III-D. FREIGHT RAILROAD SYSTEM
A. INTRODUCTION
A.1

Rail Freight

The railroad network within the Central Massachusetts region is a critical component of the area’s
transportation system. Rail is an especially efficient mode for moving large volumes of low-tomoderate value freight that is too bulky to ship over long distances by other means. Examples include
coal, forest products, grain, unfinished industrial products and other raw materials. Delivering raw
materials and shipping out finished goods makes rail freight transportation a valued service for many
local industries. Rail freight also provides essential transportation for a wide range of other
commodities, including consumer goods, high-value over-dimension cargo and double stacked
container freight.
Passenger rail, as discussed in the Public Transportation section of the RTP, is also available in the
region, with Commuter Rail service provided by the Massachusetts Bay Transportation Authority
(MBTA) and, on a limited basis, the National Railroad Passenger Corporation (Amtrak). At this time,
freight movement is the dominant function of the railroads serving the greater region.
Reversing nearly three decades of decline, rail freight transportation rebounded in the 1980’s.
Presently, the railroads remain diligent in working to increase their market share of intercity freight
traffic. Service improvements, technological developments and cost efficiencies have helped restore
rail freight’s advantage as an inexpensive mode for the long distance movement of bulk materials.
Continued future growth in the nation’s rail freight traffic is expected. Planning and coordination are
critical in preparing for this growth.
A.2

Staggers Rail Act

In October 1980, President Carter signed the Staggers Rail Act into law. The Staggers Act deregulated
rail freight, once the most regulated of all industries in the United States. It resulted in a resurgence of
the nation’s freight railroads and led to lower rail rates and stronger railroads. Staggers gave railroads
the necessary flexibility to adjust rates quickly to respond to market conditions in order to effectively
compete with the trucking industry as well as each other. While freight rates decreased, railroad
profitability and productivity increased.
Both the Staggers Act and the Northeast Rail Service Act (NERSA) of 1981 encouraged the
establishment of new “shortline” railroads to operate trackage unprofitable or marginally profitable for
the larger carriers. Shortline is the term applied to small railroads that, in many cases, began operating
branch lines that the larger carriers no longer wanted. Many shortlines have found ways to profit
through lower operating costs and, partly because they are locally owned and operated, improved
customer service. NERSA also enabled the freight railroads to shed the expensive burden of operating
commuter trains.
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The Staggers Act also expanded the authority of the Interstate Commerce Commission (ICC), which
wielded far-reaching regulatory powers over the railroads, to remove segments of traffic from rate
regulation. In turn, the ICC used this authority to deregulate intermodal and most boxcar traffic. For
traffic that continued to be regulated by the ICC, Staggers also provided statutory authority for
negotiated shipper-carrier contracts. Later in 1995, under President Clinton, the Surface
Transportation Board (STB) replaced the ICC.
The STB is an economic regulatory agency charged by Congress with the fundamental missions of 1)
resolving railroad rate and service disputes and 2) reviewing proposed railroad mergers. The STB is
decisionally independent, although it is administratively affiliated with the U.S. Department of
Transportation. Created by the ICC Termination Act of 1995, the STB is the successor agency to the
ICC. The STB has jurisdiction over railroad rate and service issues and rail restructuring transactions
(mergers, line sales, line construction, and line abandonment); certain trucking company, moving van,
and non-contiguous ocean shipping company rate matters; certain intercity passenger bus company
structure, financial, and operational matters; and rates and services of certain pipelines not regulated by
the Federal Energy Regulatory Commission.
A.2.1 Environmental Advantages of Rail Freight
Rail freight transportation also helps address current environmental concerns. The railroad industry
has stated that:
•

Railroads are more efficient than trucks. Every railcar trip removes approximately three truck
trips from congested major highways

•

Railroads consume less fuel. Railroads can move one ton of freight three times as far as a
truck on a gallon of fuel

•

Railroads generate less pollution. On a per ton-mile basis, railroads emit one-tenth the
hydrocarbons and diesel particulates as trucks, and one-third the oxides of nitrogen and
carbon

The railroads stand to benefit from government policies that capitalize on these benefits. Tax and user
charge policies also affect railroad performance. The railroads indicate that, as an industry, they
remain at a competitive disadvantage to the extent that the user charges that motor carriers are assessed
- fuel taxes & registration fees - do not reflect the true costs that heavy trucks have on the highway
system.
A.2.2 Movement of Hazardous Materials
Each year, 1.7 to 1.8 million carloads of hazardous materials (“hazmat”) are transported by rail in the
United States. Toxic Inhalation Hazards (TIH) - gases or liquids, such as chlorine and anhydrous
ammonia that are especially hazardous if released - are a smaller subset of hazardous materials and are
a major (though not exclusive) focus of hazmat-related rail safety and security efforts. Each year,
railroads transport around 100,000 carloads of TIH, virtually all in tank cars.
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The federal government requires railroads to transport these highly-hazardous materials. Unlike other
industries, including other transportation companies, railroads have no choice when it comes to
transporting hazmat. Railroads cannot refuse a shipment from a chemical manufacturer or user (unless
there is some overarching reason other than the inherent risk of a product release). Absent this federal
mandate, many railroads would not transport these materials. Although the rail hazmat safety record is
outstanding - 99.997% of all rail hazmat shipments reach their destination safely - the chance of a
catastrophic accident still remains. Safety concerns for railroad employees and the communities
served are paramount.
Railroads support prompt, bold actions by all stakeholders to reduce the risks associated with hazmat
transport. Railroads themselves are taking the lead:
•

Railroads help communities develop and evaluate emergency response plans; provide training
for more than 20,000 emergency responders each year through their own efforts and the
Transportation Community Awareness and Emergency Response (TRANSCAER) Program;
and support Operation Respond, a nonprofit institute that develops technological tools and
training for emergency response professionals.

•

Railroads work closely with chemical manufacturers in the Chemical Transportation
Emergency Center (Chemtrec), a 24/7 resource that coordinates and communicates critical
information for use by emergency responders in mitigating hazmat incidents.

•

Railroads participate in a variety of R&D efforts to enhance tank car and hazmat safety. For
example, the Tank Car Safety Research and Test Project (which is funded by railroads, tank car
builders, and tank car owners) analyzes accidents involving tank cars to help identify the
causes of tank car releases so that tank car standards can be improved to prevent future
occurrences.

•

Upon request, railroads provide local emergency response agencies with, at a minimum, a list
of the top 25 hazardous materials transported through their communities. The list helps
responders prioritize emergency response plans.

•

For trains and routes carrying a substantial amount of highly-hazardous materials, railroads
utilize special operating procedures to enhance safety.

•

In addition to implementing the Terrorism Risk Analysis and Security Management Plan,
railroads are working with DHS and the DOT to identify opportunities to reduce exposure to
terrorism on rail property.

•

As required by DOT, railroads provide hazmat awareness training to all employees who are
involved in hazmat transportation. Employees responsible for emergency hazmat response
efforts receive far more in-depth training.

•

Railroads are pursuing a variety of technological advancements to enhance rail safety,
including hazmat safety.
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A.2.3

Regional Freight Advisory Group

As recommended in the prior 2007 RTP document, a Regional Freight Advisory Group was
established by the CMMPO staff. As summarized in Table III-20, the Advisory Group consists of a
“core” group of participants as well as other secondary parties. Meeting on at least an annual basis for
the past few years, a range of freight and passenger challenges and issues have been discussed.
Initially known as the Regional Rail Task Force, early discussion focused on efforts in the region to
increase the number of daily round trips provided by MBTA Commuter Rail between Worcester and
Boston. Later discussions focused on freight rail and transloading operations in the greater region.
Future efforts will be aimed at more directly involving the trucking industry in regional transportation
planning activities, such as the selection of major highway improvement projects.
In retrospect, the Regional Freight Advisory Group has been an excellent means to allow the
CMMPO, the CMRPC and the region’s communities to be made aware of the nature of freight and
passenger flows as well as the impediments that limit their mobility and growth. In the spirit of
SAFETEA-LU, the Advisory Group has enabled the CMMPO to become more informed about the
issues affecting the mobility of both freight and passengers. The Regional Freight Advisory Group
has allowed the CMMPO to obtain improved information concerning existing operations, identified
challenges and potential improvements, particularly those that have the potential to reap regional
and/or statewide benefits.
A.3

The Region’s Rail Freight Network

The rail system within the Central Massachusetts planning region, shown on Figure III-26, has a radial
orientation with the city of Worcester serving as the hub of activity. The rail lines serving the area
must also be viewed in the wider context of the entire state, the greater New England region and the
entire Northeast due to the nature of the global economy. Six freight railroads own track and operate
in the Central Massachusetts region. CSX Transportation, the largest, operates the Boston Line
through the area, an east-west route that connects Boston and Albany, NY. The Boston Line is the
major route of travel for much of CSX’s traffic into and out of New England, including the planning
region. The movement of passengers also follows a similar pattern, as all MBTA Commuter Rail and
Amtrak trains that stop in Worcester utilize trackage rights over the CSX Boston Line. Other eastern
rail giant Norfolk Southern (NS), with the formation of Pan Am Southern (PAS), also intends to
increase the utilization of the recently improved northern east-west rail line in Massachusetts between
Mechanicville, NY and Ayer, MA.
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Table III-20
Regional Freight Advisory Group
General Structure
Core Participants
Public:
CMRPC staff
MassDOT Planning
MassDOT Highway Division Districts #2 & #3
WRTA
MBTA
City of Worcester, other regional communities
Private:
Mass Railroad Association
Mass. Motor Truck Association
Worcester Regional Chamber of Commerce
East Brookfield & Spencer Railroad
New England Automotive Gateway (NEAG)
Grafton & Upton Railroad Company
Massachusetts Central Railroad Corporation
Providence & Worcester Railroad Company
Intransit Container Incorporated (ICI)
Boxcar Services, railcar leasing services
Secondary Participants
Adjacent RPAs:
Metropolitan Area Planning Council (MAPC)
Montachusett Regional Planning Commission (MRPC)
Pioneer Valley Planning Commission (PVPC)
Others:
495/MetroWest Corridor Partnership, Inc.
City of Marlborough Transportation Initiative
Rail Interests from the State of Connecticut
Rail Interests from the State of Rhode Island
______________________________
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B. RAIL FREIGHT SERVICE OPERATORS
As listed below, there are six freight railroads operating within the Central Massachusetts region:
1.
2.
3.
4.
5.
6.

CSX Transportation
East Brookfield & Spencer Railroad
Grafton & Upton Railroad Company
Massachusetts Central Railroad Corporation
Pan Am Railways
Providence & Worcester Railroad Company

In addition to the freight railroads, passenger rail service is also available to the region. Passenger
service to Boston and other points east is provided by MBTA Commuter Rail service from Worcester,
North Grafton and Westborough. Further, intercity passenger service is provided by the National
Railroad Passenger Corporation (Amtrak). At this time, one Amtrak train stops in Worcester, the
“Lake Shore Limited”. As mentioned, the region’s passenger rail service is discussed in the RTP’s
Public Transportation sectional materials.
The following provides background materials on each of the freight railroads operating in the region,
an overview of their existing operations, major challenges & issues, and any projections for the future.

B.1

CSX Transportation (CSX)

B.1.1 Background
CSX Transportation is the largest freight railroad operating in the Central Massachusetts planning
region. CSX was established in 1986 when the Chessie System, Seaboard Coast Line Industries and
the Western Maryland Railway formed one company. CSX entered the region when the Surface
Transportation Board (STB) voted in 1998 to approve the division of the assets of the Consolidated
Rail Corporation (Conrail) between CSX and Norfolk Southern (NS) at a total cost of $10.2 billion.
When the transaction was completed in 1998, CSX expanded considerably, obtaining 42% of Conrail
stock while NS acquired 58% of Conrail stock. CSX received Conrail lines originally belonging to
predecessor New York Central (NYC), including the eastern half of the Water Level Route between
Boston, Albany, Buffalo and Cleveland. CSX and NS commenced operations over their respective
portions of Conrail in 1999.
The major benefit of the Conrail split between CSX and NS was the restoration of rail freight
competition between two Class I carriers in the Northeast. By introducing competition to the areas
formerly served exclusively by Conrail, both CSX and NS worked to increase traffic densities while
improving service reliability. Other benefits included more options for shippers, better railcar
utilization, and easier interchange with Western railroads. Cost savings also resulted through the
elimination of redundant rail lines, equipment and labor union negotiated personnel reductions.
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B.1.1.1 CSX Corporate Overview
CSX Corporation, based in Jacksonville, FL, is one of the nation’s leading transportation companies,
providing rail, intermodal and rail-to-truck transload services. CSX corporate goals include the
following:
•

Provide safe, efficient, competitive transportation and related services to customers

•

Deliver superior value to the company’s shareholders

•

Make a positive difference in the communities served

B.1.1.2 System Characteristics
CSX Transportation, the rail unit of CSX Corporation, provides rail freight service on a privately
owned and maintained network of more than 21,000 route miles in 23 eastern and Midwest states, the
District of Columbia, and two Canadian provinces. CSX rail lines connect with over 230 regional and
shortline railroads as well as 70 river, lake and ocean ports. Its lines connect Chicago, East St. Louis,
Memphis, and New Orleans on the west, through Appalachian coal country and industrial cities along
the eastern Great Lakes to Boston, New York, Philadelphia, and Baltimore on the east and down the
Atlantic coast to Tampa and Miami.
CSX System Facts
•
•
•
•
•
•
•
•

Operates an average of 1,200 trains per day
Transports an average of 20,000 carloads per day
Maintains a fleet of more than 4,000 locomotives
Maintains a fleet of nearly 80,000 freight cars
Provides service to every major population and industrial center east of the Mississippi River
Provides service to 36 automobile distribution centers
Provides service to more than 165 bulk intermodal distribution terminals and rail-to-truck bulk
transloading facilities
Provides service to more than 130 active coal mines, and serves over 100 coal-fired power
plants and cogeneration facilities

CSX Role in Massachusetts
•
•
•
•
•
•

Operates over and maintains 430 miles of railroad track
Operates through 500 public and private grade crossings
Handles nearly 280,000 carloads of freight annually in Massachusetts
Provides service to 150 industries
Employs more than 300 Massachusetts residents with an annual payroll of nearly $19 million
Products shipped include automobiles, construction materials, municipal waste and paper/pulp
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B.1.1.3 Commodities
CSX provides essential transportation services to a wide range of customers across a broad spectrum of
industries. Primary commodities carried by the railroad include agricultural products, automobiles &
auto parts, chemicals, coal, food products & other consumer goods, forest products including lumber
and paper, metals, minerals such as cement, sand, limestone, and gravel, phosphates & fertilizer as
well as intermodal truck trailers and containers.
B.1.2 Existing Operations
B.1.2.1 CSX Freight Corridors
In Massachusetts, CSX operates the Boston Line between Boston and Albany, NY, as shown on Figure
III-27. Essentially bisecting the Central Massachusetts region, the 200-mile Boston Line is the busiest
rail freight line in New England. Established in 1867 when the Western Railroad and the Boston &
Worcester merged to form the Boston & Albany (B&A), it was the first railroad to connect the port of
Boston with the upper Hudson River Valley. This line was considered the first mountain railroad in
America. In 1900, the B&A was leased to the New York Central (NYC). Under the NYC, the line
was substantially rebuilt in 1912 as a realigned, double track route which included major grade
separation improvements through the city of Worcester. Later, in 1968, operation of the Boston Line
was passed to Penn Central and, in 1976, to Conrail. In 1998, CSX gained all Conrail assets in
Massachusetts. Passenger service is also accommodated as both MBTA Commuter Rail and Amtrak
trains utilize the Boston Line. MBTA Commuter Rail serves Worcester and points east. One daily
Amtrak train also uses the Boston Line, the “Lake Shore Limited”, between Boston and Chicago.
Also shown on the figure, CSX operates the Fitchburg Secondary, which provides service between
Framingham, to the east, and Fitchburg, in the Montachusett planning region. The 35-mile Fitchburg
Secondary passes through the northeast subregion communities of Northborough and Berlin.
Additionally, an agreement with the Providence & Worcester Railroad enables CSX to use the tracks
on P&W’s Gardner Branch between Union Station and Barber’s Crossing in Worcester to connect with
the Pan Am Railway’s Worcester-Ayer Mainline.
CSX interchanges railcar and intermodal traffic with the other railroads operating in the planning
region, including the Providence & Worcester Railroad and Pan Am Railways at Worcester. CSX also
connects with two shortline railroads in the area, interchanging traffic with the revitalized Grafton &
Upton Railroad in North Grafton as well as serving MassCentral’s Ware River line.
B.1.2.2 CSX Intermodal Operations
The large metropolitan areas of Boston, Hartford, CT and Providence, RI are all within 50 miles of
Worcester. CSX, long aware of the region’s central location as a distribution center, is working to
expand and modernize area intermodal facilities. The railroad provides service to three major
intermodal transload facilities within the Central Massachusetts planning region. All are strategically
located to provide access to other rail-related facilities, major arterial roadways and the Interstate
System.
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Figure III-27 CSX Transportation System Map of Southern New England
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B.1.3

•

East Brookfield-Spencer
CSX serves the New England Automotive Gateway (NEAG) intermodal automotive
transloading facility located in the host communities of East Brookfield and Spencer.
Railcar switching at the NEAG is provided by the East Brookfield & Spencer Railroad
(EBSR). A detailed overview of both the NEAG and the EBSR is included in this
document.

•

Westborough
The Tate & Lyle Westborough Bulk Station is located at 30 Walkup Drive off of
Flanders Road. It is a rail-to-truck bulk transloading facility servicing tank and hopper
cars carrying food products. Tate & Lyle is a global leader in cereal sweeteners and
starches, sugar refining, value added food and industrial ingredients and citric acid.
According to the company, Tate & Lyle provides ingredients to almost every famous
food and beverage producer in the world.

•

Worcester
A CSX Trailer Van Terminal (TVT) Yard is located at 271 Franklin Street in the city of
Worcester. The Franklin Street Yard provides railcar-to-truck transfer services for both
container-on-flatcar (COFC) and trailer-on-flatcar (TOFC) freight. A sizable bulk
railcar-to-truck transloading facility is on site. There are also rail sidings for
transloading oversized loads as well as the open-air repair of damaged railcars. CSX
also interchanges conventional freight with Pan Am Railways and the P&W Railroad
through the Franklin Street Yard.

Current Major Events

CSX Agreement with MassDOT
After years of work and negotiations, in June 2010 MassDOT announced a $100 million agreement on
a number of issues with rail freight provider CSX. Basically, the Commonwealth’s goal was the future
expansion of MBTA Commuter Rail service while CSX’s goal was the preservation and expansion of
the company’s freight transloading facilities in the state. The following are highlights of the
agreement between MassDOT and CSX:
•

The state will pay CSX $50 million in 2012 to purchase the tracks between Worcester and
Framingham. MassDOT already owns the line from Framingham to Boston. These will allow
for potential increases in MBTA Commuter Rail service between Boston and Worcester, up to
20 round trip trains per day. The state will eventually dispatch all trains along the Worcester to
Boston route.

•

Clearance improvements to accommodate full Phase II double stack freight service will be
implemented along the CSX Boston Line from the NY state line to Westborough at I-495.

•

CSX plans to relocate freight handling activities from Beacon Park yard in Alston Brighton to
an improved and expanded facility in Worcester. The CSX intermodal facility at Walkup Drive
in Westborough will also be improved and modernized.
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•

The state will purchase the 8-mile Grand Junction track in Boston from CSX, which provides a
connection from the Worcester line to North Station through Cambridge, accommodating
envisioned future service increases. As emphasized by MassDOT, there exists the need to
increase track capacity at South Station in order to accommodate additional future year trains.

•

In the southeastern part of the state, 30 miles of CSX track will be purchased to accommodate
the planned South Coast Commuter Rail extensions. In addition, short line Bay Colony
Railroad was selected to provide continued freight rail service in Southeastern MA to
customers formerly served by CSX.

The existing MBTA Commuter Rail schedule between Worcester and Boston consists of 13 inbound
and 12 outbound train trips per day. Citing continually increasing ridership, economic development
prospects as well as the potential for reverse commute, the supporters of expanded passenger rail
service, particularly the city of Worcester, have emphasized the need for a “full” schedule of 20 round
train trips per day.
B.1.3.1 Massachusetts Clearance Increase Project
Efforts are now underway to address clearance limitations along the CSX Boston Line in order to
accommodate full “Phase II” double stack container service along this key railroad corridor serving the
Commonwealth. The clearance project is considered essential to reducing transportation costs for
Massachusetts businesses competing in the global economy.
•

Due to the lack of full double stack clearances in Massachusetts, a “fillet” operation in
Syracuse, NY converts full double stack trains to a “Hi-Low” configuration for furtherance to
Boston.

•

Clearance limitations on the CSX Boston Line from the New York border to Worcester only
allow for short double stack container service at 9’-6” & 8’-6”, called “Hi-Low” service.

•

“Phase II” clearances allow for the stacking of two 9’-6” intermodal containers, the
international standard.

•

Clearance increases are necessary to allow for full double stack service at 9’-6” & 9’-6”, called
“Hi-Cube” service

The clearance increase project involves a combination of raising bridges and lowering track grade
beneath a range of structures between the NY state line and Westborough at I-495. This improvement,
envisioned since the early 1990’s will allow CSX to carry full Phase II double stacked containers.
This will end the need to fillet high cube trains from the west at Syracuse, NY. In turn, while being
provided more shipping options to the nation and the globe, the costs to Massachusetts shippers should
be reduced.
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B.1.4

Future Projections

The CSX freight market in Massachusetts has slowly been migrating westward for well over a decade,
especially with the decline of manufacturing in the greater Boston area. Strong interest by Harvard
University to redevelop Boston’s Beacon Park rail yard into a district called Allston Landing has lead
CSX to seek the expansion and modernization of other outlying, existing intermodal facilities in
Westborough, Worcester and elsewhere in Massachusetts, including West Springfield.
B.1.4.1 CSX Intermodal Expansion Projects
Worcester Intermodal Facility Expansion
Overview
In early 2010, CSX introduced plans to officials in the City of Worcester for the expansion of the
Franklin Street intermodal facility, known traditionally as the “East Worcester Yard”. A preliminary
early site plan is shown in Figures III-28a through 28c. Freight operations have occurred on this site
since the 1830’s, when the railroads first reached Worcester. Coal to power industry and heat homes
was delivered to this place. The Boston & Albany Railroad’s large freight house formerly occupied
part of the site. Further, the former American Express and Railway Express Agency, the predecessors
of today’s UPS and FedEx, were also located in buildings that stood where I-290 now passes adjacent
to the facility.
A private investment of approximately $120 million, major features of the planned expansion include:
•

The footprint of the site will increase from 28 to 52 acres.

•

Estimated 50% annual increase in the number of container handled, increasing from
approximately 100,000 per year to 150,000 per year. The yard will also be able to
accommodate projected future increases in freight movement.

•

As a result of the now-underway Boston Line clearance improvement project, the expanded
facility will be able to accommodate Phase II double stack domestic and international
containers.

•

Brand new overhead gantry cranes will be used in the expanded facility. The cranes offer
increased handling capacity along with cleaner, quieter operations in comparison to the lift
vehicles currently used on the site.

•

Improved storage areas for containers, trailers and truck chassis

•

Improved access to I-290 Eastbound with an improved site drive located directly opposite the
existing ramp system.

•

A bridge will be constructed to carry Franklin Street over roadways internal to the CSX site,
eliminating the intermingling of yard operations with local traffic.
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•

Other city streets surrounding the overall site will undergo a number of specific improvements
aimed at improving traffic flows.

•

Extensive mitigation will be provided to lessen the impacts of the expansion, both on and offsite. Monies will be provided by CSX for open space, park improvements and streetscape
improvements. Further, CSX will donate $1 per container handled at the site to a community
improvement fund.

•

Environmental mitigation provided will improve site drainage and aesthetics. The site will be
buffered from the surrounding neighborhoods using a variety of techniques.

The relocation of CSX freight handling activities from Boston’s Alston Brighton Beacon Park yard
will free track capacity for the envisioned expansion of commuter rail service between Worcester and
Boston, up to 20 round trips per day. CSX representatives indicated that an expanded facility as well
as likely economic spin off from enhanced freight handling capabilities could eventually add 400 jobs
to city and surrounding region. The Worcester City Council seeks to mitigate the impacts of planned
expansion to the neighborhoods that surround the CSX site.
Mitigation for Host Community
Host community elected officials and neighborhood residents raised a number of concerns associated
with the proposed CSX expansion, seeking a robust mitigation package as part of the project. A series
of meetings were held between proponent CSX, state officials, locally elected officials, members of the
local business community and persons in the host neighborhoods. The result of the community
discussions and negotiations resulted in a mitigation package tailored to the needs of the surrounding
neighborhoods.
The city and the host neighborhoods will gain mitigation totaling $5 million for open space, park and
streetscape improvements. This amount includes $1 million for an open space fund and $3 million for
reconstruction and improvements for aquatics at both Holmes Field and East Park. In addition, $1 per
freight container handled in the expanded yard will be donated to an ongoing community improvement
fund. A community-based board will be established to determine how the mitigation dollars are spent.
Based on the provided mitigation, with host neighborhood concerns being addressed to various
extents, some in the Shrewsbury Street neighborhood indicated support for the expansion of the
intermodal facility. Conversely, some parties continued to hold reservations against the project’s
traffic generation, noise and potential pollution, including a number of businesses in the Grafton Street
neighborhood.
On-site improvements proposed by CSX include landscaping to improve the appearance of the
intermodal facility along with the construction of natural sound barriers at key locations. CSX will
also reconstruct a retaining wall parallel to Franklin Street, a 100 year old structure. Site drainage will
be vastly improved and storm water retention basins added to the site.
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Modifications to the site plan evolved from the initial introduction of the project. At this time, CSX is
planning site drive access directly across from I-290 Exit X, as opposed to further south on Grafton
Street at the signalized intersection that once served the defunct supermarket. Rearrangement of the
main site drive also required the acquisition of additional properties.
Putnam Lane Underpass
As part of the site design process, CSX indicated the need to close Putnam Lane, a local shortcut
embraced by the host neighborhoods. In years past, Putnam Lane provided access to railroad and other
private properties. The Putnam Lane bridge carries CSX over narrow city street Putnam Lane. The
bridge is a substandard structure, the unique combination of a circa 1830’s bridge situated within a
circa 1912 underpass. It appears that the full replacement of the 1830’s bridge was never completed.
Both provide limited vertical clearance.
When CSX suggested that Putnam Lane be closed as part of the expansion project, the shortcut was
embraced by locally elected officials on behalf of the host neighborhood. In turn, CSX examined at
several alternatives in conjunction with the Worcester DPW in order to determine if a new bridge
structure could carry a relocated Putnam lane over the CSX property. After consideration of the
formulated alternatives, all were deemed infeasible based on accepted engineering standards.
Eventually, the closure of Putnam Lane was determined to be a reasonable alternative by a majority of
locally elected officials, despite ongoing objections by neighborhood leadership. Ultimately, Putnam
Lane was scheduled to close in May 2011.
Property Acquisitions
In order to accommodate the proposed facility, CSX indicated the need to acquire surrounding
properties to expand the site’s footprint, including a closed market that never ran profitably and was
closed. Throughout 2010, CSX worked to acquire various properties adjacent to the land already
owned by the railroad to accommodate proposed expansion. Many of these properties had a number of
active owners and/or tenants. Some, not pleased with the proposed CSX expansion, were reluctant to
sell their property to CSX for a range of reasons. A number of parcels needed by CSX were dormant
for years, some with unsound structures that would be demolished by the railroad.
Attempting to work with site’s neighbors so as to not preclude access and ongoing activities on
adjacent sites, in the fall of 2010 CSX identified additional properties deemed necessary for the
expansion project. CSX monetary offers for some adjacent parcels were deemed insufficient by the
property owners. In some cases, CSX threatened the use of the railroad’s powers of eminent domain,
permissible by federal law. Although reluctant to use the railroad’s right to exercise eminent domain,
CSX filed the necessary petitions to obtain needed properties. City officials and the owners of said
properties voiced their objections to this strategy and hoped settlements could be made without
resorting to eminent domain.
Later in 2010, CSX eventually agreed to purchase a number of needed parcels, in some instances for
amounts two to three times the assessed value. All land acquisitions for the expansion were later
completed in early 2011. Part of the property acquisition process, CSX offered and provided
assistance for various businesses to relocate their operations, preferably within the city limits in order
to preserve tax revenues.
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Local Approval Process
The host community of Worcester needed to approve a number of zoning changes and issue a special
permit in order to accommodate the CSX expansion project. Approval was also needed for a modern
above ground fuel tank that will be used for the site’s overhead gantry cranes. The discontinuance of
little used city streets within the expansion zone was also required. Some of these streets served
unused derelict buildings that will be demolished as part of the CSX expansion. The closure of
Putnam Lane was also part of these proceedings. Further, approval was also necessary for the various
levels of mitigating improvements needed for both Franklin and Grafton Streets.
Following the approval of the expansion project by a City Council study committee, in November
2010 the full Worcester City Council approved the various changes to zoning and local streets
proposed by CSX to accommodate the expansion. State officials also participated in helping to
finalize the locally-required approval process. Eventually, CSX obtained all necessary site approvals
for the expansion project. CSX continues to work with host community officials, various boards and
neighborhood concerns.
The existing intermodal facility was viewed by some local officials as an attractive area for illegal
dumping. CSX was criticized for its efforts to keep the site clean and minimize the accumulation of
more debris. In response to city concerns, following another site clean up, CSX installed security
cameras in different locations to deter further dumping around the perimeter of the yard.
MEPA Approval Process
“Massachusetts Environmental Protection Act”
Following city approvals, CSX prepared and submitted a detailed Environmental Notification Form
(ENF) to MEPA (EEA# 14673 CSX Worcester Expansion Project). The ENF assessed the likely
impacts of the expansion project and offered a range of mitigation to address the identified impacts.
Further, CSX consultants determined that a full Environmental Impact Report (EIR) would not be
required for the project, as various MEPA criteria for an EIR were not met.
Following initial MEPA review, a site visit and public consultation session was scheduled for
Thursday, December 2, 2010. CMRPC hosted this event at Union Station. Following a discussion of
the project, CSX provided a tour of the site and surrounding neighborhoods by motor coach. Land and
geotechnical survey crews were observed on the site. The tour also visited the Putnam Lane
underpass, proposed to be closed to accommodate the expansion. At the event, those skeptical of the
project and the closure of Putnam Lane reiterated their concerns.
Late in 2011, following MEPA review of the ENF materials submitted by CSX and the comment
offered at the site visit, it was determined that a full EIR would not be required for the expansion
project. The project did not trip any MEPA criteria that would have required an EIR. Further, CSX
proposed a substantial mitigation package as part of the EIR that included a range of street and
neighborhood improvements. It should be noted that, despite MEPA approval, some locally-elected
officials, members of the local business community and residents still hold a number of reservations
about the expansion.
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Construction Commences
In early 2011, preliminary site preparation work continued in and around the CSX yard. By March
2011, CSX submitted the application for the finalized definitive site plan for the expansion project.
With the site plan being subsequently approved by the city, construction commenced and was fully
underway in the spring of 2011. The demolition of the closed market and other derelict structures
were part of this work. An official groundbreaking ceremony was held on June 6, 2011. Locally
elected officials continue to serve a “watch dog” role to monitor the expansion implementation and
associated mitigation measures.
Westborough Intermodal Facility Expansion
During 2010, CSX filed plans to modernize and expand the Westborough intermodal facility located
on Walkup Drive. Formerly an automotive intermodal transloading facility, global food products
company Tate & Lyle currently uses the site to transload such ingredients as cooking oils, corn syrup
and other sweeteners for the baking industry. In the future, the intermodal site will accommodate bulk
materials transloading. Following improvements, a range of products will be transloaded by CSX at
this site for their customers in the greater region including chemicals and other raw materials needed
by local businesses and manufacturers.
CSX is planning extensive upgrades to the Westborough intermodal facility. Proactive environmental
mitigation will serve to raise the elevation of the site above that of the adjacent/surrounding
environmentally sensitive Cedar Swamp. Site drainage will be improved along with storm water
filtration basins. A new track arrangement with increased capacity is also planned.

B.2

East Brookfield & Spencer Railroad (EBSR)

B.2.1 Background
Privately owned and operated East Brookfield & Spencer Railroad (EBSR) provides railcar switching
services for the New England Automotive Gateway (NEAG). The location of this NEAG in relation to
the region’s major rail lines can be seen on previously shown Figure III-26. The EBSR has an office
in the NEAG’s main administration building. A CSX operations desk is also located in the building.
Here, crews for the EBSR and NEAG have a common area for dining and meetings including adjacent
bathroom and locker room facilities. Also, a number of small offices for Northeast Vehicle Services
and the various trucking companies serving the site are located in an adjacent building.
Interchanging railcars exclusively with CSX, EBSR handles an annual volume of over 23,000 multilevel automotive carrier railcars called “autoracks”. EBSR leases and operates approximately 4 miles
of railroad track from CSX consisting of a portion of CSX passing track along with approximately 270
feet of lead track on the yard siding. The siding serves six yard tracks that have a total capacity of 30
railcars. Within the NEAG site there are over 3 miles of railroad track for the storage of unloaded
railcars. Damaged railcars are also stored on these tracks while awaiting necessary repairs. EBSR
crews perform mechanical repairs on damaged or defective railcars in an open-air area. The railroad
has the capability to swap out defective wheel sets on-site.
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B.2.1.1 Railcars Handled
Bi-level and Tri-level “autorack” railcars are utilized to deliver the finished vehicles from the
manufacturers to the NEAG site. The loading deck arrangement for each car varies. Bi-level auto
carriers have two loading decks and can accommodate larger vehicles, such as pick-up trucks, SUVs
and cross-over vehicles. Generally, depending on automotive type, transloading personnel can
typically fit 5 or 6 autos per deck, for a total of 10 to 12 vehicles per bi-level railcar. Tri-levels
autoracks, which provide three loading decks, can carry the most, but the smallest of vehicles.
Depending on the length of the auto or truck being delivered, typically 4 to 6 vehicles can be loaded
per deck. This results in a total that ranges from 12 to 18 vehicles per tri-level railcar.
B.2.1.2 Upgraded Locomotive Power
The EBSR locomotive power serving the NEAG site was recently upgraded. The switching
locomotives were recently upgraded through the lease of a SD40 unit with 6 axles and dynamic brakes.
Six axles help spread the load of the locomotive while providing improved traction. Dynamic brakes
provide an added safety measure and help provide increased control over the locomotive. There is a
downhill grade on the CSX Boston Line adjacent to the site’s lead track into the NEAG’s holding and
unloading tracks. EBSR personnel realize the need for safe operations in this area. The SD40
locomotive is also equipped with Auxiliary Power Unit (APU) equipment.
B.2.2 Existing Operations
B.2.2.1 Overview
A typical day for the EBSR at the NEAG entails locomotives setting out empty autoracks on a siding
parallel to the CSX mainline. An early morning westbound train takes them away. Later in the
morning or early afternoon, a unit train originating in Cleveland, OH, drops an average of 80 to 100
railcars for subsequent transloading. The Cleveland train is assembled with railcars originating from
various assembly plants located throughout a wide area of the nation’s heartland. The autoracks are
combined for the eastward trip from Cleveland through Buffalo, NY across the Empire State to
Selkirk, NY.
B.2.2.2 Transloading Activities
Most mornings, this train is dropped off and switched into the site. The EBSR switches strings of
railcars into the site’s transloading area where “Vehicle Handlers” from Northeast Vehicle Services
begin processing by driving the vehicles from the railcars to assigned parking spaces. Unloading
continues until finished. The empty autorack railcars are then set out for next day’s CSX train to
return them westward to Cleveland. Then the entire process begins all over again. Site operator Bell
has indicated that “the NEAG needs to earn it stripes everyday”. As such, NEAG management is
constantly seeking to improve internal operations for increased safety and efficiency.
All spaces in the NEAG’s large parking lots have an ID number to which the bar-coded vehicles are
assigned. The vehicles are placed in designated locations in the lots to be readily available to the
various trucking companies serving the site. After loading onto car carrier trucks, the vehicles are

III-114

shipped to dealerships throughout central and southern New England. Empty railcars, following
inspection and, if necessary, repair by the EBSR, are set out for CSX to remove the following early
morning.
B.2.3

Operational Challenges

B.2.3.1 Host Community Relations
The EBSR operator has addressed a number of local concerns including, most notably, nighttime train
whistle blasts by CSX locomotives passing parked railcars adjacent to the NEAG site. Residents in
East Brookfield and South Spencer complained of excessive train whistle blasts along the CSX
mainline. Site operator Bell proactively worked with CSX to reduce the whistle blasts from passing
trains, a long observed railroad safety practice meant to warn personnel of trains moving on adjacent
tracks next to where railcars are parked or stored. CSX eventually agreed to reduce the number of
nighttime train whistle blasts, allowing for the use of radio communications and manual flagman
signaling by EBSR personnel.
EBSR crews make a conscious attempt to limit the noise associated with railcar switching movements.
A number of years ago, large noise attenuation panels were installed adjacent to the NEAG’s lead
track on the yard siding in order to buffer the noise and view of EBSR switching operations. Another
challenge to the EBSR is keeping noise levels to a minimum in the South Spencer Village area.
Located southeast of the NEAG, railcars often back up on the CSX passing track in vicinity of
residential homes located in the Village area. The operator has indicated the commitment to
attempting to limit and mitigate any impacts to abutting properties.

B.2.4 Future Vision
B.2.4.1 CSX Clearance Improvements
Impacting the dynamics of freight movement in Massachusetts, highway bridges over the CSX Boston
Line are being raised and tracks are being lowered from the NY state line to I-495 in Westborough to
accommodate full Phase II double stack container service. (Phase II intermodal containers are 9.5 feet
in height, Phase I are 8.5 feet in height.)
In the Central Massachusetts planning region, highway bridges are being raised by MassDOT, in part
through the Accelerated Bridge Program (ABP), to increase the vertical clearance above the tracks in
the communities of Brookfield, Charlton, Spencer and Worcester. Elsewhere, CSX is lowering the
railroad tracks beneath various bridge structures where this procedure is feasible. The CSX clearance
improvements along the Boston Line that will allow for full Phase II double stack container trains will
also accommodate larger Auto-Max II railcars. The Auto-Max is an articulated autorack that requires
the higher clearance.
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B.2.4.2 Auto-Max II Railcars
According to the manufacturer, the “Auto-Max II” railcar is a fully integrated, two-unit railcar design
that offers superior security. The sides are fabricated from 11-gauge sheet steel. Tight-sealing
composite doors have lockable bars while deck access ladders are hidden inside the doors to prevent
roof access by unauthorized persons. The Auto-Max II is the only railcar serving the automotive
industry that carries most vehicles in a tri-level configuration. The internal decks are adjustable and
can be moved to adapt the railcar as necessary in order to respond to auto industry model changes. On
either side of an articulated center, the railcar holds eleven (11) vehicles for a total of 22 vehicles per
railcar. Other features include a smoother ride due to the articulated design, a wider interior as well as
door edge protection.
B.2.4.3 Potential Railcar Repair Building
On-site railcar repair is also accommodated by the EBSR on the NEAG site. Damaged railcars cannot
be placed back into service, or moved from the NEAG, until repairs can be made. This is common
procedure for railcars in interchange service across the continent. The future vision for the EBSR
includes the construction of a building where railcar repairs can be completed indoors. At this time, all
work is done outside exposed to the elements. A range of repairs, including wheel set replacement and
welding can be performed by the EBSR.
B.2.4.4 Potential NEAG Expansion
Future on-site improvements at the NEAG could possibly include increased track capacity. Additional
trackage would assist the EBSR in reducing the backlog of railcars waiting to be unloaded. As
originally envisioned, there also exists the potential for further site development at the NEAG to
include other automotive related uses. The future vision for the NEAG also includes the potential for
internal expansion to handle the transloading of other types of freight arriving in unit trains.
Additional track work could be accommodated within the site. In addition to the forthcoming and
future needs of the automotive industry, other sidings could potentially handle various materials and
products related to agriculture, energy or other industries, such as the delivery of forest products. CSX
also owns other nearby properties that, if developed, the EBSR could perform the necessary terminal
switching services for product transloading and distribution.

B.3

Grafton & Upton Railroad Company (G&U)

B.3.1 Background
B.3.1.1 Corporate History
The Grafton & Upton Railroad (G&U), as shown in Figure III-29, is a 17-mile industrial shortline
linking the communities of Grafton, Upton, Hopedale and, in the MAPC region, the town of Milford.
Until recently, the entire line south of North Grafton was dormant. The G&U interchanges with rail
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giant CSX Transportation’s Boston Line in North Grafton. From there, the line travels southeasterly
through its namesake communities to its terminus at a CSX branch line in Milford.
The North Grafton interchange with CSX was rebuilt during the 1990’s remains in use. A small railto-truck transloading terminal that can accommodate boxcars and flatcars is situated in North Grafton
adjacent to the CSX Boston Line. It consists of a mini freight house with a loading dock as well as
parking for a modest number of truck trailers.
Originally founded in 1873, the G&U has remained independent throughout its existence, never
having been controlled by another railroad. See the 2012 RTP’s Technical Appendix for a brief
history of the Grafton & Upton Railroad.
B.3.1.2 New Railroad Owner-Operator
Former primary owners the Lucy family recently sold the G&U to new owner and operator Jon Delli
Priscoli. Mr. Delli Priscoli purchased one half of the railroad in 2008, later obtaining the remaining
half in 2009. Private ownership has full title to G&U; the railroad is not a state owned property.
Ownership indicates that the G&U is the only privately owned freight railroad east of Worcester.
The G&U is a rail freight provider that is:
•
•
•
•

Privately owned (Right-of-way, track and other structures are wholly owned)
Independent
Completely debt free
Seeks partnerships with affected stakeholders

Ownership seeks to work with elected state officials and various state agencies to explore future
opportunities for the railroad. Although fully realizing the railroad’s unique position of being exempt
from local authority, ownership has indicated a willingness to work with leadership in the host
communities.
B.3.1.3 G&U Property Holdings
The G&U is 16.5 miles in length and provides an 82 foot right-of-way, essentially 41 feet from the
track centerline to the edge of the G&U property. (Encroachment on the railroad right-of-way that
has occurred during dormancy is in the process of being removed by the G&U ownership.) Further,
the railroad ownership also has property holdings that total in excess of 100 acres along the line in the
host communities of Grafton, Hopedale, Milford and Upton. The G&U owner is a real estate
development expert, having built approximately 1 million square feet of structures in MetroWest with
the permitted potential for an additional 2 million square feet.
B.3.1.4 Partnership with CSX
Connecting to rail giant CSX on both ends of the line in North Grafton and Milford, G&U ownership
has indicated a “partnership” with CSX. As a “shortline” railroad, the G&U can take the freight
carried over long distances by CSX and handle final delivery to line-side customers. Customer freight
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originating from the Midwest has a direct rail connection to New England via the G&U, minimizing
the trucking portion of the trip. Ownership has noted that some materials now handled by the G&U
were formerly trucked from as far away as New Jersey.
In order to enable a higher frequency of Commuter Rail service on the CSX line between Boston and
Worcester, the freight distribution network in eastern Massachusetts is steadily moving westward.
With the imminent closure of the Beacon Park rail yard in Boston’s Allston-Brighton section, the
G&U is positioned to handle freight diverted from Beacon Park. Further, G&U ownership sees
opportunity for the railroad with the CSX reconstruction and modernization of the Walkup Drive
intermodal facility in Westborough.
B.3.2 Current Activities
B.3.2.1 Resurrection of a Railroad
With the exception of a short segment of track in North Grafton serving the Washington Mills
abrasives plant, most of the line through both Upton and Hopedale were dormant for nearly 20 years.
In North Grafton, G&U maintains an active interchange with CSX. Here the railroad’s operations are
headquartered. There are a number of structures here, including a small cross-dock, rail-to-truck
intermodal transload facility. Equipment is both maintained and stored at this location in the small rail
yard. Parking is also available for truck trailers.
Also the owner of a construction company First Colony Development, the G&U owner Delli Priscoli
trained his workers how to clear the railroad’s right-of-way of brush and debris, how to re-establish
drainage and then how to reconstruct the track and ballast. Crews were also trained to perform
ongoing maintenance responsibilities along the revitalized line, improving and protecting the
investments made.
A phased approach was taken to revitalize the line through track reconstruction, ballast placement and
extensive drainage improvements.
Phase I
• North Grafton to West Upton
• 7½ miles upgraded and currently operational
• 14,000 cross ties replaced
• Highway grade crossing restoration
• Completed in 2009
Phase II
• West Upton to Hopedale
• 6 miles upgraded and currently operational
• Cross ties replacement
• Highway grade crossing restoration
• Completed in 2010

III-119

Phase III
• Hopedale to Milford at CSX
• Complete reconstruction of nearly 2 miles of rail line is necessary
• Highway grade crossing restoration
• Eventual need to increase vertical clearance beneath the bridge that carries the G&U tracks
over Hopedale Street in Hopedale; very low for vehicles passing beneath the structure.
Restoring the G&U line to the CSX connection in Milford could serve to shift freight away from the
CSX Boston Line, providing the greater ability to increase the frequency of MBTA Commuter Rail
service. It is estimated by the railroad that the process to reestablish the CSX connection in Milford
will take approximately two years.
Motive power equipment upgrades were made in order to effectively serve the line’s new customers.
Decades-old equipment in use on the line in North Grafton was scrapped. Dilapidated railroad
structures and facilities were either cleaned up or demolished elsewhere along the line.
All upgrades to revitalize the G&U have been paid directly by ownership, reportedly having invested
in excess of $12 million to revitalize the long dormant railroad. The project is expected to open up
economic development opportunities all along the rail corridor, including truck-rail transloading
operations. Ownership indicates the future potential to upgrade the G&U to handle 315,000 pound
railcars, thus moving their customer’s goods using fewer, but heavier cars.
B.3.2.2 Revitalized Rail Freight Service
Average train speeds on the revitalized line range from 10 to 20 mph. In the future, the railroad has
the potential to upgrade track to accommodate increased train speeds.
Products hauled include:
•
•
•
•
•

Grain
Plastics
Various chemicals
Organic liquid de-icer for customer Safe Roads, a winter road-ice treatment company
Wood pellets

Essentially, the G&U is working to transport raw materials to local businesses as well as ship finished
products out to national and international markets. There is also the future potential for the G&U to
provide tank car and kosher railcar cleaning services.
B.3.2.3 West Upton Intermodal Operations
The G&U has reconstructed and reopened the long dormant West Upton rail yard. Here ownership
cleaned up an identified “Brownfield” property 22 acres in size. The town’s landfill and a defunct fuel
company formerly occupied the site. In addition to two new spur tracks, other track work will serve to
fully revitalize the 150 railcar capacity West Upton rail yard. Two storage silos for wood pellets have
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also been constructed at the rail yard. It is envisioned that the West Upton rail yard will handle
approximately 60 to 80 freight cars per day. Notably, the G&U planted trees to create a buffer
between the revitalized rail yard and nearby residential housing.
An intermodal terminal providing rail-to-truck transloading has also been established at this location.
The revitalized West Upton rail yard is situated about 2½ miles from the I-495 interchange in
Hopkinton. The MassPike (I-90) is located one exit north of the Hopkinton interchange. At this time,
eastern U.S. carrier Dana-Suttles Trucking serves the West Upton yard.
The intermodal yard is open and providing additional tax revenues to host community of Upton. In
fact, G&U ownership indicated in early 2011 that the West Upton yard is “sold out”. There is the need
for facility expansion or another location for product transfer. Currently, trucking handles various
deliveries in the area that have the potential to shift to rail.
B.3.2.4 Hopedale Intermodal Operations
An intermodal facility is also proposed by the G&U ownership adjacent to the former Draper Mill site
in Hopedale. Here the G&U owns a 30 acre parcel for the development of a rail yard and intermodal
terminal similar to that under operation in West Upton. On the site, the G&U owns the former Wickes
Lumber building, 90K square feet in size. Renovated by the railroad, the building is unique in that it
provides an internal floor-to-ceiling clearance of 50 feet and has a rail spur running through the
structure. It is ideally suited for a variety of industrial and warehousing uses.
B.3.3

Future Vision

B.3.3.1 Potential Development Sites
The G&U’s Delli Priscoli has indicated that his business concept is to provide commercial and
industrial properties along with freight railroad service, “one stop shopping”. The railroad has
acquired 100’s of acres of land parcels along the revitalized rail line, ideal for rail-served development.
An expert in land development, ownership has demonstrated an understanding of site development
procedures, permitting and expediting. Construction services can also be provided by First Colony
Development. Ownership reports that different companies are considering the available development
sites adjacent to the revitalized G&U.
B.3.3.2 Potential Commuter Rail Extension
In addition to ownership’s intent to fully revitalize the freight hauling capabilities of the G&U, in the
longer term the railroad seeks to potentially host MBTA Commuter Rail service. Connecting the G&U
line from Hopedale through Milford and Bellingham to Forge Park in Franklin, the current terminus,
would allow for an extension of MBTA Commuter Rail to directly serve three additional communities.
In the spring of 2011, MassDOT indicated that the Milford Commuter Rail Feasibility Study completed
in 1997 will be reviewed and updated, perhaps later in the year. When the MBTA studied the option
of extending the Franklin line into Milford in 1997, it was determined that the number of new riders
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would not justify the expense of line reconstruction. It was, at the time, listed as a “medium priority”
project by the MBTA.
The potential for a Commuter Rail extension to Bellingham, Milford and Hopedale could provide
Transit Oriented Development (TOD) opportunities for the host communities. This is particularly true
for the town of Hopedale’s former Draper Mill complex, where approximately 1 million square feet of
redevelopment potential exists.
B.3.3.3 Potential Draper Mill Redevelopment
Hopedale’s Draper Mill complex closed in the early 1980’s. At its peak, the Draper Mill employed
nearly 5,000 people. The current owner of the Mill property has removed all hazardous materials from
the site and razed many of the outbuildings. The remaining main building is a structure in excess of 1
million square feet.
Guided by a locally-based committee, a reuse study for the former Mill was compiled by consultants
Concord Square Development. The study suggests a mixed use redevelopment scenario, including
retail, office/commercial and residential uses. The consultants further indicated that the potential reuse
of the former Draper Mill would require millions of dollars in historic tax credits. Town officials have
indicated that they would prefer commercial uses to avoid being overwhelmed by residential
redevelopment. Further, host community Hopedale is considering establishing an overlay district in
the area of the Draper Mill as well as determining compatible uses.
G&U ownership states that the presence of the revitalized railroad provides unique opportunities for
the reuse of the Draper Mill. The Draper Mill site has an existing layover facility and, in the past,
there was a passenger station located there. A range of commercial and even industrial uses, those that
require rail freight transportation, may be viable at the Draper Mill. As state officials have noted that
access to the Draper Mill is somewhat challenging from either I-495 or Route 146, reconnecting the
G&U to the MBTA Commuter Rail network at Forge Park in Franklin would perhaps help increase the
viability of redevelopment at the site.
B.4

Massachusetts Central Railroad Corporation (MC)

B.4.1 Background
The Massachusetts Central Railroad Corporation, “MassCentral”, is an independent, privately owned
rail freight provider headquartered in South Barre, Massachusetts. The line’s owner is Jon Pondelli
and the railroad’s primary operator is Robert Bentley. As shown on Figure III-30, the MassCentral
operates a 26-mile shortline in the Ware River Valley from Palmer through Ware (in the Pioneer
Valley region), through the communities of Hardwick and New Braintree, to the line’s terminus in the
village of South Barre within the town of Barre. See the 2012 RTP’s Technical Appendix for a brief
history of the Massachusetts Central Railroad.
The railroad’s headquarters are located at the newly named Phoenix Plaza Industrial Park in South
Barre. In South Barre, intermodal operator Wildwood Reload Company provides transloading and
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“last mile” trucking distribution services. In Palmer, MassCentral interchanges directly with eastern
rail giant CSX as well as regional carrier the New England Central Railroad (NECR). Via the NECR,
connections can be made to the Canadian National (CN) and Canadian Pacific (CP) railroads. The
connections with these Class I carriers provide MassCentral’s customers with access to a number of
competitive transportation routes into and out of the Northeast marketplace.
B.4.2 Existing Operations
Since 1994, the MassCentral has run daily freight service along the Ware River Line. The railroad
serves customers located along the line as well as the former Barre Wool Combing Company site in
South Barre, now known as Phoenix Plaza, the line’s terminus. The South Barre site is used for
transloading, warehousing and final distribution via area trucking companies. The MassCentral carries
a wide variety of consumer and manufactured goods including coal, animal feed, grain, lumber,
minerals, paper, plastics, rock salt and wood products. The MassCentral also occasionally provides
“scenic” passenger excursion service, called the “Ware River Limited”, during the fall foliage season
and early winter.
The MassCentral Railroad operator has indicated traffic levels of approximately 2,500 cars per year on
the line, many traveling the distance from Palmer up to South Barre. With additional customers along
with identified track improvements, the operator has indicated the future potential to handle an
additional 1,000 railcars on an annual basis. MassCentral maintains a networked computer system and
can provide Electronic Data Interchange (EDI) transmissions for Bill of Lading/Waybill Information to
any railroad or shipper with the same capabilities. The MassCentral operator has indicated that the
railroad is well positioned to assist the transportation needs of their customers.
B.4.2.1 Participation in the Regional Planning Process
As requested by MassCentral Railroad operator, the CMRPC staff completed an easy to read map of
the state-owned line, previously featured, showing the location of all roadway crossings and bridge
structures. The map will be used by ownership as a visual reference to explain the requested track
upgrades to uninitiated parties.
An initial Environmental Consultation was also completed by CMRPC on behalf of the railroad that
produced an “Environmental Profile” map for the greater area surrounding the Wildwood Reload
intermodal site in South Barre using overlay data from the Department of Conservation & Recreation
(DCR), the Department of Environmental Management (DEM) and the National Heritage and
Endangered Species Program (NHESP). (This effort has been noted elsewhere in the RTP’s
Environmental section.)
The MassCentral’s ownership has stated that railroads and intermodal transload facilities are widely
recognized as major “Green Transportation Providers” for the safe, efficient and environmentally
sound movement of goods in the Commonwealth.
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B.4.3 Current Issues
B.4.3.1 State-Owned Infrastructure
Track maintenance is an ongoing challenge to the MassCentral. Recently, highway grade crossing
improvements also needed to be implemented at various locations along the line. In some areas along
the Ware River Line, periodic flooding is also a concern. The need to rehabilitate the state-owned
track has been indicated to MassDOT and other state officials by MassCentral Railroad operator
Robert Bentley. The improvements are viewed as necessary to both retain and expand the railroad’s
business opportunities. Being a state-owned rail line, the railroad’s operators have requested CMMPO
support in seeking infrastructure improvements along the line in order to insure continued service to
customers in the Ware River Valley.
Based on a study conducted by the railroad, there exists the need for approximately $5 million in
improvements to keep the line serviceable. An approximate percentage of track length in the CMRPC
region and neighboring Pioneer Valley region are as follows:
10.82 miles in CMRPC region
(40%)
16.29 miles in Pioneer Valley
(60%)
Total: 27.11 mile mainline total (100%)
Based on these mileage percentages, it is suggested that the estimated $5 million cost to rehabilitate
the line between Palmer and South Barre be divided between the two planning regions with the
CMMPO potentially providing $2 million and the PVMPO providing the balance of $3 million. The
improvements requested by the railroad could extend line operations by at least a decade.
B.4.3.2 Inactive Intermodal Operations
Despite the MassCentral’s efforts, the Palmer intermodal container facility struggled through the early
2000’s and eventually closed in late 2003. However, the railroad’s bulk transloading facility at Gibbs
Crossing (in the Pioneer Valley region) continues operations. MassCentral’s bulk terminal facility
provides 165 accessible railcar spots for transloading from rail-to-truck. Further, a truck scale and rail
weigh-in-motion scale are on-site.
B.4.3.3 Trespassing
Safety is a major concern of the MassCentral and although the Ware River Line is lightly serviced,
trespassing on the railroad’s right-of-way regularly occurs. This is especially a concern with the
projected increase in the frequency of freight service to Phoenix Plaza Industrial Park in South Barre.
Motorcycles and snowmobiles on the railroad tracks have been an issue.
B.4.4

Future Projections

The MassCentral has indicated that the railroad’s quality service, safety and marketing program have
the freight carrier positioned for future growth. The MassCentral is also actively involved in the
communities it serves, as rail freight service has proven vital to many industries located along the
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Ware River Line, especially in preserving markets and retaining local employment. Additional
commercial or industrial development may have the potential to occur along the MassCentral line in
the communities of Barre and Hardwick.
B.4.4.1 “Phoenix Plaza” Industrial Park in South Barre
The Phoenix Plaza Industrial Park, 120 acres in size, is located on the former site of the Barre Wool
Combing Company industrial complex in the village of South Barre. At the Phoenix Plaza there is an
extensive amount of property available for development, preferably for uses, such as warehousing, that
require rail freight transportation services. Ownership seeks to locate businesses in Phoenix Plaza that
require a combination of rail sidings and truck transport. The Wildwood Reload intermodal facility
has operated on the site for a number of years and maintains a rail-served lumber and building products
warehouse and transloading area.
In September 2010, a grand opening for the first new building at the Phoenix Plaza Industrial Park was
held. At the event, ownership and local officials spoke and a ceremonial ribbon was cut to formally
open the new structure. The grand opening was for a 34,000 square foot Salt Storage Building capable
of storing 40,000 tons of rock salt. Representatives of American Rock Salt, the company that
constructed the new Salt Storage Building, intend to serve the needs of local highway departments and
other area businesses. Rock salt delivered to the site by the MassCentral Railroad is transloaded from
railcars positioned adjacent to the structure via a system of conveyor belts.
The operators of Phoenix Plaza intend to continue being a good neighbor to the surrounding South
Barre Village. They hope that the future development of the Phoenix Plaza Industrial Park will serve
to invigorate the economy of the town of Barre and the surrounding communities.
B.5

Pan Am Railways (PAR)

B.5.1 Background
B.5.1.1 Corporate Overview
Headquartered in North Billerica, MA, Pan Am Railways (PAR) is a Class II railroad serving northern
New England from Calais, ME to Ayer, MA. The primary subsidiaries of PAR are the Maine Central
Railroad (MEC), the Boston & Maine Railroad (B&M), and Springfield Terminal Railway (ST). Prior
to 2006, the railroad was formerly known as Guilford Rail System. PAR maintains a roster of
approximately 120 locomotives and 2,800 freight cars, mostly boxcars. The railroad continues to
invest in locomotives and car rebuilding at their Nashua, NH facility. See the 2012 RTP’s Technical
Appendix for a brief history of the Pan Am Railways.
B.5.2 Existing Operations
B.5.2.1 Rail Network
The Pan Am Railways Mainline runs from Mechanicville, NY to Mattawamkeag, ME, a distance of
467 miles. Elsewhere, there are 124 mainline miles on four major routes, 184 miles in branch lines
and 20 industrial tracks of varying length. Pan Am also has trackage rights over various MBTA and
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Amtrak lines. The railroad interchanges with CSX Transportation and the Providence & Worcester
Railroad in Worcester.
The only rail line operated by Pan Am Railways within the Central Massachusetts planning region is
the 28-mile Worcester Mainline between Worcester, at Barbers Station, and the town of Ayer, in the
Montachusett region, as shown on Figure III-31. In Ayer, the Worcester Mainline interchanges with
the Pan Am Southern (PAS) Mainline through northern Massachusetts and the nearby Devens
intermodal facility. The major interchanges along this line are located in Boston, Ayer, Fitchburg,
Greenfield, North Adams and Mechanicville, NY.
At one time a double track route, the major route to Maine from the south, the Worcester-Ayer line
was reduced to a single track during the early 1960’s. Freight service steadily declined and for nearly
two years in the mid-1980’s the line was not used north of the town of Clinton. Trackage received
minimal maintenance for nearly 25 years and, subsequently, train speeds were restricted to 10 MPH.
During 1989, following the decision to reinstate daily freight service, PAR predecessor Guilford
rebuilt the line and raised clearances to accommodate tri-level automotive carrier railcars between
Barbers Station and Ayer. Notably, over the past few years, various at-grade highway crossing
improvements along the Worcester Mainline have been implemented.
The three miles of track between the CSX Boston Line at Worcester’s Union Station and Barbers
Station are part of the Providence & Worcester Railroad’s Gardner Branch. PAR and CSX trains are
permitted to use this connecting rail line under a trackage rights agreement with the P&W. Under an
agreement between the two railroads, PAR crews handle CSX trains over the Worcester Mainline
easing rail traffic transfers at the Ayer Yard.
B.5.2.2 Commodities
Nearly half of the railroad’s traffic consists of paper, pulp and related chemicals. The remainder
consists of automobiles, building materials, coal, general merchandise, grain & food products, fuel,
and intermodal containers. The paper industry provides the largest source of business, for inbound
chemicals, clay and pulp as well as outbound paper. In fact, rail has a slightly more than 50% market
share for outbound paper shipments from the state of Maine, most of which utilize Pan Am Railways
while trucks and maritime freighters carry the balance.
B.5.2.3 Ayer Intermodal Facilities
The PAS rail yard in Ayer, located in the town center, is a traditional classification yard situated
adjacent to the PAS “Patriot Corridor” and the PAR line south to Worcester. Container service is
provided at the nearby Devens planned community and business park. Also, the newly constructed
San Vel intermodal site for automotive transloading is strategically located at the terminus of the
Patriot Corridor mainline where the line diverges to either Boston on the MBTA or points north on the
PAR system, including New Hampshire and Maine.
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The Devens intermodal facility serves as a customs-bonded “inland port” and trucking distribution
center, extending the range of the railroad. Guilford Motor Express serves as the terminal and
warehouse operator while PAS provides rail service to and from the facility. Corporate residents at
Devens have direct access to PAS and, in turn, the vast NS system.
B.5.2.4 Relationship with Norfolk Southern
Following the split up of Conrail between NS and CSX, by the late 1990’s NS was seeking new
opportunities for the railroad, including gaining improved access to customers in New England. CSX,
having essentially acquired the former assets of the New York Central, gained the Boston & Albany
mainline between the namesake cities. However, NS had no direct access to Boston area markets.
Although CSX competitor NS did not acquire any trackage in Massachusetts as a result of the Conrail
acquisition, Pan Am Railways predecessor Guilford and NS agreed in 1998 to interchange traffic at
Canadian Pacific’s Mohawk Yard in Mechanicville, NY. This operating agreement benefited shippers
in the northern part of Massachusetts by linking Ayer, as well as the Waterville, Maine intermodal
facility, with the broad NS network of over 30 intermodal terminals, providing a competitive
alternative to CSX. The operating agreement allowed Guilford freight originating in New England to
be interchanged with NS via the Hoosac Tunnel for points south and west. Similarly, NS freight could
continue on Guilford into Massachusetts for points north and east.
Hoosac Tunnel Route
The PAS Mainline across northern Massachusetts provides gentler grades when compared to the
competing CSX Boston Line, in large part due to the nearly 5-mile long Hoosac Tunnel in
northwestern Massachusetts. The gentler grades allow PAS to pull trains of comparable size using
fewer locomotives and less fuel. In the late 1990’s, in order to accommodate modern railcars destined
to Ayer, PAR predecessor Guilford Transportation worked with eastern rail giant Norfolk Southern
(NS) to increase the vertical clearance of the Hoosac Tunnel. In exchange for trackage rights allowing
for through rail freight service from Chicago to Boston, NS assisted in funding the clearance increases.
The clearance increases allowed the tunnel to accommodate the passage of “Hi-Low” double stack
containers, covered tri-level autoracks and other excess height railcars. Additional clearance
improvements would be required to allow for full Phase II double stack containers. As such, Phase II
double stack traffic from the west enroute to Massachusetts needs to be “filleted” in New York prior to
entering the state. The Hoosac Tunnel improvements are widely considered to be the most noteworthy
capital improvement ever completed by PAR predecessor Guilford.

B.5.3

Current Major Events

Pan Am Railways Recovers from Economic Downturn
The ongoing national economic recovery has resulted in a steady increase in business for Pan Am
Railways. Although business had fallen by nearly 1/3 during the worst of the economic downturn, the
situation began to rebound in the second half of 2010, particularly from the northern New England
paper companies served by PAR. As such, the railroad is attempting to reverse a downsizing from
early 2010. Due to a shortage of engineers and conductors, the company has recently trained 40 new
personnel. System-wide, Pan Am has also been targeting other improvements that will result in

III-129

increased reliability for the railroad’s customers. The “Patriot Corridor” improvement project alone is
expected to particularly benefit Pan Am’s customers in Maine and elsewhere on the system through
improved service and a broadened market.
New Rail Freight Carrier Established
During the mid 2000’s, the corporate relationship between Pan Am Railways and Norfolk Southern
continued to evolve. Working together, the corporate partners proposed a new railroad company
named Pan Am Southern (PAS) in 2008. In early 2009, the Surface Transportation Board (STB)
approved the new PAS. A relationship with mutual benefits, PAS provides eastern rail giant NS with
improved access to customers in the greater Boston market enabling it to compete directly with CSX.
Pan Am benefits will be felt system-wide as NS brought $140 million to the table, mostly for capital
improvements to the newly dubbed “Patriot Corridor”.
Patriot Corridor
A major goal of the joint venture was to rehabilitate the 155 mile rail line between Mechanicville, NY
and Ayer, MA, named the “Patriot Corridor”. Beginning in 2009, nearly $90 million spent over a three
year period on capital improvements. Track improvements alone cost approximately $48 million. The
investments along the Patriot Corridor allow for heavier railcar loadings and increased train speeds.
The weight limit along the line was increased from a 263K to a 286K rating. Vastly reducing transit
times, the rebuilt railroad track can handle maximum speeds of 40 MPH of straight segments and 30
MPH on curved section of track. Prior to the improvement project, speeds ranged from 10 to 25 MPH
due to the deteriorated conditions along the line.
Improvements to the Patriot Corridor included track resurfacing along with the installation of new
switches and nearly 37 miles of new rail. A total of 123,000 new crossties were installed as part of the
project. The reconstruction of the rail line also required 80,000 tons of gravel ballast. Railroad signal
upgrades, bridge work and at-grade highway crossing improvements were also completed. In 2010, a
new two mile siding was constructed along the line near Pownal, VT in proximity to the Hoosac
Tunnel.
Intermodal Facility Improvements
Another component of the Patriot Corridor project was to improve and expand the intermodal
terminals along the rail line. This work was ongoing in the spring of 2011. Improved transloading
equipment was also acquired. In Mechanicville, NY, a moderately utilized freight yard is being
revitalized and modernized at cost of nearly $38 million to serve as an intermodal transloading facility
and automotive terminal. In Massachusetts, a new automotive terminal to serve the greater Boston
area was constructed at cost of $8 million at San Vel site in Ayer.
Fitchburg Line Commuter Rail Improvements
Supplementing the improvements paid for by PAS west of Ayer, federal and state monies are being
spent on the line from Fitchburg easterly to improve MBTA Commuter Rail service to Boston’s North
Station. The Commuter Rail improvements include track and ballast, crossover interlocking as well as
station work all aimed at reducing travel times along the line. East of Ayer, federal and state funding
is paying for improvements aimed at reducing Commuter Rail travel times from Fitchburg to Boston’s
North Station.
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B.5.4 Future Vision
Pan Am Railways
Previously, PAR officials have stated “the greater Worcester area has played and will continue to play
a critical role in our transportation system.” According to the railroad, the past growth experienced in
the region, particularly at the Devens intermodal facility in Ayer, points to continued future growth in
Central Massachusetts. Since the economic downturn, freight traffic and revenues have steadily grown
and railroad management is optimistic about the future.
Pan Am Southern
According to the railroad, PAS is working to provide expanded transportation capacity for goods to be
moved over long distances to other parts of the country and world. Along with the strength of NS,
PAS is attempting to maximize opportunities in the New England marketplace to attract new
opportunities for business growth. The recent Patriot Corridor improvements present an opportunity
for new businesses to locate in Massachusetts and other points north to utilize a rail freight system
with increased efficiency and reduced costs.
B.6

Providence & Worcester Railroad Company

B.6.1 Background
B.6.1.1 Corporate History
Chartered in 1844, the Providence and Worcester (P&W) Railroad Company began both freight and
passenger operations between its namesake cities in 1847. Between 1892 and 1968, the railroad was
leased and operated by the former New York, New Haven and Hartford. In 1968, the P&W was
reincorporated and in 1970 requested independence from bankrupt Penn Central. Early in 1973, the
P&W resumed independent freight operations. In 1988, the P&W separated from its parent, Capital
Properties, Inc. of Providence, RI, and became a publicly traded company. The P&W serves
Massachusetts, Rhode Island, Connecticut, and New York. The city of Worcester, where the railroad’s
corporate headquarters are located, is the system hub. Since 1992, P&W’s administrative,
maintenance and operating functions have been housed in the former Wright Wire Mill Building on
Hammond Street.
The P&W prides itself on providing superior service. Through its wide range of transportation
services, the rail freight carrier directly impacts a large and diverse portion of the Central
Massachusetts business community. P&W serves a number of companies that ship and/or receive
products on private rail sidings throughout the region. These companies range in size from as few as
ten to several hundred employees. Further, the P&W serves hundreds of other companies located
across New England through rail-to-truck transfer operations.
B.6.1.2 Participation in the Regional Planning Process
As part of the freight planning work activity, CMRPC works to educate area decision makers,
stakeholders and other participants in the planning process about rail freight and intermodal operations
and its critical importance to employment and the local economy. The agency has had an active,
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ongoing relationship with the rail freight providers operating in the region since the early 1990’s.
CMRPC has met with P&W officials on a number of occasions as part of ongoing public participation
efforts that specifically include outreach to the region’s providers of freight transportation.
The P&W Railroad, being headquartered in Worcester, has been a long time participant in the regional
planning process. Since the early 1990’s, P&W leadership has provided input and comment
concerning the development of the region’s RTP, Transportation Improvement Program (TIP) and
freight planning activities. Further, the railroad has been a member of the CMMPO Advisory
Committee since its inception. Recently, in both 2010 and 2011, CMRPC hosted the railroad’s Annual
Shareholder meeting in Worcester’s Union Station. The agency will again host the event in the spring
of 2012.
B.6.2 Existing Operations
B.6.2.1 Rail Network
The P&W operates over 516 miles of track system-wide. The railroad owns 180 miles of track
outright and, through trackage rights agreements, has access to an additional 336 miles in Connecticut,
Massachusetts, New York and Rhode Island. This includes exclusive Northeast Corridor (NEC)
freight carrier rights from the Massachusetts-Rhode Island state line to New Haven, CT. As shown in
Figure III-32, P&W currently operates approximately 68 miles of track in the area, the most of any
railroad operating within the Central Massachusetts planning region. The three P&W lines are the
Providence & Worcester Mainline, the Norwich Branch and the Gardner Branch. Since 1973, the
P&W has invested millions of dollars on track rehabilitation projects along these Massachusetts rail
lines.
P&W’s rail network provides for a range of traffic interchange options with a number of other freight
railroads. P&W interchanges with the CSX Boston Line at the northern end of the Southbridge Street
classification yard. This connection accommodates nearly all of P&W’s container-on-flatcar (COFC)
traffic and the majority of its carload traffic. The tracks of P&W’s Gardner Branch parallel that of the
Boston Line between the Southbridge Street Yard and Worcester’s Union Station, where they diverge.
The Gardner Branch passes through the North planning subregion to Gardner, in the Montachusett
region, where P&W interchanges with Pan Am Southern.
The Providence & Worcester Mainline essentially follows the Blackstone River to the Port of
Providence, RI while the tracks of the Norwich Branch head due south to the Connecticut shore. In
Connecticut, P&W has direct access to the New England Central Railroad (NECR) at either New
London or Willimantic. In turn, the NECR provides connecting service to the Canadian National (CN)
and Canadian Pacific (CP).
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Figure III-32 Providence & Worcester Railroad System
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Earlier, in Rhode Island, the Freight Rail Improvement Project (FRIP) completed in 2006
reconstructed 22 miles of track adjacent to the electrified Northeast Corridor (NEC) from Central Falls
through Providence, south to the deep-water port facilities at the Seaview Industrial Park in Davisville,
the site of the former Quonset Point Naval Air Station on southwestern Narragansett Bay. A major
purpose of the FRIP was to assist in attracting development and generating increased usage at
Davisville. Increased rail capacity and improved overhead clearances have allowed P&W to move
modern rail equipment, including double stack containers and multilevel autoracks railcars, from
Rhode Island deep-water ports to Worcester’s “Inland Port”.
The city of Worcester, P&W’s center of operations, is an important intermodal hub for greater New
England. The railroad’s Locomotive Maintenance & Repair Facility, main freight classification yard
and intermodal container terminal (dormant in 2011) are all located on 125 acres adjacent to
Southbridge Street. A second, larger intermodal terminal, the Greenwood Yard, is located on Wiser
Avenue with access from newly named Blackstone River Road (formerly Millbury Street).
The Locomotive Maintenance & Repair Facility is a state-of-the-art, full-service maintenance and
repair center for both locomotives and railcars. It is one of the largest and most advanced railroad
repair center of any regional railroad. Here, the P&W provides repair services to CSX, Amtrak, the
MBTA and other carriers. The P&W owns and maintains over 30 locomotives. Railcar leaser GATX
Corporation, a P&W shareholder, provides the rolling stock necessary to serve the railroad’s varied
customer base.
B.6.2.2 Freight Service
System-wide, the P&W serves approximately 160 customers in Massachusetts, Rhode Island,
Connecticut and New York. The Company's ten (10) largest customers account for more than half of
its operating revenues. Its customers include Exxon Mobil Corporation, Ford Motor Company, FritoLay, Inc., Global Industries, Inc., GDF SUEZ Energy North America, International Paper Company,
Lehigh Cement, Cargill, Inc., Northeast Utilities, Nucor Steel, Rawson Materials, Renewable Products
Marketing Group, Subaru of New England, The Dow Chemical Company, Tilcon Connecticut, Inc.
and Toray Plastics (America), Inc.
The P&W transports a wide variety of commodities for its customers, including automobiles,
construction aggregates, iron and steel products, chemicals and plastics (including ethanol), lumber,
scrap metals, plastic resins, cement, coal, construction and demolition debris, and processed foods and
edible foodstuffs, such as corn syrup and vegetable oils.
•

Autoracks: Shipment of automobiles by rail commenced in the fall of 2007. The Company
handled 1,022 autoracks in 2009 and 3,220 autoracks in 2010.

•

Coal: Coal was a significant source of revenue for the Company during 2008 and, after a
significant decline in 2009, regained its importance as a source of revenues during 2010 with
3,155 carloads moved during the period. The Company continues to move coal.

•

Ethanol: In October 2006, the Company initiated rehabilitation of a substantial portion of its
South Providence yard to facilitate handling unit trains of ethanol. This commodity is being
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•

transported by rail throughout the country and is a component of the gasoline mix available at
gasoline service stations throughout southern New England. Rehabilitation was completed and
shipments of ethanol commenced during the third quarter of 2007. During 2010, the Company
moved 4,168 carloads of ethanol.

Table III-21 provides a brief summary of P&W’s conventional freight revenue by commodity as well
as the number of carloads and containers handled at P&W/ICI facilities for the listed years.
B.6.2.3 System Infrastructure Improvements
The P&W Railroad continues to move forward with a number of major capital investment projects
throughout its extensive rail network. Maintenance and improvements are, by necessity, an ongoing
activity. In Central Massachusetts, depending on the improvement, various combinations of P&W,
private and MassDOT funds have been utilized.
In the planning region, improvements to P&W’s Gardner Branch track and ballast, along with earlier
implemented clearance improvements, have poised the line for increased interchange with Pan Am
Southern (PAS) in Gardner, MA, and, in turn, eastern rail giant Norfolk Southern (NS). Beyond
Massachusetts, the P&W has also implemented network improvements in the other states where the
railroad operates, namely Connecticut, New York and Rhode Island. A number of recent
infrastructure improvements to the P&W network are summarized below:
Bridge Clearance Improvements
Since the late 1980’s, the P&W worked to improve the under clearance beneath 19 bridges on the
Providence to Worcester Mainline to at least Phase I (19’-6”) clearances. This has allowed the
railroad to move tri-level autoracks from Davisville, RI, through Worcester to points north.
Gardner Branch Improvements
Well aware of the opportunities presented by the PAS formation, the P&W has worked to improve the
track and ballast on the Gardner Branch. This route, clear of overhead obstructions, can accommodate
the largest railcars handled by PAS, as constrained by the vertical clearance of the Hoosac Tunnel. As
the tunnel cannot accommodate full Phase II double stacked international shipping containers, NS
“fillets” Phase II containers in New York prior to furtherance to New England.
As traffic has increased on the Gardner Branch, growing pains associated with railcar interchange in
the Gardner yard have resulted in a fair amount of congestion and less than optimal dwell times. As
the yard is fairly small, it has been reported that various switching maneuvers are somewhat difficult.
With improvements underway at Mechanicville, NY, relief for the Gardner rail yard will be
forthcoming.
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Table III-21
P&W RR
Conventional Freight Revenue by Commodity: 2008
(Thousands of dollars)

Chemicals & plastics:
Construction aggregate:
Metal products:
Forest & paper products:
Food & agricultural products:
Coal & other fuels:
Scrap metal & waste:

$9,761
$3,389
$2,793
$2,467
$2,522
$3,281
$2,900

Total:

$27,113

Number of containers handled at P&W/ICI facilities
Conventional carloads
2003:
2004:
2005:
2006:
2007:
2008:

31,900
33,200
33,200
33,800
30,400
34,000

Intermodal containers
2003:
2004:
2005:
2006:
2007:
2008:

65,500
64,800
62,900
63,200
40,500
20,900

During the Port of Worcester’s first year of operation in 1987, the P&W handled a total of 800 containers.
During 2006, the P&W handled a peak of 63,200 containers. During the economic decline of 2008, the
number of containers handled dropped to 20,900.
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Willimantic, CT Improvements
Working with the state, the P&W recently revitalized the long dormant Willimantic, Connecticut
interchange with the New England Central Railroad (NECR), which provides a gateway to the state of
Vermont and eventual interchange with the Canadian National (CN) and the Canadian Pacific (CP)
railroads. Work was also necessary to improve the under clearance beneath 8 bridges between
Worcester and Plainfield, CT to prepare for Phase I traffic interchange at Willimantic.
Bellows Falls, VT Improvements
The P&W also worked with the New England Central Railroad (NECR) and the state of Vermont to
develop a cleared railroad route between Worcester and the Canadian National (CN) and the Canadian
Pacific (CP) railroads. The undercutting of the NECR tunnel in Bellows Falls, VT, has increased
vertical clearances to Phase I to allow for the passage of modern rail equipment, including multi-level
autoracks and other excess height railcars railcars.
B.6.2.4 Intermodal Service
The P&W provides three intermodal services in the city of Worcester. A U.S. Customs-bonded
intermodal container terminal, the “Inland Port of Worcester”, handles both container-on-flatcar
(COFC) and trailer-on-flatcar (TOFC) traffic, a bulk product transfer and distribution facility with a
public truck scale, and a warehouse/distribution center with both rail and truck doors. In each case,
P&W provides the rail freight transportation and independent operator Intransit Container
Incorporated (ICI) performs the loading, transfer and distribution services. (Please refer to this
section’s “Intermodal Service Operations” for an overview of ICI operations.)
As previously mentioned and indicated on Figure III-26, one container terminal is located on
Southbridge Street, the other on Wiser Avenue, off Millbury Street. Both have excellent access to the
regional highway system. Collectively, the Worcester facilities comprise “New England’s largest
double stack intermodal freight terminal”. At this time, ICI’s Southbridge Street operations have been
consolidated at the Wiser Avenue intermodal facility. As indicated by P&W, the Worcester terminals
are rebounding after the economic downturn of 2008.
At the height of operations, approximately 20 steamship lines moved intermodal containers both in and
out of P&W’s two Worcester facilities. Containers originating from both Europe and the Far East and
are moved by rail from ports on both East and West Coasts into and out of New England. After
arriving in Worcester, trucking completes the final delivery of the containers within an approximately
100-mile radius. This segment of P&W’s business touches several hundred manufacturing and
distribution firms throughout New England.
In addition to intermodal containers, P&W operates and provides bulk material facilities in Worcester
for the rail-to-truck transfer of plastic pellets and bulk chemical products. P&W also operates several
bulk yards where product is transferred from railcar to truck for distribution throughout New England.
Bulk plastics are distributed to distinct accounts through various transfer agents. In turn, these
customers either package and redistribute or manufacture products for over 100 companies throughout
the region. Products range from juice bottles to plastic furniture. A carrier specializing in liquid
products also distributes other bulk chemicals to accounts through P&W’s yard.
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Another category of intermodal freight service is rail-served warehouse operations. P&W services a
large warehouse in Worcester. Paper, food and lumber products are brought in by railcar, unloaded
and later distributed by truck to several “off rail” companies in Southern New England.
B.6.2.5 Waste Disposal Industry - Hazardous Materials Service
The P&W Railroad is also involved in New England’s waste disposal industry. Since 1995, when
service was initiated, the P&W has handled a significant number of containers, many holding PCBcontaminated building debris, destined for disposal at Clive, Utah. At the Southbridge Street
intermodal yard, the P&W hosts a facility for transloading contaminated soils from truck to railcar.
The facility is operated by MHF Logistical Solutions, Inc. MHF is noted for its expertise in
transporting hazardous, toxic and radioactive waste (HTRW) materials in a safe, economical and
reliable manner. Trucking delivers the hazardous materials to an enclosed transloading facility where
the waste is transferred from truck to gondola railcars for shipment. Since 1999, thousands of tons of
contaminated soils have successfully been shipped from the P&W facility to several different
remediation companies for treatment and disposal. Carloads of low-level radioactive soil have been
shipped to a western landfill.
Port of Providence Resurgence
The Port of Providence, Rhode Island, is reemerging as an active, moderate sized East Coast maritime
facility through an ongoing series of incremental improvements that have increased utilization and
have poised “Prov Port” for future growth.
A deep water port, P&W notably serves a recently established ethanol transfer facility at Prov Port,
helping to expand the type and amount of freight handled by the railroad for its customers. P&W also
hauls imported coal brought to Prov Port from global sources such as Brazil, moving the fuel to power
plants in Holyoke, MA and Bow, NH. In the future, the railroad hopes to handle the export of
American coal to world-wide markets from the Appalachian mines serviced by the mighty Norfolk
Southern.
New mobile dock cranes purchased through the recent national American Recovery and Reinvestment
Act (ARRA) economic recovery effort will replace older cranes and increase the land side freight
handling capabilities at Prov Port. The Port is also currently considering the purchase of a mobile coal
loading mechanism.
Davisville Industrial Park
The P&W Railroad also serves Rhode Island’s Davisville Industrial Park located at the former Quonset
Point Navel Air Station on the western shore of Narragansett Bay. The P&W accesses Davisville
along the FRIP freight track that runs along Amtrak’s Northeast Corridor. At Davisville, the P&W
switches railcars with the port’s Seaview Railroad.
The state of RI has made a number of landside improvements at Davisville, including vastly improved
highway access to the regional highway system and the I-95 corridor. Internal improvements to the
railroad track within the industrial park have also been implemented. Notably, importer Ocean State
Job Lot is a major tenant at Davisville.
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The deep water births at Davisville are reserved for regular maritime customers that essentially use all
available port capacity. Improvements would need to be made to other unused births and substantial
dredging would be required to allow for more ships to call on Davisville. At this time automotive
imports from Audi and Volkswagen arrive from Germany while, as an example, large freight hauling
trucks are exports to Eastern Europe.
B.6.3

Current Issues

B.6.3.1 Recession Impacts Freight Transportation
The P&W has indicted that the railroad continues to haul a growing variety of commodities for its
customers. Traffic decreases as a result of the 2008 economic downturn aftermath have made a steady
recovery during 2010.
P&W intermodal operations were highly impacted by the recession. The down turn lead to the closure
of Intransit Container Incorporated (ICI) Southbridge Street yard. ICI operations were consolidated to
the company’s Wiser Avenue location in South Worcester off Route 146. The Wiser Avenue site
offers superior access to the regional highway system. At this time, a portion of the Southbridge Street
yard is used by ICI for truck chassis storage. A sizable rock salt operation has set up operations on a
portion of the site formerly used by ICI.
Looking to the future, the P&W seeks continued growth of unit trains (trains that carry a single
commodity) carrying sand and aggregates, automotive, coal, ethanol and other alternate fuels.
Increasing the number of carloads of lumber and chemicals hauled by the railroad was noted at the
2011 Annual Meeting as potential, targeted growth areas. Further, the P&W anticipated increases in
the handling of international intermodal containers, in cooperation with intermodal operator Intransit
Container, as the railroad continues to recover from the economic downturn of 2008.
The importance of the aggregate industry to the P&W Railroad should be mentioned. The P&W
serves various quarry operations located on their rail network, notably in the state of Connecticut.
Efforts to expand and solidify this business appear to be ongoing. Notably, the railroad provides
service to Long Island, NY mixing plants in vicinity of the Fresh Pond rail yard. These plants provide
stone and concrete for construction projects in the greater New York City area.
B.6.3.2 Federal-Aid Support
A primary concern of small railroads in the Northeast is the deterioration of infrastructure, especially
bridges, much of which is over 100 years old, with some components dating back over 150 years.
Federal resources, similar to highways and airports, need to be made available to provide for railroad
infrastructure improvements. An example cited by the industry, if the railroads are unable to
rehabilitate or replace fatigued bridge structures, bulk rail freight shipments diverted to trucking would
require at least four truck loads to accommodate a single railcar of bulk material, further escalating
pollution and highway deterioration.
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B.6.3.3 Preservation of Property Zoned for Industry
P&W recognizes the need to preserve properties adjacent to existing rail lines that are suitable for
potential rail-served customers. The railroad has observed throughout their service territory, including
the Central Massachusetts region, that property zoned for industry along rail lines is being absorbed for
residential housing, shopping malls and other activities. In order to maintain the region’s
competitiveness for manufacturing and distribution, the preservation of rail-served properties for such
development is viewed as critical. The P&W maintains an inventory of available industrial sites along
their rail lines and can assist with business expansion or relocation efforts.
Long-term detriments to the local economy need to be considered when re-zoning properties adjacent
to rail corridors. Well-paying manufacturing and distribution jobs are attracted to areas with good railhighway connectivity. Worcester’s combination of major highway access and rail service has
established the city as a competitive location for distribution activities. Due to development realities
that call for the conversion of industrial zoned property to retail uses in P&W’s operating area, the
railroad is often challenged to meet the demand for expanded intermodal facilities and operations.
B.6.3.4 Maintenance of the Region’s NHS
Continued and regular maintenance of the region’s National Highway System (NHS) roadways and
Connectors is necessary for the efficient movement of goods between area intermodal transload
facilities and the Interstate Highway system. Earlier studies have suggested roadway improvement
projects that would benefit intermodal terminal operations as well as the greater public. Such projects
would serve to alleviate congestion and/or eliminate clearance impediments along the NHS Connectors
serving the intermodal facilities in the region.
B.6.4

Future Projections

B.6.4.1 Blackstone Valley Double Stack
Beginning in 1988, the P&W worked to improve clearances under 19 bridges on the Providence to
Worcester Mainline through the Blackstone Valley to at least Phase I (19’-6”) clearances. This project
was completed by 2007. The goal of the clearance project allowed for double stack container service
between port facilities in Rhode Island and P&W’s intermodal yards in Worcester.
B.6.4.2 South Quay Site Development & Access Improvement
The P&W is the only long distance rail freight provider operating in state of Rhode Island. The
railroad has port access in the City of East Providence where it owns and operates the 12-acre
Wilkesbarre Petroleum Pier. On a site adjacent to the Wilkesbarre facility, the railroad’s land title to
33-acres at the South Quay (pronounced “Key”) deep-water port was confirmed in 1999.
The South Quay property owned by the P&W Railroad in East Providence remains an opportunity for
the future. The South Quay is one of the largest undeveloped water-side, dock-potential facilities in
New England. The water is approximately 40 feet deep in this area, but would require periodic
dredging. The South Quay has the potential for rail served dock facility, or perhaps eventually will
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accommodate another use. An interested party would need to invest in the site to construct a 200’ x
2000’ docking facility at a cost of approximately $25 million. Its future is uncertain at this time.
Access improvements to the South Quay site were recently completed in 2008. A new NHS
Connector roadway now provides for direct vehicular access between I-195, the South Quay and other
properties.
B.6.4.3 Potential Host to Passenger Service
P&W is aware of the various proposals by others concerning the reinstitution of passenger rail service
along its lines between Worcester and Providence and between Worcester and New London on the
Connecticut shore. With sufficient subsidy, the P&W would consider passenger demonstration
service along its lines limited to 40 MPH - a freight train speed that the existing track, signaling and
grade crossing safety devices can safely accommodate. (System-wide, the P&W averages about one
grade crossing per mile.) In order to provide for passenger train scheduling and higher speeds, track
improvements would be necessary. In some areas, P&W mainlines would need to be double tracked
with continuous welded rail. Further, increased routine track maintenance would be necessary with
the advent of higher speed passenger operations. Positive Block Control (PBS) signaling would also
be required for passenger service.
B.6.4.4 System Expansion
The P&W expects to continue actively pursuing the growth of their rail system through the acquisition
of additional track and operating rights, which, in turn, leads to opportunities to expand the railroad’s
traffic base. According to P&W officials, the railroad prefers to expand in a contiguous manner and is
not necessarily interested in obtaining remote branch lines removed from the core system.
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C. REGIONAL AT-GRADE HIGHWAY/RAILROAD CROSSING INVENTORY
An inventory of the region’s “public” at-grade highway/railroad crossings has been compiled using the
Federal Railroad Administration’s (FRA) at-grade highway/railroad crossing database. Publicallyutilized, at-grade highway/railroad crossings with the region’s highway network, both federal-aid and
local, are the focus of this effort as opposed to “private” crossings. The more recently updated FRA
database was also cross-referenced with earlier inventory materials provided by MassDOT
predecessor agencies. Minor discrepancies were adjusted.
Table III-22 provides a summary of the public at-grade highway/railroad crossings in the region by
community. The location of these public crossings is shown in Figure III-33. At this time, there are
over 100 active, public highway/railroad crossings within the planning region. Future freight planning
efforts will likely include a further investigation of private crossings. Long established from the early
days of railroading in the greater region, private grade crossings usually serve established trackside
industries, older single family homes and rural farmlands.
FRA’s database of documented crash incidents at the region’s at-grade crossings was also referenced.
The FRA materials contain highway vehicle/railroad equipment crash records that date back to the
mid-1970’s. The DOT-calculated Accident Prediction Factor has also been included in the table for
reference. Based on the FRA records, there appear to have been a minimal number of reported atgrade vehicle crashes over the nearly 40 year period covered by the database. Although crash
prevention measures appear to have been fairly effective, grade crossing deterioration has been noted
in the region. Preservation and modernization efforts are necessary in order to simply maintain the
existing grade crossing infrastructure. This challenge will continue to be the case as highway traffic
volumes, as well as train frequencies, steadily increase.
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D.

REGIONWIDE RAIL ISSUES

D.1

Overview of Issues/Challenges

As discussed above, there are a wide range of issues affecting rail freight and intermodal service
providers within the Central Massachusetts region. Admittedly, many of the subjects raised are
outside the range of transportation issues typically addressed by the CMMPO. However, the federal
SAFETEA-LU transportation legislation encourages MPOs to proactively engage the freight
community: rail, trucking and intermodal. This action is meant to provide the opportunity for the
freight community to be represented “at the table” to allow freight interests and concerns to be voiced
and considered by the MPOs when various policy and project decisions are made. The identified
issues summarized below, as well as others that will undoubtedly emerge, are not fully addressed
within the context of the RTP document. Those issues identified as priorities by participating
stakeholders will be addressed as appropriate through the region’s ongoing Freight Planning efforts.
D.2

Rail’s Share of Freight in the Commonwealth

In Massachusetts, highway trucking is the mode that carries by far the largest share of freight. Based
on recently completed State Freight Plan, rail handles only approximately 8% of the state’s inbound
freight and approximately 7% of the outbound freight. Other opportunities for freight rail need to be
explored in the state as the volume of trucks on the highways continues to increase, fuel costs continue
to trend upward and driver shortages persist. Should the industry seek increased rail-truck intermodal
operations, the Central Massachusetts region has a number of well located intermodal facilities
providing automotive, bulk, container & trailer transload services.
D.3

Massachusetts Double Stack Network

Double stacked Phase II containers from west coast ports have crossed the entire country, from the
Port of Los Angeles for example, all the way to New York State. Due to vertical clearance
restrictions, any double stacked Phase II containers need to be “filleted” by CSX in Syracuse, NY or
NS in Mechanicville, NY prior to continuing eastward into Massachusetts. These extra handling
procedures, so close to the final point of delivery, reduce the cost savings offered by full Phase II
double stack service. In turn, this results in increased costs to both the railroad customer and the end
consumer. Massachusetts needs to complete efforts to increase clearances on the CSX Boston Line to
accommodate full Phase II double stack service into Massachusetts. Similarly, future clearance
improvements to the Hoosac Tunnel would be necessary to accommodate full Phase II double stack
service on PAS’s northern Massachusetts mainline.
D.4

Railroad Facility & Property Security

Safety has long been a focus of the railroad industry. Over the last decade, following the 9/11 attacks,
railroad security has been brought to the forefront. The nation’s railroad infrastructure is vast and
includes thousands of miles of track, numerous bridges, tunnels, rail yards, intermodal facilities and
water ports. Further, in order to serve their industrial and agricultural customers, the railroads carry a
significant volume of hazardous materials. Due to the proprietary nature of rail security issues, the
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details associated with each carrier’s procedures for dealing with ongoing security and emergency
situations are unavailable.
From a common sense perspective, staying away from railroad property and equipment is a safe
practice. From a security perspective, trespassers seen on railroad property are often reported to either
the local police or, if applicable, railroad police. Photography of railroad infrastructure, locomotives,
railcars and bridges, a popular hobbyist activity legal on public property, is less welcome in the post
9/11 era.
D.5

Heavier Railroad Freight Cars

The advent of heavier railroad freight cars has led to “shipping lane-specific” concerns about
weakened track and fatigued bridges. Modern freight car weights range from 263,000 pounds to
286,000 pounds. (Still larger 315,000 pound railcars, often used mainly for coal, are generally not
used in New England.) Older fatigued or undersized steel rails can break or shatter under excessive
loadings. Further, a number of bridges on the greater New England rail network, including some in
the Central Massachusetts region, are in the vicinity of 100 years in age. Often, the bridges are
complicated truss-type structures (with riveted connections), are fairly lengthy, and many are over
water. As such, when needed, bridge repairs are very costly.
D.6

Westward Migration of Transloading Operations

The westward migration of rail freight transloading operations from within Route 128 will lead to
increased opportunities, and challenges, for other existing or proposed intermodal facilities in South
Barre, Westborough, West Upton, Worcester, the New England Automotive Gateway (NEAG) in East
Brookfield/Spencer, and, in the Montachusett region, Ayer (Devens).
D.7

Industrially Zoned Land Parcels

The scarcity of adequately sized, industrially zoned land parcels adjacent to established rail lines and
intermodal facilities continues to be an issue. Some of these properties have high value due to prime
location or, conversely, have expensive “Brownfield” clean up costs. The phrase “right for the region,
wrong for the town” is indicative of the challenges the railroads face in expanding their base of lineside customers. Some rail proponents have indicated that many areas use environmental concerns as
an “excuse” to zone out rail-related activities. Local community acceptance of the need for improved
railroad infrastructure and intermodal transloading facilities is critical in order for the greater region to
remain competitive in the global economy. Further, beyond the need to educate local decision makers
and stakeholders, P&W Railroad officials have indicated the need for the legislature to establish policy
and incentives for the redevelopment of such sites.
D.8

Grade Crossing Maintenance Responsibility

Under Massachusetts law, host communities are responsible for the maintenance of the pavement
between the rails at highway/railroad grade crossings. Typically, the railroad deals with the track
structure, providing the labor and equipment for any necessary track work. Community responsibility
involves paving around the tracks as well as on each roadway approach. However, the pavement
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between the rails is always susceptible to deterioration from thermal expansion and vehicle &
trainloads. Rather than paving to the rails, the installation of synthetic membrane or traditional
wooden components next to and between the rails is preferable. Roadway traffic volumes should be
considered when selecting the appropriate treatment.
D.9

Rail-Trail Accommodation

There exists the potential for friction between rail-trail projects proposed either parallel to active rail
lines or along dormant right-of-way that ownership is reluctant to abandon. If various railroad
mainlines in the region need to be double tracked in order to accommodate continued calls for
expanded Commuter Rail service, adjacently located rail-trails might need to be relocated.
D.10

Intermodal Issues

•

Community acceptance of intermodal facilities is necessary for the greater region to remain
competitive in the global economy.

•

Public concerns about intermodal facility operations, such as train whistle blasts, transloading
noise and bright light spillover at night.

•

Intermodal freight yard capacity constraints along with the challenges associated with
expansion to meet future projected demands.

•

The scarcity of industrially zoned land adjacent to established transload facilities limits the
ability for expansion.

•

Empty return intermodal containers. New England is a consuming region and thus exports far
less than it imports. There is a vast capacity for future exports from the greater region, to other
parts of the country as well as worldwide.

E.

REGIONWIDE RAIL FREIGHT RECOMMENDATIONS

E.1

Overview of Recommendations

Beginning in the early 1990’s, ongoing regional transportation planning efforts have considered the
movement of freight. Looking to the future, continued and expanded rail freight and rail-truck
intermodal operations are anticipated in the Central Massachusetts region. Although many of the rail
issues summarized above are most appropriately dealt with at the state or federal levels, the CMMPO
is poised to proactively engage the freight community, allowing for ongoing dialogue on the
challenges facing the region. Along with a range of other factors, the often unique needs of freight
movement are fully considered by the CMMPO when formulating regional transportation policy and
programming improvement projects.
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E.2

Freight Movement Plan for New England

In order to facilitate such multi-modal arrangements, a New England-wide freight movement plan has
been suggested by New England Futures authors Peirce & Johnson. Such a plan would identify
strategic network improvements across New England, allowing for increased connectivity with
neighboring New York State and Quebec Province. When considering the global economy, strategic
improvements leading to the increased utilization of the rail freight network will benefit the greater
region. Beyond, in order for the greater region to remain competitive in the global economy, the need
exists for Massachusetts to work with neighboring states to develop a unifying vision that addresses
the entirety of the New England rail system.
As the greater area continues to grow, the need for consumer goods, bulk materials for industry,
construction materials and energy-related commodities such as coal and ethanol will continue
unabated. Considering anticipated increases in truck volumes on New England highways, freight rail
is needed as a modal alternative and complement to trucking. When the long-haul capabilities of the
railroads and the final delivery-to-anywhere service provided by trucking are combined through
intermodal transloading operations, it is the consumer that ultimately benefits from the efficiencies
provided by the private freight carriers. As such, public investment in the greater region’s extensive
highway infrastructure, which directly benefits the trucking industry, also needs to address an aging,
yet invaluable, railroad network. Wise and balanced investment in the Interstate System, critical NHS
Connectors, intermodal transloading and strategic railroad infrastructure will allow the entire New
England region to grow and compete in the global economy.

E.3

Public-Private Partnerships

Similar to other states in the greater Northeast, freight rail carriers in Massachusetts are eager to obtain
capital improvement assistance from the state, similar to the treatment of highways and airports. If the
Commonwealth decides to assist with needed railroad improvements, the P&W Railroad has insisted
that any available improvement monies need to be equitably distributed among the various freight rail
providers.
MassCentral Railroad Capital Improvement
As an example, track maintenance is an ongoing challenge to the MassCentral Railroad. In some areas
along the Ware River Line, periodic flooding is also a concern. The need to rehabilitate the stateowned track has been indicated to MassDOT and other state officials by MC Railroad operator Robert
Bentley. The improvements are viewed as necessary to both retain and expand the railroad’s business
opportunities. Being a state-owned rail line, the railroad’s operators have requested CMMPO support
in seeking infrastructure improvements in order to insure continued service to customers in the Ware
River Valley.
Based on a study conducted by the railroad, there exists the need for approximately $5 million in
improvements to keep the line serviceable. An approximate percentage of track length in the CMRPC
region and neighboring Pioneer Valley region are as follows:
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10.82 miles in CMRPC region
(40%)
16.29 miles in Pioneer Valley
(60%)
Total: 27.11 mile mainline total (100%)
Based on these mileage percentages, it is suggested that the estimated $5 million cost to rehabilitate
the line between Palmer and South Barre be divided between the two planning regions with the
CMMPO potentially providing $2 million and the PVMPO providing the balance of $3 million. The
improvements requested by the railroad could extend line operations by at least a decade.
E.4

State Rail Banking Program

MassDOT needs to continue the Commonwealth’s statewide “rail banking” program, exercising the
state’s right of first refusal, in order to purchase abandoned and unused railroad right-of-way, where
appropriate, in order to preserve the lines for future use. By preventing the breakup and sale of
railroad right-of-way, the state maintains the option of reinstated freight or passenger service. Rail
banking also creates opportunities for converting the unused right-of-way into other transportation
and/or recreational purposes including multi-use trails.
E.5

At-Grade Highway/Railroad Crossing Safety Improvements

Working directly with MassDOT, the freight railroads operating in the region should be provided
sufficient opportunity to utilize the federal Grade Crossing Safety Improvement Fund for eligible
locations. As indicated earlier in this section, there appear to have been a minimal number of reported
at-grade vehicle crashes in the region since the mid-1970’s. Although crash prevention measures
appear to have been fairly effective, grade crossing deterioration has been noted. Preservation and
modernization efforts are necessary in order to simply maintain the existing infrastructure. This
challenge will continue to be the case as highway traffic volumes, as well as train frequencies, steadily
increase.
E.6

Complete Massachusetts Double Stack Efforts

The Commonwealth needs to continue efforts to address clearance limitations in order to eventually
accommodate full “Phase II” double stack container service along key railroad corridors throughout
Massachusetts. The shipping industry considers full double stack the most efficient and cost effective
method to move rail freight. Clearance improvements need to be implemented to enable the entire
Commonwealth, including the Central Massachusetts region, to remain competitive with other
industrialized states in the Northeast that have already accommodated full double stack operations for
a number of years. Massachusetts needs to continue investing in rail and intermodal infrastructure to
help keep the greater region competitive in the global economy.
E.7

Intermodal Facility Expansion

The Central Massachusetts region, and the city of Worcester in particular, is expected to continue
serving as the “Intermodal Hub of New England”. The Providence & Worcester Railroad and CSX,
working with city and state officials, need to continue investigating expansion alternatives for P&W’s
Greenwood Yard while working to fully and properly implement the approved expansion and
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associated mitigation for CSX’s Franklin Street Yard. Similarly, smaller rail freight carriers Grafton
& Upton Railroad and the MassCentral Railroad are also poised to expand existing intermodal
operations along their rail lines.
E.8

NHS Connector Maintenance

Continue to maintain and/or improve the National Highway System (NHS) Connectors that serve the
region’s intermodal facilities in a “to the gate” fashion. As has always been the case, internal
intermodal yard improvements and operations are at the discretion of the facility operator. The RTP
document’s Highway sectional materials provides a detailed discussion of the region’s established
NHS Connectors.
E.9

Preservation of Rail Served Properties

Communities in the Central Massachusetts region that host rail freight operations need to consider the
advantages of the availability of rail freight. Parcels of adequate size adjacent to rail lines, properly
zoned for rail-served businesses, industry in particular, are often sought. Similarly, unused buildings,
suitable for warehouse operations, are also in demand.
E.10

Host Community Interaction

The freight railroads operating in the region need to continue ongoing interaction with their host
communities on issues ranging from emergency management to at-grade crossing safety, whistle
restrictions and trespassing on railroad property. Problems with trespassing dirt bikes and
snowmobiles have been noted as an ongoing issue.
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Sectional Resources
•

Massachusetts Statewide Railroad Plan

•

Massachusetts Statewide Freight Plan

•

Boston MPO activities

•

Eastern Massachusetts Freight Coalition (EMFC) comment materials; top items on the Flynn
listing were selected

•

Atlantic Northeast Rails & Ports (ANR&P) Newsletter, CMRPC agency subscription (last 4
years summarized)

•

Railpace Magazine, CMRPC agency subscription (last 4 years summarized)

•

P&W Annual Report materials, 2009, 2010, similar materials from other railroads

•

Pan Am Corporate Services Summary

•

Operation Lifesaver materials, used in the Safety section

•

Dan Bigda, owner, Boxcar Services

•

Scott Conti, president, P&W Railroad

•

George Bell II, operator, New England Automotive Gateway (NEAG)

•

Robert Bentley, operator, MassCentral Railroad

•

Bradford Blodgett, railroad advocate, CMMPO Advisory Committee

•

Area media, including Telegram & Gazette, Worcester Business Journal

•

Frank DeMasi, freight advocate

•

Range of company and organization websites

•

American Association of Railroads (AAR)
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Railroad & Intermodal Abbreviations
for New England
& Canadian Maritime Provinces
BCLR
BML
CBNS
CCCR
CCCR
CFQ
CMAQ
CN
CNZR
ConnDOT
CP
CSO
CSRX
CSXI
CSXT
MassDOT
GRS
GTI
GWI
FHWA
FRA
FRTC
FTA
HRRC
MBCR
MBRX
MBTA
MC
MCER
MDOT
MERR
MMA
MPO
MTQ
NAUG
NBDOT
NBSR
NECR
NEGS

Bay Colony Railroad
Belfast & Moosehead Lake Railroad
Cape Breton and Central Nova Scotia Ry
Cape Cod Central Railroad
Claremont Concord Railroad
Chemins de fer Quebec System
Congestion-mitigation/air quality (money from the US
federal government for these purposes)
Canadian National Railway
Central New England Railroad
Connecticut Department of Transportation
Canadian Pacific Railway
Connecticut Southern Railroad
Conway Scenic Railroad
CSX Intermodal
CSX Transportation (Railroad)
Massachusetts Department of Transportation
Guilford Rail System (see Pan Am)
parent to GRS
Genesee & Wyoming Inc.
Federal Highway Administration
Federal Rail Administration
Fore River Transportation Co
Federal Transit Administration
Housatonic Railroad
Massachusetts Bay Commuter Railroad
Milford-Bennington Railroad
Massachusetts Bay Transportation Authority
Massachusetts Costal Railroad
Massachusetts Central Railroad
Maine Department of Transportation
Maine Eastern Railroad
Montreal, Maine and Atlantic Railway
Metropolitan Planning Organization
Quebec Ministry of Transport
Naugatuck Railroad
New Brunswick Department of Transportation
New Brunswick Southern Railway
New England Central Railroad
New England Southern Railroad
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NHCR
NHDOT
NHN
NNEPRA
NS
NSDOT
Pan Am Railways
ST
PAS
Seaview
SLQ
SLR
TIRR
TEU
VAOT
VRS

WHRC

New Hampshire Central Railroad
New Hampshire Department of Transportation
New Hampshire Northcoast Railroad
Northern New England Passenger Rail Authority
Norfolk Southern Railway
Nova Scotia Department of Transportation
parent of Maine Central Railroad, Portland Terminal
Railroad, Boston & Maine, all leased by ST
Springfield Terminal Railway
Pan Am Southern Railway, joint Island Department of
Transportation
Seaview Transportation Company
St. Lawrence & Atlantic Railway (Quebec)
St. Lawrence & Atlantic Railroad
Turner’s Island LLC
20-foot equivalent (measure of container traffic, equal to
a 20x8x8 foot box)
Vermont Agency of Transportation
Vermont Rail System (Green Mt. Railroad Company
GMRC + Vermont Railway VTR +Clarendon & Pittsford
Railroad CLP + Washington County RR WACR)
Windsor and Hantsport Railway
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