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1. Point of Contact 

 

a. Matt Dietrich 

Executive Director 

Ohio Rail Development Commission 

50 W. Broad Street 

Suite 1510 

Columbus, OH  43215 

614-644-0283 

Matt.dietrich@dot.state.oh.us 

 

b. Donald J. Damron 

Passenger Rail Planning Manager 

Ohio Rail Development Commission 

50 W. Broad Street 

Sutie 1510 

Columbus, OH  43215 

614-466-2509 

Don.damron@dot.state.oh.us 

 

2. Standard Form 424 Application for Federal Assistance 

 

a. Filed through grants.gov 

 

3. Identify and provide background information on the intercity passenger rail 

services that the proposed project is intended to benefit.   

 

a. Ohio’s Current Passenger Rail Planning Efforts:  

Short-Term Start-up and Long-Term Route Selection  
 

The Ohio Rail Development Commission (ORDC) is advancing two parallel passenger 

rail planning efforts:  1) the Ohio Hub Plan and 2) Amtrak start-up service in the 

Cleveland-Columbus-Dayton-Cincinnati corridor.   

 

The Ohio Hub:  The Ohio Hub Plan is a feasibility study of a network of 

interconnected passenger rail corridors serving the Ohio and the Lake Erie region 

including the Cleveland-Columbus-Dayton-Cincinnati Corridor.  The envisioned 1,244-

mile system has 46 passenger stations in five states and southern Ontario Canada, 
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serving a travel market population of 22 million.   On the basis of criteria established by 

the FRA, the proposed Ohio Hub rail system is considered feasible and an appropriate 

extension of the nationôs federally designated high-speed rail network.    

 

The Ohio Hub study recommends that the federally designated Cleveland-Columbus-

Dayton-Cincinnati (3C) high-speed rail corridor be developed first.  The ORDC is 

seeking federal and state funds to initiate a first tier, Programmatic Environmental 

Impact Statement for the 3C corridor.  The cost to complete a 3C PEIS is estimated at 

$3 to $4 million.   

 

Amtrak 3C Corridor Start-up:  In February, 2008, Governor Ted Strickland sent a 

letter to Amtrak requesting a study of start-up service in the 3C corridor.  Amtrak will 

start the study in August of this year.  The objective of the Amtrak study is to identify 

the infrastructure requirements and the capital and operating costs associated with two 

trains per day operating in each direction.  (See Attachment #1: Amtrak Service in the 

2C/3C Corridor: Identification of Service Parameters and Study Process.)  

 

The 3C Planning Challenge:  Amtrak is a private corporation that is not required to 

address National Environmental Policy Act requirements consistent with FRA corridor 

development planning guidance; therefore at this juncture, the challenge for ORDC is 

best summed up by the FRA in its Railroad Corridor Transportation Plan ï A 

Guidance Manual:  

 

ñIt has usually been found to be relatively easy to take a long range,20-year plan 

and determine which pieces need to be done to support the initial service levels and 

which components can wait for future funding or service level needs.  Conversely, 

without a detailed long-range plan, it is very difficult to know if the short-range 

plans and projects will address anything other than immediate problems.  Sometime, 

the apparent short-term solutions only make the long-term problems worse and will 

ultimately have to be removed and replaced ï typically an expensive learning 

experience.ò  

 

Goals and Objectives:  The FRA grant funds will be used to advance the planning and 

analysis of alternative 3C routes and station locations that will most effectively serve 

the corridor - both in the short-term and the long-term.  The planning objectives are:   

1. to bridge the short-term/long-term planning analysis of 3C corridor requirements;  

2. to oversee and coordinate Amtrakôs start-up service while advancing the conceptual 

engineering and analysis of alternative routes and station sites and facilities; and  

3. to recommend a long-term corridor development strategy.   

 

This work will be completed prior to, but would lead directly into, a Rail Corridor 

Transportation Plan or a first tier Programmatic Environmental Impact Statement for 

Ohioôs 3C corridor and will help insure that the best possible project decisions are made 

at every step in the process, and to insure that public funds are effectively and 

efficiently invested in the development of passenger rail service on the 3C corridor.  

 



b. Trip Time and Frequencies of Past Intercity Passenger Rail Service in the 

Cleveland-Columbus-Dayton-Cincinnati (3C) Corridor 
 

The New York Central:  The 1958 New York Central System Timetable reflects the 

relatively high-level of passenger rail service that once operated over Ohioôs 3C 

corridor.  The timetable shows seven daily through train frequencies in each direction 

between Cleveland, Columbus and Cincinnati and one additional morning departure 

from Columbus to Cleveland.  Five express trains serving 18 station stops operated over 

the entire route during daylight hours; one local train stopped at all 39 stations on the 

line, and one Midnight Special operated with limited stops.  One additional frequency 

served the portion of the route between Cincinnati and Springfield where it apparently 

traveled north to serve Toledo and Detroit. 

 

The south-bound New York Central 3C corridor trains departed Clevelandôs Union 

Terminal (Terminal Tower) at 12:50AM, 6:00AM, 8:05AM, 12:20PM, 2:50PM, 

5:50PM, and 8:15PM.  Northbound 3C trains departed Cincinnati Union Terminal at 

9:15 AM, 12:00 Noon, 12:30 PM, 4:00 PM, 5:20 PM, 9:05 PM and 11:50 PM.  

 

The train with the fastest trip time departed Cincinnati at 4:00 PM and arrived in 

Cleveland at 9:10 PM, for a total corridor trip time of 5 hours and 10 minutes.  The total 

corridor trip time for local trains was 9 hours and 55 minutes from Cincinnati, and 11 

hours and 20 minutes from Cleveland.  The southbound Midnight Special took 7 hours 

and five minutes and the northbound Special took 6 hours and 15 minutes to travel the 

260 mile corridor. 

 

The Pennsylvania Railroad: The PRR served Ohio primarily from the east with most 

trains originating in New York.  They ran through Pittsburgh with service from 

Pittsburgh to Cleveland; from Pittsburgh to Columbus, Cincinnati and Louisville; and 

from Pittsburgh to Columbus, Dayton, Indianapolis and St Louis.  

 

The 1952 PRR timetable shows: three daily train frequencies between New York-

Pittsburgh-Columbus-Cincinnati-Louisville, and five daily train frequencies between 

New York-Columbus-Dayton-Indianapolis-St. Louis.  The PRR route between 

Columbus and Cincinnati served Xenia-Norwood-Winton Place; Xenia was also served 

on the route between Columbus-Dayton-Indianapolis.   

 

Cleveland, Akron & Columbus Railway:  Up until about 1948, the Pennsylvania 

Railroad operated limited passenger rail service over its 144 mile Akron Secondary 

route, (Hudson to Columbus), previously known as the Cleveland, Akron & Columbus 

Railway.  The line was a meandering, single-track railroad that ultimately could not 

compete with the New York Centralôs more direct route between Cleveland and 

Columbus.  The service over the line was primarily freight and ran between Hudson-

Orrville-Holmesville-Brinkhaven-Mt. Vernon-Westerville-Columbus.   

 

 

 



c. Describe the characteristics of other rail service (e.g. commuter and freight) 

currently operating on the route. 
 

Cleveland Rail Transit:  The only existing commuter rail service that operates on or 

near Ohioôs 3C corridor is the Greater Cleveland Regional Transit Authorityôs 

(GCRTA) heavy rail rapid transit line, operating from Tower City (Terminal Tower) to 

Cleveland Hopkins International Airport. The transit line parallels the old New York 

Central route, now Norfolk Southern, from Detroit Avenue, near downtown, to Brook 

Park.   

 

Freight Railroad Lines, Traffic, Facilities Overview:  The north-south rail lines, 

terminal operations, yards and local traffic, major interlocking and control points, 

chokepoints, and major shippers all add up to create a very congested railroad operating 

environment along Ohioôs 3C corridor.  Adding railroad capacity and improving 

corridor fluidity needed to permit reliable, on-time Amtrak start-up operations and 

future high-performance, high-speed rail operations will be a significant challenge. 

  

The railroad network between Cleveland, Columbus, Dayton, and Cincinnati includes 

the entire range of operations from Class 1 mainlines to Regional Railroads and 

Shortlines.  The rail terminals in Cleveland, Columbus and Cincinnati all play a very 

important role in the Norfolk Southern and CSX rail networks and all three terminals 

are congested and nearing operating capacity.  The railroad terminal area in Columbus 

presents many major challenges in terms of traffic congestion and limited opportunities 

to add capacity at key interlockings near downtown.  The new Class 1 corridors and rail 

traffic routings that resulted from the breakup of Conrail create special challenges in the 

Cleveland railroad terminal area as historical lines have been split between NS and 

CSX.   

 

Local traffic and operations near the NS Cleveland Rockport yard and the CSX 

Cleveland Collinwood yard will add to the planning difficulties.  The newly established 

NS Cincinnati Sharonville yard is increasing traffic along the Mill Creek in downtown 

which is already congested with rail traffic in the vicinity of the Cincinnati Queensgate 

and Guest Street yards.  The NS mainline line from Vermillion to Bellevue, and from  

Bucyrus, Marion, and Delaware offers an alternative Cleveland-Columbus routing, 

however, developing a passenger train bypass around the NS Bellevue yard will be a 

significant challenge.   

 

Norfolk Southern and CSX both have parallel mainlines between Cleveland and 

Columbus and some track segments along these lines are considered ñstrategicò and 

ñcoreò lines and some may be identified as ñsuper coreò routes within the Class 1 

freight networks - handling a large percentage of the railroads long-haul, time-sensitive 

traffic.  These critical lines include the NS ñCleveland Line,ò the CSX ñIndianapolis 

Lineò and portions of the CSX Cincinnati-Dayton-Toledo Line.  Time-sensitive 

Intermodal traffic is growing on the NS line from Sharonville to Dayton, Springfield 

and Columbus.    

 



d. Describe the geographic market to be served by the new service.   
 

Over that last few decades, the State of Ohio has continued to decentralize as 

development expanded outward away from Ohioôs central cities.  But, the concentration 

of the stateôs population remains along two primary corridors that form a ñTò with the 

top being the corridor from Toledo-Cleveland-Youngstown and the Cleveland-

Columbus-Dayton-Cincinnati corridor forms the north-south or vertical element.   

 

The 3C corridor is Ohioôs priority passenger rail corridor.  The size of the major cities 

along this corridor and their proximity to each other makes this corridor an ideal 

candidate for intercity passenger rail service.  The entire corridor lies within the state of 

Ohio and has a population of 6.7 million persons.  This compares to the stateôs total 

population of approximately 11.5 million.  The number of jobs in the corridor is about 

4.2 million.  The population and employment is indicative of the intercity travel market.    

 

 

3C Corridor Population Statistics 

 

Ohio Cities and  

Metropolitan Statistical Areas 

Estimated 2007 

Population 

Cleveland-Lorain-Elyria MSA 2,197,612  

Mansfield MSA 169,906 

Columbus MSA 1,672,583 

Dayton-Springfield MSA 934,275 

Cincinnati MSA 1,743,982 

TOTAL 3C CORRIDOR POP 6,718,358 

Total Ohio Population 11,466,917 
3C Corridor Population as a percent of Ohio Pop 58% 

 

 

e. Describe extent to which the benefiting service falls within the geographic scope of 

one or more Federally-designated high-speed rail corridors. 
 

On October 11, 2000, U.S. Transportation Secretary Rodney E. Slater federally 

designated the corridor between Cleveland, Columbus, Dayton, and Cincinnati as a 

high-speed rail corridor.  The line was designated as an extension of the Chicago Hub 

network and in the letter from the Administrator the FRA clearly states that the route 

should be considered flexible and that the corridor ñwould not necessarily be served by 

the presumptive alignment.ò Additionally, the FRA suggests that ñthe designation 

should be understood as applying broadly to the Cleveland-Columbus-Dayton-

Cincinnati regions, including all their alternative routes and corresponding 

Metropolitan Statistical Areas and Consolidated Metropolitan Statistical Areas ï and 

not exclusively to any particular routing.ò  

 

 

 

 



f. Describe the current level of completion and nature of the planning for the new 

service. 

The Ohio Hub Plan: The 2007 update to the Ohio Hub Study culminates a multi-year effort 

to determine the financial and economic feasibility of developing an intercity/interstate 

passenger rail system serving all of the major metropolitan areas in the region while 

connecting to other developing rail corridors.     

The study examines the potential role that the Ohio Hub could play as part of an 

interconnected network of regional passenger rail services. As shown in Exhibit 1 below, 

the envisioned regional rail system would integrate the regionôs air, highway and transit 

networks and interconnect with New Yorkôs Empire Service, Pennsylvaniaôs Keystone 

Service, the Northeast Corridor, Canadaôs VIA Rail as well as the MWRRS.  

 
Exhibit 1: Regional Rail Corridors Connecting to the Ohio Hub System 

 

Ohioôs neighboring state DOTôs have partnered in the study and contributed to the analysis.  

A technical committee was comprised of senior staff from the transportation agencies from 

Ohio, Indiana, Michigan, Pennsylvania and New York, as well as Amtrak, VIA Rail and the 

freight railroads.  Norfolk Southern, CSX and Canadian National railroads all provided 

critical input in to the planning process.  

This Ohio Hub Study integrates the Midwest Regional Rail System into an overall plan for 

improving rail service and together the two systems become a critical component of the 

nationôs intercity passenger rail network.   
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The Ohio Hub Study focuses on seven interconnected corridors serving rail hubs in 

Cleveland, Columbus and Toledo: 

 Cleveland-Columbus-Dayton-Cincinnati 

 Cleveland-Toledo-Detroit via the ñpreferredò route serving Detroit Metro Airport 

 Cleveland-Pittsburgh via the ñpreferredò route serving Youngstown 

 Cleveland-Erie-Buffalo-Niagara Falls-Toronto 

 Columbus-Pittsburgh via the ñPanhandleò route 

 Columbus-Toledo with through service continuing on to Detroit 

 Columbus-Lima-Fort Wayne with through service continuing on to Chicago 

The interconnected MWRRS lines integrated into the Ohio Hub Study include:   

 Chicago-Fort Wayne-Toledo-Cleveland 

 Chicago-Indianapolis-Cincinnati 

 Chicago-Michigan (Detroit)  

 

Ohio Hub Study Results:  Financial performance was evaluated by analyzing the 

annual operating cash flows for each Ohio Hub corridor. The two criteria identified by 

the FRA were critical to the evaluation of proposed passenger rail projects: 1) the 

operating ratio, and 2) the benefit/cost ratio  

 

The table below lists the 2025 operating results for an interconnected network of corridors 

including three MWRRS lines along with the seven Ohio Hub corridors.  For each corridor, 

the table identifies: 1) annual revenue, 2) annual operating cost, 3) revenue per train mile, 4) 

operating cost per train mile, 5) revenue surplus, 6) operating cost ratio, 7) annual ridership, 

8) passenger miles, 9) train load factors, 10) average trip length, and 11) the yield (or fare) 

per passenger mile.  

 

2025 Operating Statistics and Operating Ratios for the 110-mph Ohio Hub System with MWRRS Connectivity 

 

 

Corridor Revenue Cost Rev/TM Cost/TM Surplus Op Ratio Riders Psgr Miles Load Fctr Trip Len Yield

Chicago-Michigan $136 $97 $47.73 $34.12 $39 1.40 3.87 614.2 0.72 159 $0.22

Chicago-FTW-Toledo $99 $64 $53.72 $34.81 $35 1.54 2.39 371.9 0.67 155 $0.27

Chicago-Cincinnati $60 $40 $51.44 $34.42 $20 1.49 1.39 204.7 0.59 147 $0.29

Total MWRRS Eastern $295 $202 $50.36 $34.40 $94 1.46 7.66 1190.9 0.68 155 $0.25

Cleveland-Cincinnati $100 $55 $78.01 $42.88 $45 1.82 2.56 267.3 0.69 104 $0.38

Cleveland-Detroit $51 $36 $46.44 $32.82 $15 1.41 2.23 200.0 0.61 90 $0.25

Cleveland-Niagara Falls $45 $25 $69.49 $38.32 $20 1.81 0.91 116.5 0.60 128 $0.39

Cleveland-Pittsburgh $30 $22 $43.17 $31.24 $8 1.38 0.86 92.9 0.44 108 $0.32

Subtotal OHIO Base $226 $138 $60.74 $36.96 $89 1.64 6.56 676.7 0.61 103 $0.33

Pittsburgh-Columbus $25 $20 $41.22 $32.98 $5 1.25 0.92 90.9 0.51 99 $0.27

Columbus-Ft Wayne $36 $26 $45.40 $33.04 $10 1.37 1.12 142.20 0.59 127 $0.25

Columbus-Toledo $24 $18 $42.85 $31.83 $6 1.35 0.75 94.80 0.56 127 $0.25

Subtotal OHIO Incremental $85 $64 $43.39 $32.67 $21 1.33 2.78 327.85 0.56 118 $0.26

TOTAL OHIO HUB $311 $202 $54.76 $35.48 $110 1.54 9.34 1004.58 0.59 108 $0.31



This study has found that a 110-mph Ohio Hub system could meet the FRA Commercial 

Feasibility criteria and could even be developed separately from the MWRRS system, 

although clearly the results would be better if the two systems were developed together. 

 

Cleveland–Columbus–Dayton–Cincinnati Results:  The forecasts for the Clevelandï

ColumbusïDaytonïCincinnati (3-C) Corridor produce the best operating results and a 

strong positive operating ratio. The 3-C corridor is an attractive travel market because it 

has large end-point populations and many intermediate cities along the route. The 

population density along the line provides a balanced directional passenger flow and 

creates the potential to keep seats filled for the entire trip. The average trip length of 

130 miles is much shorter than the length of the corridor, implying high passenger 

turnover in Columbus, with the ability to fill the seats twice between the corridorôs end-

point cities. These factors along with a high percentage of business travel, a lack of 

competitive, reasonably priced air service and the potential to serve multiple commuter 

markets boosts the projected ridership as well as the corridorôs revenue yields.  

 

The 3-C corridor lies entirely within Ohioôs borders and is financially the strongest 

corridor. Therefore, 3-C development is Ohioôs obvious first priority. Beyond this, 

financial modeling shows that there is a lot of flexibility for determining which 

corridors should be added next. 

 

Consistent with previous studies, this Ohio Hub update has recognized the importance of 

access to Chicago and has assumed connectivity to the three proposed MWRRS eastern 

corridors. The financial modeling work has shown that these three MWRRS corridors would 

be operationally viable on a stand alone basis, and that their implementation would develop 

a solid system of core interstate routes that could be extended by the Ohio Hub system.  

However, since MWRRS development requires the cooperation of a number of states the 

Ohio Hub Study findings suggest that a stand-alone Ohio Hub network would be 

economically and financially viable. 

 

g. Describe the existing transportation facilities and service offerings (including 

travel times, frequencies, prices or perceived costs, reliability, and service quality) 

afforded by other public and private modes of transportation in the geographic 

market area.   
 

Highways:  Ohioôs Interstate Highway System is the 4
th

 largest in the Nation in terms 

of mileage.  All of Ohioôs major urban areas are served by Interstate Highways with 

adequate interchanges, beltways and bypasses.  The auto trip from downtown Cleveland 

to downtown Columbus on Interstate Highway 71 takes approximately 2 hours and 15 

minutes.  The trip on I-71 from Columbus to Cincinnati is just under two hours, while 

the trip on I-70 from Columbus to Dayton is approximately 1 hour and fifteen minutes. 

 

Bus: Greyhound Lines operates extensive intercity bus services between Cleveland, 

Columbus, Dayton and Cincinnati.  There are between 5 and 8 bus frequencies 

operating each day in each direction along the corridor.  Departures and arrivals are 



offered throughout the day.  A one-way bus ticket on Greyhound Lines between 

Cleveland and Cincinnati costs between $40 and $70 dollars and a round trip will cost 

between $90 and $120.  A one-way bus ticket between Cleveland and Columbus is $23 

and a round trip is $50 to $75.  A ticket for the trip from Columbus to Dayton is $16 to 

$23 and a round trip is $35 to $45.  A bus trip from Columbus to Cincinnati will cost 

about $20 to $35 and a round trip will cost $37 to $67.   

 

Air:  Air transportation in Ohio Cleveland-Columbus-Dayton-Cincinnati corridor is 

provided at Cleveland Hopkins International Airport, the Port of Columbus 

International Airport, James M. Cox Dayton International Airport, and 

Cincinnati/Northern Kentucky International Airport.  Air service in the corridor is 

offered by all the major air carriers, however, these trips are relatively expensive 

compared to trips between other U.S. city pairs.  Current round trip flights between 

Cleveland and Cincinnati, with a two week advance purchase run between $300 and 

$800.   The 50 minute round trip flight between Cleveland and Columbus currently cost 

between $300 and $800 and the 38 minute flight between Dayton and Cincinnati will 

cost between $400 and $800 for a round trip fare.   

 

4. Define the scope of work for the proposed project and the anticipated project 

schedule.  

 

The scope of work described below will be conducted concurrently as Amtrak advances 

its corridor planning process for start-up service which should be completed in 12 

months.  ORDC and Amtrak staff have identified the 3C start-up service parameters, 

responsibilities for railroad coordination and the possible need for corridor capacity 

analysis and computer simulations.  Amtrak has also agreed to assist with the analysis 

of a limited number of alternative routes for the start-up service.  (See Attachment #1: 

Amtrak Service in the 2C/3C Corridor: Identification of Service Parameters and Study 

Process.)  

 

The work will help advance the alternatives analysis for the purpose of identifying a 3C 

route and station sites that will most effectively serve the corridor - both in the short-

term as an Amtrak start-up service, and in the long-term as an Ohio Hub high-speed rail 

corridor.   

 

Therefore, the primary objective of the scope of work describe below is to develop a 

better understanding of ORDCôs short-listed alternative routes and station locations, 

and to advance the conceptual engineering requirements and capital costs associated 

with the build-out needed to operate 110-MPH services over these 3C route options.   

 

ORDC’s On-Going In-House Analysis of a Long-List of Alternative Routes  

 

ORDC staff is currently advancing an in-house analysis of the long-list of potential 

route alternatives in the Cleveland-Columbus-Cincinnati corridor.  (See Attachment# 2:  

Work Tasks:  Ohio Rail Development Commission In-House Alternative Analysis for 

Potential Amtrak Service in the 2C & 3C Corridors.)  



The ORDC In-House analysis will result in the identification and pre-screening of the 

long-list of possible alternative routes and station locations that serve the Cleveland-

Columbus- Dayton-Cincinnati corridor.  This evaluation will help ORDC staff to 

understand the problems and challenges associated with the various rail line segments 

and possible station locations that exist along the corridor.   

 

ORDC has identified the preliminary set of 3C route alternatives.  The long-list of possible 

routes between Cleveland and Columbus that are currently being evaluated by ORDC 

include: 

 

1. Cleveland Lake Front-Berea via NS; Berea-Galion-Columbus via CSX 

2. Cleveland Lake Front-Berea-Elyria via NS, Elyria-Grafton-Columbus via CSX 

3. Cleveland Terminal Tower-Lorain via NS, Lorain-Elyria-Grafton-Columbus via CSX 

4. Cleveland Terminal Tower-Lester via CSX; Lester-Medina-New London via W&LE; 

New London-Columbus via CSX 

5. Cleveland Lake Front-Erie Crossing-Bedford-Hudson via NS; Hudson-Cuyahoga Falls 

via Akron Metro ROW; Cuyahoga Falls-Akron via CSX; Akron-Medina-New London 

via W&LE; New London-Columbus via CSX 

6. Cleveland Lake Front-Erie Crossing-Bedford via NS; Bedford-Kent-Akron-Medina-

New London via W&LE; New London-Columbus via CSX 

7. Cleveland Lake Front-Erie Crossing-Hudson via NS; Hudson-Cuyahoga Falls via 

Akron Metro ROW; Cuyahoga Falls-Akron-Barberton-Warwick-Creston-Lodi-

Greenwich-Columbus via CSX 

8. Cleveland Lake Front-Erie Crossing-Bedford-Hudson via NS; Hudson-Cuyahoga Falls 

via Akron Metro ROW; Cuyahoga Falls-Akron via CSX; Akron-Wadsworth-Creston 

via AB; Creston-Lodi-Spencer-New London via W&LE; New London-Columbus via 

CSX 

9. Cleveland Lake Front-Erie Crossing-Bedford via NS; Bedford-Kent-Akron-

Wadsworth-Rittman-Creston-Lodi-Spencer-New London via W&LE; New London-

Columbus via CSX; 

10. Cleveland Lake Front-Erie Crossing-Bedford-Hudson via NS; Hudson-Cuyahoga Falls 

via Akron Metro ROW; Cuyahoga Falls-Akron via CSX; Akron-Wadsworth-Rittman 

via W&LE; Rittman-Creston via CSX or abandoned ROW; Creston-West Salem via 

abandoned ROW; West Salem-Ashland-Mansfield via ASRY; Mansfield-Galion via 

abandoned ROW; Galion-Columbus via CSX; 

11. Cleveland Lake Front-Erie Crossing-Bedford via NS; Bedford-Kent-Akron-

Wadsworth-Rittman via W&LE; Rittman-Creston -West Salem via abandoned ROW; 

West Salem-Ashland-Mansfield via ASRY; Mansfield-Galion via abandoned ROW; 

Galion-Columbus via CSX 

12. Cleveland Lake Front-Erie Crossing-Bedford-Hudson via NS; Hudson-Cuyahoga Fall 

via Akron Metro ROW; Cuyahoga Falls-Akron via CSX; Akron-North Canton-Canton 

via W&LE; Canton-Massillon-Orville-Wooster-Mansfield-Crestline via NS; Crestline-

Columbus via CSX 

13. Cleveland-Lake Front-Erie Crossing-Bedford via NS; Bedford-Kent-Akron-North 

Canton-Canton via W&LE; Canton-Massillon-Orville-Wooster-Mansfield-Crestline via 

NS; Crestline-Columbus via CSX 



14. Cleveland Lake Front-Erie Crossing-Bedford-Hudson via NS; Hudson-Cuyahoga Falls 

via Akron Metro ROW; Cuyahoga Falls-Akron via CSX; Akron-Mogadore-Canton via 

W&LE; Canton-Massillon-Orville-Wooster-Mansfield-Crestline via NS; Crestline-

Columbus via CSX 

15. Cleveland Lake Front-Erie Crossing-Bedford via NS; Bedford-Kent-Mogadore-Canton 

via W&LE; Canton-Massillon-Orville-Wooster-Mansfield-Crestline via NS; Crestline-

Columbus via CSX 

16. Cleveland Lake Front-Erie Crossing-Bedford via NS; Bedford-Kent-Akron-Mogadore-

Canton via W&LE; Canton-Massillon-Orville-Wooster-Mansfield-Crestline via NS; 

Crestline-Columbus via CSX 

17. Cleveland Lake Front-Erie Crossing-Bedford-Hudson via NS; Hudson-Cuyahoga Falls 

via Akron Metro ROW; Cuyahoga Falls-Akron-Barberton-Warwick via CSX; 

Warwick-Justus via RJC; Justus-Coshocton-Trinway-Newark-Columbus via OHCR 

18. Cleveland Lake Front-Erie Crossing-Bedford-Hudson via NS; Hudson-Cuyahoga Falls 

via Akron Metro ROW; Cuyahoga Falls-Akron via CSX; Akron-North Canton-Canton-

Justus via W&LE; Justus-Coshocton-Trinway-Newark-Columbus via OHCR 

19. Cleveland Lake Front-Erie Crossing-Bedford-Hudson via NS; Hudson-Cuyahoga Falls-

Akron via Akron Metro ROW; Akron-Mogadore-Canton-Justus via W&LE; Justus- 

Coshocton-Trinway-Newark-Columbus via OHCR 

20. Cleveland Lake Front-Erie Crossing-Bedford via NS; Bedford-Kent-Mogadore-Canton-

Justus via W&LE; Justus- Coshocton-Trinway-Newark-Columbus via OHCR 

21. Cleveland Lake Front-Erie Crossing-Bedford via NS; Bedford-Kent-Akron via W&LE; 

Akron-Barberton-Warwick via CSX; Warwick-Justus via RJC; Justus- Coshocton-

Trinway-Newark-Columbus via OHCR 

22. Cleveland Lake Front-Erie Crossing-Bedford-Hudson via NS; Hudson-Cuyahoga Falls-

Akron via Akron Metro ROW; Akron-Mogadore-Canton-Justus via W&LE; Justus- 

Coshocton-Trinway-Zanesville-Newark-Columbus via OHCR 

23. Cleveland Lake Front-Berea-Elyria-Vermillion-Bellevue-Chatfield-Bucyrus-Marion-

Delaware-Columbus via NS 

24. Cleveland Lake Front-Berea-Elyria-Vermillion-Sandusky-Bellevue-Chatfield-Bucyrus-

Marion-Delaware-Columbus via NS 

25. Cleveland Terminal Tower-Lorain-Vermillion-Bellevue-Chatfield-Bucyrus-Marion-

Delaware-Columbus via NS 

26. Cleveland Terminal Tower-Lorain-Vermillion-Sandusky-Bellevue-Chatfield-Bucyrus-

Marion-Delaware-Columbus via NS 

27. The mostly abandoned Pennsylvania Railroad - Akron Secondary route between 

Orrville-Holmesville-Brinkhaven-Mt. Vernon-Westerville-Columbus, also previously 

known as the Cleveland, Akron & Columbus Railway will also be analyzed among the 

long list above.  

 

 

 

 

 

 



Alternative Routes between Columbus and Cincinnati that are currently being evaluated by 

ORDC include: 

 

1. Columbus-London-Springfield-Dayton-Miamisburg-Carlisle-Middletown-Evandale-

Hartwell-Winton Place -Cincinnati via NS 

2. Columbus-London-Xenia-Dayton via Abandoned PRR; Dayton-Miamisburg-Carlisle-

Middletown-Evandale-Hartwell-Winton Place -Cincinnati via NS 

3. Columbus-London-Springfield-Dayton-Miamisburg-Carlisle-Middletown-Evandale-

Hartwell via NS; Hartwell-Cincinnati via I&O (Oasis Line)  

4. Columbus-London-Springfield-Dayton via NS; Dayton-Carlisle-Middletown-Hamilton-

Hartwell-Winton Place-Cincinnati via CSX 

5. Columbus-London-Springfield-Dayton via NS; Dayton-Carlisle-Middletown-Hamilton 

via CSX; Hamilton-Evandale via NS; Evandale-Madisonville-Cincinnati via I&O (Oasis 

Line)  

6. Columbus-Washington Court House-Midland City-Norwood-Winton Place-Cincinnati 

via the CSX owned line, currently operated by Indiana & Ohio. 

 

3C Corridor Alternative Routes and Station Locations – Long List 

 



As an outcome of the In-House Analysis, ORDC will produce a Summary Report on the 

Preliminary Research and Technical Analysis of Alternative Routes and Station 

Locations and will make Recommendations to Amtrak for advancing a short-list of 

alternative routes for further study for Start-up services.  

 

 

Scope of Work for a Planning Analysis of Short-listed Alternative Routes, Station 

Location Planning and Station Site Development  

 

ORDC will engage a consultant to focus on making project recommendations related to 

route and station site selection and the development of conceptual engineering plans for 

the long-term corridor requirements.  The consultant will then compare these long-term 

corridor requirements to any recommended Amtrak start-up service requirements and 

make recommendations regarding project development decisions.   

 

This scope-of-work will generate critical information needed now to evaluate Amtrakôs 

3C start-up service plan while initiating planning activities that will lead to the formal 

selection of a route as part of a first tier Programmatic Environmental Impact 

Statement.    

 

The work plan proposed below includes agency involvement in reviewing 3C corridor 

routing and station site selection issues, the evaluation process, and provides the 

agencies an opportunity to articulate community ideas, concerns and preferences.  One 

day-long workshop with agency involvement will be fully recorded and documented so 

that the information obtained will be completed so that it is useable and able to be 

incorporated later into a 3C Corridor PEIS.   

 

The following tasks identify the key work elements of Cleveland-Columbus-Cincinnati-

Dayton alternatives analysis of a short-list of possible routes and station locations.   

 

 

Task 1: Program Management, Amtrak Coordination, and Assessment of Analytical 

Needs  

 

The Ohio Rail Development Commission shall engage a consultant to focus on the project 

planning decisions related to the long-term development and implementation of the 3C 

corridor, its stations and its relationship to the other Ohio Hub corridors, and the consultant 

will also assist ORDC with the oversight and review of the Amtrak study of start-up service.   

 

The consultant will prepare deliverables for review and approval, and assist as needed with 

coordination with Amtrakôs start-up service planning.  The consultant shall prepare a project 

management plan (PMP), describing all tasks and responsibilities for these tasks, a task 

schedule, deliverables and quality control procedures. 

 

The consultant will schedule and arrange for meetings over the one-year term of the contract.  

In preparation for the meetings, the consultant will provide documentation describing 



activities accomplished during the preceding month, as well as work scheduled for the current 

month. Progress will be documented in accordance with the overall project schedule. Any 

discrepancies with the planned timetable will be addressed in the report.  Major issues 

affecting the progress of the work will be identified and suggestions for their resolution 

presented.  

 

The consultant will coordinate data needs and the methods, techniques and analysis of the 

long-term capital improvements needed for the corridor.  The consultant shall evaluate 

Amtrakôs AECOM modeling to determine how and if it can be used to forecast ridership and 

revenue for multiple 110-MPH service options over alternative 3C routes.  The consultant will 

develop a working relationship and an informal agreement with Amtrak on how to best 

advance the projectôs parallel efforts in ridership and revenue forecasting.   

 

The consultant will make materials available to ORDC and Amtrak staff in advance of 

meetings, and will produce meeting minutes and distribute these for review and comment 

within one week of the meeting.  The consultant will also meet with ORDC and Amtrak staff 

as needed, to discuss concerns, Amtrak coordination agreements, task scheduling, procedural 

issues, deliverable reviews, outreach and community issues.  

 

The consultant will perform all tasks necessary to guide, schedule and coordinate the project 

activities and Amtrak start-up service planning and provide study deliverables. The consultant 

will schedule and arrange conference calls, as appropriate, prepare minutes and follow up on 

agreed upon actions.   

 

The consultant will coordinate with Amtrak to understand the railroad capacity analysis 

issues and potential needs and scope of work for computer simulation for both existing and 

future freight and passenger train traffic capacity in the corridor and to determine if the RTC 

- Berkeley Simulation Software (Rail Traffic Controller) model is an appropriate analysis 

tool for build-out scenarios.  The consultant will make recommendations concerning 

corridor modeling for short-term planning as well as long-term planning for corridor 

capacity requirements.  This scope of work does not include funding for corridor capacity 

computer simulation, but the consultant will provide recommendations regarding the need 

for short-term and long-term simulations needed to advance future project development 

phases.   

 

The preliminary analysis and reviews of the methods and techniques for capacity analysis 

will be consistent with FRA Railroad Corridor Transportation Plans: A Guidance Manual, 

Section II. Route Selection ï Preliminary Analysis).  It is the intent that the evaluated routes 

would be fully addressed in a future NEPA document and related Railroad Corridor 

Transportation Plan.  

 

All deliverables will be prepared in draft (10 copies) and delivered to the ORDC and Amtrak 

for review and comment prior to finalizing.  Scheduled review periods will be set forth in the 

task schedule developed in the PMP. The consultant will modify, when necessary, each 

deliverable based upon a consolidated set of review comments from ORDC and Amtrak staff.  

 



Deliverable:  Project Management Plan, Informal Amtrak Coordination Agreements, 

Assessment and recommendations for using the AECOM ridership forecasting model for 

alternative route analysis, and meeting minutes, deliverables as described in tasks 2-8. 

Assessment and Recommendations for advancing computer simulations of capacity for 

advanced corridor planning. 

 

 

Task 2 Stakeholders Workshop and Draft Purpose and Need Statement 

 

The consultant will prepare for and convene a one-day workshop with corridor stakeholders, 

including the railroads and Amtrak, municipal and government leaders to develop a list of 

broad criteria that will be used to identify and evaluate alternative routes and station 

locations.   

 

The workshop will focus on reviewing and defining the logical termini associated with the 

3C corridor and interconnecting Ohio Hub services; identifying the environmental, 

engineering and other ñred flagsò associated with the alternative routes and station locations.  

The workshop will produce a comprehensive list of route and station location criteria and 

alternatives and will identify any additional data needs required to draft a Purpose and Need 

for the 3C corridor.   

 

The consultant will produce a ñdraftò and a ñfinal draftò Purpose and Need document that 

addresses both the Amtrak 3C start-up service as well as the long-term development of fast, 

frequent, reliable, high-performance passenger rail service in the 3C corridor that is part of a 

larger Ohio Hub network of corridors.  The draft Purpose and Need will be distributed to the 

workshop participants for comment and review.  

 

Deliverable:  Schedule, prepare for and facilitate a One-Day Workshop with Agency 

Stakeholders and Draft and Final Draft Purpose and Need Statement  

 

 

Task 3 Analysis of Route and Station Location Alternatives - Long-term Requirements  

 

The consultant will advance an evaluation and screening of ORDCôs short-listed alternatives 

based on the Draft Purpose and Need Statement.  The consultant will conduct the necessary 

field work to assess and confirm existing conditions and capital costs estimates for 

conceptual engineering. 

 

The consultant will coordinate with Amtrak and AECOM to develop inputs for preliminary 

train trip times, operating plan requirements and train frequencies for the alterative high-

speed rail alignments.  An interactive analysis will be used to determine the best balance and 

trade-off between train run times and potential ridership and revenues and costs for each 

corridor route option and set of station locations.  The consultant will conduct a preliminary 

assessment of the impact that passenger train operations and possible station locations will 

have on freight rail operations in the railroad terminal areas for all of the cities and towns 

along the corridor.  The analysis will produce a sketch plan for each route option that 



address the most significant capacity issues, required connections, and operating constraints 

capital needed to resolve significant challenges while optimizing potential train running 

speeds and run times and timetables.    

 

The consultant will identify the conceptual engineering requirements and estimated capital 

costs and evaluate the build-out scenarios, train performance, station locations, alternative 

operating plans and maintenance requirements, and ridership and revenue forecasts 

associated with the feasible alternatives.   

 

The consultant will recommend a conceptual long-term capital plan for rail access into and 

through the downtown railroad terminal areas in Cleveland, Columbus, Dayton, and 

Cincinnati.   The consultant will advance the station location planning, site selection process 

and conceptual station facility design and recommend station sites for the Amtrak start-up 

service as well as the build-out of the corridor.  The consultant will document the evaluation 

process and conclusions in a summary report. 

 

The consultant will prepare station site drawings and facility development programs and 

track schematics for existing and proposed conditions for the routes selected for further 

study (in accord with FRA Railroad Corridor Transportation Plans: A Guidance Manual, 

Section III. Physical Characteristics of the Rail Line ï Existing and Proposed). 

 

Deliverable:   Summary Report on the Analysis of Alternative Routes and Evaluation of 

Potential Station Locations, Line and Terminal Railroad Capacity and Operational Issues on 

the Corridor.  Evaluation of 3C Route Alternatives, Capital Cost Estimates and Ridership and 

Revenue Forecasts for Alternatives, Station Location Plans and Conceptual Station Facility 

designs and costs for all of the selected station sites along the corridor.   

 

 

Task 4 Oversight and Review of the 3C Corridor Train Operating Model Simulation 

for Amtrak Start-up Service  

 

The consultant will ensure the validity of the results and aid in the identification of potential 

refinements in the modeling process and will oversee and review the capacity analysis and 

train operating model simulation of the Amtrak start-up service.  The consultant will meet 

with the selected modeling firm to develop an understanding of the model inputs and 

calibration along with the output and results.  This effort will focus on the short-term capital 

requirements for Amtrak start-up service planning, but the consultant will also consider and 

make recommendations as to how the Amtrak service capacity modeling process would be 

carried forward to also assess the long-term capacity requirements for the 3C corridor.   

 

The purpose of this work task is to provide an outside expert who will oversee and review 

the modeling of the existing network and its traffic along with the calibration of the inputs 

and the verification of the results.  It is likely that the Class 1 Railroads will pre-select a 

consulting firm to run a RTC computer simulation to identify the capacity requirements of 

the future passenger and freight operations on alternative 3C routes.   

 



Deliverable: Report on Performance and Verification and Results of RTC Train Model 

Simulation of the 3C corridor Alternatives and Recommendations for Modeling the long-

term capacity needs. 

 

5. Present a detailed budget for the proposed project.  
 

 
Work Task 

 
Budget 

ORDC 
Share 

FRA Grant 
Share 

Task 1:  Project Management, Coordination and Needs Assessment $30,000 $15,000 $15,000 

Task 2:  Stakeholders Workshop and Purpose and Need $10,000 $5,000 $5,000 

Task 3:  Alternatives Analysis of Routes and Station Sites $70,000 $35,000 $35,000 

Task 4:  Oversight and Review of Train Operating Model $15,000 $7,500 $7,500 

TOTAL PROJECT COST $125,000 $62,500 $62,500 

 

6. Describe the operating changes to the target intercity passenger rail services that 

are anticipated to result from the project, and assess the operational feasibility of 

the proposed project.  
 

The purpose of the planning effort described in this grant application is to assess the 

operational feasibility of the proposed Amtrak start-up service and to assess the long 

term capital requirements needed for operating passenger trains on the 3C corridor.  The 

planning and project development for the 3C corridor has not advanced far enough to 

provide a detailed answer to this question.  This question is not applicable to the 

proposed planning grant described here.   

 

7. Describe any additional planning activities or capital improvements, beyond those 

project elements included in the grant proposal, that would be required in order to 

realize the operating benefits intended to be generated by the proposed project. 

Indicate the extent to which funding from other sources has been committed to 

and/or work has commenced on these additional requirements. 

 

The immediate next step in development of the 3C corridor as described in the Ohio 

Hub Plan involves advancing a first tier Programmatic Environmental Impact 

Statement (PEIS) for the corridor and producing a Rail Corridor Transportation Plan.  

The goal of an Ohio Hub PEIS would be to advance corridors through the required 

steps under the National Environmental Policy Act (NEPA). This will resolve decisions 

regarding project location, capital improvements, community priorities, and 

environmental impacts, and will result in a list of project decisions to be approved by 

the Federal Railroad Administration.  The completion of a 3C Rail Corridor 

Transportation Plan will clearly outline the development steps needed in the immediate 

term, mid-term and long-term capital requirements.  The Ohio Rail Development 

Commission is working with the Governorôs office and the Ohio Department of 

Transportation to secure funding for these project development activities. 

 

8. Describe proposed project implementation and project management provisions. 

Include descriptions of expected arrangements for project contracting, contract 

oversight, change-order management, risk management, and conformance to 

Federal requirements for project progress reporting. 



 

The Ohio Rail Development Commission will follow the Ohio Department of 

Transportation project management process and guidelines.  The scope-of-work will be 

publicized and a request for proposals will be distributed to the consultant community.  

The ORDC and ODOT will select from the pool of applicants and contract with the 

most qualified contractor with the most successful proposal.  The contract will follow 

the Stateôs rules concerning personal-service contracts to insure proper project 

management and oversight.  Funds will be encumbered for the project and reimbursed 

based on the consultantôs performance, i.e. the progress of work.  The timing of 

invoicing and payments will be described in the contract.  

 

9. Present a financial plan reflecting the anticipated financial performance of the 

benefiting service following completion of the grant-funded project. Include a 

detailed projected profit and loss statement, along with forecasts for revenues, 

ridership, passenger-miles, and expenses generated by the proposed service. 

Demonstrate the extent to which the benefiting service will not require Federal 

financial assistance to support its operation following the completion of the grant-

funded project. 

 

The Ohio Hub Study presents an operating statement and cash flow analysis, and a 

conceptual plan for financing construction based on the establishment of a federal-state 

partnership and federal grant program for corridor development.   

 

The ORDC is currently developing a proposal for funding the capital and operating 

needs of an Amtrak start-up service which would include funding for rolling stock and 

local station development. 

 

10. Describe the benefits forecasted to result from the proposed project, specifically as 

they relate to improvements in safety (particularly at railroad-highway grade 

crossings)  and increases in intercity passenger rail reliability (particularly to the 

extent the proposed project would result in a commitment by host freight 

railroads to an enforceable on-time performance standard of 80 percent or 

greater) .   

 

Ohio Hub Benefits and Infrastructure Improvements 
 

ORDCôs goal is to construct a high-performance passenger rail system that creates 

productivity benefits as a catalyst for economic growth and development.  Planning has 

focused on expanding railroad capacity in order to provide competitive train travel times, 

system-wide connectivity, and fast, frequent and reliable passenger services that offer an 

attractive transportation option for travelers throughout Ohio and the Midwest region.   

 

The success of passenger rail service to attract ridership is closely linked to providing on-

time performance that is competitive with airline on-time performance.  The Ohio Hub will 

improve reliability through corridor improvements including construction and upgrades of 

signals and interlocking, bridges, sidings, crossovers, flyovers, turnouts and the construction 



of additional mainline tracks.   The Ohio Hub assumes that the rolling stock will meet 

stringent long-term performance specifications to meet reliability requirements for operations 

and train maintenance.   

 

Numerous benefits will be derived from Ohio Hub-related infrastructure improvements 

including: 

 

 Operation of reliable and on-time passenger services 

 Construction of new FRA Class 6 track for passenger train speeds up to 110-MPH 

 Upgraded freight tracks and increased railroad capacity for operational fluidity 

 Reliable, frequent, and convenient passenger train arrivals and departures as a result of 

improved railroad efficiency 

 Operational safety benefits from upgraded track and train control and signal systems 

 Safety improvements and upgrades to warning devices at highway-railroad grade 

crossings 

 Corridor crossing consolidation and grade crossing closures 

 System operations consistent with freight railroad policy and FRA safety regulations 

 Modern and spacious station facilities and amenities for passengers 

 

It will be necessary to coordinate freight and Ohio Hub passenger operations, to permit joint 

service to share the same track and to improve and maintain operating on-time performance. 

Therefore, a state-of-the-art train control system is proposed both as a collision avoidance 

and train control management tool.  The development and selection of an Ohio Hub train 

control system will be subject to review and acceptance by the FRA and the freight 

railroads; but the ORDC has assumed that Positive Train Control (PTC) technology will be 

applied to all routes with speeds over 80-mph.   

 

Highway-Railroad Grade Crossing Safety Benefits 

 

The upgrade of grade crossings for both the Amtrak start-up service and the higher speed 

110-mph operations is a major consideration in corridor planning and development.  The 

goal is to improve the overall grade crossing safety along the corridor.  Highway/railroad 

crossing safety will play a critical role in future project development phases and a variety of 

devices will be considered to improve safety including roadway geometric improvements, 

median barriers, barrier gates, traffic channelization devices, wayside horns, fencing and the 

potential closure of crossings. The ORDC adopted a policy to install the most sophisticated 

traffic control/warning devices compatible with and appropriate for the location of the 

crossing and the speed of the trains. 

 

The FRA guidelines require the use of four quadrant gates with constant warning time 

activation at public crossings subject to 110-mph passenger operations. Constant-warning 

time systems are essential to accommodate the large differential in speed between freight 

and passenger trains. The treatment and design of improved safety and warning devices will 

need further development to identify specifications and various approaches that may be 

advanced as part of an integrated safety program.   

 



There are numerous grade crossings through downtown business areas and residential 

communities. For many of these, speed restrictions have been assumed, but there are others 

where high-speed operations are essential to the success of the 3C corridor.  The 

recommended treatment of a grade crossing is a function of average daily traffic through the 

crossing, proximity of parallel roadways, width of roadway, and presence of pedestrian 

crossings.  

 

Private crossings are numerous throughout the Midwest.  Grade crossing improvements are 

a significant component of the capital cost estimates for both start-up service and long-term 

110-MPH operations.   

 

Infrastructure Capacity and On-Time Performance 

 

The railroad infrastructure improvements have been carefully assessed in order to develop a 

conceptual capital plan to enable reliable and on-time passenger operations.  At a minimum, 

freight railroads must be able to operate their trains as effectively as they could if the Ohio 

Hub did not exist.  Beyond this, it is desirable to actually create benefits for freight railroads 

while developing the infrastructure necessary to support the passenger train operations.  

Additionally, freight railroads must retain their ability to expand their own franchise for 

future growth in traffic.  The objective of the Ohio Hub capacity analysis has been to 

estimate the operational and infrastructure improvements needed to achieve an acceptable 

level of freight and passenger service.   

 

While Amtrak has a legislated right to provide train service on the 3C corridor, an 

agreement is required from the private railroad operators regarding other conditions for 

Amtrakôs use of their rights-of-way. The key issue is not only the level of capacity required 

to handle the current traffic, but the future levels of freight and passenger traffic on these 

lines as well. Where capacity is readily available, Amtrak can obtain access at incremental 

cost. Where capacity is unavailable or upgrading is required, the private railroads will 

require an additional infrastructure investment. That level of investment and contractual 

agreements related to on-time performance is subject to negotiation. 

 

As planning for the long-term requirements moves from conceptual planning and into 

preliminary and final engineering, the requirements for the capacity analysis for the 3C 

corridor will become more detailed.  At each step, capacity analysis reflects the operating 

practice in an increasingly realistic manner.  The capacity analysis will be significantly 

advanced as part of the required work under the FRA Rail Corridor Transportation Planning 

process.  

 

Future 3C capacity analysis and engineering assessments will require considerably more 

discussion to ensure railroad concurrence. Final design concepts and recommended capital 

plans will depend on detailed operations analysis, design coordination, and in-depth 

discussions with the freight railroads.   The engineering analysis advanced under the Rail 

Corridor Transportation Plan will result in an assessment of the on-time performance for 

passenger train operations on Ohioôs rail corridors. 

 



As the 3C project moves into the environmental and project development phase, including 

alternatives analysis, route selection, and production of a first tier Programmatic 

Environmental Impact Statement, involvement and coordination with the railroads will 

become increasingly important.   The ORDC is committed to working cooperatively with 

the freight railroads towards achieving solutions and building effective working 

relationships.  

 

Additionally, it is important to note that the MWRRI Template Scope of Services for a 

Programmatic Environmental Impact Statement suggests that the Final PEIS will reference 

and summarize any Memoranda of Understanding with the freight railroads which will 

identify the needs and methods for capacity analysis, along with agreements on how to 

assess and ultimately achieve a specified level of on-time passenger train performance in 

future MWRRS project development phases.  

 

Ohio Hub Financial and Economic Benefits 

 

An economic analysis was completed for the Ohio Hub using the same criteria and structure 

used by the FRA) in its 1997 study, High-Speed Ground Transportation for America.  

Under the High-Speed Scenario the Ohio Hub system will obtain a benefit/cost ratio of 1.56 

if only Ohioôs direct costs and benefits are taken into account. If the impacts on the 

connecting MWRRS corridors are also included, the benefit/cost ratio rises well above 2.0. 

This substantial operating ratio reflects the fact that the Ohio Hub region is one of the best 

candidates in the U.S. for developing a regional rail system. 

 

In 2005, the Ohio Rail Development Commission initiated a comprehensive analysis of the 

economic impact of the Ohio Hub.  The resulting Ohio Hub Economic Impact Study, 

completed in June 2007, is based on the original 860-mile Ohio Hub system with the four 

corridors:  Cleveland-Columbus-Dayton-Cincinnati; Cleveland-Toledo-Detroit; Cleveland-

Pittsburgh; and Cleveland-Erie-Buffalo-Niagara Falls-Toronto. 

 

The Study concludes that over the projectôs 30-year life, the Ohio Hub will create nearly $9 

billion in user benefits with $4.9 billion in costs including capital, maintenance, and 

operating expenses, producing a 1.8 benefit/cost ratio.  Over the long-term it will:   

 

 Create 16,700 permanent jobs which is equivalent to more than 500,000 person years 

of work; 

 Raise the regionôs income by over $1 billion over the life of the project;  

 Increase the average annual household income in the region by at least $90; 

 Generate more than $3 billion in development activity near stations; 

 Increase land values and create the potential for communities to develop new retail, 

office and residential developments near the passenger rail stations;  

 Create an annual $80 million impact on state tourism by generating 320,000 overnight 

trips; 

 Increase Cleveland Hopkins Airport traffic by 5% and create a $500 million to $1 

billion economic benefit; 

 Create a potential benefit for freight operations in the range of $3 to $6 billion; and 



 Generate an annual fuel savings of approximately 9.4 million gallons of fuel. 
 

 

During the nine-year construction phase of the Ohio Hub, the economic benefits will be 

diffused across the entire industrial structure of Ohioôs economy.  The project will create 

between 5,545 and 6,060 annual construction jobs and will generate a $1.84 billion increase 

in household earnings related to construction, manufacturing, health care, retail trade, and 

professional, financial and insurance services. 

 

11. Describe the extent to which the proposed project will result in reduced line-haul 

and/or total travel times for intercity rail passengers, increased intercity passenger 

service frequencies, and/or enhanced service quality for intercity train passengers. 
 

Auto-competitive travel times, increased train frequencies, improved service reliability and 

intermodal connectivity are key to instituting new passenger rail service in the Ohio and 

Lake Erie Region. The Ohio Hub will provide a level of service, comfort, convenience, and 

a wide range of fares that will attract a broad spectrum of travelers. With a top speed of 110-

mph, the train travel times between the major city pairs will be competitive with the 

automobile. 

Passenger train fares will be competitive with air fares and have the potential to generate 

revenue in excess of the rail systemôs operating costs. Ohio Hub tickets would cost 24 to 37 

cents per mile - 50 percent higher than current fares on Amtrakôs long distance trains, but 

still less expensive than Amtrakôs Northeast corridor (NEC) fares. The fares would directly 

reflect the quality of the proposed rail service and the travel experience provided by modern, 

reliable and comfortable trains. 

 

Sample City-to-City Travel Times ï Ohio Hub vs. Automobile 

 

 

 

 

 

 

 

 

 

 

 

The number of daily passenger train frequencies on each corridor is based on the forecast 

volume of trips. Train frequencies are illustrated on the map below. The green lines 

represent the proposed MWRRS corridors running east from Chicago; the blue lines show 
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the original four Ohio Hub corridors which were studied in the initial report released in 

2004; the orange lines are the newly added Ohio Hub corridors; and the purple line is the 

Dayton to Indianapolis segment that was analyzed using a parametric approach that did not 

include an engineering assessment. 

 

Exhibit 3-10:  Daily Train Frequencies on the Ohio Hub and MWRRS Corridors  

 

12. Describe the source(s) and amount(s) of matching funding to be committed to the 

project by the applicant. 

 

The ORDC and the Governor are committed to short and long-term planning for the 

development of passenger rail services in Ohio and the 3C corridor.  Funds for project 

planning will be provided from the Ohio Rail Development Commission and a variety 

of other potential sources including: ODOT Planning and Research Funds, Local 

Transportation Planning Funds, and Congestion Mitigation and Air Quality Funds.  

Other funding mechanisms include: local investment for station location and station-

area land use planning and in-kind services provided by Amtrak and other private sector 

partners including possible leveraging of investments by the freight railroads. 

 

13. Describe the anticipated ownership arrangement for the project following 

completion. 

 

The project planning for the Cleveland-Columbus-Dayton-Cincinnati corridor has not 

yet advanced or resolved the arrangements for ownership.  

 

 



14. Describe any written agreements (or progress in negotiations) between the 

applicant and other entities regarding proposed grant-funded projects involving 

improvements or alterations to, or use of, assets owned or used by other entities.  

 

The project planning for the Cleveland-Columbus-Dayton-Cincinnati corridor has not 

yet advanced or resolved the agreements with the railroads or any other entity regarding 

the use of privately-owned tracks or access to privately-owned rights-of-way.   

 

15. Describe progress toward completing any environmental documentation or 

clearance required for the proposed project under the National Environmental 

Policy Act, the National Historic Preservation Act, section 4(f) of the DOT Act, the 

Clean Water Act, or other applicable Federal or State laws.  

 

The ORDC is currently working with the Governorôs office and the Ohio Department of 

Transportation to identify potential sources of funding for advancing the environmental and 

project development process for the 3C corridor.  The ORDC is also working with Ohio 

Congressional Delegation to allocate federal funds for a first tier Programmatic 

Environmental Impact Statement the 3C and other Ohio Hub passenger rail corridors.  

 

The work and the results of the analysis proposed under this grant will lead directly into and 

assist with the production of the first tier Programmatic Environmental Impact Statement for 

the 3C corridor.  

 

16. Describe the degree to which intercity passenger rail is included as an integral part 

of the applicant State’s statewide transportation planning, as required under 

section 135 of title 23, United States Code, and present evidence that the specific 

proposed project is included or mentioned in the applicant State’s Statewide 

Transportation Improvement Plan. 
 

The Ohio Rail Development Commission and the Ohio Department of Transportation 

continue to support the development of the Ohio Hub Plan and the Cleveland-

Columbus-Dayton-Cincinnati high-speed rail corridor and have incorporated these into 

the Stateôs Long Range Transportation Plan ï Access Ohio.  The Ohio Hub is fully 

described in Chapter 6 ï Ohio Rail System which supports continued coordination of 

activities and opportunities to advance the plan.  The Ohio Rail Development 

Commission is committed to advancing Ohioôs proposed passenger rail corridors into 

the Project Development Process including activities leading to the development of a 

tier one Programmatic Environmental Impact Statement.    

 


