functions and North-South Connectivity

Nevada is an import economy with a significant imbalance between inbound and outbound flows at a
ratio of two to one. In order to build a stronger freight infrastructure, the state must build its export
functions. Nevada is well situated in the western United States with freight delivery distances of 2 days
or less by truck to several major metros despite the widely spaced urban networks. However, with only
east-west corridors that do not interact, Nevada has limited access to the western region and serves
mainly O&D functions. I-80 serves the northern and eastern regions of the state, while 1-15 serves the
state’s southern region. Most truck and rail freight passes through the state along these corridors.
Nevada's hubs and freight facilities are essentially stops along corridors.

Without a north-south corridor creating crossroads through the two major hubs, Nevada’s ability to
become an integral part of the NAFTA and Western regional markets, and attract new industries from
the highly constrained West Coast economic zone will be severely limited. The state’s economic
development strategy should aim to strengthen its multimodal and multidirectional services to improve
its links to Western ports and Eastern markets. Among other things, this involves integrating new
intermodal rail terminals with highway and airport assets to capture more value-added distribution
functions

3.3 Nevada’s Economic and Freight Relationships

Economic Regions

States are political units and their boundaries do not reflect economic regions. The economic regions of
the western United States do not follow political jurisdictional lines, but rather are defined by the MTAs.
The state of Nevada is divided between three MTAs: San Francisco, Los Angeles, and Salt Lake City
(Figure 3-6). The economy of the San Francisco region includes Reno, Los Angeles that includes Las
Vegas, and Salt Lake City that includes parts of eastern Nevada are each very different in their economic
function and role in the economy of the western United States. As a result, Nevada’s relationship to
each is very different as the Nevada components of the three economic regions are themselves very
different. Therefore, the type of infrastructure that will evolve in each of the three regions will be
different.
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Figure 3-6. Major and Minor Trade Areas

The economic geography of the state of Nevada is divided between three major trade areas. Northern Nevada is part
of the San Francisco MTA, southern Nevada is part of the Los Angeles MTA, and the East-Central section of Nevada is
part of the Salt Lake City MTA (Source: MG&A, 2015 based on Rand McNally 2010 data; Fortune 2015; BFA 2013).
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Because Nevada does not have its own MTA, understanding the economies of northern, southern, and
eastern Nevada must be understood in the context of the greater economic trade area in which they are
located. This relationship can be understood by analyzing their freight logistics and trade functions as
expressed in commodity flows and logistics infrastructure, the economic structure of Nevada’s regional
economies and their relationships to the MTAs, and the industrial real estate that is the primary
indicator of development activity and dependent on logistics infrastructure. Each of these has an
influence on the relationship and defines Nevada’s hub functions and its role in the western U.S.
regional economy.

Economic Activity and The Freight Network

Economic activity and the freight and logistics network are closely related, as freight networks have
developed to serve the economy. In the global economy, economic activity is increasingly attracted to
efficient supply chain hubs and networks as they provide the highest level of access and greatest
efficiency in the distribution of products. As a result, economic growth is increasingly centered in the
urban areas where freight logistics infrastructure, including airports, rail yards, and truck terminals
concentrate, as evidenced by the increasing proportion of people and jobs located in urban centers.
Within the United States, the top 100 Metro areas produce more than 80 percent the value of all goods
traded, 75 percent of U.S. GDP, and contain 66 percent of the national population (Brookings, 2013).

The current freight logistics network serving the three Nevada regions has evolved to fit the size of their
populations and the type and structure of economic activity. Currently in Nevada, more than 90.4
percent of the state’s population and over 87.8 percent of its gross state product (GSP) are located in
the Las Vegas and Reno-Sparks-Carson City metro areas (U.S. Census Bureau, 2014; U.S. Bureau of
Economic Analysis [BEA], 2013). Las Vegas is the largest concentration with just over 2 million people,
72.9 percent of the state total, and economic activity at $92.9 billion, or 70.4 percent of GSP {U.S.
Census Bureau, 2014; BEA, 2013). The Reno-Sparks-Carson City area is the second largest concentration
with 498,512 people, 17.6 percent of the state’s population, and economic activity representing a
proportional $23 billion or 17.4 percent of the state total (U.S. Census Bureau, 2014; BEA, 2013). The
remainder of the state’s population, 270,906 people or 9.5 percent, and economic activity, $16.1 billion
or 12.2 percent, are dispersed in larger and smaller towns, mining centers, and agricultural areas across
the state {U.S. Census Bureau, 2014; BEA, 2013).

Las Vegas' freight infrastructure has largely evolved to serve its tourism economy, heavily dependent on
imports and producing few exports. Machinery and mixed freight, which are heavily represented by
consumer goods, is its largest value-traded commodity. Reno traditionally had evolved the same way as
Las Vegas, but has begun an evolution towards a more diverse manufacturing and service economy.
Electronics and mixed freight’s consumer products are its highest value-traded commodities. The rural
areas in north-central Nevada remain primarily mining and agriculture, and are home to the nation’s
largest gold reserve and a variety of non-metallic mineral mines. Thus, the natural resources and mining
industry sector is very important from a real GDP contribution perspective. The ores, minerals, and their
products, mainly produced in the state’s metro areas, have national and global markets.

Each region of Nevada has to attract industry based on either a cost advantage in land, labor, and
buildings, or on a compatibility basis, based on similar industries that share similar labor and
management skills. With California’s tax rates and regulations changing, Nevada is becoming a popular
alternative for distribution centers (Bauman, 2013). However, crossroad cities that become distribution
centers are able to attract industry because they have a structural advantage in that as more goods are
handled for distribution to larger markets, it provides a very different infrastructure that supports a
wider range of business activity. Thus, the growth of Nevada's logistics functions will be a function of its
growth as a more diversified economy with stronger export functions and volumes and major
investments in its surface grid of highway interstates and rail to transform the northern and southern
Nevada regions into crossroads.
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3.3.1  Major Trade Area Overviews: Logistics Infrastructure, Economy, and
Industrial Real Estate

3.3.1.1 Northern Nevada/California

The Northern Nevada/California economic region represents the second largest economic concentration
in the western United States. Traditionally, the Reno-Sparks market area operated as a market relatively
independent market of the Northern California market, although it was long a tourist destination for
residents of the Northern California area. However, recent developments in this market area indicate
that Northern California companies are increasingly seeing Reno as an extended submarket that has
competitive advantages over the markets in the $an Francisco Bay Area and Central Valley. As a result,
the Reno-Sparks-Carson City area is moving toward greater economic integration and becoming a more
diverse and integral subcomponent of the Northern California market.

The $5 billion investment made by Tesla for its Gigafactory in the 100,000-square-foot {ft?) TRIC
represents an example of this trend. The growing and diversifying export economy of Reno and the
northern Nevada region is creating
significant potential to develop a much
stronger infrastructure platform that can
attract a much wider range of freight-
related economic activity. Some of the
infrastructure development will involve
internal improvements to the northern
Nevada regional infrastructure, higher
levels of modal integration, and increased
capacity and performance. A second set
of improvements will have to address
external conditions facused on northern
Nevada’s access to the Mexican and
Canadian markets via the proposed i-11 corridor. Due to the issues of crossing the Sierra Nevada
Mountains, a deeper partnership with California will be required to resolve reliability and safety issues in
the trans-Sierra freight movements.

Logistics Infrastructure Overview

Currently, Reno is only a stop along the 1-80 corridor and not a crossroads that could evolve into a
transshipment or transloading point that could reach other markets. As a result, the only intermodal
service that could be provided in Reno would be relative to the Northern California market. To start,
development agencies in northern Nevada could work with the region’s shippers, UPRR and BNSF, to
determine what volume of freight is needed to build unit trains at Reno and at what cost point this
service would become viable to justify the establishment of a major intermodal rail yard. It may be
possible for the Reno rail yard to develop an exchange relationship with Lathrop that favors Reno
intermodal consolidation for east-west moves and Lathrop for north-south rail connections. Such a
relationship over an immediate and interim period would improve freight connectivity for Reno as its
direct north-south capabilities while an I-11 multimodal corridor can be designed and completed. A
strong NAFTA corridor connection is needed to allow Reno shippers to efficiently distribute north into
the Northwest and Canada, and south into Southern California, Arizona, and Mexico.

Economic Overview

The San Francisco Bay Area within Northern California is the high-tech center of the world and one of
the greatest wealth-producing regions on the planet. The population of Northern California and
northern Nevada combined is approximately 14,611,069 as of 2014 {U.5. Census Bureau, 2014). The
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addition of micro areas brings that total to 15,215,336 {U.S. Census Bureau, 2014). The total GDP of
these metros as of 2013 was nearly a $1 trillion economy, at $910.4 billion {BEA, 2013). Within the San
francisco MTA, the northern Nevada subarea holds 2.5 percent of the total good manufacturing practice
{GMP} and 4 percent of the employment; a smaller GMP than employment percentage, meaning the
jobs are lower-wage in northern Nevada than they are in the San Francisco region.

The rapid growth in size and value of the San Francisco Bay Area economy has resulted in a large shift of
industrial activity out of the Bay Area and into the Central Valley. The Central Valley was traditionally a
rural agricultural area with small towns and cities that provided services to the farming areas
surrounding them. With the growth in the San Francisco Bay Area, these cities along the 1-99 corridor
from Sacramento to the north, and especially south towards Fresno and Modesto, are being
transformed into industrial and manufacturing areas.

More recently, Northern California companies have come to realize that Reno-Sparks area has cost and
logistics advantages that can better serve the growth in the Northern California economy. No longer is
Reno considered a separate location on the other side of the Sierra Nevada Mountains, but is in the
process of becoming more integrated into the San Francisco Bay Area economy,

Industrial Real Estate Overview

Of the western U.S. markets analyzed, the San Francisco Economic region is the second largest market at
617,019,989 ft2, of which 197,023,051 ft? are in Oakland, 170,035,673 ft! in Sacramento, 101,888,757 ft*
in Silicon Valley, 77,082,219 ft? in Reno, and 70,990,289 ft’ in the Peninsula (Figure 3-7) (CBRE, 2015}.
Thus, the Reno area contains 12.5 percent of the MTA's industrial space, a number that will increase as
TRIC builds out.

From 2005 to 2015, the San Francisco Peninsula, Silicon Valley, and Sacramento grew slowly with a
range of 2.9 million to 4.9 million ft*in growth, while Reno’s industrial market grew by 14.6 million ft?
(CBRE, 2015). Net absorption in the Reno market exceeded Las Vegas by approximately 2.5 million ft?in
the period from 2009 through 2014, and has been positive every year since 2010 (CBRE, 2015). This is
indicative of Reno’s efforts to capitalize on its proximity to Northern California markets. However,
vacancy rates have fluctuated dramatically over the past decade during the economic downturn and
recovery.

At 38 cents, Reno has a competitive lease rate advantage over any of the four Northern California
markets, including the San Francisco Peninsula at 90 cents, Silicon Valley at 61 cents, Oakland at 56
cents, and Sacramento at 44 cents (GOED, 2015). Reno has remained low and fairly stable over the
decade, with a range of only 11 cents between its maximum of 38 cents per ft?/month and its minimum
of 27 cents ft*/month {CBRE, 2015). This makes it very competitive for capturing potential spillover.
However, once the Tesla plant is complete and in operation, it is expected that there may be a
significant increase in at least short-term rates as suppliers and others react to the growing demands of
the Tesla plant.

Recent Developments Indicating Future Trends
Powdered Milk Processing Plant in Fallon

" Nearby in Fallon, Perazzo Brother’s dairy company has added a new

milking barn and is capitalizing on a new market overseas using a new

powdered milk processing plant that opened a short S miles from its

dairy farm in 2014 (Breen, 2015). Alan Perazzo has stated that he now

has the opportunity to increase production with a stable market that
does not require shipping to California anymore {Ibid).
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Figure 3-7. Westem United States - CBRE Industrial Real Estate Markets

This figure shows the geographic location and size of each industrial real estate market included in this study of the

western United Stotes, as defined by CBRE {Source: MG&A, 2015).
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The Tesla Example: World’s Largest Industrial Park Located near Reno

Northern Nevada has captured widespread attention as Tesla Motors, Inc. has decided to build a

$5 billion lithium battery factory, which is currently under construction in TRIC (Hull, 2015}. Tesla chose
this location not only because of the $1.25 billion in subsidies, but because Nevada's high
unemployment rate meant an available workforce, not only to work in the plant, but also to build it
{Cohn, 2015). The deal was also made because of land availability and the active lithium mining
operation in Nevada (Business Facilities, 2015). As a technology and manufacturing company, Tesla has
diverse needs, hiring high-tech workers with doctorates as well as employees for the assembly line
{Ibid).

Tesla’s Gigafactory in Reno will be the largest lithium battery production plant in the world located in
the world’s largest industrial park, TRIC, at 110,000 acres {Business Facilities, 2015; CalSTA, 2014). This
highlights Reno’s projected major rise as a manufacturing and distribution location. The project has
already increased commercial and residential real estate values, added a direct flight from Reno to New
York, and spurred the movement of Bay Area and other future employees to relocate (Hull, 2015).

This investment represents an incredible opportunity for transformation, with long-term benefits
including economic diversification and attracting more manufacturing to the region. An economic
impact analysis completed through the Governor’s Office of Economic Development (GOED) stated that
Tesla will support transportation and utility infrastructure improvements to “greatly enhance the
region’s competitiveness for future manufacturing and logistics projects,” while the state has committed
to “$100 million in infrastructure improvements to support the Gigafactory” (Applied Economics, 2014;
Business Facilities, 2015). This investment will include the state purchasing the right of way needed to
link 1-80 and US 50 to the TRIC site in Storey County with the proposed USA Parkway Project (Business
Facilities, 2015; NDOT). The 20-year forecast is that Tesla will generate $97 billion in economic activity
and boost regional GDP by 26 percent {Hull, 2015).

A key requirement built into the deal is the guarantee that half of the factory workers must be residents
of Nevada (Hull, 2015}. It is projected that the company will create 6,500 jobs in the next 4 years at an
average wage of $27.35 per hour, thereby increasing the metro area’s manufacturing employment by
more than S0 percent (Applied Economics, 2014). Construction of the facility will create 9,000 direct
jobs and 4,700 indirect jobs (Ibid). Overall, this represents a tremendous gain: state employment will
rise 2 percent and regional employment will increase by 10 percent (Business Facilities, 2015).

Additionally, large technology companies have relocated some of their operations to Reno, including an
Apple data center, an Amazon distribution center, and a Microsoft licensing unit (Business Facilities,
2015). Reno is capitalizing on its proximity to Silicon Valley and emphasizing the lack of corporate and
inventory taxes (Business Facilities, 2015). In order to truly capitalize on the job growth potential
associated with these developments, the region will need to ensure, create, and attract a technically
skilled workforce.

3.3.1.2 Southern Nevada/California

The Southern Nevada/California economic region represents the largest population, logistics, and
economic concentration in the western United States. While the Las Vegas regional economy is
becoming a more diverse, it remains a primarily tourism market based on accommodations,
entertainment, retail, and gaming. As it has traditionally, it continues to attract a large percentage of its
tourists from the Southern California area. Unlike Reno-Sparks, Southern California companies do not
view Las Vegas as an extended submarket that has competitive advantages over the traditional
California markets centered in the Los Angeles Area or the Inland Empire. The Las Vegas area announced
a $4 billion investment in a new resort on the Strip along with the recent completion of the City of Rock
and the new Las Vegas Arena. All of these investments reinforce the continued focus on tourism as the
primary sector of the southern Nevada economy. However, recent announcements by Switch indicate a
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billion-dollar investment in Las Vegas, a distribution center announced by Amazon, and Zappos’ focus on
developing an innovation economy in downtown Las Vegas point toward a long-term interest in
economic diversification. Additionally, UNLV has published its Tier One Initiative: its vision to become
Nevada’s first top 100 American Public Research University by 2025 (UNLV, 2015).

Despite the trend towards greater diversity, it remains a small fraction of the larger and dominant
tourism economy that remains a consumption- rather than export-oriented economy. Under the
present freight model, Las Vegas’ economy will grow in increments related to population increases and
general freight activity, but not in its relationship to attracting spillover from the Los Angeles economy.
As a result, freight will continue to be import dominated. Both Phoenix and Las Vegas are essentially
freight satellites of the Los Angeles logistics concentration and do not function as freight centers on
their own as neither forms a crossroads in the western U.S. distribution network.

Logistics Infrastructure Qverview

Las Vegas sits atop one of three primary corridors (I-15, 1-40, and I-10) connecting Southern California to
the East Coast markets; it is only a stop along the I-15 corridor and not a crossroad. Its rail services,
especially intermodal connections, are limited. UPRR serves southern Utah on a line that runs northeast-
southwest through Clark County and has access to several industrial sites. Its intermodal facility at Valley
yard offers inbound service from Chicago to Las Vegas and outbound service from Las Vegas to Los
Angeles; however, there is no outbound service from Las Vegas to Chicago or any other destination
{Mesquite Regional Business, Inc., 2015). These limiting service factors make the crossroad strategy with
improved direct intermodal connections more difficult to realize than it may be in northern Nevada.
Nevertheless, Las Vegas does have a well-established logistics and operation base that employs more
than 38,000 workers (which constitute the labor base of its logistics supply services) and that sector has
increased the number of jobs in this category by nearly 4,000 between 2004 and 2014 (GOED, 2015).

One of the strongest beneficial connections between tourism and trade in greater Las Vegas is McCarran
International Airport, which connects to nearly 140 different destinations, including points in Central
America, Europe, and Asia (Las Vegas Global Economic Alliance [LVGEA]}. Each day, the airport
transports approximately 611,000 pounds of arriving/departing cargo (Mesquite Regional Business, Inc.,
2015). It is the base for air cargo operations of several airlines including US Airways and Southwest, and
also serves freight logistics specialist UPS and FedEx (LVGEA). Its 200,000-foot freight and distribution
facility completed in 2010 is a transfer hub for approximately 611,000 pounds of cargo
arriving/departing daily (LVGEA). Based on national statistics, Las Vegas may be served well with growth
in international connectivity. Air freight between the United States and the rest of the world in
December 2014 increased 10 percent from December 2013 to 867,093 tons {USDOT, 2014).

One of the major limiting factors for Las Vegas logistics development is the high inbound to outbound
ratios: 42 million tons of freight arrive and only 8 million tons go out; and in terms of value, inbound
moves generate $44 million while outbound movements yield less than $13 million. Likewise, the
truckload shipping costs suffers from a similar imbalance: truckload rates from Los Angeles to Las Vegas
are $875 while Las Vegas to Los Angeles is $450 (RCG Economics, LLC and Schlottmann, A., 2012).

Las Vegas may be able to serve intermediary distribution and value-added services, with consolidation
and cross dock services on triangular traffic lane involving Los Angeles, which is only 270 miles from Las
Vegas, Phoenix, which is 292 miles away, and Salt Lake City, at a distance of 518 miles (Figure 3-8). This
puts Las Vegas in the range for one day out-and-back trucking operations between each of these points
with an opportunity to limit some of the imbalance of flows for services between these points. As is the
case with Reno, the growth in industrial output would strengthen its regional opportunities.
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Figure 3-8. Approximate Truck Distances from Las Vegas and Reno

This figure indicates truck travel times from Reno and Las Vegos, showing their extensive reach for one- and two-day
truck services within the western United States. Nevada's metros are well positioned with great potential to grow
and evolve as crossroads to serve the entire western U.5. market (Source: MGE&A 2015, based on NV Energy and
Rand McNally data).
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There is little doubt that growth in transportation logistics in Las Vegas would significantly benefit from
the development of an I-11 interstate and rail corridor that could transform it into a crossroads to serve
a larger market region. Growth in Mexican-related trade is likely as relative time distances between the
Nevada and Mexican markets shorten. Las Vegas’ best intermodal rail connections may lie just to the
south in Arizona, where UPRR’s major east-west intermodal route passes from California through to
Texas and continues east. A combination of improved drayage from both Las Vegas and Phoenix to a
new intermodal facility on this route may produce enough volume, increasing Las Vegas’ logistic choices
and accessibility to larger markets.

Economic Overview

The population of Southern California and southern Nevada combined is approximately 25,860,192 as of
2014 (U.S. Census Bureau, 2014). The total GDP of these combined metros as of 2013 is $1,375.7 billion
{BEA, 2013). This economy has increased by 10.3 percent over the 3-year period between 2010 and
2013 (BEA, 2013). The southern Nevada subarea holds 7 percent of the total GMP and 8.3 percent of
total employment within the Los Angeles MTA, a larger portion than northern Nevada, but a similar
trajectory of lower-wage johs, though GOED is currently pursuing efforts to attract higher wage jobs to
Nevada.

Although Las Vegas is located in close proximity to Southern California, the companies that choose to
locate in Las Vegas want to be there because of the resorts or to serve the population {(Roberts in
Baumer, 2013). The region is more focused on supplying the resort and entertainment industry than on
exporting goods {Baumer, 2013). Las Vegas was the only metro in which accommodation and food
services was a top industry, accounting for 27 percent of jobs in Clark County {(GOED, 2015).
Manufacturing accounted for only 3.3 percent of the Las Vegas GDP for 2013, the lowest percentage for
any metro analyzed (BEA, 2013).

Industrial Real Estate Overview

The industrial markets in the western United States are dominated by the sheer size of the Greater Los
Angeles market (Figure 3-9). This market is about 6.5 times larger than the other markets on average,
ranging from about 2.25 the size of the Inland Empire market to 14 times larger than the 5an Francisco
Peninsula and Reno markets. In the first quarter of 2015, the combined size of the Los Angeles MTA
markets analyzed was 1,791,939,472 ft* of which 993,852,371 ft* is in the Greater Los Angeles market,
441,986,528 ft? in the Inland Empire, 253,661,243 ft* in Orange County, and 102,439,330 ft? in Las Vegas
(CBRE, 2015).

Over the decade from 2005 to 2015, the Inland Empire exhibited the largest increase in industrial
market size by 84.3 million ft?, while Las Vegas increased by 19.5 million ft? {CBRE, 2015). With its ¢close
proximity to the Ports of Los Angeles and Long Beach, the Inland Empire has seen great increases in net
absorption since 2008, reaching a level much higher than the other western U.S. markets {CBRE, 2015).
The Las Vegas industrial lease rate of 56 cents per ft’/month is 17 cents higher than the current average
lease rate in the Inland Empire at 39 cents and, therefore, less competitive as an alternative to
continued expansion in the Inland Empire {CBRE, 2015). Based on the lease rate, it is unlikely that these
markets will capture excess demand generated in the Southern California region until rates in the Inland
Empire significantly exceed those in Las Vegas and Phoenix.

Overall, there is great competition for Las Vegas in absorbing Southern California spillover with the
nearby Inland Empire and Phoenix submarkets as well as the Stockton, Barstow, and Bakersfield
locations, which are closer to the ports and within state lines.
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Figure 3-9. Industrial Real Estate Market Size in the Western United States

This map depicts the industrial real estate market size ond lease rate in each of the western U.5. markets analyzed
for this study: Las Vegas, Reno, Sacramento, San Francisco Peninsula, Oakland, Silicon Valley, Infand Empire, Greater
Los Angeles, Orange County, San Diego, Seattle/Puget Sound, Portland, Salt Lake City, Phoenix, and Denver. It also
shows the combined sizes of the Northern and Southern California markets, revealing the vast amount of industrial
space in Southern California. The cost advantage that Reno has over markets in Northern Cohfornia is clear, while Los
Vegas and Phoenix are more expensive than the infand Empire in Southern California (Source: MG&A, 2015 based on
CBRE, Q1 2015 dota).
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Recent Developments Indicating Future Trends
Genting Resort Investment Indicating Continued Dominance of Tourism industry

Southeast Asia’s Genting Group is constructing a $4 billion gaming resort on the Las Vegas Strip (Stutz,
2014). This investment is similar in dollar amount to Tesla in Reno and will act to reinforce and grow the
tourism economy and increase the import side of the freight logistics movements. Development will
create several thousand short-term construction jobs in Las Vegas {Stutz, 2014) and produce long-term
employment effects that will be concentrated in accommodations and food service.

Beyond the Rack Distribution Center in North Las Vegas

Since March 2012, North Las Vegas has been home to the West Coast Distribution Center of Beyond the
Rack (BTR), one of the fastest growing e-commerce sites in North America. BTR is a private online
shopping club for men and women seeking designer brand apparel, accessories, and home goods at up
to 80 percent off. The factor that drove the decision to open a facility in this part of the country was to
reduce shipping times to U.S. customers. The company originally considered locating its West

Coast Distribution Center in Los Angeles, the source of many of the apparel items it sells, but upon
closer examination, the executive team decided on southern Nevada. With its lower rents, larger work
force, and greater support from state government leaders, Las Vegas was the smartest choice (LVGEA).

3.3.1.3 Eastern Nevada/Utah
Logistics Infrastructure Overview

Eastern Nevada is primarily a rural region with a mining, energy, and agricultural-based economy. The
pattern of cities and towns grew up to serve the local economy and is generally located along the
primary transportation corridors, I1-80 and I-15, the major roads traversing the region, US 93, US 50, and
US 6, and the resource extraction and agriculture communities. While the |-80 corridor is considered
part of the San Francisco trade area, the more eastern section, including Elko and Wells, would appear
to be equally oriented toward Utah and the Sait Lake City region. Due to the energy reserves in Utah,
Eastern Nevada has opportunities to participate in the energy economy that originates in Utah. Unlike
northern and southern Nevada, the eastern Nevada freight logistics infrastructure is not concentrated in
a single location, but rather developed on a more site specific basis to serve the specific needs of the
industry or combination of industries {mining, agriculture, or energy) that are located in that specific
area. These improvements tend to be either capacity or performance enhancements rather than hub
related strategies.

Economic Overview

The eastern Nevada economy is mainly focused on mining and subject to rather dramatic cycles based
on the commodities market and the cycle of the general economy. Gold mining is especially significant,
as 79 percent of all gold in the United Sates is mined in Nevada. Not surprisingly, it is Nevada’s number
one and most volatile value export, as export values fluctuate dramatically. Copper ores and
concentrates export value follows a similar pattern, susceptible to major highs and lows in vatue from
year to year.

Since the late 19th century, the boom-and-bust cycle in metals prices have had dramatic effects on
population and economic activity. General economic cycles that affect the national economy also have
significant impacts on the local economy due to the downturn in manufacturing and construction that
reduces the demand for minerals and energy. Unlike northern and southern Nevada, the cities and
towns in the eastern portion of the state tend to be smaller. Due to their size, they tend to be more
industry-specific rather than diversified economic centers, making them more vulnerable to single
industry trends. Economic diversification is also a major economic goal for this region as it is for the
state as a whole and there are signs of diversity based on the value of its outbound production. For
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example, mixed freight, pharmaceuticals, and electronics produce more than 25 percent of its
$11.7 billion total (Freight Plan Existing Freight Flows Tech Memo, 2015}.

Industrial Real Estate Overview

The eastern Nevada industrial market tends to be a single tenant market developed in response to the
specific needs of the mining, energy, and agricultural sectors. Unlike northern and southern Nevada,
there is not a significant multi-tenant market that results in speculative industrial construction. The
major national real estate information services, including CBRE, the company used as the real estate
data source for this report, do not track industrial real estate markets in eastern Nevada because they
tend to serve only single tenant who builds on an as-needed basis to fulfill specific industry needs.

34 Employment and Earnings Analysis

The purpose of this chapter is to provide a deeper understanding of employment and personal earnings
by two-digit NAICS codes, or industry sectors, in the San Francisco and Los Angeles MTAs. The analysis is
intended to determine the industry focus and strengths of each MTA and the profile of northern and
southern Nevada within them in order to define the potential impact that an improved freight system
could have on each industry.

The economic geography of the western United States has little relationship to the political geography.
Economic regions.are defined as market areas with interactive economic activities and are not defined
by political boundaries. Economic geography is defined MTAs, which are anchored by major urban areas
that form the primary economic concentrations and transportation hubs of larger areas with many
smaller cities and towns. MTAs are named according to their major urban areas or anchors. While
Nevada is one state from political point of view, it is divided into three different regions from an
economic point of view. Parts of Nevada are contained within three MTAs: San Francisco, Los Angeles,
and Salt Lake City. The Salt Lake City MTA includes only one Nevada county, White Pine, located in
eastern Nevada. Because this section is based on MSA data and as there are no MSAs in White Pine
County, there is no ability to include comparison of eastern Nevada as defined within the economic
geography.

The BEA was found to contain the most complete and geographically refined earnings and employment
data that allows for comparison of economic activities by industry across the MTAs. All numbers
outlined herein are directly from, or calculated from, BEA 2013 datasets (see Appendix 3B).

Of the 20 two-digit NAICS codes, eight are considered to be freight-dependent to different degrees; the
remaining 12 are not considered freight-dependent because they use the freight system to a much
lesser degree. The eight freight-dependent industries identified are: Agriculture, Forestry, Fishing and
Hunting {11}, Mining (21), Utilities (22), Construction (23}, Manufacturing (31), Wholesale Trade {42),
Transportation and Warehousing (48), and Accommodation and Food Services {72).

Companies classified under these industries depend on the freight system either to obtain raw materials
from another region or to ship their final products to market. Produce from the Agriculture, Forestry,
Fishing and Hunting, and Mining are bulk commodities; the companies in these industries depend on the
freight transportation system to transport their goods to the next destination. Construction depends on
the freight transportation system to obtain the raw materials needed for construction. Wholesale Trade
depends on the freight transportation to coordinate and facilitate the movement of goods between
manufacturers and distribution to retail outlets. In Accommodation and Food Services, the freight
transportation system is especially important to the convention activity component as large scale

displays that are required to be delivered, set up, broken down, and removed in short amounts of time
depend on efficient freight service.
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Despite Nevada being one state politically, it is divided into three different economic regions or MTAs
within the national economy. Each MTA has a different type and structure of economic activity and
contains multiple subareas, one of which is part of Nevada and others that are parts of an adjoining
state or states. Each subarea has its own specific pattern and structure of economic activity. As a result,
it is important to recognize the economic pattern and structure of the Nevada subareas in comparison
to the other subareas within their MTAs as well as to the overall economy of their MTA. Understanding
the uniqueness of economic activity within the MTAs and within each of Nevada's subareas provides the
framework for understanding the type of infrastructure investments that have the greatest impact on
growing Nevada’s economy.

Basic Employment Characteristics

There are four basic employment characteristics that need to be understood as the foundation for
infrastructure investments that can grow economic activity. The first is the share of employment and
earnings that each of the Nevada subareas contain relative to the MTA in which they are located. The
second and third are to understand the similarities and differences between the employment
characteristics in northern and southern Nevada. The fourth is to compare the individual categories in
the two subareas.

Nevada Subareas’ Relative Shares of MTA Employment

Both the northern and southern Nevada subareas have a relatively small share of employment within
their respective MTAs (Figure 3-10). The northern Nevada subarea holds only 4 percent of the
employment within San Francisco MTA, while the southern Nevada subarea holds 8.3 percent of total
employment within the Los Angeles MTA. Thus, the southern Nevada subarea contains more than
double the share of employment within its MTA than northern Nevada.

Similarities and Differences in Nevada Subareas’ Employment Profiles

The northern and southern Nevada subareas have many similarities in their employment characteristics
among the 22-digit NAICS code categories and some notable exceptions. The top three employment
categories in the northern Nevada subarea each contains over 10 percent of the region’s total
employment: Public Administration at 12.7 percent, Accommodation and Food Services at 11.7 percent,
and Retail Trade at 10.4 percent. Six employment categories contain more than 5 percent: Health Care
and Social Assistance, Professional, Scientific, and Technical Services, Administrative and Waste
Management Services, Real Estate and Rental and Leasing, Manufacturing, and Finance and Insurance.
The remaining 11 categories contain fewer than 5 percent of employment.

The top industries in the southern Nevada subarea are the same three as northern Nevada. However, in
southern Nevada, Accommodation and Food Services account for nearly 22 percent, a much larger share
than in northern Nevada where the industry ranks second at near half of the southern Nevada
percentage. This reveals the high degree of specialization and lack of diversity within southern Nevada’s
economy. The other two of the top-three employment categories have relatively similar shares as
northern Nevada with Retail Trade at 10.8 percent and Public Administration at 10 percent. Another five
employment categories have over 5 percent of southern Nevada’s total employment, while northern
Nevada has six. However, these five are also over 5 percent in northern Nevada: Health Care and Social
Assistance, Administrative and Waste Management Services, Real Estate and Rental and Leasing,
Finance and Insurance and Professional, Scientific, and Technical Services. The missing category over

5 percent in southern Nevada is manufacturing, which has only 2.3 percent in the region, less than half
of that found in northern Nevada.
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Figure 3-10. Major Trade Areas and Subareas

This map depicts outlines of Nevada’s Major Trade areas and the MG&A-defined subareas with relative percentages
of GMP.
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Figure 3-10 caption continued:

The San Francisco MTA includes most of Northern California {one Northern California County is included in the
Portland MTA} and all of northern Nevada. There are 13 BTAs within the San Francisco MTA, one of which contains
all of northern Nevada and a portion of Northern California in the Lake Tahoe area. The 5an Francisco MTA wos
divided into four economic subareas by MG&A according to the interactions and geographic proximity of the basic
trade areas. The four subareas are the San Francisco region, Northern 99 Corridor, Other Northern California
peripheral, and northern Nevadao.

The Los Angeles MTA contains seven Basic Trade Areas and includes all of Southern California, oll of southern
Nevada, and a county in northwest Arizona. All of southern Nevada and a portion of northwest Arizona comprise ane
BTA in the Los Angeles MTA. The Los Angeles MTA was divided into five subareas by MG&A: the Los Angeles region,
San Diego region, Southern 99 Corridor, other Southern Californio peripheral, and southern Nevada (Source MG&A,
2015).

Thus, although northern and southern Nevada have very similar percentages in 18 of the 20 NAICS code
categories; there are two important exceptions. Northern Nevada has more than double the percentage
of employment in Manufacturing in comparison to southern Nevada. The southern Nevada subarea has
nearly double the percentage of employment in Accommodation and Food Services in comparison to
northern Nevada.

Comparison of Nevada Subareas’ Employment Profiles

Comparing northern and southern Nevada subareas, northern Nevada has a higher percentage of
employment in Agriculture, Forestry, Fishing and Hunting, Mining, Wholesale Trade, Transportation and
Warehousing, and Public Administration, and a slightly higher percentage in Professional, Scientific, and
Technical Services, Educational Services, Health Care and Social Assistance, and Arts, Entertainment, and
Recreation.

Southern Nevada has a slightly higher percentage of employment in information, Real Estate and Rental
and Leasing and Administrative and Waste Management Services. Both the northern and southern
Nevada subareas have nearly the same percentage of employment in Utilities, Construction, Retail
Trade, Finance and Insurance, Management of Companies and Enterprises, and Other Services, Except
Government.

As previously mentioned, the northern Nevada subarea doubies the percentage of employment in
Manufacturing in comparison to the southern Nevada subarea, and southern Nevada doubles the
percentage of employment in Accommodation and Food Services in comparison to northern Nevada.

Nevada Subareas’ Relative Shares of MTA Earnings

The northern and southern Nevada subareas have some similarities in their earnings characteristics, but
their relationship to the MTAs they located in are very different. The average personal earnings in the
northern and southern Nevada subareas are very similar, with a difference of only $569: 547,753 in
northern Nevada and $48,322 in southern Nevada. However, because the average personal earnings are
much higher in the San Francisco MTA than in the Los Angeles MTA, the Nevada comparisons to
California differ greatly. The average personal earnings in northern Nevada are 30.9 percent lower than
the San Francisco MTA average, while the average personal earnings in southern Nevada are only

15.7 percent lower than the Los Angeles MTA average. Thus, the gap between Nevada subareas and
their respective MTA is larger for northern Nevada than for southern Nevada.

Similarities and Differences in Nevada Subareas’ Earnings Profiles

In the northern Nevada subarea, the highest average personal earnings are in Utilities at $131,282,
Management of Companies and Enterprises at $96,772, and Public Administration at $77,227. In the
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southern Nevada subarea, the same three two-digit NAICS categories have the highest average personal
earnings in the same ranking order but with different values: Utilities at $135,677, Management of
Companies and Enterprises at $122,349, and Public Administration at $79,558. Thus, the average
personal earnings of each of these categories are higher in southern than in northern Nevada.

Aside from these top three industries, average personal earnings in northern Nevada are 20 percent or
more higher than the overall northern Nevada average in the following two-digit NAICS code categories:
Wholesale Trade at $72,875, Manufacturing at $64,206, Mining at 558,790, Health Care and Social
Assistance at $58,509, Construction at $57,330, and Professional, Scientific, and Technical Services at
$57,201.

Aside from these top three industries, average personal earnings in southern Nevada are 20 percent or
more higher than the overall southern Nevada average in the following industries: Wholesale Trade at
$71,820, Professional, Scientific, and Technical Services at $68,150, Health Care and Social Assistance at
$57,540, Construction at $65,581, Manufacturing at $61,853, and Information at $58,555.

These relatively high earning industry categories are similar in both northern and southern Nevada,
except for in Mining and Information. Earnings in Mining are nearly 50 percent lower than overall
average earnings in southern Nevada, while they are 23 percent higher in nerthern Nevada. Earnings in
Information are more than 20 percent higher than the overall average in southern Nevada, while they
are only 10 percent higher in northern Nevada,

Comparison of Nevada Subareas’ Earnings Profiles

Comparing northern and southern Nevada, the northern Nevada subarea has higher {15 percent or
more) average personal earnings than the southern Nevada subarea in Mining by 136 percent,
Agriculture, Forestry, Fishing and Hunting by 52 percent, and Finance and Insurance by 19 percent. The
southern Nevada subarea has higher (15 percent or more) average personal earnings than the northern
Nevada subarea in Arts, Entertainment, and Recreation by 62 percent, Accommodation and Food
Services by 40 percent, Management of Companies and Enterprises by 26 percent, Professional,
Scientific, and Technical Services by 19 percent, and Real Estate and Rental and Leasing by 19 percent.

Nevada has a high degree of economic dependency on freight-dependent industries as shown by the
fact that both the northern Nevada and southern Nevada subareas have a high percentage of
employment in freight-dependent industries then their MTA total percentages. Northern Nevada
subarea has 32 percent of its employment and 33.2 percent of its personal earnings in freight-
dependent industries. Southern Nevada subarea has 35.4 percent of its employment and 36.6 percent of
its personal earnings in freight-dependent industries. Thus, the state has a high economic dependency
on freight-dependent industries.

Employment to Earnings Relationships in Nevada

In contrast to the high percentage of employment in freight-dependent industries, average personal
earnings in freight-dependent industries are low in northern and southern Nevada. Average personal
earnings in freight-dependent industry categories are $49,355 in the northern Nevada subarea and
$50,080 in the southern Nevada subarea. The gap between northern Nevada and the San Francisco MTA
is much larger than that between southern Nevada and the Los Angeles MTA, at 30.1 and 14.1 percent
lower, respectively.

Nevada’s High Degree of Dependency

Both northern and southern Nevada have a high dependency on freight-dependent industries. As a
result, an improved freight system with better connectivity between these two subareas and the
dominant economy within their respective MTAs could be extremely beneficial for both northern and
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southern Nevada. These two subareas can and should become more integrated parts of their respective
MTASs in order to capture a larger share of economies and develop a competitive advantage in the global
and western U.S. marketplace.

The northern Nevada subarea is located in the same MTA as the San Francisco region, a well-developed
and affluent subarea and a world leader in Technology. The San Francisco MTA, compared to Los
Angeles MTA, is also leading in personal earnings. However, northern Nevada has a small share of the
total economy of San Francisco MTA. In contrast, Los Angeles is a large employment region aithough not
as affluent as San Francisco MTA, the southern Nevada subarea takes a larger share of the total
economy of the Los Angeles MTA. It also indicates that the northern Nevada subarea has huge potential
to grow and diversify to become a more competitive economic region if it can capture a larger share of
employment and earnings within the San Francisco MTA.

3.5 Multimodal Freight Transportation Drivers, Critical
Issues, Trends, and Implications for Nevada

End of Bi-Polar Political Divisions and Emergence of Trading Blocs

The emergence of a global economy after 1991 erased the division in the world’s economy that resulted
in a massive restructuring of the global trading network (Figure 3-11). Routes, hubs, industry, and
businesses of all types began a process of rapid change that had powerful effects on established
locations, routes, and businesses. These sweeping and dramatic changes are still in progress with
industry consolidations, new capital investments in both established and new locations, and a shifting
unstable world economy.

The massive restructuring led to a pattern of increased trade among nations; a dynamic pattern rooted
in economic, geographic and/or cultural affinities. The creation of the European Union and the
commercial rise of China and other nations in East and Southeast Asia are signs of ongoing changes in
global economic relations. This restructuring is abetted by the lowering of tariff barriers and
introduction of infrastructure and technology improvements that have linked production in low-cost
labor markets with demand in developed economies. Population growth and increasing wealth in
formerly underdeveloped countries has expanded both domestic and global commercial opportunities
throughout much of the world. The West Coast has only three major points of entry, while the East and
Gulf Coasts have many. The rise of Asia has made the West Coast the primary point of access to Asian
economies. This has fueled the growth of trade flows through the West Coast seaports, with the
dominant location being Los Angeles.

international commerce is evolving into patterns of regional and continental trading blocs, such as the
European Union {EU), NAFTA, and Association of Southeast Asian Nations {ASEAN). Economic downturns
among any one major trading partner can impact the prosperity of others well beyond their borders.
Moreover, unstable political conditions create ongoing threats to global supply chains. These and other
factors, such as advances in technology and demographic changes, are feeding greater inter-bloc trade.
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SECTHON 2: NEVADA'S FREIGHT TRANSPORTATION SYSTEM

2.3.1 Food and Allied Manufacturing
Overview

Food and allied manufacturing is a growing piece of the manufacturing industry in Nevada {(GOED, 2015).
This is due to its proximity to farming and agricultural resources, as well as to primary gateways for
overseas imports and exports. Inputs to production, many of which are perishable foods such as fresh
meat, vegetables, and milk, are sourced mainly from the western United States, while processed and
preserved food outputs are sold to nationwide and global markets. Nevada has many globai brands,
such as NOW health foods, Hidden Valley Ranch salad dressings, French Gourmet frozen dough, and
Pacific Cheese, that engage in manufacturing processed food and food supplements.

Employment Distribution and Growth Potential

Employment in this sector is concentrated in the metropolitan areas of Las Vegas and Reno, and is
relatively even between them (see Figure 2-12). Employment is distributed mainly in bakeries, dairy-
related manufacturing, perishable prepared foods and frozen specialty foods, coffee and tea
manufacturing, and confectionary manufacturing from chocolate.

Based on the state’s 10-year industry employment projections provided by the Nevada Department of
Employment, Training and Rehabilitation (Nevada DETR, 2015), these industries are all expected to
continue to grow in the Las Vegas region by more than 20 percent, while food and allied manufacturing
in Reno is anticipated to increase by only about 10 percent.

Figure 2-12. Employment Distribution in the Food and Allied
Manufacturing Sector, 2013

This figure shows the locational breakout of Nevada's 6,135 employees in the food and
allied manufacturing sector, which includes NAICS codes 311 - food manufacturing, 312 -
beverage and tobacco product manufacturing. All employees in this sector work in the
metropolitan areas, with 55% in the Las Vegas MSA [LVXX)} and 45% in the Reno-Sparks-
Carson City CSA (RCCX} (Source: U.5. Census Bureaw, 2013 County Business Palterns).

Discloimer: Due to disclosure limitation and confidentiality, doto from County Business
Potterns is missing volues for some NAICS industries and counties in Nevada, particularly
those counties with o lnmited number of establishments in the identified NAICS industries,
The employment may in fact be higher thon reparted in the figure.

Production Inputs, Outputs, and Location Decisions

National input-output accounts (BEA, 2015b) show that food and allied manufacturing industries tend to
rely on farms and themselves (trading with one another). This was further reflected in the interviews
conducted, such as the dependence of this sector on other food processing and preservation industries,
logistics for transport, and paper, plastics and fabricated metal for packaging, labeling, and canning.
Both the Las Vegas and Reno metros have access to California’s Central Valley agricultural region, a
major source for farm inputs including dairy, fresh produce, and nuts, in approximately 4 hours, but
access from Las Vegas was cited as better due to limited inclement weather events in the northern
Nevada/California region.

Some food and allied manufacturing companies consider Nevada as a western U.S. hub for distribution
of their manufactured goods, especially those companies that have strong ties to Asian suppliers and
markets. They are likely to continue investing in manufacturing plant capacities and goods distribution
services in Nevada as trade with Asia grows.

The importance of location to industries dealing with perishable products cannot be understated, as the
costs of production and quality of the products can be heavily impacted by delays in transportation.
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Nevada’s current truck, rail, and air links demonstrate both strengths and weaknesses. Strengths include
strong west-to-east highway connectivity, particularly to California as its dominant trading partner and
gateway to overseas trade. Weaknesses include a lack of strong north-south connections and
connectivity to intermodal rail services. Nevada lacks direct north-south highway and rail systems to
efficiently move goods to its U.S., Mexican, and Canadian neighbors. Nevada gets little relief from its
railroad services as freight trains mostly pass through the state. The state needs stronger intermaodal rail
connections to relieve highway congestion, especially for trade with California. Nevada needs to develop
an outbound traffic base and requisite intermodal terminal facilities to create point-to-point shuttie
services from rail yards at or near California port facilities. This would ensure economic-scale match-ups
within a logistics supply chain that includes huge ocean carriers and large intermodal rail transfers
emanating from the ports. Nevada's airports have the capacity to expand freight services to
international markets if their direct air passenger service to those markets continues to grow.

Congestion outside the state border is limiting the efficiency of the highway system. Nevada is below
the national average in its manufacturing output and participation in overseas and NAFTA trade. A major
part of the remedy may rest with the success of the state’s current efforts to diversify its economy;
creating more output through manufacturing and distribution services and simultaneously improving
multimodal and intermodal links. If Nevada is to have an attractive and balanced transportation system,
it needs to produce more goods for export to other states and nations. Future success enjoyed by
Nevada will have much to do with its relationship to the large California economy. With an increased
output of goods or performance of value-added distribution functions, the freight system will become
maore balanced to Nevada’s advantage.

The global network is defined by a series of hubs and corridors. The hubs are points where the air,
water, rail, and road freight handling facilities, such as ports, terminals, and yards, are found together
with the ancillary services and massive industrial real estate that serves these points. Air and sea routes,
major highways, and rail lines define corridors. Within the global network, there is a hierarchy of hubs
and corridors from the largest global gateways connected to the largest freight corridors to the smallest
rural towns connected to small rural highways. Two of the nation’s major corridors traverse Nevada, but
its hubs are only local service points. Being on a major corridor does not necessarily mean that a city is a
major hub. Major hubs are defined by: their level of connectivity to major corridors, the market area
they serve, and the value added functions they perform.

Freight Hubs: Global, inland Port, and Local

Every city and town connected to the global transportation network is a hub in the network. There are
three tiers of freight hubs: global, inland port, and local. Global hubs, the largest of the three tiers, are
where international goods arrive by air and sea and where goods produced within the country are
exported. Inland Ports, the second tier, are defined as those hubs within a nation that perform internal
distribution or transloading functions {Figure 3-13). Local hubs, the third tier, only provide services for
the communities where they are located.

All three tiers of hubs serve local distribution functions. In other words, every city and metro performs
local distribution and consolidation functions, as each consumes and produces products and must have
the facilities necessary to serve its local market.

Although not every city or metro region is an inland port or global hub, every inland port and global hub
is also a local hub. Therefore, in addition to the infrastructure needed to serve the local market, the
global hubs and inland ports have developed infrastructure to serve the transshipment or global
shipping functions. This may take the form of expanding the existing rail, truck, air, or seaport facilities
or adding other facilities that provide the services needed to handle larger volumes of freight. Global
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hubs and Inland ports serve as junction points where freight bound for destinations other than the local
metro area is transferred either within a mode or between modes.

Local hubs, such as Las Vegas and Reno-Sparks-Carson City, are considered O&D points of freight serving
local demand created by its population, institutions, businesses, and industries. While the freight
infrastructure in local hubs must serve the needs of that area, the only goods arriving and departing are
those destined for that location or produced at that location. With the global population and economic
growth, more freight is moving through expanding global networks. Some metropalitan areas are
realizing the opportunity to grow their freight functions; taking the initiative to expand, add, or modify
key components to their freight infrastructure in order to provide additional value-added services.
Typically, these additions are inland port functions whereby they can attract a more diversified freight
stream.
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Figure 3-13. Inland Port Connections

This'is a re-creation of national developer Jones Long LaSalle’s 2011 Midwest and Eastern Centric view of inland port
connections. It highlights the numerous container, emerging container, established, and future infand ports in the
eastern United States, while in the western United states, there are only the West Coast tier 1 ports and corridors for
movement eastword. Saft Lake City is shown as an intersection, but not a hub {Source: MG&A, 2015 recreated from
Jones Long LaSalle, 2011).

Nearshoring and Reshoring

The return of production to the United states or to those countries near our borders is growing. The
concept of moving operations back to its country of origin is referred to as “reshoring,” while relocating
manufacturing to a nearby country rather than far overseas is known as “nearshoring” {see Figure 3-14).
A 2013 Boston Consulting Group survey found that 54 percent of executives at U.S. companies with
sales in excess of $1 billion are planning to return production to the United States, a sharp increase from
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Perishable products are typically carried in refrigerated containers, often referred to as “reefers.” cost
and access to reefers are also essential considerations for this sector.

2.3.2  Advanced Manufacturing
Overview

The advanced manufacturing industry is a growing segment of key employment in Nevada with the
highest concentrations located in the Las Vegas region (Nevada GOED, 2015). This is due to a “business
friendly” climate with low taxes and affordable land and development costs. This sector provides high-
paying jobs and is dependent on a skilled workforce. A majority of inputs to production of high-tech
products, such as ores and minerals, precision instruments, and machinery, are available within Nevada
or within a day’s drive from Nevada, which make costs of production competitive. The state’s proximity
to gateway ports and airports also enables global sourcing and access to the global market. Nevada has
an expanding list of advanced manufacturing firms such as Pololy, IGT, and Tesla.

Employment Distribution and Growth Potential

Similar to food and allied manufacturing, employment in the advanced manufacturing sector is
concentrated in the metro areas of Las Vegas and Reno, and is relatively even between the two (see
Figure 2-13).

RONV Figure 2-13. Employment Distribution in the Advanced Manufacturing
0.4% Sector, 2013

This figure shows the locational breakout of Nevada's 22,111 employees in the advanced
manufacturing sector which includes the following NAICS codes: 325 - chemical
manufacturing, 332 - fabricated metal product manufacturing, 333 - machinery
manufacturing, 334 - computer and electronic product manufacturing, 335 - electrical
equipment, appliance, and component manufacturing, 336 - transportation equipment
manufacturing, 339 - miscellaneous manufacturing. Almost all employees in this sector
work in the major metros, with 56.4% working in the Reno-Sparks-Carson City CSA (RCCX),
and 43.2% in the Las Vegas MSA {LVXX]. A mere 0.4% work in the Rest of Nevada (RONV)
{Source: U.5. Census Bureau, 2013 County Business Patterns).

Disclaimer: Due to disclosure limitation end confidentiality, data from County Business
Patterns is missing values for some NAICS industries and counties in Nevada, particularly
those counties with a limited number of establishments in the identified NAICS industries.
The employment may in fact be higher than reparted in the above figure.

Recent developments in the Reno area include notable investments such as Tesla’s Gigafactory and its
efforts to relocate some of its suppliers to the Tahoe Reno Industrial Center {(Damon, 2016). This trend in
particular could shift the current advanced manufacturing industry stronghold from Las Vegas to Reno.
There is potential for Nevada to attract employers and a skilled workforce in high-tech computer
components manufacturing and assembling from other parts of the country, especially California.

Production Inputs, Outputs, and Location Decisions

Advanced manufacturing constitutes the manufacture of specialized metallic products and non-metallic
products such as composite materials and optical fibers, advanced vehicle technologies such as
automated guided vehicles, electronic components such as circuit boards, and advanced machinery such
as robotics. It is typical to see suppliers cluster around advanced manufacturing centers, which reduces
the cost of production.

2.33  Mining
Employment Distribution and Growth Potential

Mining industries {excluding oil and gas), unlike the other key industries in Nevada, occur away from the
urban centers of Reno and Las Vegas, with the heaviest concentrations in the central and northern parts
of the state (see Figure 2-14),
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Carrier Industry Consolidation and Collaboration

A major ongoing trend affecting carriers across the modes
and freight forwarders or 3PL is the pursuit of growth and
market dominance. This trend manifests itself in the form
of alliances among former competitors (e.g., ocean
carriers) and mergers and acquisitions (M&A) among
motor carriers and freight forwarders. The hope is that
shared use of common assets such as oceangoing vessels
in trucking equipment by motor carriers will increase
productivity and efficiency. For motor carriers, M&A are a
means to gain entry into new markets and have access to equipment and drivers that would otherwise
ke in short supply. Non-asset service providers look for synergistic service match-ups, for example,
between companies efficient at filling empty backhauls with firms that have large customer bases. Ports
including Los Angeles and Long Beach, and Seattle and Tacoma sought and received Federal Maritime
Commission permission to work cooperatively to increase operational productivity at their contiguous
terminals.

Freight carriers and forwarders are increasingly consolidating their operations to apply assets more
efficiently and increase their bottom line and their transparency in relation to shippers. The public
sector, as represented by the ports, is looking to establish more cooperative rather than competitive
relationships. State and local governments can also foster initiatives for closer cooperation in planning
and financing through their MPOs and public-private partnerships (P3’s) as showcased in the Tesla deal.
Nevada’s leadership in building a Western States Freight Coalition (WSFC} among the Freight Program
Leads at respective DOTs is a positive step in this direction. Nevertheless, states have to be alert to the
negative possibilities of mergers among large freight companies that may harm small shippers,
increasing the prospects that the state may lose essential services.

Regulatory Change

Transportation systems and modes are among the nation’s most heavily regulated industries. This is due
to their important role in the economy and major impact on safety and the environment, There is an
ongoing debate regarding the cost-effectiveness of regulations in achieving their intended goals. During
the 1980s, there was a major shift in national transportation pelicy away from expensive economic
regulation of aviation, railroading, and motor carriage, a shift that has had profound effects on the
structure and economic health of these industries. Most economists agree that the major relaxation of
economic regulation has produced positive consumer benefits and was an important factor in the
railroads’ return to general economic health. )

Safety is always a paramount goal of carriers and the public sector responsible for much of the nation’s
transportation infrastructure and vehicular regulations. Likewise, rules mandating improvements in
vehicle miles per gallon and emission reductions are generally credited with positive energy use and
environmental results. Nevertheless, controversy continues over the cost of the technological
improvements required to advance environmental and safety goals and their economic impacts on the
modes. These controversies constitute a major part of the political dialogue between the railroads {e.g.,
Positive Train Control implementation, competitive trackage access) and the motor carrier industry (e.g.,
driver hours of service, permissible truck sizes and weight) with federa! agencies and Congress. Conflicts
occasionally develop among governmental agencies over whether state and local regulations targeted to
local conditions are constitutionally permissible given Commerce Clause restrictions prohibiting
restraints on interstate trade.

Like all other states, Nevada is challenged to use its regulatory authority prudently and effectively where
matters of safety, security, and the environment are involved. Greater economic freedom tends to
support the growth of free enterprise. Nevertheless, the state must use its public interest powers to
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ensure that M&A subject to regulatory review serve the state’s best interest. Environmental, safety,
security, and economic regulations are important to the general welfare of Nevada’s citizenry. State
policies in these areas are colored with a heavy federal interest and do not stop at state borders, as
evidenced by the impacts of California’s clean air rules on the types of trucking and rail equipment used
nationwide. As a state where the development of both drones and driverless trucks is underway,
Nevada has an opportunity to work with the federal government to provide effective rules for safe
operation. Moreover, key regulations are often best advanced when done in concert with neighboring
states and localities. Projects such as site selection for truck stops and the regulation of heavy and
oversized tractor-trailers are well advanced through interstate compacts and cooperative multistate
initiatives.

Systems Capacity Constraints and Underinvestment

Systems capacity constraints have been well documented on a national and regional basis, indicating
that critical elements of freight infrastructure are getting worse. In its 2013 report card for America’s
infrastructure, the American Society of Civil Engineers (ASCE) graded America’s overall physical assets a
“D+,” with roads and aviation facilities receiving a “D” (ASCE, 2013). USDOT reports also indicate a
worsening pattern of congestion along vital highway links, particularly between the country’s largest
metropolitan areas, with projections based on growths in population and related economic activity that
suggest an even more constrained future. Deficiencies in America’s surface transportation system
currently costs households and businesses nearly $130 billion, including approximately $97 billion in
vehicle operating costs, $32 billion in travel time delays, $1.2 billion in safety costs, and $590 million in
environmental costs {ASCE, 2013). If present trends continue, the annual costs imposed on the

U.S. economy by deteriorating infrastructure will increase by 82 percent to $210 billion by 2020, and by
2040 the costs will have increased by 351 percent to $520 billion (ASCE, 2013). Cumulative costs could
amount to $912 billion by 2020 and 52.9 trillion by 2040 (Ibid).

Steady population and economic growth is taking place both within and beyond U.S. borders. The

U.S. economy is expected to double in size over the next 30 years. By 2045, the nation’s population is
projected to increase to 389 million, compared to 321 million in 2015. Americans will increasingly live in
congested urban and suburban areas, with fewer than 10 percent living in rural areas by 2040

(USDOT, 2015).

A 2010 FRA report estimated that that on average, Americans require the freight system to move

40 tons of freight per person annually; a figure that includes bulk commaodities such as coal for power,
grains for food, and high-value consumer goods {FRA, 2010). These demographic realities mean

2.8 billion more tons of freight in the next 25 years for 70 million more people, and 4 billion more tons
of freight in the next 40 years to sustain an additional 100 million Americans (FRA, 2010). Worldwide
population growth is even more dramatic, as demographers predicted that just nine overseas countries
{India, China, Ethiopia, Nigeria, Pakistan, Congo, Indonesia, Bangladesh, and Brazil) would add over
390 million people between 2012 and 2020 (Vickerman, 2013).

Nevada's population is expected to grow by about 17.9 percent, or 0.8 percent annually, between 2013
and 2033. The growth rate in population of Nevada’s major urban areas is expected to be higher than
other counties. Additionally, the growth in population between 2013 and 2033 in Reno-Sparks-Carson
City combined statistical area is about 25.6 percent, or 1.15 percent annually, without the Tesla plant
and about 31.3 percent, or 1.37 percent, annually with it. Moreover, neighboring states are expected to
grow much faster than Nevada, particularly Arizona and Utah (USDOT, 2015). This will create new
market opportunities for the freight industry in Nevada, such as becoming a manufacturing or value-
added activity center for consumer goods or a Western hub for distribution of all types of goods.
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Part of Nevada’s long-term freight planning challenges will be to meet the demands of a growing, local,
statewide, and regional population. Moreover, Nevada’s economic growth will be increasingly
dependent on its regional freight corridor connections and on reaching overseas markets. Improved
connectivity to national and international multimodal, highway, and rail corridors, and aviation and port
networks as well as increased local output is essential to accelerate Nevada’s long-term economic
growth.

3.54 Environmental Issues and Trends
Climate Change

Between 2013 and 2015, parts of America experienced their two worst
winters in 30 years. Additionally, drought and severe weather in the
West slowed goods movement and hindered the nation’s economic
recovery. Rail operators, intermodal drayage and trucking companies,
airlines, and marine operators all faced service failures and bottlenecks
due to highway washouts and extreme weather conditions.
Climatologists are predicting the return of El Nifio winds and torrential
rains to the West Coast. In addition, predictions for the rise in sea level
along the East Coast are challenging storm preparedness of major cities
such as New York. Thus, climate change or major weather volatility has
entered the consciousness of freight planners and can have significant
impacts on supply chain planning. Nevada’s response requires systems
resiliency and emergency preparedness elements, including plans that
outline transportation alternatives for the supply of critical goods when ) gt .
normal supply chains are disrupted as a result of extreme weather Source: NDOT, 2015,
condition.

New Efficient and Green Truck and Train Technotogy

Growing concern for climate change has affected public policy at the national and especially the state
level, with California instituting some of the most restrictive emissions regulations in the United States.
This has led to the need for cleaner and more efficient means of moving freight. The trucking and
railroad industries have introduced new equipment to make their operations more energy efficient and
environmentally sustainable. Trucking technologies in development aim to increase large truck gas
mileage per gallon from six and less to nearly 10 miles per gallon with cleaner engines {DOE, 2014). The
railroad industry has added energy efficient hybrid locomotives to their yards and fleets to reduce
harmful pollutants.

The West Coast states, strongly led by California, are likely to be among the nations’ first adapters for
the use of low-to-zero-emissions technology to power motor vehicles, yard tractors, and locomotives.
Since the passage of Assembly Bill (AB) 32, the California Global Warming Solutions Act of 2006, the
state has established critical path plans to reduce greenhouse gas (GHG) emissions to 80 percent below
1990 levels by 2050 (Brown et.al., 2014). Moreover, in July 2015, Gov. Edmund G. Brown called on state
leaders to develop a plan to transition to zero-emission technologies in the entire freight industry by July
2016 (Phillips, 2015). To achieve the vision of cutting GHG emissions, state plans call for a 50 percent
reduction in petroleum use in vehicles by 2030, including heavy-duty commercial trucks (CARB, 2016).
As a result, zero-emission EVs, including those used to haul containers from the ports are being tested
by trucking firms at the Ports of Los Angeles and Long Beach with support from the South Coast Air
Quality Management District {Lopez, 2016). Ultimately, these vehicles will serve customers throughout
the Pacific Coast and their neighboring states.
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Figure 3-15. Nevada's Electric Highway
NV Energy is working with GOED and NDOT to implement electric charging stations on US 95 between Reno and Las
Vegas.

A necessary requirement for eventual use of these vehicles for both domestic and import-related
drayage will be the establishment of strategically placed charging stations along major passenger and
freight Highway corridors. This task is being advanced by an I-5 focused “West Coast Green Highway”
partnership that includes the states of Washington, Oregon, and California, among others (West Coast
Green Highway, 2014). Expanding this concept, the Nevada Electric Highway is an effort jointly initiated
by NV Energy and the state of Nevada to electrify Nevada's highways between Las Vegas and Reno along
US 95 {NV Energy, 2016) (Figure 3-15). It was first announced in June 2015, with NV Energy and the
Governor’s Office of Energy soliciting interest from business and government entities to host stations
and support this infrastructure development in communities such as Fallon, Hawthorne, Tonopah,
Beatty, and Indian Springs (NGOE, 2015). This initiative adds five EV charging stations to the 150 already
installed around the state, but they are crucial because of their locations in connecting noerthern and
southern Nevada (Hidalgo, 2015). Not only does this contribute to environmental sustainability, but it
also furthers diversification of the economy in advancing the energy sector (Ibid).

Changes in Energy Supply and Demand: Fuel Cost, Availability, and Consumption

In the first decade of the new millennium, the price of oil and natural gas fluctuated sharply and the high
cost of fuel had a negative effect on the bottom line of all modes. Fuel prices have stabilized over the
last few years and long-term forecasts suggest that comparatively low energy costs will become the
norm. This developing trend is mainly because of large U.S. petroleum and natural gas reserves made
available through the application of fracking. The United States is making a transition from being a large
importer of energy to a major exporter, even as the internal and international demand for coal is falling.

The cost and availability of fuel is very important in the transport sector. Heavy-duty trucks use one-fifth
of the fuel consumed in the United States, and fuel is a major operating cost for both trucks {37 percent)
and railroads (25 percent) (Goodwill, 2013; AAR, 2008; AAR, 2009). Coal has historically been the single
maost profitable bulk commodity for railroads, but it is being supplanted by natural gas in the creation of
electricity for environmental and cost reasons. The fact that coal volumes are likely in permanent
decline is troublesome for the railroads.

Governmental policies aimed at reducing fuel use and mitigating environmentally harmful elements of
fossil fuels by technological and operational refinements will continue. Nevada is a national leader in
terms of the amount of energy it derives from zero-emission solar and wind power. Nevertheless, the
world’s freight transportation requirements are expected to consume 70 percent more energy in 2040
than they did in 2010 {Goodwill, 2013).
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Figure 2-14. Employment Distribution in the Mining Sector, 2013
RCCX This figure shows the locational breakout of Nevada’s 18,051 employees in the mining
LVXX sector (NAICS codes 212 - Mining {except oil and gas), 213 - Support activities for
mining). The vast majority of employees {92%) work outside of the metropolitan areas
{RONV), while 5% work in the Reno-Sparks-Carson City CSA {RCCX) and 3% werk in the
Las Vegas MSA (LVXX) (Source: U.S. Census Bureau, 2013 County Business Potterns).

Disclaimer: Due to disclosure limitation and confidentiality, data from County Business
Patterns is missing values for some NAICS industries and counties in Nevada, particularly
those counties with a limited number of establishments in the identified NAICS
industries. The employment may in fact be higher than reported in the above figure.

Jobs in this sector are typically high paying due to specialized
skill requirements and a challenging work environment. The
industry continues to grow in locations not only where
minerals exist, but also where permitting is feasible.

Production Inputs, Qutputs, and Location Decisions

Market fluctuations such as the price of mined product in the world market, extraction costs including
the access to inputs to production, such as cement, fuel, heavy machinery, and chemicals (sulfuric acid,
ammonium nitrate, cyanide, soda ash, etc.) used in extraction, strongly affect mining production in
Nevada. Although cement and fuel are available within the state, most of the chemicals used in mining
arrive from outside Nevada. Clusters of secondary industries such as logistics, construction, equipment
repair, hospitality, and environmental consulting have developed in the vicinity of the mines.

Mining industry outputs include gold and minerals important to the development of high-tech products.
Some of these elements used for high-tech products include lithium, molybdenum, and vanadium. Other
uses include non-metallic mineral products manufacturing. The recent decision for Tesla to build its
plant in Nevada may have been correlated to its close proximity to lithium mining production.

2.3.4  Analysis of Transportation System Usage for Key Sectors and Suggested
Improvements
National-Level Analysis — All Modes and Implications to Nevada

National input-output accounts (BEA, 2015b) were analyzed to understand the 2012 expenditures on
transportation modes for the movement of input and output commodities for the key sectors (see
Table 2-5). This information is a national average and not based on the particular industry mix for the
key sectors in Nevada. However, this helps identify opportunities for increasing non-highway mode use
for freight movement in Nevada.

Relative expenditure on transportation modes is similar for input and output commodities for all key
sectors, with two exceptions. For the advanced manufacturing and mining sectors, the expenditure on
rail is higher for input commodities than for output commadities. In other words, investments in rail in
Nevada would likely have greater returns on the movement of input commodities than output
commodities for these two sectors.

Among the key sectors, highway expenditure is higher for manufacturing-related key sectors than the
mining sector. Rail expenditure is higher for the mining sector than the food and allied manufacturing
sector, which, in turn, is higher than the advanced manufacturing sector. Air expenditure is higher for
the advanced manufacturing sector than the food and allied manufacturing sector, which, in turn, is
higher than the mining sector. Thus, investment in highways would equally benefit all key sectors, while
investment in the non-highway modes of rail and air would have varying benefits to the key sectors:
investments in rail would benefit the mining sector more, while investments in air would benefit the
advanced manufacturing sector more.
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and other injuries and inconveniences as a result of avoided vehicle crashes. Intelligently coordinating
the movements of driverless vehicles should mitigate or eliminate traffic congestion, air pollution, and
human frustrations linked to everyday driving (Glacy et al., 2015).

There are several reasons specific to commercial trucking that make the eventual introduction of
driverless vehicles a likely outcome. It provides a solution to industry driver shortage concerns. Even as
the technology is phased in, it will make the driver more productive. With semi-autonomaous operations,
drivers can become the equivalent of “captains of their ship,” monitoring operations and
communicating across the supply chain to ensure seamless connectivity as well as perform additional
tasks in route. Importantly, these vehicles would relieve much of the driver fatigue involved in truck
operations and likely allow for the extension of driver hours of service to increase the range and
efficiency of truck services. Truck platooning, where one driver is controlling the operations of two or
more trucks in convoy, would create additional efficiencies {Roberts, 2015).

However, there are major practical limitations to the rapid introduction of such vehicles, inciuding high
additional capital costs and major changes in truck O&M that will slow down their introduction. Perhaps,
the greatest challenges will come from the necessity to establish new federal, state, and local safety
standards, as well as a new commercial law framework to govern the operation of these vehicles in a
mixed driver and driverless environment. As of 2015, only Nevada, California, Florida, Michigan, and the
District of Columbia have enacted legislation authorizing the testing of driverless vehicles. The federal
government remains in a research mode (Glacy et al., 2015).

Nevada is a leader in the industry and became the first state to grant a license for an autonomous
commercial truck to operate on an open public highway {Daimler, 2015). The Nevada Legislature and
Department of Motor Vehicles enacted legislation in 2011 and 2013 regulating the testing and operation
of autonomous vehicles in the state: 2011 Legislature Assembly Bill 511, 2013 Legislature Senate Bill
313, Nevada Revised Statutes Chapter 482A - Autonomous Vehicles, and Nevada Administrative Code
Chapter 482A — Autonomous Vehicles (DMV, 2016).

Taking a leadership role in implementing favorable policies regarding this innovative technology puts
Nevada ahead of the curve and gives the state a competitive edge, while helping to facilitate the
trajectory of these technologies on a national scale. Daimler’s experimentation in Nevada is the
“beginning of a new era of automation” (Dorrier, 2015). Gov. Sandoval has further announced that by
the beginning of February 2016, a center for autonomous vehicles will be created within GOED (Velotta,
20186).

Aviation Drones

Drones or unmanned aerial vehicles (UAVs) have been the subjects
of much discussion over the last several years as either instruments
of war or as a tool for professional and hobbyist video
photography. However, companies like Amazon, Sony, and
Matternet are busy at work with prototype models that would use
drones to facilitate e-commerce delivery (Woods, 2015). Like
autonomous ground surface vehicles, drone manufacturers have
demonstrated that the technology is well on its way to practicable
development. Both real and potential air cargo uses include the
delivery of medicine and other key supplies to rural areas,
providing parts and supplies to oil rigs, and moving inventory
across large warehouse complexes (Ball, 2015}. Matternet, which recently established development
agreements with Swiss Post and Swiss World Cargo, has a bold vision in mind to establish a service
network to serve the 1 billion people that have no access to all-season roads and to provide air
deliveries that would relieve congestion on urban highway networks (Air Cargo World, 2014).
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Nevertheless, there are significant challenges to realizing U.S. drone cargo systems in the near term,
including reliability, safety, and airspace management concerns (lbid).

The FAA, which regulates air safety, is in the early stages of developing rules for the use of both
commercial non-commercial UAVs. The agency is proceeding cautiously in light of rapidly proliferating
incidents where unmanned vehicles fly too close to traditional aircrafts. For example, there were

780 such incidents reported in 2015 through the first week of August, as compared to 238 for all of 2014
(FAA, 2015).

In December 2015, the FAA issued rules asserting the primacy of a federal framework, and governing
matters such as permissible hours of flight, line-of-sight observation, altitude, operator certification,
optional use of visual observers, aircraft registration and marking, and operational limits (FAA, 2015) The
FAA has established a specific set of rules for the use of UAVs for business purposes that include:

e Special airworthiness certificates for research and development;
e An airworthiness certificate in a restricted category and for special purposes; and

e A petition for exemption that allows the performance of commercial operations in low-risk
controlled environments (FAA, 2015).

These user rules, and the development of regulatory coordination with states and localities, can be
expected to slow the development of commercial cargo uses {e.g., Amazon Prime drones). Moreaver,
the commercial motivation for the development of these systems is not as great as it is for autonomous
surface vehicles. Meanwhile, research and development on UAVs concerning their safe integration into
the nation’s airspace is taking place at six research centers, including one within Nevada (FAA, 2013).

High-Tech Ultra-Large Ships

Perhaps the best example of “economies of scale” advances in
freight transportation technology is the widespread construction and
continued addition of post Panamax or Chinamax megaships to the
world’s fleet inventory. The size of ocean-going container ships
accessing world ports has expanded more than three times from
approximately 5,300 TEUs to over 18,600 TEUs in the [ast 10 years
{Mongelluzzo, 2015). When the Panama Canal expansion was
planned, it was designed to handle up to 13,000-TEU megaships (up
from its current 5,000-TEU limits). Ships are now being introduced that are beyond this size and design
limit at over 21,000 TEUs. These huge vessels will operate primarily in the Asia-to-Europe trade as well
as between East Asia and the U.S. West, and to the East Coast via the Suez Canal. There is also a
cascading effect, as the formerly largest vessels begin to replace smaller ships for other trade. When
operating at full or near full capacity, these mega-vessels have dramatically lower per slot operating
costs than their smaller predecessors, in part because they utilize much less fuel per unit. For example,
Maersk’s largest “Triple E” ships need only 0.902 tons of bunker fuel to move a 40-foot container today
while its 2007 fleet used 1.791 tons of fuel {Dupin, 2015b).

These large vessels have major impacts on the depths of channels needed to receive them as well as on
landside terminals and supply networks. Ultra-large vessels require larger cranes that can extend over
22 rows of containers. These new high-volume cargo drops and pickups resulting from even a single ship
visit stress current terminal operations, even at ports with the large-scale facilities, such as the San
Pedro Bay Ports and the Port of New York and New Jersey. This new massive transfer delivery pattern is
out of sync with current more constant but lower volume loading and unloading practices. As a result,
port terminal capacity is challenged. Surges from 4,000 to 5,000 containers discharged over the 2 to

3 days the ships are in port can choke a terminal’s yard, gate operations, and rail transfers, as well as
generate long lines of truckers waiting and idling at the gates. Industry experts state that a high degree
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of terminal automation will be required to provide efficient loading and discharge. The cost of cascading
technology demands to accommodate mega-vessels are estimated in the range of 5200 million to
$500 million and require massive amounts of terminal space (Mongelluzzo, 2015),

Currently, only the large West Coast ports, the Virginia ports, and the Port of New York and New Jersey
have the channel depths needed for megaship access, although several East Coast ports may complete
access projects within the next decade. One major consequence of the increased accessibility of these
ships to the East Coast via the Suez Canal or within the newly expanded Panama Canal limits is that
more trade from Asia, particularly Southeast Asia, will move from the West Coast to East Coast gateways
which are closer to large inland consumer markets in the East and Midwest.

Ultra large vessel use and the consolidation of business among a few large ocean carriers is a worldwide
trend to achieve economies of scale efficiencies in ocean trade. The changes taking place within the port
industry will cascade through the international and domestic supply chains and have an impact on the
maodal services and networks serving Nevada and other inland points. Inland logistics chains, such as
those in Nevada, will need to be readjusted to bring new supply and demand patterns into equilibrium
as cargo arrives and departs ports in larger and less frequent bunches. The major adjustments and
economic costs to the system largely will be felt at the ports and on the first and last miles of access.

New Manufacturing Processes

Several new computer-based manufacturing processes are revolutionizing the manufacturing industry.
Through their machine-based efficiencies, these processes are helping to reduce the costs of production
and distribution, and in doing so, are spurring a return of manufacturing to the United States. An
especially revolutionary representative of such processes is additive manufacturing or three-
dimensional {3D) printing: where a printer reads a digital blueprint and methodically drops building
material according to a set of instructions, creating a final product that is built up tiny layer by tiny layer,
This direct transfer from blueprint to finished products may revolutionize manufacturing and its supply
chain. In effect, it allows individuals, small businesses, and corporate departments to make parts,
appliances, tools, and a wide variety of materials right from the workplace or home (Intrieri, 2014).
Farewell to traditional tooling, assembly lines, or supply chains {Figure 3-17}.

Three-dimensional printing and other computer-based inundations have a way to go before they can
revolutionize major manufacturing techniques, but they are on their way. A recent survey of high-tech
executives conducted by UPS found 4 percent reported their companies actively use the technology and
12 percent are experimenting with 3D printing (Dupin, 2015a). Early adopters of the technology include

LG e Freight System
automotive, medical, Links. al scciors together into the supply chain
and consumer e —_ " — —_—
products {Dupin, —
20.15.3 ). The 3D Ih%:ah Manufacturing
printing development
firm Underwriting [ [
Laboratories estimates
that the overall Primary s's?c“"::’f
growth of S5 billion
additive printing E“:‘:‘L“x“ Urhm"‘:ﬁ:h Pronades the services neaded to move
industry will be agricuftural products, primary seclor and Corauman and provides other
fmber, minerals, 1o treato necessary customer somvicas. such as
between 30 and 40 e o ik o Iy
percent over the next
few years, reaching Figure 3-17. Traditional Supply Chain Overview
$80 billion by 2023 All finished goods follow a similar path from raw material colfection to consumer
(Dupin, 2015a) ownership as ilfustrated by this supply chain diagram (Source: MG&A, 2015 recreated

from Business Case Studies, Lafarge Case Study).

NEVADA STATE FREIGHT PLAN 3-39



SECTION 3: CONTEXT AND COMPETITIVE MARKET ANALYSIS

Additive manufacturing is illustrative of the types of changes that can truly revolutionize the production
and distribution supply chain worldwide. Current networks for subassembly processes, such as those
that support automobile manufacturing, would require much less worker labor and goods transfer.
Additionally, ingredients for manufacture would be transmitted for product completion rather than sub-
parts themselves. Manufacturing by online transmissions of templates as opposed to the transfer of
parts through the freight system could reduce motor carrier and rail trips as well as the related
congestion and wear and tear on highway and rail infrastructure. In doing so, template transmission
could reduce much of the need
for new systems capacity. The
changes above may constitute

Table 3-1, The Long-Term Impact of 3D Printing on Supply Chains

ior fut d t f The Current State or Traditional What 3D Printing and the Supply Chain Will
I AR L) Van_ Gl Supply Chain Before Mass 3D Look Like Once Mass Adopted and Applied
Nevada as a production hub, Printing Adoption
because manufacturing in Products are mass produced {e.g., | Customized production
Nevada will often enjoy lower in China)
land, facility construction, and Manufactured goods are “pushed | “Pulled” by end customer demand;
operations costs than in out” and distributed through Locally printed and distributed
California and elsewhere. As a warehouse network to customers
potentially rich source of rare Long lead time Short lead time
minerals that often constitute High transport costs Low transport costs
kev ingredients for 3D printing Large carbon footprint Low carbon footprint
material, Nevada could enjoy This table describes the projected impact on supply chains as a result of 3D printing
an advantage in becoming a (Source: Directly reproduced from Robinson, A, 2014. INFOGRAPHIC: 3D FPrinting
major additive manufacturing and the Supply Chain to Drasticolly Alter Manufacturing. Cerasis}.

materials provider (Table 3-1).

A revolution is occurring in how goods are assembled, tracked, and delivered to consumers. Retailers
can now flexibly tailor their warehousing and distribution systems to speed their products to customers
through saphisticated new goods inventory and tracking technologies as well as smartphone apps that
simplify purchase and delivery. Entire production and delivery networks are being reconfigured to
shorten delivery time.

“Prior to the rise of the Internet, consumers had no option for obtaining products beyond retail
stores and catalogs. Supply chain entities were focused on providing the right product at the
right place and time. Today, supply chain entities need to have any product available at any
place at any time. This may seem impaossible, yet more supply chain entities have learned to
leverage consumer demand against supply chain efficiency” {Robinson, 2015).

in doing so, they are changing the language of supply chain management to “clicks-and-bricks” retailing
and the use of omni-channel distribution platforms that can serve warehouses, stores, and e-commerce
customers directly.

Prototypes and Other Concepts

New concepts that may have major impacts on the movement of both passengers and freight are under
development in the state of Nevada. They extend beyond autonomous truck and drone testing to
include Elon Musk’s proposed Hyperloop system that would offer travel speeds that challenge current
aviation and ground transportation technologies, as well as a proposed congestion-busting multimodal
Land Ferry system being developed with strong NDOT interest at UNLV.

The Hyperloop involves an enclosed surface vacuum to right-of-way (ROW} that would enable the pods
inside it to move at ground speeds up to 745 miles an hour in a way that would minimize energy use and
drastically reduce travel time between city pairs within its system. The project developer, Hyperloop
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Advent of Urban Mega-Regions

The Regional Plan Association {RPA} and Brookings Institute note that U.S. demographic growth and
shifts are resulting in mega-regional economic relationships where urbanized areas increasingly
converge into larger networks. These metro-centric networks result in inter-urban trade flows as the
foundation of the domestic economy and international trade. It is forecast that by 2050, 75 percent of
the nation’s inhabitants will live in 10 mega-regions (or megapolitan clusters) and 80 percent of the
nation’s population growth will occur there (FRA, 2010). Many goods consumed by these densely
populated areas will be supplied by surrounding rural regions and ports. Traffic congestion, lost
productivity, and their effects will diminish quality of life in and around the mega-regions.

Two mega-regions are especially germane to Nevada’s freight plan: Northern California and Southern
California. (Figure 3-12) The Sierra Pacific mega-region's principal cities include Oakland, Reno,
Sacramento, San Jose, and San Francisco (RPA, 2005). The megapolitan areas in the greater
southwestern United States—Southern California, Las Vegas, and the Sun Corridor—have expanded and
are interlinked, forming the Southwest Triangle. The Sierra Pacific mega-region accounted for 5 percent
of the U.S. 2005 Gross Domestic Product, and the Southern California and Las Vegas mega-regions
accounted for 7 percent (America 2050, 2015).

U.S. MEGAPOLITAN CLUSTERS NORTHEAST
MEGALOPOLIS
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Figure 3-12. U.5. Megapolitan Clusters
Image Scurce: Metropolitan Research Center, University of Utah, Brookings Mountain West, 2010.

Economic iImplications for Nevada

The macro scale economic trends noted above are setting the framework for Nevada’s participation in
commerce on a global, national, regional, and local scale. This structure is geared toward increasing
trade among nations and regions and requires strong multimodal links at key urban hubs for full state
participation. The breadth and quality of Nevada’s multimodal and intermodal freight network is and
will continue to be a major determinant in the state’s ability to trade and receive goods.
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Figure 3-19. Land Ferry Station
This graphic illustration depicts what a station would look like if the Land Ferry was in operation. Trucks, containers,
automobiles, and passengers could be transported (Source: NDOT, 2015).

Nevada has made it a matter of state policy to favor development and testing leading-edge technology,
such autonomous motor vehicles, commercial drones, and the Hyperloop. This cooperation between the
public and private sector places the state in a position to become an early beneficiary of these systems.
For example, drone deliveries could be especially useful in both emergency and mundane freight needs
of rural areas. It may be possible to create even greater synergy between these efforts through a
Governor's Cabinet Coordinating Group advancing a concerted effort to link supportive initiatives:
transportation, economic development, and education. University research and development of new
transportation alternatives such as the Land Ferry may lead to applied results that will attract a skilled
technical workforce to Nevada; one that is attuned to its future transportation needs and also provides
new in-state resources to support public and private sector project development,

New Terminal Management Technologies

Port and rail terminal operators are in the process of introducing sophisticated new data-driven terminal
management systems (e.g., NAVIS) to better coordinate and manage ship clearance, yard, and gate
operations. Following European and Asian examples, these systems are seen as a prelude to greater
seaport automation and are an ongoing source of labor management contention, as recently evidenced
at the West Coast ports. The implementation of automated systems has not been smooth at ports such
as San Pedro Bay, New York and New Jersey, and elsewhere, but it is critical to the long-term
management of the handling and transfer of goods from post-Panamax megaships at U.S. ports.

Trucking’s Essential Role

The motor carrier industry is the most essential mode in U.S. freight transportation (Figure 3-20). In
2014, the trucking industry hauled 9.96 billion tons of freight, or 68.8 percent of total U.S. freight
tonnage, garnering $700.4 billion in revenue, which represents 80.3 percent of the nation’s freight bill
(ATA, 2015). The flexible nature of trucking services makes it ideal for both long and short hauls, as well
as a key intermodal partner with seaports and rails for moving freight from their terminals to the final
consignee. Motor carrier profitability is closely tied to the success of the economy and is viewed by
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economists as a leading indicator of economic conditions. There is a certain fragility to the industry as a
large number of small operators heavily populate the industry; 97.3 percent of the nearly 500,000 for-
hire carriers and over 700,000 private carriers in the United States have fewer than 20 trucks and 90.6
percent are operating six trucks or less (ATA, 2015).

From an industry-wide perspective, trucking is not without its problems. The industry faces a chronic
and growing driver shortage problem as it seeks to maintain a labor force that currently includes 3.4
million truck drivers and 7.1 million total industry employees; one out of every 16 people working in the
United States (ATA, 2015). Moreover, the average age of truck drivers is currently 49, compared to an
average age of 42 for the labor force as a whole (Marris, 2015). An essential driver availability guestion
is whether the driver shortage is driven by demographics or a market shortage created by comparatively
low pay in unsatisfactory working conditions (Cassidy, 2015). Factors contributing to the capacity
shortage are many. They include regulatory changes such as: the Federal Motor Carrier Safety
Administration’s (FMCSA) Compliance, Safety, Accountability Program (CSA), which strengthens the
reporting standards and tools available for safety rule enforcement; hours of service {HOS) rule changes
which reduce driver service times to include greater overnight rest; a mandate for electronic driver log
devices; and new health requirements for drivers, drug and alcohol testing databases and new driver
training and minimum insurance requirements {Larkin & Beach, 2015).

There are policy and technological factors that may mitigate the capacity crunch: immigration reform;
allowing longer combination vehicles; expanding U.S. operations for Mexican trucks; and driverless truck
innovations. Efficient packaging can allow as much as 30 percent more freight units per trailer, while
network optimization technologies and increasing allowable gross vehicle weights are also available to
bolster service capacity {Beach, 2015).
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Figure 3-20, Western U.S. Highway Freight Flows, 2010

This map deprcts the volume of freight flows on interstate and non-interstate highways. The highway freight flows in
Cdiifornia are much larger thon those ocross the rest of the western United States, while flows along 1-40 and 1-10, as
well as I-15 from Salt Lake City, are also significant. Flows in Nevada are relatively much smaller in tonnage along
-80 and 1-15 (Source: MG&A, 2015 based on USDOT, FHWA data).
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The driver shortage and related capacity pressures are not entirely negative for the industry. Many
shippers are working more closely with the truckers to ensure more efficient pick-up and deliveries
within their facilities. As supply of trucking exceeds shipper demand, truckers are able to consistently
command higher rates for their services; However, to do so requires truckers to deal with labor
shortages and pressures from increased environmental and safety regulations, and generally rising
costs. These factors will drive many small carriers out of business and encourage large carriers to
consolidate and merge.

The two major drivers of trucking costs are the price of fuel and labor. Currently, trucking is enjoying the
recent reduction in fuel costs. These costs, which are historically volatile, are expected to remain on the
low side for some time. Truckers enjoy generally good operating conditions on Nevada’s major
highways; bottlenecks are limited to a few urban locations. However, trucking services to key markets in
major California metropolitan areas are constrained by heavy congestion.

At the moment, the effectiveness of trucking as an essential contributor to Nevada’s economic growth is
less a matter of the current level of service Nevada’s highways and more an issue of the quality and
abundance of motor carrier services available to Nevada businesses and their partners in other markets.
Issues involving driver shortage and the imbalance in the flows of goods moving in and out of the state,
and the ability to address congestion issues on a regional basis, take on a high degree of importance
alongside the state’s ability to maintain and improve its highway infrastructure.

Railroad Policy & Service Level Challenges

There is an inextricable link between the railroad sector and the broader economy (Figure 3-21).
Railroads account for approximately 40 percent of U.S. ton-mile freight volume, more than any other
mode of transportation, and they earn approximately 20 percent of freight revenues (AAR, 2015).
Railroads excel at handling bulk and other heavy commadities, including coal, chemicals, agricultural and
food products, paper and lumber, petroleum, metallic ores, and non-metallic minerals, among others.
They also play an important role moving general consumer goods in intermodal containers in
partnership with seaports, domestic distribution transfer centers, and trucking firms.

Railroads have a competitive and cooperative relationship with trucking in major intermodal traffic
lanes. Rail has the upper hand in longer-distance moves, at about 1,000 miles or longer. With few
exceptions, railroads are not competitive with trucking at distances under 500 miles, the point over
which trucking requires a stop and more than one driver to deliver goods (AAR, 2015). Given the large
mix of raw materials in the railroads’ commodity portfolio, railroad revenues are subject to volatility
based on factors beyond their control, including weather and global price and currency fluctuations.

Three of the most distinguishing features of North American railroading are:
1. Itis a private sector endeavor and thus is responsible for funding its infrastructure and operations.

2. It is dominated by a small number of large North American railroads i.e., BNSF Railway, CSX
Transportation, Kansas City Southern Railway, Norfolk Southern, and UPRR.

3. Itis subject to greatly diminished, but substantial economic regulation, as well as numerous safety
and envirgnmental rules.

These factors give shape to the critical issues facing the railroads. Class | carriers generate nearly a half
billion dollars in annual operating revenue, yet their need for constant cash flow is considerable given
the large sums that need to be set aside for capital investment.

In light of their constant need to make large infrastructure investments, the railroads are concerned
over policies that limit their ability to control pricing and set operational improvement priorities.
Likewise, rail shippers are concerned about the availability and quality of their services in an industry
historically prone to monopolistic practices.
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Figure 3-21. Western U.S. Railroad Freight Flows, 2010

This map depicts the volume of freight flows on railroads in the western United States. It is significant that much of

the raifroad freight flow from Southern California travels along I-40 just south of Nevada (Source: MG&A, 2015 based
on Surface Transportation Boord data).
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Among the industry's ongoing policy concerns is the mandated implementation Positive Train Control
{PTC)}, a technology that will automatically stop or slow a train before certain accidents occur (AAR,
2015). The federal mandate for railroads to install this train crash-prevention safety system on rail lines
that include passenger and toxic inhalation hazardous materials has been a focus of the industry since
Congress passed the PTC requirement in 2008 (AAR, 2015). ;
Railroads were faced with a deadline to complete PTC
implementation by December 31, 2015, a deadline that,
despite diligent efforts, the railroads were not ready to
meet nationwide (AAR, 2015). The FRA acknowledged this
and so Congress granted a 3-year extension to 2018.

At present, Nevada’s railroad service is a secondary matter
to both the state and the railroads that serve it, BNSF
Railway has limited trackage rights within the state
providing service to a small base of iong-standing
customers. UPRR is the state’s primary carrier, but its
focus is primarily in providing through service. However, BNSF Train in Nevada
for Nevada railroad customers who generate and receive Source: NDOT, 2015.
energy bulk commodities, including mining and agricultural

products, the scope and quality of railroad service are of primary importance.

Railroading may be a sleeping giant with respect to Nevada's long-term multimodal-based business
development plans. The prospective development of intermodal shuttle services is an important means
to increase access for Nevada’s shippers to gateway ports in California and elsewhere. Nevada-based
intermodal services may prove to be an efficient means to serve future distribution and manufacturing
firms. If sufficient volumes warrant, the railroads could be excellent partners in public-private sector
development projects.

The amount of railroad trackage in Nevada is among the lowest among all the states. Future railroad
volume expansion either along current east-west routes, or involving the potential creation of north-
south services will require the acquisition of ROW. Historical records indicate the mid-20th century
presence of railroad ROWSs that have since been abandoned, but may be a good path for future use. An
inventory of such properties would be useful to future freight planning.

Air Cargo
There are several technology trends in the air cargo industry, including but not limited to:

¢ New wide-body aircraft types (B787, A350) that can serve “thinner” long-haul international
passenger routes but have substantial belly cargo capacity. These planes can serve medium-sized
markets rather than just the very large hubs and allow them to ship directly rather than through the
large hub.

* Global positioning system {GPS), radio frequency identification (RFID) technology ensuring higher
visibility/transparency of shipments: location/time tracking, temperature control, vibration
recordings etc. This trend also increases reliability and is a value-add.

s High-tech air freight containers with built-in temperature controls etc. which expands the market for
air freight.

®  New Security/Screening technologies, as mentioned in the above section,
s Electronic air waybills: paperless initiative to increase air cargo processing efficiency.

® Future trend: drone delivery systems and other automated cargo handling technologies could vastly
expand the air cargo market.
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The globalization of trade has led to more goods flowing between
world regions and over long distances. Air carries 0.5 percent of
global trade in terms of weight, hut 35 percent in terms of value,
as determined by the types of commodities suited for air cargo
and time/cost factors (Air Transport Action Group}. Modal shifts in
intercontinental air cargo are increasingly impacted by
competition from ocean container shipping while domestic and
regional air cargo is impacted by a modal shift to trucking. Both
ocean container shipping and trucking are lower-cost alternatives
and albeit slower, their production schedules can be controlled to ensure reliability on certain set
delivery dates. The high cost of jet fuel has also made these modes more attractive than air.
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Figure 3-22. Airports by Total Landed Weight of All-Cargo Aircrafts, 2013
This figure depicts the relative size of cargo functions at U.S. girports, ranking the airports by total landed weight of
all-cargo aircrafts. The size of the dot is relative to the number of pounds (Source: MG&A, 2015 based on FAA data).

Near shoring, or a shift in the location of production and manufacturing, also leads to a modal shift and
facilitates reliable delivery often at a lower cost. For example, mode choices are different if production
occurs in Asia than if it occurs in Mexico. Belly capacity from wide-body, long-haul passenger aircraft is
offsetting the demand for all-cargo freighter capacity. These aircraft have been configured to maximize
belly space, allowing medium-sized markets to ship directly rather than through very large hubs, and
more people travelling by air has led to an induced increase in capacity for airlines to carry freight. Thus,
there is a trend toward medium-sized hubs putting larger emphasis on more efficient cargo operations
to capture the increased opportunities in air freight.

Since 9/11, security and screening requirements have increased significantly. Thus, to be part of the air
cargo industry, airports need to have the new technology, equipment, and certified personnel required
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for tight security and screening, which involves an expensive fixed-cost investment. In an effort to
control investments in these security-related resources, freight forwarders are motivated to consolidate
and ship freight at large-hub airports, thereby limiting air cargo activity at the medium-sized hubs.

The U.S. air cargo industry is mature and growing slowly, at approximately 3.0 percent per year (Boeing).
FedEx and UPS dominate the U.S. domestic market, with market shares of 47 and 27 percent,
respectively (Figure 3-22). The mature and slow growth market is attributed to consolidation over the
past 15 years as well as more sophisticated and dependable trucking services. Growth in international
air cargo to/from the United States exceeds U.S. domestic air cargo growth, at 5.1 percent vear-over
year (YOY) and 3.1 percent YOY, respectively, with Asia being the primary market driving volume and
growth rates (U.S. Census Bureau, Foreign Trade Statistics, and A4A).

Moreover, as aircraft technology advances and more wide-body aircraft fly direct to more U.S. airports,
the trend may see more cargo diversifying to nen-traditional U.S. gateways as large hub functions
become less important. Additionally, routing structures have changed, with more international flights
from non-traditional hubs. For example, the British Airways 8787 flight added from Austin, Texas, to
tondon’s Heathrow Airport provides nonstop inter-continental service to a mid-sized U.S. passenger
market. This flight is only viable due to having the right-sized aircraft and its ability to carry large
amounts of air cargo. High traffic congestion in and around global gateway airports is affecting reliability
and driving producers to seek alternate departure points, This may become important for Las Vegas and
Reno located in close proximity to the highly congested San Francisco and Los Angeles.

Airports on the West Coast are particularly strong with air cargo related to trade between the United
States and Asia, as well as serving the western United States, where distances between major markets
are greater than in the eastern United States. The infrastructure and scale of operations at Los Angeles
International Airport {LAX) encourages the utilization of LAX for import/export shipments facilitated by
extensive trucking networks. With respect to Nevada, FedEx and UPS together account for 74 percent of
the total air cargo in the state (USDOT,; U.S. Census Bureau Foreign Trade Statistics). Nevada’'s
international air exports are largely handled by LAX, at 28 percent of the state total (USDOT; U.S. Census
Bureau, Foreign Trade Statistics). According to 2013 statistics, McCarran International Airport {LAS)
ranked 38th in North American air-cargo tonnage, likely a result of the fact that it is a service-oriented
economy that does not drive the density of air cargo as manufacturing economies do (ACI-NA}. Outside
of integrated carriers, Reno-Tahoe International Airport (RNO} is dominated by narrow-body air services
that have limited carrying capabilities and ranks 60th among North American airports (ACI-NA, 2013).

Nevada’s major airports at Las Vegas and Reno have the capacity to increase their intermodal air freight
business. This will depend on increasing connections to major foreign markets and higher volumes of
Nevada generated products. However, Nevada’s economy does not produce a lot of commadities that
use air cargo. The state is more of an import economy and is within trucking distance of the LAX and San
Francisco International Airport {SFO} facilities. Low-back haul truck rates could support increased air
exports for Nevada air cargo commodities through these facilities. The attitude of the airports toward air
freight is also important, and both Las Vegas and Reno airports place a high priority in attracting
increased passenger service from international markets. A joint marketing effort to attract belly freight
to these routes may accelerate the attractiveness of expanding international service at these airports.

Seaports

These are uncertain times for marine supply chain stakeholders; the economic conditions that
determine national economic growth levels of international commerce are highly volatile. Major
technological changes are taking place within the industry and centers of production and consumption
are shifting among nations. Nevertheless, the volumes of goods produced and traded between the
United States and the rest of the world is certain to grow. At this time, it is not clear which markets will
lead growth and/or whether there will be major shifts in cargo volumes among the major U.S. gateway
ports (Figure 3-23).
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Figure 3-23. North American Ports by Container Traffic, 2013 (TEU}

This figure ranks and depicts the relative size af Narth American ports by their 2013 container traffic in TEUs (Source:
MG&A, 2015 based on AAPA data).

Two recent studies raise questions as to whether the West Coast ports will continue their dominance as
the leading gateway for Asian import cargo. An American Shipper survey conducted in early 2015 (when
acrimonious labor negotiations were taking place and not yet concluded} revealed that there is serious
concern that congestion wrought by labor and operational difficulties that began in 2014 will be an
ongoing problem (Johnson and Kasper, 2015). Both large and medium/small shipper respondents
indicate active plans to migrate on average 20 percent of their volume from west to east (Johnson and
Kasper, 2015).

Another report concluded that up to 10 percent of the container traffic to the United States from East
Asia could shift from the West Coast ports to the East Coast ports by 2020 (BCG and Robinson, 2015).
This shift is anticipated as a result of the expanded Panama Canal and current growth trends favoring
East Coast ports. In 2014, about 35 percent of container traffic from East Asia to the United States
arrived at East Coast ports, but based on import shifts, that share would rise to about 40 percent by
2020 without the canals expansion {BCG and Robinson, 2015). With expansion, the East Coast share
could rise to 50 percent and a 10 percent net increase in market share (BCG and Robinson, 2015). As the
size of ships able to get through the Panama Canal increases by two or three times, the East Coast will
gain cost advantages that bring cargo closer to their large local and hinterland markets (Ibid).

The West Coast ports will retain their transit time advantage in delivering northern Asia and Chinese
exports to the battleground Midwest/Mississippi Valley markets, which produce 15 percent of the
nation’s GDP {Ibid). The long-standing trade-off between time and cost may tilt in favor of East Coast
destinations if operating conditions and reliability prove superior to West Coast services. Nevertheless,
the potential losses to the market share of the West Coast ports are likely marginal as they have the
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infrastructure in place to handle ultra large ships and the Western railroads have the capability to align
their intermodal rates to retain market share. The export of goods required by a growing East Asian
middle class may sustain West Coast port growth. An ongoing challenge to all U.S. ports may come from
improved port systems in Canadian and Mexican ports improving their intermodal connections into the
U.S. Southwest and Midwest.

Any long-term plan for economic growth must consider Nevada’s access to overseas and
intercontinental markets as a priority, simply because the majority of future customers and trading
partners will reside there. Therefore, issues of access to major gateway ports in California raise
important matters in long-term freight planning. Related sub-issues will involve improving intermodal
rail access to the ports and the potential creation of an I-11 corridor for Western states and NAFTA trade
as well as a means to create freight hubs at Reno and Las Vegas, which are now merely stopping points.
Potential shifts in freight flows may increase the level of commercial activity between Nevada and
eastward regions, particularly the growing Southeast. Therefore, Nevada's freight and industrial
development planning must be sensitive to potential shifts and the changes they may bring to Nevada's
logistics role in the broader network {e.g., as a backdoor supplier to California).

Intermodal Systems

The rapid emergence of intermodal freight transportation
systems has been one of the most significant developments in
logistics over the past half-century (Figure 3-24).
Intermodalism involves an exchange of freight between two
or more transportation modes including air, road, sea, rail,
and pipelines. The modes use a common unit of transport,
such as a container or a truck trailer, which means that the
cargo does not need to be handled, rather only the unit of
transfer is involved. Intermodal freight logistics include first-
mile collection and last-mile delivery at transfer terminals and
connecting line haul movements in between. Intermodalism enhances the economic performance of
supply chains by using each mode in the most productive manner. For example, the use of rail, air, and
water modes provide operational economies over long and intermediate distances, while trucking offers
efficient and flexible pickups and deliveries. The pricing and movement of goods occur under a single bill
of lading, and goods must be tracked through each modal segment and transfer,

Container-based intermodal systems provided the foundation for the rapid growth of overseas trade.
International movement of containers began in the early 1960s, and the ocean and rail freight terminals
essential to efficient transfer developed in the 1970s and 1980s. Refinements such as the
standardization of containers into 20-, 40-, and 53-foot boxes, and the use of the TEUs for effective
volume comparison soon followed. The U.S. domestic intermodal rail systems did not blossom until the
1980s with the advent of double-stacked rail technology. Technological advances also include
economies of scale based development of efficient large ships, well railcar technology that allows
containers to be double stacked in single railcar wells, electronic data information systems (EDI) to
advance billing and tracking, and computer-based terminal management systems.
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Figure 3-24. The North American Intermodal Rail System

The map below highlights the conductivity between the North American intermodal rail system and major seaports
and border crossings. It also depicts the ownership of rail lines across the continent, with the Canadian National
Railroad purchasing lines in the United States to Chicago ond New Orleans, giving it port access to the Caribbean,
and Kansas City Southern purchasing lines in Mexico to Mexico City and to Pacific and Caribbean ports. The U.S.
intermodal pattern below emphasizes the large gap between the northern and southern Nevada logistics hubs
(Source: MG&A, 2015, based on FRA, NAIS, BTS, ESRI data).

Without the development of the container-based intermodal systems, railroads would be bereft of one
of its high-volume profitable lines of service. According to Intermodal Association of North America
Statistics (IANA), U.S. intermodal rail use has grown steadily and totaled 14 million loadings in 2014
(Hatch, 2014} (Figure 3-25). Moreover, industry experts estimate that over the next few years, annual
intermodal growth will be in the 5-7 percent range based on positive GDP growth in international
business and two to three times GDP growth in domestic intermodal transportation (Hatch, 2014).

The U.S. intermodal market has two components that allow for this steady growth. One is the transfer of
intermodal containers from East Coast and West Coast ports to national distribution hubs at the center
of the country. The other is domestic intermodal service, which uses lighter domestic containers to meet
shipper needs {LaGore, 2013). The two lines of business intersect with transloading, which involves the
transfer of largely imported goods into domestic containers for more efficient shipping. Transloading
constitutes approximately one-third of cargo moving east from the Southern California ports.
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Figure 3-25. North American Rail Intermodal Freight Flows, 2011 (Tons)

This figure depicts 2011 trailer-on-flatcar and container-on-flatcar roil intermodal movements across North America
by tons. It is evident that the largest flows come from the Southern Cafifornia region to Chicago and the Northeast as
well as a smaller but still significant flow to Dallas along I-10. Flows from Nevada and the Northwest merge in Salt
Lake for distribution or to head east to Chucago (Source: MG&A, 2015 based on FRA Special Tabulation, 2013 data).

The next frontier for rail intermodal development is to penetrate the less-than-500-mile market. Both
the federal government and the states are taking a more active interest in promoting intermodal
transportation because the system helps take trucks off crowded highways and provides environmental
and safety benefits, relieving overall systems congestion and cleaning the air. The ability to consolidate
local truck pickups and deliveries at terminal for transfer to rail is an essential tool for transforming
Nevada’s hubs into attractive distribution and manufacturing hubs. Rail/truck intermodal systems
require high volumes of freight at collection and distribution points along major traffic lanes, particularly
when the distances are less than 500 miles.

There are major congestion, safety, and environmental issues in California together with continued
economic growth that favor concerted efforts to develop intermodal service for Reno and Las Vegas
shippers. However, there is a chicken-or-egg problem to overcome. On one hand, these Nevada hubs
need to generate much higher volumes of cutbound freight to attract railroad investment services and
intermodal terminal operations. At the same time, the availability of intermodal services is needed to
attract manufacturing and distribution center investments. Growing Nevada's intermodal freight
activities may be developed in two different ways. The first is to grow incrementally with regional freight
consolidation services organizing bundles of freight for railroad “hook-and-haul” services in major
intermodal traffic lanes. Once initiated, these facilities can grow to support expanded point-to-point
services. The second way is to change the configuration of the freight system to transform Reno and Las
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Vegas into crossroads, thereby accessing a much larger market area and increasing the importance of
these hubs in the distribution pattern of the western United States.

3-54 NEVADA STATE FREIGHT PLAN



Section 4: References



SECTION 4: REFERENCES

Ackerman, E. 2014. Unmanned Cargo Ships Face Industry Resists, Are a Good |dea Anyway. IEEE
Spectrum. Feb 27, Available at: http://spectrum.ieee.org/automaton/robotics/industrial-
robots/unmanned-cargo-ships-face-industry-resistance-are-a-good-idea-anyway

Air Cargo World. 2014, WCS looks to future with drones, world market. March 13, Available at:
http://aircargoworld.com/wes-iooks-to-the-future-with-drones-world-market-9634/

American Society of Civil Engineers (ASCE). 2013. America’s Infrastructure G_.P.A. Available at:
http://infrastructurereportcard.org/a/#p/erade-sheet/gpa

American Society of Civil Engineers (ASCE). 2016. “FAST Act Summary Part One: The Funding”, American
Society of Civil Engineers: 2016. Online at: http://www.infrastructurereportcard.org/asce-
news/fast-act-summary-part-one-the-funding/. Accessed 2 Feb 2016.

American Trucking Association, 2015. Professional Truck Drivers and The Trucking Industry. August.
Available at:
http://www.trucking.org/ata%20docs/what%20we%20do/image%20and%20outreach%20progr
ams/misc%20documents/pro%20Truck%200rivers final.pdf

Applied Economics. 2014, Economic Impact of Tesla on Washoe and Storey Counties. Available at:
http://www.diversifynevada.com/documents/Full_Tesla_Summary_Report_Analysis_Letters.pdf

Arizona State Demographer's Office, Low and High Series, All Areas, 2012-2050 Population Projections,
Retrieved in September, 2015 from: https://population.az.gov/population-projections

Association of American Railroads. 2015. Various data available at: https://www.aar.org

Ball, L. 2015. Could this be Amazon’s drone of the future? Air Cargo World, December 4. Available at:
http://aircargoworld.com/could-this-be-amazons-drone-of-the-future/

Bauman, J.R. 2013. Finding our Niche: Distribution Centers in Nevada. Nevada Business Journal. July 1,
2013. Available at: http://www.nevadabusiness.com/2013/07/finding-our-niche-distribution-

centers-in-nevada/

Beach, J. 2015. Looming Capacity Crunch Could Lead to Trucking Golden Age. HDT: Heavy Duty Trucking.
September. Available at:
http://www.truckinginfo.com/channel/drivers/news/story/2015/09/the-mother-of-all-capacity-

crunches-could-lead-to-a-new-golden-age-for-trucking.aspx

Bingham, P. 2014. International Economic Outiook. CDM Smith. AAPA Shifting International Trade
Routes Conference. January Available at: http://www.aapa-
ports.org/files/SeminarPresentations/2014Seminars/14SHIFTING/Bingham Paul.pdf

Boile, M., Theofanis, S. and Strauss-Wieder, A. 2008. Feasibility of Freight Villages in the NYMTC Region.
Task 3: Description of how a Typical Freight Village Works. Center for Advanced Infrastructure
and Transportation Freight and Maritime Program Rutgers. The State University of New Jersey.

Available
at:http://www.nymtc.org/project/freight planning/frivillage/frivillage files/task 3 report apri
| 20092

Boston Consulting Group and C.H. Robinson. 2015. U.S. East-Coast Ports Could Gain 10 Percent
Additional Share of Container Traffic from East Asia Following the Panama Canal Expansion.
BCG. June. Available at: http://www.becg.com/news/press/18june2015-how-the-panama-canal-
is-redrawing-logistics-map.aspx

Brookings Institution. 2011. Unify, Regionalize, Diversify: An Economic Development Agenda for Nevada.

Available at: http://nvsos.gov/Modules/ShowDocument.aspx?documentid=2141

NEVADA STATE FREIGHT PLAN 4-1



SECTION 4: REFERENCES

Brookings. 2013. “Cut to Invest: Revive Build America Bonds (BABs) to Supponrt State and Local
Investments”, The Brookings Institution, Washington, D.C.: 28 Aug 2013.

Brookings. 2013. Metro Freight Series: Global goods trade and metropolitan economies. Available at:
http://www.brookings.edu/research/reports2/2015/06/metro-freight

Breen, E. 2015. Fallon’s Dairy Industry Grows. KTVN. March 30, 2015. Available at:
http://www.ktvn.com/story/28653667/fallon-dairy-industry-soars

Brown, E., Rodriquez, M., Nichols, M., and R. Corey. 2014. First Update to the Climate Change Scoping
Plan: Building on the Framework Pursuant to AB 32 —The California Global Warming Solutions
Act of 2006, California Environmental Protection Agency: Air Resources Board. May. Available at:
http://www.arb.ca.gov/cc/scopingplan/2013 update/first update climate change scoping pla

n.pdf

Bryum, J. 2008. Columbus Regional Airport Authority: Presentation to ACI-NA Economic and Finance
Conference, Denver, CO. April 29, 2008.

Bureau of Labor Statistics. 2014. Occupational Empioyment and Wage Estimates. May.

Available at: http://www .bls.gov/oes/current/oes nv.htm

U.S. Bureau of Economic Analysis (BEA). 2013. Total Full-Time and Part-Time Employment by NAICS
Industry.

U.S. Bureau of Economic Analysis (BEA). 2013. Average Personal Earnings by NAICS industry.

U.S. Bureau of Economic Analysis (BEA). 2015. Regional Data: Metropolitan Statistical Area GDP by
industry, Available at:
http://www.bea.gov/itable/iTable.cfm?ReqlD=70&step=1#reqid=70&step=5&isuri=18&7003=200
&7004=naics&7001=220087002=2&7090=70>

Business Facilities, 2015. Cover Story: 2014 Economic Development Deal of the Yeor Awards. Available at:
http://businessfacilities.com/2015/02/2014-economic-development-deal-of-the-year-awards/

California Department of Finance, Demographic Research Unit, Total Population Projections for
California and Counties: July 1, 2015 to 2060 in S-year Increments, Retrieved in September, 2015
from: http://www.dof.ca.gov/research/demographic/projections/

California Environmental Protection Agency Air Resources Board (CARB). 2016. The Governor’s Climate
Change Pillars: 2030 Greenhouse Gas Reduction Goals. Updated September 1. Available at:
http://www.arb.ca.gov/ec/pillars/pillars.htm

California State Transportation Agency (CalSTA). 2014. California Freight Mobility Plan. Available at:
http://dot.ca.gov/hg/tpp/offices/ogm/cfmp.htmi

CBRE. 2015. Historical Industrial Market Information: Western Markets.

CAMPQ, et al. (2015). “2035 Nevada | Unified Transportation Investment Plan Preview”, The Carson
Area Metropolitan Planning Organization (CAMPQ), the Regional Transportation Commission of
Southern Nevada (RTC-SNV), the Regional Transportation Commission of Washoe County
{RTCWC}, the Tahoe Metropolitan Planning Organization (TMPO) and Tahoe Transportation
District (TTD}, and the Nevada Department of Transportation (NDOT): 2015.

Cassidy, W.B. 2015. US truck driver shortage getting worse, turnover figures show. Journal of Commerce.
April. Available at: http://www.joc.com/trucking-logistics/labor/us-truck-driver-shortage-

getting-worse-turnover-figures-show 20150401.html

q-2 NEVADA STATE FREIGHT PLAN



SECTION 4: REFEREMNCES

CBRE. 2015. 2015 North America Ports and Logistics Annual Report. Available at:
:/fwww.cbre.us/research/2015-US-Reports/Pages/2015-North-America-Ports-Logistics-

Annual-Report.aspx
Cohn, S. 2015. Workers are New Weapon in Battle for Business. NBC News, Business, Economy. May 9,

2015. Available at: http://www.nbcnews.com/business/economy/workers-are-new-weapon-
battle-business-n365391

Daimler. 2015. Freightliner inspiration Truck Receives Autonomous Vehicle Licensing from Nevada. PR
Newswire. May 5. Available at: http://www.prnewswire.com/news-releases/freightliner-

inspiration-truck-receives-autonomous-vehicle-licensing-from-nevada-dmv-300077983.html|
Damon, A., Reno Gazette-Journal Article titled “Here’s our first look inside Tesla’s Gigafactory,” dated

March 18, 2016. Available at: http://www.rgj.com/story/money/business/2016/03/18/get-
sneek-peak-inside-teslas-reno-area-gigafactory/81978520/ (last accessed on April 15, 2016)

Department of Energy (DOE). 2014. SuperTruck Making Leaps in Fuel Efficiency. Available at:
http://energy.gov/eere/articles/supertruck-making-leaps-fuel-efficiency

Department of Motor Vehicles (DMV), 2016. Autonamous Vehicles. Available at:
http://www.dmvnv.com/autonomous.htm.

Department of Motor Vehicles (DMV). 2016a. “Vehicle Registration Fees”, Nevada Department of Motor
Vehicles: 2016. Online at: http://www.dmvnv.com/regfees.htm. Accessed 6 Feb 2016.

Deutschmann, ). 2015. Hyperloop: Nevada Testing to Begin in 2016. INQUISITR. December 10. Available
at: http://www.inquisitr.com/2623580/hyperloop-nevada-2/

Dorrier, ). 2015. Daimler’s Driverless 18-Wheelers Approved to Cruise Nevada’s Highways.

SingularityHUB. May 7. Available at: http://singularityhub.com/2015/05/07/daimlers-driverless-
18-wheelers-approved-to-cruise-nevadas-highways/

Dupin, C. 2015a. World Of Giants: Large Companies And Bigger Ships Dominate Container Shipping.
American Shipper. August. Available at:
http://www.americanshipper.com/Main/News/World of giants 61195.aspx#hide

Dupin, C. 2015b. Press Print; Delete Ship? It’s still too early to tell, but 3d printing may reshape some
traditional supply chains. American Shipper. August. Available at:
http://www.americanshipper.com/Main/News/Press print delete ship 61299.aspx

Duke Realty. 2011. Rickenbacker Global Logistics Park: About. Available at:
www.rickenbackerglp.com/main.aspx

Fortune. 2015. Fortune 500 2015. Available at: http://fortune.com/fortune500/

Federal Aviation Administration (FAA). 2015. State and Local Regulation of the Unmanned Aircraft
Systems (UJAS) Fact Sheet. Office of the Chief Council. December 17. Available at:
http://www.faa.gov/uas/regulations policies/media/UAS Fact Sheet Final.pdf

Federal Highway Administration (FHWA), Freight Analysis Framework Database Version 3.5, Retrieved in
August 2015 from: http://ops.fhwa.dot.gov/FREIGHT/freight_analysis/faf/index.htm

Federal Railroad Administration {FRA). 2010. National Rail Plan: Moving Forward; A Progress Report.
Prepared for the U.S. Department of Transportation. September. Available at:
https://www.fra.dot.gov/eLib/Details/L02696

NEVADA STATE FREIGHT PLAN 4-3



SECTION 4: REFERENCES

Glancy, D., Peterson, R. and K. Graham. 2015. A Look at the Legal Environment for Driverless Vehicles.
Santa Clara University School of Law. Santa Clara, CA. NCHRP iegal Research Digest 69 Pre-
Publication Draft — Subject to revision. October. Available at:
http://onlinepubs.trb.org/onlinepubs/nchrp/nchrp Ird 069.pdf

Goodwill, D. 2013. Some Major Trends in Freight Transportation in 2014, Dan Goodwill & Associates.
December. Available at: http://www.dantranscon.com/index.php/blog/entry/some-major-
trends-in-freight-transportation-in-2014

Goodwill, D. 2015. Some Major Trends Shaping the Freight Transportation Industry in 2015, Canadian
Shipper. lanuary. Available at: http://www.canadianshipper.com/blogs/majer-trends-shaping-
freight-transportation-industry-2015

Harrell, J., USA Today Article titled “Reno: The biggest little freight hub you’ve never heard of,” dated
March 17, 2016, Available at:
http://www.usatoday.com/story/travel/flights/todayinthesky/2016/03/17/reno-biggest-little-
freight-hub-youve-never-heard/81151724/ (last accessed on April

Hatch, A. B. 2014. Ten Years After: The Second Intermodal Revolution. Association of American Railroads
and the Intermodal Association of North America. January. Available at:
http://www.intermodal.org/information/research/assets/tenyrsafter.pdf

Hidalgo, J. 2015. ‘Electric Highway' will allow Reno-to-Vegas trips. Reno Gazette-Journal. June 17.
Available at: http://www.rgj.com/story/money/economy/2015/06/16/nevada-electric-highway-
make-reno-las-vegas-drive-possible-with-ev/28835551/

HSBC Global Connections, Trade Forecast Reports — China, November 2015. Available online at:
https://globalconnections.hsbc.com/united-kingdom/en/tools-data/trade-forecasts/cn {last
accessed on April 15, 2016)

Hull, D. 2015. Reno Bets Tesla Gigafactory will Erase Image as Downmarket Vegas. Bloomberg Business.
June 22, 2015. Available at: http://www.bloomberg.com/news/articles/2015-06-22/reno-bets-

tesla-gigafactory-will-erase-image-as-downmarket-vegas

International Trade Administration. 2015, Nevada Exports, Jobs and Foreign Investments.
<http://www trade.gov/mas/ian/statereports/states/nv.pdf>

Intrieri, C. 2014. The Impact of 3D Printing in the Supply Chain and Logistics Arenas, Cerasis. February.
Available at: http://cerasis.com/2014/02/10/3d-printing-supply-chain

Jacobs. 2012. Nevada State Rail Plan. Available at:
https://www.nevadadot.com/uploadedFiles/NDOT/About NDOT/NDOT Divisions/Planning/Rail

{2012 09 10 NVStateRailPlan.pdf

Jacobs. 2013. Nevada Freight Program Assessment Statewide. Available at:
http://www.nevadadot.com/uploadedFiles/NDOT/About NDOT/NDOT Divisions/Planning/Frie
ght/2013-December Nevada Freight Program Assessment Report.pdf

lohnson, E. and S. Kasper. 2015. Won't Be Fooled Again: How BCOs Plan to Avoid the Pitfalls of West
Couast Port Congestion. American Shipper. March. Available at: http://hughfinerty.com/wp-
content/uploads/2015/03/Port-Congestion-Diversion.pdf

lones Long LaSalle. 2011. The Emergence of the Inland Port. Perspectives on the Global Supply Chain.

Available at: http://www.us.jll.com/united-states/en-
us/Research/The%20emergence%200f%20the%20iniand%20Port.pdf>

4.4 NEVADA STATE FREIGHT PLAN



SECTION 4: REFEREMCES

Lafarge. Developing a Sustainable Supply Chain to Add Value. Business Case Studies. Edition 17.

Available at: http://businesscasestudies.co.uk/lafarge/developing-a-sustainable-supply-chain-to-
add-value/sectors-of-industry-and-sustainable-supply-chains.html>

LaGore.2013. 10 Things You Need to Know About Domestic Intermodal Services. February 13, 2013
-//blog.idstransportation.com/bid/221466/10-Things-You-Need-to-Know-About-Domestic-

Intermodal-Services

Longton, L. Freight and Infrastructure: Drones, on-demand deliveries and the promise of global
roadways. CCl Digital. Available at: http.//www.ccidigital.com/truckings-future-now-freight-
infrastructure-drones-on-demand-deliveries-and-the-promise-of-

Lopez, T. A. Electric Truck Demaonstration Project Fact Sheet. The Port of Los Angeles. Available at:
https://www.portoflosangeles.org/DOC/Electric Truck Fact Sheet.pdf

Las Vegas Global Economic Alliance. 2015. Logistics, Manufacturing, and Assembly. Available at:
http://www.lvgea.org/key-industries/logistics-manufacturing-assembly/

Li, R. 2015. Why East Bay Developers are building warehouses, but not offices. San Francisco Business
Times. May 8, 2015, Available at: http://www.bizjournals.com/sanfrancisco/blog/real-
estate/2015/05/east-bay-developers-warehouse-industrial-cre.html?s=print

Mesquite Regional Business, Inc. 2015. Distributing and Warehousing. Available at:

o/ fwww.mrbnv.or

Mongelluzzo, B. 2014. Transloading Hits Record at LA-LB in 2013, but Future Growth Uncertain. Journal
of Commerce. Available at: http://www.joc.com/rail-intermodal/intermodal-
shipping/transloading-hits-record-la-1b-2013-future-growth-uncertain 20140131 .htm|>

Mongeliuzzo, B. 2015. Mega-ships Dealing Worst Congestion Hand To LA-LB, NY-NJ. Journal of
Commerce. July. Available at: http://www.ioc.com/port-news/us-ports/port-new-york-and-new-
jersey/mega-ships-dealing-worst-congestion-hand-la-lb-ny-nj 20150701 html

Morris, D.2. 2015. There’s a slow-rofling crisis in trucking labor — and it’s costing everyone. Fortune. May.
Available at: http://fortune.com/2015/05/18/trucking-labor-shortage/Nevada Department of
Employment, Training and Rehabilitation {(DETR), 2012-2022 Industry Employment Projections,
Retrieved in August, 2015 from:
http://www.nevadaworkforce.com/cgi/dataanalysis/AreaSelection.asp?tableName=Indprj

Morse, D.W. 2015. “Conceptual Framework for a “Low-Cost/Low-Tech” VMT Fee Collection System in
Nevada”, Nevada Department of Transportation: Dec 2014,

Nevada Department of Employment, Training and Rehabilitation (DETR), 2012-2022 Industry
Employment Projections — State and Metropolitan Areas, Retrieved in October, 2015 from:
http://www.nevadaworkforce.com/cgi/dataanalysis/AreaSelection.asp?tableName=Indprj

Nevada Department of Transportation (NDOT). 2015a. “State of Nevada Transportation Facts and
Figures 2015”, Nevada Department of Transportation, Performance Analysis Division: 2015,

Nevada Department of Transportation (NDOT). 2015b. “NEVADA VEHICLE MILES TRAVELED {VMT) FEE
STUDY: PROGRAM SUMMARY,” Nevada Department of Transportation, Performance Analysis
Division: 2015.

Nevada Governor’s Office of Economic Development {GOED), Profile on Industry Sectors —
Manufacturing. Available online at: http://nv.diversifynevada.com/industry/manufacturing/
(last accessed on April 15, 2016).

NEVADA STATE FREIGHT PLAN 4.5



SECTION 4. REFERENCES

Nevada Governor's Office of Economic Development. Why Nevada: For the Manufacturing Industry.
Available at: http://diversifynevada.com/documents/why-nevada-manufacturing.pdf (last
accessed on April 15, 2016).

Nevada Governor’s Office of Economic Development (GOED) & Economic Modeling Specialists
International (EMSI). 2015. Clark County Economic Overview. Available at:
hitp://www.diversifynevada.com/data-library>.

Nevada Governor's Office of Economic Development (GOED) & Economic Modeling Specialists
International (EMSI). 2015. Elko County Economic Overview. Available at:
http://www.diversifynevada.com/data-library>

Nevada Governor's Office of Economic Development {(GOED) & Economic Modeling Specialists
International (EMSI). 2015. Eureka County Overview. Available at:
http://www.diversifynevada.com/data-library>

Nevada Governor’'s Office of Economic Development (GOED) & Economic Modeling Specialists
International (EMSI). 2015. Storey County Overview Available at:
http://www.diversifynevada.com/data-library>

Nevada Governor's Office of Economic Development (GOED) & Economic Modeling Specialists
International (EMSI). 2015. Washoe County Overview Available at:
http.//www.diversifynevada.com/data-library>

Nevada Governor's Office of Economic Development {GOED) & Economic Modeling Specialists
International (EMSI). 2015. Nevada's Logistics and Operations Sector. Available at:
http://www.diversifynevada.com/documents/logistics-operations.pdf

Nevada Governor’'s Office of Energy. 2015. Governor Sandoval and NV Energy Announce the Nevada
Electric Highway. June 16. Available at:
http://energy.nv.gov/Media/Press Releases/2015/Governor Sandoval and NV _Energy Annou
nce the Nevada Electric Highway/

NRS. 2016a. “Nevada Revised Statutes, Title 32, Chapter 365", Nevada Legislature Law Library: 2016.
NRS. 2016b. “Nevada Revised Statutes, Title 32, Chapter 373", Nevada Legislature Law Library: 2016,
NRS. 2016¢. “Nevada Revised Statutes, Title 32, Chapter 377A", Nevada Legislature Law Library: 2016.
NRS. 2016d. “Nevada Revised Statutes, Title 32, Chapter 271", Nevada Legislature Law Library: 2016.
NRS. 2016e. “Nevada Revised Statutes, Title 32, Chapter 318", Nevada Legislature Law Library: 2016.
NRS. 2016f. “Nevada Revised Statutes, Title 32, Chapter 408", Nevada Legislature Law Library: 2016.

NRS. 2016g. “Nevada Revised Statutes, Title 32, Chapter 338", Nevada Legislature Law Library: 2016.

Nevada State Demographer, Nevada county age, sex, race, and Hispanic origin, projections from 2013 to

2032, Retrieved in August, 2015 from: http://nvdemography.org/wp-
content/uploads/2014/10/Nevada-Population-Projections-2014-Full-Document.pdf

Nevada State Freight Plan. 2015. Existing Freight Flows in Nevada Technical Memorandum.

NHTSA. 2013. U.S. Department of Transportation Releases Policy on Automated Vehicle Development.
May 30. Available at:
http.//www.nhtsa.gov/About+NHTSA/Press+Releases/U.S.+Department+of+Transportation+Rel
eases+Policy+on+Automated+Vehicle+Development

NTA. 2013. “Nevada Tax Facts”, Nevada Taxpayers Association: 2013.

4-6 NEVADA STATE FREIGHT PLAN



SECTION 4: REFERENCES

NV Demographer. 2015. “Population Projections for Nevada's Counties 2015 to 2019 Nevada State
Demographer's Office Based On 2014 Estimate”, Nevada State Demographer's Office: 2015.
Online at: http://nvdemography.org/wp-content/uploads/2015/02/March-2015-Five-Year-
Projections.pdf. Accessed 6 Feb 2016. '

NV Energy. 2016. Help Support Electric Vehicle Infrastructure Development in Nevada. Nevada Electric
Highway. Available at: https://www.nvenergy.com/renewablesenvironment/EV/EVhighway.cfm

Nevada Legislature. 2009. “Report on Tax Abatements, Tax Exemptions, Tax Incentives for Economic
Development and Tax Increment Financing in Nevada”, Nevada Legislature, Fiscal Analysis
Division, Legislative Counsel Bureau: Feb 2009.

Nevada Legislature. 1983, “Background Paper 83-4: General Improvement Districts”, Nevada Legislature,
Research Division, Legislative Counsel Bureau: 1983. Online at:
https://www leg.state.nv.us/Division/Research/Publications/Bkground/BP83-04.pdf. Accessed:
23 Feb 2016.

Nevada Legislature. 2011, “Senate Bill 506", Nevada Legislature: 2011.
NV Legislature. 2015. “Assembly Bill 191", Nevada Legislature: 2015.

Phillips, E. 2015. California Governor Calls for Zero-Emissions Plan for Freight Industry: Executive order
seeks to establish clear targets that improve efficiency and reduce emissions. The Wall Street
Journal. July 17. Available at: http://www.wsj.com/articles/california-governor-calls-for-zero-
emissions-plan-for-freight-industry-1437176021

Purolator International. 2015. Nearshoring and Reshoring: Businesses See Greater Opportunities Keeping
Manufacturing Closer to Home. September, Available at:
http://www.supplychain247.com/paper/nearshoring and reshoring businesses see greater o

pportunities keeping manu

RCG Economics, LLC, Schlottmann, A. Spatial Economic Concepts. 2012. Nevada Inland Ports Viability
and Funding Study. Available at:
http://diversifynevada.comfuploads/studies/Final Nevada Inland Port Report.pdf

Regional Plan Association. 2015. America 2030 Megaregions: Northern California. Available at:

http://www.america2050.org/northern_california.html

Regional Plan Association. 2015. America 2030 Megaregions: Southern California. Available at:
http://www.america2050.org/southern_california.html

Roberts, ). 2015. The future begins today: Technology that will revolutionize trucking is already here.
Commercial Car Journal. July 10. Available at: http://www.ccidigital.com/the-future-begins-

today-the-technology-to-revolutionize-trucking-is-here/

Robinson, A. 2014. INFOGRAPHIC: 3D Printing and the Supply Chain to Drastically Alter Manufacturing.
Cerasis. February. Available at: http://cerasis.com/2014/02/12/3d-printing-and-the-su

chain/

Robinson, A. 2015. What is the Hyperconnected Era and “The Internet Of Things” and what does it Have
to Do with Manufacturing and Logistics ? Cerasis. February. Available at:
http://cerasis.com/2015/02/25/internet-of-things

Robinson, A. 2015. Technology’s Ever-increasing Role in Supply Chain Functions. Cerasis. September.

Available at: http://cerasis.com/2015/09/04/supply-chain-functions/

Rodrigue, J.P. and B. Slack. 2015. intermodal Transportation And Containerization: The Geography Of
Transportation Systems. Hofstra University. Available at:

https://people.hofstra.edu/geotrans/eng/ch3en/conc3en/ch3c6en.html

NEVADA STATE FREIGHT PLAN 4.7




SECTION 4: REFERENCES

RPA - Rickenbacker Port Authority, Rickenbacker International Airpart, Vision for the 21% Century. 1996.

RTCWC. 2007. “Comprehensive Annual Financial Report Fiscal Year Ended June 30, 2007, Regional
Transportation Commission of Washoe County, Nevada: 2007.

RTCWC. 2015a. “Report Regarding Indexed Fuel Taxes”, Regional Transportation Commission of Washoe
County, Nevada: 17 Apr 2015.

RTCWC. 2015b. “Comprehensive Annual Financial Report Fiscal Year Ended tune 30, 2015", Regional
Transportation Commission of Washoe County, Nevada: 2015.

Sandoval, B. 2015. Transcript: Nevada Gov. Brian Sandoval's 2015 State of the State Address. Capital
Public Radio, January 15, 2015. Available at:

ov-brian-sandovals-2015-

tate of-the-state-address/

Stutz, H. 2014. Genting’s Strip project may house studio tour-type theme park. Las Vegas Review-

Journal. Available at: http://www.reviewjournal.com/business/casinos-gaming/genting-s-strip-
project-may-house-studio-tour-type-theme-park

Supreme Court of the United States. 2013. American Trucking Associations, Inc. v. City of Los Angeles,
California, et al. April-June. Available at: http://www.supremecourt.gov/opinions/12pdf/11-
798 anbf.pdf

The Associated Press. 2015. A Hyperloop Company Is Building a Test Track in Nevada. Popular
Mechanics. Available at:
http://www.popularmechanics.com/technology/infrastructure/a18467/hvperloop-test-track-in-

nevada/

THF. 2015. “Going Nowhere FAST: Highway Bill Exacerbates Major Transportation Funding Problems”,
The Heritage Foundation: 3 Dec 2015. Online at: (http://thf-
reports.s3.amazonaws.com/2015/184494.pdf. Accessed 2 Feb 2016.

Thomas, D. 2015. How Nevada’'s Economy Benefits from International Trade and Investment. Business
Roundtable 2015. Available at: http://tradepartnership.com/wp-
content/uploads/2015/01/NV_TRADE 2013.pdf>

Thompson, C. 2016. These are the first images of the Hyperfoop test track being built in Nevada. Tech
Insider. March 1. Available at: http://www .techinsider.io/images-of-the-hyperloop-technologys-
test-track-2016-3

Transportation Strategy Board, Transportation: A Strategic Investment, An Action Plan for Connecticut
2003-2023. January 2003.

TTD. 2014. “Trans-Sierra Transportation Plan”, Tahoe Transportation District and the Trans-Sierra
Transportation Coalition: Mar 2015.

Tuman J.P., Damore D.F., and Agreda M.J.F., The Impact of the Great Recession on Nevada’s Latino
Community, Published by Brookings Mountain West, A partnership between University of
Nevada, Las Vegas and Brookings Institution, December 2013, Available at:
http://www.unlv.edu/sites/default/files/19/ImpactofGreatRecession-120113.pdf (last accessed
on April 15, 2016}

UNLV. 2015. Top Tier. Available at: https://www.univ.edu/toptier

U.S. Census Bureau, County Business Patterns {CBP), 2013 Employment by North American industry
Classification System {NAICS) industry — Nevada Counties and State. Retrieved in October, 2015
from: https://www.census.gov/econ/cbp/

4.3 NEVADA STATE FREIGHT PLAN



SECTION 4: REFERENCES

U.S. Census Bureau. 2015. State by 6-digit HS Code and Top Countries: Nevada Exports and Imports.

Available at: http://www.census.gov/foreign-trade/statistics/state/data/index.htm|

U.S. Chamber of Commerce. 2012 “95% of the World’'s Consumers Live Outside the United States”.
Available at: <https://www.uschamber.com/ad/95-worlds-consumers-live-gutside-united-
states>

U.S. Congress. 2015a. “Fixing America’s Surface Transportation (FAST) Act”, Congress of the United
States: 2015.

U.S. Congress. 2015b. "Generating Renewal, Opportunity, and Work with Accelerated Mobility,
Efficiency, and Rebuilding of Infrastructure and Communities throughout America (Grow
America)”, Congress of the United States: 2015.

U.S. Department of Commerce, Bureau of Economic Analysis, 2012 Gross Domestic Product (GDP)
contribution by NAICS industry — State and Metropolitan Areas. Retrieved in October, 2015
from: http://www.bea.gov/itable/index.cfm

U.S. Department of Transportation (USDOT}). 2015, U.S. International Air Passenger and Freight Statistics
Report. Available at: http://www.transportation.gov/policy/aviation-policy/us-international-air-

passenger-and-freight-statistics-report

U.S. Department of Transportation (USDOT). 2015. Draft National Freight Strategic Plan. Available at
https://www transportation.gov/freight/NFSP

USDOT FHWA. 2015. “Private Activity Bonds (PABs)”, U.S. Department of Transportation, Federal
Highway Administration, Office of Innovative Program Delivery: 2015,

USDOT FHWA., 2016a. “COMPARISON OF ACTUAL FY 2015 APPORTIONMENTS UNDER THE HIGHWAY
AND TRANSPORTATION FUNDING ACT OF 2014, AS AMENDED, AND ESTIMATED FY 2016 - FY
2020 APPORTIONMENTS UNDER THE FIXING AMERICA'S SURFACE TRANSPORTATION (FAST)
ACT”, U.S. Department of Transportation, Federal Highway Administration: 2016.

USDOT FHWA. 2016b. “Federal Highway Tolling Programs”, U.S. Department of Transportation, Federal
Highway Administration, Office of Innovative Program Delivery: 2016. Online at:
http://www.fhwa.dot.gov/ipd/fact_sheets/tolling_programs.aspx. Accessed 16 Feb 2016.

USDOT FHWA. 2016c. “Grant Anticipation Revenue Vehicles (GARVEEs)”, U.S. Department of
Transportation, Federal Highway Administration, Office of Innovative Program Delivery: 2016.
Online at:
http://www.fhwa.dot.gov/ipd/finance/tools_programs/federal_debt_financing/garvees/.
Accessed 6 Feb 2016.

USDOT FHWA. 2016d. “Section 129 Loans”, U.S. Department of Transportation, Federal Highway
Administration, Office of Innovative Program Delivery: 2016. Online at:
http://www.fhwa.dot.gov/ipd/finance/tools_programs/federal_credit_assistance/section_129/
default.aspx. Accessed 5 Feb 2016.

USDOT FHWA. 2016e. “State Infrastructure Banks (SIBs)”, U.S. Department of Transportation, Federal
Highway Administration, Office of Innovative Program Delivery: 2016. Online at:
http://www.fhwa.dot.gov/ipd/finance/tools_programs/federal_credit_assistance/sibs/.
Accessed 9 Feb 2016.

USDOT £RA. 2015a. “Railroad Rehabilitation and Improvement Financing Program Fact Sheet”, U.S.
Department of Transportation, Federal Railroad Administration: 2015. Online at:
http://www.fra.dot.gov/elib/Details/L04476. Accessed 23 Feb 2016.

NEVADA STATE FREIGHT PLAN 4.9



SECTION 4: REFERENCES

USDOT FRA. 2015b. “Railroad Rehabilitation and Improvement Financing Program {(RRIF}”, U.S,
Department of Transportation, Federal Railroad Administration: 2015. Online at:
https://www fra.dot.gov/Page/P0128. Accessed 23 Feb 2016.

USDOT. 2016. “TIFIA Credit Program Overview”, U.S. Department of Transportation, TIFIA Joint Program
Office: 2016. Online at: https://www.transportation.gov/tifia/tifia-credit-program-overview.
Accessed 8 Feb 2016.

University of Nevada Las Vegas. 2015. Land Ferry Research Project Website. Available at:
https://faculty.univ.edu/tnmc/LandFerry/Index.ph

University of Las Vegas (UNLV) Center for Business and Economic Research (CBER)}, Analysis of the 2014-
2050 Long-Term Economic Forecast — Clark County, Retrieved in September, 2015 from:
http://cber.unlv.edu/publications/SoNevada-LongTerm.pdf

Utah Governor's Office of Management and Budget, Population Estimate and Projections, Retrieved in
September, 2015 from: http://gomb.utah.gov/budget-policy/demographic-economic-analysis/

U.S. Department of Commerce, Bureau of Economic Analysis, National input-output accounts — 2012 use
of commodities by industry valued at producers and purchasers prices and 2007 production of
commodities by industry — 71 industries level. Retrieved in October, 2015 from:
http://www.bea.gov/industry/io_annual.htm

Velotta, R.N. 2014. “Las Vegas 19" in traffic congestion in U.S., GPS firm says.” Las Vegas Review-
Journal. June 4. Available at: http://www.reviewjournal.com/news/las-vegas/las-vegas-19th-
traffic-congestion-us-gps-firm-says.

Velotta, R.N. 2015. “Company led by exec seeking Las Vegas NHL franchise wins tax incentives” Las
Vegas Review-Journal. May 21. Available at:
http://www.reviewjournal.com/business/economic-development/company-led-exec-seeking-
las-vegas-nhl-franchise-wins-tax-incentives

Western Regional Alliance and Michael Gallis & Associates, 2012. Creating a Vision for the Region in the
21% Century Global Network — Step 1: Assessment and Analysis Report. Available at:
http://www.whsra.com/sites/ail/files/Shannond/WRA-Vision Stepl FinalReport.pdf

Velotta, R.N. 2016. Nevada to help driverless car industry. Las Vegas Review-lournal. January 5.

Available at: http://www.reviewjournal.com/business/economic-development/nevada-help-

driverless-car-industry

Vickerman & Associates, LLC. 2013. Navigating the 21st Century Marine Silk Highway — William & Mary
College 4-6-2013. Available at http://www.vickermanassociates.com/presentations/

Whelan, R. 2015. Are Drones the Future of Air Freight? The Wall Street Journal, July 9. Available at:
http://www.wsj.com/articles/are-drones-the-future-of-air-freight-1436468089

Woods, R. 2015. E-commerce drone coming to a doorstep near you? Air Cargo World. August 28,
Available at: http://aircargoworld.com/e-commerce-drone-coming-to-a-doorstep-near-you/

Zolfagharifard, E. 2015. The Hyperloop is coming to Las Vegas: Elon Musk’s radical transport system will
be tested in Nevada next year. Daily Mail, December 8. Available at:
http://www.dailymail.co.uk/sciencetech/article-3351862/The-Hyperloop-coming-Las-Vegas-
Elon-Musk-s-radical-transport-tested-Nevada-year.html?ito=social-twitter_dailymailus

4-10 NEVADA STATE FREIGHT PLAN



SECTION 3: CONTEXT AND COMPETITIVE MARKET ANALYSIS

the 37 percent who said they were considering reshoring just 1 year earlier (Purolator International,
2015). This movement is primarily away from Asian production towards returning at least some of their
manufacturing to North America recognizes that Asia is no longer the low-cost option it once was and
that keeping manufacturing closer to home makes good logistical and financial sense.
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Figure 3-14. Nearshoring Conceptual lllustration
image Source: NDOT, I-11 and Intermountain West Corridor Concept Report, 2014.

The partial reshoring of manufacturing may create opportunities to increase Nevada’s industrial base as
a cost-efficient business location offering lower-cost land, labor, and efficient permitting processes,
especially within the Northern California market. For Nevada to maximize opportunities associated with
nearshoring shifts to Mexico or Canada may require the development of a north-south intercontinental
route through a proposed I-11 highway and rail corridor extending from Mexico to Canada.
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The cost and availability of fuel is a major concern to both the freight community and the general public
in Nevada and elsewhere. When fuel prices are low, as they are currently, the operating costs for
carriers decline and the spending power of the general public increases. Lower energy costs lead to
higher personal consumption rates, more goods being transported, and carrier operations becoming
more profitable. Because Nevada is a truck-reliant state, a combination of plentiful supply and lower
fossil fuel costs are positive developments. Over the long term, clean air and climate change concerns
will require a greater commitment to alternative energy sources and the development of a service
network the make their use possible for motorists as commercial carriers,

Autonomous Vehicles

In describing the major events impacting the trucking industry in 2015, the American Trucking
Associations’ news journal noted “history was made through the continued expansion in rapid maturity
of technology” (Transport Topics, 2015). The summary highlighted the debut of Mercedes-Benz's
Daimier autonomous driving tnspiration truck at the Hoover Dam in early May 2015 (Figure 3-16), as
well as progress made by other
companies. Techniques such as
platooning and automatic braking
seem closer to reality than to
science fiction compared just 1
year prior {Ibid). In fact, Nevada is
a demonstration state for truck
platooning, helping to further
efforts to reduce fuel consumption
(TT, 2014).

Transport Topics, other technology
and trade publications, and the
popular press are stating that the
phased introduction of driverless Figure 3-16. Daimler’s Driverless Truck Being Tested in Nevada

vehicles for passengers and freight  (Source: Daimler AG).

is now a question of when, rather

than if (Roberts, 2015). The National Traffic Safety Administration (NHTSA) has developed a classification
system which uses four levels to define automation in motor vehicles; these levels reflect the degree
that technology will assist vehicle operations (NHTSA, 2013). Major tipping points towards autonomous
operations will occur at Level 3 where significant self-driving is possible with in-cab driver assistance on
to Level 4 where full self-driving automation is achieved (NHTSA, 2013).

As the May 2015 Mercedes-Benz Daimler test in Nevada and a subsequent on-the-road demonstration
use in Germany indicates, commercial over-the-road vehicles, under test conditions, can meet NHTSA's
Level 3 criteria where:

“Automation enables the driver to cede full control of all safety-critical functions under certain
traffic or environmental conditions and in those conditions to rely heavily an the vehicle to
monitor for changes in those conditions requiring transition back to driver control. The driver is
expected to be available for occasional control, but with sufficiently comfortable transition
time” (NHTSA, 2013).

At Level 3 autonomy, automobiles or trucks are anticipated to provide numerous advantages in terms of
safety, convenience, mobility, and environmental protection over vehicles requiring full engagement. By
freeing up a driver for other in-route tasks, these vehicles will also increase productivity. The enhanced

awareness and reaction capabilities of these vehicles eventually should result in thousands of saved lives
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Technologies, Inc., proposes to have a commercially viable system in operation by 2020 despite the
skepticism of many in the scientific community (Deutchmann, 2015). Hyperloop began testing in Nevada
in early 2016 at a S0-acre site in North Las Vegas and successfully conducted its highly anticipated
Propulsion Open Air Test on May 11, 2016 (Thompson, 2016).

Figure 3-18. Hyperloop
Hyperloop, a technology that would enable cargo pods to move at ground speeds up to 745 mifes an hour, began
testing in Nevada in early 2016. {Photo source: https.//hyperloop-one.com/image-fibrary).

The Land Ferry is a locomotive-powered, multimodal platform that can be assembled at various lengths
to simultaneously move a combination of trucks, automobiles, and passenger railcars in a single consist
over intermediate distances along its own ROW, and includes efficient pickup and delivery terminals at
each end (Figure 3-19). Proponents at UNLV and NDOT cite safety, congestion relief, trave!
improvements, environmental benefits, and jobs creation as elements favoring its development and
operation (UNLV, 2015). Proponents believe that the Land Ferry would be especially effective at the
distances between the inland Nevada points and the California ports.
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City of Ely Calculate Billings Page: 1
Expiration Dates: 06/01/2024 to 06/30/2024 Jun 05, 2024 3:21PM

Report Criteria:
Updating license expiration dates
Calculating license billings on 07/01/2024
License Types: BREEDER, CLASS | LIQUOR, CLASS Il LIQUOR, CLASS Il LIQUOR, CLASS IV LIQUOR, CLASS V LIQUOR, COMMERCIAL, GAMING, HOME, LIGQ CA
Rates: COMMERCIAL BUSINESS, SHORT TERM RENTALS, MOBILE PARK SPECIAL, MOBILE VENDOR SURCHARGE. HOME OCCUPATION, NON-PROFIT, MEDIC
Business.Account number = 3415

Account Email License Expiration
Number Business Name License Type Rate Quantity Amount Sent Frequency Date
3415 COZY CUP COMMERCIAL 11 1250 117.09 . ANNUALLY 06/30/2025

Count: 1 Tola 117 09
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City of Ely Caleulate Billings Page: 1
Expiration Dates: 06/01/2024 to 06/30/2024 Jun 05, 2024 3 24PM

Report Critenia:
Updating license expiration dates
Calculating license billings on 07/01/2024
License Types: BREEDER, CLASS | LIQUOR, CLASS Il LIQUOR, CLASS Il LIQUOR, CLASS IV LIQUOR, CLASS V LIQUOR, COMMERCIAL, GAMING, HOME, LIQ CA
Rates: COMMERCIAL BUSINESS, SHORT TERM RENTALS, MOBILE PARK SPECIAL, MOBILE VENDOR SURCHARGE, HOME QCCUPATION, NON-PROFIT. MEDIC
Business Account number = 3416

Account Email License Expiration
Number Business Name License Type Rate Quantity Amount Sent Frequency Date
3416 JT'S STEAKHOUSE COMMERCIAL 101 1950 182.66 - ANNUALLY 06/30/2025

Count 1 Total 182.66
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May 16, 2024

The Honorable Amit Bose
Administrator

Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (“CRISI"}
program grant application for the Nevada Northern Railway Track
Rehabilitation for Freight Traffic.

Dear Administrator Bose:

The Nevada Small Business Development Center (SBDC) strongly
supports the City of Ely’s and the Nevada Northern Railway Foundation'’s
grant application under the CRISI Program to fund the rehabilitation of
117 miles of railroad track from Shafter Nevada to Ely Nevada to freight
service standards. We wholeheartedly support this grant request for
funding to facilitate the restoration of the railroad. Awarding this grant
will address the following issues:

Economic Competitiveness and Opportunity: The grant to fund
the rehabilitation of railroad track will help to lower transportation
costs, particularly for major employers and small businesses. An
improved transportation infrastructure will enhances economic
viability and create opportunity for new business growth.
Additionally, improved transportation infrastructure will attract new
industries to the area, creating new economic prospects for the
community and creating and supporting job growth and
sustainability.

In supporting the grant application, the Nevada SBDC underscores the
potential economic growth and job creation opportunities, emphasizing
the importance of the project for future development. We express
confidence in the FRA's careful consideration and approval of this grant
application under the CRISI Program.

Sincerely,

Ranen (oe
Assistant State Director
Nevada SBDC

€CC: Nathan Robertson, Mayor, City of Ely Mark Bassett, President, Nevada
Northern Railway Foundation

Nevada Small Business Development Center

University of Nevada, Renoc £ =3, (800) 240-7094
1664 N Virginia St ® www NevadaSBDC org
Reno, NV 89557 2
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White Pine Main Street Association
150 Sixth Street
Ely, NV 89301

May 13, 2024

The Honorabie Amit Bose
Administrator

Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (“CRISI") program grant
application for the Nevada Northern Railway Track Rehabilitation for Freight Traffic.

Dear Administrator Bose:

White Pine Main Street Association supports the City of Ely’s and the Nevada Northern Railway
Foundation's grant application under the CRISI Program to fund the rehabilitation of 117 miles
of railroad track from Shafter Nevada to Ely Nevada to freight service standards. We
wholehearted!y support this grant request for funding to facilitate the restoration of the railroad.
Awarding this grant will address the following issues:

White Pine Main Street Association is a member of the Nevada Main Street Program sponsored
by the Governor's Office of Economic Development. Our organization is focused on community
development, beautification, and economic vitality. It supports business creation and retention
to create an economically vibrant community.

Lowering transportation costs, particularly for major employers like the mines, enhances
economic viability. Additionally, improved transportation infrastructure will attract new
industries to the area, creating new economic prospects for the community.

In supporting the grant application, White Pine Main Street Association underscores the
potential economic growth and job creation opportunities, emphasizing the importance of the
project for future development. We express confidence in the FRA's careful consideration and
approval of this grant application under the CRISI Program.

Sincerely,

Lavtbone ‘M)ﬁu(
Caroline Mcintosh

Chairman

CC: Nathan Robertson, Mayor, City of Ely
Mark Bassett, President, Nevada Northern Railway Foundation
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BN s F French Thompson BNSF Railway Company
General Director P. QO Box 961502
‘ RATLWwWAY Public Infrastructure & invesiments Fort Worth, TX 76161-0052

2600 Lou Menk Drive
Fort Worth, Texas 76131-2830
{B17)352-1549

May 28, 2024 French. Thompson@BNSF.com

Amit Bose, Administrator
Federal Railroad Administration
1200 New Jersey Ave, SE
Washington, DC 20590

Subject: Letter of Support — Nevada Northern Railway Rehabilitation Project

Dear Administrator Bose,

BNSF Railway supports efforts by the Nevada Northern Railway Foundation to secure federal discretionary
funding under the 2023/2024 Consolidated Rail Infrastructure and Safety Improvements (CRISI) grant for
the Nevada Northern Railway Rehabilitation Project. If awarded, the project will restore 110-miles of
railroad to operational condition.

This project will restore a key freight connector in rural northeastern Nevada. The restoration of this service
will help to ensure economic competitiveness and environmental sustainability in the region.

BNSF values our working relationship with the Nevada Northern Railway Foundation and is prepared to
work with all involved public agencies on further development of this project, subject to satisfactory review
of funding requirements, final engineering, and entering into definitive agreements as may be required by
BNSF or other project stakeholders.

BNSF appreciates your thorough review of this application and looks forward to continuing its relationship
with the Nevada Northern Railway Foundation through this important project.

Sincerely,

O

French Thompson
General Director — Public Infrastructure & Investments



US COPPER

LLC
May E7S 2024

The Honorable Amit Bowe
Adminixtrator

Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consglidatcd Rait fnf and Safety | (~CRISI™) program grant spplication fof the
Nevads Nocthern Railway Track Rehabiitation for Freight Traflic.

Dear Administratot Bose:

| am w riting in seppon of City of Ely aml Nevada Nurthemn Railway Foundation™s grant sppication under the
CRISI Program to partially fimd the Track Rehabilitation Project. We fully support this request for funding to
fon llilale the ceconstruction of this eailraad that will support commerce and assure coal-effective, rellable, and
safe rail service 1o serve the shippers and nmel communities of Efke. Eureka, and White Pine Counties in
Northeasiemn Nevada

AS B privete mining company , we are sctively engaged in exploring for ‘Tutere-facing” energy metals, with 2
particular focus on coppet, i Elko County, We ar¢ enubunizstic suppurtcrs of the Trach Rehabiliurion Project
bcause iv promises ro lower the operating cous of mines by improving the efficiency of supply daliveries and
outbound begistics for final producs.

This Initistive will not onty l'acll ante the production o(ncn mmu bul aiso has the pouulul 10 exténd the
lifespan of existing ooes, A it will help d workforce in the Ely reglon,
SUpPOrling mining operations and other d p b activities.

From both 2 salery and environmental perspective, the railwey project is sxpecied 1o significanily reduce
higlway irafic. This rediclion alll decrease the likelihood of rrafTic incidents end lower carbon emissions.
bulln; to & safer and more sustainable fuwre.

By hetping to fund the proposed project, the FRA will enable the growth of Norhcasiem Nevada's mining.
w."u:uitunl. energy production, and other industries. As 8 result. existing jobs in miusmeq ||||| wilize raid
service will be more secure, and the impy d rail i will bolster ¢fforis in
the area. This. in 1o, will attract sdditional busineases and create move dircet and indirect )ab: for
Northeastern Nevads.

We support FRA'S careful resdew and epproval of the City of Ely and Nevada Norihern Railway Foundation's
prant spplication.

A

hn Bremer
Manager
L3 Copper LLL




ENERGY METALS CORP

DEVELOPING METALS FOR THE FUTURE

May 13th™, 2024

The Honorable Amit Bose
Administrator

Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (“CRISI™) program grant application for the
Nevada Northern Railway Track Rehabilitation for Freight Traffic.

Dear Administrator Bose:

I am writing in support of City of Ely and Nevada Northern Railway Foundation’s grant application under the
CRISI Program to partially fund the Track Rehabilitation Project. We fully support this request for funding to
facilitate the reconstruction of this railroad that will support commerce and assure cost-effective, reliable, and
safe rail service to serve the shippers and rural communities of Elko, Eureka, and White Pine Counties in
Northeastern Nevada.

We are a private mining company actively exploring in the Elko and Lincoln Counties for ‘future facing’ energy
metals, in particular Copper. We are supportive of the Track Rehabilitation Project as it will reduce the operating
costs of mines through the more efficient delivery of supplies and outbound logistics for final products, This will
support not only new mines coming inte production, but also has the potential to extend the life of other existing
mines. It will also help maintain an experienced workforce in the Ely region supporting mining and other
development areas.

From a safety and environment perspective, the rail will see a significant reduction in highway traffic, reducing
the potential for traffic incidents and reducing carbon emissions.

Therefore, we support FRA’s careful review and approval of the City of Ely and Nevada Northern Railway
Foundation’s grant application.

Sincerely,

Chris Neilson

President

Energy Metal Resources US Inc
Subsidiary of Energy Metals Corp Pty Ltd

CC: Roger Bowers



LANDER COUNTY

COUNTY MANAGER

BARTOLO (Bert) RAMOS
50 State Route 305
Battle Mountain, NV 89820
(775) 635-2885

May 23, 2024

The Honorable Anut Bose
Adminisirator

Federal Raitroad Administranon
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrasiructure and Safety Improvements {“CRISI™) program grant application for the Nevada Northern Railway
Track Rehabititation for Freight Traffic.

Dear Admimstrator Bose:

The Lander County Board of Commissioners support the City of Ely's and the Nevada Northermn Railway Foundation's grant apphication
under the CRIST Program to fund the rehabilitation of 117 miles of ralroad track from Shafier Nevada to Ely Nevada to freight service
standards. We wholcheartedly support this grant request for funding to facilitate the restoration of the railroad. Awarding this grant will
address the following issues:

I. Nafety: Removing heavy truck traffic from highways, especially near places like the White Pine County Middle School. enbances
safety for the comnumity.

2. Envirenmental Sustainability: Rail ransport is noted as the most environmentadly friendly means for ground freight ransportation
Transitioning freight to rail would remove nearly 1.000 trucks per month from area roads, significantly reducing truck iraffic, and
reducing environmental impracis

3. Quality of Life: Opening the railroad enables more cost-effective transportation of building materals, which could address the
commiumily’s housing shertage by making construction more affordable.

4. Improves Mobility and Community Connectivity: Rehabilitating the railroad would connect White Pine County to the broader
transportation network. reducing isalation and tying the community into the intermational freight network

5. Economic Competitiveness and Opportunity: Lowering transportation costs, particularly for major employers Jike the mines,
enhances economic viahiliny. Additionally, improved transportation infrastructure will attract new industries to the area, Crealing new
economic prospects for the community.

6. State of Good Repuir: The current state of the railroad, much of which dates back 10 the early 20th century, requires sigaiticant
investment to meel modern standards for freight fransport,

7. Partnership and Coltaboration: The City and the Foundation have a suceessful track record of public-private partnerships,
Approving this grant would provide new opportunities for Jucal mines, businesses and industeics 1o locate in White Pine County.

In supportimg the geant apphication, Lander Connty underscores the potential economic growth and job creation opportumities,
emphasizing the importanee of the project for fulre development. We express confidence in the FRA's carelul consideration and
approval of this grant application under the CRISI Program.

Sincerely, j

Bartolo Ramos
Lander County Manager

50 State Route 305 S. < » Battlc Mountain, NV 89820
Phone: (775) 635-2885 < » Fax: (775) 635-3334 < 5 Email: bramos(@ landercountynv.org



WPM

May 10, 2024

The Honorable Amit Bose
Administrator

Federa! Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (“CRISI”) Program grant application of the City
of Ely for the Nevada Northern Railway

Dear Administrator Bose:

[ am writing today to express our sincere support of the City of Ely’s (Nevada) grant application under the
CRISI Program to partially fund the Nevada Northern Railway: Rehabilitating A Key Infrastructure Lifeline in
Rural Nevada Project. As the Chief Operating Officer (COO) of White Pine Metals, ! am proud to express our
support of this important project.

Our mine project, when fully operational, estimated to be in production in 2032, is estimated to support the
transport of an estimated 1,500 carloads of rail freight per year. The rehabilitated Nevada Northern Railway
will enable us to transport those goods via rail, keeping more than 4,000 long haul semi-trucks off the road.

To aid the City of Ely with completing this project, White Pine Metals also pledges to provide materials to
construct this project. The mine has an estimated 500,000+ tons of high quality construction rock which could
be used for base, fill, rip-rap and potentially ballast material; working with construction partners we believe we
would be able to supply more than 300,000 tons of ballast materials as an in-kind contribution to the CRISI
Grant. This contribution, which has an estimated value of at least $6,000,000, will serve as a tangible example
of our company’s dedication to this important project.

On a personal note, we have worked closely with local leaders in Ely, and we have a good idea of what a great
and positive impact the rehabilitated Nevada Northern Railway will have on all facets of the Ely community —
including improved economic, quality of life, housing and infrastructure in this great community. We know
how important this project will be for the long-term improvement and viability of the City of Ely and the
region, and therefore, wholehcartedly support the project and will assist in any way we can to make it a reality.

We support FRA’s careful review and approval of the City of Ely’s application; please let me know if we can
provide additional information.

Sincerely,

Steve Spitze
COO0
White Pine Metals LLC

WPM

CC: PROJECT CONTACT



The First National Bank of Ehy
Chentered Februany 23, 1907

May 14, 2024

The Honorable Amit Bose
Administrator

Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements ("CRISI"} program grant
application for the Nevada Northern Railway Rehabilitation for Freight Traffic.

Dear Administrator Bose:

The First National Bank of Ely {Nevada’s oldest Bank established February 23, 1907) supports the
City of Ely’s and the Nevada Northern Railway Foundation’s grant application under the CRISI
Program to fund the rehabilitation of 117 miles of railroad track from Shafter, Nevada to Ely,
Nevada to freight service standards. We wholeheartedly support this grant request for funding
to facilitate the restoration of the railroad. Awarding this grant will address the following issues:

e Enhancing the local economy by providing more cost-effective transportation of
essential commaodities to our community.

¢ Opening of the main line will also assist KGHM, a large local copper mine with the
transport of copper concentrate to the main line at Shafter in a safer more economical
manner. This would extend the mine's life and provide major employment opportunities
to our community.

s Rail transportation is the most environmentally friendly means of ground freight
transportation,

s Improving quality of life/lower transportation costs

¢ Providing connectivity to the international freight network

in supporting the grant application, The First Natienal Bank of Ely underscores the potential
economic growth and job creation opportunities, emphasizing the importance of the project for
future development. We express confidence in the FRA’s careful consideration and approval of
this grant application under the CRISI program.

President

CC: Nathan Robertson, Mayor, City of Ely
Mark Bassett, President, Nevada Northern Railway Foundation

595 Aulinan St Ly, NV 89301 ¢ 775280 4441 [ix 775 2H50-8301




¢ KGHM

23 May 2024

The Honorable Amit Bose
Administrator

Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (“CRISI”) Program grant application of the
City of Ely for the Nevada Northern Railway

Dear Administrator Bose:

I am writing in support of the City of Ely (Nevada) grant application under the CRISI Program to partially
fund the Nevada Northern Railway: Rehabilitating A Key Infrastructure Lifeline in Rural Nevada Project.
On behalf of KGHM, I want to express our earnest support for this project. The rehabilitation of the Nevada
Northern Railway (“NNRY™) will reconnect our mine with the general railroad system, enabling us to safely
transport approximately 3.000 carloads of freight per vear, removing trucks from the road and improving
the economic viability of our operation.

To further show our support for this project, KGHM Robinson Mine is willing to provide approximately
336k tons of ballast materials as a contribution to the CRISI Grant, which would add significant value to
the overall project effort.

KGHM has two operating mines in the United States as well as several more around the world. As noted
above Robinson produces considerable quantities of bulk copper concentrate and has been in continuous
operations for 20 years with 12 years of current mine life remaining. Economic improvements could extend
mining even further and bolster the White Pine County economy.

By helping to fund the proposed project, the FRA will enable all of Northeast Nevada to grow. As a result,
current jobs at industries utilizing rail service will be more secure, and improved rail infrastructure will
assist the economic development efforts in this area to attract additional businesses, creating more direct
and indirect jobs for our region.

We support FRA’s careful review and approval of the City of Ely’s application.

Sincerely,

I o

Neil Jensen
VP & GM Robinson
CC: Mayor Nathan Robertson

Robinson Nevada Mining Company T+1 775 289 7000
Robinson Mine www kghm.com

4232 West White Pine County Rd 44
Ruth, NV 89319 USA



College of Business

Tuesday, May 14, 2024

To: The Honorable Amit Bose
Administrator
Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Letter of Support, Consolidated Rail Infrastructure and Safety Improvements (CRISI) Program
Grant Application on Behalf of the Nevada Northern Railway Track Rehabilitation for Freight
Traffic

Dear Administrator Bose,

On behalf of the University Center for Economic Development, Nevada’s only U.S. Economic
Development Administration funded University Center Program and part of the College of Business at the
University of Nevada, Reno, and on behalf of the Nevada Lithium Battery and Other Electric Vehicle (EV)
Materials Regional Technology and Innovation Hub {Nevada Tech Hub), one of only 32-nationally
designated U.S. Economic Development Administration Regional Technology and Innovation Hubs, it is
my sincere pleasure to submit this letter of support on behalf of the City of Ely’s and the Nevada Northern
Railway Foundation’s CRISI program grant application. The City of Ely’s effort, and that of White Pine
County and the broader northeastern Nevada region, to rehabilitate 117 miles of railroad track from Shafter,
Nevada to Ely, Nevada to freight service standards as part of this CRISI program grant application is one of
several projects identified in the infrastructure component of the Northeastern Nevada Regional
Development Authority’s/Northeastern Nevada Economic Development District’s current five-year
Comprehensive Economic Development Strategy (CEDS) and is a critical priority infrastructure and
community capacity project as outlined in the University Center for Economic Development’s recently
submitted Nevada Tech Hub Phase 2 application.

The northeastern Nevada region, which includes the City of Ely and White Pine County, along with Elko
County, Eureka County, and Lander County, is a major hub for various mining and natural resource
extraction efforts. Improvements in the region’s infrastructure, especially rail infrastructure designed to
support broad freight and industrial-level traffic, is a critical first step toward ensuring overall U.S. national
security through the continued growth of the state of Nevada’s mining and natural resource extraction
industry sector. The Nevada Tech hub is primarily focused on enhancement of Nevada’s lithium batteries,
other critical elements, and other EV materials industry sector and related sub-sectors to further strengthen
U.S. national security, implement critical elements of the federal Administration’s climate mitigation
strategy through further electrification, and ensure U.S. global economic competitiveness in the EV and EV-
related industry sector. The City of Ely is an essential part of the Nevada Tech Hub’s overall strategy to
ensure that various critical elements, including copper in addition to lithium and other rare earth metals and
various critical elements including gold, can be extracted, processed, and transported efficiently and

University Center for Economic Development
University of Nevada, Reno/0024

Reno, Nevada 89557

{775} 784-1655 Office
https:/fwww.unr.edu/business/centersfuced



effectively to various EV battery and other EV related material advanced manufacturers, including Telsa
and Panasonic North America among many others, located throughout the state of Nevada and throughout
other parts of the United States. This project, which specifically focuses on rehabilitating up to 117 miles of
railroad track to freight service standards, is essential to the Nevada Tech Hub’s overall strategy of pursuing
and completing major infrastructure and community capacity enhancement projects that will further support
the continued growth of Nevada’s lithium battery, other critical elements, and other EV materials industry
sector and other related sub-sectors.

In supporting this specific CRISI program grant application being pursued by the City of Ely and by the
Nevada Northern Railway Foundation, the University Center for Economic Development and the Nevada
Tech Hub underscores the potential economic growth and job creation opportunities for the state of Nevada
and for communities located throughout northeastern Nevada, in addition to the obvious national security
and climate change mitigation potential benefits as previously outlined in this letter of support, emphasizing
the importance of the project for the Nevada Tech Hub’s long-term objectives and strategic goals. The
University Center for Economic Development and the Nevada Tech Hub strongly supports this CRISI
program grant application and is confident in the Federal Railroad Administration’s careful consideration
and possible approval of this grant application.

If you or anyone from the Federal Railroad Administration have any questions about this letter or support,
or about the University Center for Economic Development and/or the Nevada Tech Hub, please feel free to
contact me by phone (775.784.1655) or by email (fred@unr.edu).

Sincerely,

r P
e _.- I_.-" #:
I!;';W,.{A ( {L/(; ﬁ_,.u N\

Dr. Frederick Steinmann
Director, University Center for Economic Development
Principal Investigator, Nevada Regional Technology and Innovation Hub

\TECH HUBS'

& A US E

OFFICIAL DESIGNEE | /1

TEGHHUBS LOV

Cec:  Nathan Robertson, Mayor, City of Ely
Mark Bassett, President, Nevada Northern Railway Foundation
Michael Flores, Vice President, Government and Community Engagement, University of Nevada,
Reno
Richard Bartholet, Regional Innovation Officer, Nevada Regional Technology and Innovation Hub,
University of Nevada, Reno

University Center for Economic Development
University of Nevada, Reno/0024

Reno, Nevada 89557

{775) 784-1655 Office
https://www.unr.edufbusiness/centers/uced



| White Pine Chamber of Commerce
.| 636 Aultman St. Ely, NV. 89301
775-289-8877
S

The Honorable Amit Bose
Administrator

Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (“CRISI”) program grant
application for the Nevada Northern Railway Track Rehabilitation for Freight Traffic.

Dear Administrator Bose:

The White Pine Chamber of Commerce supports the City of Ely’s and the Nevada
Northern Railway Foundation’s grant application under the CRISI Program to fund the
rehabilitation of 117 miles of railroad track from Shafter, Nevada to Ely, Nevada for freight
service standards.

We wholeheartedly support this grant request for funding to facilitate the restoration
of the railroad. Awarding this grant will address the following issues: Economic diversification
and expanded prospects of sustainability to major industrial and green energy development;
Alleviation of heightened costs of goods and services specifically concerning infrastructure and
housing; Rail transport is noted as the most environmentally friendly means for
ground freight transportation; And transitioning freight to rail would remove nearly 1,000 trucks
per month from area roads, significantly reducing truck traffic, and reducing environmental
impacts.

In supporting the grant application, [, along with the executive Board of Directors of The
White Pine Chamber of Commerce, underscore the potential economic growth and job creation
opportunities, emphasizing the importance of the project for future development. We express
confidence in your careful consideration and approval of this grant application under the CRISI
Program.

Sincerely,

Shadrah Robertson

CEO- White Pine Chamber of Commerce
775-289-8877
wpcc@whitepinechamber.com



WHITE PINE COUNTY TOURISM AND RECREATION BOARD

Bristlecone Convention Center & Visitors Bureau

May 20, 2024

The Honorable Amit Bose
Administrator

Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (“CRISI”) program grant application for
the Nevada Northern Railway Track Rehabilitation for Freight Traffic.

Dear Administrator Bose:

The White Pine County Tourism and Recreation Board supports the City of Ely’s and the Nevada
Northern Railway Foundation’s grant application under the CRISI Program to fund the rehabilitation of
117 miles of railroad track from Shaficr Nevada to Ely Nevada to freight service standards. We
wholeheartedly support this grant request for funding to facilitate the restoration of the railroad. While
there are many community and economic benefits as part of this proposal, we would like to highlight
what we feel is most important to tourism and diversifying our cconomy. This project would remove
heavy truck traffic from our historic downtown and community event spaces, enhancing safety for locals
and visitors. This project would improve mobility and community connectivity by linking White Pine
County to the broader transportation network, reducing isolation and tying the community into the
international freight network. Expanding the tracks to freight standards and connecting into the national
lines would also create economic competitivencss and opportunity by lowering transportation costs and
making the area more viable for new industrics to relocatc and diversify the county’s economy.

In supporting the grant application, White Pinc County Tourism and Recreation underscores the potential
economic growth and job creation opportunitics, emphasizing the importance of the project for future
development. We express confidence in the FRA's careful consideration and approval of this grant
application under the CRISI Program.

Sincc%l,

. Kyle Horvath
Dircector of Tourism

CC: Nathan Robertson, Mayor, City of Ely

Mark Bassett, President, Nevada Northern Railway Foundation

150 61h Street ¢ Ely, Nevada 89301
775 289-3720 * 800 496-9350 » Fax 775 289-6757




NORTHEASTERN NEVADA ECONOMIC DEVELOPMENT DISTRICT

The Honorable Amit Bose
Administrator

Federat Ratlroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (“CRISI™} program grant application for the
Nevada Northern Railway Track Rehabilitation for Freight Traffic.

Dear Administrator Bose:

The Northeastern Nevada Economic Development Distrist (NNEDD) supports the City of Ely’s and the
Nevada Northern Railway Foundation’s grant application under the CRISI Program to fund the rehabilitation
of 117 miles of railroad track from Shafter Nevada to Ely Nevada to freight service standards. We
wholeheartedly support this grant request for funding to facilitate the restoration of the railroad. Awarding
this grant will address the following issues:

The NNRY previously provided freight and passenger service throughout Northeastern Nevada.
Unfortunately, over the last several decades, the line has become outdated and obsolete. As a result, NNRY
was forced to limit their activities to educational and recreational rail services. This lack of modernized rail
has kept potential businesses out of northeastern and central Nevada, thereby suppressing the economy of
the entire region.

However, NNRY can still have a future as a freight and passenger line. A rail connection between the City
of Ely and Elko County would allow agricultural facilities and mining companies to ship much more freight
than is currently possible by truck, and it would reduce the carbon footprint of these activities at the same
time.

In supporting the grant application, the Northeastern Nevada Economic Development District underscores
the potential economic growth and job creation opportunities, emphasizing the importance of the project for
future development. We express confidence in the FRA's careful consideration and approval of this grant
application under the CRISI Program.,

Sincerely,
r]E*T'uﬁ-’ i:)-%
Jamie Beasley

Director

CC: Nathan Robertson, Mayor, City of Ely
Mark Bassett, President, Nevada Northern Railway Foundation

(775) 738-2100

f‘_';;-\___' NNEDD McMullen Hall, #103 Jamie@nnedd.org

NORTHEASTERN NEVAOA Elko, NV 89801 www.nnedd.org
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Elko County Board of Commissioners

540 Court Street Suite 101 - ElkO, Nevada 89801 Commissioners

775-738-5398 Phone + 775-753-8535 Fax Delmo Andreozzi

Wilde Brough

_/67 www.elkocountynv.net Travis Gerber
Jon Karr

Rex Steninger

Elko County Manager

Amanda Osborne

May 21, 2024 Executive Assistant
Michele Petty

Receptionist/Clerical
] Ashley Dent
The Honorable Amit Bose

Administrator

Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (*CRISI") program grant
application for the Nevada Northern Railway Track Rehabilitation for Freight Traffic.

Dear Administrator Bose,

On behalf of the Elko County, we are pleased to offer this letter of support for the City of Ely,
Nevada in conjunction with the Nevada Northern Railway (NNRY) Foundation and their
application requesting CRISI Grant funding for the replacement and enhancement of the NNRY
rail line between the City of Ely and the Shafter connection in Elko County.

Elko County borders White Pine County to the north and as such, our two jurisdictions have
many things in common. Both counties rely heavily on two industries for their economic well-
being; agriculture, which has been prominent since the first settlers arrived to Nevada and
mining which came shortly thereafter. Further, both counties are quite remote, sparsely
populated, and contain a tremendous amount of federally owned (BLM & USFS) and managed
iand. As such, we find ourselves facing many of the same challenges, pursuing the same goals,
and fighting the same battles.

The proposed rehabilitation of the NNRY line between the city of Ely and the Shafter connection
in Elko County would create a highly efficient rail transport option connecting the two counties
and creating a tremendous amount of economic potential. Not only would various agriculture
producers and mining operators from White Pine County be able to access the Union Pacific
Mainline in Elko County, but Elko County supply chain entities could provide goods and
equipment at a cheaper cost to White Pine County businesses.

Aside from the industrial benefits that we foresee with this initiative, a tremendous amount of
tourism potential exists as well. NNRY is aiready known for its recreational passenger services;
however, this project could open up an entirely new recreational rail experience that rivals that
of the Durango-Silverton and the Great Smokey Mountain histeric rail adventures. Passengers
from all over the world could catch the NNRY in Carlin, Nevada where they can learn of
nineteenth century Chinese rail workers who originally laid the track across the continental
United States; then, ride the rails stopping in several rural Nevada communities adding to their
tourism revenue and ending in Ely where they can visit the NNRY Railway Museum and stay in
the historic Nevada Hotel, once one of the tallest buildings in the state. The possibilities are only
limited by our imagination.



Due to the enormous amount of economic and tourist potential along with the mutual benefits
that could be realized by both counties, we, the Elko County Board of Commissioners,
enthusiastically support the City of Ely in conjunction with the NNRY Foundations’ application
for CRISI grant funding and would ask that your administration seriously consider awarding
funds to this worthy applicant.

Respectfully,

OwandBonne

Amanda Osborne
County Manager



BERT K. GURR A COMMITTEES

ASSEMBLYMAN Member
Diskict N33 Nevada Assembly e AR
Eighty-Second Session Naturagiesources
May 20, 2024 LEGISLATIVE BUILDING:

401 South Carson Street

Carson City, Nevada 89701-4747

Office: (775) 684-8831

The Honorable Amit Bose, Administrator _ Fax, (775) 684-8533

. .. . Email. Bert Gur@asm state.nv.us
Federal Railroad Administration www leg.state nv.us
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (“CRISI”) program grant application for
the Nevada Northern Railway Track Rehabilitation for Freight Traffic.

Dear Administrator Bose:

As the Nevada Assemblyman for District 33, I'm writing in wholehearted support of the grant application
being made by the City of Ely and the Nevada Northern Railway Foundation under the CRISI Program.
Funding the rehabilitation to freight service standards of 117 miles of railroad track from Shafter, Nevada
to Ely, Nevada is vital; awarding this grant will address the following issues:

*  The current state of the railroad—much of which dates back to the early 20" century—requires
significant investment to meet modern standards for freight transport.

= Both the City and the Foundation have a successful track record of public partnerships, and
approving this grant will provide new opportunities for local mines and for businesses and
industries to locate in White Pine County.

® Also, removing heavy truck traffic from our highways, especially near White Pine County Middle
School, enhances safety for the community.

In supporting the grant application, I want to reinforce its value in supporting the potential economic
growth and job creation opportunities, and emphasize the importance of the project for future

development. I am confident that your careful consideration will result in approval of this grant application
under the CRISI Program.

Sincerely,
AR, G

Bert K. Gurr
Nevada Assemblyman, District 33

CC: Nathan Robertson, Mayor, City of Ely
Mark Bassett, President, Nevada Northern Railway Foundation



OFFICE OF THE LIEUTENANT GOVERNOR

STAVROS S. ANTHONY
LIEUTENANT GOVERNOR

May 14, 2024

The Honorabla Amit Bose
Administrator

Federal Railroad Admin|stration
1200 New lersey Avenue SE
Washington, DC 20590

RE: Consolidated Rall Infrastructure and Safety Improvements {“CRISI”} program grant application for the
Nevada Northern Railway Track Rehabilitation for Freight Traffic,

Dear Administrator Boss,

As Llautenant Gavernor of Nevada, | am in support the City of Ely’'s and the Nevada Northern Railway
Foundation's grant application under the CRISI Program to fund the rahabilitation of 117 miles of railroad
track from Shafter Nevada to Ely Nevada to freight sarvice standards. Awarding this grant will address the
following issues:

¢ Safety: Removing heavy truck traffic from highways, especially near places like the White Pine
County Middle School, enhances safaty for the community.

¢ Environmental Sustainability: Rail transport is noted as the most environmentally friendly means
for ground frelght transportation. Transitloning freight to rail would remove nearly 1,000 trucks per
month from area roads, significantly reducing truck traffic, and reducing environmental impacts.

¢ Improves Mobility and Community Connectivity: Rehabilitating the railroad would connect White
Pine County to tha broader transportation natwork, reducing Isolation and tying the community Into
the International frelght network.

e State of Good Repalr: The current state of the railroad, much of which dates back to the early 20th
cantury, requires significant investment to meet modern standards for freight transport.

¢  Partnership and Collaboration: The City and the Foundation have a successful track record of
public-private partnerships. Approving this grant would provide new opportunities for local mines,
businesses, and industries to locate in White Pine County.

I wholeheartedly support this grant raquest to facilitate the restoration of the railroad. in supporting the
application therae is a potential for economic growth, job creation opportunities, and future development in
the state of Naevada, | have confidence In the FRA's careful consideration and approval of this grant
application.

Sincerely,

T,

Stavros S. Anthony
Nevada Lieutenant Governor

CC: Nathan Robartson, Mayor, City of Ely Mark Bassett, President, Nevada Northarn Railway Foundation

101 North Carson St. « Ste. 2 » Carson City » Nevada * 89701 « Office: (775) 684-7111
555 East Washington Ave. » Ste. 5500 « Las Vegas « Nevada + 89101 » Office: (702) 486-2400



808 W Nye Lane, Carson City, NV 89703
m 1 State of Nevada Way, 4" Floor, Las Vegas, NV, 89119
TGO GEVERBIT'S BFICE ¥F ECON 0T BEVELGPNENT 775.687.9900

GOED.NV.GOV

May 22, 2024

The Honorable Amit Bose
Administrator

Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (“CRISI*) program grant application for the
Nevada Northern Railway Track Rehabilitation for Freight Traffic.

Dear Administrator Bose,

The Nevada Governor's Office of Economic Development (GOED) supports the City of Ely and the Nevada
Northern Railway Foundation’s grant application under the CRISI Program to fund the rehabilitation of 117
miles of railroad track from Shafter Nevada to Ely Nevada to freight service standards. We support this grant

request for funding to facilitate the restoration of the railroad.

The rehabilitation is listed in the Nevada State Rail Plan and supports GOED's State Plan efforts to identify
growth opportunities for freight rail that attract private-sector business and investment community funding.

In supporting the grant application, GOED underscores the potential economic growth and job creation
opportunities, emphasizing the importance of the project for future development. | express confidence in
the FRA's careful consideration and approval of this grant application under the CRISI Program.

Sincerely,

Thomas J. Burns
Executive Director

CC: Nathan Robertson, Mayor, City of Ely
Mark Bassett, President, Nevada Northern Railway Foundation

Governcr Joe Lombardo
Executive Director Thomas 1. Burns



Laurie L. Carson, Chairman 1786 Great Basin Bivd., Suite 3

Janet VanCamp, Vice Chairman Ely. Nevada 89301
Commissioner Richard Howe (775) 293-6509
Commlssioner Shane Bybee Fax (775) 289-2544
Commissioner Hank Vogler

Nichole Stephey, Ex-officio Clerk of the Board Wblte iB ine QEnuntp WPClerk@WhitePineCountyNV.Gov

Board of County Commigsioners

May 8, 2024

The Honorable Amit Bose
Administrator

Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (“CRISI") program grant application for the
Nevada Northern Railway Track Rehabilitation for Freight Traffic.

Dear Administrator Bose:

The White Pine County Commissioners support the: City of Ely’s and.the Nevada Northem Railway
Foundation’s grant application under the CRIS! Program to fund the rehabilitation of 117 miles of railroad track
from Shafter Nevada to Ely Nevada to freight service standards. We wholeheartedly support this grant request for
funding to facilitate the restoration of the milroad. Awarding this grant will address the following issues:

1. Safety: Removing heavy truck traffic from highways, especially near places like the White Pire County
Middle School, enhances safety for the community.

2. Environmental Sustainability: Rail transport is noted as the most environmentally friendly means for ground
freight transportation. Transitioning freight to rail would remove nearly, 1,000 trucks per month from area
roads, significantly reducing truck traffic, and reducing environmental impacts.

3. Quality of Life: Opening the railroad enables more cost-effective transportation of building materials, which
could address the community's housing shortage by making construction more affordable.

4. Improves Mobility and Community Connectivity: Rehabilitating the railroad would connect White Pine
County to the broader transportation network, reducing isolation and tying the community into the international
freight network.

5. Economic Competitiveness and Opportunity: Lowering transportation costs, particularly for major
employers like the mines, enhances economic viability. Additionally, improved transportation infrastructure
will attract new industries to the area, creating new economic prospects for the community.

6. State of Good Repair: The current state of the railroad, much of which dates back to the early 20th century,
requires significant investment to meet modem standards for freight transport.

7. Partnership and Coltaboration: The City and the Foundation have a successful track record of public-private
partnerships. Approving this grant would provide new opportunities for Jocal mines, businesses and industries
to locate in White Pine County.



In supponting the grant application, White Pine County underscores the potential economic growth and job
creation opportunities, emphasizing the importance of the project for the county's future development. The
Commissioners express their confidence in the FRA's careful consideration and approval of this grant application
under the CRISI Program.

Commission Chairman

CC: Nathan Robertson, Mayor, City of Ely
Mark Bassett, President, Nevada Northem Railway Foundation



3PL OPERATING INC.

20 May 2024
Via Email

The Honorable Amitabha Bose, Administrator
Federal Railroad Administration

1200 New Jersey Avenue SE

Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (CRISI)
Program Grant Application
City of Ely for the Nevada Northern Railway

Dear Administrator Bose,

3PL Operating Inc. (3PL) wishes to express strong endorsement in favor of the CRISI Program
Grant for the City of Ely and commits to providing expertise toward the Program success as
needed. 3PL is developing the Railroad Valley Project (Project) located about 90 miles southwest
of Ely, in Nye County, Nevada. Eight years of advanced scientific assessment, well drilling, pump
testing, and more than $20M invested have delineated a greater than 10,000-acre resource of trona
(sodium carbonate), boron, and lithium among other minerals under the Railroad Valley playa.
Measured, indicated, and inferred resources are in excess of 4.2B tons trona, 205M tons boron,
136M tons lithium carbonate, and 0.15M tons molybdenum. Lithium is a critical mineral as
determined by the United States Department of Interior. Total risk-discounted value of the
combined minerals in the southern one-third of the orebody (where resources are best defined)
exceeds $300B.

The vast scale of the resource will necessitate rail development. Commercial production will start
in 2029 and ramp towards 10,000 tons per day as infrastructure allows. Direct-employed
workforce would exceed 50 employees. Without access to rail, economic viability of the Project
diminishes and risk to U.S. energy and mineral security increases. Purity of Project minerals are
sufficient to displace overseas production provided markets are made accessible.

3PL is advancing a significant, expanded exploration drilling and testing campaign for 2024 and
2025. 3PL has engaged the Bureau of Land Management and is proceeding through National
Environmental Policy Act requirements to permit expanded operations. 3PL’s understanding of
rail development timeframes and specifics will be important in the ongoing NEPA action.

3PL. is committed in its support to responsible railroad expansion and development in Nevada.
The CRISI Program Grant for Nevada Northern represents a significant opportunity to ensure
availability of critical minerals and improve quality of life and security for Americans.

Please do not hesitate to reach out to Matt Dusenbury at 775-379-9148 or
mattd@3ploperating.com with any questions or concerns. We look forward to working with you.



Consolidated Rail Infrastructure and Safety Improvements
Program Grant Application

City of Ely for the Nevada Northern Railway

20 May 2024

Page 2
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May 17, 2024

The Honorable Amit Bose
Administrator

Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (“CRISI”) program grant
application for the Nevada Northern Railway Track Rehabilitation for Freight Traftic.

Dear Administrator Bose:

This letter serves as Silver Lion Farms’ support of the City of Ely’s and the Nevada Northern
Railway Foundation’s grant application under the CRIS! Program to fund the rehabilitation
of 117 miles of railroad track from Shafter Nevada to Ely Nevada to freight service
standards. We support this grant request for funding to facilitate the restoration of the
railroad. Awarding this grant will address the following issues:

The City of Ely is a very rural community located in White Pine County, Ncvada. Ely is
located 243 miles from Las Vegas, 242 miles from Salt Lake City, Utah, and 252 miles from
Twin Falls, ldaho and 321 miles from Reno, Nevada. The largest industries are mining,
agriculture and tourism. The extreme high increase of costs for transporting products into
and out of Ely has greatly burdened our citizens and local businesses.

The Northern Nevada Rail was built in the early 1900's to support one of the largest open
pit copper mines, which is still in operation today. The mine utilized the rail road to transport
their ore to the mill, citizens between communities and schools and was additionally utilized
to transport goods and materials in and out of our very remote community. Unfortunately,
due to the age and decline in condition of the rail, the mine has had to utilize trucks 24 hours
a day to move the ore [rom the minc to Wendover, Nevada, to on load to the Union Pacific
rail line. Many local businesses installed rail spurs many years ago and utilized the rail road
1o bring in goods for their businesses and as a way to get local products into other markets.
Unfortunately, the rail spurs sit idle and local businesses have also been forced to utilize
trucking companies and absorb the high cost of transportation for their businesscs.

Silver Lion Farms purchased 6,000 acres of agricultural land 60 miles north of Ely in 2018
and currently grow organic alfalfa and hemp. We recently completed a 300,000 sq. foot
“state of the art” greenhouse and would like to continue to expand our business in White
Pine County. The existing Nevada Northern Rail line runs right by our farm, having the
ability to add a rail spur and utilize rail rather than trucks to ship our products to market
would greatly benefit our business and many other local businesses. We currently employ
40-50 full time employees and provide shuttle transportation to and from the farm and Ely
daily. We have discussed the possibility of adding a passenger car on the rail if updated, to
accommodate the daily transportation of our employees.



In supporting the grant application, Silver Lion Farms emphasizes the potential for our
community’s economic growth and job creation opportunities. We would like to express our
appreciation of the FRA's careful consideration and approval of this grant application under
the CRISI Program.

Sincerely,

Donna Bath

—— !

L nowa (act L

Director of Community Relations and Special Projects
Silver Lion Farms

30955 US-93
Ely, Nevada 89301

CC: Nathan Robertson, Mayor, City of Ely
Mark Bassett, President, Nevada Northern Railway Foundation



CURRIE CROSSING

U.S. Highway 93 T Nevada Northern Railway
Currie, Nevada
HC 33, Box 33875
Ely, Nevada 83301

May 20, 2024

The Honorable Amit Bose
Administrator

Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (“CRISI”} program grant
application for the Nevada Northern Railway Track Rehabilitation for Freight Traffic.

Dear Administrator Bose:

| own the small town of Currie, Nevada that includes the old store, cafe, gas station, cabins, and
several other buildings. My property fronts U.S. Highway 93 and adjoins the Nevada Northern
Railway track and the historic railroad depot. U.S. Highway 93 is a major north-south route
through Idaho, Nevada, and Arizona from Canada to Mexico. For nearly one hundred years,
Currie was the midway stopping point for the Railrcad between Cobre and Ely. Crews and
passengers used to stay at Currie, and the old Currie Depot and Currie Hotel are still standing,
although both are in bad shape.

There are no services for 126 miles on U.S. Highway 93 between the towns McGill and Wells,
Nevada. Currie is midway between the towns and used to offer travel services including gas,
food, and lodging. Traffic on Highway 93 has increased significantly over the past few years, and
| am now assessing whether to reopen the town. The age and nature of Currie may make it a
candidate for restoration grants and historic designation. Reopening the Nevada Northern
Railway is a necessary key to reopening Currie and reopening both the Railroad and Currie
would provide many economic benefits to both Elko and White Pine counties.

( fully support the City of Ely and Nevada Northern Railway Foundation’s grant application under
the CRISI Program to partially fund the Track Rehabilitation Project. By helping to fund the
proposed project, the FRA will enable Northeastern Nevada's travel, mining, agricultural,
petroleum, and other industries to grow.

| urge FRA’s careful review and approval of the City of Ely and Nevada Northern Railway
Foundation’s grant application.

Sincerely,

AN

Glenn Taylor
Owner




TAYLOR WESTERN RESOURCES, LLC

P.0. Box 151732
Ely, Nevada 89315-1732

May 23, 2024

The Honorable Amit Bose
Administrator

Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (“CRISI”) program grant
application for the Nevada Northern Railway Track Rehabilitation for Freight Traffic.

Dear Administrator Bose:

[ am writing in support of City of Ely and Nevada Northern Railway Foundation’s grant
application under the CRISI Program to partially fund the Track Rehabilitation Project. We fully
support this request for funding to facilitate the reconstruction of this railroad that will support
commerce and assure cost-effective, reliable, and safe rail service to serve the shippers and rural
communities of Elko, Eureka, and White Pine Counties in Northeastern Nevada.,

Taylor Western Resources owns a large parcel of private land in Elko County that has extensive
water rights and is being considered for development by several companies. Possible
developments include solar power, sustainable agriculture, and mineral processing facilities. The
lack of economic rail transportation has been the major hurdle to development.

By helping to fund the proposed project, the FRA will enable Northeastern Nevada’s mining,
agricultural, petroleum, and other industries to grow. As a result, current jobs at industries
utilizing rail service will be more secure, and improved rail infrastructure will assist the
economic development efforts in this area to attract additional businesses, creating more direct
and indirect jobs for Northeastern Nevada.

Taylor Western supports the City of Ely and Nevada Northern Railway Foundation’s grant
application under the CRISI Program to fund the Track Rehabilitation Project. By helping to
fund the proposed project, the FRA will enable Northeastern Nevada’s industries to grow and
prosper in a region that badly needs economic development.

We fully support the FRA’s careful review and approval of the City of Ely and Nevada Northern
Railway Foundation’s grant application.

Sincerely,

Glenn Taylor
Manager



May 22, 2024

The Honorable Amit Bose
Administrator

Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (“CRISI”) program grant
application for the Nevada Northern Railway Track Rehabilitation for Freight Traffic.

Dear Administrator Bose:

Cardigan-West Resources is a Nevada limited-liability company that owns numerous
mining claims in Elko and White Pine counties. The mining claims in Elko County are
associated with the Victoria Copper Mine near the Nevada Northern; mines in the area
used to ship ore and concentrate on the Railroad. The area is currently being explored by
a large mining company and reopening the Raiiroad would be a tremendous incentive to
put the mines back into production.

Cardigan-West also owns two large parcels of private land in Elko County: one at Currie
and the other near Shafter at the Union Pacific/Nevada Northern rail interchange. Both
properties have been considered for industrial development, but lack of rail transportation
has been the major problem.

Cardigan-West fully supports the City of Ely and Nevada Northern Railway Foundation’s
grant application under the CRISI Program to fund the Track Rehabilitation Project. By
helping to fund the proposed project, the FRA will enable Northeastern Nevada’s
industries to grow and prosper in a region that badly needs economic development.

We wholeheartedly support the FRA’s careful review and approval of the City of Ely and
Nevada Northern Railway Foundation’s grant application.

Sincerely,

Rog%owefs

Manager



Sky Quarry Inc.
707 W 700 S, Suite 101
Wood Cross, UT 84087

www.skyguarry.com

MAY 15, 2024

The Honorable Amit Bose
Administrator

Federal Railroad Administration
1200 New Jersey Avenue SE
Washington, DC 20590

RE: Consolidated Rail Infrastructure and Safety Improvements (“CRISI”) Program grant application of the
City of Ely for the Nevada Northern Railway

Dear Administrator Bose:

The rehabilitation of the Nevada Northern Railway, as proposed in the City of Ely’s application for partial
funding under the FRA's CRIS! Program, is a transformational project that will have material impacts to
the region and our sustainable roofing shingle recycling company. As the CEQ of Sky Quarry, | want to
express my sincere support of this project.

Our unique company is positioned to convert used roofing shingles, which contain up-to 25% bitumen,
into recycled oil, avoiding placing those waste-stream materials into landfills. To support this unique
business, we acquired Foreland Refining Corporation in October 2022, which operated the Eagle Springs
Refinery just outside of Ely, Nevada. This relatively new refinery, opened in 1992, is a key asset in our
ability to grow this key renewable energy product.

Our refinery currently processes roughly 500,000 to 600,000 barrels of oil per year, which is limited in
part due to the transportation logistics of having to truck those commodities nearly 300 miles to market.
The rehabilitation of the Nevada Northern Railway will enable our firm to develop an oil transload site in
the vicinity of Ely and increase our production of sustainable transportation fuels, including the
refinement of renewable diesel, for domestic uses.

Our estimates indicate that the rail connectivity will enable our company te approach our permitted
capacity of 5,000 barrels per calendar day, which would enable us to process both inbound synthetic
roofing shingle cil as well as domestic cil products on the order of 2,880 carloads of freight per year on
the Nevada Northern Railway.

We support FRA's careful review and approval of the City of Ely’s application.

Sincerely,

C‘:)(C—}( ¢ i lloreie

David Sealock
Chairman & CEQ
Sky Quarry, Foreland Refining



CRISI GRANT SUBMISSION — NNRY PROJECT

APPENDIX F

PRELIMINARY ENGINEERING

CONTENTS

¢ NNRY PRELIMINARY ENGINEERING REPORT,
INCLUSIVE OF PAST RELEVENT STUDIES

e DETAILED CORRIDOR MAPS



NEVADA NORTHERN RAILWAY
REHABILITATION AND RESTORATION STUDY

JANUARY 22, 2024

Created by: the National Rail Consulting Group

2026 E. 1% St. Duluth, Minn. 55812

@ PAGE 1



TABLE OF CONTENTS

INTRODUGHON et a Sl aisiirsadiinnie 3

1. PREVIOUS STUDIES OF NNRY ......ccccocumrmmsemmnissermsissmemsmeess s sesssisssresis 4

2 NRCEOMNSITE BISPECTION io i niitiaiiinditihadisn iecsticossiiesinissh G50 10

3. RESTORATION APPROACH AND COST ESTIMATE .........occoooicrrinnsiinie 17

B, CITNEIISIOM oo animoniinssiesssisi s iy S s A oyt 23
APPENDICES:

Appendix A - RLBA STUDY 1

Appendix B - DEA STUDY - EA

Appendix C - RLBA STUDY 2

Appendix D - CRS ENGINEERING STUDY
Appendix E - Supporting Capital Cost Information

PAGE 2



INTRODUCTION

FMW SOLUTIONS LLC d/b/a the NATIONAL RAIL CONSULTING GROUP (“NRCG”) was retained by the CITY
OF ELY (Nevada) and the NEVADA NORTHERN RAILWAY FOUNDATION to assist those clients in determining
the economic viability of returning the NEVADA NORTHERN RAILWAY (“NNRY”) to operational condition.

The NNRY was originally constructed between September 1905 and September 1906, and its primary purpose
was to serve as a freight conduit to support the copper mining operations in the region. The line extends between
Cobre, Nevada and the mine at Ruth, Nevada, which, including historical branch lines, totaled 165.86 miles
in total length. A map of the rail line today, showing total milage and track in service, is shown on the following

page.

The rail line operated actively between 1906 and 1978, at which point the Robinson mine was temporarily
closed. The smelter at McGill was closed in June 1983, effectively suspending all freight rail operations on the
line. The LOS ANGELES DEPARTMENT OF WATER AND POWER putchased che entire rail line in 1987 with the
intention of developing a coal-fired power plant in the vicinity. Meanwhile, mining resumed at Ruth in the
1990s by BROKEN HILL PROPRIETARY -
COMPANY (“BHP”), and rail line operations

resumed by the BHP NEVADA RAILROAD in

1996. These operations continued until 1999,

when the mine and railroad both again shut

down [shown at right].

The CITY OF ELY acquired the entirety of the
NNRY in 2005 to preserve it for future use and
to enable the preservation of the historic
NEVADA NORTHERN RAILWAY MUSEUM, The
NNRY is best known today as a heritage
railway, with the southern end of the rail line in
the vicinity of Ely serving as a preserved tourist

railroad. While the leaders of that heritage operation are advocates for this rail line restoration, the findings and
proposals outlined in this document are divorced from the operations and preservation of the historic portions
of this rail line.

This document outlines a serious, short line freight rail approach to restoring a key economic lifeline to rural
Northeastern Nevada. The following sections of this document outline a systematic study of rail line restoration
that was taken by key leadership of NRCG. The goal of this study is to bring up-to-date a series of rail line
rehabilitation and cost estimates produced over the past three decades, as well as to lay our a logical roadmap to
rail line restoration in the 2020s.
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1. PREVIOUS STUDIES OF THE NEVADA NORTHERN RAILWAY

The restoration of the NNRY main line has been studied exhaustively since the late 1990s. Much of these
studies had to do with the desire of the rail line’s former owner, the LOS ANGELES DEPARTMENT OF POWER
& WATER (owner from 1987-2006), and its affiliates that sought to install two coal-fired power generating
stations along the NNRY mainline, one in the vicinity of Raiff (MP 103) and another in the vicinity of Glenn,
Nevada (MP 118.5). To support the proposed development of these two power plants, a series of detailed
engineering, economic, and environmental studies were commissioned and completed.

[n advance of completing an on-site assessment of the rail corridor, NRCG completed a detailed review of five
(5) key studies associated with the rail line. A brief description of each review is provided hetein, in chronological
order,

“NEVADA NORTHERN RAILROAD PROJECT FEASIBILTY STUDY / BUSINESS PLAN”
Completed by: R.L. Banks & Associates, Inc., November 2, 2001

This 28-page long study was completed by the railroad economics and engineering firm R.L. BANKS &
ASSOCIATES, INC. (“RLBA™), a long-standing consulting company then headquartered in Washington, D.C.
The firm was well regarded for its railroad economics and cost-to-cure estimates, and this report provides a
business plan associated with the operation of unit coal trains over the rail line in support of at least one new
power plant that was to be in the vicinity of MP 84.5 near Cherry Creck.

The RLBA report does provide the most succinct and detailed, history of the rail line, copied below for review:

NNR was incorporated on May 29, 1905 and construction of the rail line was undertaken between
1905 and 1906. On June 12, 1933, Kennecort Copper Corporation (Kennecott) acquired all the
capital stock of NNR and operated NNR until its last shipment over the railroad in 1983. Over
the next several years, Kennecott negotiated with the Los Angeles Department of Water and Power
(LADWP) as to the potential lease or purchase of NNR's right-of-way. LADWP anticipated
utilizing the NNR to provide rail transportation access for coal shipments to a site near its right-of-
way where LADWP planned to build an electrical generating plant. In 1987, these negotiations
resulted in 1) the purchase by LADWP of the portion of NNR's line between McGill Junction,
Nevada and Cobre, Nevada and 2) the transfer to the White Pine Historical Railroad Foundation
(WPHRE) of the portion of NNR's right-of-way between McGill Junction, Nevada and Copper
Flat, Nevada. The assets transferred to WPHRFE included NNR's spur lines to McGill, Nevada and
East Ely, Nevada and railroad structures at Cherry Creek, Nevada, Currie, Nevada and Cobre,
Nevada.

This study takes an interesting approach to the rail line restoration and cost estimation, envisioning multiple
levels of track condition as it relates to forecasted demand — those levels of restoration are: 1) restoring as-is to
FRA Class 1 track standards (10 MPH); 2) restoring to FRA Class 2 track standards (25 MPH), and 3} restoring
to FRA Class 3 track standards (40 MPH). While the study does consider the potential of oil transload at Cherry
Creek, it does not consider moving common carrier freight from Ely or mine operations — the mine was dormant
at that time.

PAGE 4



The following Tables One and Two are taken from the RLBA study which has been augmented to include
2023 pricing. However, it outlines the capital cost approach taken by RLBA ac the rime. The pricing for 2023
dollars has been computed utilizing the BUREAU OF LABOR STATISTICS CONSUMER PRICE INDEX calculator,

and it does not necessarily reflect the cost to complete this work in 2023.

TABLE ONE - RLBA STUDY TABLE 4 {2001 DOLLARS)

e Capital Routine
ey AR Hndodcher Expen%ilures Maintenance
i Rehab Shafter (18.4} - McGill Jet (128.4), Class 1 $2,677,000 - $790,000
2 Rehab Cherry Creek {#1.3) - MP 84.5, Class 2 3,050,000 . 717,000
3 Rehab MP 84.5 - Mizpah {53.0), Class 3 7,998,000 $39,000 426,000
4 | Rehab Mizpch {MP 53) to Shafier {18.4} , Class 3 8,760,000 251,000 305,000
5+ | Ongoing Capital and Routine Maintenance 483,000 583,000
Ely Service - Years 1-15 {Annual) 577,000 403,000
Ely Service - Years 16+ [Annual) 214,000 277,000
SUBTOTALS | $22,485,000 | $1,564,000 | $3,501,000

TABLE TWOQO - RLBA STUDY TABLE 4 (2023 DOLLARS)

! Capital Routine
U AR il ExpenZthres Maintenance
1 Rehab Shafter {18.4) - McGill Jet (128.4), Class 1 $4,613,000 -] $1,3461,000
2 | Rehab Cherry Creek [91.3) - MP 84.5, Class 2 5,256,000 - 1,235,000
3 Rehab MP 84.5 - Mizpah [53.0), Class 3 13,782,000 $67,000 734,000
4 | Rehab Mizpah {MP 53) 1o Shafter {18.4) , Class 3 15,095,000 436,000 526,000
5+ | Ongoing Capital and Rouline Maintenance 832,000 1,605,000
Ely Service - Years 1-15 {Annual) 994,000 694,000
Ely Service - Years 16+ [Annual) 369,000 477,000
SUBTOTALS | $38,746,000 | $2,698,000 | $6,032,000

[n addition to a rehab cost estimate of $38,746,000 (2023 USD), the business plan outlined by RLBA

indicated thart the railroad would have 2 net positive income beginning year six and that the railroad would
realize $5,877,000 in net income in year fifteen. Thar said, an addendum to the business plan indicates that
15,270 railcars are required per year to break even on cash expenses, and a total of 16,847 railcar loads per
year would be required to break even and service debt. That said, this business plan is wholly predicated on
the entirety of the rehabilitation cost being financed ar a rate of 5.42%, not through the application of grant
funding to cover the majority of those capital costs.

A copy of this study is included as Appendix A to this report.
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“FINAL DRAFT ENVIRONMENTAL ASSESSMENT FOR THE PROPOSED REINSTATEMENT
OF RAIL FREIGHT OPERATIONS ON THE NEVADA NORTHERN RAILROAD” Completed by:
David Evans and Associates, Inc., June 2002

This 83-page long Environmental Assessment was completed by the railroad environmental and engineering
firm DAVID EVANS AND ASSOCIATES, INC. (“DEA”), a West coast-based consulting engineering firm that offers
substantial expertise in railroad design matters and is headquartered in Portland. The firm remains a well-
respected company in the rail industry to this date. The Environmental Assessment ("EA”) was prepared to
analyze the potential environmental consequences of reinstatement of commercial rail freight service on the
entirety of the NNRY mainline, between Shafter at MP 18.5 and McGill Juncrion at MP 128.4.

NRCG would note thar the reinstatement of the rail service should fall under the definition of 23 CFR Part
771 “Categorical Exclusion,” specifically 23 CFR 771.116(C})22:

Track and track structure maintenance and improvements when carried out predominantly within
the existing right-of-way that do not cause a substantial increase in rail traffic beyond existing or
historic levels, such as stabilizing embankments, installing or reinstalling track, re-grading,
replacing rail, ties, slabs and ballast, installing, maintaining, or restoring drainage ditches, cleaning
ballast, constructing minor curve realignments, improving or replacing interlockings, and the
installation or maintenance of ancillary equipment.

Thar said, the completion of this EA, which was developed in accordance with the National Environmental
Policy Act (“NEPA”), provides an additional robust layer of study to the revitalized NNRY. The following
summarizes the net positive impact of reinstated freigh rail service:

As determined in the assessment process, significant long-term beneficial socioeconemic impacts are anticipated
under the proposed reinstatement of rail freight service on the NNR line. The project would create employment
opportunities for local residents and generate revenue for Elko County. White Pine County, and the City of

Environmental effects associated with the proposed development are associated with soils (erosion during
restoration activities), drainage and hydrology (runoff and water quality, including requivements regarding
pesticide use), air quality (fugitive dust), cultural resources, and impaces to biological resources resulting from
placement of fill into wetlands. rail-caused fires. or bazardous marterials release. These impacts will be fully
mitigated through measures presented in Section 5.0 of this EA.

The build alternatives studies as part of the EA appear to have been decided in concert with the aforementioned
RLBA study, and they indicate that a stepwise restoration of the rail corridor would be a net benefit to the
region. A copy of this study is included as Appendix B to this report.

“NEVADA NORTHERN RAILROAD PROJECT ENGINEERING STUDY AND COST
ESTIMATE” Completed by: R.L. Banks and Associates, Inc., July 2002
This 62-page long study was completed by R.L. BANKS & ASSOCIATES, INC. (“RLBA”) as a follow-up to the

business plan study it completed in 2001 (refer to Appendix A). The engineering study and cost estimate was
completed for the Ciry of Ely and outlines a detailed approach to restoring rail service along the line. This work
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was completed in concerr with the aforementioned DEA study (refer to Appendix B) and it provides a detailed
assessment of the condition of the track and structure at the time of the inspection (March 2002).

The following summary of the condition of existing track outlines general findings at the time of inspection:

The above discussion shows that trackbed stability is better on the northern portion of this raifroad, where
there is less moisture. On the southern portion, surface water was evident in numerous locations at the time
of the inspection, vegetation is more or less thick on the trackbed, and more crosties are defective (in
comparison with the northern portion). In particular, it is clear that between MP 82.8 and MP 128.4 fouled
ballast and other indications show that a complete new lift of ballast and restoration of the track structure
and drainage cross-section are required. To the north of MP 82.8, the railroad requires a lesser degree of
rehabilitation.

The NRCG review of this study, along with the conditions outlined in the CRS study, were key items referenced
as part of the NRCG on-site inspection of the rail corridor. As outlined in the DEA study (which was completed
in concert with this RLBA study):

White Pine County is located near the southern rim of the Great Basin of the western United States. Climate
in the project area is semi-arid mid-latitude, with the mountains and valleys influencing the regional climate.
Local climate is influenced by the interior location, regional weather systems, and the north-south topographic
orientation of the Mountains and Valleys which dominate the avea, Valleys are gypically 50 to 100 miles in
length and 10 to 15 miles in width. ...

Average annual precipitation in Ely is 8.7 inches, which falls at a relatively constant rate throughout the year.

Annual precipitation in Ely generally ranges from five inches to 15 inches. The maximum amount of
precipitation to fall in a single month was 3.67 inches. Snowfall averages 46 inches per year and is greatest
Sfrom January ro March. The maximum snowfall to occur in a single month was 24.8 inches.

The semi-arid nature of the climate in Northeastern Nevada has resulted in a rail line that exhibits surprisingly
good tie condition, even to this day (refer to NRCG On-Site Inspection). The RLBA report notes a difference
in condition between the railroad North of MP 82.8 and that South of MP 82.8. Namely:

Crossties on the drier northern portion, between MP 18.5 and MP 74, are in good to fair condition, averaging
14.6 percent defective ties per mile. The majority are 6"x8 x8'6" size and creosote-coal tar treated. Average
tie spacing is 19 inches center-to-center, which equates to approximately 3333 ties per mile. This is more ties
than are required to support anticipated loadings. The inspection showed an average of 487 defective ties per
mile, which requires only a modest number of crosstie replacements for compliance with FRA Class 1, 2, and
3 rrack standards,

Crossties in the segment between MP74 and MPI28.4 are also 6"x8"%x8'G" treated ties. Most bave been
incised and at a number of locations show that the ties were treated in 1970, indicating a crosstie rencwal at
that time. Defective ties average 22.2 percent, a greater percentage than in the northern section, but still not
bad considering the age and lack of maintenance performed on the right of way. This defect rate equates to
an average of 740 defective tires per mile. A modest number of tie replacements are required 1o meet FRA
Track Class standards.

NRCG’s inspection of the rail line indicates that tie conditions on-site remain consistent with the findings
outlined above, which will be one key cost driver in the restoration of rail service.
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This RLBA Engineering Study and Cost Estimate provides two costs to return the railroad to operation: 1)
return the entire rail line to Class 1 track condition {10 MPH) for the entire length between Shafter and
McGill Junction, and 2) return the railroad to Class 2 {25 MPH) or Class 3 (40 MPH) condition. As it
pertains to the distinction between Class 2 and Class 3 service, the RLBA study succinctly explains that:

The principal differences in the FRA track safety standards, between Class 2 and Class 3, lie in track surface
limits, which have to do with the degree to which the track surface changes direction, horizontally or vertically.
To put it simply, a slow-moving train can tolerate greater track surface changes than can a faster-moving
train, given equal weights. FRA track safety standards with regard to gage (distance between rails), number
of nondefective crossties per unit distance, and minimum number of spikes per rail per tie, are the same for
Classes 2 and 3. The track surface limits are in part a function of stability of the overall track structure, where
ballast plays an important role. Inasmtuch as the minimum depth of new ballast deemed feasible ro install in
the ballast replacement operation recommended for the 45.6 miles of track structure between MP82.8 and
128.4 is a nominal one foot, this will provide the essential track stability required for Class 3.

Put another way, returning the track to a capitalized state of good repair in compliance with Class 2 track will

have the same mechanical limits as Class 3 track, and presuming the railroad is returned to a like-new ballast
condition, then the railroad should be in sufficiently good condition to merit Class 3 operations. Thar said,
the decision to consider the track as Class 2 or Class 3 will depend upon the operating plan, as the ongoing

maintenance burden to hold that higher speed will be greater in the long run.

Table Three provides a synthesis of RLBA Tables 4 and 5, in both July 2002 and July 2023 dollars. The
pricing for 2023 dollars has been computed utilizing the BUREAU OF LABOR STATISTICS CONSUMER PRICE
INDEX calculator, and it does not necessarily reflect the cost to complete this work in 2023, NRCG has
omitted the costs associated with restoring the interchange switch with the UNION PACIFIC RAILROAD
(“UPRR?”) at Shafter, as that has subsequently been completed.

TABLE THREE - REHABILITATION COST ESTIMATES

Activi FRA Class 1 FRA Class 1 FRA Class 2/3 1 FRA Class 2/3
Y1 (2002) (2023) (2002) (2023)

Replace Defective Ties $372.832 $4632,822 $670,432 $1,137,951

Line and Surface {MP18.5 - MP 82.8) 514,990 874,113 456,270 774,445

Track Plow, Install New Ballast {MP 82.8- 774,102 1,313,915 774,102 1,313,215
128.4)

Restore Road Crossings 25,576 43,411 23,576 40,017

Rehabilitate Culverts 3,962 6,725 3,962 6,725

Lay 115# CWR on Mainline (MP 18.5 - - S 17,376,885 30,105,553
128.4)

Subtotal 1,691,462 2,870,986 19,305,227 33,378,606

Conlingency {10%) 169,146 287,099 1,930,523 3,337,861

Salvage Value of 60 rail, swilches, OTM S . (1,184,536) [2,010,560)

Total Estimated Rehab Cost | $1,860,608 | $3,158,085 $20,051,214 $34,705,907

The approach taken by RLBA to the restoration of rail service on the line is more in line with the approach
INRCG proposes (refer to Section 4 of this document). A copy of this study is included as Appendix C to this

repor L.
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“NEVADA NORTHERN RAIL DESIGN STUDY REPORT” Completed by: Caldwell Richards
Sorensen, August 22, 2007

This 129-page long engineering design study was completed by the firm CALDWELL RICHARDS SORENSEN
(“CRS”), a Salt Lake City-based consulting and engineering firm that offers expertise in railroad design and
construction matters. This study was commissioned in 2006 by WHITE PINE ENERGY ASSOCIATES and
NEVADA POWER COMPANY (o assess the conditions of the rail corridor and provide a recommended design
approach to rehabbing the rail line between MP 18.5 and MP 120.0. The report also includes substantial
geotechnical information that was documented by two additional subcontractors to CRS: FRONTIER
CORPORATION USA and GEOCON CONSULTANTS.

In contrast to the RLBA and DEA studies, the proposed power plants on the line ac the time were estimated to
require an average of three daily round trips of 150-car coal unit trains (estimated carloads per year of 164,250).
NRCG estimates this is equivalent to more than 28 million gross tons annually. A 2008 study noted by the
Railway Tie Association that this level of tonnage would be greater than 50% of all Class I railroad mainlines
in Narth America.

To support this level of train operations, the CRS study proposed rebuilding the entire line to FRA Class 4
standard, enabling speeds up to 59 MPH without train control signals, as well as the installation of multiple,
large passing sidings. The proposal outlined here was to be built to the UPRR track standards for mainline use.

The intended use as a high-density mainline informed many of the design choices made by CRS in this report,
and it resulted in a study that is geared towards a purpose that no longer exists — the proposed plans for the
coal-fired power utilities is no longer economically or ecologically viable.

With the perspective of evaluating the railroad for mainline use in mind, NRCG would like 1o highlight a few
of the key findings of the CRS report, as follows.

Tie Condition - The tie conditions observed by CRS in 2006 largely align somewhat with the conditions
identified by RLBA in 2002. RLBA determined that approximately between 15% (North) and 22%
(South) of all crossties on the line were defective. Comparatively, CRS determined that approximately 30%
(North) and 40% (South) of the crossties on the line were scrap. NRCG’s observations (Refer to Section
1.2} align with an understanding that every third tie on the rail line should be replaced as part of a
reinstitution of service.

Ballast Condition — Both RLBA and CRS took exception to the quality, composition, and cleanliness of
ballast along the NNRY. There is no doubt that the rail line was buile inexpensively and with the use
primarily of native soils / rocks. The findings of the CRS report are the most detailed conducted by a
consulting engineering firm, and it outlines the minimal depth and quality of the ballast condition. The
drainage along the rail line was called into question by CRS between MP 93 and 108, and where evidence
of water flowage up to the rail head was observed by CRS. NRCG observed evidence of these issues as well
along the rail line.

Culverts — CRS undertook 2 detailed inventory of the culverts along the rail line, which worked to verify

the conditions of culverts identified by RLBA during its site assessments. The CRS crews identified
approximately 30% more culverts than had been previously identified (included in CRS Report ‘Appendix
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D"). The findings noted by CRS regarding the condition of culverts were verified by NRCG in the field,
and the rail line restoration includes provision for renewal / replacement of many of those culverts.

Grade Crossings — Both RLBA and CRS identified and catalogued grade crossings along the rail line.
NRCG was able to verify these during its inspection in June 2023. This information will underpin cost
estimates in Section 3 of this report.

A complete copy of the CRS report is included as Appendix D of this report.

2. NRCG ON-3SITE INSPECTION

NRCG dispatched its Managing Partner Davidson Ward and its Director of Short Line Development, Bruce
Crawford, to Nevada in June 2023 to underrake a multi-day inspection of the subject rail line. This inspection
was taken after a careful review of the aforementioned studies, and its putpose was to: 1) verify the findings of
the previous studies, 2) assess the level of additional decay in the intervening time since those studies were
completed, and 3) conduct preliminary interviews with
key stakeholders and potential shippers on the line to
begin to quantify demand for rail freight service.

Given the extreme remoteness of the rail line and the
overgrown condition of, particularly, the Southern half of
the railroad beginning south of Goshute Lake, at
approximately MP 82.5, the route had to be inspected by
four-wheel drive vehicle and through the use of adjoining
roads. The lack of track maintenance over the past few
decades and the density of brush prevented the effective
use of a hi-rail vehicle (represented by the image ac the

right of the Dolly Varden siding).

Over the course of a five-day visit, The NRCG Team was able to inspect representative portions of the rail line
across its entire length, including the entirety of the in-service portion of the line and a majority of the out-of-
service rail line berween MP 18.5 and 135.4. NRCG cross-checked conditions noted in the previous engineering
studies (refer to Section 1 of this report), and the findings were consistent with the observations made in the
early 2000s. This is largely thanks to the semi-arid, high-desert nature of the Great Basin region.

The following sub-sections note NRCG'’s general findings as they relate to the rail line between MP 18.5 and
128.4, which will be referred to as simply “the NNRY” for convenience in this section. The portion of track
between MP 128.4 and 135.4 (HiLine Junction) is slated to receive new ties, but capital costs for rails and
surface have been included in the final capital cost estimation at the end, and in Appendix E.

MAINLINE RAIL, CROSSTIES, AND SURFACE

RAIL: By the time the NNRY was built in the early 1900s, the standard mainline weight per rail of the adjoining
railroad (Southern Pacific Route) was 90 Ibs. per yard. Most likely with the intention of keeping costs to a
minimum, the railroad’s chief engineer, Mark Requa, acquired and installed rail of 60 Ib. per yard weight for
the entirety of the railroad. In the intervening century of operation, a few portions of the mainline were
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upgraded to heavier rail weights, including 85 and 90 Ib. per yard sections, but these areas are limited and below
the limited rail weight required to economically haul 286K GRL railcars (112 Ib. minimum recommended

section). Table Four provides a summary of rail assets in place along the rail line.

TABLE FOUR - RAIL SUMMARY

North South .
Milepost Milepost B Lepginidiies)
18.5 19.5 85 Ib. ARA 1.0
19.5 63.6 40 Ib. ARA 44.1
63.6 66.3 20 Ib. ARA 2.7
66.3 128.4 40 Ib. ARA 62.1
Tolal Length 109.9

There is a small resale market for 60 Ib. rail in the mining industry, but the head wear exhibited by the NNRY
rail may warrant that the entirety of the 60 Ib. rail should be deemed as scrap material. The 85 Ib. and 90 Ib.
rail should be saved for re-use in the rebuilt sidings along the rail line. This is referred to as “cascading” rail,
whereby former mainline rail is reused in yard and side tracks,

CROSSTIES: The timber crossties along the NNRY are a mix of 6x8” ties of either 8’ length or 8.5’ length,
the latrer being those that appear to have been replaced in more recent times. As is documented in detail in
both the RLBA and CRS reports, the tie conditions vary between sound, marginal, and scrap.

NRCG verified the general soundness of crossties in the field with that reported in the RLBA and CRS reports.
The arid, high desert results in a slower degradation of crossties compared to the Midwest and Eastern U.S. For
purposes of a rail line restoration project, NRCG reports the following quantity of ties that must be replaced as
part of this rehabilitation project Table Five provides a summary of ties requiring replacement.

TABLE FIVE - TIE SUMMARY

North South Length - - ’ Total Defective
Milepost Milepost (Miﬂsl Sk s Ties
18.5 74.0 55.5 22.50% 3,335 41,646
74.0 128.4 544 31.00% 3,335 56,241
Total Ties Requiring Replacement 97,887

A proposed track classification of FRA Class 2 (25 MPH Freight) requires eight (tangent) and nine (curved)
non-defective crossties per 39" section of rail. With a tie spacing of 3,335 per mile, each 39" section of rail will
have 25 crossties, meaning approximately every third crosstic will need to be in non-defective condition. The
proposed replacement percentage outlined above, combined with the balance of marginal and sound ties on the
rail line observed in the field, will result in a minimum of at least every fourth tie being a new relay, and the
balance of ties being of marginal or sound condition.

SURFACE: Given the quick construction timeline and inexpensive method of construction, the NNRY does
not exhibit good surface or condition throughout the majority of its alignment. In fact, detailed studies
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completed by CRS and its subcontractors (refer to Appendix D) indicate a ballast depth ranging berween no
greater than twelve inches and, in many cases, zero inches. Furthermore, the ballast material used along much
of the line is a washed, rounded stone, which does not meet current standards, given its lack of angularity and
inefficiency of holding surface. The poor ballast condition was further documented by RLBA in its report,
which recommends the removal and replacement of all existing ballast between MP 82.5 and 128.4.

INRCG agrees with the findings of CRS and RLBA as it relates to surface and condition. Table Six synthesizes
findings of the ballast conditions by CRS, RLBA, and NRCG, and posits recommended replacements.

TABLE SIX - BALLAST SUMMARY

North S'outh BALLAST SIZE BALLAST SHAPE | DEPTH NOTES

Milepost | Milepost
18.5 45.0 1" Minus Rounded 2"-3" -
45.0 71.0 1" Minus Rounded 0" Sparse gravel between fies
71.0 72.0 4" Minus Rounded 47.8" Road base / pit run material
72.0 73.0 1" Minus Rounded + Angular | 07-1" -
73.0 74.0 3" Minus Rounded 7" Road base / pit run material
74.0 75.0 2" -3" Minus_| Rounded + Angular 0" Sparse gravel between ties
75.0 76.0 2" Minus Rounded + Angular | 12" -
76.0 79.0 2" -4" Minus_| Rounded + Angular | 2”-3" | Potentially-caustic ballast material
79.0 82.5 17-2" Minus Rounded Gravel Q" Sparse gravel between ties
82.5 97.0 2" - 4" Minus Rounded Gravel 17- 6" Fouled, Replace Entirely
97.0 128.4 <1" Minus Cinders/Soil N/A Replace Entirely

SIDINGS

The NNRY was built at a time when train lengths were short, and sidings were used for operational
considerations, loading commaodities, or serving as places for track maintenance crews to store tools and
materials. As such, the railroad has a number of sidings at various “stations,” which vary in length from 760 feet
in length to 3087 feet in length. The largest concentration of sidings are those adjacent to the interchange at
Shafter, with sidings of various lengths distributed roughly every 10 miles along the NNRY. Table Seven
provides a summary of sidings
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TABLE SEVEN - SIDING SUMMARY

M'\i::;:st NAME | Longh (FT) | | 63,"'2’;'“) SIDE NOTES
18.5 Shafter 3,087 51 East 90 Ib. rail
18.5 Shafter 2,500 41 East 90 Ib. rail
18.5 Shafter 772 12 East 20 Ib. rail
31 Decoy 1,513 25 West Removed
40.5 Dolly Varden 983 16 East
52.9 Mizpah 09 15 West
63 Currie 1,968 32 East
63.2 Currie 1,568 26 East Wye Track, Stub
71 Goshute 2,005 33 West
80.4 Greens 720 12 West

91.35 Cherry Creek 2,141 35 East

91.35 Cherry Creek 673 11 West
100 Raiff 2,499 41 East
107.8 Warm Springs 760 12 West
120.2 Glenn 1,500 25 West
127.4 McGill Jct 1,584 26 East 50% of Materia! Missing

Totals: | 25,182 413 -

CULVERTS AND DRAINAGE

When NNRY Engineer Mark Requa surveyed the rail line in the early 1900s, he opted to lay it at the bottom
of Steptoe and Goshute Valleys. While this may have resulted in a relatively flat railroad across much of its
route, it had the unintended consequence of laying the railroad adjacent to wetlands and, in the case of Goshute
Lake, resulted in the rail line being laid across the middle of a lakebed. A picture of the rail line across the lake
is shown below — note the impounded water on the right-hand (West) side of the image.

EEn——

Given the location at or near the middle of the valley, the Figure 2 — Goshute Lake, MP 75. June 2023
NNRY has no fewer than 75 culverts along its line
between MP 18.5 and 128.4. These culverts range in condition from fair to condemned. Fortunately, the rail
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line is not home to any major bridge structures. OFf the 75 culverts identified on the line, fourteen have been
identified as being in marginal or poor condition and should therefore be replaced. Those culverts requiring
replacement are listed in Table Eight below — a2 comprehensive summary can be found in the NRCG Culvert

[nventory in Appendix E.
TABLE EIGHT - CULVERT SUMMARY
. Dia. Or | Length
Milepost Type Dirns. (FT) Remarks

50.1 Corrugated Metal Pipe 30 24 Double Barrel
54.15 | Triangular Concrete 21x17.5 24 Triangular

58.6 Wooden Box Culvert 24x18 24 Potentiolly Triangular

58.6 Triangular Concrete 21x17.5 24
5895 | Triangular Concrete 24x28 24

64.1 Concrete Box Culvert 36x%6 20

64.8 Corrugated Metal Pipe 30 32 Deleriorating

80.7 Corrugated Metal Pipe 36 18

80.9 Triangular Steel 21x17.5 24

83.0 Concrete Box Culvert 36x96 18 Sidewalls Deteriorating

83.3 Concrete Box Culvert 40x96 24 Inside Deteriorating

98.3 Cast Iron Pipe 5 24

98.7 Corrugated Metal Pipe é 30

114.4 | Concrete Box Culvert 36x144 24 16" Wide Center Post - Duck Creek

The largest structure on the railroad is the culvert across Duck Creek. [t was cast in place and is exhibiting

substantial spalling. It should be replaced by a pre-cast concrete box culvert during the rehabilication of the
railroad. A photograph of that culvert at MP 114.4 is shown below.

Figure 3 — Double box culvert over Duck Creek, MP 114.4. June 2023
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GRADE CROSSINGS

Given its remote location, the NNRY features only a handful of public, paved grade crossings. It does feature,
however, dozens of unofficial, non-paved, and private road crossings. Many of these are crossings that have been
made on land that is otherwise controlled by the BUREAU OF LAND MANAGEMENT and which consist primarily
of ranch access roads. Table Nine includes a summary of all grade crossings identified on the rail line.

TABLE NINE - GRADE CROSSING SUMMARY

Milepost Type Access Length {FT) Place Name DOT #
18.5 Dirt Public 12 855858G
18.7 Dirt Private 12 855859N
19.5 Dirt Private 12
25.8 Dirt Private 12
3085 Dirt Private 12 855860H
34.3 Dirt Private 12

39.8 Dirt Private 12

404 Dirt Private 12
40.74 Dirt Private 12 855861P
48.96 Dirt Private 12

52.5 Dirt Private 12

58.4 Dirt Private 12 855863D
6085 Dirt Private 12 855864K
62.2 Dirt Private 12 8558655
63.02 Dirt Private 12 855867F
63.07 Asphalt Public 30 Currie B55866Y
64.07 Dirt Private 20
65.74 Dirt Privale 12 Cordano Ranch Rd. 855868M
67.3 Dirt Private 12
71.02 Dirt Private 12

80.9 Dirt Privale 12
81.07 Dirt Private 12 855869U
81.96 Dirt Private 16 855870N
87.1 Dirt Private 12

1.2 Asphalt Public 24 Cherry Creek 855871V
?4.4 Dirt Private 12

96.3 Asphalt Public 24 Shellbourns 855872C
106.7 Dirt Private 12 .

108.0 Asphalt Public 20 Warm Springs 855873
110.7 Dirt Private 12 855874R
113.5 Dirt Private 12

114.2 Dirt Private §2

117.1 Dint Private 12

118.6 Dirt Private 12 855875%
120.5 Dirt Private 12

121.1 Dirt Private 12

123.0 Dirt Public 16 Bassett Road

127.6 Dirt Private 12

128 Dirt Public 16 McGill Jct
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As part of the rail line restoration, every rail crossing on the railroad will need to be rebuilt. Careful consideration
will need to be given to which of the private, non-DOT inventoried railroad crossings need to be rebuilt, and
each of these crossings will need to be updated in the FRA CROSSING INVENTORY DATABASE.

That said, according to the CRS Study, the NEVADA DEPARTMENT OF TRANSPORTATION (“NDOT”) held
public meetings between September 20-22, 2005, to determine public crossing standards for the rehabilirated

NNRY. A summary of the recommendations for each of those five major road crossings, highlighted in blue in
Table Nine, is included below.

USDOT 93 at Curry: Flashing lights, double-faced retroreflective crossbucks, multiple track signs, W10-
1 advance warning signs, railroad pavement markings with a No Passing Zone and an emergency
notification sign on the signal cabinet, standard concrete crossing surface

Cordano Ranch Road: Double-faced retroreflective crossbucks with retroreflective post tape, Yield signs,
emergency notification signs, W10-1 advance warning signs, W10-5 humpback signs, and detour signs to
direct low clearance vehicles to the Cherry Creek Crossing,

Cherry Creek Highway: RxR pavement markings at the existing advance warning signs, a stop bar and a
no passing zone, retroreflective tape and emergency notification signs for the crossbuck posts, Yield signs if
there is sporadic rail traffic, and STOP signs if there are more than two trains daily.

Shellbourne Road: Install YIELD signs, W10-1humpback signs, and emergency signs, detour signage to
direct low clearance vehicles to the Cherry Creek Highway or Warm Springs Road, and replace existing
Signage.

Warm Springs Road: Install Yield signs, W10-1 advance warning signs, and emergency signs, remove the
humpback sign.

NRCG recommends NNRY coordinate with NDOT to determine if state grant monies are available to address,
at the very least, the replacement of the signalized grade crossing at USDOT 93 in Curry. Given the speed of
the highway traffic, car counts, and alignment with the crossing in the middle of a large S-Curve, this crossing
will require substantial advanced warning installation and risk mitigation.
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3. RESTORATION APPROACH AND COST ESTIMATE
R PROACH

Preliminary economic estimates place freight rail demand at between 7,2500 and 12,000 carloads per year,
originating and/or terminating primarily near the city of Ely, with potential rail line utilization in the vicinity
of Curry to support the growth and development of Silver Lions Farm. To support this freight rail activity, the
NNRY mainline between MP 18.5 and 128.4 and between 128.5 and 135.4 will need to be returned to
FRA Class I condition, which will support freight rail operations up to 25 MPH. Furthermore, the track
condition will need to be restored to a condition such that it will support 2 minimum of 286K GRL, which
has been the industry standard freight car weight since the late 1990s.

This section outlines NRCG’s proposed approach to rail line rehabilitation, including estimated costs. This
approach references and builds from the substantial number of studies completed to date, and it takes an
incremental, pragmatic approach to the reinstitution of freight rail service along the corridor.

RAIL LINE CLEARING, DETAILED ENGINEERING AND CATEGORICAL EXCLUSION

Before any work can commence on the rehabilitation of the rail line, the entirery of the NNRY berween
MP 18.5 and 135.4 should be cleared of vegetation. This would be best accomplished by mechanical brush
cutter or “bush hogger,” followed up by subsequent applications of weed spraying / growth inhibitor. Once the
line has been cleared of vegetation, a final detailed inventory and assessment should be completed to verify, in |
particular, the quantity and condition of all culverts along the rail line and to confirm the findings outlined in
this report and the referenced preceding reports.

Upon completion of that final analysis, detailed engineering and completion of a NEPA Categorical Exclusion
can commence. The detailed engineering is envisioned to include: 1) final quantities of key rail materials needed;
2) derailed engineering designs of any new track infrastructure; 3) final bid packages / documents for vendors;
and 4) related support work. This work is envisioned to be funded through an FRA CRISI Grant or similar
vehicle.

Concurrent with engineering, the NNRY should complete a Categorical Exclusion worksheet. While an
Environmental Assessment of an expanded, coal-hauling mainline railroad has been completed by DAVID
EVANS 8 ASSOCIATES, INC. for a past iteration of the project, a Categorical Exclusion (“CE”) should be
acceprable to the FRA but will need to be approved by FRA prior-to construction.

Guidance provided by FRA states that this project should fall under subpart 22, as copied below:

23 CFR§ 771.116 (c) Actions that FRA determines fall within the following categories of FRa CEs and
that meet the criteria for CEs in the CEQ regulation (40 CFR 1508.4) and paragraph (a) of this section
may be designated as CEs only after FRA approval. . ..

(22) Track and track structure maintenance and improvements when carried out predominantly within
the existing right-of-way that do not cause a substantial increase in rail traffic beyond existing or historic
levels, such as stabilizing embankmenis, installing or reinstalling track, re-grading, replacing rail, ties,
slabs and ballast, installing, maintaining, or restoring drainage ditches, cleaning ballast, constructing

[Wnco]
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minor curve realignments, improving or replacing interlockings, and the installation or maintenance of
ancillary equipment.

Key to pursuing the CE as stipulated by 23 CFR § 771.116 (C}(22) will be two determinations: 1) historical
freight volumes, and 2) cultural impacts.

NRCG has determined that the volume of freight projected on the line is just shy of 900,000 net tons per year
once the project is fully operational. By comparison, the NNRY transported an average of 3,983,993 net tons
per year berween 1912 and 1917 according to historical files on hand, which is £579% greater tonnage than is
projected to move as part of this revival.

Addressing the importance of cultural resources is 2 more nuanced issue, especially given the National Historic
Landmark Status given to the rail yards at East Ely and potentially other National Register of Historic Places
impacts. The National Register of Historic Places application includes a description of the “Main Track,”
copied as follows:

The second track north of the depot buildings was the Main Track of the railroad extending roughly
150 miles all the way from Cobre at the north end to Ruth, Kimberley and as far as Veteran on the
southwest, passing through East Ely and Ely en route. West of the railroad yard it curved south
through the city streets of Ely, crossing the principal thoroughfare (Aultman Street) and then moving
a block south to Clark Street before passing out west of town through Robinson Canyon to the open
pit copper mines near Ruth, Veteran, and Kimberley. East of the depot and office building, it curved
southeast, forming the base of the wye track at Fourteenth Street, and eventually passed beyond the
parallel ore yard immediately to the north. It then curved back north to head to the smelter and
concentrator at the company town of McGill, reached by branches. From there it led up the valley
to Shafier where it met and crossed the Western Pacific Railroad and to Cobre where it met the
Southern Pacific Railroad (both the Southern Pacific and the Western Pacific have in the last three
decades been swallowed up by and become part of the Union Pacific Railroad). This track is
included from the throat of the ore yard on the east where it passes out to Cobre and Shafier, to the
boundary east of the Machine Shop on the west where it passes out toward Aultman Streer. Roughly
4,425 feet of this track is within the NHL boundary

The NNRY will need to carefully work with FRA to verify whether the project will need to comply with Section
106 of the National Historic Preservation Act. That will require the following steps, per the U.S. General
Services Administration';

1. Initiate consultation by notifying the appropriate consulting parties. Consultation is between the federal
agency, the State Historic Preservation Officer (SHPQ) or Tribal Historic Preservation Officer (THPO),
and other consulting parties including but not limited to the ACHP, certified local governments, and
members of the general public with an economic, social or cultural interest in the project.

2. Identify properties that may be affected by the project and determine if the property or properties are
historic as determined by eligibility or listing in the National Register of Historic Places.

! https./ www.gso.govi realestote/historic.preservatian/historic preservation-policy-tools/legislation-palicy-and-reports/section- 1 Od-of the-national-
historic-preservotion-och: " text=Sackion s 20 1 06% 200f% 20the %k 20NHFPA, when % 20making % 20fnal% 20project’ 20decisions.
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3. Assess the effects of the undertaking on the resources in consultation with interested parties and establish if
they are adverse. Determining adverse effects on historic resources is based on criteria established by the
regulations, 36 CFR Part 800 of the ACHP regulations.

4. Resolve adverse effects by developing and evaluating alternatives that could avoid, minimize, or mitigate
these impacts on historic resources. The result of consultation may be a Memorandum of Agreement (MOA)
or a Programmatic Agreement (PA). The MOA or PA is a legally binding document, which evidences the
agency's compliance with Section 106 and records the outcome of consultation and the effects of an agency's
project, projects or program on historic resources.

Per the FRA guidance on completing the categorical exclusion:

The most commonly appliable [sic] alternative is the “Advisory Council on Historic Preservation’s
(ACHP) Program Comment to Exempt Consideration of Effects to Rail Properties within Rail
Rights-of-Way” (Section 106 Program Comment). The Project sponsor should prepare a
memorandum (memo) to FRA environmental staff identifying elements of the scope of work that
may qualify as exempt from further Section 106 review according to Section 106 Program
Comment. The Exempted Activities List is found in Appendix A of the Section 106 Program
Comment. The memo to FRA environmental staff should describe the relevant project scope items,
identify the corresponding Exempted Activities List categories, and include any associated supporting
documentation to exempt the scope of work from further Section 106 review. If the Exempted
Activity requires the work be performed or supervised by a Secretary of the Interior qualified
professional, the Project Sponsor must discuss in the memo how those requirements will be met. FRA
environmental staff will verify if the project activities are exempted under the Section 106 Program
Comment or if further consultation with a State Historic Preservation Office (SHPO) is necessary.
If another type of program alternative applies to the project, it should be noted as such in the
worksheet, explained why, with a copy of the relevant program alternative included. If the entire
project can be covered under the Section 106 Program Camment or another program alternative,
no further analysis should be necessary; proceed to Section D. Note: for a project to be completely
covered by the Section 106 Program Comment, no part of the project or its effects can extend beyond
the right-of-way, including laydown areas and construction access.

fan 1 ot m wior to FRA approval worksheet. FRA

environmental staff will record and artach any correspondence and concurrence related to Section
106 to the CE worksheet. Additional information on the Section 106 compliance process is available
at: heps:lfwww.achp.govidigital-library-section- 106-landing/section-106-applicant-roolkit *

NRCG believes that the Section 106 review should be straightforward to undertake, as the issues associated
with rail line reopening can be mitigated through design and operating measures. Specifically, the proposed
CRISI Grant project does not involve work within the Historic District, and future freight operations will be
lower in volume than historical levels. Furthermore, the freight operations will be of a similar nature to the
original purpose of the railroad.

Finally, the completion of Final Design and submission of the CE are anticipated to be performed as part of a
future grant award. NRCG recommends the NNRY reach out to the Nevada State Historic Preservation Office
concurrent with any Federal grant application to begin the Section 106 determination process.

? FRA Categonical Exclusion Componion Guide, Revised Jonuary 2022
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RAILS, TIES, BALLAST, AND RAIL BED

The restoration of the railroad will be approached in two separate pieces, based upon the existing conditions.

North End: NRCG recommends approaching restoration between MP 18.5 (Shafter) and MP 80.4
(Greens) as a traditional out-of-face rail line resurfacing project. For this portion, work will begin with
a substantial tie replacement program, with an average of every fourth tie being replaced.

The rails would then be pulled up, and relay rail of minimum 115 Ibs. per yard installed, including
OTM. Surfacing of this portion would take place with remainder of the surfacing once the southern
portion of the line is refinished, but it is anticipated to require 2 minimum of a 8” ballast lift. This
section of track will be returned to FRA Class 11 track standards.

South End: NRCG recommends restoring the railroad berween MP 80.4 (Greens) and MP 135.4
(HiLine Junction) shall be to FRA Class II track standards. As with the work to the North end of the
railroad, the work will begin with a substantial tic replacement program, with an average of every third
tie being replaced berween 80.4 and 128.4. The rails would then be pulled up, and relay rail of a
minimum of 115 Ibs. per yard would be installed, including OTM. Where practicable, surfacing of
this portion of the railroad should include a 12” ballast lift.

Once the entire rail line has been skeleronized with ties and rail, a series of three-to-four ballast lifts across the
entire line can commence, working from the south (in the vicinity of McGill Junction) to the north. Three, 3"
lifts will be completed on the South End, and two 3” lifts will be completed on the North End, with a final line
and surface once finalized. NRCG understands that the ballast will be provided and sourced by the Robinson
Mine and other sponsors.

Representative photos of the general difference in conditions between the North and South end of the railroad
are included below.

Figure 4 - North End - Photograph at MP 22 Figure 5 - South End - Photograph ot MP 122
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EXISTING AND POSED SIDIN

NRCG recommends that all existing sidings be maintained in
their current locations to permit storage of MOW equipment
and other items along the line (refer to Table Seven). A
photograph of the South end of the Shafter Rail Yard is shown
at RIGHT. NRCG also recommends restoring the side track at
Curry that can be used as a transload facility. This is envisioned
to support the ongoing agricultural development at Silver Lion
Farms (15 miles distant on Highway 93) as well as any
addirional mining development in the region.

Figure 6 - South end of Shafter Yard, 2023
CULVERTS AND DRAINAGE

As cited in Table Eight, NRCG recommends the replacement of fourteen (14) culverts along the line. Three of
these are to be replaced by large, precast concrete box culverts, while the remaining 11 are to be replaced by
corrugated steel arch pipes (“CSAP”). NRCG recommends budgeting for the replacement of an addirional 10%
of the culverts (8 more) with CSAPs throughout the project, given the likelihood of discovering damaged or
occluded pipe culverts.

ROAD CROSSINGS

As cited in Table Nine, the five public crossings should be replaced in accordance with the NVDOT
recommendations. Other private road crossings along the line will need 1o be upgraded as part of this project.
NRCG recommends adopting a standard unpaved grade crossing design utilizing treated timbers and additional
rock ballast.

EENCES

NRCG is aware of at least 20 locations along the railroad where fences and/or catele guards cross the railroad
mainline. Each of these locations will need to be upgraded to meet NVPUC standards for cattle guards. As a
potential cost-saving measure, NRCG recommends utilizing surplus 60 Ib. rail to form the “deck” of the cattle
guards.

COST ESTIMATE

NRCG estimates that restoring the railroad to Class II operational condition between Shafter and HiLine
Junction will cost roughly $133.4 million to complete, as outlined in detail in Table Ten. These prices are
based upon labor being primarily performed by contractors as part of a government-funded project and in
conformance with Davis-Bacon Wages, and with the anticipation of year of expenditure costs based upon
a project application in 2024,

The scope of work required to return the railroad to service is outlined in detail as part of the preceding portions

of this report. That said, the project will see the rail line returned to FRA Class 2 crack condition (25 MPH
freight service) and ensure that the line can be operated safely between HiLine Junction and Shafter.
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TABLE TEN - ESTIMATED COST TO RESTORE RAIL LINE
(INCLUDING UPGRADING RAIL McGILL - HiLINE JCT)

ltem | Description Total Est. Cost

1 | Final Design + Procurement $252,350
2 | NEPA C.E. 208,833
3 Contractor Mobilization, Bonding, Administralion, Management 1,802,500
4 Source and Replace Main Line Ties 15,123,581
5 Relay Mainline Track 20,080,802
6 | Relay Sidings 2,598,053
7 | Replace Culverts 489,765
8 Source Ballast 15,225,997
9 | Surface Railroad 3,159,935
10 | Replace Grade Crossings, Upgrade Select Crossings 2,108,966
11 | Source and Install Catle Guards 192,610
12 | Construction Oversight + Managemenl 311,060
13 | Contractor Demabilization 1,802,500
14 | Testing and Commissioning 38,883

Total Estimated Cost, Excl. Grant Administration | $133,395,834

Additional monies should be considered for Grant Administration, should a Federal grant be awarded.
Furthermore, a detailed breakdown of the various units referenced in the assembly of Table Ten can be found
in Appendix E of this report (PDF Page 337).

NRCG notes that the approach to restore this rail line has been developed with general capiral costing in mind.
Given the proposed volume of freight traffic and the potential for growth, this approach to rail restoration
prioritizes used materials and locally sourced ballast, all in the name of being budget-conscious.

As a “stress test” of the overall approach, NRCG did price out the rail line restoration with all new macerials in
much the same way the CRS completed its analysis in the early 2000s. To complete a total overhaul of the rail
line, including all new sub roadbed, new ties, and new rail would cost an estimated $375,000,000.
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4. CONCLUSION

The restoration of the NEVADA NORTHERN RAILWAY to operational conditions for interstate commerce freight
operations has the potential to be transformative for the Northeastern Nevada communiries that, for decades,
have been cut off from freight rail service. This proposed rail line project will serve 1o position the city of Ely
and the surrounding communities to realize ongoing economic development while, at the same time, reducing
greenhouse gas emissions related to truck transportation.

As the CITY OF ELY and the NEVADA NORTHERN RAILWAY FOUNDATION consider pursuing funding through
the next round of FEDERAL RAILROAD ADMINISTRATION CONSOLIDATED RAIL INFRASTRUCTURE AND
SAFETY IMPROVEMENT (“CRISI”) Grants, NRCG stands ready to assist with any additional items related to
this historic project.

Respectfully submitted,
fs/ Davidson A, Ward fs/ Thomas P. Loftus, MBA Isf R. Lee Meadows Jr., P.E.
Managing Partner Senior Financial Associate Senior Infrastructure Associate
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R.L. BANKS & ASSOCIATES, INC. |b 1717 K Street, NW, Washington, DC 20036-5331

202.296.6700 Fax 202.266.3700
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6 Beoach Road, #250 Tiburon, CA 849200250

416.789.5081 Fax 415.789.5019

November 2, 2001

Ms. Karen Rajala
White Pine County Economic Diversification Council

957 Compton Street
Ely, Nevada 89301

Dear Ms. Rajala:

it is a pleasure to forward several copies of our Northern Nevada Railroad
Feasibility Study/Business Plan, which establishes that the railroad will be a
viable economic entity when it becomes the coal carrier for a power plant in the
area anticipated to begin operating in approximately five years. We have
-enjoyed this assignment and hope it will provide Ely with usefu! information.

Yours very truly,

/RO-LKE \
Robert L. Banks
RLB:lh
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Executive Summary

This Business Plan/Feasibility Study (hereinafter referred to as The Plan)
presents the expected financial results and investment requirements that are
associated with restoration of freight service over the right-of-way of the
former Nevada Northern Railway (NNR). Freight service was last provided over
this right-of-way by the BHP Nevada Railroad Company.

When reviewing this study, it must be remembered that The Plan is subject to
change as the project moves from the early conceptual stages, its present
status, to more highly defined inputs that will occur as the project reaches
implementation. In addition, the inputs and assumptions employed in The Plan
are interrelated; a change in one assumption or input will affect another input or
assumption. Notwithstanding this qualification, it is RLBA's opinion that
restoration of the NNR right-of-way is feasible and offers the chance of
commercial success described in this report.

Operation of the line as a financially viable entity is entirely dependent on the
realization of the revenues that would flow from the siting of a power plant on
the railroad. Over the first 20 years of aperation, The Plan estimates that
almost 75 percent of the estimated freight revenues of $123 million will be
obtained from the delivery of 4 million tons of coal to the plant when it

becomes fully operational.

Rehabilitation of the railroad and cash shortfalls in the rehabilitation will result
in the need to obtain financing in amount of approximately $40 million. It is
reasonable to expect that such an investment can be repaid if the power plant

is built as proposed.

Track rehabilitation costs have been estimated after examining the traffic
projections and operating plan. Track upgrades are recommended
commensurate with the planned train speeds and expected tonnages on various
segments of the line. Annual capital expenditures and routine maintenance

budgets are prepared in the same manner.
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The cost to rehabilitate the line to the recommended levels would be
approximately $22.5 million over a four-year period. Thereafter, annual
required maintenance expenditures would total approximately $1.06 million.
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fntroduction

The Plan that follows presents the physical requirements and estimated
financial investment required to rehabilitate the right-of-way under three of the
track standards promulgated by the Federal Railroad Administration {(FRA) and
specified in Ely’s Request for Proposals (RFP). Each of these track standards
would permit operation of trains over the right-of-way at different speeds and

thus require incurrence of different costs.

The Plan ultimately arrays the financial results associated with rehabilitating the
right-of-way to the track standards that RLBA believes are appropriate to the
traffic that can reasonably be predicted to move over the line. These resuits
present RLBA's recommended course of action to the City of Ely based upon
our physical examination of the railway, review of traffic data, examination of
potential railroad operations and our familiarity not only with NNR, (as more
fully described in our proposal), but with short lines throughout the United

States and Canada.

Background
NNR was incorporated on May 29, 1905 and construction of the rail line was

undertaken between 1905 and 1806. On June 12, 1933, Kennecott Copper
Corporation (Kennecott) acquired all the capital stock of NNR and operated NNR
until its last shipment over the railroad in 1983. Over the next several years,
Kennecott negotiated with the Los Angeles Department of Water and Power
(LADWP) as to the potential lease or purchase of NNR's right-of-way. LADWP
anticipated utilizing the NNR to provide rail transportation access for coal
shipments to a site near its right-of-way where LADWP planned to build an
electrical generating plant. In 1987, these negotiations resuited in 1) the
purchase by LADWP of the portion of NNR's line between McGill Junction,
Nevada and Cobre, Nevada and 2) the transfer to the White Pine Historical
Railroad Foundation (WPHRF) of the portion of NNR's right-of-way between
McGill Junction, Nevada and Copper Flat, Nevada. The assets transferred to
WPHRF included NNR's spur lines to McGill, Nevada and East Ely, Nevada and
railroad structures at Cherry Creek, Nevada, Currie, Nevada and Cobre, Nevada.
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Map One on the following page is a map of the NNR right-of-way and shows
the location of the two prospective freight customers described later in The

Plan.

Track Condition Assessment and Cost Estimates

The NNR, as defined for the purposes of this study in the RFP, extends
between Shafter (Milepost 18.6) in Elk County and McGill Junction (Milepost
128.4) in White Pine County, a distance of 109.8 miles. The track is presently

intact between these two points but is not in service.

Scott Babcock, RLBA's Director - Rail Projects, hi-railed the line on October 2
and 3, 2001, accompanied by Mr. Steve Leith of the White Pine Historical
Railroad Foundation. A representative sampling was made every ten miles of

the existing tie and rail condition. Surface, alignment, ballast and drainage

conditions were noted continuously throughout the inspection.

Current Condition
The line could not be operated by standard locomotives and freight cars in its

present condition. Vegetation in numerous locations has grown to a height of
two feet or more. Numerous joint bars connecting the rails together are broken
on both sides of the rail, leaving the rails misaligned vertically and horizontally.
Undoubtedly many more joint bars are broken or cracked that could not be seen
due to the vegetation. There are a few locations where the surface and
alignment have deteriorated to the point that repairs would be necessary prior

to train operation.
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Map One
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The Federal Railroad Administration (FRA) has established a classification
system for track conditions based upon the strength of the track structure
froadbed, ballast, crossties, fasteners and rail), the track geometry {cross-level,
gage and alignment} and the maintenance and inspection schedule for the
track. Maximum FRA speed for freight trains on the various levels of track
contemplated in this study are shown in the following table:

Table 1
Maximum Freight Train Speed

FRA Track Class Maximum Freight Train Speed {(MPH)

1 10
2 25
3 40

Expenditures Associated With Track Structure
Three categories of expenditure have been identified for each class of track:

Rehabilitation Cost - the cost to upgrade the track from its present
condition to the desired track class

Annual Program Cost - the annualized cost to replace or rehabilitate
major capital items such as rail, ties, ballast and road crossings on a
periodic basis

Routine Annual Maintenance Cost - the cost of normal, routine
inspection, adjustment and lubrication as well as the normal
replacement of small components of the track structure that fail
between the periodic capital replacement programs.

Track Rehabilitation _
The largest single cost item in the contemplated rehabilitation of the Nevada

Northern is rail replacement. The existing rail section is 60AS (60 pounds per
yard rolled to the shape designated by American Society of Civil Engineers)
rolled in 1906, the year that the railroad was originally buiit. The smallest rail
considered for use on a freight branchline today is 115 pounds per yvard, and
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main line tracks generally utilize rail in the range of 132 to 136 pounds per
vard. This heavier weight rail with its associated higher capacity to support
train traffic is necessary for today’s heavier axle loadings running at all but

minimum speeds.

The Northern Nevada Railroad operated on the existing track between 1996
and 1999. Train speeds were limited to 10 miles per hour, and it was often
necessary to send a track inspection crew out ahead of the train to repair
broken joint bars prior to train operations. Train length varied between five and
16 cars, and the gross weight of the cars was approximately 250,000 pounds.
Service such as this could be resurrected, but it would be inefficient in terms of
the ongoing track maintenance needs and high labor cost due to slow speeds.
Itis also practically inevitable that derailments would occur as rails and/or joint
bars break under passing trains or are not detected prior to running trains.

Rehabilitation under this (Class 1) scenario would consist of:

¢ Maechanical removal of existing vegetation and chemical treatment to

retard future growth;
¢ Spot surfacing of approximately 26 track miles at various locations

along the line of road;
* Replace defective rails and joint bars;

Replace 3000 ties at rail joints; and
Rebuild the rail/highway grade crossing at Cherry Creek (M.P. 91.3).

The estimated cost of rehabilitation to Class 1 standards for the entire line
between Shafter and McGill Junction would be approximately $2.68 million.

Rehabilitation to Class 2 standards would permit trains to run at 25 miles per
hour and would probably permit a single train crew to make a round trip on the
line within the federally-mandated 12-hour maximum. This rehabilitation would

entail:

» Mechanical removal of existing vegetation and chemical treatment to

retard future growth;
» Replacement of more than 25,000 main line crossties (approximately

225 per mile};
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¢ Replacement of all main line rail with relay (used) jointed rail having a

weight of at least 115 pounds per yard;

¢ Surfacing and alignment of the entire line; and

» Reconstruction of the five rail/lhighway grade crossings at Cherry
Creek, Greens (M.P. 80.4), Currie (M.P. 63.0), Dolly Varden

{M.P. 40.5) and Decoy (M.P. 31.0}.

RLBA does not believe that train operations at speeds greater than 10 miles per
hour would be safe on the existing 60-pound rail. Rehabilitation to Class 2
standards would require replacement of that rail with 115-pound or heavier rail.
This rail could be purchased on the relay (used) rail market at a price
considerably less than new. While continuous welded rail (CWR) would be
desirable, the jointed rail contemplated here would be sufficient for the
proposed speed. Rehabilitation to Class 2 standards would cost approximately

$23.0 million.

Rehabilitation to Class 3 standards would permit trains to run at 40 miles per
hour and would probably permit a single train crew to make a round trip on the -
line in approximately eight hours. This rehabilitation would entail:

Mechanical removal of existing vegetation and chemical treatment to

retard future growth;
Replacement of nearly 42,000 main line crossties {approximately 380

per mile};
Replacement of all main line rail with new continuous welded rail

having a weight of 132 pounds per yard or more.
¢ Surfacing and alignment of the entire line; and
¢ Reconstruction of the same five rail/highway grade crossings.

Train speeds of up to 40 miles per hour would exert severe pounding on rail
joints, requiring extensive maintenance that would not be cost effective.
Instaflation of welded rail would eliminate this problem. Although welded rail is
available on the relay market, it is doubtful that the quantity required for this
line would be available on the market all at one time; therefore it is
contemplated that new welded rail would be installed. The cost of
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rehabilitating the entire line to Class 3 standards would be approximately $27.9

million.

Annual Program Cost
Because the rehabilitation for Class 1 track proposed above does not include

replacement of the existing 60-pound rail, an ongoing rail problem will continue
to exist. In order to alleviate this problem over a number of years, as well as to
generate excess 60-pound rail for broken rail repairs, RLBA recommends a
capital program that replaces approximately 7.5 track miles of rail annually over
a 15-year period. The annual capital program for track maintenance on Class 1

track would:

* Replace 6600 crossties;
¢ Surface seven track miles; and
e Replace 7.5 miles of 60-pound rail.

The annual program maintenance cost for Class 1 track would be approxirmately
$1.7 million per year for the first 15 years. At that point, all of the rail will
have been replaced and the annual program maintenance cost would drop to

$435,000 annually.

Upon rehabilitation to Class 2 standards, the ongoing annual capital program

would need to:

*» Replace 8150 crossties;
o Surface 14 track miles; and
e Reptace 1000 feet of rail due to wear and/or breakage.

The ongoing annual program maintenance cost for Class 2 track would be
approximately $634,000.

Once rehabilitated to Class 3 standards, an annual capital maintenance program

would:

e Replace 9250 crossties;
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e Surface 18 track miles; and )
e Replace 1000 feet of welded rail due to wear and/or breakage.

The annual program maintenance cost for Class 3 track would be approximately
$738,000.

Routine Maintenance
Table 2 shows the estimated annual routine track maintenance expenditures

that will be required on the 110 miles between McGill Junction and Shafter for

each class of track:

Table 2
Annual Routine Track Maintenance Expenditures
FRA Track Class Annual Expenditure
1 $1,193,000
2 820,000
3 886,000

The expenditures shown in Table 2 include labor costs for a maintenance force
that varies from 13 to 17 employees, as well as material and equipment costs
and expenses for contracted services such as vegetation control and rail

testing.

Due to the lack of an initial rail replacement program, annual expenditures for
Class 1 track would be considerably higher than for Class 2 or 3. Additional
inspection personnel and mobile track gangs would be required in order to
detect and repair broken rails and joint bars, and expenditures for replacement
materials would be considerably higher. If rehabilitated to Class 2 standards,
the annual routine maintenance would be considerably less. Annual routine
maintenance required for Class 3 track is only marginally higher than for Class
2 because the rehabilitation to Class 3 track contemplates installation of new
CWR, eliminating virtually all rail joints, whose repair consumes a large portion

of a railroad's maintenance budget.
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RLBA's estimate of the cost to rehabilitate and maintain the NNR track to each
FRA track class discussed above is summarized in Table 3. In reviewing
Table 3, it is important to remember that the rehabilitation cost associated with
FRA track Class 1 must be performed and is additive to the cost shown for FRA
track Class 2 or FRA track Class 3.

Table 3
Summary Expenditures to Rehabilitate and Maintain
Track of Nevada Northern Railway
Between Shafter and McGill Jct.

Initial Annual Expenditure
Program Routine
Description Miles Rehabilitation Maintenance Maintenance
FRA Track Class | 66 $ 2,676,758 $1,708,289 $1,192,882

FRA Track Class 2 66 $22,984,107 $ 634,360 $ 820,020
FRA Track Class 3 66 $27,877,342 $ 737,890 $ 885,652

Proposed Business Plan

Following completion of the right-of-way inspection and development of
potential rehabilitation and maintenance options discussed above, RLBA's staff
interviewed potential shippers to determine traffic volumes and service needs
and develop an assessment of the financial prospects for a rehabilitated NNR.
Our findings are described below.

Traffic
RLBA's review of available data indicates that there are two potential sources

of traffic available to NNR. The first and most immediate traffic consists of
inbound crude oil and outbound finished petroleum products to a facility to be
constructed by Foreland Refineries at Cherry Creek, Nevada.
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The second source of traffic would come from a proposed two unit coal-fired
power plant with a total capacity in the range of 1,000 to 1,500-megawatts.
Although White Pine County and PG&E National Energy Group (NEG) have
executed a Memorandum of Understanding in respect of water supply to a coal
fired power plant at a site in the County, NEG has not yet designed the facility.
However, an NEG right-of-way application has been filed with the U.S. Bureau
of Land Management for a site in northern Steptoe Valley. As more fully
discussed below, rehabilitation of NNR is only feasible if this power plant is

constructed along the lines described in The Plan.

Cherry Creek Traffic
Foreland Refineries proposes to use the rail line between Shafter and Cherry

Creok. Inbound traffic would consist of crude oil now moved by truck from

Alberta, Canada. Outbound rail traffic would be finished products consisting of
Outbound diesel fuel would require

asphalt, vacuum gas oil and diesel fuel.
The other products would be

inbound movement of empty clean tank cars.
reloaded into the cars that carried the crude oil inbound.

At Cherry Creek the company would transload the oil from rail to truck for
delivery to its refinery located in the Railroad Valley of Nye County about 100
miles southwaest of the transload facility. The company also would do some
processing at the Cherry Creek site using equipment to be relocated from its

refinery at Tonopah.

Finished product also would move by rail to a number of destinations; namely,
Vancouver, BC, Portland, OR, Stockton, CA, Salt Lake City, UT and Puiaski
County, KY. This includes log wax that would be produced at a Duraflame

facility in Ely.

Projected traffic would be 1,260 cars of loaded freight in the first year of
operation, 3,060 in the second and 3,600 thereafter. Two-thirds of the
inbound loaded equipment would be reloaded with “dirty”-finished product.
Additional empty carloads also would move in both directions amounting to
420 in first 12 months, 1,020 in second and 1,200 thereafter.

R.L. BANKS & ASSOCIATES, INC. |b
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The company has had discussions with the Class 1 railroads and has been
quoted linehaul rates to and from Shafter.

Why not transload at a site on UP's mainline across the state? Because the
selection of Cherry Creek as the transload facility location is based on efficient
use of the company’s fleet of tank trucks. Were rail service not available to
Cherry Creek the company could not run its operation at Wells, NV, (for
example) with its available fleet of trucks.

Coal to the White Pine Power Plant
White Pine County and NEG have executed a Memorandum of Understanding

concerning water supply to a coal fired power plant at a site in the County.
Although NEG has not yet designed the facility, preliminary plans call for a two
unit coal-fired power plant with a total capacity in the range of 1,000 to 1,500-
megawatts. The facility would be for a site in northern Steptoe Valley near

NNR milepost 84.5.

Although alternate locations are also being considered as part of the site
selection process, for example, an area just north of and closer to Ely is now
being considered, selection of that site is constrained by the fact that the city is
designated as a Non-Attainment Air Quality Area because of the sulfur dioxide
pollution from the now discontinued copper smelting activities. However, for
the purposes of this analysis, it is assumed that the power plant will be located

near milepost 84.5.

The first unit of the power plant is preliminarily expected to come on line in
2006-2007 and the second a year later. Based on RLBA's review of available
data and discussions with NEG, RLBA estimates that annual requirements of
commodities to be delivered by rail when both units are in operation are as

follows:
e Coal 4,000,000 tons
¢ Diesel Fuel 2,000,000 gallons
e Limestone 136,000 tons and
¢ Anhydrous Ammonia 7,000 tons.
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In order for the plant to come on line in five years, site clearing would begin in
the summer of 2003. Initial materials delivered to the site would include steel
rebars and structural steel that would move throughout 2004. Materials for
concrete would follow shortly. Deliveries of steel rail and other accessories
would move during 2005. in early 2008, heavy equipment such as turbines,
boilers, generators and transformers would be delivered. Construction phase
rail traffic would amount to about 900,000 tons and be heaviest in the second

half of 2004.

Track Structure Rehabilitation and Maintenance Costs

The industrial development predicted along the NNR rail line will place different
traffic demands on various segments of the line. RLBA has developed The Plan
by trying to predict what track expenditures will be necessary to meet that
demand without suggesting unnecessary investment for which little or no
demand is foreseen. Map Two on the following page graphically depicts the
track rehabilitation program contained in The Plan.

Table 4 below summarizes the rehabilitation, capital and routine track
maintenance costs contained in The Plan and more fully described below.

Table 4
Rehabilitation, Capital and Routine Track Maintenance Costs
Capital Routine

Year ctivi Rehabilitation Expenditures Maintenance
1 Rehabilitate Shafter - McGill Jct. to

FRA Class 1 $2,677,000 - $790,000
2 Rehabilitate Cherry Creek - Milepost 3,050,000 717,000

84.5 to FRA Class 2
3 Rehabllitate milepost 84.5 - Mizpah to 7,998,000 $ 39,000 426,000

FRA Class 3
4 Rehab Mizpah - Shafter ~ Class 3 8,760,000 261,000 305,000
5+ Ongoing Capital & Routine 483,000 583,000

Maintenance

677,000 403,000

Ely Service Yeers 1-15 a/
214,000 277,000

Ely Service Years 16+ a/

8/ Financial impact not included in The Plan. Provided as informational item.
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Map Two
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Year 1
Demand for service at Cherry Creek requires that the railroad be restored to an

operational condition. The existing track defects preventing the resumption of
service could be repaired in a few weeks, after which a rehabilitation program
to bring the track up to a solid Class 1 standard between Cherry Creek and the
UP connection at Shafter will be necessary at an approximate cost of $2.68
million. Routine annual maintenance on this 73-mile segment is estimated to

cost an additional $790,000.

Year 2
The seven-mile track segment between Cherry Creek and the proposed power

plant location at Milepost 84.5 will require rehabilitation to Class 2 standards,
including rail replacement. This rehabilitation will cost approximately $3
million, while an annual expenditure of $717,000 will be required to maintain

the remaining Class 1 track north to the UP interchange.

Year 3
In preparation for the construction and operation of the coal-fired power plant,

the rehabilitation of the northern part of the railroad will begin in the third year.
This relatively large rehabilitation project should be spread out over two years
with the 31.5 miles between the power plant site and Mizpah being performed
in year 3 at a cost of $8 million. The balance of the track north of Mizpah will

require $428,000 for maintenance to Class 1 standards in year 3.

Year 4
Complstion of the rehabilitation in preparation for coal shipments is proposed

for Year 4. The remaining 35 miles between Mizpah and Shafter would be
brought up to Class 3 standards at a cost of $8.8 million. Additionally, an
8000-ft. passing siding would be constructed at Mizpah in order to facilitate
the movement of more than one unit coal train on the line at any one time.
Construction of additional 3000-ft. sidings at Decoy and Goshute would
provide locations for the regular freight trains to meet coal trains as well as
storage areas for track maintenance equipment. Year 4 maintenance costs on
the track between Cherry Creek and Mizpah would consist of $251,000 in

capital spending and $305,000 in routine maintenance.
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Year & and beyond
Ongoing annual maintenance costs for the track between Cherry Creek and

Shafter would consist of $483,000 in capital expenditures and $583,000 in

routine maintenance.

Service between Cherry Creek and Ely
The 37 miles of track between Cherry Creek and Ely could be brought up to

Class 1 standards in the initial rehabilitation in order to satisfy common carrier
obligations, but regular service on this section of track is not contemplated in
The Plan because no traffic sources of significance have been identified. If this
track segment were to be used, its maintenance requirements would be very
low {less than $50,000 per year). lf service were instituted on this segment,
routine annual maintenance costs would be approximately $403,000 in addition
to the costs outlined above. This expenditure would maintain the track to
Class 1 standards on the existing rail. If service were to be offered on this
segment, it is recommended that an annual capital program of $677,000 be
implemented that would change (renew) all the rail on this segment over a 15-
year period. Once completed, this would allow for operations at Class 2
speeds, at which time the annual capital maintenance costs would be
$214,000 and the annua! routine maintenance costs would be $277,000. The
cost of maintaining the segment between Cherry Creek and Ely is not included
in the financial results that foliow but has been included as information.

Table 5 on the following page arrays the quantities and total cost to rehabilitate
the NNR as recommended in The Plan.

Proposed Freight Service
RLBA believes that the most likely institutional scenario would involve a new

shortline railroad operating the NNR trackage {when it becomes timely, RLBA
can assist in identifying an operator). interchange would be made with either
Union Pacific (UP) or Burlington Northern Santa Fe (BNSF), or both, at Shafter.

R.L. BANKS & ASSOCIATES, INC. lb



M|
S—

g

Tablie 5
Summary of Total Rehabilitation Cost
Between Shafter and McGill Junction

16

ltem Cost Unit Subtotal Total
Vegetation Control:
60 Miles Brush Cutting $750 Track mile $45,000
110 Miles Weed Control 5200 Track mile $22,000
Totel Vegstation Control: $67,000
Cross Ties:
42,000 Main line crossties 845 Each $1,890,000
12,000 Siding crossties $42 Each 504,000
Total Crossties: $2,394,000
Surface and Line:
182.6 Pass Miles 817,000 Pass mile $3,104,200
4.7 Siding miles $15,000 Track mile 470,500
15 Main line turmouts $760 Each $11,250
Total Surfacing: 43,185,950
Rail:
4,125 Linear feet 60-lb. $22 Linear foot $90,750
260 Pairs joint bars 865 pair $16,250
66.0 Main line miles (CWR] $215,000 track mile $14,190,000
6.8 Main line miles jointed $170,000 track mile $1,156,000
4,70 Siding miles $145,000 track mile $681,600
15 Main line turnouts $42,000 Each $630,000
Total Rail $16,764,500
Road Crossings:
§ crossings 30 feet per crossing =
X
150 Track feet 9480 track foot $72,000

Total Track Rehabilitation Cost

Source: RLBA.

$22,483,450

Two types of service would be operated: delivering coal to the NEG power

plant and providing carload service to other on-line

customers. The new

railroad would require two locomotives to handle oil traffic, miscellaneous
inbound materials for the power plant, any other merchandise traffic that may

develop and company work trains. Many suitable

R.L. BANKS & ASSOCIATES, INC. -b
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available for lease or purchase; The Plan includes projected lease and

maintenance costs.

Operations
A new base of operations (“New Yard”) would be established at the power

plant, including locomotive servicing and storage facilities, modest yard
trackage and a small combination office and crew locker building.

Coal traffic would be handled by shortiine crews, but arrangements would be
made as part of the coal transportation contract to have the delivering carrier
{UP or BNSF) leave the road locomatives on coal trains. The shortline crew
would go on duty at New Yard and be driven to Shafter. The crew would
operate the train from the interchange at Shafter to the power plant, around the
loop track or other unloading process and return the empty train to the
interchange. The crew would be near its 12-hour maximum work time
permitted by Federal Hours of Service regulations, and would go off duty when
the train is secured at Shafter. Although off duty, they would remain under

pay while being driven back to New Yard.

Qil traffic to/from Cherry Creek likely would be handled in trains separate from
the power plant coal. Coal trains would not have sufficient time to pick up,
move and set off loaded or empty oil cars and still complete their cycle within
the 12-hour time limit. Qil, and any other non-coal traffic, would be
interchanged in the existing (upgraded) NNR yard at Shafter. Crews would
start at New Yard, proceed to Cherry Creek and pick up outbound cars and
take them to the interchange yard at Shafter. There, inbound cars would be
picked up and delivered to Cherry Creek. Finally, the crew would return the
locomotive to New Yard and go off duty there. This cycle would consume
almost all of the crew’s 12-hour time limit, so careful scheduling of Cherry
Creek trains would be necessary to minimize conflicts with coal trains and
resulting delays. Until the line is fully rehabilitated to the mixture of Class 2
and 3 track projected in The Plan, two crews will be required for each oil train
operated as a result of slow track speed and Federal law.

Should additional rail customers emerge in Ely, their traffic would be handled
between Shafter and New Yard by the Cherry Creek trains. Ely assignments

R.L. BANKS & ASSOCIATES, INC. nb
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would be scheduled to forward traffic to Ely, spot inbound cars and take
outbound cars to New Yard for movement to Shafter by the next Cherry Creek

assignment.

Phase-In of Traffic
The service plan is designed to handle four types of traffic:

¢ Oil and oil products to/from Cherry Creek
Power plant construction materials

’
¢ Inbound coal to the power plant
¢ Inbound miscellaneous materials (limestone, etc.) to the power plant

Oil and oil products were phased in starting in the second quarter of 2002,

based upon discussions with Steve Wilson, Director of Nevada Operations for

Foreland Refineries. Volume increased through 2003 and reached its full and

steady volume at the beginning of 2004.

Power plant construction materials were assumed to arrive in 2004 and 2005.
The two units would consume four million tons of coal per year, but coal
deliveries would build over a two-year period. The coal stockpile for Unit 1
would be built up during 2007, and six months of coal for that unit also would
be delivered that year. in 2008, Unit 1 would receive coal for normal
production and the stockpile for Unit 2 would be delivered as would six months
of coal for that unit. In 2009 and beyond, the full four million tons annually
would be delivered. Inbound power plant supplies were assumed to ramp up at
the same rate as coal to be consumed. These assumptions were based upon

conversations with NEG and our review of relevant materials.

Operating Costs
Operating costs were estimated based upon the projected service plan. Unit

costs typical of shortline railroads were applied to work units and materials
consumed in executing the service plan. Train and engine crew costs as well as
fuel consumption and costs based upon estimated train-hours generated in
serving the power plant and Cherry Creek as well as inbound construction
materials for the plant and switching, work and re-crew assignments that
should be anticipated. The new railroad, at its peak level attained when
inbound coal reaches its full anticipated volume, would include a general

R.L. BANKS & ASSOCIATES, INC. |b
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manager and an operations manager, two clerical staffers, four dispatchers for
24-hour coverage and two mechanical employees. Administrative headquarters
would be in Ely, and a small office at “New Yard” would house the dispatcher
and be the base of operations. Railroad employees would perform track
maintenance and related work, but the annual capital renewal programs wouid

be let out to a contractor.

Financial Results

Table 6 on the following page arrays the pro forma income statement of the
Northern Nevada Railroad obtained in key years of The Plan. The pro forma
results shown in Table 6 are entirely dependent upon the transportation of coal
moving to the proposed power plant. Over the first 20 years of operation, The
Plan estimates that aimost 75 percent of the freight revenues will be obtained
from the delivery of coal to the plant and additional five percent of the
revenues are attributable to the delivery of construction materials and non-coal

items to the proposed plant.

The Plan assumes that the Nevada Northern Railroad resumes operations in
2002. Beginning in 2002, the rehabilitation project begins and service is
provided to the proposed facility of Foreland Refineries at Cherry Creek. As
can be seen from a review of Table 6 the railroad will operate at a loss of
approximately $1.4 million in 2002. Through 2008, The Plan predicts that the
net losses will continue due to the lack of coal traffic and increasing
depreciation expense resulting from the investment in the railroad. in 2006
these losses will reach approximately $3.3 million dollars. Beginning in 2008
and continuing each year thereafter, The Plan projects that the railroad will be
profitable and should be able to re-pay the funds required to pay for its
rehabilitation of the railroad and cover losses that would have occurred in

intervening years.

R.L. BANKS & ASSOCIATES, INC. lb
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Key Financial Estimates
The pro forma results are dependent on several critical assumptions discussed

below. The assumptions employed reflect both the data available to RLBA at
the time the study was made and the exercise of professional judgement of
reasonable expectations derived from experience in similar circumstances. As
the proposed project moves forward, it is possible that certain facts or
assumptions might change and thus could produce results different from those

estimated by this report.

Operating Revenues
Freight revenues in The Plan were estimated by applying an estimated rate per

ton to the tonnage transported. Freight rates were developed by reviewing
rates contained in the rail freight transportation contract between the Northern
Nevada Railroad Corporation (NNRC) and Robinson Mining Company (RMC), the
last arms-length negotiation of rates applicable to freight movements over the
NNR. These rates were adjusted to reflect the shorter distances of the
prospective shipments; an estimated increase in the number of carloads and the
proposed operating plan. It is RLBA's opinion that the freight revenues shown
in The Plan are a reliable estimate, but it should be remembered that the final
rates actually applied to the carrier’s business will be the result of negotiations
between the parties and take into account not only operating and capital costs
but also market conditions at the time the contracts are negotiated and service

parameters agreed to by the parties.

In The Plan freight rates increase beginning in 2005 and continue to increase
each year thereafter by 1.7 percent per year; the increase of 1.7 percent is
based upon 70 percent of the average increase in the GNP Implicit Price Inflator
for the past seven years. Rate increases were not implemented until 2005
since the line is undergoing extensive rehabilitation and petroleum shipments to
Foreland Refineries at Cherry Creek are the only projected traffic. In 2009,
when both the coal and petroleum shipments occur at their typical projected
volumes, petroleum traffic to Cherry Creek carries a rate of $1.72 per net ton
and coal to the power plant possesses a rate of $1.48. By 2021 the rates rise
to $2.10 on petroleum to and from Cherry Creek and $1.80 per net ton on

shipments to the power plant.
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Switching income is estimated to be equal to five percent of freight revenues

from non-coal traffic.

Operating Costs
The operating costs contained in The Plan were computed for each individual

year and are based upon the operations conducted in that year. The per unit
costs of fuel, wages and salaries were increased by 2.23 percent per year
beginning in 2003. The 2.23 percent increase is 70 percent of average annual
increase in the Railroad Cost Recovery Index for the Western Region published
by the Association of American Railroads during the past seven years.

Depreciation and Amortization
Rehabilitation and program maintenance expenditures discussed above were

increased in the same manner as operating expenses when computing
depreciation expense. Depreciation and amortization expense is computed by
depreciating the track structure over 20 years after allowing for an estimated
salvage value of 13.4 percent, a figure derived from RLBA’s work of this type.

Interest
As a result of the need to borrow large amounts of capital we have assumed

that the project wiill have to borrow monies only as they are needed and will
have only minima! interest income in the early years of the project.

Interest expense was computed by applying an interest rate of 5.42 percent,
the 2001 year-to-date average interest rate of state and municipal bonds, to
borrowed funds. It is our expectation that should low cost funds not be
available from government sources that the NEG would negotiate favorable

terms with the City of Ely.

Income Taxes
Income taxes are computed by applying a tax rate of 40 percent to income
before taxes. In the initial years, the railroad operates at a loss and those

losses offset taxable income in later years until they have been exhausted.
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Liabilities and Equity
Table 7 on the following page arrays the pro forma balance sheet of the NNR

obtained in key years of The Plan. The pro forma results shown in Table 7
reflect The Plan's findings that over 20 years the NNR will be profitable. As
noted earlier these results can only be obtained if the power plant is built.

The pro forma balance sheet reflects The Pian's assumption that sufficient
funds are provided by NEG or governmental entities to rehabilitate the railroad
and cover operating deficits in the initial years. These loans are assumed to be
repaid over a seven year period following the year in which the loan is made.
The pro forma balance sheet also conservatively assumes that retained earnings
remain with NNR. It would be possible to pay out these retained sarnings in
the form of dividends to the owner of the line (assumed to be an entity
controlled by local governments), rate reductions to shippers or some
combination of the two. The strong pro-forma balance sheet also reflects the
ability of NNR to withstand financial downturns that would result from reduced

coal shipments.

Cash Flow
Table 8 on the second following page arrays the pro forma balance sheet of the

NNR obtaining in key years of The Plan. The pro forma results shown in Table
8 reflect demonstrate that a rehabilitated NNR can be profitable over a 20-year

horizon.

As can be also seen from a review of Table 8, The Plan calls for an initial
purchase of stock in the amount of $200,000 by the owners and loans from
government programs or the NEG to fund rehabilitation of the railroad as well
as its operating deficits in the early years. Cash above the amount required for
operating expenses, capital investment and loan repayment is achieved by
2009. The amount of excess cash continues to grow each year and reaches

approximately $5.1 million in 2021.

R.L. BANKS & ASSOCIATES, INC. lb
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Conclusion
It is RLBA's opinion that restoration of the NNR right-of-way is feasible and

offers the chance of commercial success if the envisioned coal project moves
forward and the line is rehabilitated as described in this report.
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NEVADA NORTHERN RAILROAD FEASIBILITY STUDY AND BUSINESS PLAN

Amendments to the Business Plan

eguir ity of Ely to Even igh vice
Nevada Northern Railroad (NNR) would braak even on freight service it it were to
move 18,270 carloads per year, if only cash operating expenses arc considered
when computing the breakeven point and 168,847 annual carloads when computing
the breakeven point to include both cesh operating expenses and repayment of a
loan to finance required capital outlays and purchase of the line.

in order to conduct operations over the line between McGill Jct and Shafter in a
menner consistent with safe railroad operating practices, the right-of-way must be
rehabilitated to at least FRA Class |, which limits speeds to no greater than 10
miles per hour. Track that does not mest Class 1 standards may be designated by
the owner as “excepted track”. Operations are restricted by severat provisions,
including prohibitions against operating occupied passenger cars or operating
freight trains that contain more than five cars required to bc placarded as
hazardous. {49 CFR 213.4) Excepted track clearly is not appropriate for the line’'s
desired uses including transportation of oil products and use by tourist trains.

The operating cost estimate is based upon two round trips per week between Ely
and Shafter. RLBA believes this is the lowest lavel of service that could be
commercially attractive and thus is appropriate for use in a break-aven analysis.
The analysis demonstrates that a large volume of traffic is necessary for the
service to break even. In fact, that volume Is so large that it could not be handied
by the projected service, so in reality additional train service, switch crews and
locomotives would ba needed, pushing the break-even cost yet higher.

The breakeven point as it applies to annual cash outlays is computed to as follows:

Cash operating expenses, other than track maintenance $ 1.680,000
Routine track maintenance expenses 1,193,000
Program maintenance required to rehabilitate the line

Total annual cash outlays required $ 4,581,000
Estimated revenue per car $ 300
Carloads required to breakeven on cash expenses 15,270

In order to commence operations the right-of-way must be purchased and must
undergo initial rehabllitation to at least FRA Class I. The additional number of
cerloads required to service the debt associated with purchase and rehabilitation of

the line was computed as follows;



Purchase of right-of-way and closing costs $ 900,000
Rehabilitation of right-of-way to FRA Class | 2.677.000

Total amount borrowed $ 3,677,000
Assumed rate of interest 5.42%
Term of loan 10 years
Annual loan payment $ 473,000
Estimated revenue per car $ 300
Additional annual carloads required to breakeven on debt

1,677

service

Contribution a Tourist Train Could Make to the Operation of the Line

Materials prepared by the White Pine County Economic Diversification Council
indicate that possible dastinations for tourist railroad excursions are Cherry Creek,
Currie and Wells. Cherry Creek is the southern boundary of presumed NNR freight
operations. Currie, located about 28 miles north of Cherry Creek, would require
operating on track used by unit coal trains. Waells is beyond the operating limit of
NNR and would require that the White Pine Historicel Railroad Foundation (WPHRF)

negotiate access with Union Pacific Railroad.

In order for existing tourism operations to axpand (that is, to operate trains north of
MceGill Junction) it would be necessary for WPHRF to contract with the owner of
the track, an entity assumed to be Nevada Northern Rallroad (NNR) in the Business
Plan. That agreement would need to address a wide variety of operating and
fingncial issues including edditional improvements to the track beyond those
nesded for freight service, financing those improvements and the schedule of fees
to be paid by WPHRF for use of the track. Revenues accruing to NNR woutd
depend on that schedule as well as actual WPHRF use of the track over the

ptanning horizon (2002, 2005-2009, 2015 and 2021.

in order to estimate the contribution of WPHRF to the NNR Business Plan, it would
be necessary to complete additional research Including a market forecast and
operating and business plans for WPHRF. Notwithstanding the results of such
research, we believe that the contribution of tourist operations on NNR would be
marginal to the pro-forma financial results for freight operations presented in the
NNR Business Plan. This likely could be confirmad by comparing the orders of
magnitude of WPHRF's gross revenue and the line's total annual required cash

outlay.
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INTRODUCTION

1.0 INTRODUCTION

1.1 BACKGROUND

This Environmental Assessment (EA) has been prepared to analyze the potential environmental
consequences associated with the reinstatement of commercial rail freight service and tourist rail
operations on the Nevada Northem Railroad (NNR). The EA has been developed in accordance
with the National Environmental Policy Act (NEPA).

The NNR is a short line railroad built in 1906 to transport copper ore from the mine at Ruth to
Cobre. Kennecott Corporation operated the line until 1983 when the company closed both the
smelter in McGill and the railroad operations. In 1987, the railroad was purchased by Los Angeles
Depariment of Water and Power (LADWP) for use in conjunction with a proposed coal-fired
electrical power plant in North Steptoe Valley. At the time of the purchase, the historic rail yards in
East Ely, the historical rolling stock, and 28 miles of track were deeded to the City of Ely and the
Historical Railroad Foundation for a tourist operation. The copper ore mine in Ruth reopened in
1995, and the track was leased to the Northern Nevada Railroad Company (NNRC) and then to BHP
Copper to haul copper concentrate to Arizona. When the mine at Ruth was closed in mid-1999,
BHP ceased operation of the railroad as well, and eventually BHP terminated its lease with both
LADWP and the City of Ely. The rail line has not been used since that time, and there has been no
rail freight service available. LADWP has expressed an interest in selling the rail line, since it has
no further use for the tracks as part of its utility system.

The White Pine Historical Rail Foundation (WPHRF), the City of Ely and the White Pine County
Economic Diversification Council have been working on projects that would allow use of the
railroad for freight service and to generate jobs and economic benefits to the community. The City
of Ely is also planning to construct an inter-modal transfer site which was considered as part of a
recently completed feasibility study/business plan for reestablishing rail freight service to Ely over
the NNR rail line, connecting with the Union Pacific Railroad (UPRR) line in Shafter. In addition to
the freight service, the purchase and renovation of the track would allow use by the WPHRF as part

of its tourist operations.

1.2 PROPOSED ACTION

The proposed action consists of reinstating commercial rail freight service and expanding tourist rail
operations on the NNR. This includes the purchase of the NNR right-of-way from LADWP,
renovation and maintenance of the track, and operation of the commercial freight service. The
project area includes approximately 109.9 miles of track and right of way between McGill Junction
and Shafter, commencing at the 18.5 milepost in Shafter and extending south to the 128.4 milepost
marker at McGill Junction. The service line connects to 18.2 miles of rail line owned by the City of
Ely commencing at McGill Junction, extending southeasterly through Ely to Keystone. The rail
service line in total would be approximately 128.1 miles in length.
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The approximately 109.9 miles of rail line not currently owned by the City of Ely runs through
Goshute and Steptoe Valleys. Portions of the track would need to be repaired prior to using the line
on a routine basis for freight service. The track includes 60 and 90 pound rail having track conditions
which meet criteria under the Federal Railroad Administration (FRA) classification system for Class
1 track, with maximum speeds of 10 miles per hour (mph). FRA track Class 2 rail would permit
freight train speeds of up to 25 mph, and Class 3 would permit freight train speeds of up to 40 mph.
This EA provides an analysis of potential environmental impacts associated with restoring the track

to qualify for Class 1, 2, and 3 operations.

Commercial rail services would include freight service, including the transport of crude oil into the
region for refining. Tourist rail operations would allow for extended excursions to Shafter extending
current operations on the NNR line to the adjoining 18.2 miles of track between McGill Junction and
Keystone, currently operated by the White Pine Historical Railroad Foundation. Project funding
would include a grant by the U.S. Department of Commerce Economic Development Administration
(EDA). The funds would be used to purchase the 109.9 miles of track and right of way from
LADWP, and for design and construction costs associated with track improvements.

1.3 PURPOSE AND NEED

The City of Ely seeks to accomplish the following primary purposes and needs, through the
reinstatement of commercial freight service and tourist rail operations on the NNR:

e To reinstate freight rail operations on the 109.9 miles of track;
¢ To improve freight rail service in the region;
e To generate revenue for the City of Ely;

¢ To expand tourist operations from McGill Junction and provide a connection to the
Union Pacific line at Shafter;
e To create job opportunities in the surrounding community; and

¢ To promote economic diversification in the region.

Economic conditions in White Pine County and Elko County have historically followed the boom-
bust cycle of the mining industry. Reinstating rail freight service in the region would allow the City
of Ely to make strides to end the boom-bust economic cycles, by bolstering ongoing economic
diversification efforts and generating jobs in the community. Furthermore, the project would
contribute directly to the local economy by creating additional demands for goods and services
associated with the operation of the railroad and by generating sales tax revenues in the surrounding

communities.
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14 SUMMARY OF PROJECT ALTERNATIVES

Several alternatives have been considered for the project and are analyzed in this EA. These
alternatives include the Preferred Alternative (or Proposed Action), the Class 1 Alternative, the Non-
rail Transport Alternative, the New Rail Line Route Altemnative, and the No Action Alternative.

The Preferred Alternative considers the required restoration of the NNR rail line to reinstate freight
rail service and expanded tourist excursions on the rail line between Shafter and McGill Junction
(approximately 109.9 miles) in Northeastern Nevada. Rehabilitation work would include
replacement of the existing 60-pound rail with 115-pound rail, replacement of approximately 42,000
crossties, dumping and distributing ballast material, and surface alignment of the entire rail line.
Removal of existing vegetation within the right of way and application of chemical treatment to
retard future growth would also be necessary. The corrugated metal pipe (CMP) culverts and
concrete box culverts within the NNR right of way would be either serviced or replaced.
Reconstruction of approximately 26 rail/road at-grade crossings and four rail/highway at-grade
crossings would be required. Under this alternative, commercial rail services would include freight
service for potential industrial users, including the transport of crude oil into the region for refining.
Tourist rail operations would also be extended to Shafter through the use of the portion of the NNR
line currently operated by the WPHRF. Rehabilitation of the entire 109.9 miles of rail to Class 3
operations is expected to be implemented over a four-year period.

The Class 1 Alternative considers the restoration of the NNR tracks to reinstate freight rail service
and future tourist excursions on the NNR rail line from Milepost 18.5 in Shafter to Milepost 124.4 at
a location north of McGill Junction. Under this alternative, the same restoration work described
under the Preferred Alternative would be preformed except a 5.4-mile portion of the track from
Milepost 123 to 128.4, where restoration would not include placement of fill material to stabilize the
track bed. Wetlands occur in this area that could be adversely affected by rail line restoration
efforts. In this 5.4-mile segment, in particular along an approximately one-quarter mile segment in
the vicinity of Milepost 123 adjacent to Tailings Creek, the proposed track restoration would not
include the placement of ballast to stabilize the track bed, and would limit this segment to solely
Class 1 operations. However, long-term track maintenance would likely require most or all of the
restoration work along the 5.4-mile track segment that this alternative avoids. Mitigation measures
for impacts to wetlands and riparian habitat would not be provided as part of this maintenance
activity. The Class 1 Alternative would result in longer trip times, and could increase the potential
for derailments along this segment because the rail line would not be optimally stabilized. For the
cited reasons, this alternative has been rejected from further consideration.

The Non-rail Transport Alternative would use truck transport as a sole means of transporting
commercial goods and freight in and out of the region. This alternative would use the existing State
Highways 93 and 50 to transport goods to and from destinations outside White Pine County.
Destinations to the north would include the UPRR rail interchange points in Wells and West
Wendover (along Interstate 80), and destinations to the south would include the UPRR rail
interchange point in Caliente, extending from Pioche and farther south to Las Vegas (along Interstate
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15). Destinations east would include Baker via Delta, Utah, and Fallon, Nevada, as well as other
sites west atong Interstate 50. Under the Non-rail Transport Alternative, transportation costs would
preclude manufacturing and other industrial operators from locating in the region, which would
significantly hinder the ability of the City of Ely and White Pine County to improve current
economic conditions. For the cited reasons this aiternative has been rejected from further

consideration.

The New Rail Line Route Alternative considers construction of a 150-mile long rail line from
Riepetown to Caliente, Nevada, to connect with the UPRR. Because new right-of-way would need
to be secured under this alternative, the cost to implement this rail line alternative was considered
prohibitive, and would take several years to implement. In addition, the environmental impacts of
creating a new, 150-mile long transportation corridor would be considered significantly adverse.
Thus, this alternative was eliminated from future consideration.

The No Action Alternative would result in the NNR line remaining unused, and reinstatement of rail
freight service or tourist excursions would not occur on this segment of the NNR line. The
environmental impacts associated with the necessary track restoration to reinstate rail service would
not occur. Impacts associated with the operation of rail service along the NNR would be avoided.
The existing underutilized and abandoned conditions would continue to remain along the NNR
corridor. Because the ability to provide rail freight service is key to attracting businesses into the
region, the No Action Alternative would not provide an opportunity for the City of Ely and White
Pine County to improve current economic conditions in the region. For the stated reasons, this
alternative has been rejected from further consideration.

1.5 RELATIONSHIP TO STATUTES, REGULATIONS AND OTHER PLANS

In 1994, the Bureau of Land Management (BLM) prepared an Environmental Impact Statement
(EIS) on behalf of Robinson Mining Limited Partnership (RMLP) to evaluate the potential
environmental impacts associated with reinstating copper and precious metal mining in the Robinson
Mining District near Ely. The EIS addressed potential impacts of rail operations over the existing
rail segments, as they relate to BLM’s approval of RMLP's mining operations. In 1995, the NNRC
was granted approval to reinstitute rail operations on the NNR under 49 C.F.R. Part 1150 Subpart C.
Prior to this approval, the NNRC submitted a request to the Interstate Commerce Commission’s
(ICC) Section of Environmental Analysis (SEA) for a waiver of the requirement that SEA prepare an
EIS on the proposed new rail line construction. The NNRC also requested clarification under 49
C.F.R. 1105.6 (d) that the modified certificates sought for the McGill Junction to Keystone segment
did not require environmental documentation, because the reinstated operations would not involve
traffic that would be generated by the proposed rail line construction. In response, the SEA
concluded that environmental documentation would not be required to transport the commodities to

be handled under the modified certificate.

This EA was prepared to fulfill the requirements of NEPA which apply to federal agencies when
activities these agencies manage, regulate or fund have an affect on the environment. Specifically,
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this EA evaluates the potential environmental impacts of purchasing the NNR rail line, renovation of
the track, and commercial rail freight operations on the rail line, which would obtain funding from
the U.S. Department of Commerce Economic Development Administration (EDA).

During the preparation of this EA, a number of govemnmental organizations were consulted to solicit
their comments on the proposed project and environmental issues which should be addressed in this
document. In addition, a scoping meeting was held on April 11, 2002 to facilitate cornments and
discussion of any potential environmental impacts resulting for the proposed project. The responses
to this consultation process are included in Appendix A. The issues raised by the respondents, as
well as requested mitigation, will be discussed in the appropriate sections of this EA.

1.6 SUMMARY OF ENVIRONMENTAL CONSIDERATIONS

1.6.1 Potential Environmental Effects

Reinstatement of freight rail service on the NNR segment would not result in significant adverse
environmental impacts. Potential impacts would include those associated with track restoration
activities, and impacts during operations and maintenance, such as a potential hazardous materials
spill or a rail-caused fire. Issues and potential environmental impacts, such as the potential for
hazardous material releases, rail-caused fires, potential air quality impacts, and potential impacts to
wetlands would be mitigated to below a level of significance through measures presented in this EA.

1.6.2 Environmental Justice

As required by Executive Order 12898, “Federal Actions to Address Environmental Justice in
Minority Populations and Low-Income Populations”, this EA identifies and addresses environmental
justice concerns, including human health, economic and social effects, to determine if the proposed
action would result in disproportionately high and adverse human health or environmental effects to
minority populations or low-income populations. Documentation included in this EA addresses
environmental justice concerns. Section 3.0 of this EA presents a discussion of the Affected
Environment, and Section 4.0 addresses the Environmental Consequences of the proposed
reinstatement of freight rail service on the NNR rail line. Impacts associated with the project would
be fully mitigated by measures presented in this document. Implementation of recommended
mitigation measures would ensure that significant adverse effects are reduced to below a level of
significance and that impacts associated with the proposed project would not adversely affect
isolated populations, low-income populations, and minority population. This EA concludes that the
proposed action would not result in significant impacts to public health and safety (see Subsection
5.8.2), and that the proposed reuse of the NNR tracks would result in beneficial social and economic
effects, through the creation of employment opportunities and revenue sources for the citizens of the

City of Ely and White Pine County (see Subsection 5.6.2).
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1.7 AGENCY COORDINATION

A variety of agencies have been consulted or coordinated with as part of the project design and
planning and the environmental review process. Specifically, representatives have consulted with
the City of Ely, White Pine County, the U.S. Army Corps of Engineers (ACOE), the United States
Fish & Wildlife Service (USFWS), and Bureau of Land Management (BL.M) staff in the preparation
of this document. Project representative also consulted with the State Historic Preservation Office
(SHPO) for cultural and archeological resource clearance of the site. Additionally, during the
preparation of the biological surveys, Pacific Southwest Biological Services obtained an updated list
of threatened, candidate and species of concern prepared by the USFWS to determine potential
impacts to sensitive biological resources. Based on these consultations and coordination, the project
has been designed to minimize development impacts on the NNR right of way and adjacent public

and private lands.
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ENVIRONMENTAL SETTING

2.0 ENVIRONMENTAL SETTING

This section provides a discussion of the regional and environmental setting for Steptoe and Goshute
Valleys and where the NNR line is located.

2.1 REGIONAL SETTING

As shown in Figure 2-1, Regional Location Map, the project area lies within rural northeastem
Nevada, in the Great Basin section of the Basin and Range physiographic province. The Great Basin
is noted for long, linear mountain ranges separated by broad valleys that usually exhibit interior
drainages. The mountain ranges are five to 20 miles in length. The valleys are often equal in length
to the mountain ranges and are usually at least 10 to 30 miles across. The Basin and Range Province
is tectonically active with frequent earthquakes and well-developed recent fault scarps (steep rock
faces formed by shearing of rock) common along the margins of the valley. The existing NNR rail

line runs through the Steptoe Valley and the Goshute Valley in the central section of the Great Basin.

Figure 2-2, Vicinity Map, shows the NNR line location.
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ENVIRONMENTAL SETTING

The project lies within White Pine County and the southern portion of Elko County. White Pine
County consists primarily of public lands (93 percent) under the ownership and management of
BLM. The BLM, National Park Service, USFWS, and the U. S. Department of Agriculture’s Forest
Service lands manage the wilderness areas, public parks, and ecological preserves within the County.
Approximately seven percent of the County is privately owned and consists of mostly undeveloped
land, rural developments, and agricultural operations.

The climate in the area is semi-arid, mid-latitude with low precipitation, influenced by the
surrounding mountains and valleys in the region. Rainfall occurs during all seasons, at an annual
average of ten to fourteen inches. Average monthly maximum temperatures in the project area
ranges from 86" Fahrenheit (F) in July to 38° F in January. Average monthly lows range from 9° F
in Januvary to 48° F in July. The region tends to be windy. Prevailing wind direction is
predominantly southerly, indicative of the northerly-southerly direction of Goshute and Steptoe

Valleys.

The most populated city along the NNR rail line is Ely, which is located along the rail line's
southern scgment owned by the City of Ely in Steptoe Valley. The City of Ely had a population of
4,041 in 2000, and is the surface transportation hub of White Pine County. White Pine County had a
2000 population of approximately 9,100 persons and a housing stock of 4,439 housing units. The
County has not experienced growth in the last decade, chiefly due to the closing of the mine
operations by RMLP and termination of freight service on the NNR by BHP.

The northern segment of the NNR is located in Elko County. Like White Pine County, Elko County
consists of mostly public owned lands, and agricultural uses dominate the privately held lands. Elko
County had a 2000 population of approximately 45,300. However, the NNR is located in a portion
of Elko where there is no significant population base and little demographic information. Only a
small fraction of the population of Elko County lives in the vicinity of the NNR, and thus is much
less affected by rail operations. For this reason, the EA focuses chiefly on White Pine County and
the City of Ely when discussing associated impacts.

2.2 PROJECT LOCATION AND SETTING

The project is located in White Pine and Elko Counties, within the Great Basin section of the Basin
and Range Province of Nevada, as shown in Figure 2-2, Vicinity Map. The Steptoe and Goshute
Valleys where the NNR rail line is located consists of generally rolling terrain at elevations of 6,500
to 7,000 feet above mean sea level (AMSL).

White Pine and Elko Counties are rural in character. Ninety-three percent of the land in White Pine
County and roughly 60 percent of land in Elko County is owned by the federal government.
Agricultural uses, such as cattle grazing and alfalfa production, comprise most of the private land
use. The City of Ely is located approximately 10 miles south of McGill Junction (Milepost 128.4),
the southern limit of the NNR rail line this project would restore.
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) ENVIRONMENTAL SETTING

The NNR line includes approximately 109.9 miles of track and right of way owned by the LADWP
running through Steptoe and Goshute Valleys, between McGill Junction and Shafter. The line
begins at the 18.5 milepost at Shafter and extends to the 128.4 milepost marker at McGill Junction.
The service line then connects along 18.2 miles of rail line owned by the City of Ely commencing at
McGill Junction, extending south through Ely to Keystone. The rail line in total is approximately

128.4 miles in length.

The NNR railroad tracks have a right of way extending 100-feet along either side of the tracks,
except in some sections where the right of way narrows to 50 feet from centerline on each side.
These narrow sections are located north and south of Shafter, in Currie, and south of Greens. The
right-of-way widens in several locations: Cherry Creek widens to 411 feet, Mizpah to 488 feet wide,
Dolly Varden to 377 feet wide, and at intermittent sections at Currie,

The annual precipitation rate along the NNR rail line is low, averaging 5 to 15 inches annually (all
forms). Surface water in the region is generally the result of precipitation and spring runoff from the
adjacent mountain ranges. Although the Steptoe and Goshute Valleys do not have an outlet for these
flows, evaporation and transpiration rates exceed precipitation in the valleys, resulting in a net loss
of water in the basin. There are 24 CMP culverts, one concrete pipe culvert, and seven concrete box
culverts crossing the NNR line between Milepost 18.5 and Milepost 128.4 permitting surface water

movermnent.

The NNR has not been used since 1999 and has been subject to dumping activities, including
refractory bricks, slag, metal debris, and waste ores from historic mining operations. There are also
barite stockpiles that were used for ballast materials along portions of the railway. The majority of
the lands surrounding the NNR support agricultural uses (livestock grazing and alfalfa production)
or are vacant land. Historically, several stations were located along the NNR rail line, mainly for
handling mining supplies. However, few of the supporting structures have remained. These stations
were located in Shafter, Decoy, Dolly Varden, Mizpah, Currie (some structures still remain),
Goshute, Cherry Creek (some structures remain), Warm Springs, and McGill Junction (the
foundation of a section house, a bunk house, and a well remain). Additionally, five sidings were
historically located along the NNR rail line, at Green, Ray, Raiff, Steptoe, and Glenn. (Ray is being
renamed Shellborne and Raiff is being renamed Requa). Refer to Figure 3-3, Regional Rail Lines,
for the location of the sidings and former stations along the NNR corridor.
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3.0 DESCRIPTION OF PROPOSED PROJECT AND ALTERNATIVES

The following alternatives were initially considered for the proposed reinstatement of rail freight
operations on the NNR rail line. The proposed project (identified as the Preferred Alternative, see
Figure 3-1, Project Area Map) and alternative means of implementing the Proposed Action, as
considered by the City of Ely, are described in this section and addressed in Section 5.0,
Environmental Consequences. The No Action Alternative is also considered. The purpose of the
alternatives analysis is to allow informed decisions concerning the environmental consequences of
the Proposed Action and the alternatives by responsible and reviewing agencies, the public, and

decision makers.

Alternatives include the Preferred Alternative (or Proposed Action), the Class I Alternative, the
Non-rail Transport Alternative, the New Rail Line Route Alternative, and the No Action Alternative
(see Figure 3-2, Development Alternatives Plan). The north-south orientation of the Steptoe and
Goshute Valleys and the generally unfavorable gradient and grading conditions for alternative routes
oriented east-west made selection of a new railroad comridor difficult. The least amount of
ecological disturbance would occur if the existing NNR right of way is used. Due to these
considerations, other new rail altemative routes were not included.

3.1 PREFERRED ALTERNATIVE OR PROPOSED ACTION

The proposed action involves the City of Ely acquiring from LADWP the NNR rail line between
Shafter and McGill Junction and performing the required restoration, reinstating freight rail
operations, and expanding tourist excursions over this segment of the NNR. Commercial rail
services would include freight service for industrial users, including the transport of crude oil into
the region for refining. Tourist rail operations would also be used for extended excursions to Shafter
by expanding tourist operations on the adjoining track between McGill Junction and Keystone, as
currently operated by the WPHRF. Figure 3-3, Regional Rail Lines, indicates the relationship of the
NNR to other freight rail routes in the region, and the location of existing and former sidings and

station along the NNR.

Rail line rehabilitation would include replacement of the existing 60-pound rail with 115-pound rail,
replacement of approximately 42,000 crossties, dumping and distributing of ballast material, and
surface alignment of the entire rail line. Four of the 24 CMP culverts within the NNR right of way,
at Mileposts 64.7, 64.8, 80.7, and 98.7, should be replaced. Of the seven concrete box culverts along
the NNR line, four are considered marginal and may require repair or replacement, as there is some
deterioration. Additionally, removal of existing vegetation within the right of way and application
of chemical treatment to retard future growth would be necessary. Finally, reconstruction of 26
rail/road crossings and at least four rail/highway grade crossings would be required. Track
restoration activities are discussed in detail in the Engineering Report and Cost Estimate prepared by
R.L. Banks & Associates, Inc. Figure 3-1, Project Area Map, illustrates the location of the rail line

being considered for rehabilitation and reuse.
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* DESCRIPTION OF PROPOSED PROJECT AND ALTERNATIVES

The proposed reinstatement of rail freight service and restoration would accommodate an extension
of excursion train operations of the WPHREF, out of the historic rail yard in East Ely from McGill
Junction to Shafter. Thus, revenues for the WPHRF would be increased by the proposed project.
However, the City of Ely and the White Pine Economic Diversification Council are interested not
only in the improvement of economic conditions for Ely and the WPHRF, but also in the
communities along the NNR corridor. The reinstatement of rail freight service on the NNR would
increase the viabiiity for other industrial uses that would consider operating in the region, which in
tumn would generate construction jobs and permanent employment for the residents of the area.
These employees would in turn spend money on local businesses and generate sales and property tax
revenues for the surrounding communities. The industries served by the NNR rail line would also
purchase goods and services throughout the region. In addition, restoring the NNR to permit
commercial rail freight service would benefit the community by facilitating more cost efficient

transport of goods in and out of the region.

3.2 CLASS 1 ALTERNATIVE

This alternative seeks to reduce potential impacts to wetland areas associated with the required
restoration work on the NNR rail line. Under this altemnative, the work described under the preferred
alternative would be preformed excepting the southern 5.4-mile portion of tracks. Rail tracks and
crossties would be replaced, ballast materials distributed and surface alignment would be improved
from Milepost 18.5 to Milepost 123.0. Restoration work within the 5.4-mile segment from Milepost
123 to 128.4 would not include the placement of ballast to stabilize the track bed, including where
the existing shoulder is narrow and in proximity to Tailing Creek. In this 5.4-mile segment,
restoration of the track would qualify the track solely for Class 1 operations. Thus, the southemn
segment of the NNR tracks would only permit slow train speeds. However, long-term track
maintenance would likely require continuous restoration along this track segment, and future
impacts to Tailings Creek in this segment would not be avoided. By not optimally stabilizing the
track there would be an increase in the potential for derailments along this segment. This alternative
would not necessarily avoid impacts to Tailings Creek; would create safety hazards; and would
require slower train speeds. For the cited reasons, this alternative has been rejected from further

consideration.
3.3  NON-RAIL TRANSPORT ALTERNATIVE

The City of Ely initially considered use of truck transport as a sole means of transporting
commercial goods, including crude oil destined for an oil refinery. This alternative would lead to the
use of the existing roadway network, such as State Highways 93 and 50, to transport goods to and
from destinations outside White Pine County. Destinations to the north would include the UPRR rail
interchange points in Wells and West Wendover (along Interstate 80), and destinations to the south
would include the UPRR interchange point in Caliente, extending from Pioche and farther south to
Las Vegas (along Interstate 15). Destinations to the east would include Baker via Delta, Utah and
Fallon, Nevada, as well as other sites west of Interstate 50. Truck transport of goods is necessary to
complement a rail freight system in the region, but industries are reluctant to locate in the region as
long as trucks remain the sole transportation option for the bulk of shipments. Existing tourist
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DESCRIPTION OF PROPOSED PROJECT AND ALTERNATIVES

operations would not be expanded. In addition, reuse of the NNR line would not occur. This
alternative has the potential to increase costs, as well as environmental impacts of truck transport as
compared to rail movement associated with energy, air quality, noise, and safety issues. This
alternative has been rejected from further consideration.

3.4 THE NEW RAIL LINE ROUTE ALTERNATIVE

The City of Ely considered construction of a new 150-mile long rail line from Riepetown to
Caliente, Nevada, to connect with the Union Pacific Railroad. Since no right of way for the new rail
line exists, this alternative would require the acquisition of private and public lands along the route.
The realignment study, environmental clearance, and permit processing for this alternative, coupled
with the acquisition process, would result in extensive time and financial investments that the City of
Ely and White Pine County cannot afford. In addition, construction of a new rail line route would
result in potentially significant adverse impacts associated with construction over vacant and
undeveloped lands, and with the introduction of train operations and air quality, noise, and other
impacts on presently vacant areas. Displacement of agricultural operations may also occur, along
with impacts to sensitive resources along the alternative alignment. This alternative was eliminated
from consideration because the right of way would need to be secured, the cost is prohibitive, and
because this altemative would take several years to implement. In addition, environmental impacts
of creating a new, 150-mile long transportation corridor could be significantly adverse. Thus, this
alternative has been rejected from further consideration.

35 THE NO ACTION ALTERNATIVE

The No Action Altermative would result in the NNR line remaining unused, with no reinstatement of
rail freight service or tourist excursions on the NNR line. The environmental impacts associated
with the necessary restoration to reinstate rail service would not occur. Impacts associated with the
operation of rail service along the NNR would be avoided. No other uses would occur within the
NNR right of way. Essentially, the existing underutilized and abandoned conditions would continue
to remain along the NNR corridor, and the condition of the rail line would continue to deteriorate.

This alternative would not meet any of the City’s objectives as described in the Introduction to this
document. Under this alternative, the City of Ely would have difficulty finding industries that would
locate in the region without the capability of accessing a local rail service connection. Thus, under
this alternative, the anticipated opportunities for providing regional employment would be
significantly hindered. In addition, an expansion of the excursion train operation of the WPHRF
would not occur over the NNR line. Specifically, the No Action Alternative would not provide an
opportunity for the City of Ely and White Pine County to improve current economic conditions.
This alternative would not meet any of the City’'s objectives and has been rejected from further

consideration.
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~ DESCRIPTION OF THE AFFECTED ENVIRONMENT
4.0 DESCRIPTION OF THE AFFECTED ENVIRONMENT

This section describes the existing conditions at the NNR rail line and the surrounding area, as they
relate to the various environmental issues under consideration. The discussion provides a baseline
from which changes that would result from the proposed reinstatement of freight service on the NNR

are assessed.

The 1985 EIS for the White Pine Power Project, and the BLM 1994 EIS for the Robinson Mining
Limited Partnership (RMLP) to reinstate copper mining activities in the mining district near Ruth,
Nevada form the basis for the discussion of land resources in this section. The 1995 Environmental
Assessment for proposed rail line construction and reinstatement of freight operations over the NNR
rail line associated with the planned mining operations in Ruth, prepared by the Interstate Commerce
Commission (ICC), also draws from these documents and is referred to and cited in this document.
A brief summary of the conclusion of those documents is provided below. All documents are on file
with the City of Ely and the White Pine County Economic Diversification Program office, located at

957 Campton Street, Ely, Nevada 89301.

o White Pine Power Project 1985 EIS. This document considered the environmental impacts
associated with development of a power generation facility in White Pine County. Development
included: power transmission systems, water transmission systems, and microwave stations
throughout eastern Nevada; coal transportation systems from mines in Utah, Colorado, and/or
Wyoming over existing, upgraded and new railroad to the facility; and the relocation of Highway
93. It was determined in this document that no authorization would be needed to upgrade the

NNR rail line used as part of the coal transportation system.

e RMLP 1994 EIS. This document considered the environmental impacts associated with
reinitiation of mining operations in the Robinson Mining District. Known as the Robinson
Project, it would utilize over 2,000 acres BLM managed land. This document authorized the
reinstatement of rail freight service over the NNR rail line owned by LADWP from Cobre to
McGill Junction, approximately 128 miles in length, and over the 18.2-mile rail line operated by
the WPHRF from McGill Junction to Keystone.

e JCC Rail Line 1995 EA. This document evaluated the environmental impacts associated with the
construction of a new 3.13-mile long rail line between Keystone and Riepetown. This rail line
would connect with the WPHRF line and with the NNRC rail system, and serve the mining
operations in Ruth approved as part of the Robinson Project. This document authorized the

construction of this rail line.
4.1 LAND RESOURCES

The following sections include baseline data for geologic conditions in the project region.
Discussions on topography, soils, various seismic hazards and landslides are summarized below.
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DESCRIPTION OF THE AFFECTED ENVIRONMENT

411 Geologic Setting and Topography

The project area lies within the Great Basin section of the Basin and Range physiographic province.
The Great Basin is noted for long, linear mountain ranges separated by broad valleys that usually
exhibit interior drainage. The mountain ranges are approximately five to 20 miles in length. The
valleys are often equal in length to the mountain ranges and are usually at least 10 to 30 miles across.
The Basin and Range Province is tectonically active with frequent earthquakes and well-developed
recent fault scarps {steep rock faces formed by shearing of rock) common along the margins of the
valleys. The NNR is mainly situated east of the Cherry Creek Range and the Egan Range along the
southernmost alignment, on rolling terrain at. elevations of about 6, 800 feet to 7,000 feet AMSL,
the terrain slopes generally to the west. The existing rail line is located in the Steptoe Valley
(southern segment) and the Goshute Valley (northern segment).

4.1.2 Soils

Sediments eroded from the carbonate and volcanic rocks in the area comprise the bulk of the valley
fill materials. These unconsolidated materials include gravel, sand, silt, and clay deposited under
subaerial or lacustrine conditions. Most of the valleys are underlain by deposits of older, very coarse
gravel and boulders deposited by streams on the alluvial fans and narrow pediments along the
mountain fronts. The alluvial fan deposits range from coarse sand and gravel, near the heads of the
fans (adjacent to the range fronts), to fine sand and silt toward the distal portions of the fans (closest
to the valley floor). Silt and clay predominate in the playas in the lowest parts of the internally

drained valleys.

4.1.3 Seismic Hazards

The Basin and Range Province has experienced several carthquakes of Richter Magnitude
(Magnitude) 7.0 or greater since 1840. Each of these earthquakes occurred within a north-south
treading zone extending from Owens Valley in east-central California northward through west-
central Nevada. The largest of these events are the 1872 Lone Pine (Magnitude 8.0) and 1915
Pleasant Valley (Magnitude 7.6) earthquakes. These earthquakes have been accompanied by zones
of surface rupture up to 50 miles long and three to six miles wide, with scarps as high as 20 feet. In
White Pine County, however, earthquakes larger than Magnitude 5.0 are not known to have
occurred. Table 4.1, Major Seismic Events in Nevada, lists major historic earthquakes that have
occurred in the Great Basin region and vicinity. None of these earthquakes are associated with faults

in White Pine County.

Active and potentially active faults in the Basin and Range Province appear to be evenly distributed
throughout the region and are not confined to a particular area. Figure 4-1, Regional Earthquake
Faults, shows their general location. The locational distribution of large historic earthquakes is
misleading if used for determining seismic risk. In the long term, large magnitude earthquakes could
occur anywhere throughout the Basin and Range Province. In the near term (the operating life of the

ENVIRONMENTAL ASSESSMENT FOR THE NEVADA NORTHERN RAILROAD

Page 4-2



DESCRIPTION OF THE AFFECTED ENVIRONMENT

NNR), earthquakes could occur along the north-south zone of historic seismicity previously
discussed or could occur along active faults.

TABLE 4-1
L Major Seismic Events in Nevada
Event Date Epicenter Maximum Area (sq. miles)
— Magnitude (M) e
1845, possibly 1852 Stiliwater area {?) possibly Greater than 7.0 Unknown
Pyramid Lake

| October 2, 1915 Pleasant Valley Approximately 7.8 500,000
December 20, 1932 Cedar Mountains 7.3 500,000
Fairview Peaks and Dixle 7.1,68 200,000

December 16, 1954

Valley (2 events, 4 minutes
apart). Fairview Peak
| approximately 34 miles south

of Dixie

l

Notes to Table:

1. Magnitude based on the Richter scale.

Area represents the area over which the effecis of the earthquake were felt,
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4.1.4 Ligquefaction Hazards

Liquefaction and dynamic setttement are natural phenomenons defined by the loss of soil strength
from sudden shock (usually earthquake shaking). Liquefaction occurs when granular (loose,
cohesionless, and not clayey) soils are saturated with water (within 50 feet of the surface) and
subjected to vibration. Pressure in the water within the soil increases, and the soil particles become
suspended in water. The liquefied soils then behave like a thick liquid. Liquefaction causes
excessive structural settlement, ground rupture, lateral spreading, or failure of shallow bearing
foundations. Dynamic settlement can occur in both dry and wet soils.

Based on previous geotechnical investigations of the project area, the potential for liquefaction and
dynamic settlement is not expected to be a major geotechnical hazard in the area. Minor exceptions
include loose silty sand of mudflow origin and aeolian sand. However, these conditions are not

found near the NNR right of way.
4.1.5 Hydrocompaction

Hydrocompaction (soil collapse) is a phenromenon whereby soils, with a loose particle structure and
weakly cemented by water soluble minerals or by clay bonding, collapse under their own weight or
under foundation loading upon initial wetting. The potential for hydrocompaction is greatest in soils
associated with young alluvial fan deposits which tend to be underconsolidated and, therefore, may
be moderately compressible under heavy structural loads. Due to the age of the NNR rail line and
the absence of hydrocompaction conditions occurring on the rail line, this is not considered to be an

issue.

4.1.6 Landslides

Landslides are the downward movement of rock and soils, usually due to gravity, on hillsides and
slope banks as the materials become unstable. Due to the relatively shallow slope gradients present
in the valley floors, landsliding of unstable siopes is not present along the NNR rail line.
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4.2 WATER RESOURCES

The 1985 EIS for the White Pine Power Project, and the BLM 1994 EIS for the RMLP to reinstate
copper mining activities in the mining district near Ruth, Nevada form the basis for the discussion of
water resources in this section. The relevant findings of these documents are summarized below.

4.2.1 Hydrologic Setting and Surface Waters

The NNR rail line lies in the Steptoe Valley and Goshute Valley Basins. The Steptoe Valley Basin,
in which the southern portion of the NNR line is located, has a drainage area of approximately 1,975
square miles. This basin extends roughly 110 miles north from the southern end of White Pine
County to the southern part of Elko County. Rainfall ranges from a low of six inches per year in the
valley to more than 20 inches per year in the mountains that border the basin. Evaporation and
transpiration by plants generally exceed precipitation, leading to a net loss of water from the basin,
Flow into the Steptoe Valley Basin comes from the adjacent mountain ranges both as surface and
subsurface flow, primarily in the late spring. Similar conditions are present in the Goshute Valley

Basin.

A wetland survey was conducted through review of lhe National Wetland inventory maps and an
aerial reconnaissance conducted during October 1993.! Wetland areas were found along the existing
NNR line. Sensitive water sources that occur along the existing railroad corridor include Steptoe
Stough, Duck Creck, Bassett Lake, the area north into Cherry Creek, Goshute Lake, and Shafter
Knoll (located within Goshute Valley north of Raif Siding). Some of the wetlands along the existing
rail corridor would likely be within the jurisdiction of the ACOE.

Ten wetland areas (19 linear miles total) occur along and near the existing NNR rail corridor (See
Figure 4-2, Wetlands Area Map). Of those 10 areas, six are located along Duck Creek, which
generally parallels the railroad grade. The largest wetland area traversed by the railroad corridor is
west of the town of McGill at the interface of the historic tailings pond and the railroad embankment.
At this location, extensive wetland areas are present along both sides of the railroad embankment,
The railroad also crosses the western edge of Goshute Lake, an ephemeral lake. Six of the ten
wetland areas are classified as palustrinc emergent wetlands, one as riverine intermittent streambed
(near Cherry Creek Station), one as palustrine emergent/open water (south of Goshute Lake), one as
lacustrine littoral unconsolidated shore (Goshute Lake), and one as numerous wetland basins (north
of Raif Siding). Potential impacts of the proposed line on drainage ways and wetlands are discussed
in Section 5.2 Water Resources.

! A wetland is defined as an area that is inundated or saturated by surf ace or groundwater at a frequency and duration sufficient to
support, and that under normal circumstances docs support, a prevalence of vegetation typically adapted for lifc in saturated soil
conditions. Wetlands are valuable because they provide habitat for a variety of wildlife species and because they filter overland runoff,
serve g5 stortnwalter storage basins, and stabilize streambanks.
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FIGURE 4-2 WETLANDS AREAS MAP
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4.2,.2 Groundwater Resources

Groundwater in the Egan Range west of the project site, the Robinson Mining District, and along the
rail line corridor occurs primarily in Paleozoic limestone and secondarily in the alluvial gravels of
the stream valleys. Groundwater in the alluvial valleys is unconfined and found at varying depths in
the gravels depending on topography and the permeability of the gravels.

Groundwater Quality

Figure 3-1, Project Map, shows regional surface hydrology features. Surface water in the region
originates from precipitation runoff, snowmelt, and groundwater base flow to trunk streams. Past
mining activity, especially the historical acidification of dumps for copper leaching in the Robinson
District, has degraded both surface waters and groundwaters. Past rail operations have not likely
caused significant groundwater degradation. There is no historical evidence that underground
storage tanks (USTs) were used in association with rail line operations. However, a suspect UST
was identified in a previous site reconnaissance at Shafter, north of the highway crossing and outside
the NNR right of way. It is believed this UST contained fuel to operate a Union Pacific switch gear,
which now appears to operate on propane, and no visual impacts of contamination were noted.

The proposed rail line restoration would occur in the vicinity of the tailings pile at McGill, between
Mileposts 123 to 128.4. In this area, drainage channels are located on both sides of the track, with
the water course (Tailings Creek) on the west side connecting with Duck Creek and eventually

draining into Bassett Lake.

4.2.3 Water Supply

Water use in the vicinity of the right of way is limited to irrigation water for agriculture, which is
provided by individual groundwater wells. A small portion of the runoff from agricultural uses in
the Steptoe and Goshute Valleys ends up in local creeks, and an extensive network of culverts allows

pre-rail construction drainage patterns from being impeded.

4.2.4 Flood Hazards

Flood hazards are not considered to be a significant concern for the NNR. There is no historical
evidence that flooding affected track or rail operations during the time Kennecott, NNRC, or BHP
operated over the rail line. The NNR corridor has no FEMA Zone classification.
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4.3  AIR RESOURCES

The following sections include baseline data on air resources in White Pine County, based mainly on
information obtained from the 1985 EIS for the White Pine Power Project. The discussion of the
existing air quality environment is summarized below.

4.3.1 Climate

White Pine County is located near the southern rim of the Great Basin of the western United States.
Climate in the project area is semi-arid mid-latitude, with the mountains and valleys influencing the
regional climate. Local climate is influenced by the interior location, regional weather systems, and
the north-south topographic orientation of the Mountains and Valleys which dominate the area.
Valleys are typically 50 to 100 miles in length and 10 to 15 miles in width.

The average annual temperature in Ely, Nevada, is 44°F. The warmest temperatures occur in July,
with an average daily maximum is 86°F and an average daily minimum is 48°F. The coolest month
is January, which averages a daily maximum of 38°F and a daily minimum of 9°F. Temperatures
below freezing (32°F) occur almost every day in December and January and, on the average, 218
days per year. Temperatures below 0°F or above 90°F each occur about 18 days per year.

The average relative humidity in Ely is 49 percent. The average monthly relative humidity values
range from 63 percent in January and February to 33 percent in July. Relative humidity is lowest in
the mid-afternoon and highest during night and early moming. The highest average values of 73
percent are attained in February during the early morning hours. Lowest average values of 21

percent are attained in July during mid-afternoon.

Average annual precipitation in Ely is 8.7 inches, which falls at a relatively constant rate throughout
the year. Annual precipitation in Ely generally ranges from five inches to 15 inches. The maximum
amount of precipitation to fall in a single month was 3.67 inches.  Snowfall averages 46 inches per
year and is greatest from January to March. The maximum snowfall to occur in a single month was

24.8 inches.

The average annual wind speed in Ely is 10.5 mph. Average monthly wind speeds are fairly
constant throughout the year, ranging from 10.1 mph in November and December to 1! mph in
April. The prevailing direction is southerly. The relative frequency of southerly winds is
approximately 25 percent, with winds from the other directions between south-southeast and
southwest occurring an additional 28 percent of the time. This and the secondary maximum of
northerly winds are indicative of the north-south orientation of Steptoe Valley.

Severe weather in Ely is primarily restricted to occasional thunderstorms which are most frequent in
July and August, occurring eight days per month on the average. Thunderstorms are least frequent
from November through March when they occur less than one-half day per month on the average.
Since 1916, only two tornadoes have been reported in White Pine County. During the same period,
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approximately 20 tornadoes were reported throughout Nevada. Data regarding the severity of these
tornadoes are not available.

4.3.2 Air Quality Standards

Establishment of ambient air quality standards is the responsibility of the Environmental Protection
Agency (EPA) and the State of Nevada Division of Environmental Protection (DEP). The Clean Air
Act (CAA) of 1970, as amended, established National Ambient Air Quality Standards (NAAQS) for
six primary air pollutants: ozone (Os), airborne particulates (PM;p), carbon monoxide (CO), sulfur
dioxide (SO2), nitrogen dioxide (NO;), and lead (Pb). These standards serve to protect public health
from dangerous exposure levels to these pollutants. The EPA is responsible for developing clean air
standards and ensuring that these standards are met. Individual states are delegated authority to
implement the Clean Air Act, and some states further delegate responsibilities to municipal or
county agencies. In Nevada, this responsibility has been given to the Nevada Bureau of Air Quality.

Air quality is considered acceptable if pollutant levels are continucusly less than or equal to NAAQS
or, in the case of short-term federal standards (24-hour average or less), exceed the standards no
more than once each year. The State of Nevada has also set ambient air quality standards. Federal
and state standards require the prevention of significant deterioration (PSD) of air quality in regions
that attain NAAQS. These attainment areas are designated as follows:

a. Class I areas where almost no increases are allowed.
b. Class II areas where normal industrial growth is allowed.
c. Class ITI areas where greater than normal industrial growth is allowed.

Current regulations require that a new source of air pollution in a non-attainment area {or outside the
area, but causing a significant impact on the area) must produce a net air quality benefit in that area.
This net air quality benefit is obtained using emission offsets (reductions in air pollutant emissions
from existing sources in the non-attainment area) of sufficient magnitude to result in the required net
air quality benefit. In addition, the new source would be required to use Lowest Achievable
Emission Rate (LAER) control technology. LAER is more stringent than Best Available Control
Technology (BACT) and New Source Performance Standards (NSPS), and is defined as the lowest
ernission rate allowed or achieved anywhere without regard to cost or energy use.

Table 4-2, Ambient Air Quality Standards, outlines the Nevada and Federal Ambient Air Quality
Standards for primary pollutants.
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TABLE 4-2

AMBIENT AIR QUALITY STANDARDS

Pollutant Averaging Nevada Standards Federal Standards
Time Concentration Method Primary Secondary Method
1 Hour 0.12 ppm (235 0.12 ppm (235
- pgim? Ultraviolat pgim?) Same as Primary Ethylene
zone (O2) Photometry 0.08 ppm (157 standard Chemiluminescence
8 Hour
pgie) ol
Annual Geometric
50 50 pgim?
Resplrable Mean Mgh? Size Selective Inlst p— Inertial Separation
Particulate 24 Hour tsopgme | mp;e(r ARB ) 150 pg/m? standorg | @nd Gravimetic
Matter (PM o 8/22/85 Analysis
(PMio) | Annual Arithmetic 50 pgm?® 50 pg/m?
Fine 24 Hour 65 pgim? Inertial Separation
Particulate | Annual Arithmetic No Separate State Standard 15 g Sam:t:‘ssd::mry and Gravimetic
Matter (PM. 5) Mean s Analysis
Carbon 8 Hour 9.0 ppm {0 mg/m?) Non-dispersive |9 ppm (t0 mgim?) | Non-disparsive
1 Hour 35 ppm {40 mgm?) | Infrared Photometry | 35 ppm (40 mg/m?) None Infrared Photome
Monoxide (CO) T NDIRY ; ~oR)
p X 0. 1
Nitrogen AnnualM:;intImehc 0 053%(‘00 Gas Phaso osf,m( 0 Same as Primary Gas Phase
Dioxide (NO) Chemiluminescence N standard Chemiluminescence
30 days averaga AlHL Method 54 Z High Volume
12/74) Atomic Sampler and Atom
Lead Calendar Quarter ( Absgmﬁm 1.5 pg/me sam:m pAlb:orpﬁon .
Annual Ardthmetic |  0.030 ppm {80 0.030 ppm (80 )
Sulfur Dioxide Mo bo/m) Fluorescence Lt Pararosoaniine
(802) | B 0.14 ppm (385 0.14 ppm {365 i
| _ kg Py
Sulfur Dioxide
0.5 ppm (1300 0.5 ppm (1300
{SO2) 3 Hour " lom) ugm3) B
| Crystalline .
| o 8 hours 2.38 pgin® [___

Legend: ppm = parts per million; mg/m? = milligrams per cublc meter; pmyo= pan'i'rﬁa-té_n?ner of 10 microns or less;
PM; 5 = particulate matter of 2.5 microns or kess

Table 4-2 includes the 1997 adopted federal standards for chronic (8-hour) 0; exposure and for ultra-
small diameter particulate matter of 2.5 microns or less in diameter (PM-2.5). However, EPA%
authority to adopt such standards was legally challenged, and the U.S. Court of Appeals has issued a
stay in implementing these two standards. EPA and the Department of Justice have appealed the
decision to the Supreme Court. The Supreme Court ruled the EPA has authority to promulgate
standards without specific congressional authority. The Court also ruled, however, that there was an
attainment schedule inconsistency between “0ld" and "new"” standards, which must be resolved before
the new standards are considered fully implemented. Data collection for these standards is ongoing, but
no additional attainment action can be taken until all schedule issues are resolved.
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4.3.3 Local Air Quality

For the purposes of statewide regulatory planning, the Nevada Bureau of Air Quality has designated
Hydrographic Basin 179 (Steptoe Valley) as unclassifiable. The current levels of criteria pollutants
are not known in the valley due to a lack of monitoring data. However, the area had previously been
designated as non-attainment for SO, based on emissions from a copper smelter which is no longer

in existence.

White Pine County is a rural area with limited industrial activity. In recent history, the only major
industrial pollutant source was the McGill smelter. Pollutants emitted from the McGill smelter were
primarily SO, and particulate matter (PM). SO, emissions from the McGill smelter averaged 20,000
to 30,000 pounds per hour (Ib/hr),occasionally exceeding 65,000 lb/hr. As a result of smelter
emissions, Steptoe Valley was designated by EPA as a non-attainment area (existing air quality
worse than NAAQS) for SO,. Wind-blown dust also contributes to PM emissions in the County,

The NNR rail line is currently not in use. Therefore, it does not currently generate any air pollutant
emissions.
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4.4 LIvVING RESOURCES

Work performed as part of the 1985 EIS for the White Pine Power Project, and the BLM 1994 EIS
for the Robinson Mining Limited Partnership to reinstate copper mining activities in the mining
district near Ruth, Nevada form the basis for the discussion of living resources in this section.
Additionally, information obtained during the wetland survey conducted through review of the
National Wetland inventory maps and an aerial reconnaissance during October 1993 is cited. The
findings of the assessments are summarized below.,

4.4.1 Vegetation

The NNR rail line transverses an area primarily located in the Northern Desert Shrub Biome of the
Cold Desert Formation. The Northern Desert Shrub Biome is characterized by shadscale and
sagebrush vegetation zones. The predominant vegetation type along the existing rail corridor is
"northern desert shrub/ sagebrush."

The northern desert shrub/sagebrush occurs in valley bottoms and alluvial fans adjacent to washes.
Big sagebrush is dominant on deeper soils and may be accompanied by winterfat, four-wing
saltbush, Mormon tea, spiny hopsage, and rubber rabbitbrush. Black sage is dominant on shallower
soils and is associated with Mormon tea, winter fat, four-wing saltbush, and rabbitbrush. Additional
understory species common to all soils are needle-and-thread, Great Basin wildrye, bottlebrush
squirreltail, sandberry bluegrass, Indian ricegrass, scarlet globemallow, and several penstemon
species. Figure 4-3, Vegetation Communities, shows the vegetation communities of the Basin and
Range Province, including those within 6,000 to 7,000 feet AMSL, which would include the NNR

rail line corridor.

4.4.2 Wildlife

The NNR rail corridor includes two basic habitat types used by various terrestrial wildlife species.
The Valley floor primarily provides shrub-steppe habitat composed of the shad-scale, sagebrush, and
greasewood communities. Shrub-steppe is typically utilized by black-tailed jackrabbit, pronghorn,
wild horse, horned lark, sage sparrow, Brewer's sparrow, sage thrasher, sage grouse, westemn fence
lizard, and western rattiesnake. The valley floor also includes wetland habitat, consisting of cattails,
assorted saltgrasses, rushes and sedges. The wetland areas provide breeding habitat and staging
areas for many species of waterfowl and shorebirds.

Common big game species in the region include mule deer, pronghorn antelope, elk, mountain lions,
wild horses, and bighorn sheep. Other mammals include Nuttall's cottontail, least chipmunk, deer
mouse, cliff chipmunks, woodrats, coyote, and bobcat. Common upland gamebird species include
sage grouse, blue grouse, chukar partridge, valley quail, and Hungarian partridge. Common non-
game bird species inciude Say's phoebe, scrub jay, hairy woodpecker, mountain bluebird, and
rufous-sided towhee. Raptors expected to occur in the general region include Cooper's, sharp-
shinned, and red-tailed hawks, as well as the golden eagle. Common reptiles include sagebrush
lizards, collared lizard, Great Basin gophersnake, and western diamondback rattlesnake.
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FIGURE 4-3 VEGETATION COMMUNITIES
Source: David Evans & Associates
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The existing railroad corridor intersects pronghom yearlong range, with pronghom use being
seasonally heavy in specific areas. Mule deer also occur along this corridor, particularly along the
southern portion during the winter season and between the Schell Creek and Cherry Creek Ranges.
The rail corridor receives incidental use by wild horses. Other mammals, reptiles, amphibians, and
bird species common to the Great Basin environment are likely found along the existing rail

corridor.

As available water is a limiting factor, riparian and wetland habitat supports a higher population
diversity and density of wildlife species than any other habitat type occurring in the region.
Waterfowl and shorebirds of the project region occur on large bodies of water, as well as on small
wetlands, area stockponds, playa lakes, and natural springs. The existing rail corridor crosses
important nesting and foraging areas for both waterfowl and shorebird species along Steptoe Slough,
Bassett Lake, and Duck Creek, north to Cherry Creek and through areas of Steptoe and Goshute
Valleys, depending on precipitation. The wetland areas associated with Duck Creek can be

substantial during periods of high precipitation.

Fishing occurs along the railroad route. Tailings Creek, which lies adjacent to the railroad
embankment west of McGill, supports game fish, including rainbow, brook, and tiger trout. Bassett
Lake contains warm water fisheries with northern pike and largemouth bass. Northemn pike also

occurs in Duck Creek near McGill.

4.4.3 Sensitive Species

The following federally listed, federal candidate species or species of concern were identified as
potentially occurring along the existing rail corridor or as having the potential, to occur throughout
the area within the appropriate habitat types (A refers to area-wide, RR to rail corridor):
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TABLE 4-3 FEDERALLY PROPOSED, THREATENED, OR ENDANGERED PLANTS AND ANIMALS

Birds

American peregrine falcon {Falco peregrinus anatum)
Bald eagle (Raliaeetus leucocephalus)

Northern goshawk (Accipiter gentilis)

Ferruginous hawk (Buteo regalis)

Black- temn (Chlidonias niger)

White-faced ibis (Plegadis chihi)

Western [east bittern (Ixobrychus exilis hesperis)
Western burrowing ow! {Athene cunicularia hypugea)
Sage grouse (Centrocercus urophasianus)
Yelow-billed cuckoo (Coccyrus americarius)

>TREEREE>E>

Mammals
Pacific westem big-eared bat (Corynorhinus townsendii townsendii)

PaleTownsend’s big-eared bat (Corynorhinus townsendii pallescens)
Spotted bat (Buderma maculatum)

Pygmy rabbit (Sylvilagus idahoensis)

Smalil-footed myotis (Myotis ciliolabrum)

Long-eared myotis (Myotis evotis)

Fringed myotis (Myotis thysanodes)

Long-legged myotis (Myotis volans)

Sierra Nevada red fox (Vulpes vulpes necator)

PRI

Fishes
Relict dace (Relictus solitarius)
Bonneville cutthroat trout (Oncorhynchus clarki utah)

> %

Invertebrates

Steptoe Valley crescentspot butterfly (Phyciodes batesii arenacolor)
White River wood nymph butterfly (Cecyonsis pegala pluvialis)
White River Valley skipper (Herperia uncas grandiosa)

Schell Creek mountainsnail (orehelix nevadensis)

>E~E§>

Plants
Grouse Creek rockrose (Arabis falcatotia) )

Elko rockcrest (Arabis falcifrucia)

Monte Neva paintbrush (Castilleja salsuginosa)
Welch’s cryptantha (Cyptantha welshii))
Barren Valley collomia (Collomia renacta)
Waxflower (Jamesia tetrapetala)

Parish's phacelia (Phacelia parishii)

Jan’s catchfly (Silene nachlingerae)

Rock voilet (Viola lithon)

P = e
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No special status plant species were identified as occurring or potentially occurring within the
existing rail corridor. Potential habitat for some special status plant species may occur along the
existing rail corridor; however, no documented populations of special status plant species are known
to occur adjacent to the rail corridor. Both the peregrine falcon and bald eagle are federally listed as
endangered. The bald eagle has been proposed for downlisting to federally threatened status. The
other species listed above are federal Candidate - Category 2 species: species that may be listed as
federally threatened or endangered but for which conclusive biological data to support the listings
are not currently available. The peregrine falcon has been recorded in southen Steptoe Valley and
Duck Creek Basin east of McGill. Bald eagle use is considered moderate along specific areas of the
existing rail corridor. A winter concentration of eagles occurs in the Bassett Lake and Steptoe
Slough area north to Cherry Creek. Five to six wintering eagles may annually occupy this area,
depending on environmental conditions.

There are no known goshawk nesting sites along the existing rail route. Therefore, goshawk use of
the areas would be limited to occasional occurrences. No active ferruginous hawk nest sites are
known to occur near the existing rail route. The loggerhead shrike is common in the region and
nests in desert shrublands and pinyon/juniper habitats and mainly forages in open grasslands and

shrublands.

Intermittent, as well as perennial, wetlands provide habitat for resident or migrant shore birds. The
long-billed curlew and white-faced ibis are reported to nest in wetlands and low, marshy areas along
the rail corridor, including Steptoe Slough, Duck Creek, Bassett Lake, and Cherry Creek. The black
tern, western snowy plover and western least bittern are not known to nest along the rail route but
may be present during migration. During periods of high precipitation, wetlands located along the
existing rail corridor, particularly along Duck Creek and Steptoe Slough, may be used extensively by

these species for resting and feeding.

The Pacific western big-eared bat may also occur in areas along the existing rail corridor. The
spotted bat is considered rare in Nevada and appears to be associated with steep topography and
water sources; however, available resource data are limited.

Other sensitive mammal species in the project arca include the pygmy rabbit and the Sierra Nevada
red fox. The pygmy rabbit is typically found in big sagebrush plains and alluvial fans and likely
occurs along the existing rail corridor within the appropriate habitat type. The Sierra Nevada red fox
would not be considered widespread along the rail route. The relict dace occurs in many of the
springs and outflows into Duck Creek along the existing rail route.

Sensitive inveriebrate species that may occur along the rail line or in the area include the Steptoe
Valley crescentspot butterfly, the White River wood nymph butterfly, and the Schell Creek mountain
snail. The Steptoe Valley crescentspot butterfly occurs in the moist flats immediately adjacent to
Duck Creek along the existing rail corridor from Bassett Lake and Steptoe Slough north of Warm
Springs. The White River wood nymph butterfly occurs in low-clevation marsh habitats within
Steptoe Valley from Comins Lake to south of the Elko County Line. The Schell Creek mountain
snail occurs approximately 1.5 to 2 miles west and upgrade of the existing rail corridor.
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4.5 CULTURAL RESOURCES

4.5.1 Cultural Resources

The NNR was built in 1906 to transport copper ore from the mine at Ruth to Cobre. Kennecott
Corporation operated the line until 1983 when the company closed both the smelter in McGill and
the railroad operations. In 1987, the railroad was purchased by LADWP for use in conjunction with
a proposed coal-fired electrical power plant in North Steptoe Valley. The electrical power plant was
never constructed. At the time of the LADWP purchase, the historic rail yards in East Ely, the
historical rolling stock, and 28 miles of track were deeded to the City of Ely and the Historical
Railroad Foundation for a tourist operation. The mine reopened in 1995 and the track was leased to
the NNRC and then to BHP Copper to haul copper concentrate to Arizona. When the mine at Ruth
was closed in mid-1999, BHP ceased operation of the railroad as well, and eventually BHP
terminated its lease with both LADWP and the City of Ely. The rail line has not been used since that

time.

Portions of the existing rail right of way had previously been surveyed for cultural resources as part
of the environmental review for past projects, including the BLM RMLP Project in 1994, When
reinstatement of rail freight operations were being considered in 1994, the Nevada State Historic
Preservation Office (SHPO) indicated that any previously uninventoried area within the proposed
rail right of way should be surveyed. These surveys in the Robinson District were completed at that

time.

Surveys associated with the RMLP EIS identified no sites within the right of way as on or eligible
for inclusion in the National Register of Historic Places (National Register). The later survey of
previously uninventoried areas identified: a site consisting of five seepage collection ponds for the
Juniper and Puritan Dumps, one previously unrecorded historic archaeological site, two other
prospect pits (Prospect Pits 1 and 2), and the abandoned NNR line itself.

The NNR right of way from the earlier mines at Ruth through Robinson Canyon and Ely to the
copper smelter at McGill was listed on the National Register several years ago. The Nevada SHPO
records indicate that most of the NNR north of McGill Junction that would be restored as part of this
project has not been surveyed for cultural resources. A programmatic agreement regarding treatment
of historic properties between the BLM, the Nevada SHPO, and the Advisory Council on Historic
Preservation was in effect for the mining project.
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46  SOCIOECONOMIC CONDITIONS

The purpose of this chapter is to give a brief overview of the existing socio-economic conditions in
the area affected by the proposed reinstatement of freight rail line service on the NNR line. Potential
environmental impacts are discussed in Chapter 5.

4.6.1 Demographics and Population

Reinstitution of freight operations would occur in White Pine and Elko Counties, although the
primary potentially affected area is White Pine County, because a majority of the NNR line is in
White Pine County and the lands adjoining the portion of NNR line within Elko County are sparsely
populated. The primary population centers along the existing line segments are Ely and McGill
(2000 populations of 4,041 and 1,054 residents, respectively). White Pine County’s population trends
have reflected the boom-bust cycle of the mining industry. County population peaked at 12,377
persons in 1940, declined in the 50's, and then slowly began to rise through the 1980’s. Year 2000
population in White Pine County is 9,181 persons and 45,291 persons in Elko County. White Pine
County population decreased 0.9 percent between 1990 and 2000; however, Elko County population
increased by 35.3 percent during this period. Economic diversification efforts, the opening of a new
state prison, and renewed precious metal mining activities were chiefly responsible for the
population growth. Mine closures in recent years likely resulted in the downward growth cycle of
the 1990’s. Census 2000 data indicates that White Pine County has a total housing stock of 4,439
units, and of these units 1,157 homes, over 26 percent, were vacant. Ely has a 2000 housing stock of

2,205 units.
4.6.2 Employment and Income

Employment in White Pine County consists of jobs in the government, agricultural sector and retail
and professional services related to recreation and tourism in the region. In White Pine County, the
estimated nonfarm employment in 2000 was 2,331 jobs, and of those, over 500 jobs were local
government employment. The average income for households in White Pine County in 2000 was
$39,026, nearly matching the average household income of $39,280 in the State of Nevada. In Elko
County, the estimated nonfarm employment in 2000 was 16,484 jobs, and of those, over 1,600 jobs
were through local governments. The average income for households in Elko County in 2000 was
$49,822, 26 percent greater than the average household income in the State of Nevada.

Agricultural lands comprise the majority of private land use in the County. The primary agricultural
activities include livestock grazing and alfalfa production. Past and present land uses in the vicinity
of the rail line include mining, livestock grazing, wildlife habitat, dispersed recreation, and firewood

cutting.
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4.6.3 Low-Income and Minority Populations

The racial and ethnic breakdown for White Pine County reflects that of many rural communities in
Nevada. The 2000 Census indicates that 86.4 percent of the population is of white or caucasian
decent, with all other races making up the remaining 13.6 percent. The breakdown is similar in Elko
County, with 82 percent of the population being white or caucasian in decent, and a combined 18
percent being descendents of all other races. The number of households living below poverty was
13.4 percent in White Pine County, 7.3 percent in Elko County, and was 10.7 percent statewide. The
number of children living below poverty was 15.3 percent and 15.4 percent for White Pine County
and the State of Nevada, respectively. In Elko County, 8.4 percent of the children in 2000 were
living below poverty. Lack of employment options and economic growth are rising concerns in Ely
and White Pine County.

4.6.4 Community Infrastructure

Water Services

Water service is not available along the NNR right of way. Water wells serve adjacent agricultural
tands.

Sewer Services

Sewer services are not available to the NNR right of way. The privately held ranches and homes
adjoining the NNR right of way are currently served by on-site septic systems. Sewer service is
available in larger communities such as Ely and McGill.

Storm Drainage

Storm drainage on the NNR right of way and the surrounding areas is currently provided by ground
percolation and sheet flow on adjoining BLM and agricultural lands. Storm water runoff flows
generally follow local topography and run east and west into nearby creeks and channels, and south

toward Bassett Lake.

Waste Disposal

Solid waste disposal services in the area is provided by a regional Class II landfill operated by the
City of Ely. The landfill is located just outside the City of Ely near the White Pine County Golf

Course.
Power, Gas, and Telephone Services
Electrical service in the area is provided by Mt. Wheeler Power, a rural electrical power co-op

serving areas within White Pine and Eurcka Counties, as well as portions of Western Utah.
Telephone service is provided by Nevada Bell. Gas service is not provided in Ely or White Pine
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County. However, propane gas is available at various locations to residents that have storage tanks.

4.6.5 Public Services

Fire Protection Services

Fire protection from wildfires, including rail-caused brush fires in the project area, is provided by the
BLM. Fire protection for private structures in the project vicinity is provided through the White
Pine County Fire Department, but would receive assistance from the BLM. The BLM has a regional

field office in Ely where staff and equipment would be dispatched.

Police Protection Services

Police protection services (criminal offenses and civil cases) are provided by the White Pine County
Sheriff's Department to the region, including the project area.

Medical Services

Due to the low population of White Pine County, limited medical services are available in the
project vicinity. However, there is a hospital near to the project site in Ely, and a regional facility in
Salt Lake City, Utah. Medical emergencies are often life-flighted 1o the regional facility in Salt Lake

City.
Schools

The White Pine School District provides school services to the project area. The proposed project is
not located near a school facility, and would not impact or otherwise affect operations of the local

School District.
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4.7 RESOURCE USE PATTERNS

4.7.1 Land Uses

The NNR rail line is located in the northeastern section of the State of Nevada, in portions of the
Steptoe and Goshute Valleys, generally between the cities of Ely and Shafter. The NNR right of
way that would be purchased by the City of Ely from the LADWP consists of approximately 2,545

acres and is 109.9 miles long,

The NNR rail line goes through private and public lands in the project area. As previously stated, 93
percent of the land in White Pine County is owned by the United States government, with almost all
of that owned by four agencies: the BLM, National Park Service, the USFWS, and the U.S.

Department of Agriculture’s Forest Service

Agricultural lands comprise the majority of private land use in the County. The primary agricultural
activities include livestock grazing and alfalfa production. Past and present land uses in the vicinity
of the rail line include mining, livestock grazing, wildlife habitat, dispersed recreation, and firewood
cutting. The BLM has an adopted Resource Management Plan (RFP) for the greater Steptoe and
Goshute Valley region. This plan designates where certain activities, such as timber harvesting and
mining, would be appropriate. The plan also manages natural resources by limiting access in other
areas, by indicating where wildemness areas, recreational areas, and other uses should occur.
Adjacent land use designations to the NNR rail line within the County of White Pine and Elko

include Agriculture and Mining.

4.7.2 Recreation

Recreational resources in the project vicinity of the NNR rail line include fishing; hunting; wildlife
viewing, particularly migrating wild game; and operation of the tourist train. The existing railroad
corridor intersects pronghorn yearlong range, with pronghomn use being seasonally heavy in specific
areas. Mule deer are also found along this corridor, particularly along the southern portion between
the Schell Creek and Cherry Creek Ranges and during the-winter season. Tourist train operations
currently occur along the portion of City-owned rail line from Keystone to McGill Junction. The
project would allow for the extension of this operation from McGill Junction to Shafter.

4.7.3 Natural Resources
Mining and Logging

The region has a rich history of mineral mining dating back to the late 1800’s. Kennecott Copper
Corporation operated the NNR from 1933 until 1983, when the copper ore mine near Ruth and the
smelter in McGill were shut down. In 1987, LADWP purchased the portion of NNR line from
McGill Junction to Cobre, and transferred the portion of NNR line from McGill Junction to Copper
Flat to the WPHRF. In 1995, the RMLP reinstated copper and gold mining and processing in the
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Robinson Mining District near Ely. This included using leased NNR rail line segments to transport
RMLP mining products from the RMLP processing facilities, and for transporting inbound mining
supplies. In 1999, the mining operation shut down, and freight service on the NNR ceased as well.
Commercial timber harvesting does not occur in Steptoe and Goshute Valleys; however, current land
uses in the project area include firewood cutiing.

Agriculture

Agricultural land uses are currently found adjacent to the NNR right of way, chiefly consisting of
livestock grazing and alfalfa production. No portions of the right of way are in agricultural
production, and a substantial amount of the right of way has been disturbed by paved road and trails.

4.7.4 Transportation Network

The City of Ely is located at a major highway junction in eastern Nevada, where U.S. Highways 6,
50, and 93 intersect (See Fig 2-2). Current traffic volumes on major arteries in Ely are well below
capacity of the roadway network. Traffic congestion occasionally occurs at the 90 degree junction
of Highways 93 and 50 in Ely. In rural areas north of McGill, west of Ruth and south of Ely, current
traffic volumes are less than eight percent of capacity. Several at-grade private and public road
crossings occur in the portion of NNR being considered for reinstatement of freight service.

As noted earlier, tourist trains use portions of the existing NNR track between McGill Junction and
Keystone. There have been no freight operations over the NNRC line in about three years. The
UPRR line with which the existing NNR line would connect at Shafier is part of a UPRR mainline
between Omaha, Nebraska, and the West Coast. The portion of NNR rail line extending north from
Shafter to Cobre, which is also part of a Standard Pacific (SP) main line to the West Coast, would

not be restored as part of this project.

Level of service (LOS) describes the quality of traffic flow and ranges from the most optimum level,
LOS A, which represents little or no delay, to the lowest or worst level, LOS F, consisting of
extreme delay and congestion. Table 4-4, Level of Service Criteria-Unsignalized Intersections,
demonstrates the relationship between stopped delay per vehicle in seconds and LOS. The project
area does not experience traffic congestion, as all traffic intersection in the project vicinity operates
at a LOS of A, as defined in Table 4-4.
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TABLE 44
LEVEL OF SERVICE CRITERIA - UNSIGNALIZED INTERSECTIONS
STOPPED DELAY PER LEVEL OF SERVICE ]
VEHICLE(seconds) | (os) | DESCRIPTION
i <5 A Little or no delay
—..>58nd<10 B Short traffic delay ]
>10and < 20 c 1 Average traffic detays
 >0andg30 | D Long traffic delays
>30 and < 45 E Very long traffic delays
>45 F Extreme delays potentially affecting other traffic
movements in the intersection
Source: Highway Capacity Manual, Yransportation Research Board, Special Report No. 209,
Washington, D.C., 1994. : b s o o o ]

4.8 OTHER VALUES
4.8.1 Visual Resources

The BLM has established Visual Resource Management (VRM) classifications for portions of the
Steptoe and Goshute Valley region. The classes range from Class 1 to 5, and describe the degree of
modification allowed to the basic elements of the landscape. The most scenic and visually sensitive
areas are given a classification of Class 1, which would include wildemess areas and wild and scenic
rivers. The NNR rail line is located within an area dominated by expanses of sage/shrub habitat, and
has been given a classification of 4. This classification would allow modification as described in the
BLM guidelines as “Any contrast may attract attention and be a dominant feature of the landscape
in terms of scale, but it should repeat the form, line, color, and texture of the classification

landscape.”

The existing condition of the NNR right of way would be described as disturbed sage/scrub habitat,
The topography of the area is generally flat with very little visual diversity and contrast in
vegetation. The background views are dominated by the Egan and Cherry Creek Mountair ranges to
the west, and the Schell Creeck Mountain range to the east that form the foundations of the valleys

within which the NNR lies.
4.8.2 Public Health and Safety

Airport Hazards

Yelland Airfield is located south of the most southerly portion of the NNR rail line being evaluated for
rail fright service by this document. Federal Aviation Regulation (FAR) Part 77 regulations regarding
obstructions to aircraft operations set building height limits for structures constructed near airports.
However, no structures are proposed as part of this project, and the rail line is well outside any
emergency touchdown zones and safety zones of the airfield.
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Hazardous Material Users

There are no underground storage tanks along the NNR right of way, and there is no ongoing
hazardous materials use. The reinstatement of rail freight services could, however, include the

transport of crude oil and diesel fuel; items classified as hazardous materials.

Waste identified during a previous site reconnaissance included used oil, oil and fuel filters, empty
containers (fuel, lubricants, and coolant), and aerosol cans. Limited hazardous waste is expected to

have been generated from previous operations of the NNR rail line.

4.8.3 Noise

The NNR line is located within a largely undeveloped area and has a relatively quiet noise
environment. Noise sources are limited to vehicle traffic noise on nearby roads which is the primary
source of noise in the project vicinity. Sensitive receptors would be limited to the residences and
ranches found along portions of the NNR right of way. The nearest of the adjacent residences to the
NNR right of way are located at least 1,000 feet from the rail lines.
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5.0 ENVIRONMENTAL CONSEQUENCES & MITIGATION MEASURES

This section evaluates the potential environmental changes associated with the rehabilitation and
reinstatement of train operation over the existing NNR. The primary concermns addressed in this
section relate to issues associated with the restoration of the rail line. In addition, environmental
effects that would occur with the project alternatives are also briefly discussed under each

environmental issue.
5.1 LAND RESOURCES

5.1.1 Topography

The portion of the NNR being considered for reinstatement and restoration is within the Steptoe and
Goshute Valleys, characterized as north-south oriented basins with a relatively flat topography, and a
slight cross-slope to the west. No change to existing topography is proposed. Disturbance for the
project would be limited to dumping and distribution of ballast and sub-ballast materials, and
replacement of cross ties. Impacts are not considered significant, because the work would be
performed within the NNR right of way, little cut or fill would be required, and the proposed track
improvements that require the placement of ballast would significantly reduce the likelihood of a
derailment-caused hazardous materials release into water resources.

512 Soils

Soil disturbance that would occur as a result of the proposed restoration would include excavation to
facilitate replacement of the rails, cross ties, and ballast within the right of way for alignment of the
tracks. Only limited soil disturbance and associated impacts would occur once operations are
reinstated. This work would generate some fugitive dust and could result in limited soil erosion.
Although soil disturbance would not result in a significant impact, erosion and dust control measures
during restoration work are recommended to help reduce project-related soil erosion and fugitive

dust.
Recommendations for reducing soil erosion and fugitive dust:

* Erosion control measures and dust control measures should be incorporated during
construction activities in order to reduce project-induced soil erosion and fugitive dust.
These may include daily watering, use of soil binders, reseeding of disturbed areas, etc.

o All drainage runoff should be directed away from the track bed, and disturbed areas should
be reseeded at the earliest time possible to reduce soil erosion.

5.1.3 Geologic Hazards

The project area may be subject to groundshaking hazards associated with earthquake faults in the
Basin and Range Province and the presence of localized faults. Seismic hazards in the area could
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lead to groundshaking, surface rupture, and structural hazards of the rail line and trains. However,
the reoccurrence intervals for large earthquakes on faults in the Basin and Range Province are
estimated to be a few thousand to several hundred thousand years long. Thus, the probability for a
major earthquake occurring within the operating life of the NNR is low and renders the potential

effects due to surface rupture insignificant.

In order to prevent differential settlement and subsidence, ballast material would be dispersed onto
the existing track bed to prevent saturation by rainfall or runoff. This material would also act as a
foundation for the rail system, transferring and distributing the loads from the cross ties to the
subballast and grade. This maintenance activity would improve track stability and further reduce the
likelihood that groundshaking resulting from a seismic event would affect the track system. No

impacts to geologic hazards are expected.

5.1.4 Mitigation Measures

The proposed project (or Preferred Action) would not result in impacts associated with soil
disturbance and geologic hazards. Thus, no mitigation measures are proposed.

5.1.5 Effects of Project Alternatives

The reinstatement of rail freight service on the NNR would not result in potentially significant
affects associated with soils (i.e. soil erosion during restoration of the rail line). Alternatives to the
proposed action could result in different environmental effects on land resources. The
environmental effects of other project alternatives are discussed below.

Class 1 Alternative

Under this alternative, there would be similar impacts associated with soil disturbance related
to rail line restoration and maintenance activities, except for the rail segment from Milepost
123 to 128.4 where potential filling of wetland areas would be avoided. However, long-term
track maintenance would likely require continuous restoration along this track segment,
including similar soil disturbance activities as anticipated under the Preferred Alternative; thus
impacts in this segment would not be avoided. As a result, no significant reduction in
environmental impacts on land resources would be anticipated with this alternative.

Non-Rail Alternative

This alternative would increase the use of trucks on existing surface roads to boost freight
transportation in the region. Under this alternative, there would be no impacts associated with
soil disturbance related to rail line restoration and maintenance activities. No new roads or
roadway improvements are proposed under this alternative. Thus, no changes to topography,
soils or geologic conditions would occur. No significant change in environmental impacts on
land resources would be anticipated with this altemative,
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New Rail Line Route Alternative

This alternative would result in significantly greater environmental impacts associated with
construction of a new rail line. Vacant land would be disturbed, and significant grading for
track bed construction would be required under this alternative. It is likely that this additional
grading would result in generating greater runoff volumes, and generating significant amounts
of fugitive dust in the project area.

No Action Alternative

The No Action Alternative would not result in any physical change to the NNR line. No soil
disturbance, grading, or excavation activities associated with rail line restoration would occur,
It is expected that the NNR would remain unutilized under this alternative. Project-related
impacts associated with the potential for erosion would be avoided under this alternative.
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5.2 WATER RESOURCES

5.2.1 Groundwater Resources

The restoration of the tracks and proposed train operations on the NNR line do not include
construction of new wells. Thus, no impacts to neighboring wells and groundwater resources are

anticipated.

5.2.2 Water Demand

Water requirements for this project are limited to water used during construction and for fire
protection of the rail line. The restoration of freight rail service on the NNR rail line would not
require delivery of potable water. Water required for construction purposes, chiefly used during
grading for dust control, would not affect the delivery capabilities of neighboring wells, as trucks
would bring water to the construction site. Substantial consumption of water resources is also not
expected with the proposed project. Therefore, significant impacts associated with water demand

are not expected.

5.2.3 Hydrology

The rehabilitation of the rail tacks or proposed train operations would not result in an increase in
impervious areas, less ground absorption or greater runoff. No increase in runoff to areas outside the

NNR right of way would occur.

5.2.4 Water Quality

Shipments over the proposed and existing NNR line are expected to include a variety of products
and raw materials, described in the Introduction of this EA (Section 1.0), some of which are
classified by the U.S. Department of Transportation as hazardous materials. The most
environmentally significant of these are diesel fuel and crude oil. The BLM Final Eavironmentat
Impact Statement for the Robinson Project contains extensive analysis of the likelihood that a
derailment resulting in a hazardous material release would occur during rail operations along the
NNR rail corridor. The EIS determined that although the probability of such releases is quite small,
it is not zero. The proposed stabilization of the rail bed between Mileposts 123 and 128.4 would
further reduce the likelihood for a derailment resulting in a hazardous material release. However,
depending on the material released, the amount released, and the location, an accident resulting in a
hazardous material release could cause significant adverse impacts on water resources and on

wildlife present in the area.

Restoration and safety measures included in the Engineering Study prepared by R.L. Banks &
Associates, Inc. for the City of Ely, if implemented, would allow for the safe transport of railcars
weighing up to 286,000 pounds. These measures, as summarized below, are intended to permit the
safe transport of freight along the NNR rail line.

¢ Improve ballast and roadbed conditions,
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Replace defective cross ties,

Replace as necessary track rail, tie plates and angle bars,

Repair broken joint bars,

Replace missing rail spikes and anchors,

Service or replace all existing CMP and concrete box culverts, and
Renew all road crossings.

The proposed rail line construction would have potential impacts to stormwater. The water quality of
stormwater discharges from the site may become contaminated if rainfall and runoff come in contact
with pollutants on exposed surfaces during restoration and operation of the rail line. Typical
surfaces include graded land, materials storage and stockpile areas, and materials loading and
unloading facilities. Stormwater runoff from these exposed areas may contain suspended solids,
including sediment from land disturbance, oil and grease, brake fluid and other hydraulic fluids,
gasoline and diesel fuel, trash, and debris, which can contribute to the degradation of surface water

quality.

Potential impacts to water quality associated with stormwater runoff are regarded as significant.
Construction associated with the restoration of the rail line would conform to the conditions of a
Storm Water Pollution Control Permit obtained from the Nevada Department of Environmental
Protection for Construction Activities in order to preclude adverse stormwater pollution. This would
involve the implementation of best management practices (presented under Section 5.2.5 below) that

prevent or reduce runoff pollution.

Pest management activities along the existing NNR right of way could affect wetland and riparian
resources. Chemicals can leach into the soil and affect groundwater as a result of pest maintenance
activities. Potential water quality impacts associated with pesticide use are regarded as significant.
Mitigation measures, presented in Section 5.2.5, such as consultation with the BLM and assisting in
the preparation of an integrated pest management plan for the project are recomumended to prevent
adverse impacts on water quality and wildlife resources.

35.2.5 Mitigation Measures

The proposed project (or Preferred Action) has the potential to result in an incremental contribution
of urban pollutants to surface water quality during reconstruction activities. The following
mitigation measures would reduce the project’s potential impacts on runoff and water quality:

o The City of Ely shall obtain the necessary Storm Water Pollution Control Permit from the
Nevada Department of Environmental Protection and will comply with all conditions attached o

the permit, including the implementation of best management practices, such as:

1. Confining all vehicles used during restoration, operations and maintenance activities to the

minimum area necessary within the NNR right of way;
2. Regquiring restoration or routine maintenance activities within the right of way not be
performed during times when the soil is too wet to adequately support construction
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equipment,

3. Limiting areas of soil disturbance to retain existing vegetation, whenever feasible;

4. Reseeding disturbed areas using a similar seed mixture as that used on lands within the
BLM right of way grant specified in grant N-56525;

5. Covering earthen stockpiles with tarps before forecasted rainfall;

6. Implementing appropriate measures, such as dampening unpaved access roads and
spraying of water during grading operations, to protect disturbed soil and completed
grading work from wind erosion and to reduce fugitive dust.

o The operator shall prepare and implement an Integrated Pest Management Plan developed in
coordination with the BLM, which shall include:

1. Control of right of way vegetation in or near drainageways and wetland areas shall solely
include herbicides registered with the United States EPA for use in aquatic sites;

2. Compliance with State and Federal laws and regulations regarding use of pesticides (i.e.
insecticides, herbicides, fungicides, rodenticides, and other similar substances) within the
right of way proposed for reinstatement of freight service;

3. Requirement that only individuals holding a Nevada herbicide applicator’s permit or
license shall apply maintenance herbicides in the NNR right of way.

Implementation of these measures would reduce the potential for impacts to surface water quality to
below a level of significance.

5.2.6 Effects of Project Alternatives

The reinstatement of freight rail service on the NNR corridor would not result in significant adverse
affects associated with water quality, with implementation of the recommended mitigation measures.
The project would not result in significant adverse affects associated with water demand and
hydrology. Altemnatives to the proposed action could result in different environmental effects on
water resources. The environmental effects of other project alternatives are discussed below.

Class I Alternative

This alternative would result in similar environmental impacts to water resources as in the
preferred alternative. Limited disturbance of the wetland area at the southem section of the
NNR line is proposed under this alternative. However, most of the work this alternative avoids
would likely be completed without regard to conditions included in this document as part of
ongoing track maintenance. Impacts on water resources would remain the same.

Non-Rail Alternative

This alternative would increase the use of trucks on existing surface roads to boost freight
transportation in the region. Impacts on water resources are expected to be avoided under this
alternative, since existing roadways would be used and groundwater resources and water
quality would gencrally not be affected. Under this alternative, there would be no impacts
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associated with soil disturbance related to rail line restoration, construction, and maintenance
activities. Stormwater runoff under this alternative would be confined to the roadways in the
area and away from the NNR line and adjacent water channels. Thus, less environmental
impacts on water resources would be anticipated with this altemative.

New Rail Line Route Alternative

This alternative would result in an increase in environmental impacts on water resources.
Significantly more land area would be disturbed, and significantly more grading for track bed
construction would be required. The additional grading and ground disturbance would result in
generating greater runoff volumes and the potential for siltation runoff pollutants of the
neighboring waterways. Impacts on water resources would be greater under this alternative.

No Action Alternative

The No Action Alternative would not result in any physical change to the NNR line. No
potential for runoff pollutants associated with restoration, maintenance or operations would
occur. No water demand for construction would be necessary. It is assumed that the NNR rail
corridor would remain unused and abandened under this alternative, and no stormwater
pollutants would be generated. Project-related impacts to water resources and water quality

would be avoided under this alternative.
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5.3 AIR RESOURCES

Due to the projected low level of rai! traffic which would occur over the NNR rail line, impacts on
air quality resuiting from the reinstatement of freight rail service are expected to be minimal.

5.3.1 Climate

The proposed reinstatement of rail service on the NNR rail line is not expected to canse a change in
the climate of the area, nor result in changes in local temperatures. The proposed train operations
would not have any major or permanent impact on climate in the area.

5.3.2 Construction Emissions

The proposed reinstatement of freight rail service on the NNR rail line would generate pollutant
emissions in the area during the restoration phase, and to a lesser extent during maintenance
operations of the rail line. The proposed restoration work would result in localized increases of total

suspended particulates and fugitive dust, as well as construction equipment emissions.

The NNR right of way is located in a rural area, and there are no residences in close proximity to
areas where restoration activities would occur. Construction activities generate substantial amounts
of large diameter particulates that settle out of the air soon after their release. They are too large to
be inhaled into deep lung tissue and there are minimal heaith effects associated with these larger

particulates.

Construction equipment use would generate pollutant emissions, dependent on the type, number and
power of the equipment. The mobile nature of equipment emissions is such that no single receptor is
exposed to equipment emissions for any extended period. Due to the distance of the right of way to
adjacent developments, these emissions are not expected to adversely affect adjacent residents, or
other sensitive receptors. Also, they would not be of a concentration that would create a measurable
puisance or a threat to clean air standards. Air quality impacts during the construction phase are
expected to be short-term ard would cease when restoration activities are completed. Additionally,
recommendations are provided in Section 5.1.2 which would help to reduce project-related soil
erosion and fugitive dust. Maintenance of the NNR line is not expected to result in any measurable
pollutant emissions. Impacts would be less than significant.

5.3.3 Long Term Emissions

The proposed project would not cause a deterioration of air quality in the local area as a result of
pollutant emissions generated by the reinstatement of freight rail service. Train operations are likely
to generate nitrogen oxides which would contribute to ozone levels in the area. Hydrographic Basin
179 (Steptoe Valley) is currently designated as unclassifiable by the Nevada Bureau of Air Quality.
The current levels of criteria pollutants are not known in the valley due to a lack of monitoring data.
However, the area had previously been designated as non-attainment for sulfur dioxide, based on
emissions from a copper smelter which is no longer in existence. Emissions resulting from up to
four trains per day on average would not be large enough to cause the area to violate SO, or O,
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standards. Heightened freight rail service to Ely may actually reduce the number of commercial
truck trips coming to and from Ely, which should lower emissions in the area. Long-term train
emissions would not resuit in significant adverse regional or local air quality impacts,

5.3.4 Mitigation Measures

The proposed reinstatement of rail freight service on the NNR would not result in significant air
quality impacts. No mitigation measures are required.

5.3.5 Effects of Project Alternatives

Grading and ballast placement and distribution activities associated with the proposed project would
generate fugitive dust, and train emissions associated with the proposed project has the potential to
increase air pollutants in the region. Such emissions are not anticipated to be significant and would
not change the unclassifiable status of Hydrographic Basin 179 (Steptoe Valley). Alternatives to the
proposed action could result in air quality impacts different than the impacts associated with the
proposed project. These are addressed below.

Class 1 Alternative

Under this alternative, there would be similar impacts associated with air quality related to rail
line restoration, operation and maintenance activities to the Preferred Alternative. As a resul,
no significant reduction in air quality impacts would be anticipated with this alternative.

Non-Rail Alternative

This alternative would increase the use of trucks on existing surface roads to boost freight
transportation in the region. Impacts on air quality under this alternative are expected to be
slightly greater than those of the Preferred Alternative, since movement of freight via trucks is
considered less efficient and would generate more truck emissions than train operations.
Under this alternative, there would be no impacts associated with soil disturbance related to rail
line restoration and maintenance activities; thus, no fugitive dust associated with restoration
work would occur. Environmental impacts associated with truck emissions would be

anticipated under this alternative.
New Rail Line Route Alternative

This alternative would result in significant environmental impacts on air quality. Construction
activities under this alternative would involve more grading for track bed construction. It is
anticipated that the additional grading would generate significant amounts of fugitive dust and
construction equipment emissions. However, train emissions under this alternative would be
the same as the Preferred Alternative. Short-term air quality impacts would be significant

under this alternative.
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No Action Alternative

The No Action Altemnative would not result in air quality impacts associated with the
reinstatement of rail service. No short-term air quality impacts would occur if the NNR line is
not disturbed. Grading and track stabilization associated with rail restoration would not be
necessary, thereby eliminating the associated emissions, particularly suspended particulate matier
(i.e., PMyq) and fugitive dust. Other emissions resulting from restoration activity, including the
operation of construction equipment, consumption of energy resources, etc., would also be
eliminated. No train emissions would occur under this alternative. Potential long-term impacts
resulting from increased trucking activities and stationary source emissions (i.c., the emissions
generated from the consumption of natural gas and electricity) would occur, but these potential
impacts are not considered to be significant. Air quality impacts of the proposed project would
be avoided under the No Action Alternative.
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5.4 LIVING RESOURCES

The Biological Assessment prepared by Dames and Moore for the White Pine Power Project EIS,
the BLM EIS for the RMLP to reinstate copper mining activities in the mining district near Ruth,
Nevada, and information obtained by R. L. Banks & Associates, Inc. and David Evans and
Associates, Inc. during a site inspection on March 28, 2002 form the basis for the discussion of
biological resource impacts in this section. The EA for proposed rail line construction and
reinstatement of freight operations over the NNR rail line associated with the planned mining
operations in Ruth, prepared by the Interstate Commerce Commission (ICC) also draws from these
documents, was referred to and cited in this docurmnent.

5.41 Vegetation

The Preferred Alternative would lead to the removal of existing vegetation on the NNR tracks to
permit train operations, and chemical treatment would be necessary to retard future vegetation
growth. An approximately one-quarter mile of wetlands along the NNR rail in the vicinity of
Milepost 123.0 could be affected by the placement of fill to stabilize the track bed.

The project site supports sagebrush, shadscale and black greasewood scrub. Removal of scrub
vegetation along the rail corridor is not expected to have significant adverse impacts on the area's
biological resources, due to the presence of abundant vegetation in the surrounding area and region.
Also, the plants in these vegetation communities are not considered federally sensitive species.
However, in the reinstatement of rail freight and tourist train operations would result in the potential
for rail-caused fires along the NNR corridor. Any rail-caused fires could potentially have an adverse
affect on the biological resources in the region. Mitigation measures to reduce potential impacts
resulting from rail operation-caused fires to a level of insignificance are included below

There are approximately 19 linear miles of wetland and riparian areas along and near the existing
NNR corridor, some of which are located within the NNR right of way. Pest management activities,
including application of pest management chemicals within the right of way, could adversely affect
wetlands and riparian résources. However, that possibility would be minimized through adherence
to pest management procedures set forth in an Integrated Pest Management Plan, which would be

developed in collaboration with the BLM.

542 Wildlife

Indigenous animals species that currently graze and forage in the vicinity of the NNR right of way
would likely avoid the area and occupy other areas in the region during track restoration and
construction activities. Historically, train operations on the NNR have not affected the migration
and foraging habits of native fauna. Federally listed threatened and endangered species are known
to exist in the project vicinity; however, none are known to occur on the NNR right of way, Track
restoration associated with reinstatemnent of freight rail operations is not expected to have significant
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adverse impacts on wildlife from Milepost 18.5 to Milepost 123, because threatened or endangered
species are not known to be present in the project vicinity, and other wildlife species would likely
avoid the area during restoration. Fish and aquatic life could be affected by the placement of fill to
stabilize the track bed in various locations along the segment of rail from Milepost 123 to 128.4, in
particular along an approximately one-quarter mile section in the vicinity of Milepost 123. This
work may require The City of Ely to apply for and obtain approval from the U.S. Army Corps of
Engineers a section 401/404 permit. Depending on the amount and volume of fill being placed into
the wetland areas, this would entail securing a Nationwide Permit, a Letter of Permission, or an
Individual Permit. Implementation of mitigation required by the USACOE would reduce the
potential for impacts to wetlands to below a level of significance.

Rail freight operations along the NNR would include pest management activities, which have the
potential to affect wetland and riparian resources. These activities may result in adverse impacts on
wildlife that utilize these resources, including several threatened or endangered species. However, as
noted above, implementation of the Integrated Pest Management Plan should minimize this

possibility.
5.4.3 Mitigation Measures

The proposed project has the potential to result in impacts to biological resources resulting from rail-
caused fires, pest management activities and the filling of wetlands. Mitigation measures provided
in Section 5.2.5 adequately address the potential impacts resulting from pest management activities.
The following are mitigation measures to reduce the potential impacts associated with the filling of
wetlands and rail-caused fires to below a level of significance:

For Approval to place fill in jurisdictional wetlands:

o The City of Ely shall prepare an evaluation of biological resources for the portion of NNR right
of way from Milepost 123 to Milepost 128.4. A biological field survey shall be conducted by a
qualified biologist, acceptable to the City of Ely and the BLM. If the survey determines there is
the potential for significant impacts to sensitive habitat or wildlife species, modifications to the
design for the shoulder of the track or mitigation measures will be required. Mitigation may be
in the form of creation or restoration of affected habitat to he satisfaction of the City of Ely
and/or the responsible agencies, such as the State of Nevada Department of Natural Resources.

o In order to complete work between Milepost 123 and 128.4, the project may require approval of
a USACOE Section 404 permit. In conjunction with the permit, mitigation for significant
impacts to wetlands will be required. Mitigation may take the form of creation, restoration or
preservation of like or higher quality habitat at an agreed upon ratio (typically no less than 2:1)
in order to ensure a “no net loss” of wetland resources.

To reduce potential impacts resulting from rail operation-caused fires:
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o The operator shall require that all locomotives used on the NNR be equipped with spark
arrestors on exhaust stacks, and fire extinguishers suitable for flammable liquid (diesel fuel)
fires.

o The operator shall install low-spark brake shoes on all rolling stock under ownership, and on all
Joreign-owned rolling stock needing brake shoe replacement while on NNR rail line.

o The operator shall make every effort to prevent causing any fires, to contain and control any
fires it might cause, and shall immediately report all such fires to the appropriate fire fighting
agency.

o The operator shall inspect and maintain trackage and right of way in accordance with the
“Track Safety Standards"” of the Federal Railroad Administration, 49 CFR Part 213,

5.4.4 Effects of Project Alternatives

The reinstatement of rail service on the NNR would increase the likelihood for a rail-caused fire in
the region, would require pest management activities, and could include the placement of fill into
wetlands in various locations along the segment of rail from Milepost 123 to 128.4, In particular, an
approximately one-quarter mile section in the vicinity of Milepost 123 may require filling an
existing wetlands. These activities have the potential to affect wetland and riparian resources in the
project area. Alternatives to the proposed action could result in different environmental effects on
on-site biological resources. The environmental effects of other project alternatives are discussed

bhelow.
Class 1 Alternative

While the intent of this alternative is to avoid the proposed fill of wetland areas, the long-term
impacts on water resources under this altemmative are expected to be the greater than the
Preferred Altenative. This is because most of the work this alternative avoids would likely be
completed in the future, without securing permits from any regulatory agencies and mitigation
in place, as part of ongoing track maintenance. Thus, under this alternative, impacts associated
with rail line restoration and maintenance activities on living resources would likely be greater
than under the Preferred Alternative. As a result, an increase in environmental impacts would

be anticipated with this alternative,

Non-Rail Alternative

This alternative would result in the use of trucks to transport goods in the region, primarily
using Highways 93 and 6. No sensitive biological resources are found along the existing
highways in the area. No impacts on wetland areas and biological resources would occur
under this altcrnative since no removal of vegetation and fill of wetland areas are proposed.
Additionally, no impacts resulting from rail-caused fires or pest management activities would
occur under this alternative. Impacts on living resources would be less under this alternative

than the Preferred Alternative.
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This alternative would construct a new rail line in the area. Impacts on biological resources
under this alternative are expected to be greater since disturbance of vacant lands in the region
would occur for rail construction. If there are sensitive biological resources along the new
route, significant adverse impacts on biological resources may occur. Greater impacts are
expected on living resources under this alternative.

No Action Alternative

The No Action Alternative would not result in any physical change to the NNR rail corridor
and the project area. No ground disturbance, vegetation removal or habitat destruction, as
associated with the restoration of the rail line and reinstatement rail freight operations would
occur. It is assumed that the NNR right of way would remain unutilized under this alternative.
Project-related impacts to vegetation, wildlife and ecosystems would not occur under this

alternative.
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55 CULTURAL RESOURCES

The discussion of Cultural Resources in the White Pine Power Project EIS, and the BLM EIS for the
RMLP to reinstate copper mining activities in the mining district near Ruth, Nevada, form the basis
for the discussion of cultural resource impacts in this section. The Environmental Assessment for
proposed rail line construction and reinstatement of freight operations over the NNR rail line
associated with the planned mining operations in Ruth, prepared by the Interstate Commerce
Commission (ICC) also draws from these documents, is referred to and cited in this document.

5.5.1 Archaeological and Cultural Resources

Portions of the NNR rail line have previously been surveyed for cultural resources in the process of
the BLM permitting procedure for proposed mining activities in the area. The NNR right of way
from the earlier mines near Ruth through Robinson Canyon and Ely to the copper smelter at McGill
Junction was listed on the National Register several years ago. No restoration work is proposed on
this segment as part of this project. The 1994 Class III Cultural Resources Inventory of previously
uninventoried portions of the NNR right of way did not identify any archaeological sites where
additional significant information could be recovered. The report concluded that the discovered sites
were not eligible for the National Register and recommended no additional cultural resource work

was required.

The segment of the NNR rail line from Milepost 18.5 to Milepost 128.4 was not surveyed for
cultural resources, as part of any previous environmental review. It is not known if any cultural
resources are present along the NNR right of way, thus impacts to cultural resources along the NNR
right of way, including the actual rail right of way and the historic track, may result from the
proposed track restoration. The operator should have the NNR rail line from Milepost 18.5 to
Milepost 128.4 evaluated for cultural significance, and should consult with the Nevada State SHPO
and the BLM to mitigate potentially adverse effects of the proposed restoration.

5.5.2 Mitigation Measures

The reinstatement of rail freight service on the NNR could result in an adverse impact on cultural
resources potentially located in the project area. Mitigation measures to reduce potential impacts
resulting from restoration activities and operations to a level of insignificance are included below:

o The operator shall complete a cultural resource survey of the portion of the Nevada Northern
Railroad from Shafter Siding (Milepost 18.5) to McGill Junction (Milepost 128.4).

o The operator shall complete a photographic recording of this segment of the Nevada Northern
Railroad prior to any disturbance of the rail line or right of way.

s The operator shall coordinate with the Nevada State Historic Preservation Officer (SHPO) to
determine if Section 106 compliance will be necessary, and if required shall coordinate any
Section 106 compliance efforts with the SHPO and BLM.

o The operator shall cease restoration activities and notify the SHPO if previously unrecorded
historic or prehistoric sites or objects are encountered during restoration activities. If
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significant cultural materials are found within the right of way, an appropriate mitigation
strategy shall be developed at that time in consultation with the SHPO. Mitigation may involve
performing scientific data recovery by Native American consultants, and notification or
consultation with affected Native American groups.

5.5.3 Effects of Project Alternatives

The proposed reinstatement of freight rail service on the NNR would potentially result in significant
adverse affects associated with archeological or cultural resources. Mitigations have been prepared
to reduce potential impacts resuvlting from restoration activities and operations to a level of
insignificance and are included herein. Altemnatives to the proposed action could result in different
environmental effects on on-site cultural resources, The environmental effects of other project

alternatives are discussed below.

Class 1 Alternative

Impacts on cultural resources under this alternative are expected to be similar to the Preferred
Alternative. This is because the same restoration work would occur on the NNR rail line. Asa
result, no change in environmental impacts resulting from the proposed project would be
anticipated with the alternative.

New Rail Line Alternative

This alternative would result in potential disturbance of cultural resources along the new route.
Cultural surveys would be needed to determine what, if any, archeological or cultural resources
may be present along the new rail line corridor, and if the construction would adversely affect
any significant resources. Although it is currently unknown, potentially significant adverse
impacts on cultural resources could occur under this alternative.

Non-Rail Alternative

This alternative would lead to the increase in truck traffic on existing highways, but would not
include constructing new roads. No train operations would occur on the NNR line. Thus, no
impacts on cultural resources would occur under this alternative.

No Action Alternative

The No Action Alternative would not result in any physical change to the NNR right of way.
No ground disturbance, excavation or grading activities associated with restoration would
occur. It is expected that the right of way would remain vacated and abandoned under this
alternative. Project-related impacts to cuitural resources sites would not occur under this

alternative.
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5.6 Soc10ECONOMIC CONDITIONS

5.6.1 Demographics and Population

The reinstatement of rail freight service on the NNR is expected to have an indirect impact on the
population or demographics of the City of Ely, White Pine County and Elko County. The City of
Ely and White Pine County has not experienced growth in the last decade, chiefly due to the closing
of the mine operations by RMLP and of freight service on the NNR by BHP. One of the primary
objectives of the proposed project is to facilitate the economic diversification efforts in the region,
and regional rail freight service on the NNR is considered critical for meeting this objective. The
reinstatement of rail freight service on the NNR could attract industry to the region, indirectly
leading to the retention of the existing population base as well as the potential for workers to come to
White Pine County and The City of Ely due to the availability of greater employment opportunities.
Economic diversification could spur long-term, sustained growth through employment opportunities
in the region, as is viewed as a positive alternative to the boom-bust economic cycles that the regions
mining-based economy has historically produced. This impact is not considered adverse or

significant.

5.6.2 Employment and Income

The restoration of the NNR line and operation of rail freight service is expected to result in short-
term construction employment opportunities, as well as long-term employment for the region. Track
restoration activities would require a variety of skilled and unskilled laborers, which would be met
primarily by the local employment base. Reinstatement of freight rail service would result in new
employment to support train operations and would attract a variety of industries into the region. In
turn, these industries could bring short-term employment during facilities construction, as well as
long-term skilled and unskilled employment to the region. Freight operations would also require a
variety of skilled and unskilled workers. In addition, by expanding the excursion tourist train
operations the City of Ely would benefit from increased tourism activities in the area. These impacts
are expected to be economically beneficial to the City of Ely and White Pine and Elko Counties.

5.6.3 Low-Income and Minority Populations

The proposed reinstatement of freight rail operations on the NNR line is not expected to have a
negative socioeconomic impact on minority and low-income populations. There are no minority or
low-income residents or employees that would be displaced by the project. Adjacent homes are
located over 1,000 feet from the right of way and would not be adversely affected by restoration
activities and future rail line operations. Rather, the proposed project would result in beneficial
social and economic effects to the local population, through the creation of jobs for the local
community, the development of new industries in the region, and the generation of new income
sources to the City of Ely. In addition, the reinstatement of freight rail service would indirectly
stimulate the economy of the region through the expenditure of income from employees and tourists,
and through increased demand for local goods and services from local enterprises.
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The proposed project is not expected to have an impact on or displace existing agricultural land uses.
It is also not expected to make agricultural production economically infeasible, since there is no
direct relationship between agricultural operations and the restoration and use of the NNR rail line.
Adjacent agricultural lands to the NNR right of way would not be affected by the proposed
restoration activities or rail line operations. No impact on farm or ranch workers is expecied with
the proposed reinstatement of freight rail services.

There are no specific minority, low-income or American Indian residents along the NNR right of
way that would be adversely affected by the project.  Thus, the proposed project is not expected to
have any significant adverse impact on low-income and minority populations. No adverse impacts
on population and social services are expected by the proposed rail line restoration,

5.6.4 Community Infrastructure

Infrastructure improvements affecting local transportation and utility systems would be limited to
reconstruction occurring at road and highway crossings. No on-site wells, water tanks, or water
distribution system piping would be required for the project. No sanitation sewer lines, septic
systems, power and gas lines, telephone lines, or detention basins for stormwater runoff would be
constructed. Thus, no project impacts regarding community infrastructure are anticipated.

Replacement and reconstruction of existing culverts would be made along the NNR right of way, to
allow for more effective drainage flows across and under the rail line to accommodate increased
train loads. These improvements would facilitate storm drainage and would not be considered a

significant adverse impact.
5.6.5 Public Services

Fire and Police Protection

Activities associated with the NNR track restoration and reinstatement of rail freight service
operations on the NNR line would increase the potential for fire and accidents due to train operations
and a potential for emergencies due to the increase in the number of people on the NNR line in
White Pine and Elko Counties. Thus, the proposed project would potentially increase the demand
for fire protection services, law enforcement services, and emergency services in the project area.

The NNR right of way lies mainly adjacent to and within lands under the jurisdiction of the BLM.
Accordingly, fire protection services in the project area are provided by the BLM, which would also
provide first-response to fires on the privately held ranches and residences that abut the NNR right of
way. The potentia} increase in demand for fire protection services can be reduced by ensuring that
train operations adhere to public safety requirements and conditions, as outlined in Section 5.4.3.

The reinstaternent of rail freight service would include several rail/roadway intersections which

could lead to an increase in the potential for traffic accidents. However, the likelihood for
vehicle/train accidents is very low, primarily due to the low level of vehicle traffic in the project
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area. The proposed train operations would result in an increase in the number of people at the NNR
rail line. These include train operators, maintenance personnel, tourists on the trains, and other
visitors to the project areca. Therefore, the potential for criminal elements associated with the rail
line may increase. However, the presence of criminal elements would be expected to be minimal.
Due to the largely freight use of the trains on the NNR line, it is not anticipated that a significant
number of incidents requiring law enforcement and police services would occur. An increased

demand for police services is not expected.

Medical Services

The County Fire Department would provide emergency medical service response to the NNR rail line. It
is expected that medical service would be provided by the regional hospital in Ely and other hospitals in
Salt Lake City, Utah, located northwest of the project area. The rail line restoration and future freight
rail service would be conducted in accordance with federal, state, county and city public health and
safety regulations and no major demand for medical services is expected with the project. No significant
impacts to medical services are anticipated.

Schools

No housing development that would generate children who would require school services is
proposed as part of the reinstatement of freight rail service on the NNR line. One of the project
objectives is to encourage economic growth in the region, and the development of industries that are
established in the region in the future could lead to future housing development in the area.
However, increases in residential developments in the area are not expected to be significant nor
would such residential growth generate substantial increases in student population, Thus, no direct

impact on school services is expected.

5.6.6 Mitigation Measures

The proposed reinstatement of rail freight service on the NNR line would not result in significant
adverse socioeconomic impacts associated with population, employment, community infrastructure,
and police and school services. No mitigation measures would be required.

5.6.7 Effects of Project Alternatives

The proposed project would not demand service from on-site utilities or connections to existing
infrastructure within the project area. Additionally, the project would not require significant
increases in fire and police protection services. Alternatives to the proposed action would result in
community infrastructure and public services needs similar to the proposed project, and as described

below.

Class 1 Alternative

The socioeconomic impacts of this alternative would be the same as the preferred altemnative,
since the same freight rail operations would occur; although under this alternative a section of
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the NNR line would be limited to Class 1 operations. Impacts associated with community
infrastructure and public services under this alternative are expected to be similar to the
preferred alternative. This alternative also does not require service from on-site utilities or
connections to existing infrastructure. Because operations would be similar, demand for
school services would likewise not be required. Increase in demands for fire and police
protection services would also be similar. However, not constructing the optimal track bed
stabilization measures recommended in the segment of rail line from Milepost 123 to 1284
may lead to more train accidents and greater demands on fire, police, and medical services.
Thus, greater environmental impacts on public services would be anticipated under this
alternative than the Preferred Alternative.

New Rail Line Alternative

Since the same freight rail operations would occur under this alternative, similar impacts
associated with employment would result. However, with no tourist train operations, income
sources (o the City under this alternative may be slightly less. Impacts on public services
would be the same as those of the preferred alternative, since the freight rail operations on the
NNR line or on the new rail line under this alternative would be largely the same. As with the
proposed project, this alternative would not demand on-site utility services or connections to
existing infrastructure. Additionally, the project would be required to implement the same
mitigation measures for fire protection services. Beneficial impacts in terms of income would

be slightly less.

Non-Rail Alternative

This altenative would lead to increase truck traffic on existing highways, but would not
include constructing new roads. Employment and income with his alternative would be limited
to increases in truck operators. No tourist activity increase would occur. As with the preferred
alternative, operations would not require utility services. An increase in fire and police
protection services may occur due to the increase in traffic volumes on the existing roadway
network, and the associated potential for traffic accidents associated with the increase in
interfaces of freight trucks with existing vehicle traffic in the area. Impacts to socioeconomic
conditions and public services under this alternative would be greater than the proposed

project.
No Action Alternative
No impacts to the population, employment, community infrastructure, and public services

would occur under this alternative, as no demand for utilities and services and no rail freight
operations would occur. This alternative would avoid all socioeconomic, infrastructure and

public service impacts of the proposed project.
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5.7 RESOURCE USE PATTERNS

5.7.1 Land Use

The proposed reinstatement of rail freight service on the NNR line is not expected to significantly
affect land uses or recreational opportunities in the project area. The NNR has historically operated
on the rail corridor for decades, and the current right of way configuration would not be altered. No
changes in existing or planned land uses on adjacent areas is proposed.

5.7.2 Recreation

The NNR right of way is not used for any existing recreational purpose. The proposed project would
not affect access to recreational uses near the NNR right of way, such as Bassett Lake near McGill,
nor would the project limit or significantly affect wildlife viewing by hindering the migration of
fauna across the NNR right of way. Sport fishing that occurs in Tailings Creek near Milepost 123
could be potentially impacted by the placement of fill into the creek for stabilizing the track bed as
part of the track restoration. The proposed project would include the expansion of tourist train
operations from McGill Junction to Shafter. This would create beneficial impacts to tourism
activities in the area. Potential adverse impacts on recreation associated with the proposed freight
rail operations would be limited to impacts on sport fishing in Tailings Creek; however, the EA
includes mitigation measures in Section 5.4.3 that would reduce the impacts below a level of

significance.
5.7.3 Natural Resources
Mining and Logging

The mines in the Robinson Mining District have been closed since 1999. Restoration of the NNR
rail line would permit the cost-effective transport of ore from the Mining District to outside markets
or industrial areas, should mining become active again in the Robinson District. No commercial
logging activities are found near the project area. The reuse of the existing rail line would not affect
the presence or access to mineral resources in the project area. Therefore, the proposed restoration
of the NNR line rail operations would have no adverse impact on mineral and timber resources and

activities.
Agriculture

The NNR right of way is not used for agriculture purposes, although agricultural land uses are
present along the right of way. No impact on these adjacent agricultural lands is expected with the
proposed project. Thus, the proposed reinstatement of rail freight service is not expected to have

direct adverse impacts on the agricultural operations.
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5.7.4 Transportation Network

The proposed rail line operations would improve rail transportation in White Pine County. This
would improve the transport of goods to and from the project area and is considered a beneficial
impact. The project can also affect the transportation network in the following ways:

» There is a potential for train-vehicle accidents at grade crossings.

» There is a potential for delays of vehicular traffic at grade crossings.
« There is a potential for train derailments.

« There is a potential for train collisions at crossings of other rail lines.

These potential transportation conflicts and accidents would be minimized through compliance with
pertinent FRA regulations. These include the provision of railroad crossing stop signs at all private
road crossings along the NNR line and flashing lights and crossbucks at public road crossings.
Table 5-1 lists the at-grade public road crossings and crossing protection that would be improved or
provided along the existing NNR rail corridor. These protections would prevent train-vehicle

accidents at grade crossings.

TABLE 5-1
AFFECTED ROAD CROSSINGS AND PROPOSED SAFETY PROTECTIONS
Road Name Milepost Proposed Crossing Warning ADT (1)
Shafter Road 18.5 Crossbucks 1
U.S. Highway 93 63.07 Flashing lights 490
Currie-Cherry Creek Road | 65.75 Crossbucks 20
Cherry Creek Road 91.2 Crossbucks 80
Warm Springs Road 108.0 Crossbucks 26

(1) Average Daily Trips

Due to the low projected rail traffic level along the NNR rail lines (up to four train movements per
day), potential grade crossing safety and delay impacts are expected to be minimal. The NNR at-
grade crossing of UPRR rail line at Shafter has an electric lock on the NNR-UP switch, which would
be interlocked with UP's Centralized Traffic Control System, to prevent possible collisions at this
location. Thus, train collisions would be prevented.

Any train operation over a rail line involves a potential for derailment. This issue is a particular
concern in this case due to the fact that proposed shipments over the NNR line would include
hazardous materials. Derailments that involve hazardous material spills could lead to ground
contamination and health hazards. Safety measures as required by the FRA regulations would be
implemented to prevent train derailment and to develop emergency procedures during a derailment.
Due to the largely vacant and undeveloped lands adjacent to the NNR right of way, the low density
of nearby developments, and the limited anticipated train traffic, this impact is not expected to be
significant. Hazardous materials are further discussed in Section 5.8.2, Public Health and Safety.
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The WPHRF operates a limited number of special excursion trains each year over 18.2 miles of
NNR line currently owned by the City of Ely and south of McGill Junction. These excursion trains
typically run from mid-May to Mid September, on weekends, with limited weekday excursions. The
WPHRF could likely expand its operations by adding an extended excursion over the restored
portion of the NNR line as far north as Shafter. WPHRF tourist trains would be scheduled so not to
conflict with freight rail operations, as mandated by the Federal Transit Authority (FTA). Achieving
time separation between rail freight service and WPHRF excursion trains as required by the FTA is

not expected to result in an impact.

5.7.5 Mitigation Measures

No adverse land use, recreation, or natural resource impacts are expected with the proposed project.
The reinstatement of rail freight service on the NNR line would not generate rail traffic to a degree
that would result in potentially significant grade crossing safety and delay impacts, with
implementation of the crossing signs and protection measures. No mitigation measures are needed.

5.7.6 Effects of Project Alternatives

The proposed reinstatement of rail freight service would result in the same land use within the NNR
right of way that has occurred for decades. The proposed project would not adversely affect
resource use patterns, and would not generate new vehicle trips on area roadways. The proposed
project would help to achieve the goals regarding economic diversification sought by the White Pine
County Economic Diversification Council and the City of Ely. Alternative scenarios would provide
different impacts on resource use patterns and the transportation network. These are discussed

below.
Class 1 Alternative

This alternative would not result in impacts affecting land use patterns or recreational resources
in the area. By not optimally stabilizing the track bed and limiting the portion of track from
Milepost 123 to 128.4 to Class 1 operations, the potential for derailments along this segment
would increase significantly. It is likely that long-term track maintenance would require most
or all of the track restoration proposed as part of the Preferred Alternative along this track
segment as well, and mitigation measures for impacts to wetlands and riparian habitat would
not be provided as part of this maintenance activity. potentially affecting sport fishing
resources along this segment. No increase in vehicle traffic on the existing roadway network
would occur under this alternative. Under this alternative, impacts to wetlands would likely be

greater than under the Preferred Alternative.

Non-Rail Alternative

This altemative would not affect existing land use patterns, since truck traffic under this
alternative would occur on existing roadways, such as Highways 93 and 6. No impacts on
recreational uses or natural resources under this altermative are expected, similar to the
preferred alternative. However, with the reliance on the roadway transportation network, this
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altemnative would result in increases in roadway traffic volumes at several roadways in the City
of Ely, White Pine County and the surrounding areas where goods and freight would be
transported. Greater impacts on the roadway transportation network would occur under this

altemative.
New Rail Line Route Alternative

This alternative could significantly affect existing and planned land uses and recreational
resources in the region. Acquiring right of way and constructing the new rail line would result
in significant impacts on surrounding agricultural uses. Construction, particularly in and near
wetland areas, creeks and tributaries, could also result in significant adverse impacts on aquatic
resources and water quality. Since train operations would be similar to the proposed project,
no increase in vehicle traffic on the existing roadway network would occur under this
alternative. However, significant adverse impacts to land use would occur under this
alternative. These impacts are greater than the impacts of the proposed project.

No Action Alternative

The No Action Alternative would not result in any change in land use patterns on the property
and the surrounding area and this alternative would not increase or impact recreational
opportunities in the project region. Established land uses would not be affected, and no
impacts to natural resources would occur with the reinstatement rail freight operations. It is
assumed that the NNR right of way would remain abandoned and underutilized under this
alternative. No increase in train or vehicle traffic would occur under this altermative. Impacts
affecting land use, recreation, natural resources, and transportation would not occur under this

alternative.
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58 OTHER VALUES

5.8.1 Visual Resources

The NNR rail line is located within an area dominated by expanses of sage/shrub habitat, and has
been given a classification of 4 by the BLM. This classification allows modification as described in
the BLM guidelines as “Any contrast may attract attention and be a dominant feature of the
landscape in terms of scale, but it should repeat the form, line, color, and texture of the
classification landscape”.

The proposed restoration, operation, and maintenance of the NNR line would retain the visual
quality of the railroad tracks and the surrounding landscape. No above ground structures are
proposed which may obstruct public views. The project would not affect the existing scrub and
brush vegetation in the project area, except for the vegetation that has grown within and near the
tracks. Thus, the proposed project would not adversely affect existing visual resources.

5.8.2 Public Health and Safety

To ensure public health hazards are not created by the project, all areas proposed for restoration shall
be conditioned to remain in a sanitary condition at all times during track restoration, maintenance
and operation. In addition, waste materials generated by restoration, maintenance and operation
activities shall be disposed of promptly at a State of Nevada approved sanitary landfill site.

Airport Hazards

Yelland Airfield is located in the vicinity of the portion of the NNR line that is owned and operated
by the City of Ely and the WPHRF. However, the airfield is several miles from the most southerly
portion of the NNR line being considered for restoration under this project. No structures or
otherwise habitable space is proposed within the extended runway centerline (ERC) zone, or the
traffic pattern zone (TPZ) of Yelland Airfield. Thus, the project would not conflict with Federal
Aviation Administration (FAA) safety standards, affect airport service or result in potential issues
regarding development within an airport safety zone.

Use of Hazardous Materials

Rail freight operations wouid require the storage and utilization of hazardous materials for routine
maintenance activities. These hazardous materials would include pesticides, herbicides, diesel fuel,
cleaning solvents, and other similar compounds. All storage, use and disposal of these materials
would be in accordance with State and Federal regulations. As a result, no significant adverse
impacts associated with the storage and utilization of hazardous materials is anticipated.

As noted earlier, the BLM FEIS analyzed the potential for train derailment on pages 4-41 through 4-

45 of the PETS. The BLM estimates that, over the life of the RMLP mining operation, 0.32 releases
of diesel fuel could occur along the entire NNR rail corridor, and 2.6 releases of sulfuric acid could
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occur along the corridor. These spills could lead to ground contamination and health hazards. The
FEIS concluded that the probability of a large sulfuric acid or diesel fuel release along the rail
corridor was low. The FEIS indicated that, based on the low speed of the trains, the construction of
the tank cars, and the requirement for Spill Prevention, Control, and Countermeasures Plan being in
place prior to operations that it is unlikely wildlife species would be affected. In the event of a large
release into one of the more sensitive wetland/riparian areas along the rail corridor, site remediation
would be critical in keeping adverse impacts short-term and re-establishing the riparian system.

5.8.3 Noise

The proposed track restoration and rail operations would result in an increase in noise levels along
the NNR rail line due to rail reconstruction activities and passing trains. However, because there are
few sensitive receptors in the project vicinity and none are located directly adjacent to the NNR right
of way. Noise impacts associated with this project are not considered significant.

Construction Noise

The proposed project would result in temporary noise impacts associated with track restoration
activities. Temporary construction noise impacts would vary markedly because the noise strength of
coastruction equipment ranges widely as a function of the equipment used, which changes during the
course of the project. Heavy equipment noise can exceed 90 dBA (A-weighted decibel) and averages
about 85 dBA at 50 feet from the source when the equipment is operating at typical loads

Point sources of noise emissions are atmospherically attenuated by a factor of six dB per doubling of
distance. The loudest construction may require 500 feet of distance between the source and a nearby
receiver to reduce the average 85 dBA source strength to a generally acceptable 65 dB exterior exposure
level. Construction noise is not anticipated to be a source of significant impact because of the distance
of the NNR line from adjacent developments and the lack of any substantial concentration of noise-
sensitive land uses in the area. Construction noise would not affect the long-term noise exposure in the

project vicinity.
Rail Operations Noise

The operation of rail freight service on the NNR line would result in the resumption of train-generated
noise in the project vicinity. However, there is a substantial distance separation between the NNR
corridor and the closest sensitive noise receptors, which are the existing residences located near the right
of way, mainly in Steptoe Valley on the privately held lands abutting the rail corridor. The anticipated
number of train trips is not expected to be exceed four per day. Thus, noise from passing trains would
be intermittent, short term and limited. The reinstatement of rail freight service on the NNR is not
expected to create adverse noise impacts to the residences in the project vicinity.

5.8.4 Mitigation Measures

No significant visual quality, public safety and noise impacts are expected from project implementation
and thus, no mitigation is recommended.
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5.8.4 Effects of Project Alternatives

Public safety issues of the project include potential train derailment and the hazardous materials.
The proposed project would create temporary noise impacts during restoration activities and
occasional increased noise levels associated with train operations. Project aiternatives would also
generate impacts related to public safety, noise, as described below.

Class 1 Alternative

This alternative would result in similar impacts on visual resources, public safety and noise as
the preferred alternative, since the same train operations would occur on the existing NNR
line, and the same residences would be exposed to the visual quality, public safety, and noise
impacts. Hazardous materials use associated with rail operations would not change under this
alternative. Similar impacts on visual resources, public safety, and noise are expected under
this alternative. However, under this alternative, the potential for derailments resulting in
hazardous material spills and ground contamination would be greater along the segment from
Milepost 123 to Milepost 128.4 because the rail line would not be optimally stabilized. Thus,
hazards associated with public health and safety impacts under this alternative are greater than

the proposed project.
New Rail Line Alternative

This alternative would result in significantly more noise impacts associated with new rail line
construction, and could have greater impact on visual resources in the region since existing
vacant and undeveloped areas would have to be disturbed and utilized for the new rail line.
Use of hazardous materials under this altemative would be similar to uses under the Preferred
Altemative. Short-term construction noise would increase, mostly due to an increase in
required grading, and noise impacts associated with rail operations could occur if the selected
route was located closer than the existing NNR right of way to sensitive noise receptors,
potentially resulting in greater impacts than the Preferred Alternative.

Non-Rail Alternative

This alternative would likely result in an increase truck traffic on existing highways, but would
not include construction noise associated with track restoration activities. Since no new roads
would be built under this alternative, no impacts on visual resources would occur, Increase in
noise would be limited to the increase in noise from cumulative vehicle traffic volumes on
existing roadways. Increases in roadway traffic volumes may increase the potential for
accidents and associated hazardous materials spills. No hazardous materials for NNR line
maintenance would be needed under this altemmative. Impacts on visual resources, noise, and
public health and safety are expected to be less under this alternative than the proposed project.
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No Action Alternative

The No Action Alternative would not result in a physical or visual change to the NNR right of
way. No use or handling of hazardous materials, vegetation removal, grading, or other
restoration-related activities would occur. It is expected that the right of way would remain
abandoned and underutilized under this alternative. No noise from reconstruction activities or
train operations would occur. Project-related impacts on visual resources, public safety, and

noise would not occur under this alternative.
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6.0 ENVIRONMENTAL CONSIDERATIONS

6.1 SUMMARY OF IMPACTS

As determined in the assessment process, significant long-term beneficial socioeconomic impacts are
anticipated under the proposed reinstatement of rail freight service on the NNR line. The project
would create employment opportunities for local residents and generate revenue for Elko County,

White Pine County, and the City of Ely.

Environmental effects associated with the proposed development are associated with soils (erosion
during restoration activities), drainage and hydrology (runoff and water quality, including
requirements regarding pesticide use), air quality (fugitive dust), cultural resources, and impacts to
biological resources resulting from placement of fill into wetlands, a rail-caused fires, or hazardous
materials release. These impacts will be fully mitigated through measures presented in Section 5.0
of this EA. The recommended mitigation measures are summarized below.,

6.1.1 Land Resources

The proposed project (or Preferred Action) would not result in a significant impacts associated with
on-site soil characteristics. Thus, no mitigation measures are required. However, the following
measures are being recommended to help reduce soil erosion and fugitive dust:

e Erosion control measures and dust control measures shall be incorporated during
construction activities in order to reduce project-induced soil erosion and fugitive dust.
These may include daily watering, use of soil binders, reseeding of disturbed areas, etc.

o All drainage runoff shall be directed away from the track bed, and disturbed areas shall be
reseeded at the earliest time possible to reduce soil erosion.

6.1.2 Water Resources

The proposed project (or Preferred Action) has the potential to result in an incremental contribution
of urban pollutants to surface water quality. The following mitigation measures would reduce the

project’s potential impacts on runoff and water quality:

o The City of Ely shall obtain the necessary Storm Water Pollution Control Permit from the
Nevada Department of Environmental Protection and will comply with all conditions attached
to the permit, including the implementation of best management practices, such as:

1. Confining all vehicles used during restoration, operations and maintenance activities to the
minimum area necessary within the NNR right-of-way;

2. Requiring restoration or routine maintenance activities within the right-of-way not be performed
during times when the soil is too wet to adequately support construction equipment;

3. Limiting areas of soil disturbance to retain existing vegetation, whenever feasible;
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4. Reseeding disturbed areas using a similar seed mixture as that used on lands within the BLM
right-gf-way grant specified in grant N-56525;

Covering earthen stockpiles with tarps before forecasted rainfall;

Implementing appropriate measures, such as dampening unpaved access roads and spraying of
water during grading operations, to protect disturbed soil and completed grading work from
wind erosion and to reduce fugitive dust.

o

e The operator shall prepare and implement an Integrated Pest Management Plan developed in
coordination with the BLM, which shall include processes such as:

1. Controlling right-of-way vegetation in or near drainageways and wetland areas shall
solely include herbicides registered with the United States EPA for use in aquatic sites;

2. Compliance with State and Federal laws and regulations regarding use of pesticides (i.e.
insecticides, herbicides, fungicides, rodenticides, and other similar substances) within the
right-of-way proposed for reinstitution of freight service;

3. Require that only individuals holding a Nevada herbicide applicator’s permit or license
shall apply maintenance herbicides in the NNR right-of-way.

6.1.3 Living Resources

The proposed project (or Preferred Action) would potentially result in impacts associated with
biological resources and the filling of wetlands. The following measures are recommended to
mitigate the impacts associated with impacts to the placement of fill in jurisdictional wetlands:

For Approval to place fill in jurisdictional wetlands:

e The City of Ely shall prepare an evaluation of biological resources for the portion of NNR right
of way from Milepost 123 to Milepost 128.4. A biological field survey shall be conducted by a
qualified biologist, acceptable to the City of Ely and the BLM. If the survey determines there is
the potential for significant impacts to sensitive habitat or wildlife species, modifications to the
design for the shoulder of the track or mitigation measures will be required. Mitigation may be
in the form of creation or restoration of affected habitat to he satisfaction of the City of Ely
and/or the responsible agencies, such as the State of Nevada Department of Natural Resources.

e In order to complete work between Milepost 123 and 128.4, the project may require approval of a
USACOE Section 404 permit. In conjunction with the permit, mitigation for significant impacts to
wetlands will be required. Mitigation may take the form of creation, restoration or preservation of like or
higher quality habitat at an agreed upon ratio (typically no less than 2:1) in order to ensure a “no net

loss™ of wetland resources.

To reduce potential impacts resulting from rail operation-caused fires:
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. The operator shall require that all locomotives used on the NNR be equzpped wuh spark
arrestors on exhaust stacks, and fire extinguishers suitable for flammable liquid (diesel fuel)
fires.

o The operator shall install low-spark brake shoes on all rolling stock under ownership, and on all
Joreign-owned rolling stock needing brake shoe replacement while on NNR rail line.

® The operator shall make every effort to prevent causing any fires, to contain and control any
fires it might cause, and shall immediately report all such fires to the appropriate fire fighting
agency.

¢ The operator shall inspect and maintain trackage and right of way in accordance with the
“Track Safety Standards” of the Federal Railroad Administration, 49 CFR Part 213,

6.1.4 Cultural Resources

The reinstatement of rail freight service on the NNR could potentially result in an adverse impact on
cultural resources potentially located in the project area. Mitigation measures to reduce potential
impacts resulting from restoration activities and operations to a level of insignificance are included

below:

o The operator shall complete a cultural resource survey of the portion of the Nevada Northern
Railroad from Shafter Siding (Milepost 18.5) to McGill Junction (Milepost 128.4).

e The operator shall complete a photographic recording of this segment of the Nevada Northem
Railroad prior to any disturbance of the rail line or right-of-way.

o The operator shall coordinate with the Nevada State Historic Preservation Officer (SHPO) to
determine if Section 106 compliance will be necessary, and if required shall coordinate any
Section 106 compliance efforts with the SHPO and BLM.

o The operator shall cease restoration activities and notify the SHPO if previously unrecorded
historic or prehistoric sites or objects are encountered during restoration activities. If
significant cultural materials are found within the right-of-way, an appropriate mitigation
strategy shall be developed at that time in consultation with the SHPO. Mitigation may involve
performing scientific data recovery by Native American Consultants, and notification or
consultation with affected Native American groups.

6.2 ENVIRONMENTAL JUSTICE

Executive Order 12898, “Federal Actions to Address Environmental Justice in Minority Populations
and Low-Income Populations”, provides that “each Federal agency shall make achieving
environmental justice part of its mission by identifying and addressing, as appropriate,
disproportionately high and adverse human health or environmental affects of its programs,
policies, and activities on minority populations and low-income populations” (Environmental
Justices, Guidance Under the National Environmental Policy Act, Council on Environmental

Quality, December 10, 1997).
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As part of the envxronmcntal review process, the EA must identify and address enwromnental justice

concerns, including human health, economic and social effects. As evaluated in this EA and
summarized in this section, the proposed project would not result in disproportionately high and
adverse human health or environmental effects to minority populations or low-income populations.

The Memorandum accompanying Executive Order 12898 identifies four important ways to consider
environmental justice under the National Environmental Policy Act. These guidelines are presented
in Table 6-1, Reference Summary of Environmental Justice Evaluation. Table 6-1 also includes a
cross-reference to discussions presented in the EA, which respond to each guideline,

TABLE 6-1

REFERENCE SUMMARY OF ENVIRONMENTAL JUSTICE EVALUATION

Environmental Justice Dlscusslon Guidelines

EA Discussion Reference

e An analysis of the environmental effects, including
human health, economic, and social effects of
Federal actions on minority populations, low-
income populations and Indian tribes when such
analysis is required by NEPA.

Section 5.0 of the EA addresses the Environmental
Consequences of the proposed project.

Environmental effects on Public Health and Safety
are addressed in Section 5.8. Economic and social
effects of the proposed project are addressed in
Section 5.6.

¢ Mitigation measures identified as part of the NEPA
document should, whenever feasible, address
significant and adverse effects of proposed
Federal actions on minority populations, low-

| income populations and Indian tribes.

« Each Federal agency must provide opportunnies
for effective community participation in the NEPA
process, including identifying polential effects and
mitigation measures in consultation with affected
communities and improving the accessibliity of

public meetings, crucial documents, and notices.

+ Review of NEPA compliance must ensure that the
agency preparing the NEPA analysis and
documentation has appropriately analyzed
environmental effects on minority populations,
low-incoma populations or Indian tribes, including
human health, social and economic effects.

" Section 8.0 documents the consultation and

' In accordance with this requirement, the EA will

This EA addresses mitigation measures and their
effects in Section 5.0 under each issue. These
measures are also listed above.

coordination process, which occurred during the
preparation of the EA.

undergo review as required by NEPA.

In accordance with Executive Order 12898 and the guidelines provided above, this EA includes the
necessary documentation to ensure that environmental justice concerns have been adequately
addressed. This EA includes a detailed analysis of the environmental effects associated with the
proposed reinstatement of rail freight service on the NNR line. Section 4.0 of the EA presents a
discussion of the Affected Environment, and Section 5.0 addresses the Environmental Consequences

of the proposed project.

The analysis in the EA concludes that potentially significant effects associated with soils and
geology, drainage and hydrology, air quality, and public services. These impacts would be fully
mitigated by measures presented in Section 5.0 of the EA. Implementation of recommended
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mitigation measures will ensure that effects are reduced to below a level of significance and that
impacts associated with the proposed project will not adversely affect minority populations, low-
income populations and Indian tribes. The proposed project would not result in significant impacts
to public health and safety (see Section 5.8.2), and that the proposed project would result in
beneficial social and economic effects, through the creation of employment opportunities and
income to the Tribe (see Section 5.6.2).

As discussed in Section 8.0, a substantial amount of consultation and coordination has occurred prior
to and during the preparation of the EA. Consultants representing the City of Ely and the White Pine
Economic Diversification Councit (WPEDC) have met with various agencies to address
environmental conditions and coordination efforts with local agencies. As part of the environmental
review process, the EA will be reviewed by the City of Ely and WPEDC Staff, the BLM, the
USFWS, the ACOE, and a variety of responsible and interested agencies. This review will
culminate in preparation of a final EA by the City of Ely for the reinstatement of rail freight service
on the NNR, which will further consider any comments received during the review period.
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7.0 CONSULTATION AND COORDINATION

This chapter presents the consultation and coordination process which occurred during the
preparation of the EA. This discussion includes contacts made during the development of the

Proposed Action and the writing of the EA.

In order to initiate the preparation of the EA and to discuss the document scope, a meeting were
conducted with representatives of the City of Ely, R.L. Banks & Associates, Inc., and David Evans
and Associates, Inc. (DEA) in March to discuss key issues, A separate meeting was held with
representatives from DEA and Pacific Southwest Biological Services in which biological-related
issues were discussed. During preparation of the EA, the City of Ely, the White Pine County
Economic Diversification Council, the U.S. Fish and Wildlife Service, U.S. Army Corps of
Engineers, The State of Nevada Historic Preservation Officer, and The Bureau of Land Management
were contacted by DEA. As part of the assessment process, the following knowledgeable individuals
were consulted regarding data availability and scoping of environmental issues.

» Karen Rajala, City of Ely and White Pine County Economic Diversification Council
+ Steve Leith, White Pine County Economic Diversification Council

» Dean Day, City of Ely

« Ken Withers, R.L. Banks & Associates, Inc.

» Jim Winger, R.L. Banks & Associates, Inc.

+ Shelley Carter, U.S. Army Corps of Engineers

+ Lois Metcalf, Bureau of Land Management

« Alice Baldrica, State of Nevada Historic Preservation Office

Mary Jo Elpers, U.S. Fish & Wildlife Service
Laura Richards, State of Nevada Department of Conservation and Natural Resources

« R. Mitchell Beauchamp, Principle Pacific Southwest Biological Services
» Ed Wynes, Elko County Planning Department

A scoping meeting was held in Ely on April 11, 2002, which was attended by four persons, with one
person offering public comment in support of the project. The Ely City Council has scheduled a
hearing on July 1 to hear public comments on the Project EA.
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