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WHY THE CURRENT INTERCITY RAIL DEBATE MATTERS TO 

OHIO BUSINESSES AND THE FUTURE OF  

THE STATE’S ECONOMY: 

A Call to Action for Ohio Businesses  

 

SITUATION ANALYSIS 

 

Of the $8 billion in federal ARRA money allocated to develop state and regional passenger rail 
systems, Ohio has secured $400 million to launch service in the Cleveland-Columbus-Dayton-
Cincinnati 3C ―Quick Start‖ corridor (3C). 
 
As the initial step in the 3C process, the Strickland Administration is requesting that $25 million 
of this federal money be approved by the State Controlling Board to enter the second phase of 
study. This critical step would further quantify, qualify and identify 3C ridership, scheduling, 
design, environmental issues and freight infrastructure improvements.  This step in accessing 
the ARRA funds would also allow the Strickland Administration to begin critical negotiations with 
freight railroads regarding coordination, use of and access to their systems.1

  

 

Statewide electoral candidates, media interests, fiscal conservatives and traditional anti-rail 
advocates have been highly critical of the 3C start-up plan. They have challenged the 
preliminary estimates on ridership, speed, costs and annual state operating subsidy that were 
developed under the Phase 1 studies required to attract $400 million in the ARRA start-up 
funding. Their primary concern appears to be whether or not the state will see a return on its 
investment at a time when the State’s budget is severely constrained. 
 
It has been assumed that a majority of Ohio Senate Republicans on the Controlling Board must 
vote to approve the first $25 million in expenditures for Phase 2 analysis, and ultimately, that 
legislative approval must be gained for the balance of expenditures to launch 3C.   

 
The Federal Rail Administration (FRA) has verified that Ohio will not have to pay back the $25 
million Phase 2 study expenditures if by action of the Controlling Board, Ohio rejects the 
balance of federal stimulus funding ($375 million), and the implementation of 3C.  Ohio must act 
now to implement the plan for passenger rail that the award was based upon or we will lose the 
$400 million in federal funding.2   
 

                                                 
1
 As outlined in ODOT’s letter to Senator Bill Harris, like all major highway construction projects the 3C rail initiative must go through 

three broad phases of project development: Phase 1 is the initial planning and preliminary environmental study phase. Phase 2 is 
the final environmental study, engineering and design phase. Finally, in Phase 3 the project moves into construction. Completion of 
Phase 1 of the 3C effort resulted in Ohio’s award-winning application. ODOT is seeking $25 million from the State Controlling Board 
to move into Phase 2. 
2
 See FRA High Speed Rail Guidance issued in the June 23, 2009 Federal Register. All FRA Track II funds must be obligated no 

later than September 30, 2012. 
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Ohio was awarded 71 percent of our requested federal rail stimulus funds, while Indiana, 
Michigan, New York and Pennsylvania won less than 2.5 percent of their requests. Ohio cannot 
use any of the $400 million rail grant award for some other purpose. Without Legislative action 
to accept the rail funds, the money will be reallocated to other neighboring states that are ready 
and willing to invest in their rail systems.  The Midwest’s share of the $8 billion in federal funding 
was allocated as follows:  

 
Summary of Midwestern States’ Awards 
1/28/10 MIDWEST REGION  

$2.617 billion total  

State  Route  Est. Funding  Description  
 

Corridor: Chicago-St. Louis-Kansas City  
IL  Chicago - St. Louis  $1.102 billion  Improvements to the corridor, allowing 

passenger rail service from Chicago to 
St. Louis to operate at speeds of up to 
110 mph. These include an overhaul of 
track, signal systems, and existing 
stations, as well as implementation of 
positive train control technology. 
Planning studies for additional service 
enhancements are also included.  

MO  St. Louis - Kansas City  $31 million  Projects will include the expansion of 
existing railroad bridges and universal 
crossovers, as well as improved grade 
crossings.  

Corridor Total  $1.133 billion  

 

Corridor: Minneapolis/St. Paul-Milwaukee-Chicago  

MN  Minneapolis/St. Paul-
Madison  

$1 million  A planning study will explore extension 
of high-speed rail service to the Twin 
Cities  

WI  Madison-Milwaukee  $810 million  This project will include new and 
refurbished stations, as well as 
implementation of positive train control 
technology along 80 miles of track.  

WI  Milwaukee - Chicago  $12 million  Station construction, infrastructure 
enhancements, and signal and track 
improvements will enhance time 
performance and reliability and create 
the building blocks for future 110 mph 
service.  

Corridor Total  $823 million  

 

Corridor: Detroit-Chicago  

MI  Detroit/Pontiac-Chicago  $40 million  Renovation of stations in Troy and 
Battle Creek, MI, and construction of a 
new station in downtown Dearborn.  

IL  Detroit/Pontiac-Chicago  $133 million  Station renovations and investments 
such as a new station, a flyover, 
approach bridges and embankment 
and retaining walls.  

IN  Detroit/Pontiac-Chicago  $71 million  Crossovers and related signal system 
improvements, rail additions and siding 
improvements, resulting in travel time 
savings and on-time performance 
improvements.  

Corridor Total  $244 million  
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Corridor: Cleveland-Columbus-Cincinnati  

OH  Cleveland - Columbus - 
Cincinnati  

$400 million  ―3-C‖ (Cleveland-Columbus-Cincinnati) 
start-up service (capacity additions, 
track upgrades, grade crossing 
upgrades, stations, train maintenances 
& layover facilities). This project will 
also include planning for necessary 
equipment that can support future 
service improvements/  

Corridor Total  $400 million  ,  

 

*Corridor: Chicago-Omaha  

IA  Chicago-Omaha  $1 million  Service Level Tier 1 NEPA planning 
study to determine preferred route, 
prepare a service development plan 
(SDP) and conduct preliminary 
engineering (PE) for new service 
between Chicago and Omaha  

Corridor Total  $1 million  

 

*Additional Midwestern States’ Projects Awarded  

IA  Iowa portion of Amtrak’s 
California Zephyr route  

$17 million  Reduce travel times and improve on-
time performance by installing 4 
remotely-controlled powered 
crossovers on the BNSF Ottumwa 
subdivision.  

KS  Kansas-Oklahoma/Texas 
route studies  

$250 thousand  Service development plan between 
Newton, KS and Oklahoma City, OK 
connecting Amtrak Southwest Chief 
service with the Heartland Flyer 
service, as well as potential new 
service connecting Kansas City and 
Dallas/Fort Worth  

TOTAL ADDITIONAL PROJECT AWARDS:  17.25 MILLION  
 

 

SUMMARY OF FREIGHT AND LOGISTICS CAPACITY ENHANCEMENTS 

AND ADDITIONAL OHIO BUSINESS OPPORTUNITIES FROM 3-C  

 

It is expected that more than 50 percent of the $400 million in federal funding available for 3C 
Quick Start intercity rail will be used to upgrade the freight rail systems operating today in the 
3C corridor. Following federally required guidelines and industry best practices, 3C Phase 1 
studies identified how 3C investments would also improve freight fluidity by addressing 
bottlenecks and improving railroad safety crossings, for example. The Phase 2 studies are 
needed to further quantify these improvements and allow for negotiations with freight railroads.  
Beyond launching intercity rail service, such improvements would accomplish the following: 
 

 Expand freight hauling capacity in a strategic Ohio corridor allowing greater intermodal 
connectivity and a more efficient and competitive movement of raw materials, finished 
goods and labor.  Key Ohio production industries such as coal, iron ore, steel products, 
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agriculture, minerals, auto-parts, chemical, scrap paper and metal would benefit from 
such increased capacity.3  
 

 Multiply the systemic benefits of ongoing public-private investments in rail, such as the 
Norfolk Southern (NS) Heartland Corridor and CSX National Gateway, that are planned 
to meet global freight demands stemming from global trade and changes in the global 
freight infrastructure such as the widening of the Panama Canal.  (See Descriptions 
Below).  

 

 Launch the first and most beneficial leg of the Ohio HUB Passenger and Freight Rail 
Plan, which was developed under the Taft Administration as ―an essential transportation 
investment‖ and a long-term economic development plan to meet growing demand for 
freight shipping, provide Ohio connectivity to airports, highways, and port-based shipping 
terminals, and connect to other mid-west, east coast and Canadian rail corridors.  The 
estimated benefits of this plan were documented in June 2007 Ohio HUB Economic 
Impact Study, which concluded that 3C passenger rail development and freight rail 
capacity enhancement should be the number one priority in positioning of Ohio as a 
world-class and strategic logistics center for the next 50 years via inter-connectivity and 
multi-modal transportation systems.  (See below)  

 

 Create transportation employment and a permanent focus on key transportation 
manufacturing and construction sectors of the Ohio economy.  Such transportation 
infrastructure improvements are known to have inordinately positive economic multiplier 
effects compared to other sectors. (See Alliance for American Manufacturing study cited 
below.)  Rail infrastructure and supply jobs provide a significant opportunity to fill the 
economic downturn and decline in jobs suffered by the Ohio auto and construction 
industries. Improvement to Ohio’s freight capacity will improve the regional, national, and 
global competitiveness of those industries that must ship raw materials and finished 
goods.  Freight logistics centers are known to generate value-added, and sophisticated 
―new economy‖ businesses. (See below) 

 
The improvement of freight capacity that comes with 3C is of monumental and strategic 
importance to  both Ohio’s economy and  ability to protect its current base of jobs and industry 
as well as remaining competitive in the attraction of future industries.  Freight shipping capacity 
and the systematic and synergistic impact of its enhancement have critical implications for our 
state’s future competitiveness. However, this discussion has been largely absent from the 
current debate on 3C rail service.   

 
 

                                                 
3
 See Ohio Statewide Rail Plan, December, 2009. 
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SNAPSHOTS OF THE NATIONAL TRANSPORTATION INFRASTRUCTURE 

CHALLENGE 

 
Conventional arguments about speed, costs, and subsidy issues surrounding passenger and to 
a far lesser extent freight rail plans, ignore the context, current realities and overwhelming 
nature of the upcoming challenges of transportation infrastructure in the U.S.: 4 
 

 As of 2005, 74 percent of the $8 trillion worth of commodities delivered annually to and 
from sites in the US was transported by trucks on the state highways.  One percent was 
delivered by a combination of trucks, rail, and ships or barges, and 12 percent was 
delivered by parcel, US Postal Service or private couriers, which use multiple modes of 
transportation, including highways.  
 

 Vehicle travel on America’s highways increased by 35% from 1990 to 2003.  US 
population grew by 17 percent in the same period. While vehicle miles traveled abruptly 
started to decrease in 2008 due to high gas prices and the faltering economy, the 
upward trend is expected to resume as the economy regains its footing. 
 

 Vehicle travel on America’s highways increased by 161 percent from 1970 to 2003.  The 
nation’s population grew by 43 percent during that period, while new road mileage 
increased by only 6 percent.   
 

 Driving on roads in need of repair costs US motorists $54 billion a year in extra vehicle 
repairs and operating costs - $275 per motorist.  
 

 Traffic congestion costs American motorists $63.1 billion a year in wasted time and fuel 
costs. Americans spend an additional 3.5 billion hours a year stuck in traffic.   
 

 Motor vehicle crashes cost US citizens $230 billion per year, or $819 for each resident, 
for medical costs, lost productivity, travel delay, workplace costs, insurance costs and 
legal bills.   
 

 Nationally, the U.S. Department of Transportation forecasts that freight tonnage 
will rise nearly 90 percent by 2035.5 In Ohio, the estimated total cost to fix the 
most severe rail choke points is $1.19 billion. 

 
But while China is investing 11 percent of its GDP on transportation infrastructure to secure its 
future competitiveness, followed by India at 6 percent GDP, the U.S. is spending just 1 percent 
of its GDP in protecting and expanding its one great competitive advantage: our efficient 
distribution network made possible by ongoing investments.  

 

                                                 
4
 See The Road Information Program (TRIP.ORG). 

5
 See National Freight Infrastructure Capacity and Investment Study, September 2007. American Association of Railroads 



 
 

 

6 

 

MORE OBJECTIVE AND TECHNICAL STUDIES ARE NEEDED AND 3-C 

SHOULD BE DE-POLITICIZED TO FURTHER QUALIFY OHIO’S 

OPPORTUNITY  

  

 Addressing legitimate questions raised by the Ohio Senate (e.g.:  costs, ridership, 
speed, and schedule) and further qualification of the 3C proposal will be impossible 
without legislative approval for the Ohio Department of Transportation and the Ohio Rail 
Development Commission to use a portion of the FRA grant award to retain world-class 
rail experts to study, evaluate and provide answers.  Thus, by urging the denial of 
funding because too many questions have not been answered, 3C opponents are 
impeding the responses to their own questions.  Approval of the Phase 2 studies will 
bring more factors and answers to the debate. 

 
 Beyond further qualification of passenger rail, the approval of funding for further studies 

is also needed to allow for negotiations with freight railroads.  The studies will qualify use 
and coordination of the freight railroad’s systems in the 3C corridor and determine the 
exact freight infrastructure, technology and safety upgrades that will be needed to allow 
passenger service on these existing freight lines.  

 
OHIOôS CURRENT RELUCTANCE AND DEBATE ON 3C MUST CHANGE: Ohio risks falling 
further behind or being bypassed altogether by the development of a national rail system. By not 
fully studying the implications for freight rail enhancements as well as the strategic and long-
term economic development aspects of 3C, we ignore the future challenge of meeting the 
tsunami of freight that awaits us. Numerous studies indicate that a more strategic, multi-modal 
and sustainable approach is paramount. To keep goods moving efficiently by truck, rail, barge 
and plane we must strategically invest in all modes.6  
 
The further escalation of the misinformation on the 3C issue, and the pushing of it into the realm 
of partisan campaign politics, endangers Ohio’s ability to have an objective, complete and even 
dignified consideration of the real costs, benefits, risks and rewards of 3C.  Ohio’s leaders need 
to consider a different set of factors and take a different approach to the 3C debate: A 
transparent discussion on economic development, industry cluster development, job creation, 
freight infrastructure improvements and keeping pace with national public transportation 
priorities and developments should be the agenda items where substance and facts will prevail 
over partisan politics and legislative procedures. 

 

                                                 
6
 The National Freight Infrastructure Capacity and Investment Study estimates that an investment of $148 billion (07 dollars) for 

infrastructure expansion over the next 30 years will be required to keep pace with economic growth. Without this investment, 30 
percent of the rail miles in primary corridors will be operating above capacity, causing sever congestion that will affect every region 
of the country and potentially shifting freight to an already congested highway system that has little room left to expand.  
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WHY CHANGING THE EVALUATION OF 3C MATTERS TO OHIO 

BUSINESSES 

 

Ohio is at a crossroads in the midst of the most challenging economies in the lifetimes of most 
Ohioans.  The loss of manufacturing jobs and devastation to communities based on historic 
economic forces impacting basic Ohio industries such as auto manufacturing and construction 
have been severe.    
 
Consider the following:  
 

 Of the 50 states, only Michigan, with its "unprecedented, Depression-level" loss of 
496,900 jobs between 2000 and 2008, or 10.5 percent of its work force, exceeded Ohio's 
decline of 213,300 jobs.7  
 

 Construction and manufacturing took the biggest dives in Ohio during those eight years. 
Construction shed 10.6 percent of workers, while manufacturing lost a whopping 25.4 
percent of jobs. 
 

 Ohio has a relatively large employment share in transportation-related manufacturing 
industries, and these industries have experienced very significant employment declines 
in Ohio. In the United States as a whole, manufacturers of transportation equipment and 
machinery have shed 15.8 percent of their employment since the recession began, but 
in Ohio the decline is 21.6 percent. In fact, the transportation industry accounts for 27.8 
percent of the entire manufacturing sector’s employment loss in Ohio, or about 28,400 
jobs.8  
 

 Employment in the automotive related industries has declined 25 percent in both the 
United States as a whole and Ohio. Unfortunately, the automotive industry is much more 
important as a share of manufacturing employment in Ohio than in the nation as a 
whole. representing 13.8 percent of manufacturing employment in Ohio at the start of the 
recession, compared to 7.2 percent nationwide.  
 

 The ―other‖ segment of Ohio transportation manufacturing jobs is represented by a 
relatively small share of manufacturing transportation employment that is primarily 
composed of manufacturing related to railroads, rolling stock, and ship and boat building. 
Ohio has seen a decline in excess of 20 percent for this segment compared to 4.4 
percent for the nation.9  

                                                 
7
 Charles McMillion, president and chief economist of MBG Information Services, Washington, D.C., based on an analysis of U.S. 

Bureau of Labor Statistics and as reported by rmezger of Cleveland.com, October 22, 2008. 
8
 Employment Loss in Ohio's Manufacturing Industry, Kyle Fee, research assistant, Federal Reserve Bank of Cleveland, December 

2007 through March 2009.) 
9
 Source: Employment Loss in Ohio's Manufacturing Industry, Kyle Fee, research assistant, Federal Reserve Bank of Cleveland, 

December 2007 through March 2009. 
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 Our state now has the same level of employment as it did in 1993 and income levels are 
flat or falling. Ohio’s monthly employment level peaked in the spring of 2000 at 5.64 
million.  Since then Ohio has lost 11.3 percent of its jobs.10  

 The approximate 640,000 jobs lost since the 2000 peak is the rough equivalent to the 
combined 2008 populations of Cleveland and Akron.11 

 Ohio's $34.1 billion in exports during 2009 reflected a drop of 25 percent over the prior 
year, according to an annual report of the Ohio Department of Development. Nationally, 
the decrease in goods sent to other nations was 17.9 percent for the year. 

 ODOD’s Ohio Exports 2009 report finds that despite the drop in 2009, Ohio is the only 
state that increased its exports in 10 of the last 11 years. 

Ohio’s economic future is tied to global trade. It should be stated that any plan that has even the 
potential to begin to address recent economic devastation, as well as prepare for future 
competitiveness and growth in global commerce should receive fair and full hearings, and Ohio 
leadership’s best efforts at bi-partisan statesmanship.  There is no dispute that our legislature 
has the right, truly duty, to appropriate and debate the future impact of 3C on Ohio’s budget and 
its taxpayers, especially in light of the current challenges to the Ohio’s fiscal soundness and all 

                                                 
10

 US Bureau of Labor Statistics 
11

 Col. Dispatch, Business Section, Ohioôs 2009 job losses revised up, Bill Bush, 3-27-10.  

 

http://www.development.ohio.gov/research/FILES/B000000000.pdf
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the other priorities the Legislature must consider.  However, the debate should be based upon 
all of the facts, and therefore those engaged in the debate should seek out all of the facts.  State 
government is facing what amounts to structural changes to its budget, and budget cutting and 
tax increases have their own limitation.  Many believe that the biggest challenges to Ohio’s 
budget are on the revenue side and are beyond the parameters of what these conventional 
tools of cuts and tax increases can accomplish. Ohio needs strategic economic plans and long-
term vision tied to our existing strengths to secure our future growth, and the 3C ―Quick Start‖ 
Project represents this positive, strategic focus.     

 

OHIO’S LOCATION AND INFRASTRUCTURE ADVANTAGES MEAN 

BUSINESS…IF WE PROTECT AND ENHANCE OUR INVESTMENT 

 
Despite the devastation to our economy that is documented by mounting economic data, distinct 
advantages and economic potential remain for Ohio. Ohio is a critical crossroads-state, playing 
a key role in the cost-effective shipment of goods and agricultural products to national and 
international markets.  

 
Ohio is within a day’s drive of 60 percent of the nation’s population and 61 percent of the 
nation’s manufacturing capacity. Ohio has capitalized on this location by investing in one the 
most extensive transportation systems in America. It is: 
 

 2nd in number of bridges (43,412) 

 4th in number of public use airports (163) 

 4th in active rail mileage (freight railroads handled nearly 327 million tons and almost 7 
million carloads in Ohio in 2006) 

 4th in maritime tonnage carried on 716 miles of navigable waterways (the annual 
movement on Ohio’s 16 terminals on the Ohio River exceeds the annual amount that 
moves through the Panama Canal.) 

 4th in truck freight ($1.3 trillion in freight annually) 

 7th in highway miles (264,756 lane miles)12 
 
But the global movement of goods – the world’s supply chain as goods are moved from where 
they are made to where they are sold and used -- is about to shift dramatically. In July, 2014 the 
Panama Canal will open as a new, wider channel. (See below) This larger canal connecting the 
Atlantic and Pacific oceans will allow large 12,000 TEU container ships to traverse this corridor, 
and the capacity of the Canal will expand, permitting significantly more daily transits. The Port of 
Norfolk, Virginia will be the only accessible deep water port on the East Coast prepared to 
handle the larger ships moving through the Canal and as discussed within, this will directly lead 
to increase use, and demands, on Ohio’s rail infrastructure.  
 
To get these goods to the United States marketplace, much of the freight will be moved by rail 
to and through the Midwest. The freight will then be off-loaded at intermodal (rail, air, truck) 

                                                 
12

 Ohio’s 21
st
 Century Transportation Priorities Task Force Report, January 2009 
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facilities at inland ports like the NS Rickenbacker Intermodal Facility in Central Ohio and CSX 
Northwest Ohio Intermodal Terminal in North Baltimore. For Ohio to maintain its strategic 
advantage in global logistics and distribution, it must prepare for this shift in the global 
supply chain. It must continue to make strategic investments in its transportation infrastructure 
to maintain the fluidity of its highways, railways and waterways – the key to Ohio’s historic 
success and its future economic prosperity. 
 
Ohio has one of the highest volumes of truck traffic in the United States. Seventy percent of 
freight -- $1.3 trillion -- moves in Ohio by truck, 16 percent by train, 13 percent by water and 1 
percent by air.13 As noted earlier, he U.S. Department of Transportation forecasts that 
freight tonnage will rise nearly 90 percent by 2035.  This will place extreme demands on 
existing infrastructure. To handle this projected freight tsunami, highways would need to add 
several more lanes, and existing freight rail capacity would have to increase significantly just to 
maintain each mode’s market share today.  Rather than allowing the ignition of divisive battles 
about funding one transportation mode over another, this challenge calls for policy leaders to 
support intermodal solutions, connectivity and coordination of shipping networks and multiple 
modes of transportation.   
 
The reality is that lengthy project development timelines, high construction costs and limited 
land availability for highway expansion make focusing on only highways an unsustainable 
pattern of transportation investment. Investments must be made in other modes, and in the 
coordination of modes, to support the increase in freight.  
 
The rail industry estimates that $148 billion worth of infrastructure upgrades and expansion is 
needed. In Ohio, the estimated total cost to fix the most severe rail choke points is $1.19 
billion.14  While this sounds expensive, all infrastructure investments are expensive. To fix the I-
70/71 ―split‖ in Downtown Columbus, one of the most congested and dangerous sections of 
highway in Ohio, it is estimated it will cost $1.6 billion to complete environmental analysis, 
design and construction.  Other recent reports document a number of additional road and bridge 
improvement projects, the costs of which far exceed any reasonable projection for annual 3C 
subsidy costs.15  (See Columbus Dispatch, April 8, 2010 report for central Ohio examples.)   
 
In fact, with $1.1 billion in federal stimulus money, Ohio will spend nearly $5 billion on 
transportation over the 2010-2011 biennium, 30 percent more than at any other time in history.  
Highways will continue to receive the bulk of these funds. However, if strategically managed, the 
proposed investment in rail transportation infrastructure can support long-term and 
transformative economic development in our state.  
 
To that end, the Ohio Department of Development (ODOD), ODOT and ORDC have 
participated in the following public-private partnerships with the Class 1 freight railroads to 
increase freight rail capacity. 
  

                                                 
13

 Ohio’s 21
st
 Century Transportation Priorities Task Force Report, January 2009. 

14
 Ohio’s 21

st
 Century Transportation Priorities Task Force Report, January 2009. 

15
 A job behind every orange barrel, Bill Bush, Columbus Dispatch, April 8, 2010 
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 CSXT is investing $20 million in the Ohio portion of the $98 million ―National Gateway 
Corridor‖, a freight rail corridor connecting Mid-Atlantic ports with Midwestern markets. 
ODOD contributed $10 million in funds from its Logistics and Distribution Funding grant 
fund. (See more information below about Ohio’s commitment to Gateway.)  

 

 Norfolk Southern opened the Rickenbacker Intermodal Terminal at the Rickenbacker 
Global Logistics Park in Central Ohio, one of the largest integrated (rail, air, truck) 
logistics complexes in the U.S. This $68.5 million facility, made possible by a public-
private partnership with ODOT, the federal government and the Columbus Regional 
Airport Authority,  is anticipated to provide the following benefits:16 

 
o $100.9 million in annual direct and indirect taxes by 2028 
o 9,473 annual direct jobs by 2028 
o 10,860 annual indirect jobs by 2028 
o $1.055 billion in other economic impacts by 2028 

 

 The Rickenbacker facility is the centerpiece of the NS ―Heartland Corridor‖ connecting 
the Port of Norfolk, Virginia with West Virginia, Ohio and Chicago. When the Panama 
Canal widening is completed in 2014, the Port of Norfolk will be the only East Coast 
deep water port prepared to handle the larger ships moving through the Canal. The 
Heartland Corridor’s connection between Virginia, West Virginia, Ohio and Chicago is 
expected to significantly increase the movement of freight tonnage per year in this key 
rail segment. (See more information below and Ohio’s commitment to Heartland.)  

 
Current products being moved by rail through Ohio include the following17: 

 

 

 

                                                 
16

 See economic impact analysis conducted by Insight Research for the Columbus Regional Airport Authority and Norfolk Southern. 
17

 Ohio Statewide Rail Plan, December, 2009 



 
 

 

12 

 

 

 

The exact synergistic effects and connections between the enhancement of 3C freight capacity 
and these other, ongoing Ohio investments in strategic logistics projects need to be fully 
documented by experts. That is beyond the scope of this document. However, the positive and 
systemic impact of these combined projects, and the value of moving raw materials and finished 
goods in greater volume, shorter time and with less cost in and out of Ohio should be obvious to 
policy makers. Moving ahead with the $25 million in needed studies for 3C, when 
conducted in a transparent and rational way, will advance our understanding of the inter-
relationship of these issues and lead to a full and factual review of the entire 3C program.  
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THE TRANSFORMATIVE NATURE OF RAIL INFRASTRUCTURE 

INVESTMENT: A ONCE IN A CENTURY OPPORTUNITY FOR OHIO 

 

Ohio’s Evolving Role in International Freight Transportation Logistics  

 

Prior to the recent recession, a shift in international traffic patterns began to occur that favored 
Atlantic Coast ports. The North Atlantic ports can be expected to grow even more significantly in 
the near future after the North American economies rebound from the current recession. A 
number of factors will contribute to the growth:18  
 

 West Coast transportation congestion: First, port congestion on the West Coast and 
bottlenecks on the rail network connecting those ports to East Coast and Midwest markets 
has been driving ocean carriers to use alternative routes, such as the Suez Canal. Although 
less evident in 2008 and 2009 because of the decrease in container traffic through the 
Southern California ports, the Ports of Long Beach and Los Angeles face capacity 
constraints. During the last decade, both ports have made significant investments in terminal 
capacity expansion including on dock rail facilities. In addition, improvements were made to 
road and rail infrastructure at these ports. Notwithstanding the investment in new or 
expanded facilities, both ports have recently suffered from significant congestion.  

 
Along with the ports, the railroads serving southern California have also experienced 
capacity problems. Although both BNSF and Union Pacific railroads have invested heavily in 
expanding capacity in its congested corridors connecting the Ports of Long Beach and Los 
Angeles to markets in the east, bottlenecks are still expected to occur in the future.  
 

 Increasing intermodal freight rates from West Coast ports: The increased demand for 
railroad intermodal service has resulted in significant increases in rail rates in recent years. 
Rail intermodal rates from the West Coast ports increased by 25 percent between July 2007 
and July 2008 with increases up to 40 percent in some traffic lanes. The significant growth in 
intermodal prices has caused ocean carriers to divert Asia-originated traffic destined for the 

East Coast and Midwest from the intermodal land bridge to the Suez Canal all-water route.  

 

 Panama Canal Expansion: Historically the Panama Canal provided an all water route for 
transpacific traffic to reach the North American East Coast. However, as container ships 
increased in size and could not traverse the canal, it lost its importance in the container 
trades. To accommodate the larger ships and return the canal route to its former competitive 
status, the canal is undergoing reconstruction. Rather than containers relying on rail land 
bridge service across the US, the canal’s newly widened channels will open in 2014 and 
provide an all water route.  The Heartland Corridor and National Gateway projects are 
specific responses, with localized benefits in Ohio that relate to the Panama Canal changes 
and these emerging trends in freight.  

                                                 
18

 See Section 5.1, Ohio Statewide Rail Plan: Draft Final Report, December 18, 2009) 
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Intermodal Rail Freight Growth in Ohio and Its Strategic Economic Value 19 

 
Ohio’s transportation and economic development agencies have long understood the potential 
for the state to take advantage of the expansion of free trade and the resulting impacts on 
transportation. The economic development potential of serving as a logistics and 
distribution hub is largely based on attracting new economy businesses. These 
businesses include the computer, biotech, telecommunications, medical, electronic, and other 
industrial businesses which are moving goods to the US from overseas’ manufacturing bases. 
In isolation, intermodal facilities are transfer facilities where containers are unloaded from long 
haul trains to truck for delivery to their final destinations. The value of these facilities is there 
ability to grow into logistics and distribution hubs where major companies locate 
distribution facilities, or the goods contained in containers are assembled or further 
processed through value-added activities. According to the Ohio Department of 

Development, 580 major distribution-related projects were initiated in Ohio during the last six 

years. The projects resulted in $3.3 billion in capital investment and 21,500 new jobs. 
  
In 2006, the state sponsored the ―Ohio Intermodal Rail Freight Growth Strategy Concept Study.‖ 
This study concluded that an intermodal rail freight growth strategy would help Ohio expand and 
develop its new economy industrial base, reduce the state’s dependence on trucking, and 
reduce Ohio’s vulnerability to transportation bottlenecks occurring in other states and regions 
outside of Ohio’s jurisdiction. A critical element of ensuring rail intermodal competitiveness is 
developing improved inland port connections to major ports, especially those located on the 
East Coast. This can be accomplished by improving those routes which most directly link Ohio 
to Atlantic ports to standards which accommodate intermodal movements most efficiently. The 
investments in the National Gateway and Heartland Corridors, along with Ohio-based inland 
ports, reflect that strategy. 
 
Intermodal freight transportation has been refined over the past decade to make movements 
efficient and reliable. State-of-the art intermodal equipment, such as double stack container 
cars, are essential to efficient intermodal movements. Use of this equipment requires adequate 
horizontal clearances below bridges and through tunnels over an entire route’s length to ensure 
the most efficient intermodal movements possible. 20 
 

Heartland Corridor Project  

As mentioned above, the Heartland Corridor is a public-private partnership initiative between 

NS, the U.S. Federal Highway Administration, and the states of Ohio and West Virginia and the 
Commonwealth of Virginia. The project will increase overhead clearances on NS’ mainline 
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Section 5.3, Ohio Statewide Rail Plan: Final Report, December 18, 2009. 
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between Norfolk, VA and Columbus, OH. The increased clearance will allow NS to run double 
stack intermodal trains, which require 20’9‖ of clearance, over the line.   
 
The line improvements will reduce over 200 miles from NS’ current double-stack routing from 

the Norfolk area to Chicago. Currently, trains must follow a circuitous route either north through 
Harrisburg, PA or south through Knoxville, TN. A total of 28 tunnels will be modified in addition 
to 26 other overhead obstructions. These other obstructions include slide fences, overhead 
bridges, and through truss bridges that will be modified, and three areas where overhead wires 
must be removed. The total project cost was $151 million with $95 million authorized in federal 
monies, $9.75 million from the Commonwealth of Virginia Rail Enhancement Grant and 
$836,355 from the state of Ohio for work performed within the state.  
 
In conjunction with the $151 million clearance project, additional funds have been made 
available for three new intermodal terminals: Roanoke, VA; Prichard, WV; and the Rickenbacker 
Terminal in Columbus, OH. The Rickenbacker terminal has been completed for a cost of $68.5 
million. The terminal was funded through $27 million from the federal government and the 
balance from Norfolk Southern.21   
 
CSX National Gateway Project  
Another important initiative impacting Ohio’s intermodal system that merits a more complete 
description is the CSX National Gateway initiative. This is a plan to create a more efficient rail 
route linking Mid-Atlantic ports with Midwestern markets. Similar to the Heartland Corridor, a 

major component of this project is to accommodate rail lines for double-stack clearances. In the 

case of the National Gateway initiative, the plan focuses on three primary corridors:  
 

 I-95 between North Carolina and Baltimore, MD via Washington, DC  

 I-70/I-76 Corridor between Washington, DC and northwest Ohio via Pittsburgh, PA  

 Carolina Corridor between Wilmington, NC and Charlotte, NC  
 
The most important primary corridor to Ohio relative to the Gateway is the I-70/I-76 corridor. The 

National Gateway initiative anticipates intermodal improvements that would link many of the 
major cities within Ohio, including Cincinnati, Toledo, Cleveland, and Columbus.  
 
The National Gateway Corridor involves the construction of new intermodal ramps, as well as 
clearing routes for double stack trains. In August 2009, ground was broken for a new intermodal 
terminal in North Baltimore, OH. CSX affiliate, Evansville Western Railway, Inc. will construct 
and operate the 185 acre facility, which is projected to handle 630,000 containers annually and 
should be completed in 2011. The total cost of the facility is expected to be $840 million. The 
state of Ohio, in conjunction with CSX, is seeking $258 million in federal assistance for the 
project in the form of a TIGER grant. The terminal is expected to employ 200 individuals, but is 
expected to generate more than 2,600 direct and indirect jobs.  

                                                 
21

 Norfolk Southern Corporation web site, press release of March 3, 2008, ñIntermodal Terminal Opens at Rickenbacker,ò Also 
covered in Columbus Messenger, March 11, 2008.   
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In addition to these major projects, another important intermodal initiative is the Airline Junction 
Rail Project in Lucas County. This would improve the NS intermodal ramp in Toledo, increasing 
its capacity to handle 60,000 lifts per year in contrast to the current 30,000. The estimated cost 
of the project is $13 million, of which the state of Ohio is contributing $6.5 million. The project 
would consist of a series of improvements to the existing intermodal yard, including the 
reactivation of a new approach, new sidings, and the extension of the existing intermodal ramp. 
These improvements are estimated to create 893 new jobs and a total additional annual payroll 
of $25.6 million.  
 
The importance of Ohio as a distribution hub is also underscored by the number of intermodal 
container terminals within the Ohio currently.22  
 
The strategic importance of making 3C rail infrastructure improvements can only be truly 
evaluated in light of other recent strategic investments and Ohio’s greater freight rail context as 
outlined above.  In combination, all these changes, including 3C enhancements, will produce 
systemic and network-wide improvements in capacity, time and cost savings for moving freight.  
 
 
Transportation Infrastructure Investment Creates Prosperity 
Transportation infrastructure spending is fundamentally different than other stimulus or 
government spending programs, according to a recent report by the Alliance for American 
Manufacturing, in terms of maintaining economic performance, job creation and supporting long-
term prosperity and competitiveness.  
 

 The AAM’s January 2009 report, How Infrastructure Investments Support the U.S. 
Economy, documents how public investment in transportation infrastructure improves 
private sector competitiveness and manufacturing job and construction job growth in 
particular. 
 

 The AAM’s report calls for the rebuilding of US infrastructure to be embraced as a ―first-
tier economic policy priority, ―after [a] generation of neglect…‖  
 

 The report examines the long-term impacts of public infrastructure investment in terms of 
increased productivity and overall economic growth, with a particular emphasis on 
manufacturing competitiveness.  
 

 The report also states that maintaining adequate infrastructure is essential if freight rail is 
to continue to provide a more environmentally benign alternative to long-distance 
trucking.  It concludes that insufficient capital investment in freight and intercity rail would 
compromise the future contributions of railroads to the U.S. economy. In turn, these 
investment gaps would slow down the transition to a clean-energy economy.  Unlike 
road transportation, rail infrastructure is largely financed by private companies. If 
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 This is documented and graphically demonstrated in the Ohio Statewide Rail Plan at the end of Chapter 5. (Source: Ohio 
Statewide Rail Plan, Final Report, December 2009, pp. 5-6 to 5-14) 
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railroads cannot finance sufficient capital improvements, the growth in demand for rail 
services would shift onto the road system—increasing congestion, road maintenance 
costs, as well as increasing greenhouse gas emissions. 

 
National industrial interests like the AAM are strong supporters of governmental investment in 
transportation infrastructure because their members engage in fierce competition on a global 
scale.  Transportation is a significant cost of doing business and competitive factor for American 
companies.  This factor is a growing concern in light of the negative trend in infrastructure 
investment.  

 
For this very reason, Ohio policy makers of both parties have supported plans to develop 
strategic rail capacity expansion as a critical economic development plan for nearly a decade.  

 

3C LAUNCHES THE OHIO HUB PLAN 

 
The Ohio Hub Study was part of an ongoing effort by ORDC and ODOT during the Taft 
Administration to further develop the concept of expanding transportation capacity by improving 
the railroad system for both passenger and freight trains. The Ohio and Lake Erie Regional Rail 
– Ohio Hub Study was a cooperative effort. Beginning in 2002, transportation agencies from 
Ohio, Indiana, Michigan, Pennsylvania, and New York, along with Amtrak and VIA Rail, the 
Canadian equivalent of Amtrak, contributed funding or in-kind services to the feasibility planning 

for the Ohio Hub System. Norfolk Southern, CSX, and Canadian National railroads also 
provided critical input into the planning process.  
 
The 2007 final report culminated a multiyear 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 the proposed Mid-West System (MWRRS) 
and the developing corridors serving the East Coast. The envisioned Ohio Hub System would fill 
the missing links by connecting with New York’s Empire Service, Pennsylvania’s Keystone 
Service, the Northeast Corridor, Canada’s VIA Rail, as well as the MWRRS. More importantly, 
the Ohio Hub Study found that in all network options, the 3C Corridor has the highest 
projected load factors on the largest trains with the greatest revenue potential. This 
study, like all the studies prior to it, concluded that the 3C Corridor should be prioritized 
and implemented first.  
 
The Ohio Hub Plan is a bold vision to invest in a network of fast, frequent and reliable 
passenger trains while increasing transportation capacity for moving more freight by rail. At a 
time when Ohio faces critical challenges to our mobility and economy, the Ohio Hub would link 
passenger and freight trains to Ohio’s highway, aviation, transit and port facilities to create a 
seamless, multimodal transportation system that will benefit our citizens and businesses. 
 
By advancing a policy of investing in our rail system to achieve public benefits and generate 
economic development activity, the Ohio Hub breaks with the traditional models of how to 
create and operate passenger rail service. Such a new paradigm is necessary if Ohio and the 
nation are to effectively address such issues as creating new options for moving both people 
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and freight, growing the economy, creating new jobs, conserving energy and improving air 
quality. 
 
To do this, the Ohio Hub Plan would position our railroad network as ―an essential transportation 
investment,ò just as has been done historically for highways, aviation, transit, waterways, 
communications, water, sewers and electrical power grids.  Based on criteria established by the 
Federal Railroad Administration, the system envisioned in the Ohio Hub Plan would generate 
sufficient ridership to produce revenues that would cover the overall operating costs. Investing 
in Ohio’s rail infrastructure will help strengthen our state’s assets as a premiere gateway to 
international markets and a North American hub for the distribution and logistics industries. 
 
Clearly, transportation planning and economic development in Ohio must go hand-in-hand. The 
Ohio Hub Plan not only recognizes this, but actively promotes and advances these objectives. It 
is time to harness our state’s strengths and partner with the private railroads to create an inter-
connected rail network that effectively addresses our critical mobility needs now and into Ohio’s 
future.  Any serious consideration of passenger and rail enhancements in the 3C Corridor 
should be considered in light of the future vision, context and documented economic 
return of the Ohio Hub Plan.   
 
 
The Ohio Hub Plan Envisioned Eventual 110 MPH Service  
In 2025, with full implementation of the system, it is estimated that over 9.3 million riders will use 
a 110-mph passenger rail service. The annual operating revenue is estimated at $311 million, 
while the annual operating cost is estimated at $202 million.  
 
The Ohio Hub Study evaluated multiple scenarios with different levels of rail service, train 
speeds (or travel times), train frequencies and alternative routes and assessed the ridership and 
revenue synergies from interconnecting the Ohio Hub to other existing and planned regional rail 
services. Building on the results of the earlier 2004 Ohio Hub study, a preferred system 
configuration was identified. This interstate system included the route serving Youngstown on 
the line to Pittsburgh and the route serving the Detroit Metro Airport on the line to Detroit (see 
the System Map at the end of The Ohio HUB Executive Summary, ORDC website). The 
preferred system became the base network for the additional planning work that evaluated the 
impact of adding three more ―incremental‖ corridors.  
 
The results of the analysis forecast strong ridership for both the original four Ohio Hub corridors 
as well as the three added incremental corridors. Moving from a 79-mph to an 110-mph system 
increases ridership by 50 percent, but more than doubles revenues since a faster service 
becomes much more attractive to higher fare-paying business travelers.  It is also important to 
point out that the Ohio Hub Plan advocated and recognized that moving from initial 79 mph to 
110 mph service would occur incrementally, as resources for infrastructure and safety 
enhancements were secured, stations developed and ridership milestones met.  
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THE ECONOMIC IMPACT OF THE OHIO HUB 

 
An improvement in the efficiency of moving people, goods and labor among markets and 
communities has the potential to improve the investment and business climate of the 
state which, in turn, can lead to a higher rate of economic growth. (GEM Public Services, 
Dayton, Ohio, 2007) 
 
A detailed benefit/cost analysis was commissioned during the Taft Administration and presented 
in the June 2007 Ohio Hub Economic Impact Study. This study concludes that over the project’s 
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.   

 

  ñThe benefit cost ratio [of], 1.8 reflect[s] the fact that the Ohio Hub region is one of the 
best candidates in the U.S. for developing a regional rail system. If, as in the case of 
highway projects, Ohio provides just 20% of the capital costs, a $1 billion investment will 
achieve a $17 billion return.ò(TEMS, Inc., Fredrick, Maryland, 2007)  

 

 Because the Ohio Hub assumed a financing structure based on the typical highway 
formula of a 20/80 state/federal split, the current federal funding opportunity for Ohio of 
$400 million for 3-C provides 100% start up funding, and represents maximum economic 
benefits to Ohio for this key corridor based on Ohio Hub economic modeling.   

 

 The Ohio Hub envisioned station and mixed-use development and the selling of 
development rights in rail/transportation corridors, which would also be combined with Tax 
Increment Financing to support a significant portion of passenger rail operating subsidy 
before the system could sustain itself.   

 
 Moreover, the Ohio Hub would:  
 

 Create 16,700 permanent jobs which is equivalent to more than 500,000 person-years of 
work;  
 

 Raise the region’s 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; 
 



 
 

 

20 

 

 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 
 

During the proposed nine-year construction phase of the Ohio Hub, the economic benefits 
would be diffused across the entire industrial structure of Ohio’s economy. The project will 
create 7,100 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. 
 
Perhaps most importantly to Ohio from a long-term, strategic benefits standpoint, the economics 
of using the Ohio Hub system to improve intermodal freight capacity is estimated at $4.8 
billion within a range of $3.4 billion to $6.4 billion depending on the mix between short haul 
international container and domestic trailer freight. If the capacity investment were used for 
developing long-haul freight, the total economic benefit would substantially exceed $8.0 Billion 
on a national basis, but it may be distributed to entities outside of the Ohio region.   
 

 Freight railroads would enjoy revenues of $163-$356 million per year from operating the 
system with a net income of $99 million based on a 1/3 split of each type of traffic. This 
is equivalent to $1.79 billion over the life of the project. 

 

 Ohio shippers would enjoy benefits equal to $127 million per year or an NPV of $750 
million. This is equivalent to $2.27 billion over the life of the project. 

 

 Highway maintenance savings are estimated at $41 million per year, as a result of the 
diversion of truck traffic to intermodal rail. This is equivalent to $0.74 billion over the life 
of the project. The calculation shows that even for short-haul traffic running in short 
trains that donôt completely fill all the available line capacity, the Ohio Hub investment 
still produces strongly positive public cost-benefit ratios for freight along with substantial 
environmental benefits.  

 
While the precise values of the public and private benefits depend on the exact mix of long haul 
vs. short haul, container and trailer traffic, train length and train frequency, the TEMS analysis 
has shown that the freight rail capacity investment provided by the Ohio Hub could offer 
significant economic benefits for Ohio, as well as for the freight railroads that serve the region.   
 
The strategic importance of 3C portion of the Ohio Hub must be considered because it is the 
most viable segment to launch the long-term Ohio Hub vision, and because key freight 
infrastructure enhancements that would be 100% paid for with roughly half of the $400 million in 
federal funding that has been secured by Ohio.  
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Conclusion:   
Although the Economic Impact Study produced by Transportation Economics & 
Management Systems, Inc. looked at the impact of freight enhancements for the Ohio 
Hub overall, the benefits of improvements in freight capacity in the 3C corridor must be 
considered in  proportion and in context to the bigger picture plan because 3C would 
begin to catalyze the Ohio Hub vision. Without 3C the Ohio Hub vision cannot effectively 
be pursued, as turning down the federal funds for 3C amounts to a setback to the greater 
vision that would take Ohio years and possibly decades to overcome.    
 
The long-term and systemic benefits of increased freight capacity to Ohio, including the 
following, would be jeopardized:  

 

 The improved ability of producers to move raw materials, finished goods and people;  
 

 The well-documented power of upgraded intermodal networks and logistics centers to 
attract new economy and value-added businesses;  
 

 The ability to multiply the positive effects previous public-private investments in freight 
rail capacity, such Heartland and Gateway; and  
 

 To prepare for the projected explosion in freight traffic based on factors such as the 
widening of the Panama Canal and increased global trade.  

 
 

THE OHIO HUB ATTRACTED BI-PARTISAN POLITICAL SUPPORT 

 
The Ohio Hub attracted bi-partisan support in the Ohio Senate, including unanimous Senate 
approval of Senate Concurrent Resolution 30 during the 126th General Assembly.  The Senate 
Resolution supported ORDC’s request for federal funding for an Environmental Impact Study 
that would identify and solidify such elements of the Ohio Hub Plan as the actual route system, 
station locations, and frequency of train service and, most importantly, the infrastructure needs 
to build the Hub system: bridges, new track, utilities, right-of-way preservation, etc.  This support 
came because of the recognition of the potential transformative economic nature of the Ohio 
Hub for the state’s economy. The Resolution stated that the Ohio Hub System would strengthen 
Ohio's position as a strategic distribution and logistics center and position Ohio as an integral 
part of a national passenger rail system 

 
The Resolution emphasized that high-speed passenger rail service and improved freight rail 
capacity, essential features of the Ohio Hub Plan, would create thousands of jobs and increase 
Ohio's economic competitiveness through improved transportation. Resolution 30 further 
connected the importance of the Plan’s providing new transportation options for moving people 
and increasing volumes of freight by improving the region's overall rail system and stated that 
high-speed passenger rail is not only feasible, but will attract over three million riders annually.   
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It concluded by calling for $5.8 million in federal funding to Tier I environmental, as well as 
asking Ohio’s Congressional delegation to secure ―long-term funding necessary for full federal 
participation in this important endeavor.‖ 
 

 

 

OHIO BUSINESSES MUST PARTICIPATE IN THE DEBATE 

  

 Ohio is the 7th largest exporting state.  In 2008, more than 300,000 jobs were linked to 
$42 billion in exports.   

 

 Transportation is a significant cost of doing business in Ohio.  Keeping these costs 
competitive with other states and countries is a key strategic challenge for Ohio.  
Success in this challenge means improving the overall reliability, efficiency and lowering 
the costs of moving people, raw materials and finished goods. 

 

  As transportation becomes more multi-modal, as well as technology driven, Ohio’s 
strategy must focus on connectivity and leveraging of public and private resources and 
solidifying its advantage as a logistics center.  

 

 But Ohio won’t succeed in the future without new strategies and different ideas than 
those that brought the state to the present circumstances.  
 

 Our country is adopting multi-modal transportation models and systems to address the 
changes in distribution of goods and people.  Without Ohio’s participation, the country 
will simply work around us to achieve its overall goals.  We can’t turn our backs on this 
transformational trend. 

 

There is growing concern among Ohio business interests that electoral politics are frustrating 
and may ultimately jeopardize the state’s participation in the national movement toward 
establishing inter-connected high-speed rail systems, along with improved freight capacity.  
 
Based on the benefits that come with upgrading rail systems and service, missing the chance to 
implement 3-C passenger start up will also mean Ohio will forego critical, national economic 
development and strategic investments in the improvement of transportation infrastructure and 
systems connectivity.  
 
The benefits of 3-C that relate to increased freight movement and shipping capacity that would 
reduce bottlenecks, improve safety and connect air, truck, rail and maritime transportation 
systems have received little attention in the debate as passenger rail issues and political 
considerations have prevailed.   
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Linking Ohio, a bi-partisan, non-profit education and rail advocacy group has been formed by 
Ohio companies and national rail experts with significant Ohio interests to draw attention to the 
benefits and strategic economic development implications of 3-C that go beyond implementation 
of passenger rail service.   
 
There are legitimate and important questions about passenger rail service and the 3-C plan 
relating to costs, achieving optimal speed, schedules and ridership.  These have been raised by 
the Ohio Senate President Senator Bill Harris, the media and fiscal conservative interests. The 
legitimacy of such questions has been acknowledged by and must be addressed by the 
Strickland Administration, the Ohio Department of Transportation and rail experts.  
 
However, the membership of Linking Ohio believes that it is important that these issues be 
considered with all the facts, a thorough understanding of the context of the status and 
importance of rail infrastructure to Ohio’s economy, its economic future and through a full and 
objective debate on 3-C implementation.  

 

 

LINKING OHIO’S CALL TO ACTION 

 

 With even the potential for jobs and improvements in Ohio’s competitive position, Linking 
Ohio is asking the Legislature to give the proposal to accept $400 million in federal funds 
for 3-C start-up full and fair consideration.  

 

 With the potential for business opportunities to the state’s 225 rail suppliers with 26,000+ 
employees, the hard-hit construction industry and the chance to develop new 
opportunities for former auto suppliers, Ohio cannot afford to not fully explore all the 
possible direct and indirect benefits of implementing passenger rail.   

 

 The state’s fiscal status is bleak and state government faces an historic budget hole that 
is estimated in the billions of dollars and that is symptomatic of Ohio’s employment 
losses.    

 

 Fiscal accountability and protection of Ohio taxpayers MUST be a strong component of 
any 3-C rail plan or any other major state infrastructure initiative.   
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WHAT YOU CAN DO NOW  

 

 First, as an Ohio business with an existing rail supply or service component, you should 
analyze how 3C and the national movement toward regional passenger rail systems 
and rail capacity enhancements can positively impact your business. 

 

 Second, consider sharing this business opportunity information with Linking Ohio as it 
documents, qualifies and articulates the potential impact of 3-C on Ohio businesses.  

 

 Third, consider becoming part of the Linking Ohio coalition to support:  
 

o Education and advocacy efforts for 3C passenger rail and rail capacity growth in 
Ohio; 

o Approval by Legislative Controlling Board of using federal money for Phase II 
studies to further qualify 3C and answer legitimate questions that have been 
raised;  

o Facilitation, outreach and education to attract OEM and supply chain 
connections and networks for Ohio based rail supply businesses in support of 
Ohio based businesses and jobs.  

 

 As the debate on 3C and the push to enhance Ohio’s strategic transportation capacity 
intensifies, Ohio businesses and leadership can make a difference by: 

 
o Determining how 3C and freight rail capacity improvements – and the protection 

of highway capacity for truck movement -- can expand your business; 
o Supporting Linking Ohio and lending your company’s name to our advocacy 

efforts; 
o Contacting your state legislators directly and telling your company’s story and 

articulating the future potential of your rail business.  
 
 

 For more information on how the 3C passenger rail plan may provide your company with 
business opportunities contact Dennis Harwig, at the Edison Welding Institute, in 
Columbus at (614) 440-5124, dharwig@ewi.org. 

 For more information contact on the Legislative status and Ohio’s consideration of 3-C 
and how to get involved, contact Linking Ohio Advocate Andrew Snow at (614)377-
6339, asnow@elpc.org or Jon Milenthal at (614)371-8298, 
jmilenthal@themilenthalgroup.com For more information on joining Linking Ohio 
contact Business Development Manager, Michael Ann Haders, at 202-290-3207. 

 See www.linkingohio.com  
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