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- The Puget Sound Air Transportation Committee forecasts the need for increased
capacity and improved all-weather reliability at Sea-Tac Airport prior to the year
2000 - long before any significant HSGT system could be in place.

- Even with this increased capacity, by 2020 the Sea-Tac airport, by itself,
could only meet approximately 90% of projected demand and without
further relief would experience a significant increase in delays.

Developing HSGT as a third mode of intercity passenger transport significantly
increases the options for accommodating intercity travel. However, implementing
HSGT requires a long lead time; and that process needs to begin now.

Other studies have shown that the U.S. has the highest per capita automobile vehicle
miles of travel (vmt) and the lowest bus and rail vmt of any industrialized country,
Implementing a major new mode such as HSGT will require time.

- Time to build an awareness of and a propensity to use rail such as exists in
Europe and Japan

- Time to demonstrate the potential of true high-quality rail service

- Time to implement the legislative and funding initiatives necessary

In summary, if we are to meet the travel needs of our state and region in a manner
which supports economic growth and maintains our quality of life and environment,
the development of a truly competitive third mode of intercity travel is a must,






Significant ridership potential exists for HSGT

- Population in the study area is projected to increase by over 39% by 2020;
employment is projected to increase by over 49%. These are more than double
the U.S. national average.

- There is significant HSGT ridership potential even under the assumption that
existing levels of highway and air congestion remain the same through the year
2020.

Assuming 1992 congestion levels on the highway and air systems, a 185 mph
HSGT system would attract the following annual ridership in the year 2020
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East-West : 2,264,000
Total : 7,385,000

- Sensitivity testing of the demand model based on recent survey data indicates that
a decrease in the average speed on I-5 through the Seattle and Portland urban
areas to 35 mph would result in an increase of 8% in HSGT ridership.

- Sensitivity testing of the demand model also indicates that an increase in the
average cost of gasoline to $1.80/gallon would result in an increase of 23% in
HSGT ridership.

- Depending on the alternative selected, farebox revenues will cover annual
operating and maintenance {(O&M) costs within 12 to 15 years after start of
operations and generate a surplus from that point forward. By comparison, most
urban public transit systems operate at less than 50% fare box recovery.












Improved urban transit systems are a must. Efficient connections to local bus and
metro systems such as Portland’s Max, Central Puget Sound’s proposed Regional
Transit Project (RTP) and Vancouver B.C’s Skytrain are important to HSGT
feasibility.

Continued upgrading of our urban freeways and major arterials is also critical.
Highways are the major access to and from HSGT stations. Increased highway
capacity and efficiency are important components of a balanced transportation
system.

HSGT does not obviate the need for continued improvements and expansion of
our airport system, '

- HSGT has the potential to reduce the demand for short-haul air commuter
trips, but the greatest impacts are beyond the 2020 horizon of this Study.
Further, HSGT will not have a significant impact on out of state air travel
in the foreseeable future,

- Despite extensive alignment improvements and new tunnels, a projected
East-West HSGT route still is affected by the Cascade Range. Both the
300 mph and 185 mph maximum speed systems are slow crossing the
mountains. Because of the one-hour thirty eight minute travel time for a
300 mph HSGT or the two-hour travel time for a 185 mph HSGT between
Sea-Tac and the Moses Lake/Grant County Airport, there are serious
concerns about the ability of a Moses Lake wayport to effectively serve
out-of-state passenger travel to/from the Puget Sound region.

- The implementation of a regional multiple airport system in the N-S
Corridor could impact HSGT ridership and raises operational and
ridership issues that warrant further study. The next phase of HSGT
planning should examine the need to serve any supplemental airport to
maximize the operational flexibility of the total air/HSGT system.
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- may require electrification of the right-of-way
- requires some sections of new alignment
- may require the total separation of freight service.
- True HSGT service between Everett and Portland by 2020 with a travel

time (Portland - Seattle) of less than one hour and forty five minutes.
Such a system

- requires electrification of the right-of-way

- requires total separation of freight service

- requires additional new alignment (and right-of-way) to permit
higher speeds where cost-effective

- may require new Station and parking/access facilities

2. Implementation of HSGT service between Everett and Vancouver, B.C. (possible
in stages as recommended above for the Everett-Portland corridor) subject to
refined alignment, ridership and institutional studies.

3. Implementation of HSGT service between King County and Spokane subject to
refined alignment studies and resolution of key statewide policy issues related to
economic diversity and regional airports.

All three Goals should be pursued concurrently. The required studies of the
Everett-Vancouver, B.C. and King County-Spokane corridors should be undertaken
in the next phase to establish specific implementation milestones for each.
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V.

A PHASED APPROACH TO IMPLEMENTATION

Initial Segment (Everett to Portland) planning and engineering should address

- Maximum near term use of existing rail right-of-way and a priority plan for
constructing new high speed segments

- Elimination of grade crossings to the maximum feasible extent, and the
installation of modern grade crossing protection together with the lifting of local
speed restrictions where grade crossings still exist

- The need to separate freight and passenger service through the development of
integrated freight and passenger timetables

- The potential for non-electrified technology to provide a high quality first phase
service '

- X-2000 with diesel/electric or turbo train locomotives
- IC-3 self propelled
- Modem Amtrak equipment

- Ultimate electrification of the right-of-way between Portland and Everett
- Compatibility of any new right-of-way with future HSGT equipment

- Potential for private funding support (particularly for the Olympia-Seattle
segment)

- The absolute need to offer passengers, through joint ticketing and scheduling
efforts, a seamless trip from start to finish -- just as is available when using a
private automobile
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Initial segment planning and engineering deliverables should include

- A comprehensive operations plan, including service schedules, to serve the
various markets

- Coordination of intercity and commuter rail service between Olympia, Tacoma,
Seattle and Everett

- Capital and O&M cost projections based on preliminary engineering

- Identification of funding sources and a financing plan which puts intercity rail on
the same footing as comparable highway investments

- Draft legislation, prepared in close coordination with Oregon & British Columbia,
to create

- a public entity and/or empower an existing agency to carry out the
project, and
- the revenue mechanisms necessary for HSGT implementation

- Detailed route trade-off studies in key service areas, including
- Portland CBD/Portland airport

- Olympia/Tacoma/Sea-Tac
- Seattle CBD (coordinated with RTP)/Everett

- Detailed station location and station area development studies coordinated with
county growth management efforts and local public transit agencies

- Refined ridership studies, including
- Further disaggregation of demographic data
- Peak period passenger traffic flows, coupled with route trade-off studies

- Potential market segments between Seattle and Olympia
- Additional data gathering for trips between Olympia and Portland
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Long range studies should focus on

- Refinement of an overall system implementation plan to include

A specific decision making process to resolve financial and institutional
1ssues

The development of an assured, statewide source of funds for HSGT
capital programs

A vigorous statewide public information and feed-back process

Specific steps to preserve right-of-way for HSGT corridors

- Development of specific plans for continuous upgrading of the Initial Segment
beyond the year 2000 with a goal of true HSGT service (i.e., 150 mph or greater
top speed) by 2020

Identification and prioritization of new HSGT alignment segments

Identification of new HSGT stations and intermodal facilities

- Development of an implementation plan for HSGT service between Everett and
Vancouver, B.C., including

Review of the impact of the North American Free Trade Agreement on
the northwest regional economy and on HSGT ridership potential between
the U.S. and B.C.

Refined ridership studies with particular focus on cross-border travel

The potential and time frame for upgrading existing tracks to achieve a
staged implementation leading to true HSGT service.

Refined HSGT alignment and station location studies between Sea-Tac and
Snohomish County

I5













Candidate Corridors

- The study applied criteria of corridor length, population, employment, current
travel levels and other factors to select corridors for further analysis as possible
corridors for high speed implementation. Two corridors were chosen for further
evaluation: a North-South line from Vancouver, BC through Seattle, WA to
Portland, OR, and a second East-West line from Seattle across and through the
Cascades and Moses Lake to Spokane.

Washington State
Recommended HSGT Corridors for Further Study

British Columbia
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e ] Portland to Seatile to British Columbia
Portland, Oregon
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§%0! Seattle to Moses Lake to Spokane
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Using the base data, models, and forecasting assumptions, travel demand
forecasts were prepared for a base case (without a high speed system) and for
both a 185 mph, and a 300 mph. technology in both the N-S and the E-W
corridors. This analysis shows that a HSGT system would experience the
following travel demand in 2020.

® 185 mph. N-S§ - 5,121,500 annual trips
® 300 mph. N-S - 5,799,800 annual trips
® 185 mph. EEW - 2,264,400 annual trips

® 300 mph. EEW - 2,589,700 annual trips

These forecasts include both the diversion of existing and projected auto and air
travelers to a HSGT system as well as new induced trips. These baseline
projections are based on the conservative assumption that the level of congestion
on the air and highway system does not change between now and the year 2020.

Additional forecasts were prepared to test the sensitivity of the forecasts to
changes in the assumptions. These address scenarios such as increased congestion
and energy costs, or changes in air travel time and changes in HSGT service
characteristics. For example, a 20% increase in door-to-door auto travel time
would result in a 17% increase in HSGT ridership. A 50% increase in auto
operating costs would result in a 23% increase in HSGT ridership. It should be
noted that these effects could be cumulative.
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Acquiring the Right-of-Way

- Unit cost estimates were applied to the potential corridors to arrive at a range of

costs for rights-of-way,

The costs are included in the technical report in the cash

flow analysis.
RIGHT-OF-WAY COSTS
(1992%)
Low High
North-South $599 M $715 M
East-West $214 M $254 M

Capital Costs

- The capital cost of the alternatives includes right-of-way, guideway, facilities,
contingency, engineering, design, construction management, program
management and vehicles. Four capital cost estimates were developed

185 mph. N-S§
185 mph. E-W
TOTAL

300 mph. N-S

300 mph. E-W

TOTAL

- As a comparison, the State Department of Transportation has estimated that to

construct both I-5 and

CAPITAL COSTS
(1992%)

Low High
$9.028 B $11.950B

$5.453 B $7.314 B
$14.481 B  $19.264 B

$12.130 B $16.143 B

$7.887 B $10.350 B
$20.017B  $26.493 B

I-90 today would cost in excess of $21 B (1992 dollars).
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