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June 23, 2022 

 

Mr. Jared Schwennesen 

Multi -Modal Division Manager 

Oklahoma Department of Transportation 

200 N.E. 21st Street 

Oklahoma City, OK 73105 

Dear Mr. Schwennesen, 

The Federal Railroad Administration (FRA) has completed its review of the Oklahoma SRP 2021 

(also referred to as the State Rail Plan or SRP). 

 

FRAôs review of the SRP found that it contained the required elements in accordance with 49 

U.S.C. 22705 and FRAôs 2013 State Rail Plan Guidance. This letter serves as notice that FRA 

formally accepts the SRP. 

 

While FRA finds that the SRP meets the minimum requirements, FRA recommends addressing 

the following points in future updates of the SRP: 

 

¶ The State should provide a statement that the State is in compliance with the requirements 

of Section 22102 (which stipulates eligibility requirements for a long-established FRA rail 

freight grant assistance program pertaining to State planning and administration). 

¶ The State should provide an updated statement of public financing issues for rail projects and 

service in the State, including a list of current and prospective public capital and operating 

funding resources, public subsidies, State taxation, and other financial policies relating to rail 

infrastructures development (49 USC 22705(a)(6)). Other financial policies that should be 

considered include new Federal laws, regulations, or Executive Orders that may impact the 

development of rail infrastructure in the state. 

 

Section 11315(a)(1) of the Fixing Americaôs Surface Transportation Act (P.L. 114-94, December 

4, 2015) revised the requirement for State-approved plans to be resubmitted to FRA no less 

frequently than once every 4 years (previously 5 years). As such, FRA looks forward to working 

with you on the next iteration of the Oklahoma State Rail Plan due in June 2026. 



 

FRA looks forward to a continued partnership with the Nevada to build and maintain a safe, reliable, and efficient U.S. 

rail network. 

 

Sincerely, 

 

 
Peter Schwartz  
Chief, Project Engineering and Transportation Planning Division 
 
Digitally signed by PETER BS SCHWARTZ DN: c=US, o=U.S. Government, ou=Department of Transportation, ou=426573, cn=PETER BS SCHWARTZ Date: 2022.06.23 16:11:49 

-04'00' 
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Chapter  1: The  Role  of  Rail  in  Statewide 
Transportation  
1.1 Introduction  
This document was developed by the Oklahoma Department of Transportation (ODOT) to 
serve  as ÂȰȴǈȖɊȽǈṭɸ State  Rail  Plan.  The  Oklahoma State  Rail  Plan  meets  the  requirements  of 
the Passenger Rail Investment and Improvement Act of 2008 (PRIIA), as amended by the 
fȜʬȜȿȎ !ȽǳɰȜǥǈṭɸ ðʎɰȍǈǥǳ þɰǈȿɸɭɊɰʆǈʆȜɊȿ !ǥʆ Ɋȍ ᶢᶠᶡᶥ ṓf!ðþ !ǥʆṔṁ uȿ ǈǬǬȜʆȜɊȿ ʆɊ ȽǳǳʆȜȿȎ ȍǳǬǳɰǈȴ 
requirements, the State Rail Plan is intended to provide a state vision for railroad 
transportation in the long -range horizon, to the year 2045, and identify  strategies to achieve 
that vision. With this purpose in mind, the State Rail Plan was developed with extensive 
ɭʎǤȴȜǥ ɭǈɰʆȜǥȜɭǈʆȜɊȿ ǈȿǬ ȜȿʦɊȴʦǳȽǳȿʆ Ǥʭ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴɰɊǈǬɸ ǈȿǬ ɰǈȜȴ ʎɸǳɰɸṁ 

In 2008, the U.S. Congress passed PRIIA with the expressed intent of improving passenger 
rail service in the United States. Any state seeking federal assistance for either passenger or 
freight  improvements  must  have  an  updated  state  rail  plan.  The  legislation  further  stipulated 
the minimum content of the rail plans, whic Ȗ ʧǈɸ ǥɊǬȜȍȜǳǬ Ȝȿ åʎǤȴȜǥ «ǈʧ ᶡᶡᶠṠᶤᶣᶢṁ 

This  State  Rail  Plan meets  the  requirements  set  forth  in  that  legislation  and  public  law,  as 
well as the final State Rail Plan Guidance provided by the Federal Railroad Administration 
(FRA) in September 2013. 1 

This  chapter  serves  to  illustrate  the  current  and  proposed  future  role  of  rail  in  ÂȰȴǈȖɊȽǈṭɸ 
multimodal transportation system and describe how the state is organized to provide 
gover ȿȽǳȿʆǈȴḼ ȴǳȎǈȴḼ ǈȿǬ ȍȜȿǈȿǥȜǈȴ ɸʎɭɭɊɰʆ ʆɊ ÂȰȴǈȖɊȽǈṭɸ ɰǈȜȴ ʆɰǈȿɸɭɊɰʆǈʆȜɊȿ ɸʭɸʆǳȽ ʆɊ 
further economic development and safety improvements.  

1.2 ÂȰȴǈȖɊȽǈṭɸ Goals  for  its  Multimodal  Transportation  
System  

ÂȰȴǈȖɊȽǈṭɸ vision  and  goals  for  its  multimodal  transportation  system  are  outlined  in  several 
recently published documents, which are updated periodically.  

 
 
 
 
 
 
 
 
 
 
 

1 Federal Railroad Administration, Final State Rail Plan Guidance , September 2013. Retrieved from:  
https://www.fra.dot.gov/eLib/Details/L04760  

https://www.fra.dot.gov/eLib/Details/L04760
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1.2.1 Oklahoma  Freight  Transportation  Plan  
The  Oklahoma  Freight  Transportation  Plan  (OFTP) was  completed  in  2018 concurrently  with 
the Oklahoma State Rail Plan. The primary purpose of the OFTP is to serve as a statewide 
long -range  freight  planning  document,  fully  integra ted  with  other  state  planning  initiatives. 
The OFTP aligns with the National Freight Goals through the following goals 2: 

¶ Safe and  Secure  Travel  
o Improve  the  safety  and  efficiency  of  freight  movement  and  its  interaction  with 

other vehicles.  
o Assure  the  ability  of  urban  and  rural  highways  to  safely  accommodate  growth 

in freight traffic.  
¶ Infrastructure  Preservation  

o Meet  freight  transportation  needs  by  maintaining  the  Oklahoma  State 
Highway System in a state of good repair.  

o Support  the  preservation  of  Oklahoma  multimodal  freight  networks  through 
appropriate policies and initiatives.  

¶ Mobility:  Choice,  Connectivity  and  Accessibility  
o Ensure  the  competitive  performance  of  the  Oklahoma  freight  system.  

o Foster  a diverse  portfolio  of  modal  choices  for  ÂȰȴǈȖɊȽǈṭɸ freight  shippers  and  
receivers  in  urban  and  rural  areas. 

o Support  end -to -end  operations  of  industry  supply  chains  in  Oklahoma.  
¶ Economic  Vitality  

o Promote  competitive  access  to  domestic  and  international  markets  for 
Oklahoma industries.  

o Direct  freight -related  transportation  investments  to  support  the  ɸʆǈʆǳṭɸ 
economy.  

¶ Environmental  Responsibility  
o Support  the  growth  of  Oklahoma  clean  energy  by  promoting  clean  fuel  use  by 

freight providers.  
o Avoid,  minimize,  or  mitigate  adverse  environmental  impacts  of  freight 

transportation.  
¶ Efficient  Intermodal  System  Management  and  Operation  

o Capitalize  on  federal  funding  and  finance  programs  to  aid  investment  in  the 
freight transportation system.  

o Coordinate  freight  corridor  development  programs  with  neighboring  states.  
o Safeguard  industry  supply  chains  by  improving  resiliency  of  the  system.  

 
 
 
 

 
2 Oklahoma  Freight  Transportation  Plan;  Oklahoma  Freight  Advisory  Committee  Meeting;  Oklahoma  City, 
Oklahoma; January 25, 2017  
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1.2.2 Oklahoma  Long Range  Transportation  Plan  
ÂȰȴǈȖɊȽǈṭɸ 2020 -2045  Long  Range  Transportation  Plan  (LRTP)3 builds  on  ÂȰȴǈȖɊȽǈṭɸ 
success with previous long -range transportation planning efforts and provides direction for 
all transportation modes in the state, including rail and public transit. The LRTP projects the 
demand for transportation infrastructure and services to the year 2045 and considers the 
social and economic changes that are expected to occur in the state between 2020 and  
ᶢᶠᶤᶥṁ þȖǳ «èþå ʎȿǬǳɰɸǥɊɰǳɸ ʆȖǳ ȜǬǳǈ ʆȖǈʆ ÂȰȴǈȖɊȽǈṭɸ ǳǥɊȿɊȽʭḼ ɯʎǈȴȜʆʭ Ɋȍ ȴȜȍǳḼ ǈȿǬ 
competitiveness  will  require  a transportation  system  that  is developed  with  these anticipated 
changes in mind.  

ODOT, in collaboration with statewide modal stakeholders, developed the 2020 -2045 LRTP. 
The 2020 -2045 LRTP is a policy document that guides ODOT in the development, 
management, and operation of a safe and efficient transportation system for the next 25 
yeaɰɸṁ ! ʦȜǤɰǈȿʆ ȽʎȴʆȜȽɊǬǈȴ ʆɰǈȿɸɭɊɰʆǈʆȜɊȿ ɸʭɸʆǳȽ Ȝɸ ʦȜʆǈȴ ʆɊ ÂȰȴǈȖɊȽǈṭɸ ȍʎʆʎɰǳ ǳǥɊȿɊȽȜǥ 
viability and competitiveness. To meet this challenge, it is imperative to have a vision for 
ÂȰȴǈȖɊȽǈṭɸ ᶢᶡɸʆ ǥǳȿʆʎɰʭ ʆɰǈȿɸɭɊɰʆǈʆȜɊȿ ɸʭɸʆǳȽ ʆȖǈʆ ʧȜȴȴ ɸʎɭɭɊɰʆ ʎɸǳɰ ȿǳǳǬɸ ȍɊr improved 
safety, infrastructure conditions, and system reliability to drive statewide economic 
ȜȿʦǳɸʆȽǳȿʆɸṁ ÂEÂþṭɸ ȽȜɸɸȜɊȿ Ȝɸ ʆɊ ɭɰɊʦȜǬǳ ǈ ɸǈȍǳḼ ǳǥɊȿɊȽȜǥǈȴḼ ǈȿǬ ǳȍȍǳǥʆȜʦǳ ʆɰǈȿɸɭɊɰʆǈʆȜɊȿ 
network for the people, commerce, and communities of Oklahoma. Such a system is 
required to deliver on the 2020 -2045 LRTP vision, which is to: provide a connected, 
multimodal  transportation  system  that  supports  a thriving  economy  and  improved quality  of 
life for Oklahomans by providing for safe and efficient movement of pe ople and goods. The 
primary purpose  of  the 2020 -2045 LRTP is to  provide  strategic direction for  the development 
of the Oklahoma multimodal transportation system.  

The  2020 -2045  LRTP was  adopted  by  the  Oklahoma  Transportation  Commission  in  2020, and 
accompli shed the following tasks:  

¶ Updated  vision,  goals  and  objectives;  

¶ Aligned  federal  performance  measures  to  the  updated  goals;  
¶ Described  the  existing  multimodal  transportation  system;  

¶ Examined  demographic,  socioeconomic,  and  emerging  technology  trends;  
¶ Identified  25-year  multimodal  transportation  system  needs;  

¶ Projected  25-year  federal,  state,  and  local  revenues;  and  

¶ Updated  multimodal  policies  and  strategies.  

1.2.3 Oklahoma  Statewide  Transportation  Improvement 
Program  

The Statewide Transportation Improvement Program (STIP) is a financially constrained 
program  that identifies priority  and regionally  significant  transportation  projects  based  on 
extensive  planning.  These  are  projects  in  which  full  funding  is reasonably  ant icipated  to  be 
available in order to implement during the next four (4) years. ODOT develops a new STIP  

 
3 https://oklahoma.gov/odot/programs -and -projects/transportation -programs/lrtp.html  

https://oklahoma.gov/odot/programs-and-projects/transportation-programs/lrtp.html
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biennially in direct relationship to the currently approved  8 Year Construction Work Plan . The 
STIP serves as a short -range planning tool which educates the public on future 
transportation needs and assures that federal funds are spent on projects consiste nt with 
approved long -ɰǈȿȎǳ ɭȴǈȿɸṁ ÂȰȴǈȖɊȽǈṭɸ ɰǈȜȴ ȿǳʆʧɊɰȰ Ȝɸ ǈ Ȱǳʭ ǈɸɸǳʆ Ȝȿ ǈʆʆǈȜȿȜȿȎ ÂȰȴǈȖɊȽǈṭɸ 
transportation  objectives.  The  current  STIP identifies  projects  funded  by  the  Federal  Highway 
Administration  (FHWA),  including  highway -rail  grade  crossing  safety  projects,  and  by  Federal 
Transit  Administration  (FTA) programs.  These  projects  may  have  a potential  intersection  with 
the Oklahoma state railroad network. Rail projects in the state have also been added to the 
STIP in the past for illustrative purposes  to support applications for federal grant funding.  

1.3 èǈȜȴṭɸ Role  Within  the  Oklahoma  Transportation 
System  

Today,  the  rail  system  in  Oklahoma  plays  an  essential  freight  transportation  role  both  within 
ʆȖǳ ɸʆǈʆǳ ǈȿǬ ʆȖǳ ȿǈʆȜɊȿṁ ÂȰȴǈȖɊȽǈṭɸ ȴɊǥǈʆȜɊȿ ǈȿǬ ɭɊɸȜʆȜɊȿ ȍǈǥȜȴȜʆǈʆǳ Ȝʆɸ ȖɊɸʆȜȿȎ Ɋȍ ɭɰȜȿǥȜɭǈȴ 
rail corridors that provide rail access to every region of the U.S., as well as to Canada and 
Mexico.  

Oklahoma is currently home to 22 freight railroads, which together own approximately 95 
percent  of  the  ɸʆǈʆǳṭɸ 2,871 rail route  miles.  Other non -operating railroad owners  (including 
the  State  of  Oklahoma)  own  the  remaining  approximately  5 percent  of  the  ɸʆǈʆǳṭɸ rail  route 
miles.  

For  commodities  originating  by  state,  Oklahoma  ranks  third  (3rd ) in  crushed  stone,  sand,  and 
gravel products. For commodities terminating in the state, Oklahoma ranks eighth (8 th ) in 
crushed stone, sand, and gravel products, tenth (10 th ) in primary metal products, and nin th 
(9 th ) in lumber and wood products. 4 

åɰǳɸǳȿʆȴʭ ʆȖǳ Ɋȿȴʭ ȜȿʆǳɰǥȜʆʭ ɭǈɸɸǳȿȎǳɰ ɰǈȜȴ ɸǳɰʦȜǥǳ Ȝȿ ÂȰȴǈȖɊȽǈ Ȝɸ !ȽʆɰǈȰṭɸ Heartland  Flyer 
service between  Fort Worth,  Texas, and  Oklahoma  City,  which  operates on  the  BNSF  Railway. 
The  Heartland  Flyer  makes  station  stops  in  Oklahoma  City,  Norman,  Purcell,  Pauls  Valley,  and 
Ardmore,  Oklahoma,  and  Gainesville  and  Fort  Worth,  Texas. Connections  can  be  made  in  Fort 
ĞɊɰʆȖ ʆɊ !ȽʆɰǈȰṭɸ Texas Eagle , which operates between Chicago, Illinois; St. Louis, Missouri; 
and Los Angeles, California, via San Antonio, Texas.  

As several  of  the  metropolitan  areas in  Oklahoma continue  to  grow, the  need  to  invest in  a 
diverse  network  of  passenger  transportation  opt ions  that  accommodate future  population 
growth has been recognized. This growth could be accommodated via improved rail 
corridors providing new or expanded intercity passenger rail services.  

In  terms  of  potential  future  passenger  rail  service  implementation,  Oklahoma is  located  on 
the  federally  designated  high -speed  rail  corridor  known  as the  South  Central  Corridor  from 
Fort Worth, Texas, to Oklahoma City to Tulsa, Oklahoma.  

 
 
 
 

4 2019 Update  ODOT  Freight  and  Goods  Movement  
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1.4 Institutional  Structure  of  ÂȰȴǈȖɊȽǈṭɸ State  Rail  
Program  

1.4.1 Oklahoma  Department  of Transportation  
ODOT  is responsible  for  coordinating  the  overall  state  transportation  improvement  strategy. 
The  department  is primarily  responsible  for  rail  planning  and  project  development  activities, 
ȜȿǥȴʎǬȜȿȎ ǬǳʦǳȴɊɭȽǳȿʆ Ɋȍ ʆȖȜɸ ðʆǈʆǳ èǈȜȴ åȴǈȿṁ ÂEÂþṭɸ ȖǳǈǬɯʎǈɰʆǳɰɸ Ȝɸ Ȝȿ ÂȰȴǈȖɊȽǈ >ȜʆʭḼ 
Oklahoma.  

ODOT  is ÂȰȴǈȖɊȽǈṭɸ State  Rail  Transportation  Authority  (SRTAA) and  State  Rail  Plan  Approval  
Authority  (SRPAA). Furthermore,  Oklahoma  is in  complia nce  with  the  requirements  of  49  
U.S.C. §22102, which  stipulates  eligibility  requirements  for  FRA rail  freight  grant  assistance 
programs pertaining to state planning and administration.  

Other areas of ODOT rail involvement include long -range rail planning, including 
development of this State Rail Plan, and financing. Financing involves loans and grants for 
construction and maintenance of track, maintenance and safety improvements at grade  
highway -rail  crossings  and  developing  new  spur  tracks  to  support  economic  development.  

The  following  are  those  divisions  under  the  jurisdiction  of  ODOT  which  have  existing  or 
potential rail -related responsibilities.  

1.4.1.1 Rail  Programs  Division  
þȖǳ èǈȜȴ åɰɊȎɰǈȽɸ EȜʦȜɸȜɊȿ Ɋȍ ÂEÂþ ʧǈɸ ǳɸʆǈǤȴȜɸȖǳǬ Ȝȿ ᶡᶩᶨᶩ ʆɊ Ɋʦǳɰɸǳǳ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴ 
network,  150 miles  of  which  are  owned  by  the  state. The  division is  responsible  for  acquiring 
and  administering  federal  and  state  funds  used  to  support  operation  of  the  Heartland  Flyer 
passenger service, highway construction projects affecting railroad property, railroad 
crossing safety improvements, and maintaining the state -owned rail lines. The division 
comprises five sections: State -owned Rail Line Management, Safety,  Rail Passenger, 
Construction, and Federal Programs.  

1.4.1.2 State -Owned  Rail  Line  Management  Section  
uȿ ᶡᶩᶧᶨḼ ʆȖǳ ÂȰȴǈȖɊȽǈ ðʆǈʆǳ «ǳȎȜɸȴǈʆʎɰǳ ɭǈɸɸǳǬ ʆȖǳ ṄèǈȜȴɰɊǈǬ èǳʦȜʆǈȴȜʷǈʆȜɊȿ !ǥʆṁṫ þȖȜɸ !ǥʆ 
specified  powers  and  duties  of  ODOT  to  address  state  rail  issues.  ODOT  was  authorized  and 
empowered to acquire, construct, repair, operate, and maintain railroad rights -of -way and 
trackage on feasible and economically sound railroad routes.  

This section of  the  Rail  Programs Division oversees the  state -owned  rail properties and  their 
selected operators, which includes direct responsibility for the rights -of -way, operator 
contract  compliance,  and  all  easement/license/lease  reviews.  This  section  also  maintains  the 
lease agreements between the state and the operators.  It also completes yearly inspections 
for proper maintenance and administers state funds for the upkeep of these properties.  
ODOT  currently  leases  143 miles  of  state -owned  rail  lines  to  Class III (short  line)  railroad 
operators.  
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1.4.1.3 Safety  Section  
Oklahoma has more than 3,000 public highway -rail grade crossings. Each year, Oklahoma 
receives federal Section 130 funding for safety upgrades at public highway -rail grade 
crossings, including the installation of active warning devices. The FRA has  developed a 
system  known  as the  Web -Based  Accident  Prediction  System  (WBAPS)  to  identify  crossings 
at high -ɰȜɸȰ ȍɊɰ ǈǥǥȜǬǳȿʆɸṇȜȿǥȜǬǳȿʆɸṁ ÂEÂþṭɸ èǈȜȴ åɰɊȎɰǈȽɸ EȜʦȜɸȜɊȿ ðǈȍǳʆʭ ðǳǥʆȜɊȿ ȽǈȿǈȎǳɸ 
the identification and prioritization of highway -rail grade cross ing improvements in 
Oklahoma. It also manages the FRA Crossing Corridor program, which provides funding for 
upgrades to remaining crossings in corridors where selected grade crossings are closed.  

The most recent highway -rail crossing inventory data collect ed by the State of Oklahoma 
indicates  that  Oklahoma  has  3,430  public  at -grade  crossings:  1,635, or  48  percent,  with  active 
warning  devices  (including  automatic  gates,  with  or  without  flashing  light  signals);  and  1,795, 
or 52 percent, with passive warning d evices (including crossbucks, stop signs, and yield 
signs).  

1.4.1.4 Rail  Passenger  Section  
The Rail Programs Division Rail Passenger Section oversees passenger rail operations in the 
state,  namely  the  Heartland  Flyer . It  works  with  Amtrak  to  ensure  quality  and  reliable  service. 
It also administers the state funding provided to Amtrak for provisi on of the service.  

1.4.1.5 Construction  Section  
The  Rail  Programs  Division  Construction  Section  coordinates  state  rail  construction  activity.  It 
Ȝɸ ɰǳɸɭɊȿɸȜǤȴǳ ȍɊɰ ɰǳʦȜǳʧȜȿȎ ʆȖǳ ɸǥɊɭǳ Ɋȍ ǈ ɰǈȜȴɰɊǈǬṭɸ ȜȿʦɊȴʦǳȽǳȿʆḼ ǬǳʦǳȴɊɭȜȿȎ ɰǳɯʎȜɰǳǬ 
agreements with the railroads t o permit contractor access to railroad property, and ensuring 
that insurance requirements are met. It oversees projects through to completion and final 
inspection.  

1.4.1.6 Federal  Programs  Section  
The  purpose  of  the  Rail  Programs  Division  Federal  Programs  Section  is to  identify  and  secure 
funding available for rail improvements. It assures that ODOT is fully compliant and 
integrated with all federal rail funding initiatives. It prepares all funding applications and 
develops the business cases supporting the  applications. The section also keeps ODOT staff 
informed of national rail policy and priorities to position Oklahoma to benefit from the 
policies.  

1.4.2 Oklahoma  Corporation  Commission  
The  Oklahoma  Corporation  Commission  is a regulatory  agency  for  the State  of  Oklahoma 
with an emphasis on the fuel, oil and gas, utilities, and transportation industries. 5 The 
ÂȰȴǈȖɊȽǈ >ɊɰɭɊɰǈʆȜɊȿ >ɊȽȽȜɸɸȜɊȿṭɸ ɰǈȜȴ ȍʎȿǥʆȜɊȿɸ ȜȿǥȴʎǬǳ ʆȖǳ ȍɊȴȴɊʧȜȿȎḻ 

¶ Monitors the operations of 19 Oklahoma railroads for compliance with sta te railroad 
crossing  safety  regulations  for  more  than  3,400 public,  at -grade  crossings  in  the  state.  

 
5 https://oklahoma.gov/occ.html  

https://oklahoma.gov/occ.html
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This  includes  ensuring  that  the  railroads  maintain  their  crossings  and  clear  the  sight 
triangle of rank weeds, noxious plants, thickets, trees, debris, trash or other 
obstructions.  

¶ Conducts  routine  reviews  of  public  at -grade  crossings  for  safety  compliance  and 
investigates public complaints.  

¶ Investigates  and  makes  recommendations  concerning  railroad  crossing  openings, 
closings, and crossing signal upgrades.  

¶ Mediates  between  the  public  and  the  railroad  industry  in  areas  encompassing  the 
state regulation of ra il safety and enforcement of the Railroad Rules through the 
>ɊɰɭɊɰǈʆȜɊȿ >ɊȽȽȜɸɸȜɊȿṭɸ ǈǬȽȜȿȜɸʆɰǈʆȜʦǳ ɭɰɊǥǳɸɸṁ 

1.4.3 Other  State  Agencies  or  Initiatives  Related  to  Rail  

1.4.3.1 Oklahoma  State  Transportation  Commission  
The State Transportation Commission (STC) leads the Oklahoma Department of 
Transportation. The STC was created for the purpose of developing comprehensive 
transportation  policy  and  planning  within  the  State  of  Oklahoma.  The  STC has  final  approval 
authority  on funding allocations, including the Railroad Revolving Loan and Grant Program 
(RRLG), federally  funded  highway -rail  grade  crossing  safety  projects,  and  highway -rail  grade 
crossing surface repair projects in Oklahoma.  

STC membership is comprised of nine transportation commissioners, which are appointed 
by the Oklahoma Governor and confirmed by the Oklahoma Senate. The Commission 
appoints a Director, who serves as the executive head of the ODOT. The current ODOT 
Executive  Director  is Mr.  Tim  Gatz.  The  Gove rnor  also  appoints  a Secretary  of  Transportation. 
The current Secretary of Transportation is also Mr. Tim Gatz.  

1.4.3.2 Oklahoma  Department  of  Commerce  
The Oklahoma Department of Commerce serves as the primary economic development 
entity  in  Oklahoma  with  the  mission  to  create  and  deliver  high -impact  solutions  that  lead  to 
prosperous lives and communities for all Oklahomans.  

Through its two main focuses Ṝ business development and community development Ṝ the 
Department  of  Commerce  administers  several  state  and  federal  programs  to  meet  its  goals 
of assisting individuals, communities, and businesses.  

These  agencies  also  provide  financial  assistance  programs  that  have  been  utilized  to  assist  in 
ʆȖǳ ǈʆʆɰǈǥʆȜɊȿ Ɋȍ ȿǳʧ ȜȿǬʎɸʆɰȜǳɸ ʆɊ Ǥǳ ɸǳɰʦǳǬ Ǥʭ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴ ȴȜȿǳɸ ʆȖɰɊʎȎȖ ǈ ȿʎȽǤǳɰ Ɋȍ 
initiatives including  tax credits, and  in  some  instances, have provided  financial  assistance  for 
projects such as trac k rehabilitation and the construction of spur tracks to industries.  

1.4.4 Regional  and  Local  Organizations  
ÂȰȴǈȖɊȽǈṭɸ ʆɰǈȿɸɭɊɰʆǈʆȜɊȿ ǈȎǳȿǥȜǳɸḼ ǤǳɸȜǬǳɸ ÂEÂþḼ ȜȿǥȴʎǬǳ µǳʆɰɊɭɊȴȜʆǈȿ åȴǈȿȿȜȿȎ 
Organizations  (MPOs)  and  Regional  Planning  Associations  (RPAs). ÂȰȴǈȖɊȽǈṭɸ MPOs  and 
RPAs are identified and described in this section.  
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1.4.4.1 Metropolitan  Planning  Organizations  
Metropolitan Planning Organizations (MPOs) are federally mandated and funded 
transportation policy -making organizations comprised of local governm ent and 
transportation  officials.  The  formation  of  an  MPO  is required  for  any  urbanized  area  with  a 
population greater than 50,000.  

MPOs  are  required  to  maintain  and  continually update  a Long -Range  Transportation  Plan 
(LRTP) as well as a Transportation Improvement Program (TIP), which is a multi -year 
program of transportation projects to be funded with federal and other transportation 
funding sources. As MPO planning activities have evolved to address the movement of 
freight as well as passengers, they have included consideration of multimodal solutions, 
improved  intermodal  connections,  and  more  specific  rail  and  rail -related  project  solutions. 
MPOs must work cooperatively with area transportation stakeholders to un derstand and 
ǈȿʆȜǥȜɭǈʆǳ ʆȖǳ ǈɰǳǈṭɸ ʆɰǈʦǳȴ ȿǳǳǬɸ ǈȿǬ ʆɊ ǬǳʦǳȴɊɭ ʆȖǳ ǈȍɊɰǳȽǳȿʆȜɊȿǳǬ ǬɊǥʎȽǳȿʆɸṁ 

There  are  three  MPOs  within  Oklahoma.  These  MPOs  are  described  below. 6 

¶ Association  of  Central  Oklahoma  Governments  (ACOG) Ṝ Oklahoma  City,  Oklahoma  
o Serves the transportation planning boundary, known as the Oklahoma City 

Area  Regional  Transportation  Study  (OCARTS), includes  all of  Oklahoma  and 
Cleveland counties and portions of Canadian, Grady, Logan, and McClain 
counties in Oklahoma.  

¶ Indian  Nations  Council  of  Government  (INCOG)  Ṝ Tulsa, Oklahoma  
o Serves  the  transportation  planning  boundary  including  Tulsa  County  and 

portions of Creek, Osage, Rogers, and Wagoner counties in Oklahoma.  
¶ Lawton  Metropolitan  Planning  Organization  (LMPO)  Ṝ Lawton,  Oklahoma  

o Serves  the  transportation  planning  boundary  including  within  the  Lawton  city 
limits, with minor adjustments, excluding Fort Sill in Oklahoma.  

1.4.4.2 Regional  Planning  Associations  
Regional  Planning  Associations  (RPAs) are  responsible  for  transportation  p lanning  in  regions 
of Oklahoma outside the metropolitan areas represented by MPOs. Oklahoma has 11 RPAs, 7 

which are identified below:  

¶ Association  of  Central  Oklahoma  Governments  - ACOG 
o Serves  Oklahoma,  Canadian,  Logan,  McClain,  Cleveland,  and  parts  of  Grady 

counties.  
¶ Association  of  South  Central  Oklahoma  Governments  - ASCOG 

o Serves  Caddo,  Comanche,  Cotton,  Tillman,  Stephens,  Jefferson,  and  parts  of 
Grady counties.  

 
 
 
 
 

6 https://www.odot.o rg/metro -planning/index.htm  
7 https://www.odot.org/metro -planning/index.htm  

https://www.odot.org/metro-planning/index.htm
https://www.odot.org/metro-planning/index.htm
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¶ Central  Oklahoma  Economic  Development  District  - COEDD  
o Serves  Pawnee,  Payne,  Lincoln,  Pottawatomie,  Seminole,  Okfuskee,  and 

Hughes counties.  
¶ Eastern  Oklahoma  Development  District  - EODD  

o Serves  Okmulgee,  Muskogee,  McIntosh,  Sequoyah,  Cherokee,  Adair,  and  parts 
of Wagoner counties.  

¶ Grand  Gateway  Economic  Development  Association  - GGEDA  
o Serves  Washington,  Nowata,  Craig,  Ottawa,  Delaware,  Mayes,  and  parts  of 

Rogers counties.  
¶ Indian  Nations  Council  of  Governments  - INCOG  

o Serves  Osage,  Tulsa, Creek,  and  parts  of  Wagoner  counties.  
¶ Kiamichi  Economic  Development  District  of  Oklahoma  - KEDDO  

o Serves  Pittsburg,  Haskell,  Le Flore,  Latimer,  Pushmataha,  McCurtain,  and 
Choctaw counties.  

¶ Northern  Oklahoma  Development  Authority  - NODA  
o Serves  Alfalfa,  Grant,  Kay, Major,  Garfield,  Noble,  Blaine,  and  Kingfisher 

counties.  
¶ Oklahoma  Economic  Development  Aut hority  - OEDA  

o Serves  Cimarron,  Texas, Beaver,  Harper,  Woods,  Woodward,  Ellis, and  Dewey 
counties.  

¶ Southern  Oklahoma  Development  Association  - SODA  
o Serves  Garvin,  Pontotoc,  Coal, Atoka,  Murray,  Johnston,  Carter,  Love,  Marshall, 

and Bryan counties.  
¶ South  Western  Oklahoma  Development  Authority  - SWODA  

o Serves  Roger  Mills,  Custer,  Beckham,  Washita,  Harmon,  Greer,  Kiowa,  and 
Jackson counties.  

1.4.4.3 Local  Economic  Development  Agencies  
Oklahoma has several local public and private economic development agencies which 
recruit  industries  and  businesses  on  the  basis  of  their  location,  available  labor  force, capacity 
for growth, and access to rail and other transportation assets.  

The Oklahoma  Directory of Economic Development Organizations lists 23 entities around the 
state, including economic development agencies and authorities, chambers of commerce, 
alliances, development councils, corporations, associations, and marketing coalitions at the  
regional, county or local level of government. 8 Many of these agencies offer incentives such 
as tax exemptions and credits and other means of assistance to attract business interests.  
Under  68  O.S. 1370.7, local  governments  may  form  a transportation  autho rity  to  provide 
transportation to facilitate the movement of commerce.  

 
 
 
 
 

8 https://eda.gov/resources/economic -development -directory/states/ok.htm  

https://eda.gov/resources/economic-development-directory/states/ok.htm
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Although these agencies do not generally work directly with freight railroad operators, they 
do  have  a vested  interest  in  the  level  of  rail  services  and rail  assistance  pr ograms  available  to 
supplement their incentives.  

These  agencies  include:  

¶ Oklahoma  Department  of  Commerce  
¶ The  State  Chamber  

¶ Edmond  Economic  Development  Authority  
¶ Norman  Economic  Development  Coalition  

¶ Greater  Oklahoma  City  Chamber  of  Commerce  
¶ South  Oklahoma  City  Chamber  of  Commerce  
¶ Midwest  City  Chamber  of  Commerce  

¶ Eastern  Oklahoma  County  Ṝ MRO  and  Aerospace  Partnership  
¶ Lawton/Fort  Sill  Chamber  of  Commerce  and  Economic  Development  Team  

¶ Garfield  County  Industrial  Authority  Enid  

¶ Bartlesville  Chamber  of  Commerce  and  Development  Corporation  
¶ Stillwater  Chamber  of  Commerce  
¶ Oklahoma  Department  of  Career  and  Technology  Education,  Tulsa  
¶ Port  of  Catoosa  

¶ Claremore  Area  Chamber  of  Commerce  
¶ Claremore  Industrial  and  Economic  Development  Authority  
¶ Tulsa  Area  Partnership  

¶ Ada  Jobs  Foundation  
¶ Vinita  Area  Chamber  of  Commerce  

¶ Miami  Area  Economic  Development  Service  

¶ City  of  Miami  Oklahoma  Community  and  Economic  Development  Department  
¶ MidAmerica  Industrial  Park  

¶ Ponca  City  Development  Authority  

1.5 ÂȰȴǈȖɊȽǈṭɸ Authority  to  Conduct  Rail  Planning  and 
Investment  

1.5.1 State  Authority  for  Rail Planning  
The Oklahoma Statutes, Title 66 (Railroads) pertains to the establishment of railroad 
companies  in  the  state  of  Oklahoma.  Oklahoma  EÂþṭɸ rail -related  responsibilities  per  the 
Oklahoma Statutes are also detailed in Title 66. These include the following:  

¶ Ini tiation  of  railroad  safety  program.  Requires  ODOT  to  coordinate  construction  and 
maintenance of safety devices at highway -rail crossings (OS -66-125a). 

¶ Empowerments  and  provisions  for  the  ṪèǈȜȴɰɊǈǬ Revitalization  !ǥʆṁṫ !ʎʆȖɊɰȜʷǳɸ ODOT 
to acquire, operate, and maintain railroad right of way (OS -66-304).  
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1.5.2 State  Authority  for Grants  and  Other Rail  Financing  
Oklahoma has utilized both federal and state transportation funding programs when rail 
infrastructure  improvements  w ere  eligible  and  appropriate.  State -sponsored  rail  investment 
in Oklahoma has been provided through ODOT and other state economic development 
agencies. These actions have included the following:  

¶ Established  Railroad  Maintenance  Revolving  Fund  (RMRF)  (OS-66-309).  
¶ Amended the General Revenue Fund (GRF) to include appropriations for the 

purchase of railroad right -of -way. The initial funds went toward the purchase of the 
former Chicago, Rock Island & Pacific Railroad right -of -way. Included amendment of 
GRF appr ɊɭɰȜǈʆȜɊȿɸ ʆɊ ȜȿǥȴʎǬǳ Ṫȿǳʧṫ ǬǳɸȜȎȿǈʆǳǬ ǈɭɭɰɊɭɰȜǈʆȜɊȿɸ ȍɊɰ ɰǈȜȴ ɭǈɸɸǳȿȎǳɰ 
service.  This  fund  currently  appropriates  $2 million  per  year  for  ÂȰȴǈȖɊȽǈṭɸ portion  of 
Heartland Flyer operating costs (OS -68 -2352, OS 1521.) 

¶ Established  the  Oklahoma  Tourism  and  Passenger  Rail  Revolving  Fund  (OTPRR) for 
the purpose of funding passenger rail service. OS 68 -500.6 provides an additional  
$850,000  for  this  fund  annually.  (OS-66-325,OS 68 -500.6).  

¶ Established  provisions  and  terms  for  Railroad  Rehabilitation  Act  railroad  rehabilitation 
loan program (RMRF) (OS -66-309.3). 

Other  state -sponsored  rail  investment  programs  include:  

¶ Highway -Railroad Grade Crossing Safety Program: This federally funded program 
provides  financial  assistance  to  states  for  improvements  at highway -rail  crossings.  

¶ Grade Crossing Safety Program: This state -funded program assists railroads with 
funding  to  def ray  a portion  of  the  signal  maintenance  costs  at  signals  installed  under 
the Highway -Railroad Grade Crossing Safety Program since 1973.  

¶ Highway -Railroad Grade Crossing Surface Repair Program: This state -funded 
program  is designed  to  assist  city  and  county highway  authorities  and  railroads  with 
surface improvements at highway -rail crossings.  

¶ Primary Road Highway -Railroad Grade Crossing Repair Program: This state -funded 
program  is designed  to  assist  with  surface  improvements  at highway -rail  crossings  on 
the Primary Road System.  

Additional  details  on  these  rail  and  rail  safety  related  funding  programs are  provided  in 
Chapter 2.  
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1.5.3 State  Funding  for  Rail  Projects  in  the  Last  Five  Years  
Recent funding under the aforementioned state rail improve ment programs has been 
primarily  focused  on  highway -rail  grade  crossing  improvements. In  2014, ODOT  announced  a 
new Rail Crossings Safety Initiative and has spent nearly $100 million over three years to 
improve  signage  and  install  active  warning  devices  such  as flashing  lights,  gates,  and  audible 
alert devices. This program is presently nearing completion.  

1.5.3.1 Railroa d  Modernization  Tax Credit  Program  
OS 68 -2357.103 established  railroad  tax  credits  in  2005.  SB 1322, passed  in  2020,  amended  this 
statute. The tax credit limit is 50% of expenditures per mile up to $5,000 per mile. The state 
cap annually is $5,000,000. Qua lified expenditures include: track maintenance, repairs for 
damage  caused by  natural  disasters,  reconstruction  or  replacement  of  infrastructure  such  as 
track, roadbed, crossings, bridges, industrial leads, and track -related structures, new 
construction of industrial leads, switches, spurs and sidings, and extensions of existing 
sidings. Applicants must have projects reviewed and certified by ODOT to ce rtify that the 
work is both eligible and complete. The railroads then file the state certification to the Tax 
Commission to review and approve in order for the railroad to receive the tax credit. This tax 
credit is currently authorized through 2024.  

1.6 Sum mary  of  Freight  and  Passenger  Rail  Services  in 
Oklahoma  

1.6.1 Existing  Rail  System  
The rail system in Oklahoma is comprised of approximately 2,871 route miles owned by 
freight  railroads  and  non -operating  railroad  owners.  There  are 22  freight  railroads  in  the  sta te. 
Three of these railroads Ṝ BNSF Railway (BNSF), Kansas City Southern Railway (KCS), and 
Union  Pacific  Railroad  (UP)  Ṝ are  categorized  as Class I or  major  railroads.  These  carriers  own  a 
total of approximately 1,597 route miles, or about 56 percent of the total rail mileage in the 
state. The remaining 19 freight railroads are categorized as Class III railroads (known also as a 
short  line  railroads).  Short  line  railroads own  a total  of 1,104 route miles,  or  about 39 percent of 
the total rail mileage in the state. The State of Oklahoma currently owns 150 route miles, or 
ǈǤɊʎʆ ᶥ ɭǳɰǥǳȿʆ Ɋȍ ʆȖǳ ʆɊʆǈȴ ɰǈȜȴ ȽȜȴǳǈȎǳ Ȝȿ ʆȖǳ ɸʆǈʆǳṁ uȿ ᶢᶠᶡᶨḼ ʆȖǳ ɸʆǈʆǳṭɸ ȍɰǳȜȎȖʆ ɰǈȜȴɰɊǈǬɸ 
carried 338 million tons of  freight, or 6.85 million rail carloads of various commodities, to,  
from, within and through Oklahoma. 9 þȖǳ ɸʆǈʆǳṭɸ ȍɰǳȜȎȖʆ ɰǈȜȴɰɊǈǬɸ ǈȿǬ ȿɊȿ-operating railroad 
owners and their respective networks in Oklahoma will be identified and described in detail 
in Chapter 2.  

One  Amtrak  intercity  passenger  rail  route  operates  within  the  state.  !ȽʆɰǈȰṭɸ Heartland  Flyer 
runs between its southern terminus in Fort Worth, Texas, and its northern terminus is in 
Oklahoma City. This service operates over BNSF in Oklahoma. Du ɰȜȿȎ !ȽʆɰǈȰṭɸ ᶢᶠᶡᶩ fȜɸǥǈȴ 
Year, a total of 69,189 passengers boarded or alighted at the five Amtrak stations in 
Oklahoma.  Boardings  and  alightings  at  individual  stations  ranged  from  1,893 to  45,133 in 2019, 

 
9 2019 Update  ODOT  Freight  and  Goods  Movement  
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and  the  busiest  station  was  Oklahoma  City. 10 Beginning  in  March  of  2020, Amtrak  service  was 
greatly  affected  by  the  COVID -19 pandemic.  The  effects  on  service  provision  and  ridership will 
described in greater detail in Chapter 2.  

ÂȰȴǈȖɊȽǈṭɸ rail  network,  as well  as its  contributions  and  impacts  on  the  state,  are  described  
in  greater  detail  in  Chapter  2. 

1.6.2 Rail  Initiatives  and  Plans  

1.6.2.1 Freight  Rail  Initiatives  
There  are  various  freight  rail  initiatives  ODOT  has  considered.  ODOT  has  studied  the  potential 
ȍɊɰ ɊɭʆȜȽȜʷȜȿȎ ʆȖǳ ɸʆǈʆǳṭɸ ȍɰǳȜȎȖʆ ɰǈȜȴ ȿǳʆʧɊɰȰ ǈȿǬ ʆɊ ȜǬǳȿʆȜȍʭ ȜȿʦǳɸʆȽǳȿʆɸ Ȝȿ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴ 
infrastructure that improve the capacity, efficiency, and safety of the sta ʆǳṭɸ ɰǈȜȴ ȿǳʆʧɊɰȰḼ 
promote railroad access and economic development, and bolster connectivity with other 
transportation modes. Some of these initiatives include:  

¶ Enhancing  coordination  between  ODOT  and  the  ɸʆǈʆǳṭɸ freight  railroads  
¶ Increasing  maximum  allow able  gross  weights  to  286,000  lbs.  per  car  

¶ Advancing  at -grade  highway/rail  crossing  surface  and  signal  improvements  
¶ Expanding  rail  access  and  development  of  industrial  spur  tracks  
¶ Promoting  rail  safety  

¶ Sponsoring  and  managing  fǈɰȽɰǈȜȴṭɸ TIGER IX project  
¶ Co-sponsoring  with  Kansas  DOT ð¨Â«ṭɸ CRISI FY19 grant  

¶ Sponsoring  ̈ ȜǈȽȜǥȖȜṭɸ CRISI FY20 grant  
¶ Participating  in  the  Tulsa  Ports  Inola  Rail  Expansion  BUILD  grant  

¶ Participating  in  the  Port  of  Muskogee  Rail  Expansion  BUILD  grant  

These  and  other  freight  rail  initiatives  are  discussed  in  greater  detail  in  Chapter  4. 

1.6.2.2 Passenger  Rail  Initiatives  
There  are  various  passenger  rail  initiatives  under  consideration  by  ODOT.  These  include:  

¶ Increase  the  frequency  of  the  Heartland  Flyer  service  between  Oklahoma  City  and 
Fort Worth  

¶ Extend  the  Heartland  Flyer  service  north  from  Oklahoma  City  to  Newton,  Kansas  

¶ Intercity  passenger  rail  service  between  Oklahoma  City  and  Tulsa  

These  and  other  intercity  and  commuter  rail  service  concepts  are  discussed  in  greater  detail 
in Chapter 3.  

 
 
 
 
 
 

10 Amtrak  Fact  Sheet,  Fiscal  Year  2019, State  of  Oklahoma  
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Chapter  2: ÂȰȴǈȖɊȽǈṭɸ Existing  Rail  System  
2.1 ÂȰȴǈȖɊȽǈṭɸ Existing  Rail  System:  Description  and 

Inventory  
þȖȜɸ ǥȖǈɭʆǳɰ ɭɰɊʦȜǬǳɸ ǈȿ ɊʦǳɰʦȜǳʧ ǈȿǬ ȜȿʦǳȿʆɊɰʭ Ɋȍ ÂȰȴǈȖɊȽǈṭɸ ǳʬȜɸʆȜȿȎ ɰǈȜȴ ɸʭɸʆǳȽ ǈɸ ǈ 
baseline for planning and decision making for rail programs, policies and projects in the 
ɸʆǈʆǳṁ EȜɸǥʎɸɸǳǬ ǤǳȴɊʧ ǈɰǳ ʆȖɰǳǳ ȽǈȭɊɰ ǈɸɭǳǥʆɸ Ɋȍ ʆȖǳ ɸʆǈʆǳṭɸ ȍɰǳȜȎȖʆ ɰǈȜȴ ǈȿǬ passenger rail 
ɸʭɸʆǳȽɸḻ ǈ ǬǳɸǥɰȜɭʆȜɊȿ Ɋȍ ʆȖǳ ɸǳɰʦȜǥǳɸ ǈȿǬ ɭȖʭɸȜǥǈȴ ǥȖǈɰǈǥʆǳɰȜɸʆȜǥɸ Ɋȍ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴɰɊǈǬ 
network  as they  are  today,  rail  service  trends  and  forecasts,  and  needs  and  opportunities for 
the network.  

2.1.1 ÂȰȴǈȖɊȽǈṭɸ Existing  Rail  Network  

2.1.1.1 The  Deve lopment  of  ÂȰȴǈȖɊȽǈṭɸ Rail  Network  
Until  the  period following the  Civil  War, railroads were  not allowed  to  cross Indian  Territory. 11 

While the first railroad construction in what is now the state of Oklahoma was the Missouri - 
Kansas -Texas (MKT) line passing through the eastern part of the Territory in the early 1870s, 
the first railroad allowed through the Unassigned Lands of Central Ok lahoma was the 
Atchison, Topeka and Santa Fe Railway (AT&SF). The AT&SF was chartered in Kansas in 1859, 
but construction on the line did not actually begin until 1868. Construction of the AT&SF in 
Oklahoma started in 1885 and the first line was completed as far as Purcell in 1887, passing 
through the future site of Oklahoma City. That line was initially part of the Southern Kansas 
Railroad, wholly owned by the AT&SF. The Southern Kansas Railroad also built the rail line 
from Kiowa, Kansas, through Woodward , Oklahoma to Amarillo, Texas, in 1887 (now part of 
the  BNSF  Southern  Transcon  route  between  Chicago,  Illinois,  and  Los Angeles,  California,  via 
Oklahoma).  

The MKT laid its first rails in Oklahoma in 1870, reaching Vinita in 1872. In the early 1900s, the 
MKT connected Shreveport, Louisiana; San Antonio, Texas; and Tulsa, Oklahoma, and 
Oklahoma City. Through aggressive expansion, the MKT developed a 3,865 -mile  system 
extending  from  St. Louis  and  Kansas  City,  Missouri  to  Galveston  and  San Antonio,  Texas on  its 
north -south axis and east -west from Shreveport, Louisiana to the Oklahoma panhandle. The 
MKT main line passed through Vinita, Muskogee, and McAlester, Okl ahoma en route from 
Kansas City and St. Louis, Missouri to Dallas and Fort Worth, Texas.  

At the time of the Land Run of 1889, the new Choctaw Line was approaching Oklahoma City 
from  the  east.  Originating  in  Memphis,  Tennessee  and  passing  through  Little  Rock,  Arkansas, 
this would later become part of the Chicago, Rock Island, and Pacific Railroad (CRI&P). Since 
Oklahoma City was also located on the north -south AT&SF line, it became the trade center 
for nearby towns to its east and west. Around the same time, the Chicago, Kansas and 
Nebraska Railroad line (owned by CRI&P after 1891) was being constructed between Kansas 
and Texas, reaching El Reno, Oklahoma in 1890. The Choctaw Coal and Railway Company  

 
11 Before  achieving  statehood  in  1907, Oklahoma  was  designated  as Indian  Territory  and  Oklahoma  Territory.  
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(also later acquired by CRI&P) completed a line from El Reno to Oklahoma City in 1892. This 
was followed by various company expansions and acquisitions, and El Reno became the 
crossroads  of  two  important  north -south  and  east -west  lines  of  the  CRI&P system,  including 
a line west to Amarillo, Texas that eventually connected with the Southern Pacific Railroad 
(SP) at Santa Rosa, New Mexico. Another key CRI&P line between Chicago and Kansas City 
and  the  SP at Santa Rosa, known  as the Golden State  Route, passed  through  the  Oklahoma 
panhandle at Guymon.  

The Atlantic & Pacific Railroad, which subsequently became part of the St. Louis -San 
Francisco Railway (SLSF), reached Vinita, Oklahoma, in 1871. It was extended to Tulsa, 
Oklahoma,  in  1881Ṝ1882 and  reached  Sapulpa,  Oklahoma,  in  1886. It  was  not  until  the  St. Louis 
& Oklahoma City Railroad Company built from Sapulpa to Oklahoma City in 1898 that the 
Atlantic & Pacific enjoyed adequate revenue.  

During the same period, the St. Louis -San Francisco Railway (SLSF) was building a line from 
Joplin, Missouri, to Tu lsa, Oklahoma. Local Oklahoma City developers formed the St. Louis 
and Oklahoma City Railroad to extend a line to Sapulpa, Oklahoma, and connect with the 
SLSF, bringing  a third  line  to  Oklahoma  City  in  1898. At  that  time,  Oklahoma  City  became  the 
Ɋȿȴʭ ǥɊȽȽʎȿȜʆʭ Ȝȿ ʆȖǳ ɸʆǈʆǳ ʧȜʆȖ ʆȖɰǳǳ ɰǈȜȴɰɊǈǬ ȴȜȿǳɸḼ ȽǈȰȜȿȎ Ȝʆ ʆȖǳ ɸʆǈʆǳṭɸ ɭɰȜȿǥȜɭǈȴ 
distribution center. Two more rail lines were to follow ṛthe MKT in 1902 and the Oklahoma 
City and Western in 1903.  

!þỡðfṭɸ ȿɊɰʆȖ-south main line entered the state ju st south of Arkansas City, Kansas, and 
passed through Ponca City, Perry, and Guthrie, Oklahoma into Oklahoma City, then south to 
Fort  Worth,  Texas. This  line  is still  in  use  today  as a main  line  of  BNSF, successor  to  the  AT&SF, 
and is the route traversed d ǈȜȴʭ Ǥʭ !ȽʆɰǈȰṭɸ Heartland  Flyer intercity passenger train 
between Oklahoma City and Fort Worth, Texas. An alternative main line was constructed 
between 1900 and 1904 from Newkirk, Oklahoma, located on the original main line, through 
Cushing and Shawnee to  Pauls Valley, Oklahoma, where it rejoined the original main line.  
The  alternative  route  through  Cushing,  Oklahoma  is no  longer  in  operation  except  for  8 miles 
between Shawnee and Aydelotte, Oklahoma.  

The Kansas City, Mexico and Orient, with its line from Waldron, Kansas, through Fairview, 
Clinton,  and  Altus,  Oklahoma  into  Texas became  part  of  the  AT&SF in  1928. It  was  later  sold 
and is presently operated by Farmrail Corporation.  

Eventually, an extensive network of AT&SF main lines and branch lines covered Oklahoma. 
Altogether, some 1,500 miles connected most of the oil fields with markets throughout the 
country and provided transportation for agriculture and industry. Most of the AT&SF main 
lines are still in use today with only the old Eastern Oklahoma line, Newkirk ṜShawnee ṜPauls 
Valley,  Oklahoma,  and  the  Oklahoma  Central  lines  having  been  abandoned,  along  with  some 
other branches. In 1996, the AT&SF merged with the Burlington Nor thern Railroad to form 
the Burlington Northern Santa Fe Railway (later rebranded as simply BNSF Railway), which 
includes the former St. Louis -San Francisco Railway (SLSF) that was merged into BN in 1980.  

þȖǳ ð«ðf ǈȴɸɊ ǥɊȿʆɰȜǤʎʆǳǬ ʆɊ ÂȰȴǈȖɊȽǈṭɸ ǬǳʦǳȴɊɭȽǳȿʆṁ It operated an extensive network 
that  was  permitted  throughout  the  entire  state  and constructed  when  Oklahoma  was  still 
Indian Territory. Oil was discovered adjacent to the SLSF in 1907 and its network reached 
many important oil fields. Another independen t rail line was constructed from Sapulpa,  
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Oklahoma  to  Denison,  Texas in  the  late  1890s. This  line  was  almost  200 miles  long,  with  a little 
more than 190 miles located in Oklahoma. The line, equipment, and other property became 
part of the SLSF in 1901.  

þȖǳ ¨ǈȿɸǈɸ >ȜʆʭḼ åȜʆʆɸǤʎɰȎ ǈȿǬ gʎȴȍḼ ɭɰǳǬǳǥǳɸɸɊɰ ʆɊ ʆɊǬǈʭṭɸ ¨ǈȿɸǈɸ >Ȝʆʭ ðɊʎʆȖǳɰȿ èǈȜȴʧǈʭ 
(KCS), constructed  a line  through  the  eastern  part  of  the  Indian  Territory  along  the  Missouri 
and Arkansas borders in 1895.  

ÂȰȴǈȖɊȽǈṭɸ ɊɭǳɰǈʆȜȿȎ ȍɰǳȜȎȖʆ ɰǈȜȴɰɊǈǬɸ ǈɰǳ ǬȜʦȜǬǳǬ ȜȿʆɊ ʆʧɊ ǥǈʆǳȎɊɰȜǳɸḼ ȜȿǥȴʎǬȜȿȎ >ȴǈɸɸ u 
railroads which are large, primarily long -haul national rail systems and Class III railr oads 
which are commonly referred to as short line railroads, which operate at the local and 
regional  level.  Oklahoma  also  has  non -operating  railroad  owners,  which  own  segments  of  the 
Oklahoma  rail  network and  have  agreements with  Class III  railroads to  fac ilitate  the  provision 
of rail freight service.  

The  passenger  rail  system  is comprised  of  Amtrak  intercity  services  and  privately  owned 
tourist railroads.  

Rail  lines  which  have  been  abandoned  or  rail banked  since  2017 are  discussed  later  in  this 
chapter.  

ÂȰȴǈȖɊȽǈṭɸ rail  system  consists  of  2,871 railroad  route  miles  owned  by  Class I and  Class III 
railroads, the State of Oklahoma, two ports, and one power authority.  

Table 2 -1 identifies by railroad entity Ṝ railroad cl ass (if applicable), standard alpha carrier 
code  (an  industry  standard  two - to  four -letter  abbreviation),  total  miles  of  railroad  owned  and 
operated in Oklahoma (including lines leased, operated under contract, trackage rights, and 
haulage rights, as applicable), and the percentage of the total Oklahoma rail network that 
each railroad ownership represents. Note that miles leased and/or ope rated under contract, 
miles operated under trackage rights, and miles operated under haulage rights are included 
in  the  total  miles  operated  figures,  allowing  total  miles  operated  to  exceed  total  miles  owned.  

Industrial railroads and private track ownershi p provide transportation service at industrial 
installations in Oklahoma, but, due to their classification, the mileage of privately owned 
ȜȿǬʎɸʆɰȜǈȴ ʆɰǈǥȰ Ȝɸ ȿɊʆ ȜȿǥȴʎǬǳǬ Ȝȿ ǥǈȴǥʎȴǈʆȜɊȿɸ Ɋȍ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴ ȿǳʆʧɊɰȰṁ ðȜȽȜȴǈɰȴʭḼ ʆȖǳ 
industrial  track  (includ ing  designated  industrial  leads  and  spurs)  of  Class I and  III rail  carriers 
is also not included in the route -mile calculations.  
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Table  2-1: Oklahoma  Route  Mileage  by  Railroad  and  Non -Operating  Railroad  Owner  

Railroad  
Standard 

Carrier  
Alpha  Code  

Railroad 
Classification  

Total 
Miles  

Owned  

Total 
Miles  

Operated  

BNSF  Railway  BNSF  Class I 957 957 
Kansas  City  Southern  Railway  KCS Class I 127 128 
Union  Pacific  Railroad  UP Class I 513 820  
Subtotal  (Class  I) - - 1,597 1,905 
Arkansas -Oklahoma  Railroad  AOK Class III 70  122 
Arkansas  Southern  Railroad  ARS Class III 0  9 
Austin,  Todd  & Ladd  Railroad  ATLT Class III 39 44  
Blackwell  Northern  Gateway 
Railroad  

BNGR  Class III 0  17 

Cimarron  Valley  Railroad  CVR Class III 35 35 
Farmrail  Corporation  FMRC Class III 97 184 
Grainbelt  Corporation  GNBC  Class III 179 179 
Gateway  Eastern  Railway  GWER  Class III 14 14 
Hollis  and  Eastern  Railroad  HE Class III 14 0  
Kiamichi  Railroad  KRR Class III 156 143 
Northwestern  Oklahoma  Railroad  NOKL  Class III 5 4  
Port  of  Catoosa  Railroad  POC Class III 28 28 
Sand  Springs  Railway  SS Class III 8 8 
South  Kansas  & Oklahoma  Railroad  SKOL Class III 68 68 
Stillwater  Central  Railroad  SLWC Class III 257 281 
Texas, Oklahoma  & Eastern  Railroad  TOE Class III 40  40  
Tulsa  Sapulpa  Union  Railway  TSU Class III 10 23 
Western  Farmers  Electric  Corp.  WFEC  Class III 14 0  
Wichita,  Tillman  & Jackson  Railway  WTJR Class III 61 61 
Subtotal  (Class  III)  - - 1,104 1,260 
State  of  Oklahoma  N/A  N/A  150 0  
Port  of  Muskogee  N/A  N/A  9 9 
Public  Service  of  Oklahoma  N/A  N/A  11 11 
Subtotal  (Other  Railroads)  - - 170 20  
Oklahoma  Rail  Network  Total    2,871 3,185 

Source:  ODOT;  Class I Railroad  Annual  Reports  R-1 (2019 and  2020) 
Notes:  
a) Miles  operated  does  not  include  trackage  and  haulage  rights.  
b)  Additional  details  about  ÂȰȴǈȖɊȽǈṭɸ rail  network  are  located  in  Appendix  A. 
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2.1.1.2 Freight  Rail  Network  
2.1.1.2.1 Class I Railroads  
Class I railroads  are  defined  as those  national  railroads  that  typically  operate  over  thousands 
of route miles, employ thousands of people, and have revenues and capital budgets in the 
billions of  dollars collectively. There  are presently seven  Class I railroads in  the  United  States 
and Canada. Oklahoma is served directly by th ree Class I railroads: BNSF Railway (BNSF), 
Kansas City Southern (KCS), and Union Pacific Railroad (UP).  

BNSF  Railway  
BNSF Railway (BNSF), a wholly owned subsidiary of Berkshire Hathaway, is a Fort Worth, 
Texas-based  Class I railroad that  operates  over  a n etwork of  32,619 route miles  in  the  U.S. and 
Canada. BNSF owns approximately 957 miles in Oklahoma and is the largest single 
ownership of rail lines in the state. 12 BNSF serves the U.S. Midwest, West, and South; Gulf 
>Ɋǈɸʆ ǈȿǬ Ğǳɸʆ >Ɋǈɸʆ ɭɊɰʆɸṆ ǈȿǬ >ǈȿǈǬǈṁ >ɊȽɭȴǳʆǳ ǬǳʆǈȜȴɸ Ɋȍ =·ðfṭɸ ɰǈȜȴ ȴȜȿǳɸ ʧȜʆȖȜȿ 
Oklahoma, physical characteristics of each operating division and subdivision, trackage 
rights, interchanges with other  railroads, major rail yards and other facilities, and a detailed 
map  of  its  network  and  operating  subdivisions  within  Oklahoma  are  provided  in  Appendix  A. 

Kansas  City  Southern  Railway  
Kansas City Southern Railway (KCS), a wholly owned subsidiary of Kansas  City Southern 
Industries, is a Kansas City, Missouri -based Class I railroad with a network of 3,397 route miles 
in 10 U.S. states. KCS owns approximately 127 route miles in Oklahoma. 13 KCS serves the U.S. 
Midwest and South; Gulf Coast ports; and connectio ȿɸ ʆɊ µǳʬȜǥɊṁ >ɊȽɭȴǳʆǳ ǬǳʆǈȜȴɸ Ɋȍ ¨>ðṭɸ 
haulage  rights  within  Oklahoma,  interchanges  with  other  railroads,  major  rail  yards  and  other 
facilities, and a detailed map of the lines over which KCS has haulage rights in Oklahoma are 
provided in Appendix A.  

On M arch 21st, 2021 it was announced that Canadian Pacific Railway Ltd. (CP) intends to 
acquire KCS. 14 CP is a Calgary, Alberta based Class I railway with an extensive network in 
Canada  and  the  north -central  United  States.  >åṭɸ 2008  acquisition  of  the  Dakota,  Minnesota 
and Eastern Railroad system granted CP access to Kansas City from Minneapolis/St. Paul, 
M innesota and Chicago, Illinois, providing for contiguous access between the CP and KCS 
networks.  

On April 20, 2021 Canadian National Railway (CN) made a counter -offer to acquire KCS. 15 On 
May  13, 2021 KCS accepted  >·ṭɸ offer. 16 However, on  August  31, 2021, the  United  States  Surface 
Transportation Board (STB) rejected the CN -KCS voting trust and effectively ended the CN - 

 
 
 

12 BNSF  2019 R-1 Report  
13 KCS 2019 R-1 Report  

 

14 Railway Age, Canadian Pacific, Kansas  City Southern Will Merge into  ẅþȖǳ fȜɰɸʆ ąðµ>! èǈȜȴɰɊǈǬṗẆ >å¨>, March 21, 
2021. Retrieved  from:  https://www.r ailwayage.com/freight/class -i/canadian -pacific -kansas -city -southern -will -merge - 
into -the -first -usmca -railroad -cpkc/  
15 Railway Age, >· >Ɋʎȿʆǳɰɸ >å¨> ʧȜʆȖ ǈ ẇðʎɭǳɰȜɊɰ åɰɊɭɊɸǈȴẈ, April 20, 2021. Retrieved from:  
https://www.railwayage.com/freight/cn -counters -cpkc -with -a-superior -proposal/  
16 The Kansas  City  Star, In  a turnaround,  Kansas  City  Southern  board  accepts  Canadian  ·ǈʆȜɊȿǈȴẈɸ buyout  offer , May  
13, 2021. Retrieved  from:  https://www.kansascity.com/news/business/article251401328.html  

https://www.bnsf.com/about-bnsf/financial-information/pdf/19R1.pdf
https://investors.kcsouthern.com/~/media/Files/K/KC-Southern-IR-V2/2019-r-1-kcs-v2.pdf
https://www.railwayage.com/freight/class-i/canadian-pacific-kansas-city-southern-will-merge-into-the-first-usmca-railroad-cpkc/
https://www.railwayage.com/freight/class-i/canadian-pacific-kansas-city-southern-will-merge-into-the-first-usmca-railroad-cpkc/
https://www.railwayage.com/freight/cn-counters-cpkc-with-a-superior-proposal/
https://www.kansascity.com/news/business/article251401328.html
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KCS merger  proceedings. 17 Any  potential  merger  between  KCS and  another  railroad remains 
subject to further review and approval by the STB.  

Union  Pacific  Railroad  
Union Pacific Railroad (UP), a wholly owned subsidiary of the Union Pacific Corporation, is a 
publicly  traded  Omaha,  Nebraska -based  Class I railroad  with  a network  of 32,340  route  miles 
in  23 U.S. states.  UP owns approximately  51318 miles  in  Oklahoma.  UP serves  the  U.S. Midwest, 
West,  and  South;  Gulf  and  West  Coast  ports;  and  maintains  direct  connections  within  the  rail 
ȿǳʆʧɊɰȰ Ɋȍ µǳʬȜǥɊṁ >ɊȽɭȴǳʆǳ ǬǳʆǈȜȴɸ Ɋȍ ąåṭɸ ɰǈȜȴ ȴȜȿǳɸ ʧȜʆȖȜȿ ÂȰȴǈȖɊȽǈḼ ɭȖʭɸȜǥǈȴ 
characteristics of each operating division and subdivision, trackage and haulage rights, 
interchanges with other railroads, major rail yards and other facilities, and a d etailed map of 
its network and operating subdivisions within Oklahoma are provided in Appendix A.  

2.1.1.2.2 Class II and  Class III Railroads  
Freight  railroads  are  generally  divided  into  three  categories.  In  addition  to  the  Class I railroads 
discussed above, smaller railroads include Class II or regional railroads, and Class III or short 
line railroads. 19 

Oklahoma  does  not  currently  have  any  operating  Class II railroads.  

There  are  18 Class III or  short  line  railroads  in  Oklahoma. Short  line  railroads  are  local  railroads 
that primarily engage in providing short haul connecting freight service from interchange 
with one or more Class I railroads to individual on -line shippers. Short lines may also engage 
in freight transloading and turnkey logistics services, railc ar repair, and railcar storage.  

In recent years there has been a trend toward consolidation of railroads within the short line 
and regional railroad industry with many lines coming under the control of railroad holding 
companies. In Oklahoma, nine of the s ʆǈʆǳṭɸ ɸȖɊɰʆ ȴȜȿǳ ɰǈȜȴɰɊǈǬɸ ǈɰǳ ɊɭǳɰǈʆǳǬ Ǥʭ ɰǈȜȴɰɊǈǬ 
holding  companies,  including  Watco,  Farmrail,  Genesee  & Wyoming,  OmniTRAX,  Patriot  Rail, 
and  Rio  Grande  Pacific  Corp.  ÂȰȴǈȖɊȽǈṭɸ other  Class III railroads  are  generally  independently 
owned. The state of Oklahoma owns 150 miles of trackage, of which all but 8.2 miles are 
operated by Class III railroads under contract.  

Each  Class III railroad  in  Oklahoma  is listed  in  Table  2-2. 
 
 
 
 
 
 
 
 
 
 
 

17 Railway  Age,  STB UNANIMOUSLY  REJECTS CN-KCS VOTING  TRUST. CPKC BACK  IN PLAY, August  31, 2021. Retrieved  
from:  https://www.railwayage.com/regulatory/stb -unanimously -rejects -cn -kcs -voting -trust/  
18 UP 2019 R-1 Report  
19 Surface  Transportation  Board  Adopts  Final  Rule Amending  Thresholds  for  Classifying  Rail  Carriers,  April  5, 2021. 
Retrieved from: https://prod.stb.gov/news -communications/latest -news/pr -21-16/ 

https://www.railwayage.com/regulatory/stb-unanimously-rejects-cn-kcs-voting-trust/
https://www.up.com/cs/groups/public/%40uprr/%40investor/documents/investordocuments/pdf_up_r1_2019.pdf
https://prod.stb.gov/news-communications/latest-news/pr-21-16/
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Table  2-2: Class  III  Railroads  in  Oklahoma  

Railroad  
Standard 
Carrier  

Alpha  Code  

Railroad  Holding 
Company  

Railroad 
Type  

Arkansas -Oklahoma  Railroad  AOK Independent  Class III 
Arkansas  Southern  Railroad  ARS Watco  Class III 
Austin,  Todd  & Ladd  Railroad  ATL Independent  Class III 
Blackwell  Northern  Gateway  Railroad  BNGR  US Rail  Partners,  Ltd  Class III 
Cimarron  Valley  Railroad  CVRR Jaguar  Transport  

Holdings,  LLC. 
Class III 

Farmrail  Corporation  FMRC FarmRail  System,  Inc  Class III 
Grainbelt  Corporation  GNBC  FarmRail  System,  Inc  Class III 
Gateway  Eastern  Railway  GWER  Kansas  City  Southern  Class III 
Hollis  and  Eastern  Railroad  HE American  Gypsum  Class III 
Kiamichi  Railroad  KRR Genesee  & Wyoming  Class III 
Northwestern  Oklahoma  Railroad  NOKL  Independent  Class III 
Port  of  Catoosa  Railroad  POC Tulsa  Ports  Class III 
Sand  Springs  Railway  SS OmniTRAX  Class III 
South  Kansas  & Oklahoma  Railroad  SKOL Watco  Class III 
Stillwater  Central  Railroad  SLWC Watco  Class III 
Texas, Oklahoma  & Eastern  Railroad  TOE Patriot  Rail  Class III 
Tulsa  Sapulpa  Union  Railway  TSU Independent  Class III 
Western  Farmers  Electric  Cooperative  WFEC  Independent  Class III 
Wichita,  Tillman  & Jackson  Railway  WTJR Rio  Grande  Pacific  Class III 

Source:  ODOT  
 

A brief  description  of  each  operating  Class III railroad  in  Oklahoma  is included  in  Appendix  A 
of the Oklahoma State Rail Plan. The descriptions include such details as ownership, miles 
owned and operated, physical characteristics of rail lines, commodities handled, 
improvement needs identified by each railroad, and more.  

2.1.1.2.3 Non -Operating  Railroad Ow ners  
A non -operating railroad owner is typically an entity that owns a railroad but has an 
agreement  with  an  operating  railroad  to  provide  service.  There  is one  non -operating  railroad 
owner in Oklahoma Ṝ the state itself, which presently owns several rail lines. A brief 
description  of  these  rail  line  segments in  the  Oklahoma rail  network is included  in  Appendix 
A of  the  Oklahoma  State  Rail  Plan. The descriptions include  such de tails as ownership; miles 
owned; designated operator; physical characteristics of rail lines; improvement needs 
identified by each entity, if known; and more.  

ÂȰȴǈȖɊȽǈ Ȝɸ ȖɊȽǳ ʆɊ ʆʧɊ ɭɊɰʆ ʆǳɰȽȜȿǈȴ ɰǈȜȴɰɊǈǬɸ ǈʆ þʎȴɸǈṭɸ åɊɰʆ Ɋȍ >ǈʆɊɊɸǈ ǈȿǬ ʆȖǳ åɊɰʆ Ɋȍ 
Muskog ee. However, the Port of Catoosa operates the Port of Catoosa Railroad as its own 
Class III short  line  carrier. Public  Service  of  Oklahoma  owns  11 miles  of  private  trackage  used 
to  provide  rail  access  to  an  electrical  generating  station  in  the  northeast  corner  of  the  state.  

2.1.1.3 Passenger  Rail  Network  
This  section  summarizes  the  history  of  passenger  rail  service  in  Oklahoma  and provides  an 
overview of the current passenger rail service in Oklahoma provided by Amtrak, whose 
official name is the Nation al Railroad Passenger Corporation.  
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2.1.1.3.1 Historical  Rail  Intercity  Passenger  Perspective  
þȖɊʎȎȖ ɰǈȜȴɰɊǈǬɸ ʧǳɰǳ ȴǈʆǳ ʆɊ ǬǳʦǳȴɊɭ Ȝȿ ÂȰȴǈȖɊȽǈḼ Ɋȿǥǳ ǤʎȜȴʆḼ ÂȰȴǈȖɊȽǈṭɸ ɰǈȜȴɰɊǈǬɸ 
provided extensive passenger service. By the end of the 19th century, railr oads had 
established themselves as the predominant mode for efficiently moving people and freight. 
Passenger rail service in the state began to decline with the improvement of roadways and 
the affordability of automobiles, starting in the 1920s. Following the World War II, national 
transportation policy emphasized the development of government -funded air and highway 
systems  that  provided  public  access  to  transportation  infrastructure,  which  could  be  used  by 
both individuals and private transportation providers. With an even broader range of 
transportation options available, ridership on passenger trains declined even further.  

This shift in U.S. policy toward a system of publicly owned transportation infras tructure 
represented a different approach than had been taken in in 19th century when private 
railroads managed their own passenger rail services. The roots of this shift could be traced to 
ʆȖǳ ȴȜȿȎǳɰȜȿȎ ǳȍȍǳǥʆɸ Ɋȍ ʆȖǳ ɰǈȜȴɰɊǈǬ ȜȿǬʎɸʆɰʭṭɸ ǳʬɭȴɊȜʆȜʦǳ ȽǈɰȰǳʆ behavior toward farmers in 
the  late  1800s. Several  western  states,  known  as the  ṪgɰǈȿȎǳɰṫ states,  enacted  laws  regulating 
the business practices of the railroads. 20 These state laws were overturned by the U.S. 
Supreme Court, which ruled that the laws were  unconstitutional and violated the commerce 
clause of the United States Constitution. However, these laws were replaced with a national 
policy of railroad regulation that was established with the passage of the Interstate 
Commerce Act in 1887. Regulation s ɊʎȎȖʆ ʆɊ ȽǈȜȿʆǈȜȿ Ɋɰ ǤɰɊǈǬǳȿ ʆȖǳ ɭʎǤȴȜǥṭɸ ǈǥǥǳɸɸ ʆɊḼ ǈȿǬ 
benefits from, rail transportation by determining transportation rates and curbing the  
actions of railroad companies that were based on market forces or predatory behaviors.  
Regulation  of  the  railroads  by  the  Interstate  Commerce  Commission  (ICC) lasted  until  1980 
when  the  Staggers  Act  deregulated  the  railroad  industry.  

Possibly of greater consequence were the improvements to the highway system. Based on 
ɊǤɸǳɰʦǈʆȜɊȿɸ Ɋȍ gǳɰȽǈȿʭṭɸ !ʎʆɊǤǈȖȿɸ Ǥʭ gǳȿǳɰǈȴ EʧȜȎȖʆ MȜɸǳȿȖɊʧǳɰḼ ʆȖǳ ąṁðṁ Ȝȿʆǳɰɸʆǈʆǳ 
highway system was established to provide fast, nonstop roadway travel on a national  scale. 
The  interstate  highways  also  aided  the  shift  of  freight  from  railroads  to  trucks,  further  eroding 
ʆȖǳ ɰǈȜȴɰɊǈǬ ȜȿǬʎɸʆɰʭṭɸ ɰǳʦǳȿʎǳɸḼ ǈȿǬ ɭǈɰʆȜǥʎȴǈɰȴʭ ʆȖǳ ɰǳʦǳȿʎǳ Ɋȍ ɭǈɸɸǳȿȎǳɰ ʆɰǈȜȿɸ ʆȖǈʆ ǥǈɰɰȜǳǬ 
mail and parcels. This culminated in 1967, when the U. S. Postal Service discontinued most of 
its mail haulage contracts with the railroads that had previously cross -subsidized passenger 
services. This resulted in the discontinuance of numerous passenger services that year.  

Despite the new competition facing t he passenger train and loss of revenue, railroad 
companies  often  were  required  to  maintain  passenger  rail  services  and  routes,  regardless  of 
their unprofitability. Under ICC regulation, railroads that wanted to terminate a passenger 
service had to go throu gh an onerous and costly petition process, with no guarantee of 
success. Faced with potential financial disaster in the railroad industry, caused in part by 
losses in passenger service, Congress acted and formed the National Railroad Passenger 
Corporation under the Rail Passenger Service Act of 1970. The act was signed into law by 
President Richard Nixon, and Amtrak came into existence on May 1, 1971. Railroad 
participation in Amtrak was voluntary but offered a relief to railroad companies of the 
obligation  to provide intercity passenger rail service.  

 

20 The  National  Grange  of  the  Order  of  Patrons  of  Husbandry,  or  simply,  ṬþȖǳ gɰǈȿȎǳḼṭ was  formed  in  1867. The  Grange  
advocated  for  rural  agricultural  interests  and  was  instrumental  in  the  regulation  of  the  railroads.  
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The  business  arrangement  between  Amtrak  and  participating  railroads  was  based  upon  the 
following principles:  

¶ In  exchange  for  capital  stock  in  Amtrak,  a railroad  transferred  title  to  its  passenger 
train equipment to Amtrak.  

¶ The  railroad  granted  to  Amtrak  the  universal  right  to  operate  passenger  trains  on  any 
tracks in its system.  

¶ The  railroad  was  granted  relief  from  its  passenger  service  obligation.  

¶ Amtrak  paid  the  railroad  the  incremental  cost  of  maintaining  its  lines  over  which 
Amtrak operated. The costs covered were those required to maintain the fixed 
infrastructure in a state of good repair appropriate for passenger service.  

¶ The  railroad  was  indemnified  for  most  liability  ar ising  out  of  passenger  operations.  

2.1.1.3.2 Current  Amtrak Routes  

Operations  
Oklahoma is directly served by one daily round -ʆɰȜɭ ȜȿʆǳɰǥȜʆʭ ɭǈɸɸǳȿȎǳɰ ʆɰǈȜȿḼ !ȽʆɰǈȰṭɸ 
Heartland  Flyer , operating  between  the  Santa  Fe Depot  in  Oklahoma  City  and  the  Fort  Worth 
Central Station in Fort Worth, Texas, on the tracks of the BNSF Railway. The Heartland  Flyer 
makes intermediate station stops at Norman, Purcell, Pauls Valley, and Ardmore, Oklahoma, 
as well as Gainesville, Texas.  

Oklahoma is also served by Amtrak Th ruway Bus Service that provides a connecting 
transportation link between the Heartland  Flyer at Oklahoma City and Newton, Kansas, 
ʧȖȜǥȖ Ȝɸ ǈ ɸʆǈʆȜɊȿ ɸʆɊɭ Ɋȿ !ȽʆɰǈȰṭɸ ǬǈȜȴʭ Southwest Chief operating between Chicago and 
Los Angeles. Amtrak inaugurated the co nnecting bus on April 18, 2016, and provides the 
service in partnership with Village Tours, LLC of Wichita, Kansas. (Wichita, the largest city in 
Kansas,  is the  only  intermediate  stop  on  the  bus  route  between  Oklahoma  City  and  Newton.)  

At Oklahoma City, tr avelers can connect to the Oklahoma City Streetcar as well as local 
buses. The streetcar, which began in 2018, provides service on two routes that have a 
combined length of 5.1 miles and 22 stops. The Downtown Loop operates daily, connecting 
the City Cente r, Bricktown, and Midtown districts. The shorter Bricktown Loop operates on 
Friday,  Saturday,  and  Sunday,  providing  more  frequent  service  on  a shorter  loop  between  the 
city center and the Bricktown entertainment district.  

At  Fort  Worth,  travelers  can  connect  to  !ȽʆɰǈȰṭɸ long -distance  Texas  Eagle , which  operates 
daily between Chicago, St. Louis, Dallas, and San Antonio, Texas. Three days per week the 
Texas  Eagle  opera tes  with  coach  and  sleeping  cars  headed  to  and  from  Los Angeles  that  are 
added or subtracted from the New Orleans -Los Angeles Sunset Limited at San Antonio.  
Connections at Fort Worth can also be made to Trinity Railway Express commuter trains 
operating  bet ween  Fort  Worth  and  Dallas,  and  to  the  TEXRail commuter  trains  operating 
between Fort Worth and the DFW Airport. Figure 2 -1 shows the current map of Amtrak 
routes serving the western United States, including the Heartland Flyer , Southwest Chief , 
Texas  Eagle , and  Sunset  Limited . 
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Figure  2-1: The  Amtrak  Network  
Source:  Amtrak  

 

The southbound Heartland  Flyer departs Oklahoma City in the morning, arriving at Fort 
Worth in midday. The northbound train departs Fort Worth in the dinner hour, arriving at 
ÂȰȴǈȖɊȽǈ >Ȝʆʭ Ȝȿ ʆȖǳ ǳʦǳȿȜȿȎṁ þȖȜɸ ɭǈʆʆǳɰȿ Ɋȍ ɸǳɰʦȜǥǳ Ȗǈɸ ǳʬȜɸʆǳǬ ɸȜȿǥǳ ʆȖǳ ʆɰǈȜȿṭɸ ȜȿǥǳɭʆȜɊȿḼ 
with only minor a lterations in the schedule. The 206 -mile trip each way currently takes 4 
hours,  2 minutes.  The  southbound  Heartland  Flyer  is designated  as Amtrak  train  No. 821 with 
the northbound being No. 822. Table 2 -3 presents the current  Heartland  Flyer  schedule, as 
presented in the March 2020 timetable. Table 2 -4  presents the Amtrak Thruway bus 
connection  between  Oklahoma  City  and  Newton,  as presented  in  the timetable  for  !ȽʆɰǈȰṭɸ 
Southwest Chief service, effective as of October 12, 2020. 21 

 
 
 
 
 
 
 

21 Amtrak,  Southwest  Chief  Timetable , October 12,  2020.  Retrieved  from: 
https://www.amtrak.com/content/dam/projects/dotcom/english/public/documents/temporary - 
timetables/Southwest -Chief -Schedule -101220.pdf 

https://www.amtrak.com/content/dam/projects/dotcom/english/public/documents/temporary-timetables/Southwest-Chief-Schedule-101220.pdf
https://www.amtrak.com/content/dam/projects/dotcom/english/public/documents/temporary-timetables/Southwest-Chief-Schedule-101220.pdf
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Table  2-3: !ȽʆɰǈȰṭɸ Heartland  Flyer  Train  Schedule  
Train  No.  821 

(daily)  
    Train  No.  822 

(daily)  
Read  Down  Mile   Station   Read  Up  

8:25 a.m.  0  Depart  Oklahoma  City,  OK Arrive  9:27 p.m.  
8:51 a.m.  20 Depart  Norman,  OK Depart  8:47  p.m.  
9:08  a.m.  35 Depart  Purcell,  OK Depart  8:26 p.m.  
9:32 a.m.  57 Depart  Pauls  Valley,  OK Depart  8:01 p.m.  
10:24 a.m.  102 Depart  Ardmore,  OK Depart  7:11 p.m.  
11:10 am.  141 Depart  Gainesville,  TX Depart  6:30 p.m.  
12:27 p.m.  206  Arrive  Fort  Worth,  TX Depart  5:25 p.m.  

Source:  Amtrak  

Table  2-4: Thruway  Bus  Connection  with  Heartland  Flyer  (Village  Tours)  
Bus  No. 

8903  
(daily)  

    Bus  No. 
8904  
(daily)  

Read  Down  Mile   Station   Read  Up  
4:00  a.m.  0  Depart  Newton,  KS Ṝ Amtrak  Station  Arrive  1:45 a.m.  
5:00  a.m.  28 Depart  Wichita,  KS Ṝ Transit  Center  Depart  1:10 a.m.  
7:35 a.m.  189 Arrive  Oklahoma  City,  OK Ṝ Amtrak  Station  Depart  10:20 p.m.  

Source:  Amtrak  
 

!ȽʆɰǈȰ ɸǥȖǳǬʎȴǳɸ ǈɰǳ ʎɸʎǈȴȴʭ ǬǳʦǳȴɊɭǳǬ Ǥʭ ǥɊȽǤȜȿȜȿȎ ʆȖǳ ʆɰǈȜȿṭɸ ǈǥʆʎǈȴ ɰʎȿȿȜȿȎ ʆȜȽǳ 
between stations, the allotted time that the train will stop at each station stop for loading  
and unloading passengers (dwell time), and recovery time, which is added to th e schedule as 
a contingency for unexpected delays that may occur en route. Normal Amtrak timetable 
practice is to add recovery time before the arrival at the last station or at the ends of discrete 
segments  of  a route  where  a crew  change  or  extended  statio n  dwell  may  occur.  However,  the 
Heartland  Flyer  schedule distributes its recovery time between each station pair. When 
running on -time, the Heartland  Flyer will tend to arrive at each station a little early but will 
adhere to the published departure time.  

The  Heartland  Flyerṭɸ ɸǥȖǳǬʎȴǳ favors day trips for  Oklahomans traveling to  Texas. However, 
except for a brief visit confined to a few hours in Fort Worth, a trip by train to Texas that 
would  allow  for  a full  day  of  business  or  recreation  in  the  Dallas -For t  Worth  area  will  require  a 
one -night stay. A trip from Texas to Oklahoma on the train would likely require a two -night 
stay to allow for at least one full day in Oklahoma for daytime business or personal activities.  

Because of the configuration of rail lines capable of hosting pas senger trains between 
Oklahoma  and  Texas, the  Heartland  Flyer  serves  Fort  Worth  instead  of  Dallas,  although  Dallas 
is much larger than Fort Worth. The Dallas -Fort Worth -Arlington metropolitan area had a 
total combined 2017 population of 7.39 million. 22 Alt hough historically the AT&SF main line 
from Oklahoma City always passed through Fort Worth, between 1955 and 1968 the AT&SF 
split the Texas Chief at Gainesville, Texas, and ran some passenger cars directly to and from 
Dallas on a newly built branch line. H owever, the AT&SF later divided its branch line to Dallas  

 
 

22 United  States  Census  Bureau, New  Census  Bureau  Population  Estimates  Show  Dallas -Fort  Worth -Arlington  Has 
Largest  Growth  in  the  United  States , March  22, 2018. Retrieved  from:  https://www.census.gov/newsroom/press - 
releases/2018/popest -metro -county.html  

https://www.census.gov/newsroom/press-releases/2018/popest-metro-county.html
https://www.census.gov/newsroom/press-releases/2018/popest-metro-county.html
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and  sold  the  segments  to  Kansas City  Southern  Railway  and  Dallas  Area  Rapid  Transit  in  the 
early 1990s, precluding its use for passenger service in the future.  

2.1.1.3.3 Capital  Improvements  
Over the years, several capital projects were undertaken along the Heartland  Flyerṭɸ ɰɊʎʆǳ 
and  around  its  stations  to  upgrade  station  facilities,  enhance  operational  performance  of  the 
service, and improve the connections to local transportation at the destination stations.  
These  include  the  following:  

¶ Station  and  platform  upgrades  in  Oklahoma  City,  Norman,  Purcell,  Pauls  Valley,  and 
Ardmore Ṝ a total of $5.7 million in 1999/2000  

¶ Improvements to highway -rail grade crossings to increase active warning device 
signal  activation  timing  to  allow maximum  passenger  train  speeds  of  79 mph  in  Texas 
Ṝ $3.75 million in 2009  

¶ Construction  of  ne w  track,  signals,  and  switches  to  enhance  rail  operations  in 
Oklahoma, improving speed and safety Ṝ $0.54 million in 2010  

¶ Construction  of  a track extension  and  switch  improvements at  the  AT&SF Depot  in 
Oklahoma  City  to  eliminate  a reverse  move  for  the  Heartland  Flyer  Ṝ $2.21 million  in 
2011 

¶ Highway -rail  grade  crossing  improvements  in  Ardmore,  Oklahoma  - $1.45 million  in 
2011 

¶ Track  improvements  along  the  route  (BNSF  Red  Rock  Sub  improvements) Ṝ $11.8 
million in 2011  

¶ Santa  Fe Depot  and  track  improvements  in  Oklahoma  City  Ṝ $18.95 million  

In addition, the Texas Department of Transportation in partnership with BNSF, UP, and the 
City  of  Fort  Worth  completed  a $114.5 million  project  to  improve  the  flow  of  train  traffic  in  Fort 
Worth through Tower 55, an at -grade crossing of two major freight rail lines just south of the 
Fort Worth Central Station used by Amtrak. By adding an additional north -south track, 
installing new signals, and increasing speeds through the interlocking  from 10 mph to 30 
mph, the project alleviated train delays in the area that had averaged 30 minutes for 
passenger and commuter trains and up to 90 minutes for freight trains. A $34 million TIGER 
grant helped pay for the project.  

2.1.1.3.4 Amtrak  Operating Agreement  
The  Heartland  Flyer  service  provided  by  Amtrak  is authorized  under  an  operating  agreement 
between Amtrak and the states of Oklahoma and Texas. The agreement outlines that for 
each federal fiscal year in which service is provided, the responsibilities for the provision of 
passenger  rail  service,  facilities,  and  equipment,  and  the  payments  to  be  made  by  the  parties. 
The operating agreement specifies the frequency of service to be provided, the station stops 
to be made, the schedule of trips, and the type of equipment to be provided. Amtrak is not 
required  to  provide  additional  frequencies  or  service  on  other  routes;  however,  nothing  in  the 
agreement restricts Amtrak from providing additional frequencies or service on additional 
routes at its own discretion and expense.  
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Amtrak  is required  to  make  its  best  effort  to  provide  a service  of  high quality.  The  states  and 
Amtrak  are  obligated  to  cooperate  in  efforts  to  improve  the  service.  Decisions  regarding  the 
on -board menu and pricing, on -board amenities, fares, on -board operating policies, and 
reservation requirements must be made jointly by the parties. General tariff provision s of 
Amtrak apply to the Heartland Flyer . 

Oklahoma and Texas are obligated to provide station facilities, all of which must be  
compliant with the Americans with Disabilities Act (ADA). All costs for station acquisition and 
upkeep are the responsibility of the states. If a station is unavailable, the respective state is 
liable to Amtrak for any losses incurred due to the unavailability, including the provision of 
alternative  transportation.  Amtrak  is currently  reviewing  all  of  its  stations  for  ADA  compliance 
and identifying needed improvements.  

The  States  of  Oklahoma  and  Texas pay  Amtrak  a fixed  amount  for  the  service  plus actual  cost 
of the fuel used and BNSF track usage fees. The fuel charges are calculated based upon 
parameters agreed to by the p arties and are a best effort to simulate the actual fuel usage 
and costs. The flow of funds is analyzed after two -thirds of the contract period has passed 
and, if the cap is projected to be inadequate, the State agrees to provide additional funding 
or coop erate with Amtrak in finding cost reductions. The State of Texas has a similar 
reimbursement  agreement  accounting  for  50 percent  of  the  fuel  and  BNSF  charges  but  with 
a different fixed amount.  

The operating agreement has provisions for the states to provid e their own passenger 
ǳɯʎȜɭȽǳȿʆ ṓǳʬǥǳɭʆ ȴɊǥɊȽɊʆȜʦǳɸṔ Ȝȿ ɭȴǈǥǳ Ɋȍ !ȽʆɰǈȰṭɸ ǈȿǬ ɭɰɊʦȜǬǳɸ ȍɊɰ ʆȖǳ ǈɭɭɰɊʦǈȴ ǈȿǬ 
acceptance of the equipment and adjustments in the financial obligations. Amtrak has full 
responsibility  for  its  equipment  and  employees  and  inciden ts  resulting  from  the  operation  of 
the service, except when employees or contractors of a state are involved.  

2.1.1.3.5 Funding  for  Heartland  Flyer  Service  
The operation of the Heartland  Flyer  is financed primarily through funds provided by the 
states of Oklahoma and Texas. The Heartland  Flyer  service began on June 14, 1999, under a 
state -funding partnership between Amtrak and the Oklahoma Department of 
Transportation (ODOT) that provides a mech anism for a state, regional, or local entity to 
establish a passenger rail service using local funds but benefiting from the operating 
authorities  granted  to  Amtrak  under  the  law.  The  Heartland  Flyer  began  revenue  operations 
on June 15, 1999, one day after the run of an inaugural celebration trip to mark the return of 
passenger service to Oklahoma.  

!ȽʆɰǈȰṭɸ ɊɰȜȎȜȿǈȴ ᶡᶩᶧᶡ ɰɊʎʆǳɸ ʧǳɰǳ ǬǳʆǳɰȽȜȿǳǬ Ǥʭ ʆȖǳ ąṁðṁ EǳɭǈɰʆȽǳȿʆ Ɋȍ þɰǈȿɸɭɊɰʆǈʆȜɊȿṁ 
oɊʧǳʦǳɰḼ !ȽʆɰǈȰṭɸ ǳȿǈǤȴȜȿȎ ȴǳȎȜslation included a provision, Section 403(b) of the Rail 
Passenger Service Act of 1970 (RPSA), which permitted states and other governmental 
agencies to partner with Amtrak to operate passenger trains of local interest. Under that 
provision, Amtrak added s everal short -distance train services that were reimbursed for a 
ṪɰǳǈɸɊȿǈǤȴǳ ɸȖǈɰǳṫ Ɋȍ ʆȖǳ ɸǳɰʦȜǥǳṭɸ ȴɊɸɸ Ǥʭ ʆȖǳ ɸʆǈʆǳ ɸɭɊȿɸɊɰṁ ṪèǳǈɸɊȿǈǤȴǳ ɸȖǈɰǳṫ ʧǈɸ ǬǳȍȜȿǳǬ 
as two -thirds  of  the  operating  deficit  in  the  original  act. 23 In  Amtrak  reform  legislation  passed  

 

23 ðǳǥʆȜɊȿ ᶤᶠᶣṓǤṔ ɸʆǈʆǳǬḻ Ṫ!ȿʭ ðʆǈʆǳḼ ɰǳȎȜɊȿǈȴ Ɋɰ ȴɊǥǈȴ ǈȎǳȿǥʭ Ƚǈʭ ɰǳɯʎǳɸʆ Ɋȍ ʆȖǳ >ɊɰɭɊɰǈʆȜɊȿ ṓȜṁǳṁ !ȽʆɰǈȰṔ ɰǈȜȴ 
passenger  service  beyond  that  included  in  the  basic  system.  The  Corporation  shall  institute  such  service  if  the  State,  
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in  1997, the  two -thirds  provision  was  revised  to  a negotiated  amount.  Amtrak  subsequently 
revised that policy to charge 100 percent of deficits to the sponsor.  

þȖǳ ǥǈʆǈȴʭɸʆ ȍɊɰ ʆɊǬǈʭṭɸ ɸʆǈʆǳ-supported Heartland  Flyer service in Oklahoma was the 
Taxpayer  Relie f Act  of  1997, which  authorized  payments  by  Amtrak  to  states  that  did  not  have 
passenger rail service. The payment of $23 million to Oklahoma provided the basis to 
establish the Heartland Flyer  between Oklahoma City and Fort Worth in 1999, returning 
passenger rail service to Oklahoma after a 20 -year absence. Through 2006, Oklaho ma was 
the sole sponsor of the Heartland  Flyer , even though the train served both Gainesville and 
Fort Worth, Texas. Starting in 2007, the State of Texas, through action of the Texas 
Transportation Commission, allocated $1.8 million to support the service.  Since then, Texas 
has increased its share of sponsorship in the service to a 50 percent stake.  

The Passenger Rail Improvement and Innovation Act of 2008 (PRIIA) further refined the local 
ɸɭɊȿɸɊɰɸȖȜɭ ɭɰɊʦȜɸȜɊȿɸ Ǥʭ ɰǳɯʎȜɰȜȿȎ !ȽʆɰǈȰ ʆɊ ǳɸʆǈǤȴȜɸȖ ǈ ṪɸʆǈȿǬǈɰǬȜzed methodology for 
establishing  and  allocating  the  operating  and  capital  ǥɊɸʆɸṫ for  the  locally sponsored  services. 
The law also required all states to financially support any intercity passenger trains operating 
in their jurisdictions with routes of less  than 750 miles under the revised cost -allocation 
ȍɊɰȽʎȴǈṁ uȿ ᶢᶠᶡᶠḼ ʆȖǳ ðʆǈʆǳ Ɋȍ ÂȰȴǈȖɊȽǈ ɭɰɊʦȜǬǳǬ ẐᶡḼᶩᶥᶠḼᶠᶠᶠ ȍɊɰ ʆȖǳ ɊɭǳɰǈʆȜɊȿṁ ÂȰȴǈȖɊȽǈṭɸ 
ǥɊȿʆɰȜǤʎʆȜɊȿ ʆɊ ʆȖǳ oǳǈɰʆȴǈȿǬ fȴʭǳɰṭɸ ɊɭǳɰǈʆȜȿȎ ǥɊɸʆɸ Ȗǈɸ ȜȿǥɰǳǈɸǳǬ Ɋʦǳɰ ʆȖǳ ɭǈɸʆ ǬǳǥǈǬǳṁ 
From  2014 to  present,  OklaȖɊȽǈṭɸ portion  of  the  Amtrak  funding  has  been  between  $3.0 and  
$3.2 million  dollars  each  year.  

Since the Heartland  Flyerṭɸ ȜȿǈʎȎʎɰǈʆȜɊȿḼ ÂȰȴǈȖɊȽǈ Ȗǈɸ ǈȴɸɊ ȽǈǬǳ ǥǈɭȜʆǈȴ ȜȿʦǳɸʆȽǳȿʆɸ ʆɊ 
=·ðf èǈȜȴʧǈʭṭɸ ʆɰǈǥȰɸ Ȝȿ ÂȰȴǈȖɊȽǈ ʆȖǈʆ ǈȴȴɊʧǳǬ ȍɊɰ ǈȿ Ȝȿǥɰǳǈɸǳ Ȝȿ ɸɭǳǳǬ ʆo 79 mph over 
certain segments of the route, thus reducing the travel time between Oklahoma City and 
fɊɰʆ ĞɊɰʆȖṁ þȖǳ ɸʆǈʆǳṭɸ ɸʆǳʧǈɰǬɸȖȜɭ ɰǳɸʎȴʆǳǬ Ȝȿ ʆȖǳ ɰǳǥǳȜɭʆ Ɋȍ ʆȖǳ !ȽʆɰǈȰ åɰǳɸȜǬǳȿʆṭɸ ðǳɰʦȜǥǳ 
and  Safety  Award  for  outstanding  service  in  2010 and  has  also  generated  a growing  ridership 
base over the past decade prior to the COVID -19 pandemic.  

2.1.1.3.6 Train Equipment  
Amtrak,  under  its  Operating  Agreement  with  the  State  of  Oklahoma,  provides  and  maintains 
the  rolling  stock  used  by  the  Heartland  Flyer . The  train  consist  typically  includes  one  General 
MȴǳǥʆɰȜǥ ȽɊǬǳȴ åᶤᶢ ṪgǳȿǳɸȜɸṫ ȴɊǥɊȽɊʆȜʦǳḼ Ɋȿǳ ǬɊʎǤȴǳ-deck, 74 -ɸǳǈʆ ṪðʎɭǳɰȴȜȿǳɰṫ ǥɊǈǥȖ ǥǈɰ 
and one double -deck, 62 -ɸǳǈʆ ṪðʎɭǳɰȴȜȿǳɰṫ ɸȿǈǥȰ ǥɊǈǥȖ ǥǈɰṁ þȖȜɸ ǥɊȿȍȜȎʎɰǈʆȜɊȿ Ȗǈɸ ǈ ʆɊʆǈȴ 
seating  capacity  of  136. The  opposite  end  of  the  train  from  the  locomotive  will typically  have  a 
Non -Powered Control Unit (NPCU), which is a former locomotive that has had its propulsion 
equipment removed but has retained its train control equipment and train crew 
accommodations  insid e the  locomotive  cab  area.  Amtrak  also  calls  this  piece  of  equipment  a 
ṪǥǈǤ-ǤǈȎȎǈȎǳ ǥǈɰḼṫ Ǥǳǥǈʎɸǳ ʆȖǳ ɸɭǈǥǳ ȍɊɰȽǳɰȴʭ ɊǥǥʎɭȜǳǬ Ǥʭ ʆȖǳ ǬȜǳɸǳȴ ǳȿȎȜȿǳ Ȗǈɸ Ǥǳǳȿ 
retrofitted to provide space for luggage. (Checked baggage service is not offered on the 
Heartland  Flyer , however.)  The  P42  locomotive  is placed  at  the  north  end  of  the  train  and  the 
cab -baggage car is attached at the south end. By employing a cab -baggage car equipped 
with train controls at the opposite end of the consist from the locomotive, a train can be  

 
regional  or  local  agency  agrees  to  reimburse  the  Corporation  for  a reason able  portion  of  any  losses  associated  with 
such  ɸǳɰʦȜǥǳɸṁṫ 
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operated  in  either  direction  by  the  engineer  without  the  need  to  turn  the  train  around.  This  is 
ǈ ȽǳʆȖɊǬ Ɋȍ ɊɭǳɰǈʆȜɊȿ ȰȿɊʧȿ ǈɸ ṪɭʎɸȖ-ɭʎȴȴṫṁ 

In summer months, a second P42 locomotive may be substituted for the NPCU to provide 
backup power in case of a locomotive failure. (A total locomotive failure would disable the 
ʆɰǈȜȿṭɸ ǈȜɰ ǥɊȿǬȜʆȜɊȿȜȿȎ ǈȿǬ ȍɊɊǬ ɸʆɊɰǈȎǳ ɰǳȍɰȜȎǳɰǈʆȜɊȿṁṔ !ȴɸɊḼ ǤǳȍɊɰǳ ʆȖǳ >ÂĝuD pandemic 
during peak travel periods, an additional coach was added for increased capacity. A P42 
diesel locomotive has a 4,250 -hp engine, and is capable of a top speed of 110 mph, although 
the  track  and  signal  infrastructure  between  Oklahoma  City  and  For t  Worth  restrict  the  ʆɰǈȜȿṭɸ 
operation to a maximum speed of 79 mph.  

2.1.1.3.7 Ticketing  and  Service  
Reservations are required for travel on the Heartland  Flyer . Reservations can be made 
through  !ȽʆɰǈȰṭɸ website  (www.amtrak. com ), by  calling  its  national  reservation  center  (800 - 
USA-RAIL), or by speaking in person with a ticket agent at the Fort Worth train station. (All 
other  stations  on  the  Heartland  Flyerṭɸ route  are  unstaffed.)  Tickets  are  sold  on -board  by  the 
train staff. Amtrak practices revenue management, or as known  in the air travel industry, 
yield management. Ticket prices are adjusted in accordance with the demand for a certain 
train on a certain day. Tickets purchased onboard without an advance reservation are 
charged at the highest price.  

On board the train, tra velers can relax in the upper level or lower level seating areas of the 
Superliner coach. The lower level of the coach has seating areas to accommodate 
wheelchairs  and  mobility  impaired  passengers,  as well  as restrooms.  The  Heartland  Flyer  has 
a café car, where an attendant in the lower -level café sells snacks, sandwiches, coffee, 
beverages, and other items, and guests may sit at booths with tables.  

In August 2015, Amtrak began offering checked bicycle service on the Heartland  Flyer , 
allowing travelers to b ring their bicycles with them on their train trip. All bikes are stored 
ȜȿɸȜǬǳ ʆȖǳ ʆɰǈȜȿṭɸ ǥǈǤ-baggage car, where Amtrak installed 12 bike racks. Passengers with 
bikes must reserve  one of  the  ʆɰǈȜȿṭɸ ǤȜȰǳ rack spaces, by selecting  or  ɰǳɯʎǳɸʆȜȿȎ ṪǈǬǬ ǤȜȰǳṫ 
when  they  purchase  their  tickets.  The  add -on  fee  for  a bike  rack  reservation  is less than  $20.  

Amtrak extended its Pets on Board program to the Heartland  Flyer  beginning in October 
2016. The  program  allows  passengers  to  bring  dogs  or  cat  in  an  enclosed  carrier  on  board  the 
train with them. Travelers bringing pets on board must make a pet reservation when 
booking their trip. The add -on fee for bringing a pet on board is $26. No more than five pets 
are permitted on board per trip, and on ly one pet is allowed per customer  

In the spring of 2020, Amtrak began limiting ticket sales to 50 percent of the Heartland 
Flyerṭɸ ɸǳǈʆȜȿȎ ǥǈɭǈǥȜʆʭḼ ǈɸ ǈ ɸǈȍǳʆʭ Ƚǳǈɸʎɰǳ ǬʎɰȜȿȎ ʆȖǳ >ÂĝuE-19 pandemic. Train service 
continued to operate daily throughout the pandemic. In October 2020, Amtrak reduced the 
frequency  of  the  long -distance  Texas  Eagle  and  Southwest  Chief  trains  from  daily  to  three 
days per week in each direction, owing to a decrease in travel demand resulting from the 
COVID -19 pandemic. 24 The  American  Rescue  Plan  Act  of  2021, which  was  passed  by  Congress  

 
24 Amtrak, Updates to  Amtrak  Service , August 17, 2020: https://media.amtrak.com/2020/08/updates -to -amtrak - 
service  

http://www.amtrak.com/
https://media.amtrak.com/2020/08/updates-to-amtrak-service
https://media.amtrak.com/2020/08/updates-to-amtrak-service
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on March 10, 2021, and signed into law on March 11, 2021, included funding to enable Amtrak 
to fully restore the service of long -distance trains whose frequencies had been reduced in 
2020. 25 Amtrak announced on March 10 its plan to recall more than 1,200 furloughed 
employees  and  restore  its  long -distance  services  to  pre -COVID  levels  through  the  remainder 
of FY 2021 and into FY 2022. 26 ąȿǬǳɰ !ȽʆɰǈȰṭɸ ʆȖɰǳǳ-phase restoration plan, the Texas  Eagle 
will resume daily operation on May 24, 2021 and the Southwest Chief will resume daily 
operation on May 31, 2021.  

2.1.1.3.8 Host  Railroad  Trackage  
The Heartland  Flyer runs on tracks owned and operated by BNSF Railway, which is 
headquartered in Fort Worth, Texas. BNSF is the successor to the AT&SF Railway, the 
longtime operator of this trackage. (The rail line in Oklahoma used by the Heartland  Flyer 
was  completed  in  1887 by  two  AT&SF subsidiaries,  the  Southern  Kansas  Railway  and  the  Gulf, 
>ɊȴɊɰǈǬɊ ỡ ðǈȿʆǈ fǳḼ ʆɊ ǥɊȿȿǳǥʆ !þỡðfṭɸ ʆɰǈȿɸǥɊȿʆȜȿǳȿʆǈȴ ȽǈȜȿ ȴȜȿǳ ǈʆ ·ǳʧʆɊȿḼ ¨ǈȿɸǈɸḼ ʧȜʆȖ 
the Gulf Coast port of Galveston, Texas.)  

2.1.1.4 Tourist  Train  Network  
This section describes other pa ssenger rail operations within the state of Oklahoma. Other 
than  !ȽʆɰǈȰṭɸ Heartland  Flyer , no  other  passenger  trains  operate  in  Oklahoma  strictly  for  the 
provision of transportation, although a pilot demonstration occurred in 2014 for a potential 
future  service  between  Oklahoma  City  and  Tulsa. Two  Oklahoma  museums  currently  provide 
opportunities for visitors to ride train excursions featuring historic e quipment.  

2.1.1.4.1 Tourist  and  Excursion  Services  

Oklahoma  Railway  Museum  
þȖǳ ÂȰȴǈȖɊȽǈ èǈȜȴʧǈʭ µʎɸǳʎȽ Ȝȿ ÂȰȴǈȖɊȽǈ >Ȝʆʭ Ɋȍȍǳɰɸ ɸȖɊɰʆ ʆɰǈȜȿ ɰȜǬǳɸ Ɋȿ ʆȖǳ ȽʎɸǳʎȽṭɸ 
vintage railroad equipment. Regularly scheduled 40 -minute train rides occur two Saturdays 
per  month,  with  four  trips  per  day,  between  April  and  August.  In  addition,  the  museum  offers 
special event rides, including Thomas the Tank Engine weekends and holiday -themed 
excursions such as the Easter Bunny Express, Independence Day Express, Halloween Train, 
and  Christmas  Train.  After  temporarily  closing  in  March  2020  during  the  COVID -19 pandemic, 
the museum reopened in June and train excursions resumed in July, with the 
implementation of enhanced cleaning and safety measures and new limits on seating 
capacity aboard the excursion trains. The excursions operate on approximatel y 3 miles of 
former Missouri -Kansas -Texas Railroad trackage. For more information, visit 
www.oklahomarailwaymuseum.org . 

EL Reno  Heritage  Express  Trolley  
The  El Reno  Heritage  Express  Trolley operates  in  the  city  of  El Reno on  Wednesday  through 
Sunday, linking Heritage Park and the Canadian County Historical Society Museum (the  

 
25 United States Congress, H.R.1319 ṷ American Rescue Plan Act of 2021 . Retrieved from:  
https://www.congress.gov/bill/117th -congress/house -bill/1319/actions  
26 Amtrak.  With  Increased  Demand  and  Congressional  Funding,  Amtrak  Restores  12 Long  Distance  Routes  t o Daily 
Service , March 10, 2021. Retrieved from: https://media.amtrak.com/2021/03/with -increased -demand -and - 
congressional -funding -amtrak -restores -12-long -distance -routes -to -daily - 
service/?fbclid=IwAR1puCtLNnZUhnVIlm1brwGc_oi3z8Bhnvbqen1FEEdbcflKEIHkg -dkzhU  

http://www.oklahomarailwaymuseum.org/
https://www.congress.gov/bill/117th-congress/house-bill/1319/actions
https://media.amtrak.com/2021/03/with-increased-demand-and-congressional-funding-amtrak-restores-12-long-distance-routes-to-daily-service/?fbclid=IwAR1puCtLNnZUhnVIlm1brwGc_oi3z8Bhnvbqen1FEEdbcflKEIHkg-dkzhU
https://media.amtrak.com/2021/03/with-increased-demand-and-congressional-funding-amtrak-restores-12-long-distance-routes-to-daily-service/?fbclid=IwAR1puCtLNnZUhnVIlm1brwGc_oi3z8Bhnvbqen1FEEdbcflKEIHkg-dkzhU
https://media.amtrak.com/2021/03/with-increased-demand-and-congressional-funding-amtrak-restores-12-long-distance-routes-to-daily-service/?fbclid=IwAR1puCtLNnZUhnVIlm1brwGc_oi3z8Bhnvbqen1FEEdbcflKEIHkg-dkzhU
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former CRI&P train station) with the downtown business district. The city pooled local 
funding with a state grant from ODOT to pay for the construction of the in -street trolley 
tracks and the acquisition of a former Philadelphia & Western double -ended interurban car 
built in 1924 by J.G. Brill. The operation began in 2001. The city acquired the streetcar from a 
dealer in Iowa and converted it to run on pr opane gas. The Canadian County Historical 
Society Museum operates the trolley. Both the museum and the trolley temporarily 
suspended  operations  in  2020  and  early  2021 as a result  of  the  COVID -19 pandemic.  For  more 
information, visit www.cityofelreno.com/visitors . 

2.1.1.4.2 Eastern  Flyer  Demonstration  Service  
In February 2014, the passenger operating company Iowa Pacific Holdings ran a 
ǬǳȽɊȿɸʆɰǈʆȜɊȿ ṪMǈɸʆǳɰȿ fȴʭǳɰṫ ɭǈɸɸǳȿȎǳɰ ɰǈȜȴ ɸǳɰʦȜǥǳ Ǥǳʆʧǳǳȿ ʆȖǳ ðǈɭʎȴɭǈ ṓɸʎǤʎrban Tulsa) 
and Midwest City (suburban Oklahoma City), the first passenger service between the two 
ǥȜʆȜǳɸ Ȝȿ ȽɊɰǳ ʆȖǈȿ ᶥᶠ ʭǳǈɰɸṁ þȖǳ ʆɰǈȜȿɸ ɰǈȿ Ɋȿ ʆɰǈǥȰǈȎǳ ɊɭǳɰǈʆǳǬ Ǥʭ ĞǈʆǥɊṭɸ ðʆȜȴȴʧǈʆǳɰ 
Central Railroad and represented a partnership between Iowa Pacific a nd Watco to 
demonstrate  the  viability  of  passenger  service  over  the  line.  On  three  consecutive  weekends 
Ȝȿ fǳǤɰʎǈɰʭḼ ʆȖǳ ṪMǈɸʆǳɰȿ fȴʭǳɰṫ ȽǈǬǳ ǈ ǬǈȜȴʭ ɰɊʎȿǬ ʆɰȜɭḼ ǬǳɭǈɰʆȜȿȎ ðǈɭʎȴɭǈ ǈʆ ᶨ ǈṁȽṁ ǈȿǬ 
returning to Sapulpa at 6:30 p.m. A one -way trip between Sapulpa and Midwest City took 
approximately 3 hours. Bus connections at Midwest City were available to and from 
Oklahoma City. The train consisted of two coaches, a dining car, a dome car, and a club car. 
The trips were popular, and most departures were completely sold out.  

The  trips  were  meant  to  serve  as a demonstration  for  the  establishment of  a pilot  program  of 
regularly scheduled passenger service by 2019, as specified by ODOT in its sale agreement of 
the Oklahoma City -to -Sapulpa rail line to Stillwater Central Railroad. The agreement also 
required Stillwater Central to upgrad e the rail line to accommodate maximum speeds of 60 
mph  for  passenger  trains  and  40  mph  for  freight  trains.  Although  the  track  rehabilitation  was 
completed in spring of 2016, regular passenger service has not yet been established.  

In the summer of 2019, Wa tco approached ODOT and requested they be relieved of their 
obligation  to  provide  contracted  rail  service.  Watco  also  requested  it  be  released  from  the  
$2.8 million contract payment default provision for not providing the service. ODOT and 
Watco  signed  a modified  agreement  that  required  Watco  to  pay  ODOT  $780,000  per  year  for 
4 years and return the passenger easement to ODOT.  

2.1.1.5 Railroad  Abandonments  and  Rai l Banked  Lines  
2.1.1.5.1 Background  
This section summarizes a general background of rail line abandonments in Oklahoma and 
the identification of actual rail service discontinuances and abandonments in the state 
during the last decade. Railroad abandonment occurs whe n a rail line is no longer used for 
rail service. Abandonment and discontinuance of common carrier rail service on a given rail 
line is allowed by federal law. A railroad may abandon a rail line with the permission of the 
STB as generally described in this  section. ODOT has the responsibility to review proposed 
abandonments  within  the  state.  A 1981 law  (os-66-65) provides  a minimum  of  a 1-year  waiting 
period before adjacent landowners were eligible for the purchase of any adjoining rail 
property for reversion back to farmland. It also includes a prioritization schedule providing  

http://www.cityofelreno.com/visitors
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railroads  and  government  entities  the  right  of  first  refusal  for  the  purchase  and  utilization  of 
existing railroad infrastructure.  

The following events had a profound and lasting effect on the Oklahoma railroad network, 
and  launched  an  extended  period  of  railroad  consolidation,  divesture,  and  abandonment  in 
Oklahoma, starting in the 1970s:  

¶ Bankruptcy  of  the  CRI&P in  1980. 

¶ Passage of the 1980 Staggers Act, signed into law by President Carter on October 14, 
deregulated the U.S. railroad industry, replacing the regulatory structure that existed 
since the 1887 Interstate Commerce Act. This landmark legislation was one of three 
major acts passed in a 2 -year period culminating in the transport regulation reform 
effort  begun  in  1971 during  the  Nixon  Administration.  The  rail  act  was  meant  to  restore 
ʆȖǳ ȿǈʆȜɊȿṭɸ ȍɰǳȜȎȖʆ ɰǈȜȴ ȿǳʆʧɊɰȰ ʆɊ ǳǥɊȿɊȽȜǥ ȖǳǈȴʆȖ ȍɊȴȴɊʧȜȿȎ ʆȖǳ ʧǈʦǳ Ɋȍ ȜȿǬʎɸʆɰʭ 
bankruptcies.  

¶ Mergers  of  Oklahoma  railroads  that  resulted  generally  in  excess  route  capacity  and 
numerous parallel rail routes in Oklahoma for a single carrier. Not able were the 
mergers of the MP, MKT, and SP into the Union Pacific in 1982, 1988, and 1996, 
respectively, and the merger of the AT&SF with the BN in 1995 to form BNSF.  

uȿ ɰǳɸɭɊȿɸǳ ʆɊ ʆȖǳ ȜȿǬʎɸʆɰʭ ʆʎɰȽɊȜȴ Ȝȿ ʆȖǳ ᶡᶩᶧᶠṭɸ ǈȿǬ ᶡᶩᶨᶠṭɸḼ ʆȖǳ ɸʆǈʆǳ Ɋȍ ÂȰȴǈȖɊȽǈ ɭǈɸsed 
legislation between 1978 and 1988 that ultimately empowered ODOT to acquire, construct, 
reconstruct, repair, replace, operate and maintain railroad rights -of -way and provide a 
funding source for rail -related improvements. The Railroad Revitalization Ac t and legislation 
enacted to establish the Railroad Maintenance Revolving Fund (RMRF) are those leading to 
development  of  the  state -owned  property  programs  currently  administered  through  the  Rail 
Programs Division of ODOT.  

Some  of  the  most  influential  legislation  enacted  in  this  period  established  the  prioritization  of 
entities  to  which  existing  rail  infrastructure  in  danger  of  being  abandoned  could  be  sold.  That 
legislation provided a minimum of a 1 -year waiting period before adjacent landowners were 
eligible for the purchase of any adjoining rail property for reversion back to farmland. The 
prioritization  schedule  provided  railroads  and  government  entities  the  right  of  first  refusal  for 
the purchase and utilization of existing railroad infrastructure.  

With these new abilities, the State of Oklahoma acquired several rail lines threatened with 
abandonment. The state recognized the need to preserve branch lines that were important 
to  ÂȰȴǈȖɊȽǈṭɸ commerce  and  competitiveness.  ODOT  initially  acquired  over  600  miles  of  rail 
lines with $22 million in state funds. As revenues developed from the leases of these initial 
purchases,  the  state  made  additional  acquisitions.  Oklahoma  now  owns 150  miles  of  rail  lines. 
Currently, all but eight miles are in service, and five different operators provide rail service on 
the state -owned trackage.  

One of the important acquired groups of rail lines consists of the former north -south CRIP 
main line between Kansas and Tex as, the branch line between El Reno and Oklahoma City, 
and the branch line north of Lawton. These lines were subsequently leased to UP through a 
lease -purchase  arrangement  with  final  payment  made  to  the  state  in  October  2011. The  line  is 
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now fully owned by UP and has become an integral part of its network. The former lease 
revenues  were  a major  source  of  the  funding  for  ÂEÂþṭɸ program  to  upgrade  other  short 
lines. Subsequently, total lease revenues are now greatly reduced.  

Funding  for  state -ow ned  line  maintenance  comes  from  the  Oklahoma  Railroad  Maintenance 
Revolving  Fund  (RMRF)  established  by  the  Railroad  Rehabilitation  Act  of  1978. Revenues  from 
a tax on freight cars and lease payments on the line are contributed to the fund.  The state 
has an 8 -year maintenance plan for track and bridge upkeep to address the basic needs of 
the state -owned lines to meet federal standards for safe operation and  continued service.  

Rail  banking  is a process  established  under  federal  law  that  allows  public  entities  to  preserve 
established railroad rights -of -way for future reactivation of rail service, to protect rail 
transportation corridors, and to encourage energ y efficient transportation use. Many 
abandoned or rail banked lines have been re -purposed for interim recreational trail use in 
Oklahoma; principal rail trails in Oklahoma will be identified later in this section.  

Periodically, ODOT re -evaluates the rail f reight network in Oklahoma to identify potential 
gaps  in  freight  service  due  to  issues  such  as abandonments  or lines  taken  out  of  service.  The 
analysis continually takes into consideration emerging freight economic sectors and 
distribution patterns.  

2.1.1.5.2 Rail  Abandonments  and  Discontinuances  Since  2015 
49 U.S.C. § 10903 governs the filing and procedure for common carrier application to  
abandon or discontinue rail operations over any part of its railroad lines as detailed in 49 CFR 
åǈɰʆ ᶡᶡᶥᶢṁ !ǤǈȿǬɊȿȽǳȿʆ Ɋɰ ǬȜɸǥɊȿʆȜȿʎǈʆȜɊȿ ɰǳɯʎȜɰǳɸ ǈ ðþ= ȍȜȿǬȜȿȎ ṪʆȖǈʆ ʆȖǳ present or future 
public  convenience  and  necessity  require  or  permit  the  abandonment  or  ǬȜɸǥɊȿʆȜȿʎǈȿǥǳṁṫ 49 
CFR 1152.50 provides for exemption from the requirements for abandonment and 
discontinuance when the STB has found approval is unnecessary to carry  out rail 
transportation policy of 49 U.S.C. § 10101, and the actions are of limited scope not requiring 
shippers be protected from abuse of market power.  

The  principal  requirements  for  discontinuance  or  abandonment are  that  the  railroad  certify 
that no lo cal traffic has moved over the line for two years, that any overhead traffic can be 
routed over other lines, and that no formal complaint is filed by a rail service user.  
Abandonments have been minimal in Oklahoma within the last decade, limited mostly to 
short stretches of trackage serving industries. The exception to this is the former 42 -mile 
BNSF  line  between  Guthrie  and  Fairmont,  Oklahoma,  which  was  recorded  as abandoned  in 
2012.27 

On  April  5, 2019, BNSF  provided  notice  that  it  will  abandon  0.74  miles  of  track  in  Pawnee, 
Pawnee County, Oklahoma.  

 
 
 
 

27 Letter from Karl Morrell of Counsel on behalf of the BNSF Railway Company to Cynthia Brown, Surface 
Transportation Board. Retrieved from: 
https://www.stb.gov/FILINGS/all.nsf/c72552abc289f85285257515007219bd/ccfa1aeca64bc44d85257a690063b162/$FIL  
E/232884.pdf  

https://www.stb.gov/FILINGS/all.nsf/c72552abc289f85285257515007219bd/ccfa1aeca64bc44d85257a690063b162/%24FILE/232884.pdf
https://www.stb.gov/FILINGS/all.nsf/c72552abc289f85285257515007219bd/ccfa1aeca64bc44d85257a690063b162/%24FILE/232884.pdf
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2.1.1.5.3 Rail  Banked  Lines  and Interim  Trail Use 
Recognizing that abandoned rail lines are typically lost for future transportation uses, rail 
right -of -way has been proactively rail banked in Oklahoma. Some of these segments may 
potentially  hold  strategic  value  as future  transportation corridors  in  the  state.  ODOT  reviews 
all  potential  rail  abandonments  in  the  state  for  suitability  as recreational  corridors  under  the 
federal Rails -to -Trails legislation.  

Over  24,000  miles  of  open  rails -to -trails  corridors  exist  nationwide,  with  approximately  56 
miles over 11 total trails in Oklahoma. 28 Some principal rail trails in Oklahoma include the 
following facilities:  

¶ Osage  Prairie  Trail:  Approximately  14 miles  of  the  former  Midland  Valley  Railroad 
between Tulsa and Skiatook, Oklahoma.  

¶ Katy  Trail:  Approx imately  8 miles  of  the  former  Missouri -Kansas -Texas Railroad  in 
Tulsa, Oklahoma.  

2.1.2 Major  Freight  and  Passenger  Terminals  
This  section  identifies  and  describes  ÂȰȴǈȖɊȽǈṭɸ major  freight  rail  terminals  and  passenger 
rail  stations  that  serve  as intermodal  connections  to  each  other  and  to  port -rail  and  airports 
in the state.  

2.1.2.1 Port -Rail  and  Air  Facilities  
Oklahoma does not have any active Class I intermodal facilities, but it is located in proximity 
to other intermodal facilities operated by BNSF, UP, and KCS in the Dallas/Fort Worth and 
Kansas City areas. BNSF also operates a facility in the Memphis area. ÂȰȴǈȖɊȽǈṭɸ ǥǳȿʆɰǈȴ 
location  in  the  Midwest  could  potentially  make  it  a hub  for  the  development  of  an  additional 
facility on various domestic intermodal rail corridor services extending to the southern, 
eastern, and western U.S. and various international po rts, thus enhancing access to the rail 
ȿǳʆʧɊɰȰ Ȝȿ ÂȰȴǈȖɊȽǈ ǈȿǬ ʆȖǳ ɰǳǈǥȖ Ɋȍ ÂȰȴǈȖɊȽǈṭɸ ɸȖȜɭɭǳɰɸ ǈȿǬ ɰǳǥǳȜʦǳɰɸ Ȝȿ ʆȖǳ ȿǈʆȜɊȿǈȴ 
and global marketplace.  

Owing to its inland position, Oklahoma does not have any seaports; however, the state is 
located on one ma jor inland waterway navigable for trade or commercial transportation 
purposes. This waterway, the McClellan -Kerr Arkansas River Navigation System, provides a 
445 -mile  navigable  waterway  connecting  Oklahoma  to  the  Mississippi  River  and  the  Gulf  of 
Mexico. 29 

Oklahoma has three public river ports or barge terminals on the McClellan -Kerr Arkansas 
River  Navigation  System.  Each  of  these  facilities  have  active  multimodal  connections  to  the 
ÂȰȴǈȖɊȽǈ ɰǈȜȴ ȿǳʆʧɊɰȰṁ EǳɸǥɰȜɭʆȜɊȿɸ Ɋȍ ÂȰȴǈȖɊȽǈṭɸ ɰȜʦǳɰ ɭɊɰʆɸ ʧȜʆȖ ǥɊȿȿǳǥʆȜons to the 
Oklahoma rail network are provided in Appendix A of the Oklahoma State Rail Plan.  

 
 
 

28 Rails  to  Trails, Oklahoma . Retrieved  from:  https://www.railstotrails.org/our -work/united -states/oklahoma/  
29 http://www.swt.usace.army.mil/Missio ns/Navigation.aspx  

https://www.railstotrails.org/our-work/united-states/oklahoma/
http://www.swt.usace.army.mil/Missions/Navigation.aspx
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Oklahoma has three commercial service airports. Primary airports in the state ṛfrom which 
regularly scheduled commercial air service for passengers and from which freight services 
are  also  provided,  include  Oklahoma  City,  Tulsa, and  Lawton.  Passenger  rail  service  currently 
Ɋɭǳɰǈʆǳɸ Ȝȿ Ɋȿǳ Ɋȍ ʆȖǳ ǥɊȽȽʎȿȜʆȜǳɸ ɸǳɰʦǳǬ Ǥʭ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴ ȿǳʆʧɊɰȰ Ṝ Oklahoma City.  
fɰǳȜȎȖʆ ɰǈȜȴɰɊǈǬɸ ǥʎɰɰǳȿʆȴʭ Ɋɭǳɰǈʆǳ ʧȜʆȖȜȿ ǈȴȴ Ɋȍ ʆȖǳ ǥɊȽȽʎȿȜʆȜǳɸ ɸǳɰʦǳǬ Ǥʭ ʆȖǳ ɸʆǈʆǳṭɸ 
commercial  services  air port  network.  Air  facilities  in  Oklahoma  are  described  later  in  this 
chapter.  

2.1.2.2 Freight  Rail  Yards  and  Facilities  in  Oklahoma  
ÂȰȴǈȖɊȽǈṭɸ ɊɭǳɰǈʆȜȿȎ ȍɰǳȜȎȖʆ ɰǈȜȴɰɊǈǬɸ Ȗǈʦǳ ȍǈǥȜȴȜʆȜǳɸ ʆɊ ɸʎɭɭɊɰʆ ɰǈȜȴɰɊǈǬ ɊɭǳɰǈʆȜɊȿɸ ǈȿǬ 
maintenance  and  interface  with  freight  shi ppers  and  receivers  in  the  state.  Major  freight  rail 
yards, terminals, and facilities of the operating Class I and Class III railroads in Oklahoma, to 
ʆȖǳ ǳʬʆǳȿʆ ȰȿɊʧȿ ʆȖɰɊʎȎȖ ǥɊɊɰǬȜȿǈʆȜɊȿ ʧȜʆȖ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴɰɊǈǬɸḼ ǈɰǳ ȜǬǳȿʆȜȍȜǳǬ ǈȿǬ 
described in Appendix A of the Oklahoma State Rail Plan.  

2.1.2.3 Passenger  Rail  Stations  in  Oklahoma  
þȖǳɰǳ ǈɰǳ ɭɰǳɸǳȿʆȴʭ ȍȜʦǳ ɭǈɸɸǳȿȎǳɰ ɰǈȜȴ ɸʆǈʆȜɊȿɸ Ȝȿ ÂȰȴǈȖɊȽǈḼ ǈȴȴ ɸǳɰʦǳǬ Ǥʭ !ȽʆɰǈȰṭɸ ǬǈȜȴʭ 
Heartland  Flyer , as seen  in  Table  2-5. The  Heartland  Flyer  also  serves  two  stations  in  Texas. 
Each  station  sees two  trains  per  day,  one  in  each  direction. Every  Oklahoma  community  with 
an intercity passenger rail station has spearheaded an improvement program that has 
included upgrades to platforms and facilities.  

Table  2-5: Station  Activity  of  Heartland  Flyer  Stations  in  Oklahoma  and  Texas,  2020  
City  State  Daily  Trains  FY 2020  

Ridership  
OK Ridership 

Ranking  
Oklahoma  City  OK 2 28,761 1 
Norman  OK 2 6,951 2 
Purcell  OK 2 1,047 5 
Pauls  Valley  OK 2 2,314 4  
Ardmore  OK 2 4,435  3 
Total  Oklahoma  Station  Activity    43,508   

Gainesville  TX 2 3,943  

Fort  Worth  TX 2 36,065   

Total  Heartland  Flyer  Ridership    41,801  

Source:  Amtrak  

Each  passenger  rail  station  on  the  Heartland  Flyerṭɸ route  is identified  below.  
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2.1.2.3.1 Oklahoma  City,  Oklahoma  
The Santa Fe Depot (Amtrak station code OKC) is located on the eastern edge of downtown 
Oklahoma  City,  within  easy  walking  distance  of  the  Bricktown  entertainment  district  and  the 
ǤǈɸȰǳʆǤǈȴȴṇȖɊǥȰǳʭ ǈɰǳȿǈṁ þȖǳ ɸʆǈʆȜɊȿṭɸ ʧǈȜʆȜȿȎ ɰɊɊȽ Ȝɸ Ɋɭǳȿ ȍɰɊȽ ᶧḻᶣᶠ ʆɊ ᶨḻᶤ5 a.m. and again 
from 9:00 to 11:00 p.m.  

The  historic  Santa  Fe Depot  was  opened  in  1934 as part  of  a downtown  track  elevation 
project and embodies the Art Deco architectural style that was popular at the time.  
Oklahoma  City  now  owns  the  facility,  after  acquiring  it  from  the  private  party  that  had  initially 
bought the station from BNSF in 1998. The station was listed on the National Register of 
Historic  Places  in  2015. The  U.S. Department  of  Transportation  awarded  the  city  a $13.6 million 
Transportation Investments Generating Economic Recovery (TIGER) grant in 2013 to help 
fund a $28 million project to convert the depot i nto an intermodal transportation hub, 
improving passenger waiting facilities, adding space for Amtrak ticketing and checked 
baggage services, expanding accessibility, streetscaping, and neighborhood connectivity for 
bicycles and pedestrians, and providing a multimodal transit connection to the Oklahoma 
City Streetcar. Renovations to the station building were completed in 2017, with a grand 
reopening celebration on December 7, 2017. Improvements to the station platform are 
underway.  
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Location  AT&SF Depot  is located  at  100 South  E.K. Boulevard,  Oklahoma  City, 
OK 73102 

Facilities  Station  building  with  enclosed  waiting  room,  and  restrooms.  Station  
is ADA  accessible.  Station  platform  has  a wheelchair  lift  for 
passenger -train loading and unloading.  

Station  Hours  7:30 a.m.  to  8:45  a.m.  and  again  from  9:00  p.m.  to  11:00 p.m.  daily  
Parking  There  are  10 short -term  parking  spaces  and  additional  long -term 

parking spaces at a paid station lot staffed by an attendant.  
Major  Highways  North  South:  I-35, U.S. 77 

East West: I -40, U.S. 62 
Northeast -Southwest:  I-44  

Intercity  Rail  The  Heartland  Flyer  operates  one  round  trip  daily  between  
Oklahoma  City  and  Fort  Worth.  The  train  departs  in  the  morning, 
returning in the evening.  

Intercity  Bus  Amtrak Thruway Bus Service operates one round trip daily between 
the Santa Fe Depot in Oklahoma City and Newton, Kansas, to 
ǥɊȿȿǳǥʆ ʧȜʆȖ !ȽʆɰǈȰṭɸ Southwest Chief train between Chicago and 
Los Angeles. The bus departs in the evening, after the arrival of th e 
Heartland  Flyer  train,  and  returns  in  the  morning  in  time  for  travelers 
to connect to the departing Heartland Flyer . Greyhound and 
Jefferson Lines offer intercity buses on north -south routes along I -35 
and east -west along I -40. A diagonal route from Wich ita Falls, TX to 
Tulsa and beyond operates along I -44. The intercity bus station is  
located  approximately  2,000  feet  west  of  the  depot.  

Aviation  Will  Rogers  World  Airport  is served  by  five  major  airlines  with  direct 
service to 22 destinations, many of which are hub airports with 
connection throughout the world. The airport is located  
approximately  6 miles  southwest  of  the  Central  Business  District.  

Public  Transit  The  Oklahoma  City  Streetcar  stops  adjacent  to  the  Santa  Fe Depot. 
Streetcar  service  runs  daily,  beginning  at  6 a.m.  on  weekdays  and  7 
a.m. on weekends and operating until midnight Monday through 
Thursday, 2 a.m. Friday and Saturday, and 10 p.m. Sunday. Daily 
service is provided on the 4.9 -mile Downtown Loop route 
connecting the Santa Fe depot with the City Center and Midtown 
districts. A dditional service on Friday, Saturday, and Sunday is 
provided  on  the  shorter,  2-mile  Bricktown  Loop  route  that  circles  the 
City Center and the Bricktown entertainment district.  

 
EMBARK (formerly Metro Transit) provides local bus and ferry transit 
as well a s parking solutions in Oklahoma City. EMBARK Route 15 to 
Midwest City (operates weekdays only) and Route 11 Crosstown to 
Reno (operates daily) both stop one block west of the Santa Fe 
Depot along Robinson Avenue. Both routes terminate at the 
downtown Oklah oma City Transit Center, which will afford local bus 
transfers to most parts of the city. Routes operate Monday through 
Friday  with  some  routes  offering  Saturday  service.  Most  routes  begin  
service  around  5:30 a.m.  and  terminate  service  around  midnight.  

Rental  Car  Yes, with  station  pickup  available  during  normal  business  hours.  
Taxi  Yes. Numerous  taxi  providers,  24/7.  
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2.1.2.3.2 Norman,  Oklahoma  
The AT&SF Depot in Norman (NOR) has an enclosed waiting room but no amenities or 
services. The brick and limestone station facility was built in 1909, in a Mission Revival 
architectural style, and is listed on the National Register of Historic Places.  The city  
completed a $480,000 modernization of station heating, lighting, and ventilation systems 
along  with  other  repairs  in  2003.  The  ɸʆǈʆȜɊȿṭɸ waiting  room  occupies  one  side  of  the  building, 
and is open daily from 8:50 a.m. to 9:11 p.m. The other side of the building is used as a concert 
hall, exhibit gallery, and event space managed by a nonprofit performing arts studio.  

 
Location  AT&SF Depot  is located  at  200  South  Jones  Avenue,  Norman,  OK 

73069  
Facilities  Station  building  with  enclosed  waiting  room  but  no  amenities.  

Station  waiting  room  is not  ADA  accessible.  Station  platform  has  a 
wheelchair lift.  

Station  Hours  8:50  a.m.  to  9:11 p.m.  daily  
Parking  Short -term  and  long -term  parking is  free  and  is available  across  the 

tracks  from  the  station.  There  are  also  provisions  for  bicycle  parking.  
Major  Highways  North -South:  I-35, U.S. 77 

East -West:  O-9 
Intercity  Rail  The  Heartland  Flyer  operates  one  round  trip  daily  between  

Oklahoma  City  and  Fort  Worth.  The  train  departs  in  the  morning, 
returning in the evening.  

Intercity  Bus  Greyhound  serves  Norman  with  a station  at 2132 W. Main  St. The  bus  
route  operates  along  the  I-35 corridor,  with  transfers  available  to 
other destinations at Oklahoma City.  

Aviation  University of Oklahoma Max Westheimer Airport is a general 
aviation  facility  without  scheduled  service.  Norman  is in  the  service 
ǈɰǳǈ Ɋȍ ÂȰȴǈȖɊȽǈ >Ȝʆʭṭɸ ĞȜȴȴ èɊȎǳɰɸ ĞɊɰȴǬ !ȜɰɭɊɰʆ ȍɊɰ ɸǥȖǳǬʎȴǳǬ 
services.  

Public  Transit  EMBARK Norman operates six city bus routes in Norman on 
weekdays and most Saturdays. (Another transit provider, CART, 
operates six University of Oklahoma campus routes.) Affiliated 
operation EMBARK Oklahoma City operates a commuter route, the 
Norman Expres s, to Oklahoma City Monday through Friday. The 
Embark Norman Route 121 bus passes 1 block east of the Norman 
station on St. Peters Avenue, and proceeds to the South Loop 
transfer  station  on  the  Oklahoma  University  campus for  connections 
to all quadrants of the city. The buses run 7 a.m. to 9 p.m. Monday  
through  Friday  with  reduced  Saturday  service.  

Rental  Car  Yes, with  station  pickup  available  during  normal  business  hours.  
Taxi  Yes. Numerous  taxi  providers,  24/7.  
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2.1.2.3.3 Purcell,  Oklahoma  
The  Purcell  (PUR) station,  located  at  the  bottom of  Depot  Hill,  was  built  in  2001 specifically  for 
the  Heartland  Flyer  service.  The  brick  station  building  station  has  an  enclosed  waiting room, 
open  daily  from  9:09  a.m.  to  8:51 p.m.,  but  no other  amenities  or  services.  The  station  is owned 
by the City of Purcell.  

 
Location  East  Main  Street  and  North  AT&SF Avenue,  Purcell,  OK 73080  
Facilities  Station  building  with  enclosed  waiting  room  but  no  amenities.  

Station  is ADA  accessible,  and  station  platform  has  a wheelchair  lift.  
Station  Hours  9:09  a.m.  to  8:51 p.m.  daily  

Parking  Twenty -five  spaces  of  free  parking  (short -term  and  long -term)  are  
available  at  the  station  property.  

Major  Highways  North -South:  I-35, U.S. 77 
East -West: O -39 

Intercity  Rail  The  Heartland  Flyer  operates  one  round  trip  daily  between  
Oklahoma  City  and  Fort  Worth.  The  train  departs  in  the  morning, 
returning in the evening.  

Intercity  Bus  None.  
Aviation  Purcell Municipal Airport Ṝ Steven E. Shephard Field is a general 

aviation  facility  without  scheduled  service.  Purcell  is in  the  service 
ǈɰǳǈ Ɋȍ ÂȰȴǈȖɊȽǈ >Ȝʆʭṭɸ ĞȜȴȴ èɊȎǳɰɸ ĞɊɰȴǬ !ȜɰɭɊɰʆ ȍɊɰ ɸǥȖǳǬʎȴǳǬ 
services.  

Public  Transit  Delta  Public  Transit  operates  a demand/response  rural  transit  
system  serving  Purcell.  

Rental  Car  Yes, with  the  agencies  located  in  Norman.  Station  pickup  available 
during normal business hours.  

Taxi  Yes. Several  Norman  taxi  providers  will  serve  Purcell  for  a surcharge.  
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2.1.2.3.4 Pauls Valley, Oklahoma  
The Pauls Valley (PVL) depot was built in 2002 specifically for the Heartland  Flyer service. 
ÂEÂþ ȖǳȴɭǳǬ ȍʎȿǬ ʆȖǳ ɸʆǈʆȜɊȿṭɸ ǥɊȿɸʆɰʎǥʆȜɊȿḼ ʎȿǬǳɰ ǈ ɸʆǈʆǳ ȜȿȜʆȜǈʆȜʦǳ ʆɊ ɭɰɊʦȜǬǳ ȍʎȿǬȜȿȎ 
assistance for the construction or renovation of passenger rail stations along the Heartland 
Flyerṭɸ route  using  federal  Transportation  Equity  Act  for  the  21st  Century  (TEA-21) money.  The 
new station was designed to match the style of the adjacent historic frame depot, built by 
the AT&SF Railway in 1905 and now housing the Santa Fe Depot Museum. The new station 
building has an enclosed waiting area, open daily from 9:34 a.m. to 8:26 p.m., but no other 
amenities or services. The station is owned by the City of Pauls Valley.  

 
Location  South  Santa  Fe Street  and  East  Paul  Avenue,  Pauls  Valley,  OK 73075  
Facilities  Station building with enclosed waiting room but no amenities. 

Station  is ADA  accessible,  and  station  platform  has  a wheelchair  lift.  
Station  Hours  9:34 a.m.  to  8:26 p.m.  daily  

Parking  Station lot has 10 short -term and 10 long -term spaces of free 
parking.  Other  free  parking  is available  adjacent  to  the  station.  

Major  Highways  North -South:  I-35, U.S. 77 
East -West:  O-19 

Intercity  Rail  The  Heartland  Flyer  operates  one  round  trip  daily  between  
Oklahoma  City  and  Fort  Worth.  The  train  departs  in  the  morning, 
returning in the evening.  

Intercity  Bus  Greyhound  operates  intercity  buses  along  the  I-35 north -south  
route.  The  station  is located  at  215 West  Paul  Ave., co -located  with 
Delta Public Transit.  

Aviation  Pauls  Valley  Municipal  Airport  is a general  aviation  facility  without 
scheduled service. Pauls Valley is in the service area of Oklahoma  
>Ȝʆʭṭɸ Will  Rogers  World  Airport  for  scheduled  services.  

Public  Transit  Delta  Public  Transit  operates  a demand -response  rural  transit  
system  serving  Pauls  Valley.  

Rental  Car  Yes, with  station  pickup  available  during  normal  business  hours.  
Taxi  Yes. Taxis from  Norman  or  Ardmore  will  serve  Pauls  Valley  for  a 

surcharge.  
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2.1.2.3.5 Ardmore, Oklahoma  
The historic brick and stucco train station in Ardmore (ADM) was built by the AT&SF in 1916 
and is listed on the National Register of Historic Places. The City of Ardmore owns the 
building, and in 2001 completed a $1.6 million restoration, partially funded  by ODOT using 
federal TEA -21 contributions. The station building has an enclosed waiting room that is 
staffed by volunteers from the Ardmore Main Street Authority, the civic group that 
spearheaded the initial station restoration project. The authority als o manages an event 
space in the station that has been used for meetings, receptions, and other occasions. The 
City of Ardmore, the Main Street Authority, and the chamber of commerce are currently 
advancing the development of Depot Park, a planned downtown greenspace to be used for 
recreation and city events on land adjacent to the train station. Among the work completed 
to  date  was  the  establishment  of  a permanent  display  site  near  the  depot  for  the  Mercy  Train 
locomotive, which led a train of needed medica l supplies destined for the city in 1915.  

 

Location  251 East  Main  Street,  Ardmore,  OK 73401 
Facilities  Station building with enclosed waiting room but no amenities. 

Station  is ADA  accessible,  and  station  platform  has  a wheelchair  lift.  
Station  Hours  n/a  

Parking  There  are  48  spaces  of  free  short -term  and  long -term  parking  at  the  
station.  

Major  Highways  North -South:  I-35, U.S. 77 
East -West:  U.S. 70 

Intercity  Rail  The Heartland Flyer operates one round trip daily between 
Oklahoma  City  and  Fort  Worth.  The  train  departs  in  the  morning,  
returning  in  the  evening.  

Intercity  Bus  Greyhound  serves  Ardmore  with  intercity  buses  along  the  I-35 north - 
south route. The bus station is located near the interstate at 1202  
Cooper  Drive,  approximately  2 miles  west  of  the  train  station.  

Aviation  Ardmore  Downtown  Executive  Airport  is a general aviation  facility 
without  scheduled  service.  Ardmore  Municipal  Airport  is a general  
aviation  facility  and  industrial  park  without  scheduled  air  service.  

Public  Transit  Southern Oklahoma Rural Transportation System operates a 
demand/response  transit  operation  that  serves  Ardmore  and  Carter  
County.  

Rental  Car  Yes, with  station  pickup  available  during  normal  business  hours.  
Taxi  Yes. Numerous  taxi  providers,  24/7.  
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2.1.2.3.6 Gainesville, Texas  
The  historic  Gainesville  station  was  built  in  1902 by  the  AT&SF Railway. The  City  of  Gainesville, 
which owns the station, completed a restoration of the structure in 2001. The station has an 
enclosed waiting room but no other amenities or services. However, the depot does house 
the Santa Fe Depot Museum.  

 
Location  605  East  California  Stree t, Gainesville,  TX 76240  
Facilities  Station  building  with  enclosed  waiting  room  but  no  amenities.  

Station  is ADA  accessible,  and  station  platform  has  a wheelchair  lift.  
Station  Hours  11:14 a.m.  to  6:45 p.m.  daily  

Parking  There  are  15 spaces  of  free  short -term  and  long -term  parking  at  the  
station.  

Major  Highways  North -South:  I-35 (co -located  with  U.S. 77) 
East -West: U.S. 82  

Intercity  Rail  The  Heartland  Flyer  operates  one  round  trip  daily  between  
Oklahoma  City  and  Fort  Worth.  The  train  departs  in  the  morning, 
returning in the evening.  

Intercity  Bus  Greyhound  serves  Ardmore  with  intercity  buses  along  the  I-35 north - 
south  route.  The  bus  station  is located  at  1934 North  I-35 Frontage 
Road, approximately 2 miles northwest of the train station.  

Aviation  Gainesville  Municipal  Airport  is a general  aviation  facility  without 
scheduled service.  

Public  Transit  TAPS Public  Transit  provides  both  paratransit  and  demand - 
response,  shared -ride  public  transit  services  in  the  Gainesville  region.  

Rental  Car  Yes, with  station  pickup  available  during  normal  business  hours.  
Taxi  Yes. Safeway  Transportation,  24/7.  

 
2.1.2.3.7 Fort  Worth,  Texas 
The Fort Worth Amtrak station is the city -owned Fort Worth Central Station, known until 
2019 as the  Fort  Worth Intermodal  Transit  Center. Fort  Worth  Central  Station is  a multimodal 
hub that brings together several public transportation options in the Fort Worth Central 
Business  District.  Travelers  can  make  connections  to  !ȽʆɰǈȰṭɸ Heartland  Flyer  and  Texas 
Eagle  intercity  passenger  trains,  Trinity  Railway  Express  commuter  t rains  to  Irving  and  Dallas, 
TEXRail commuter trains to Grapevine and Dallas/Fort Worth International Airport, 
commercial intercity buses, local city transit buses, and rental cars. Fort Worth Central 
Station was built in in 2002 and is located just north o f the former 1899 -built Union Depot, 
ʧȖȜǥȖ !ȽʆɰǈȰ ȖǈǬ ʎɸǳǬ ɭɰȜɊɰ ʆɊ >ǳȿʆɰǈȴ ðʆǈʆȜɊȿṭɸ ɊɭǳȿȜȿȎṁ 

Fort  Worth  Central  Station  is located  immediately  adjacent  to  the  east  edge  of  downtown 
Fort Worth. The facility is a full -service Amtrak station open daily from 9:00 a.m. until 7:00  
p.m. and includes a staffed ticket window and checked baggage counter. The station 
features an enclosed waiting room with payphones and an ATM. Fort Wor th handles  
checked  baggage  for  the  Texas  Eagle . The  Heartland  Flyer  does  not  have  checked  baggage. 
Passengers transferring from the Texas Eagle to the Heartland Flyer with checked bags must  
claim those bags before boarding.  



Oklahoma  Department  of  Transportation  | Oklahoma  State  Rail  Plan  | Chapter  2: ÂȰȴǈȖɊȽǈṭɸ Existing  Rail  System  
September  2021 

2-29 

 

 

 

Location  Fort  Worth  Central  Station,  1001 Jones  Street,  Fort  Worth,  TX 76102 
Facilities  Station  building  with  enclosed  waiting  room,  staffed  Amtrak  ticket 

office, and staffed Amtrak checked baggage counter. Station  
building  and  station  platform  are  ADA  accessible.  

Station  Hours  Waiting  room:  9:00  a.m.  to  7:00  p.m.  daily.  Ticket  office  and  checked  
baggage  counter:  10:00 a.m.  to  5:30 p.m.  daily  

Parking  There  is no  parking  directly  associated  with  the  station,  but  on -street 
metered  parking  is available  as well  as commercial  parking  adjacent  
to  the  station  site.  

Major  Highways  North -South:  I-35W,  U.S. 81, and  U.S. 77 (co -located  with  I-35W),  U.S. 
287 
East -West:  I-30, U.S. 377 

Intercity  Rail  The  Heartland  Flyer  schedule  is timed  to  make  a convenient  transfer 
to  the  Texas  Eagle . The  Texas  Eagle  is a daily  train  operating 
between  Chicago  and  San Antonio.  The  eastbound  (toward  Chicago) 
and the westbound (toward San Antonio) trains meet at Fort Worth 
in the early afternoon, affording transfers in either direction. On 
Monday, Wednesday, and Friday, the westbound Texas Eagle 
continues to Los Angeles after a 5 -hour layover in San An tonio. The 
eastbound Texas Eagle returns from Los Angles and arrives at Fort  
Worth  on  Tuesday,  Friday,  and  Sunday.  

Intercity  Bus  Greyhound Lines intercity buses serve Central Station. Buses to 
points east or north almost universally require a transfer at Dallas. 
Direct  buses  are  available  to  several  points  west,  mostly  via  the  I-20  
or  U.S. 287  corridors.  Train  and  bus  schedules  are  not  coordinated.  

Aviation  Dallas/Fort  Worth  International  Airport  (DFW)  is a major  hub  facility 
serving more than 200 domestic and international destinations by  
23 air  carriers.  

Public  Transit  Trinity Railway Express (TRE) commuter trains operate between 
Dallas and Fort Worth. TRE trains operate every 30 to 60 minutes 
Monday  through  Friday  from  about  5 a.m.  to  midnight,  and  every  60 
minutes from about 6 a.m. to midnight on Saturday. No Sunday 
service is offered. TRE offers a convenient connection to the DART 
light rail system at EBJ Union Station in Dallas.  
TEXRail commuter trains operate between Fort Worth and DFW 
Airport. TEXRail trains operate every 30 to 60 minutes daily from 
about  4 a.m.  to  midnight.  TEXRail offers  a connection  to  the  DART 
light rail system at DFW Airport.  
The  Ṫþṫ operates  local  and  express  bus  routes  directly from  Central 
ðʆǈʆȜɊȿṁ þȖǳ ɰɊʎʆǳɸ ǳʬʆǳȿǬ ʆɊ ǈȴȴ ɯʎǈǬɰǈȿʆɸ Ɋȍ ʆȖǳ Ṫþṫ ɸǳɰʦȜǥǳ ǈɰǳǈṁ 
Most buses operate from around 5 a.m. until 10 p.m. daily.  
The  Ṫþṫ also  operates  ṪµɊȴȴʭ the  þɰɊȴȴǳʭḼṫ a free  downtown  circulator 
between Central Station, the Fort Worth Convention  Center, and 
Sundance  Square  that  operates  daily  every  10 minutes  from  10 a.m.  
to  10 p.m.  

Rental  Car  Yes, with  station  pickup  available  during  normal  business  hours.  
Taxi  Yes. Numerous  taxi  providers,  24/7.  
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2.1.2.3.8 Multimodal  Connectivity  

Amtrak  Oklahoma  City  Streetcar  Connection  
Heartland  Flyer  passengers at Oklahoma City can connect at the Santa Fe Depot with the 
Oklahoma City Streetcar, a rail transit service that began operations in December 2018. The 
streetcar operates on two separate loops within city streets, linking commercial and 
resident ial  districts  in  and  around  downtown  Oklahoma  City.  The  $135 million 30 streetcar  line 
is one of eight projects that were part of MAPS 3 (Metropolitan Area Projects), a $777 million 
capital program funded with a 1 -cent municipal sales tax levied for seven y ears that voters 
approved in 2009. 31 

Service is provided with seven streetcars built by the Brookville Equipment Corporation that 
are capable of drawing power from overhead wires or onboard lithium -ion batteries in areas 
where overhead wires will not exist .32 The streetcars use overhead wires on 60% of the route 
ǈȿǬ Ǥǈʆʆǳɰʭ ɭɊʧǳɰ Ɋȿ ʆȖǳ ɊʆȖǳɰ ᶤᶠểṁ ÂȰȴǈȖɊȽǈ >Ȝʆʭṭɸ ðǈȿʆǈ fǳ EǳɭɊʆ Ȝɸ ɸȜʆʎǈʆǳǬ Ǥǳʆʧǳǳȿ 
two of the 22 stops on the streetcar line, and will be served by both the 2 -mile Bricktown 
Loop  serving  Brickto wn,  the  convention  center,  and  the  botanical  gardens,  as well  as the  4.9- 
mile Downtown Loop connecting Bricktown with Midtown. 33 Trains operate daily beginning 
at 6 a.m. on weekdays and 7 a.m. on weekends, and run until midnight on Monday to 
Thursday, until 2 a.m. on Friday and Saturday nights, and until 10 p.m. on Sunday. 34 A single - 
ride fare is $1 and day passes can be purchased for $3.  

Amtrak  Fort  Worth  Connections  
The  Heartland  Flyer  schedule  is timed  to  make  a convenient  transfer  to  !ȽʆɰǈȰṭɸ long - 
distance Texas Eagle train at Fort Worth Central Station (see  

Table  2-6). The  Texas  Eagle  operates  daily  between  Chicago  and  San Antonio.  The  eastbound 
(toward Chicago) and westbound (toward San Antonio) trains meet at Fort Worth in early 
afternoon, affording transfers in either direction. On Monday, Wednesday, and Friday, the 
westbound Texas Eagle continues to Los Angeles after a 5 -hour layover in San Antonio. This 
continuation to Los Angeles is facilitated by transferring a coach and sleeping car off the 
Texas  Eagle  at  San Antonio  and  onto  another  train,  the Sunset  Limited , which  operates 
betw een New Orleans and Los Angeles. The Sunset Limited only operates three days per 
week  in  each  direction,  whereas  the  Texas  Eagle  is a daily  train.  The  eastbound  Texas  Eagle 
returning from Los Angles arrives at Fort Worth on Tuesday, Friday, and Sunday. On the 
eastbound return  trip, cars are  removed  from  the Sunset  Limited  and  attached  to  the Texas 
Eagle  at  San Antonio  for  the  trip  to  Chicago  via  Fort  Worth.  Travelers  can  also  connect  at  San 
Antonio from the Texas Eagle to the Sunset Limited operating eastward  to Houston and New  
Orleans, on days when the Sunset operates, although the wait time in San Antonio is 
approximately  seven  (7) hours. A westbound  trip from  Houston  and  New Orleans  connecting 
to the eastbound Texas Eagle at San Antonio co nnection has a similar seven hour wait time. 
These connections at San Antonio accommodate transfers to and from the Heartland  Flyer . 

 
 

30 https://www.okc.gov/government/maps -3/projects/modern -streetcar -transit  
31 https://www.okc.gov/go vernment/maps -3/about -maps -3 
32  http://www.brookvillecorp.com/OKC -Selects -Brookville -Liberty -Streetcars.asp?news=news -streetcar.asp  
33 https://okcstreetcar.com/faq/  
34 Oklahoma  City  Streetcar,  Service  Schedule . Retrieved  from:  https://okcstreetcar.com/schedule/  

https://www.okc.gov/government/maps-3/projects/modern-streetcar-transit
https://www.okc.gov/government/maps-3/about-maps-3
http://www.brookvillecorp.com/OKC-Selects-Brookville-Liberty-Streetcars.asp?news=news-streetcar.asp
https://okcstreetcar.com/faq/
https://okcstreetcar.com/schedule/
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The  westbound  Texas  Eagle  from  Chicago  and  Fort  Worth  arrives  daily  at  San Antonio  at  9:55 
p.m.  The  eastbound  Texas  Eagle  to  Fort  Worth  and  Chicago  departs  San Antonio  daily  at  7:00  
a.m.  The  westbound  Sunset  Limited  from  New  Orleans  to  Los Angeles  departs  San Antonio  at 
2:45 a.m.  on  Tuesday,  Thursday,  and  Sunday.  The  eastbound  Sunset  Limited  from  Los Angeles 
to New Orleans arrives at San Antonio at 4:50 a.m. on Tuesday, Friday, and Sunday.  

Table  2-6: Amtrak  Connections  at  Fort  Worth  

From  To Arrive  Depart  Layover  

Heartland  Flyer  from 
Oklahoma City  

Eastbound  Texas  Eagle  
to  Chicago  

 
12:27 p.m.  

 
2:20 p.m.  1 hour,  

53 minutes  

Heartland  Flyer  from 
Oklahoma City  

Westbound Texas 
Eagle  to  San Antonio 
and Los Angeles  

 
12:27 p.m.  

 
2:10 p.m.  1 hour,  

43 minutes  

Eastbound  Texas  Eagle 
from San Antonio and 
Los Angeles  

Heartland  Flyer  to 
Oklahoma City  

 
1:58 p.m.  

 
5:25 p.m.  3 hours,  

27 minutes  

Westbound Texas 
Eagle from Chicago  

Heartland  Flyer  to 
Oklahoma City  

 
1:25 p.m.  

 
5:25 p.m.  4 hours,  

0 minutes  

Source:  Amtrak  timetables  effective  March  8, 2020  and  October  12, 2020  

Amtrak  also  operates  contracts  with  Greyhound  to  provide  a Thruway  Bus  connection  from 
Fort Worth to Waco, Bryan, Prairie View, and Houston. This bus connection is available to 
Amtrak  passengers  when  booking  travel  on  either  the  Heartland  Flyer  or  the  Texas  Eagle . 
Southbound bus No. 8221 departs Fort Worth Central Station at 2:20 p.m. a nd arrives at the 
Greyhound station in Houston at 8:30 p.m. Northbound bus No. 8222 departs the Houston 
Greyhound station at 6:00 a.m. and arrives at Fort Worth Central Station at 11:55 a.m.  

The  Amtrak  Thruway  Bus  Service  connection  that  began  in  2016 between  the  Heartland  Flyer 
ǈʆ ÂȰȴǈȖɊȽǈ >Ȝʆʭ ǈȿǬ !ȽʆɰǈȰṭɸ >ȖȜǥǈȎɊ-Los Angeles Southwest Chief at Newton, Kansas 
opened up additional opportunities for travel. Oklahoma residents now have a new way of 
reaching Chicago or Los Angeles using the bus connection  at Newton, Kansas. Because of 
the  schedule  times  of  the  Heartland  Flyer  and  Southwest  Chief , the  Thruway  bus  operates  as 
an overnight service each way, which may not be convenient for all travelers. Table 2 -7 
provides a summ ary of connections that could be made for a transcontinental trip from 
Chicago to California that incorporates use of the Heartland  Flyer  and its Amtrak Thruway 
Bus connection at Oklahoma City, as well as the long -distance trains those services connect 
to.  
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Table  2-7: Amtrak  Train/Bus  Connections  with  Heartland  Flyer  
Read  Down     Read  Up  

     

Train  3 Daily  Southwest  Chief  Daily  Train  4 
2:50 p.m.  (Day  1) Leave  Chicago,  IL Arrive  2:50 p.m.  (Day  3) 
10:42 p.m.  (Day  1) Leave  Kansas  City,  MO  Leave  7:28 a.m.  (Day  3) 
2:45 a.m.  (Day  2) Arrive  Newton,  KS 

(connection  with  Oklahoma 
City bus)  

Leave  2:19 a.m.  (Day  3) 

4:19 p.m.  (Day  2) Leave  Albuquerque,  NM  Leave  11:48 a.m.  (Day  2) 
8:00  a.m.  (Day  3) Arrive  Los Angeles,  CA Leave  6:00  p.m.  (Day  1) 

Bus  8903  Daily  Thruway  Connection  Daily  Bus  8904  
4:00  a.m.  Leave  Newton,  KS 

(connection  with  Southwest 
Chief train)  

Arrive  1:45 a.m.  

7:35 a.m.  Arrive  Oklahoma  City,  OK 
(connection  with  Heartland 
Flyer train)  

Leave  10:20 p.m.  

Train  821 Daily  Heartland  Flyer  Daily  Train  822 
8:25 a.m.  Leave  Oklahoma  City,  OK 

(connection  with  Newton,  KS 
bus)  

Arrive  9:27 p.m.  

12:27 p.m.  Arrive  Fort  Worth,  TX 
(connection  with  Texas  Eagle 
train)  

Leave  5:25 p.m.  

Train  21 Daily  Texas  Eagle  Daily  Train  22 
1:45 p.m.  (Day  1) Leave  Chicago,  IL Arrive  1:52 p.m.  (Day  2) 
7:55 p.m.  (Day  1) Leave  St. Louis,  MO  Leave  7:55 a.m.  (Day  2) 
1:25 p.m.  (Day  2) Arrive  Fort  Worth,  TX 

(connection  with  Heartland 
Flyer train)  

Leave  2:20 p.m.  (Day  1) 

2:10 p.m.  (Day  2) Leave  Fort  Worth,  TX Arrive  1:58 p.m.  (Day  1) 
6:30 p.m.  (Day  2) Leave  Austin,  TX Leave  9:31 a.m.  (Day  1) 
9:55 p.m.  (Day  2) Arrive  San Antonio,  TX 

(through  coach  and  sleeping 
car  operates  to/from  Los 
Angeles  three  days  per  week  
via  Texas  Eagle  train)  

Leave  7:00  a.m.  (Day  1) 

Train  421 Tri - 
Weekly  

Texas  Eagle  Tri - 
Weekly  

Train  422  

2:45 a.m.  
(Tu/Th/Su)  

Leave  San Antonio,  TX 
(through  coach  and  sleeping 
car  operates  to/from  Chicago  
via  Texas  Eagle  train)  

Arrive  4:50  a.m.  
(Tu/Fr/Su)  

1:47 p.m.  
(Tu/Th/Su)  

Leave  El Paso, TX Leave  3:35 p.m.  
(Mo/Th/Sa)  

7:35 p.m.  
(Tu/Th/Su)  

Leave  Tucson,  AZ Leave  8:15 a.m.  
(Mo/Th/Sa)  

5:35 a.m.  
(We/Fr/Mo)  

Arrive  Los Angeles,  CA Leave  10:00 p.m.  
(Su/We/Fr)  

Source:  Amtrak  timetables  effective  March  8, 2020  and  October  12, 2020  
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Because  their  trips  span  multiple  days,  long -distance  trains  like  the  Texas  Eagle , Southwest 
Chief , and Sunset Limited operate with different equipment from the daytime -only 
Heartland  Flyer . Long -distance  trains have  double -deck  coaches  for  seating,  sleeping  cars 
that have private compartments of varying sizes with fold -down beds for overnight travel, 
lounge cars with larger windows and open seating on an upper level and a staffed café 
counter selling snack s and beverages on the lower level, and dining cars serving meals.  

Trinity  Railway  Express  Fort  Worth  Connection  to  Dallas  
Trinity Railway Express is a commuter rail service that operates between Dallas and Fort 
Worth.  (A shuttle  connection  to  the  Dallas/Fort  Worth  International  Airport  is also  available  at 
þèMṭɸ >ǳȿʆɰǳåɊɰʆṇEfĞ !ȜɰɭɊɰʆ ɸʆǈʆȜɊȿṁṔ þèM ʆɰǈȜȿɸ Ɋɭǳɰǈʆǳ ǳʦǳɰʭ ᶣᶠ ʆɊ 60 minutes Monday 
through Friday from about 5 a.m. to midnight, and every 60 minutes from about 6 a.m. to 
midnight on Saturday. No Sunday service is offered. TRE offers a convenient connection to 
the DART light rail system at Eddie Bernice Johnson Union St ation in Dallas. In Fort Worth, 
TRE trains originate and terminate at the T&P Station, one stop west of Fort Worth Central 
Station.  

Table 2 -8 details the minimum wait times that travelers will experience when making a 
transfer between the Heartland  Flyer and TRE commuter trains at Fort Worth as part of a 
multi -ride  trip  between  Oklahoma  and  Dallas.  TRE restored  service  to  pre -pandemic  levels  on 
October 19, 2020. 35 

Table  2-8: Heartland  Flyer/ Trinity  Railway  Express  Connections  at  Fort  Worth  Central 
Station  

From  OKC to  Dallas  Mon. -Fri.  Sat.  Sun.  
Amtrak:  Arrive  Fort  Worth  on  Heartland  Flyer  12:27 p.m.  12:27 p.m.  12:27 p.m.  
Wait  time  at  Fort  Worth  58 min.  28 min.  n/a  
TRE: Depart  Fort  Worth  Central  Station  1:25 p.m.  12:55 p.m.  n/a  
TRE: Arrive  EBJ Union  Station  Dallas  2:22 p.m.  1:52 p.m.  n/a  

From  Dallas  to  OKC Mon. -Fri.  Sat.  Sun.  
TRE: Depart  EBJ Union  Station  Dallas  4:00  p.m.  3:30 p.m.  n/a  
TRE: Arrive  Fort  Worth  Central  Station  4:56 p.m.  4:26 p.m.  n/a  
Wait  time  at  Fort  Worth  29 min.  59 min.  n/a  
Amtrak:  Depart  Fort  Worth  on  Heartland  Flyer  5:25 p.m.  5:25 p.m.  5:25 p.m.  

Source:  Amtrak  timetables  effective  March  8, 2020  and  October  12, 2020  and  Trinity  Railway  Express  schedules 
effective October 19, 2020.  

 
 
 
 
 
 
 
 
 
 
 

35 Trinity  Railway  Express,  Schedules , October  19, 2020.  Retrieved  from:  https://trinityrailwayexpress.org/eastbound - 
weekday/  

https://trinityrailwayexpress.org/eastbound-weekday/
https://trinityrailwayexpress.org/eastbound-weekday/
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TEXRail Fort Worth Connection to Dallas/Fort W orth International Airport 
TEXRail provides commuter rail service on a 27 -mile rail line that extends from Fort Worth 
T&P Station  through  North  Richland  Hills  and  Grapevine  to  Dallas/Fort  Worth  International  
Airport. The airport train station is located in  Terminal B, where connections can be made to 
reach other terminals via the Terminal Link shuttle can (outside security) or the Skylink light 
rail train (inside security). TEXRail service began in 2019 using self -propelled, four -car Diesel 
Multiple Unit tr ainsets. Trains operate seven days per week from approximately 4 a.m. to 
midnight. Service is provided every 30 minutes during the morning and evening peak travel 
periods and hourly at other times. The ride from Fort Worth Central Station to DFW Airport 
ta kes approximately 50 minutes. At DFW Airport, TEXRail travelers can also connect to DART 
Orange Line light rail trains, which arrive and depart from a station at Terminal A. The V - 
shaped  Orange  Line  extends  from  DFW  Airport  to  downtown  Dallas,  then  northeast  to  Plano. 
In the future, TEXRail travelers will be able to transfer at the DFW Airport Terminal B 
commuter rail station to the planned DART Silver Line, a commuter rail service that will 
operate  between  DFW Airport  through  Carrollton  to  the  Shilo h  Road  station  in  Plano.  Service 
is projected to begin in 2023. 36 

Table 2 -9 details the minimum wait times that that travelers will experience when making a 
transfer  between  the  Heartland  Flyer  and  TEXRail commuter  trains  at  Fort  Worth,  as part  of  a 
multi -ride trip between Oklahoma and DFW Airport.  

Table  2-9: Heartland  Flyer /TEXRail  Connections  at  Fort  Worth  Central  Station  
From  OKC  to  DFW  Airport  Daily  

Amtrak:  Arrive  Fort  Worth  on  Heartland  
Flyer  

12:27 p.m.  

Wait  time  at  Fort  Worth  20 minutes  
TEXRail: Depart  Fort  Worth  Central  Station  12:47 p.m.  
TEXRail: Arrive  DFW  Airport  1:36 p.m.  

From  DFW  Airport  to  OKC Daily  
TEXRail: Depart  DFW  Airport  4:10 p.m.  
TEXRail: Arrive  Fort  Worth  Central  Station  5:00  p.m.  
Wait  time  at  Fort  Worth  25 minutes  
Amtrak: Depart Fort Worth on Heartland 
Flyer  

5:25 p.m.  

Source:  Amtrak  timetables  effective  March  8, 2020  and  October  12, 2020  and  Trinity  Railway Express  schedules 
effective October 19, 2020.  

2.1.3 Passenger  Rail  Service Objectives  
ÂEÂþṭɸ freight  and  passenger  rail  network  is an  integral  component  of  a broader  multimodal 
network and an even larger national and global transportation system. The vision, goals, and 
ɊǤȭǳǥʆȜʦǳɸ Ɋȍ ÂȰȴǈȖɊȽǈṭɸ ɰǈȜȴ ɸʭɸʆǳȽ Ȗǈʦǳ Ǥǳǳȿ ǬǳʦǳȴɊɭǳǬ Ȝȿ ʦȜǳʧ Ɋȍ ʆȖǳ ɸʭɸʆǳȽṭɸ ɰɊȴǳ Ȝȿ 
domestic and internal  commerce, and  in recognition  of  the  important role  rail  transportation 
ɭȴǈʭɸ Ȝȿ ȜȽɭɰɊʦȜȿȎ ʆȖǳ ɸʆǈʆǳṭɸ ǳǥɊȿɊȽʭ ǈȿǬ ǳȿʦȜɰɊȿȽǳȿʆṁ MʬʆǳȿɸȜʦǳ ɭʎǤȴȜǥ ǳȿȎǈȎǳȽǳȿʆ 
ȖǳȴɭǳǬ ȜȿȍɊɰȽ ÂEÂþṭɸ ǬǳʦǳȴɊɭȽǳȿʆ Ɋȍ ǈ ʦȜɸȜɊȿ ɸʆǈʆǳȽent as the guiding principle for its rail 
ȿǳʆʧɊɰȰḼ ǈɸ ʧǳȴȴ ǈɸ ȍȜʦǳ ȎɊǈȴɸ ȍɊɰ ʆȖǳ ɸʆǈʆǳṭɸ ʆɰǈȿɸɭɊɰʆǈʆȜɊȿ ɸʭɸʆǳȽ ʆȖǈʆ ɸʎɭɭɊɰʆ ʆȖǳ ɸʆǈʆǳṭɸ 
Ɋʦǳɰǈȴȴ ʦȜɸȜɊȿḼ ɸǳɰʦǳ ǈɸ ǤɰɊǈǬ ɸʆǈʆǳȽǳȿʆɸ Ɋȍ ɭʎɰɭɊɸǳ ȍɊɰ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴ ʆɰǈȿɸɭɊɰʆǈʆȜɊȿ ɸʭɸʆǳȽḼ 

 

36 Dallas Area  Rapid  Transit,  Silver  Line  Project . Retrieved  from:  https://www.dart.org/about/expansion/silverline.asp  

https://www.dart.org/about/expansion/silverline.asp
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and will be used to guide future rail planning efforts. Each goal was translated into specific 
objectives,  which  serve  as targeted,  measurable,  intended  outcomes  for  rail  transportation  in 
the State. Taken together, the vision, goals and objectives reflect  the desires of rail 
stakeholders and constituents to preserve and enhance the system, while recognizing the 
challenges and opportunities that exist in a rapidly changing economy.  

þȖȜɸ ɸǳǥʆȜɊȿ ɰǳɸʆǈʆǳɸ ʆȖǳ Ɋʦǳɰǈȴȴ ʦȜɸȜɊȿ ǈȿǬ ȎɊǈȴɸ Ɋȍ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴ ȿǳʆʧɊrk that were 
developed  by  ODOT,  along  with  objectives  specifically  related  to  passenger  rail  service  as well 
as other state objectives that passenger rail service would receive benefits from.  

2.1.3.1 Vision  
Oklahoma seeks to expand its economy and meet the needs of its future growth while also 
aligning  its  rail  system  with  regional  and  national  goals  when  appropriate.  The  State  intends 
to accomplish this through coordinated efforts aimed at developing a dynamic and 
responsive statewide rail system that provides for the safe, effective and environmentally 
sound movement of both people and goods.  

2.1.3.2 Goals  and  Objectives  
Goal  1: Furthe r develop  and  expand  rail -based  economic  activity  across  Oklahoma  and  the 
region.  

Objectives:  

¶ Expand  rail  capacity  to  promote  and  meet  projected  growth  in  freight  and passenger 
demand.  

Goal  2: Maintain  and  develop  a dynamic  rail  system  that  provides  safe, efficient  and  reliable 
movement of people.  

Objectives:  

¶ Provide  a safe  and  secure  rail  system  that  employs  advances  in  rail  technology  to 
protect both people and assets.  

¶ Recommend  rail  as part  of  a multi -modal  transportation  vision  and  comprehensive 
funding strategy throughout Oklahoma.  

¶ Create  a cohesive  door -to -door  passenger  network  that  grows  with  Oklahoma.  

¶ Re-establish  passenger  rail  service  where  supported  by  demand.  

¶ Expand  metropolitan  area  transportation  options  available  for  residents  and  visitors.  

¶ Continue  use  of  federal  policy -compliant  project  development  procedures  to  advance 
viable passenger rail concepts.  

¶ Integrate  Oklahoma's  major  population  centers  into  the  national  passenger  rail 
system.  
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Goal  3: Maintain  and  develop  a dynamic  rail  system  that  provides  safe, efficient,  and 
environmentally sound movement of goods.  

Objectives:  

¶ Provide  a safe  and  secure  rail  system  that  employs  advances  in  rail  technology  to 
protect both people and assets.  

¶ Comply  with  all  Federal  Railroad  Administration  policies,  procedures,  and  regulations.  

¶ Establish  and  maintain  cost -effective  programs  to  preserve  the  existing  freight  rail 
network and to meet expected future rail network capacity needs, including 
addressing potential chokepoints in the system.  

¶ Upgrade  rail  infrastructure  as required  to  permit  universal  accommodation  of  higher 
capacity rail rolling stock and higher opera ting densities.  

Goal  4:  Identify,  develop,  and  secure  funding  that  promotes  and  enhances  rail  system 
investment.  

Objectives:  

¶ Identify  stable  and  sufficient  funding  secured  for  a program  of  rail  investments  to  
support  operating,  constructing,  and  maintaining  ÂȰȴǈȖɊȽǈṭɸ rail  network.  

¶ Develop  statutory  authority  to  enable  the  use  of  innovative  funding  sources  such  as 
public -private partnerships.  

¶ Secure  additional  funding  for  high -priority  highway -rail  grade  crossing  improvements 
that protects the pub lic and enhances rail service.  

Goal 5: Promote the understanding of both rail service as a cost -effective, safe, secure, 
environmentally  sound,  and  energy  efficient  means  of  improving  freight  and  passenger 
ȽɊǤȜȴȜʆʭḼ ǈɸ ʧǳȴȴ ǈɸ Ȝʆɸ ȜȽɭɊɰʆǈȿǥǳ ʆɊ ÂȰȴǈȖɊȽǈṭɸ ǳǥɊȿɊȽʭṁ 

Objectives:  

¶ Promote  effective  safety  and  security  partnerships  with  passenger  and  freight 
railroads.  

¶ Provide  an  open  door  to  ÂEÂþṭɸ planning  process,  and  transparency  in  
communicating  wit h  and  educating  the  public.  

¶ Foster  an  appreciation  of  short  and  longer -term  rail -related  benefits  by  elected 
officials, the business community, and the public.  

¶ Implement  an  expedited  decision -making  process  to  advance  beneficial  rail  projects.  

¶ Create  an  understanding  by  elected  officials,  the  business  community,  and  the  public 
of where and when passenger rail service is a viable transport alternative.  

¶ Generate  an  awareness  of  agriculture -related  rail  issues  in  Oklahoma  by  elected 
officials, the business community, and the public.  

¶ Continue  education  on  the  benefits  of  rail  transportation  and  the  opportunities  to 
integrate rail and other modes of transportation.  



Oklahoma  Department  of  Transportation  | Oklahoma  State  Rail  Plan  | Chapter  2: ÂȰȴǈȖɊȽǈṭɸ Existing  Rail  System  
September  2021 

2-37 

 

 

2.1.4 Amtrak  Performance  Evaluation  
This section provide s an overview of the metrics associated with intercity passenger rail 
operations in Oklahoma. It presents available information on ridership, operating 
performance, and financial results for these services. The information presented in this 
section  constit utes  the  extent  of  ÂEÂþṭɸ monitoring  of  Amtrak  performance.  As noted  earlier, 
Amtrak  operates  one  intercity  passenger  train  in  Oklahoma,  the Heartland  Flyer , connecting 
Oklahoma City, Oklahoma, with Fort Worth, Texas. The performance characteristics for this 
train are outlined below. The information is presented for Amtrak Fiscal Years, which begin  
on October 1 of the prior year and end on September 30 of the y ear identified.  

2.1.4.1 Ridership  and  Utilization  
Passenger boardings and alightings at Oklahoma stations have declined in recent years, as 
seen in Table 2 -10 below. However, the decline in total station activity in Oklahoma was less  
than  the  overall  decline  in  ridership  on  the  Heartland  Flyer , meaning  that  use  of  the  train  for 
intrastate travel within Oklahoma did not decline as much as use of the train for interstate 
travel to Texas. In Fiscal Year 2019, the total volume of passenge r activity at all stations in 
Oklahoma was 70,422, about the same as the year before. Passenger activity at Oklahoma 
stations  fell  38.2% in  Fiscal  Year  2020  as a result  of  reduced  travel  demand  during  the  COVID - 
19 pandemic.  

Table  2-10: Annual  Boardings  and  Alightings  at  Amtrak  Heartland  Flyer  Stations,  2016-2020  
City  FY 2016 FY 2017 FY 2018 FY 2019 FY 2020  

Oklahoma  City,  OK 44,551 47,644  45,250  45,040  28,761 
Norman,  OK 11,748 13,039 12,469 12,601 6,951 
Purcell,  OK 1,693 1,860 1,635 1,885 1,047 
Pauls  Valley,  OK 4,321 4,740  4,065  4,282  2,314 
Ardmore,  OK 7,218 7,287 6,918 6,614 4,435  
Gainesville,  TX 6,337 6,328 6,658 6,534 3,943 
Fort  Worth,  TX 56,642  61,782 58,293 58,780  36,065  
Total  Oklahoma  Station  Activity  69,531 74,570  70,377  70,422  43,508  
Change  Year  Over  Year -3.3% +7.2% -5.6% +0.1% -38.2% 
Total  Heartland  Flyer  Ridership  66,105 71,340 68,075  68,744  41,801 
Change  Year  Over  Year -4.2% +7.9% -4.6% +1.0% -39.2% 

Note:  Fiscal  Year 2019 Total  Heartland  Flyer  ridership  data  represents  unadjusted  passenger  counts  prior  to 
modifications made by Amtrak to incorporate an updated company definition of ridership.  
Sources:  Amtrak;  Amtrak  Fact  Sheets,  States  of  Oklahoma  and  Texas, Fiscal  Years 2016-2020.  

The ridership achieved in Fiscal Year 2012 of 87,873 was an all -time peak for the Heartland 
Flyer , since  the  ʆɰǈȜȿṭɸ startup  in  1999. The  ridership  declines  experienced  since  the  peak  year 
of 2012 could be attributed to various potential factors including (1) the decline in gasoline 
prices since 2013 that made auto travel more attractive, 37 (2) construction projects around 
stations with possible disruptions to station parking and access, and (3) the pandemic in 
2020.  

 
 

37 Based  on  GasBuddy.com,  average  gasoline prices  in  Oklahoma  declined  from  ~ $3.50 per  gallon  in  2013 to  ~ $1.80 
per gallon in January 2015. Prices increased later in 2015 but started falling mid -year and fell to a low of ~ $1.30 in 
February 2016. Following that low,  prices stabilized at ~ $2.00. 
http://www.oklahomagasprices.com/retail_price_chart.aspx  

http://www.oklahomagasprices.com/retail_price_chart.aspx
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Ridership  on  the  Heartland  Flyer  has  more  pronounced  annual  increases  and  decreases  than 
changes in total Amtrak ridership or ridership on all Amtrak state -supported trains. The 
ridership decline experienced by the Heartland  Flyer  in FY2020 was less pronounced than 
the average decline of all state -supported services or Amtrak to tal annual ridership, as seen 
in Table 2 -11 below. On other parts of the Amtrak system, train service was suspended or 
reduced in 2020, while Oklahoma continued to provide Heartland  Flyer service throughout 
2020.  

Table  2-11: Ridership  for  Heartland  Flyer  and  all Amtrak  State -Supported  and  System 
Trains, 2016 -2020  

Service  FY 2016 FY 2017 FY 2018 FY 2019 FY 2020  
Heartland 
Flyer  

66,105 71,340 68,075  68,744  41,801 

Change  Year 
Over  Year 

-4.2% +7.9% -4.6% +1.0% -39.2% 

All State 
Supported  

14,709,344  15,012,812 15,079,058 15,380,097 8,004,373  

Change  Year 
Over Year  

+0.2% +2.1% +0.4% +2.0% -48.0%  

All  Amtrak  
Trains  

31,274,790 31,738,575 31,716,174 32,017,686 16,841,353 

Change  Year 
Over Year  

+1.3% +1.5% -0.1% +1.0% -47.4% 

Note:  Fiscal  Year 2019 ridership  data  represents  unadjusted  passenger  counts  prior  to  modifications  made by 
Amtrak to incorporate an updated company definition of ridership.  
Source:  Amtrak  Annual  Operations  Reports  FY2017-2020,  and  Monthly  Performance  Reports  for  September  2016 

ṪåǈɸɸǳȿȎǳɰ-miles per train -ȽȜȴǳṫ Ȝɸ ǈ Ƚǳǈɸʎɰǳ Ɋȍ ʎʆȜȴȜʷǈʆȜɊȿ ȎǳȿǳɰǈʆǳǬ Ǥʭ ǬȜʦȜǬȜȿȎ ɸǳɰʦȜǥǳ 
passenger -miles  (moving  one  passenger  one  mile  is one  passenger  mile)  by  route  train -miles 
(moving a train one mile is one tra in -mile). The measure for the Heartland  Flyer  had 
remained relatively steady in the two fiscal years before the pandemic, as seen in Table 2 -12 
below.  

Table  2-12: Passenger -Miles,  Trains  Miles,  and  Passenger -Mile  per  Train -Mile  for  the 
Heartland Flyer  

Heartland  Flyer  FY 2016 FY 2017 FY 2018 FY 2019 FY 2020  
Passenger -Miles  11,506,632 12,493,256 11,932,447 12,062,024 7,378,568  
Train -Miles  151,027 151,234 148,895 150,014 150,789 
Passenger -Mile/Train -Mile  76.2 82.6 80.1 80.4  48.9  

Source:  Amtrak  

Each  one -way  trip  made  by  the  Heartland  Flyer  constitutes  206  train -miles.  Data  provided  by 
Amtrak  indicates  that  the  average  trip  length  in  FY 2019 was  180 miles  and  in  FY 2020  was  177 
miles. As shown  in Table 2 -13, more  than  90% of trips made  on  the Heartland  Flyer  are  more 
than 125 miles, which is roughly the travel distance from Oklahoma City to the Texas state 
line. Table 2 -13 shows trips made in Fiscal Year 2019 to depict the most recent fiscal year 
before the COVID -19 pandemic impacted travel demand and patterns.  
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Table  2-13: Distribution  of  Heartland  Flyer  Trip  Lengths  by  Segment,  2019 
Heartland  Flyer  0 -125 miles  % 

Segment 
Riders  

126-250  miles  % 
Segment 

Riders  
Oklahoma  City  Ṝ Norman  2,695 6% 42,345  94% 
Norman  Ṝ Purcell  4,200  7% 52,333 93% 
Purcell  Ṝ Pauls  Valley  4,664  8% 53,597 92% 
Pauls  Valley  - Ardmore  4,703  8% 55,736 92% 
Ardmore  - Gainesville  4,786  8% 55,626 92% 
Gainesville  Ṝ Fort  Worth  5,518 9% 53,144 91% 

Note:  Fiscal  Year 2019 ridership  data  represents  unadjusted  passenger counts  prior  to  modifications  made by 
Amtrak to incorporate an updated company definition of ridership.  
Source:  Amtrak  

The Texas Transportation Institute (TTI) released a 2010 study of the benefits and impacts of 
the Heartland  Flyer  that provided survey -based information about passenge r profiles, 
including the modes of transportation used before the 1999 launch of the service. 38 The 
ɸʆʎǬʭṭɸ Ȱǳʭ ȍȜȿǬȜȿȎɸ ǈɰǳ ɸȖɊʧȿ Ȝȿ Table 2 -14. This table shows that the vast majority of 
ridership (62 percent) comes from tr ips diverted from automobile (either a private vehicle or 
rental  car).  However,  another  significant  segment  of  train  passengers  (28.5 percent)  said  they 
ʧɊʎȴǬ ȿɊʆ ʆɰǈʦǳȴ ǈʆ ǈȴȴ Ȝȿ ʆȖǳ ǈǤɸǳȿǥǳ Ɋȍ ʆȖǳ ʆɰǈȜȿṭɸ ɸǳɰʦȜǥǳṁ þȖǳɸǳ ɭǈɸɸǳȿȎǳɰɸ ǈɰǳ ɰǳȍǳɰɰǳǬ ʆɊ 
ǈɸ ṪȜȿǬʎǥǳǬ ǬǳȽǈȿǬṫṁ 

Table  2-14: Key  Passenger  Profile  Statistics  of  the  Heartland  Flyer  
Input  /  Parameter  Percent  

Passengers  Diverting  from  Automobile  62.0% 
Passengers  Diverting  from  Air  6.5% 
Passengers  Diverting  from  Bus  3.0% 
Induced  (would  not  travel  in  absence  of  service)  28.5% 
Passengers  on  Business  4.3% 

Source:  2010 TTI Study,  Table  5-9 and  Table  5-11. 

Table 2 -14 above also shows that a small of passengers (approximately 4 percent) use the 
train  to  travel  for  business,  while  the  remaining  passengers  use  the  train  to  visit  family  and 
friends, for recreation, or other personal reasons.  

The Heartland  Flyer is used primarily by travelers in Oklahoma for intrastate travel within 
Oklahoma or interstate travel to Texas. Table 2 -15 shows the top travel marke ts of the 
Heartland  Flyer  in  Fiscal  Years  2019 and  2020,  when  measured  by  ridership  and  revenue. The 
two  most  recent  fiscal  years  are  shown  in  order  to  compare  Heartland  Flyer  patronage  before 
and during the COVID -19 pandemic. Approximately 60 percent of all trips made on the 
Heartland  Flyer  and 66 percent of ticket revenue generated in Fiscal Years 2019 and 2020 
came from the Oklahoma City -to -Fort Worth travel market. Travel to or from t wo stations 
generated  more  than  90  percent  of  the Heartland  Flyerṭɸ ticket  revenue,  Oklahoma  City  and 
Fort Worth.  

 
 
 

38 Texas Transportation  Institute,  ṪµǳǈɸʎɰȜȿȎ the  Benefits  of  Intercity  Passenger  èǈȜȴṫ A Study  of  the  Heartland  Flyer 
>ɊɰɰȜǬɊɰṫḼ èǳɭɊɰʆ Ṁᶡᶦᶩᶡᶡᶦ-1, April 2010. 
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Table  2-15: Top  10 Heartland  Flyer  City  Pairs  for  Ridership  and  Ticket  Revenue,  2019 and 
2020  

Ridership,  FY2019 and  FY2020  
Top  10 City  pairs  Miles  Time  FY2019 

Ridership  
FY2019 
Rank  

FY2020  
Ridership  

FY2020  
Rank  

Oklahoma  City -Fort  Worth  206  4:02  39,753 1 25,344  1 
Norman -Fort  Worth  186 3:22 9,988  2 5,454  2 
Ardmore -Fort  Worth  104 1:46 3,181 3 1,864 3 
Oklahoma  City -Gainesville  141 2:45 2,592 4  1,527 4  
Gainesville -Fort  Worth  65 1:05 2,337 5 1,429 5 
Oklahoma  City -Ardmore  102 1:59 1,625 7 1,305 6 
Pauls  Valley -Fort  Worth  149 2:36 2,139 6 1,284 7 
Purcell -Fort  Worth  171 3:01 1,264 8 688  8 
Ardmore -Norman  82 1:33   553 9 
Norman -Gainesville  121 2:17 808  9 539 10 
Pauls  Valley -Ardmore  45 0:50  633 10   

Remaining  n/a  n/a  4,424   1,814  

Ticket  Revenue,  FY2019 and  FY2020  
Top  10 City  pairs  Miles  Time  FY2019 

Revenue  
FY2019 
Rank  

FY2020  
Revenue  

FY2020  
Rank  

Oklahoma  City -Fort  Worth  206  4:02  $1,222,172 1 $783,898  1 
Norman -Fort  Worth  186 3:22 $279,533 2 $155,025 2 
Oklahoma  City -Gainesville  141 2:45 $64,061 3 $37,886  3 
Ardmore -Fort  Worth  104 1:46 $55,178 4  $34,043  4  
Pauls  Valley -Fort  Worth  149 2:36 $54,736  5 $32,546  5 
Oklahoma  City -Ardmore  102 1:59 $28,589  8 $23,169 6 
Purcell -Fort  Worth  171 3:01 $32,951 6 $18,425 7 
Gainesville -Fort  Worth  65 1:05 $29,281 7 $18,154 8 
Norman -Gainesville  121 2:17 $16,514 9 $11,484 9 
Norman -Ardmore  82 1:33 $8,044  10 $7,965  10 
Remaining  n/a  n/a  $54,601  $58,888   

Note:  Fiscal  Year 2019 ridership  data  represents  unadjusted  passenger  counts  prior  to  modifications  made by 
Amtrak to incorporate an updated company definition of ridership.  
Source:  Amtrak  

Ridership  on  the  Heartland  Flyer  tends  to  be  heaviest  on  weekends  (about  125 percent  above 
average),  with  Friday,  Saturday,  and  Sunday  the  busiest  travel  days  on  train,  as seen  in Figure  
2-2. Tuesday and Wednesday are the lowest days of travel (between 70 and 75 percent of 
average). The figure compares the distribution of ridership by week by passenger departure 
date using five years of ridership data, from Fiscal Year 2012 through 2016. The in dex line of 
100 indicates  the  ridership  average  for  the  entire  week.  The  southbound Heartland  Flyer  has 
heavier ridership on Friday and Saturday, and the northbound on Sunday, indicating that 
weekend breaks are being taken south of Oklahoma City.  
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Figure  2-2: Heartland  Flyer  Travel  Distribution  by  Day  of  Week  
Source:  Amtrak  

Spring and summer are the heaviest travels seasons on the Heartland  Flyer  as shown in 
Table  2-16 below.  This  figure  compares  the  distribution  of  ridership  by  month  using  five  years 
of  data, from  Fiscal  Year 2015 through  2019, and also  from  Fiscal  Year  2016 through  Fiscal  Year 
2020  to  show  the  difference  in ridership patterns before  and  during  the pandemic. The  index 
line of 100 indicates the ridership average for the entire year. June and July are the highest 
summertime ridership months (105 percent to 135 percent above average), with a spike in 
ridership  in  March  that  can  be  attributed  to  coll ege  spring  breaks.  December,  another  above - 
average travel month, also benefits from college student travel during the holidays. The 
lowest ridership months are January, February, and September (67 percent to 81 percent of 
average).  

Table  2-16: Heartland  Flyer  Five -Year  Rolling  Ridership  Index  by  Month  
Month  FY 2015-2019 Index  FY 2016-2020  Index  

October  102% 114% 
November  101% 114% 
December  116% 130% 
January  70% 79% 
February  67% 75% 
March  127% 123% 
April  91% 75% 
May  97% 93% 
June  111% 105% 
July  135% 120% 
August  101% 93% 
September  81% 79% 

Note:  Fiscal  Year 2019 ridership  data  represents  unadjusted  passenger  counts  prior  to  modifications  made  to 
incorporate an updated company definition of ridership.  
Source:  Amtrak  
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2.1.4.2 Financial  Performance  
Revenue and cost information is shown in Table 2 -17 below. One critical factor brought to 
light  in  the  table  has  be en  the  increase  in  contract  costs  for  the  Heartland  Flyer  as a result  of 
the  PRIIA -mandated  revisions  made  to  the  cost  allocation  formula  that  has  become  the  basis 
for the annual service delivery charges that Amtrak levies on all states for the operation of 
state -supported trains. As seen in Table 2 -17 below, the annual payments made by 
Oklahoma and Texas to support the operation of the Heartland  Flyer  jumped 40 percent 
between 2013 and 2014, when the PRIIA -mandated revised cost allocation formula was 
applied to state charges. Table 2 -17 also includes information on total ridership since the 
start of the service, total revenues (including food and beverage sales revenue), and the total 
contract cost paid to Amtrak by Oklahoma and Texas for operation of the Heartland  Flyer . 

Table  2-17: Key  Operational  and  Financial  Statistics  of  Heartland  Flyer , 1999-2020  
Fiscal 
Year  

Total 
Ridership  

Total 
Contract  Cost  

Oklahoma 
Contract 

Cost  

Texas 
Contract 

Cost  

Total 
Revenues  

Average 
Farebox  

Capital 
Expenditures  

1999 26,832 $1,309,462 $1,309,462 $0  $570,083  $21.25 $5,725,293 

2000  65,529 $5,237,846  $5,237,846  $0  $1,384,637 $21.13 $0  

2001 57,799 $5,237,846  $5,237,846  $0  $1,187,670 $20.55  $0  

2002  52,584  $5,237,846  $5,237,846  $0  $1,014,422 $19.29 $0  

2003  46,592  $4,700,000  $4,700,000  $0  $880,808  $18.90 $0  

2004  54,223 $4,700,000  $4,700,000  $0  $1,012,013 $18.66 $0  

2005  66,968  $3,900,000  $3,900,000  $0  $1,322,664 $19.75 $0  

2006  64,078  $3,900,000  $3,900,000  $0  $1,303,138 $20.34  $0  

2007  68,245  $4,000,000  $2,000,000  $2,000,000  $1,320,790 $19.35 $0  

2008  80,892  $4,000,000  $2,000,000  $2,000,000  $1,880,832 $23.25 $0  

2009  73,564  $4,000,000  $2,000,000  $2,000,000  $1,744,746  $23.72 $3,750,000  

2010 81,749 $4,122,502 $2,211,251 $1,911,251 $1,972,544 $24.13 $540,134  

2011 84,039  $4,400,000  $2,325,000  $2,075,000  $2,101,750 $25.01 $3,664,391 

2012 87,873  $4,550,000  $2,325,000  $2,225,000  $2,257,672 $25.69 $0  

2013 81,226 $4,200,000  $2,100,000  $2,100,000  $2,201,774 $27.11 $0  

2014 77,881 $5,900,000  $2,950,000  $2,950,000  $2,135,475 $27.42  $0  

2015 69,006  $5,700,000  $3,200,000  $2,500,000  $2,278,000  $33.01 $0  

2016 66,105 $5,752,906  $3,252,906  $2,500,000  $2,221,000 $33.60  $0  

2017 71,340 $5,038,212 $2,979,000  $2,059,212 $2,075,000  $29.09  $0  
2018 68,075  $5,469,801  $3,104,131 $2,365,470  $2,089,000  $30.69  $0  

2019 68,744  $5,681,174 $3,216,280 $2,464,894  $2,066,336  $30.06  $0  

2020  41,801 $5,983,137 $3,387,230  $2,804,093  $1,364,423 $32.64  $0  
Source:  ODOT  

Table 2 -17 shows that in the first year of operation (not a full year), ridership totaled 26,832 
and increased continually over time to a peak of 87,873 in 2012. The ridership has been 
declining since then, and in Fiscal Year 2019 amounted to 68,744. Table 2 -17 also shows that 
the  average  farebox  revenue  fluctuated  from  approximately  $20  per  trip  in  the  initial  years  of 
operations to a maximum of $33.60 in 2016 (all in current dollars and including food and  
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beverage  purchas es on  the  train).  Total  operating  costs  of  the  service  amounted  to  nearly  
$5.7 million  in  Fiscal  Year  2019. While  the  annual  operating  costs  increased  to  $5.9 million  in 
Fiscal Year 2014, they declined each year before increasing again in 2019 and 2020.  

The impact of the change in the cost allocation formula can be seen in Table 2 -18 below, 
comparing the Heartland  Flyerṭɸ ǥɊɸʆ ɰǳǥɊʦǳɰʭ ʧȜʆh and without the contribution from the 
ɸʆǈʆǳṭɸ ɭǈʭȽǳȿʆɸṁ þȖǳ ɰǳʦǳȿʎǳ-to -cost or cost recovery ratio is calculated as follows: total 
ticket revenue, including ticket revenue and revenues from meals, on -board services, and 
other  operating  sources, divided  by fully  allocated  operating  costs.  The  ratio  is a metric  of  the 
amount,  by  percentage,  of  the  ɸǳɰʦȜǥǳṭɸ costs  that  are  covered  by  revenues.  The  cost  recovery 
ratios presented in Table 2 -18 are measured on a two -year rolling a verage. Excluding state 
payments, passenger -related revenues have consistently accounted for 23 to 28 percent of 
the Heartland Flyer ṭɸ ȍʎȴȴʭ ǈȴȴɊǥǈʆǳǬ ɊɭǳɰǈʆȜȿȎ ǥɊɸʆɸṁ 

Table  2-18: Two -Year  Rolling  Average,  Percentage  of  Heartland  Flyer  Fully  Allocated 
Operating Costs by Passenger Related Revenue  

Fiscal  Years  2015-2016 2016-2017 2017-2018 2018-2019 2019-2020  
Cost Recovery 
Including  State  
Revenue  

90% 92% 89% 86% 87% 

Cost Recovery 
Excluding  State  
Revenue  

26% 27% 27% 28% 23% 

Source:  FRA Quarterly  Report  on  the  Performance  and  Service  Quality  of  Intercity  Passenger  Train  Operations  for 
September 2016 Ṝ 2020  

 
2.1.4.3 On -Time  Performance  and  Customer  Satisfaction  
The ability for a train service to meet its published schedule is one of the most important 
aspects of service that travelers expect to be adhered to, if not the most important service 
aspect.  Amtrak  defines  on -time  performance  (OTP) as the  total  number  of  trains  arriving  on - 
time at a station divided by the total number of trains operated on that route. Amtrak 
records two different types of on -ʆȜȽǳ ȽǳǈɸʎɰǳȽǳȿʆɸṁ ṪMȿǬɭɊȜȿʆ Âþåṫ Ƚǳǈɸʎɰǳɸ ʆȖǳ 
percentage of  trains  arriving  at their  endpoint  terminal  on  time.  ṪAll  Stations  Âþåṫ measures 
the percentage of trains arriving at all intermediate stations and the endpoint station on 
time. A train is considered on -time if it arrives at its final destination, or intermediate station 
in the case of All Stations OTP, withi n an allowed number of minutes, or tolerance, of its 
scheduled arrival time. Tolerances vary based on how far trains travel.  

In  2009,  !ȽʆɰǈȰṭɸ Inspector  General  published  results  of  a study  on  the  revenue  implications 
of  on -time  performance 39. A positive  correlation  was  found.  Sensitivity  of  the  Heartland  Flyer 
was  low,  showing  an  expected  negative  impact  on  revenue  of  $7.11 for  every  minute  of  delay. 
In the short -distance or state -sponsored category, the average cost of delay was $31.00 per 
minut e. 

 
 
 

39 Amtrak Office of Inspector General, Financial Impact of Equipment Delays , Evaluation Report E -09 -02, March 25,  
2009.  
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2.1.4.3.1 Annual  On -Time  Performance  Results  
The  OTP figures  for  !ȽʆɰǈȰṭɸ Heartland  Flyer  are  shown  in  Table  2-19, along  with  the  OTP of 
all Amtrak state -supported trains and all Amtrak trains systemwide over a six -year period.  

Table  2-19: On -Time  Performance  of  the  Heartland  Flyer  and  of  All  Amtrak  State 
Supported Trains, 2015 -2020  

Service  FY 2015 FY 2016 FY 2017 FY 2018 FY 2019 FY 2020  
Endpoint  OTP  

Heartland  Flyer  53.9% 71.7% 78.1% 43.7% 43.3% n/a  
All  State  Supported  Trains  73.1% 81.4% 77.7% 77.1% 75.6% n/a  
All  Amtrak  Trains  71.2% 79.1% 74.6% 74.9% 75.1% n/a  
All  Stations  OTP  

Heartland  Flyer  70.0% 82.8% 84.9% 63.6% 62.1% 76.0% 
All  State  Supported  Trains  79.9% 84.3% 80.7% 79.9% 77.8% 82.8% 
All  Amtrak  Trains  73.1% 78.5% 73.0% 72.9% 73.2% 79.7% 

Source:  Amtrak  Monthly  Performance  Report,  September  2015-2016; Amtrak  General  and  Legislative  Annual  Report 
and Fiscal Year Grant Request for Fiscal Years 2019 -2021; September 2020 Monthly Performance Report  

The OTP standard for long distance trains established by PRIIA was originally 80 percent for 
all state -supported and long -distance trains effective i n Fiscal Year 2010. (Northeast Corridor 
trains  have  more  stringent  on -time  standards.)  Under  PRIIA, a train  with  a trip  of  250  miles  or 
less, which  would include  the Heartland  Flyer , is considered  Ṫȴǈʆǳṫ Ȝȍ it arrives at its endpoint 
terminal more than 10 minutes after its scheduled arrival time (depicted in Table 2 -19 above 
as the  Endpoint  OTP), and  if  it  arrives  at  any  endpoint  terminal  more  than  15 minutes  after  its 
scheduled time, regardless of trip length (depicted in Table 2 -19 as the All Stations OTP). For 
much of the reporting period presented above, the Heartland  Flyerṭɸ Ɋȿ-time performance 
has been significantly lower than the  standard and other trains of its type, although All 
Stations OTP improved considerably in Fiscal Year 2020.  

2.1.4.3.2 Causes  of OTP Delays  
Causes for Amtrak train delays can be attributed to a number of reasons. Table 2 -20  below 
shows  the  leading  causes  of  delay,  by  percentage  of  delay  minutes,  for  the  Heartland  Flyer  in 
the fourth quarter of Fiscal Year 2020 (July -September 2020). The single largest cause for 
delay for the Heartland Flyer was Slow Order delays.  

Table  2-20:  Leading  Causes  of  Delay  to  Heartland  Flyer,  Fourth  Quarter  FY2020  
Host  Railroad  Responsible  Delays  

Cause  of  Delay  Percentage  
Slow  Order  Delays  66% 
Freight  Train  Interference  25% 

Amtrak  Responsible  Delays  
Cause  of  Delay  Percentage  

Locomotive  Failure  39% 
Passenger  Related  23% 

Source:  FRA Quarterly  Report  on  the  Performance  and  Service  Quality  of  Intercity  Passenger  Train  Operations, 
Covering the Quarter Ended September 2020  
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The  following  provides  definitions  of  each  type  of  cause  of  delay  listed  above,  as well  as other 
common types of causes:  

¶ Slow  Order  Delays  are  delays  from  reduced  speeds imposed  to  permit  safe  operation, 
generally due to track or bridge issues on segments of a route over which the 
passenger train typically operates at a higher speed.  

¶ Train  Interference  Delays  are  related  to  other  train  movements  in  the  service  area. 
These can be delays from frei ght trains as well as other Amtrak trains.  

¶ Track  and  Signal  Delays  are  miscellaneous  freight  railroad  delays  and  delays  related  to 
the railroad infrastructure and/or maintenance work being done on the tracks, 
bridges, or signaling systems.  

¶ Passenger  Operating  Delays are  related  to equipment turning  and  servicing, engine 
failures,  passenger  train  holds  for  connecting  trains  and  buses,  crewing,  and  detours.  

¶ Passenger -related delays include all delays related to assisting passengers. These 
delays include holding a station departure for passengers boarding or detraining, 
checked  baggage,  and  any  necessary  delays  for  providing  approp riate  assistance  to 
disabled passengers.  

¶ All Other Delays could include delays caused by the weather and non -railroad third - 
party  factors  such  as customs  and  immigration,  a bridge  opening  for  waterway  traffic, 
police activity, grade crossing accidents, or  loss of power due to a utility company 
failure.  

2.1.4.3.3 Customer  Satisfaction  Indicator  
!ȽʆɰǈȰṭɸ Customer  Service  Indicator  (CSI) scores  measure  the  satisfaction  by  passengers,  on 
an 11-point scale, of particular aspects of their trip. For example, a CSI score of 80 means 80 
percent of respondents rated the aspect of their trip in the top three of the 11 points of the 
scale.  After  completing  a trip  on  Amtrak,  customers  will  be  sent  a survey  asking  them  to  rate 
their satisfaction with the following aspects of service experienced during their journey:  

¶ Overall  Service  is the  measure  for  the  respondents  rating  for  their  overall  trip 
experience.  

¶ Amtrak  Personnel  is the  measure  for  the  respondents  rating  Amtrak  reservations 
personnel, station personnel, train crew members, and on -board service crew 
members.  

¶ Information  Given  is the  measure  for  the  respondents  rating  all  information  they 
received pertaining to their trip.  

¶ On -Board  Comfort  is the  measure  for  the  respondents  rating  seat  or  sleeping 
compartment comfort, air temperature, and ride quality.  

¶ On -Board  Cleanliness  is the  measure  for  the  respondents  rating  the  cleanliness  of  the 
train and on -board restroom facilities.  

¶ On -Board  Food  Service  is the  measure  for  the  respondents  rating  the  quality  of  the 
food and snacks purchased on -board the train.  
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Table  2-21 below  shows  the  CSI average d scores  for  the  Heartland  Flyer  in  the  fourth  quarter 
of Fiscal Years 2016 through 2020. Because of the stewardship by ODOT to the operations of 
the  Heartland  Flyer , the  service  has  received  numerous  awards  and  consistently  scores  high 
on customer satisfaction surveys conducted by Amtrak. In 2010, the Heartland  Flyer was 
ǈʧǈɰǬǳǬ !ȽʆɰǈȰṭɸ ȖȜȎȖǳɸʆ ȖɊȿɊɰḼ ʆȖǳ åɰǳɸȜǬǳȿʆṭɸ !ʧǈɰǬ ȍɊɰ ðǈȍǳʆʭ ǈȿǬ ðǳɰʦȜǥǳḼ ȍɊȴȴɊʧȜȿȎ Ɋȿ 
ʆȖǳ Ȗǳǳȴɸ Ɋȍ !ȽʆɰǈȰṭɸ ǬǳɸȜȎȿǈʆȜɊȿ Ɋȍ ʆȖǳ ʆɰǈȜȿ ǈɸ ǈ Ṫ>ȖǈȽɭȜɊȿ Ɋȍ ʆȖǳ èǈȜȴɸṫ Ȝȿ ᶢᶠᶠᶨṁ 

As can  be  seen, the Heartland  Flyer  has been  consistently rated high  in overall  customer 
satisfaction, frequently exceeding the Amtrak standard. Categories where Heartland  Flyer 
service falls below the Amtrak standard include on -board food serv ice and on -board 
cleanliness.  

Table  2-21: Heartland  Flyer  CSI Scores,  Fourth  Quarter  of  Each  Fiscal  Year  
Service  2016 2017 2018 2019 2020  

Overall  Service  
Heartland  Flyer  88  90  82 87 82 
Amtrak  Standard  82 82 82 82 82 
Amtrak  Personnel  
Heartland  Flyer  92 91 79 90  88  
Amtrak  Standard  80  80  80  80  80  
Information  Given  
Heartland  Flyer  83 85 88  84  82 
Amtrak  Standard  80  80  80  80  80  
On -Board  Comfort  
Heartland  Flyer  80  79 86 87 86 
Amtrak  Standard  80  80  80  80  80  
On -Board  Cleanliness  
Heartland  Flyer  88  89 82 78 n/a  
Amtrak  Standard  80  80  80  80  80  
On -Board  Food  Service  
Heartland  Flyer  75 75 85 86 62 
Amtrak  Standard  80  80  80  80  80  

Source:  FRA Quarterly  Report  on  the  Performance  and  Service  Quality  of  Intercity  Passenger  Train  Operations  for 
September 2016 Ṝ 2020  

Table  2-22 presents  the  summarized  responses  from  recent  customer  surveys  that  identify 
specific benefits of the service, as well as specific areas for improvement.  

Table  2-22: Heartland  Flyer  Customer  Satisfaction  Survey  Response  Summary  
Top  Reasons  for  Choosing  

the  Flyer  
Percent  

Respondents  
Top  Recommended  

Improvements  
Percent  

Respondents  
Comfort,  relaxation,  or  
enjoyment  

30% Poor  reliability/service;  
inconvenient  schedule  

35% 

Uniqueness  of  train 
experience  

23% Stations  11% 

Price  19% Food  and  beverages  8% 
Convenient  station  location  6% Train  equipment  7% 

Source:  Amtrak  
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2.1.5 Public  Financing  for  Rail Projects and  Services  
ODOT, as well as several local public agencies in the state, have utilized federal and state 
transportation funding programs for rail infrastructure improvements where they were 
eligible.  The  following  is a short  summary  of  state and  federal  rail  funding  resources  utilized 
for railroad improvements in Oklahoma in the recent past.  

Of note is the prohibition of direct private investment in public projects. Prohibited by state 
law,  the  exclusion  of  private  funding  precludes  the  state  from  participatin g  in  an  increasingly 
popular form of funding, public -private partnerships (P3s). A P3 seeks to link a mix of public 
and private funding to the benefits that accrue to each sector. Rail investments benefit both 
the private rail carrier and the public throug h improved mobility, reduced energy 
consumption and reduced emissions, or by stimulating economic development. Currently, 
Oklahoma is studying and investigating the best way to implement this form of project 
development.  

2.1.5.1 State -Sponsored  Rail  Investment  Pro grams  and  Funding  
State -sponsored  rail  investment  in  Oklahoma  has  been  provided  through  the ODOT  since 
the late -ᶡᶩᶧᶠɸṁ ÂEÂþṭɸ èǈȜȴ åɰɊȎɰǈȽɸ EȜʦȜɸȜɊȿ Ɋʦǳɰɸǳǳɸ ʆȖǳ ɰǈȜȴ ǈɸɸȜɸʆǈȿǥǳ ɭɰɊȎɰǈȽɸ 
described below. Funds for each program are provided by the Railroad Maintenance 
Revolving Fund (RMRF).  

Funding  sources  for  the  RMRF  include  an  annual  4 percent  tax  on  freight  rail  car  revenues, 
lease agreements with short line rail operators on state -owned trackage, and right -of -way 
sales. 

2.1.5.1.1 ODOT  Rail  Safety Program  
The  Rail  Programs  Division  Safety  Section  works  with  all  railroads  active  in  Oklahoma  and  th e 
Oklahoma Corporation Commission, as well as the counties and communities in which the 
ɰǈȜȴɰɊǈǬɸ ɊɭǳɰǈʆǳḼ ʆɊ ǈǥʆȜʦǳȴʭ ɭʎɰɸʎǳ ǈǥʆȜɊȿɸ ʆȖǈʆ ȴǳǈǬ ʆɊ ǬȜɰǳǥʆ ȜȽɭɰɊʦǳȽǳȿʆɸ ȍɊɰ ÂȰȴǈȖɊȽǈṭɸ 
citizens. The ODOT Rail Safety Program is comprised of three primary focus es Ṝ single high - 
priority highway -rail grade crossing locations, statewide minimum rail safety standards 
projects, and rail corridor safety improvements. These programs aim to either improve on - 
the -ground safety conditions or close and eliminate highly a ctive highway -rail grade 
crossings that rise to the top of the annual ranking and inspection reports. Through a 
combination of annual ODOT highway -rail grade crossing inventory database reporting 
results and the field -based diagnostic team inspections, the  ODOT Rail Programs Safety 
Section  can  identify  the  highway -rail  grade  crossings  most  in  need  of  attention.  This  program 
has been modified to incorporate the $75 million initiative to improve safety at highway -rail 
grade crossings statewide.  

2.1.5.1.2 Rail  Crossings  Safety  Initiative  
This state funded program provides financial assistance to improve highway -rail grade 
crossing s. Highway -rail  grade  crossing  improvements  can  typically  cost  up  to  $350,000  per 
site.  Locations  are  chosen  based  on  several  factors  including  average  daily  traffic  counts  on 
the roadway and rail track, accident data, condition of the crossing and regiona l needs.  
Standard  funding  levels  for  this  program  have  been  about  $8  million  annually,  which 
improves approximately six to 15 crossings each year.  
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2.1.5.1.3 ODOT  Construction  Work  Plan  
Some  ODOT  highway  construction  projects  include  a rail  component.  This  can  include  new 
grade  separations, reconstruction  of  existing  grade  separations, or  relocation  of  an  existing 
rail line to accommodate a highway expansion or relocation.  

2.1.5.2 Federal  Rail -Related  Programs  and  Funding  
This  section  identifies  and  describes  federal  rail -related  programs  and  funding.  

2.1.5.2.1 Federal  Surface  Transportation  Rail -Related  Programs  
Federal transportation funding to states is periodically authorized through Federal Surface 
Transportation  Acts.  Transportation  funding  is provided  to  states  through  apportionment  by 
formula or discretionary funding for various programs.  

The  following  is a brief  description  of  rail -eligible  programs  available  through  past  and  
current  Federal  Surface  Transportation  Acts  and  ÂȰȴǈȖɊȽǈṭɸ participation  where  applicable.  

Rebuilding  American  Infrastructure  with  Sustainability  and  Equity  (RAISE)  Grants, 
formerly known as BUILD and TIGER (FY 2009 Ṝ2021) 
The  RAISE program  provides  a unique  opportunity  for  the  DOT to  invest  in  road,  rail,  transit 
and port projects that promise to achieve national objectives. RAISE is a competitive, 
application -based program that funds projects that have a significant local or regional 
impact.  

Infrastructure  for  Rebuilding  America  (INFRA)  Grants  (FY 2017Ṝ2021) 
The  INFRA  program  provides  dedicated,  discretionary  funding  for  projects  selected  through 
a competitive application -ǤǈɸǳǬ ɭɰɊǥǳɸɸ ʆȖǈʆ ǈǬǬɰǳɸɸ ǥɰȜʆȜǥǈȴ Ȝɸɸʎǳɸ ȍǈǥȜȿȎ Ɋʎɰ ȿǈʆȜɊȿṭɸ 
highways and bridges. INFRA grants created opportunities for a ll levels of government and 
the private sector to fund infrastructure in innovative ways that improved project delivery 
and increased accountability.  

Consolidated  Rail  Infrastructure  and  Safety  Improvements  Program  (CRISI) (FY 2017Ṝ
2021) 
The  CRISI program  provides  funding  for  capital  projects  that  improve  passenger  and  freight 
rail transportation systems in terms of safety, efficiency, or reliability. The CRISI program 
contains special provisions to favor projects in rural areas and Opportunity Zone s. CRISI 
projects are selected through a competitive, application -based process.  

Federal -State  Partnership  for  State  of  Good  Repair  Grant  Program  (FY 2020 -2021) 
This program provided $291,422,706 for eligible capital projects within the United States to 
repair, replace, or rehabilitate qualified railroad assets to reduce the state of good repair 
backlog and improve intercity passenger rail performance. Projects ar e selected through a 
competitive, application -based process.  



Oklahoma  Department  of  Transportation  | Oklahoma  State  Rail  Plan  | Chapter  2: ÂȰȴǈȖɊȽǈṭɸ Existing  Rail  System  
September  2021 

2-49 

 

 

Restoration  and  Enhancement  Grants  Program  (FY 2018Ṝ2020)  
This  program  provided  $26,337,600  in  operating  assistance  grants  for  initiating, restoring,  or 
enhancing intercity rail passenger transportation. Projects were selected through an 
application -based process.  

Railroad  Trespassing  Suicide  Prevention  Grant  Program  (FY 2019Ṝ2020)  
This  program  provided  $293,000  for  targeted  outreach  campaigns  to  reduce  the  number  of 
suicides that involve trespassing on railroad property. Funding was intended to facilitate 
thoughtful and consistent collaboration between railroad carriers, communities, law 
enforcement, educators, and mental health organizations.  

Rail  Rehabilitation  and  Improvement  Financing  (RRIF) 
This program provides loans and credit assistance to both public and private sponsors of rail 
and  intermodal  projects.  Eligible  projects  include  acquisition,  development,  improvement,  or 
rehabilitation of int ermodal or rail equipment and facilities. Direct loans can fund up to 100 
percent of a capital project with repayment terms of up to 25 years and interest rates equal 
to the cost of borrowing to the government.  

Eligible  borrowers  include  railroads,  state  and  local  governments,  government  sponsored 
authorities, corporations, and joint ventures that include at least one railroad.  

Railroads  operating  in  Oklahoma  that  have  received  RRIF funding  include  the  Kansas  City 
Southern (KCS) and Stillwater Central (SLWC).  

Section  130 Highway -Rail  Grade  Crossing  Program  
This program provides federal support to projects in an effort to reduce the incidence of 
accidents, injuries, and fatalities at public highway -rail grade cr ossings. States may utilize 
funds  to  improve  the  safety  of  highway -rail  grade  crossings,  including  installing  or  upgrading 
warning devices, eliminating at -grade crossings through grade separation, or consolidating 
or closing at -grade crossings. The federal  share for these funds is 90 percent, with the 
remaining  10 percent  to be  provided  by local  matching  funds.  Funding  for  FY 2020  was  set  at  
$245  million. 40  Out  of  this  amount,  Oklahoma  received  just  over  $5.7 million. 41 

2.1.5.2.2 Federal  Surface  Transportation  Programs  with  Selected  Rail 
Applications  

In addition to the above programs, a number of additional programs, although primarily 
intended  for  highway  or  maritime  use, are  eligible  for  rail  projects  at  the  discretion  of  states 
and with the approval of the administering federal agency. These programs include:  

Congestion  Mitigation  and  Air  Quality  Improvement  Program  
This program funds transportation projects and programs that improve air quality by 
reducing transportation -related emissions in non -attainment and maintenance areas for 
ozone, carbon monoxide, and particulate matter. Examples of Congestion Mitigation and Air 
Quality  (CMAQ) -funded  rail  projects  include  the  construction  of  intermodal  facilities,  rail  track  

 
 

40  https://safety.fhwa.dot.gov/hsip/xings/  
41 https://www.fhwa.dot.gov/legsregs/directives/notices/n4510845/n4510845_t13.cfm  

https://safety.fhwa.dot.gov/hsip/xings/
https://www.fhwa.dot.gov/legsregs/directives/notices/n4510845/n4510845_t13.cfm
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rehabilitation,  diesel  engine  retrofits  and  idle -reduction  projects  in  rail  yards,  and  new  rail 
sidings.  

CMAQ funds are disbursed to and within a state based on levels of pollution within an area, 
with  the  state  or  the  region  utilizing  the  funds  to  implement  projects  that  reduce  congestion 
or improve air quality. Projects  must be included in MPO transportation plans and 
transportation improvement programs (TIPs) or the current state transportation 
improvement program  (STIP) in  areas without an  MPO. The  federal  matching  share  for  these 
funds is 80 percent.  

Surface  Transportation  Block  Grant  Program  
þȖǳ fȜʬȜȿȎ !ȽǳɰȜǥǈṭɸ ðʎɰȍǈǥǳ þɰǈȿɸɭɊɰʆǈʆȜɊȿ !ǥʆ Ɋȍ ᶢᶠᶡᶦ ṓʆȖǳ f!ðþ !ǥʆṔ ǥɊȿʦǳɰʆɸ ʆȖǳ ȴɊȿȎ- 
standing  Surface  Transportation  Program  into  the  Surface  Transportation  Block  Grant  (STBG) 
Progr am acknowledging that this program has the most flexible eligibilities among all 
Federal -ǈȜǬ ȖȜȎȖʧǈʭ ɭɰɊȎɰǈȽɸ ǈȿǬ ǈȴȜȎȿȜȿȎ ʆȖǳ ɭɰɊȎɰǈȽṭɸ ȿǈȽǳ ʧȜʆȖ ȖɊʧ foĞ! Ȗǈɸ 
historically administered it. [FAST Act § 1109(a)]. The STBG promotes flexibility in State and 
local transportation decisions and provides flexible funding to best address State and local 
transportation needs. The STBG Program is a general grant program available for 
improvements on any Federal -Aid highway, bridge, or transit capital project.  

Eligible rail improvements include lengthening or increasing vertical clearance of bridges, 
highway -rail  grade  crossing  closures,  and  improving  intermodal  connectors.  Project  funding 
decisions are made by states with approval from the FHWA. As under MAP -21, the FAST Act 
directs FHWA to apportion funding as a lump sum for each State then divide that total 
ǈȽɊȿȎ ǈɭɭɊɰʆȜɊȿǳǬ ɭɰɊȎɰǈȽɸṁ MǈǥȖ ðʆǈʆǳṭɸ ðþ=g ǈɭɭɊɰʆȜɊȿȽǳȿʆ Ȝɸ ǥǈȴǥʎȴǈʆǳǬ ǤǈɸǳǬ Ɋȿ ǈ 
percentage specified in law.  

Transportation  Infrastructure  Finance  and  Innovation  Act  (TIFIA)  
This program provides credit assistance to large -scale projects (over $50 million or one -third 
of  a ɸʆǈʆǳṭɸ annual  federal -aid  funds)  of  regional  or  national  significance that  might  otherwise 
be delayed or not constructed because of risk, complexity, or cost. A wide variety of 
intermodal and rail infrastructure projects are eligible and can include equipment, facilities, 
track,  bridges,  yards,  buildings,  and  shops.  Eligible  recipients  for  TIFIA funds  include  state  and 
local governments, transit agencies, railroad companies, special authorities or districts, and 
private entities. The interest rate for TIFIA loans is the U.S. Treasury rate, and the debt must  
be repaid within 35 years.  

Po rt  Infrastructure  Development  Program  
The  U.S. Maritime  Administration  (MARAD)  administers  the  Port  Infrastructure  Development 
Program (PIDP) which awards grants to improve facilities within, outside of, or directly 
related to operations at coastal seaports, inland river ports, and Great Lakes ports. Rail 
elements at port facilities are eligible projects for PIDP fundi ng.  
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2.1.5.3 Other  Federal  Programs  Available  for  Rail -Related  Funding  
In  addition  to  transportation  programs  available  under  the  Transportation  Authorization  bill, 
other programs are administered by federal agencies for which rail -related capital pro jects 
are eligible. These programs include:  

2.1.5.3.1 U.S. Department  of  Commerce  Economic  Development 
Administration  

The  U.S. Department  of  Commerce  provides  Economic  Development  Administration  (EDA) 
grants for projects in economically distressed industrial sites that promote job creation.  
Eligible  projects  must  be  located  within  EDA -designated  redevelopment  areas  or  economic 
development centers. Eligible rail projects include railroad spurs and sidings. EDA also 
provides disaster recovery grants. Grant assistance is available for up to 50 percent of the 
project, although EDA could provide up to 80 percent for projects in severely depressed 
areas.  

2.1.5.3.2 U.S. Department  of  Agriculture Programs  
The U.S. Department of Agriculture (USDA) Community Facility Program and Rural 
Development Program provide grant or loan funding mechanisms to fund construction, 
enlargement,  extension,  or  improvement  of  community  facilities  providing  essential  services 
in  rural  areas  and  towns. Grant  assistance is  available for  up  to  75 percent  of  the  project  cost. 
Eligible rail -related community facilities include transportation infrastructure for industrial 
parks and municipal docks.  

2.1.5.3.3 The  45G Short  Line  Railroad  Tax Credit  
Originally enacted in 2004, the Railroad Track Maintenance Tax Credit, also known as the  
Section 45G Tax Credit, was a federal income tax credit for track maintenance performed by 
short lines and regional railroads (Class II and III railroads) in the U.S. Tax Code Section 45G 
leveraged  private  sector  investment  in  rail  infrastructure  by  provi ding  a tax  credit  of  50  cents 
for every dollar spent on qualified track maintenance expenditures or other qualifying 
railroad infrastructure projects. The credit was capped based on a mileage -based formula; 
the maximum amount allowable was $3,500 per mile of track.  

The  credit  created  a strong  incentive  for  short line  and  regional  railroads  to  invest  private 
sector dollars on freight railroad track rehabilitation before expiring at the end of 2016.  
Legislation  pending  before  Congress  as of  early  2017, the  Building  Rail  Access  for  Customers 
and the Economy Act (H.R.721) will make the tax credit permanen t if passed.  

Per  Section  45G, qualifying  railroad  structures  improvements  include:  grading;  other  right -of - 
way expenditures; tunnels and subways; bridges, trestles, and culverts; elevated structures; 
ties; rails and other track material; ballast; fences, snowsheds, and signs; signals and 
interlockers; public improvements and construction. Qualified railroad track maintenance 
expenditures are expenditures for maintaining the aforementioned qualifying railroad 
structures owned by short line and regional rail roads.  
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2.1.5.4 Legislation  that  Affects  Oklahoma  Railroads  
The railroads in Oklahoma are controlled by federal and state legislation. The controlling 
legislative  acts  are  the  federal  Interstate  Commerce  Commission  Termination Act  of  1995 
(ICCTA), the Federal Railroad Safety Act of 1970 (FRSA), and the ICCTA Passenger Rail 
Investment and Improvement Act of 2008 Section 209 (PRIIA).  

2.1.5.4.1 Federal  Preemption  
Pursuant  to  the  ICCTA, the  federal  Surface  Transportation  Board  (STB) has  jurisdiction  over 
transportation by rail carriers that is conducted by railroads within and among the States. 
See 49 U.S.C. § 10501(a)(1)(A), (2). The statute governing preemption prescribes:  

The  jurisdiction  of  the  [STB] overṶ (1) transportation  by  rail  carriers,  and  the 
remedies provided in this part with respect to rates, classifications, rules 
(including car service, interchange, and other operating rules), practices, 
routes, services, and facilities of such carriers; and (2) the construction, 
acquisit ion,  operation,  abandonment,  or  discontinuance  of  spur,  industrial, 
team,  switching,  or  side  tracks,  or  facilities,  even  if  the  tracks  are  located,  or 
intended to be located, entirely in one State, is exclusive. Except as 
otherwise  provided  in  this  part,  the  remedies  provided  under  this  part  with 
respect to regulation of rail transportation are exclusive and preempt the 
remedies provided under Federal or State law.  

The  FRSA 
The  relevant  provision  of  the  FRSA prescribes:  (a) National  uniformity  of  regulation.  ṛ 

(1) Laws, regulations, and  orders related  to  railroad  safety  and  laws, 
regulations, and orders related to railroad security shall be nationally  
uniform  to  the  extent  practicable.  

(2) A State  may  adopt  or  continue  in  force  a  law,  regulation,  or  order  related 
to railroad safety or security until the Secretary of Transportation, or the 
Secretary of Homeland Security (with respect to railroad security matters), 
prescribes  a  regulation  or  issues  an  order  covering  the  subject  matter  of  the 
State requirement.  

A State  may  adopt  or  continue  in  force  an  additional  or  more  stringent  law,  regulation,  or 
order related to railroad safety or security when the law, regulation, or order ṛ 

(A) is necessary  to  eliminate  or  reduce  an  essentially  local  safety  or  security 
hazard;  

(B) is not  incompatible  with  a  law,  regulation,  or  order  of  the  United  States 
Government; a nd  

(C) does  not  unreasonably  burden  interstate  commerce.  

The FRSA allows states to regulate railroad safety areas where the FRA does not exercise its 
jurisdiction.  The  FRA has  not  opted  to  regulate  vehicle  safety  at highway -rail  grade  crossings.  
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FRA limits  its  jurisdiction  related  to  railroad  cross ings  to  prescription  of  signage,  regulation  of 
signaling, and on -track safety.  FRA does not exercise jurisdiction over the movements of 
vehicles at grade crossings.  

PRIIA  
In section 209 of PRIIA on State -Supported Routes, the Amtrak Board of Directors, in 
consultation with US DOT, the governors of each relevant State, and the Mayor of the District 
of Columbia, or entities representing those officials, is required to develop and implement a 
single, nationwide standardized methodology for establishing and all ocating the operating 
and capital costs of providing Federal Railroad Administration 3 intercity rail passenger 
service among the States and Amtrak for the trains operated on designated high -speed rail 
corridors (outside the Northeast Corridor), short -dist ance corridors, or routes of not more 
than  750  miles,  and  services  operated  at  the  request  of  a State,  a regional  or  local  authority  or 
another person. The methodology should ensure equal treatment within five years in the 
provision of comparable services of all States and groups of States (including the District of 
Columbia)  and  allocate  to  each  route  the  costs incurred  only for  the be nefit of  that route  and 
a proportionate share, based upon factors that reasonably reflect relative use, of costs 
incurred for the common benefit of more than one route. This is the controlling statute that 
determines  what  Amtrak  charges  Oklahoma  and  Texas for  the  Heartland  Flyer  passenger  rail 
service.  

2.1.5.4.2 Federal/State  Conflict  
In 2019 the Oklahoma legislature revised OS 66 Ṝ 190, increasing fines for railroads blocking 
highway -rail  grade  crossings.  In  response  to  this  legislation,  BNSF  sought  injunctive  relief  in 
the federal courts claiming the new law was an unreasonable burden on rail operations in 
interstate commerce. In the fall of 2020, the federal district court of the Western District of 
Oklahoma (case no.519 -cv-00769 -G) granted a perman ent injunction against the 
enforcement of 66 -ᶡᶩᶠ ǈɸ ǈ ʦȜɊȴǈʆȜɊȿ Ɋȍ ʆȖǳ ðʎɰȍǈǥǳ þɰǈȿɸɭɊɰʆǈʆȜɊȿ =ɊǈɰǬṭɸ ȍǳǬǳɰǈȴ 
ɭɰǳǳȽɭʆȜɊȿ ʆɊ ɰǳȎʎȴǈʆǳ ɰǈȜȴɰɊǈǬɸṁ þȖǳ >Ɋʎɰʆṭɸ ȍȜȿǬȜȿȎɸ ʧǳɰǳ ǈɸ ȍɊȴȴɊʧɸḻ 

ẅṜ . . the  Court  concludes  that  by  ẅẇɰǳȎʎȴǈʆṬȜȿȎṭ the  time  a  train  can  occ upy  a 
rail  ǥɰɊɸɸȜȿȎṗẆ the  Blocked  Crossing  Statute  ẅȜȽɭǈǥʆɸṗ in  such  areas  as train 
speed, length and scheduling, the way a railroad operates its trains, with 
ǥɊȿǥɊȽȜʆǈȿʆ ǳǥɊȿɊȽȜǥ ɰǈȽȜȍȜǥǈʆȜɊȿɸṗẈẆ ǈȿǬ ʆȖǳɰǳȍɊɰǳ Ȝɸ ǳʬɭɰǳɸɸȴʭ 
ɭɰǳǳȽɭʆǳǬ Ǥʭ ʆȖǳ u>>þ!Ṝ ẅ 

The  Court  also  found  that  the  FRSA does  not  apply  in  this  case. 

èǈȜȴɰɊǈǬ ɭɰɊɭǳɰʆʭ Ȝɸ ǥɊȿɸȜǬǳɰǳǬ ɭɰȜʦǈʆǳ ɭɰɊɭǳɰʆʭ ʧȖȜǥȖ ǥǈȿȿɊʆ Ǥǳ ṪʆǈȰǳȿṫ ʧȜʆȖɊʎʆ ȭʎɸʆ 
compensation.  Any state attempt to take railroad property through eminent domain must 
provide  for  due  process and  comply  with  the  ṪʆǈȰȜȿȎṫ provisions  of  section  II of  the  Oklahoma 
Constitution and under the 5th and 14th amendments of the U.S. Constitution. The ICCTA 
also provides that changes in operations due to a taking is compensable.  
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2.1.5.4.3 Oklahoma Corporation Commission Jurisdiction over Railroads 
The  Oklahoma  Corporation  Commission  has  select  jurisdiction  over  operations  of  railroads 
related to highway -rail grade crossings in Oklahoma. The Oklahoma Corporation 
Commission performs the following functions:  
¶ Monitors  the  operations  of  Oklahoma  railroads  for  compliance  with  state highway -rail 

grade crossing safety regulations for public, at -grade crossings in the state. This 
includes ensuring that the railroads maintain their crossings and clear the sight 
triangle of rank weeds, noxious plants, thickets, trees, debris, trash or other 
obstructions.  

¶ Investigates  and  makes  recommendat ions  concerning  highway -rail  grade  crossing 
openings, closings, and crossing signal upgrades.  

¶ Mediates  between  the  public  and  the  railroad  industry  in  areas  encompassing  the 
state regulation of rail safety and enforcement of the Railroad Rules through the 
>ɊɰɭɊɰǈʆȜɊȿ >ɊȽȽȜɸɸȜɊȿṭɸ !ǬȽȜȿȜɸʆɰǈʆȜʦǳ ɭɰɊǥǳɸɸṁ 

(O.S. 17-81; 17-84;  66-124 through  130) 

¶ Ensures  that  the  railroads  construct,  maintain and  replace  as needed,  fences  that 
separate  the  railroad  right -of -way  from  the  private  property  of  landowners  raising 
livestock, either for commercial or private purposes.  

(O.S. 66-141 through  146) 

2.1.5.4.4 ODOT  Railroad  Jurisdiction  
ODOT can own, purchase, rehabilitate, lease and sell railroads in Oklahoma. ODOT can 
receive federal funds from the USDOT for highway/railroa d construction and section 130 
funds to upgrade highway -rail grade crossing safety devices. ODOT can sponsor grant 
applications  for  Class III railroads  and  pass -through  federal  funds  for  railroad  improvements. 
(O.S. 66-302.1 through 309)  

ODOT  can  loan  funds  to  Class III railroads.  (O.S. 66-309.1 through  309.3)  

ODOT  has  the  authority  to  set  up  passenger  rail  service  and  pay  for  it. (O.S. 66-322; 323; 325; 
68 -500.6; 69 -1521) 

ODOT  receives,  reviews  and  certifies  the  work  is done  on  Tax Credit  applications. (O.S.  68 - 
2357.104) 

2.1.5.4.5 Local  Jurisdiction  
Many  of  the  Oklahoma  state  statutes  that  give  local  jurisdictions authority  to  order  railroads 
to pay for improvements may not be enforceable based on present federal preemption 
power.  One  area  that  locals  may  still  have  control  over  is the  zoning  and  hazardous  material 
laws. 49 U.S.C. 10501 (c) (2) (B) excludes solid waste rail transfer f acilities from Surface 
Transportation Board jurisdiction except when there is a showing of undue burden on the 
ɰǈȜȴɰɊǈǬṭɸ ɊɭǳɰǈʆȜɊȿɸ Ȝȿ Ȝȿʆǳɰɸʆǈʆǳ ǥɊȽȽǳɰǥǳṁ 
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2.1.5.4.6 Railroad  Right -of -Way  
The Oklahoma Supreme Court has held consistently that the origi nal deed from landowner 
to  railroad  determines  how  the  property  is held  by  a railroad.  When  the  deed  was  for  Ṫǈ ɰȜȎȖʆ- 
of -ʧǈʭ Ɋʦǳɰ ǈȿǬ ǈǥɰɊɸɸṫ ʆȖǳ ɰǈȜȴɰɊǈǬ ȖɊȴǬɸ ǈȿ ǳǈɸǳȽǳȿʆṁ =ʎʆ Ȝȍ ʆȖǳ ȎɰǈȿʆɊɰ ȖǈǬ ǥɊȿʦǳʭǳǬ 
ṪȴǈȿǬ or  a strip  of  ȴǈȿǬṫḼ the  railroad  holds  the  land  in  fee. See SLSF RR v. Humphreys  446  P.2d 
271. 

ÂEÂþṭɸ rail  line  between  Geary  and  Erick  is an  example;  ODOT owns  the  east  and  west  end  in 
fee, but only has an easement for use between Hydro and Elk City.  

2.1.6 Ongoing  Projects  for  Safety  and  Security 
Improvements  

Rail safety is an important issue for both railroads and state departments of transportation . 
Rail  safety  affects  the  well -being  of  railway  workers  and  the  general  public.  It  also  has  a major 
impact on the efficiency of railroad operations. Increased attention has also focused on the 
safe movement of hazardous materials by rail, especially the mo vement of crude oil.  

Rail  security  has  seen  increased  attention  due  to  the  potential  for  disruption  of  the 
transportation system or acts which could place large numbers of citizens at risk.  

2.1.6.1 Rail  Safety  Programs  in  Oklahoma  
Rail  safety  requirements  are  provided  through  a combination  of  federal  and  state  laws.  Most 
safety -related rules and regulations fall un der the jurisdiction of the Federal Railroad 
Administration (FRA), as outlined in the Rail Safety Act of 1970 and other legislation, such as 
ʆȖǳ ȽɊɸʆ ɰǳǥǳȿʆ èǈȜȴ ðǈȍǳʆʭ uȽɭɰɊʦǳȽǳȿʆ !ǥʆ Ɋȍ ᶢᶠᶠᶨṁ fè!ṭɸ ɰǈȜȴ ɸǈȍǳʆʭ ɰǳȎʎȴǈʆȜɊȿɸ ǥǈȿ 
generally be found in Title 49 Code of Federal Regulations Parts 100 -299. 

ÂEÂþṭɸ ȜȿʦɊȴʦǳȽǳȿʆ Ȝȿ ɰǈȜȴ ɸǈȍǳʆʭ Ȝɸ ȴɊǥǈʆǳǬ ʧȜʆȖȜȿ ʆȖǳ èǈȜȴ åɰɊȎɰǈȽɸ EȜʦȜɸȜɊȿ ʧȖȜǥȖ Ȝɸ 
responsible  for  railroad  coordination  activities,  track  safety  inspection,  and  the highway -rail 
grade crossing safety program.  

This  office  oversees  the  federal  and  state  funded  Railroad  Grade  Crossing  Safety  Programs  by 
identifying safety enhancement projects at public highway -rail grade crossings. Projects 
receive final approval by the Oklahoma Transportation Commission.  

Oklahoma Operation Lifesaver is a non -profit educational organization for highway -rail 
crossing safety and rail trespass prevention. Operation Lifesaver promotes safety through 
education of both drivers and pedestria ns to make safe decisions at crossings and around 
tracks,  promoting  enforcement  of  traffic  laws  related  to  crossing  signals  and  trespass,  and  by 
encouraging continued engineering research and innovation to improve the safety of 
highway -rail grade crossings . 

èǈȜȴ ȜȿɸɭǳǥʆȜɊȿ ǈǥʆȜʦȜʆȜǳɸ ȍǈȴȴ ʎȿǬǳɰ ʆȖǳ ȭʎɰȜɸǬȜǥʆȜɊȿ Ɋȍ fè!ṭɸ ÂȍȍȜǥǳ Ɋȍ èǈȜȴɰɊǈǬ ðǈȍǳʆʭ ʧȖȜǥȖ 
promotes  and  regulates  safety  throughout  the  ȿǈʆȜɊȿṭɸ railroad  industry. The  office  executes 
its regulatory and inspection responsibilities through a diverse staff of railroad safety 
experts. Safety inspections are carried out to ensure compliance in five safety disciplines: 
Hazardous Materials; Motive Power and Equipment; Operating Practices; Signal and Train 
Control; and Track.  
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2.1.6.2 Oklahoma  Rail  Accident  Statistics  
The following is a statistical review of rail safety in Oklahoma over the past decade. It 
addresses  the  rail  accident  and  incident  trends and  provides  details  as to  the  type  of  rail 
accidents, those affected, and causes.  

Table 2 -23 below shows statistics for the total number of rail accidents and incidents in 
Oklahoma  over  the  past  10 calendar  years.  These  totals  include  Train  Accidents,  Highway -Rail 
Incidents, and Other Incidents. These categories will be defined and discussed in greater 
detail below.  

Table  2-23: Total  Accidents  and  Incidents  in  Oklahoma  (2011-2020)  

Rail  Injury  Type  2011 2012 2013 2014 2015 2016 2017 2018 2019 2020  

Total  Incidents  168 176 186 131 143 147 157 162 141 124 
Deaths  12 11 18 19 10 23 20 20 23 12 
Injuries  85 77 80  78 76 71 76 73 54 72 

Source:  FRA Office  of  Safety  Analysis.  

The trend in total rail accidents and incidents in Oklahoma has decreased over the past 
decade.  The  first  half  of  the  decade  saw  an average  of  177 total  incidents,  13.6 fatalities,  and  92 
injuries, while the most recent five -year period saw averages of 143 total incidents, 12.2 
fatalities, and 73 injuries.  

The  following  sections  discuss  the  various  types  of  Oklahoma  rail  accidents  and incidents  in 
more detail.  

2.1.6.2.1 Train  Accidents  in  Oklahoma  
Train  accidents  include  train  derailments,  collisions,  and  other  events  involving  on -track  rail 
equipment that result in fatalities, injuries, or monetary damage above a threshold set by 
FRA. Train accident statistics in Oklahoma over the past decade are provided in Table 2 -24  
below.  

Table  2-24:  Total  Train  Accidents  in  Oklahoma  (2011-2020)  
Train  

Accidents  
2011 2012 2013 2014 2015 2016 2017 2018 2019 2020  

Total 
Accidents  56 60  73 39 41 47 47 52 47 33 

Deaths  2 3 3 2 1 2 0 1 1 1 
Injuries  4 4  2 0 3 2 3 2 1 4 

Source:  FRA Office  of  Safety  Analysis.  

2.1.6.2.2 Other  Rail  Incidents  
Other rail incidents include events other than train accidents or highway -rail grade crossing 
incidents that caused a death or injury to any person. Most fatalities in this category are due 
to  rail  trespassers.  Other events which  generally  lead  to injuries  in  this  category  include  such 
railroad -related  activities  as getting  on  or  off  equipment,  doing  maintenance  work,  throwing 
switches, setting handbrakes on railcars, falling, and so on. Rail passenger -related casualties 
can include boarding or alighting fr om standing trains or platforms. Statistics for this 
category of rail incidents are shown in Table 2 -25. 
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Table  2-25: Other  Rail  Incidents  2011-2020  
Other  Rail 
Incidents  

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020  

Total  Incidents  55 55 71 47 64  70 65 73 59 59 
Deaths  4  3 7 5 8 12 13 14 16 10 
Injuries  54 52 65 56 56 58 52 59 43 49  

Source:  FRA Office  of  Safety  Analysis.  

2.1.6.3 Highway -Rail  Grade  Crossing  Safety  in  Oklahoma  
2.1.6.3.1 Crossing  Protection  in  Oklahoma  
!ǥǥɊɰǬȜȿȎ ʆɊ fè!ṭɸ ȿǈʆȜɊȿǈȴ ȜȿʦǳȿʆɊɰʭ Ɋȍ ȖȜȎȖʧǈʭ-rail grade crossings, there are a total of 
3,430  public  at -grade  highway -rail  grade  crossings  in  Oklahoma.  Public highway -rail  grade 
crossings in the state are equipped with various types of crossin g warning devices. Table  
2-26 shows  the  types  of  warning  devices  and  the  number  of  crossings  equipped  with  each.  

Table  2-26: Types  of  Warning  Devices  at  Oklahoma  Public  At -Grade  Crossings  

Warning 
Device  Type  

Gates  with 
Flashing  

Light  Signals  

Flashing 
Light  Signals  Stop  Signs  Crossbucks  Other/ 

Unknown  

Number  of  
Crossings  

1,353 277 173 1,525 102 

Source:  ODOT  

These figures show that slightly less than half of all public at -grade crossings in the state 
have active warning devices such as gates, flashing lights, and bells or special warning 
arrangements  (e.g., flagmen),  while  more  than  half  of  crossings  have  pass ive  warning  devices 
(e.g., crossbucks and / or stop or yield signs). Many of these crossings with passive warning 
systems have low volumes of roadway traffic and are rural in nature.  

The  following  section  shows  ÂȰȴǈȖɊȽǈṭɸ accident  history  at  highway -rail  g rade  crossings 
over the past 10 years.  

2.1.6.3.2 At -Grade  Crossing  Incidents  in  Oklahoma  
Table  2-27 below  shows  the  number  of  highway -rail  grade  crossing  incidents,  fatalities,  and 
injuries which have occurred at all public at -grade crossings over the past decade.  

Table  2-27: Highway -Rail  Incidents  in  Oklahoma  (2011-2020)  
Highway - 

Rail  
Incidents  

2011 2012 2013 2014 2015 2016 2017 2018 2019 2020  

Total  
Incidents  

57 61 42 45 38 30 45 37 35 32 

Deaths  6 5 8 12 1 9 7 5 6 1 
Injuries  27 21 13 21 17 11 21 12 10 19 

Source:  FRA Office  of  Safety  Analysis.  
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In addition to state -led efforts, BNSF, UP, and KCS all work to close highway -rail grade 
crossings  where  feasible.  By  reducing  potential  conflict  points  and  consolidating  traffic  at 
fewer crossings, upgrade funds can be better leveraged to provide benefit to a greater 
percentage of travelers.  

2.1.6.4 Hazardous  Materials  Safety  Programs  
Hazardous  materials  regulations  apply  to  all  interstate,  intrastate,  and  foreign  carriers  by  rail, 
air, motor vehicle, and vessels. ODOT and the Oklahoma Department of Public Safety (DPS) 
enforce the hazardous materials transportation regulations in Oklahoma.  

Hazardous  Materials  Safety  Programs  are  generally  composed  of  four  main  components:  

1. Inspe ction  of  railroad  and  shipping  facilities  to  ensure  compliance  with  Part  49  Code 
of Federal Regulations (CFR). USDOT received the authority to regulate the 
transportation of hazardous materials through the Hazardous Materials 
Transportation Act of 1975;  

2. The provision of technical assistance, education, and outreach activities to 
shippers/consignees,  rail  carriers,  emergency  responders,  and  the  general  public;  

3. Inspection  and  transport  of  nuclear  materials;  and,  

4. Inspection  of  employee  training  records,  secu rity  procedures,  and  quality  assurance 
programs to ensure safety standards are met.  

2.1.6.5 Positive  Train  Control  
Positive Train Control (PTC) refers to technologies designed to automatically stop or slow a 
train  before  certain  accidents  can  occur.  PTC is designed  to  prevent  collisions  between  trains, 
derailments caused by excessive speed, trains operating beyond their limits of authority, 
incursions by trains on tracks under repair, and by trains moving over switches left in the 
wrong position. PTC systems  are designed to determine the location and speed of trains, 
warn train operators of potential problems, and take action if operators do not respond to a 
warning.  

The  Rail  Safety  Improvement  Act  of  2008  required  railroads  to  place  PTC systems  in  service 
by December 31, 2015, under the following circumstances:  

¶ On  all  rail  main  lines  over  which  regularly  scheduled  commuter  or  intercity  passenger 
trains operate; and  

¶ On  all  Class I railroad  main  lines  with  over  5 million  gross  ton -miles  per  mile  annually 
over which any amount of toxic/poison -by -inhalation hazardous materials are 
handled.  

The  mandate  for  PTC excludes  all  Class II (regional)  and  III (short  line)  railroads regardless  of 
tonnage or number of toxic/poison cars handled as long as no pas senger trains travel over 
the lines.  
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Under  these  conditions, the  segments  where  Amtrak  operates  within  Oklahoma  as well  as 
many other Class I railroad main line routes are required to be equipped with PTC.  

The  rail  industry widely considered the  2015 PTC implementation  deadline to  be generally 
challenging,  as about  60,000  miles  of  rail  line  nationwide  would  be  affected  over  a 20-year 
period and implementation costs were estimated at approximately $12 billion.  

Ultimately, the PTC implementation deadline was extended to December 31, 2018, by the 
Positive Train Control Enforcement and Implementation Act of 2015. This law also enab led 
affected railroads to apply for an extension of up to 24 months provided the railroad 
demonstrated  progress  towards  key  milestones.  While  Class I railroads  met  the  December  31, 
2018, deadline, many smaller railroads and transit agencies that operate co mmuter rail 
service did  not  have  the resources  necessary  to  complete  their implementation  on  time.  As a 
result, nearly every affected railroad, including each Class I, applied for an extension in order 
to accommodate adjoining railroads until full interope rability could be achieved.  

As of  2021, Class I railroads  have  implemented  PTC systems  on  all  required  segments  of  their 
networks, including implementation of the technology on principal lines in Oklahoma. 42 

Some railroads are continuing work to voluntarily deploy PTC on lines where it is not legally 
required. Figure 2 -3, Figure 2 -4 , and Figure 2 -5 are maps showing the systemwide PTC 
implementation progress for BNSF, KCS, and UP respectively.  

 

Figure  2-3: =·ðfṭɸ PTC Implementation  
Source:  BNSF  Railway 43 (Retrieved  April  5, 2021) 

 

42 Association  of  American  Railroads - https://www.aar.org/campaigns/ptc/  
43 Positive Train  Control  | PTC | BNSF 

https://www.aar.org/campaigns/ptc/
https://www.bnsf.com/in-the-community/safety-and-security/positive-train-control.page#%3A~%3Atext%3DBNSF%27s%20PTC%2Con%20subdivisions%20beyond%20the%20mandate
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Figure  2-4: ¨>ðṭɸ PTC Implementation  
Source:  Kansas  City  Southern 44  (Retrieved  April  5, 2021) 

 

Figure  2-5: ąåṭɸ PTC Implementation  
Source:  Union  Pacific 45 (As of  December  2019) 

 

44  Positive  Train  Control  | Kansas  City  Southern  | US & Cross-border  Railroad  (kcsouthern.com)  
45 UP: Positive  Train  Control  

https://www.kcsouthern.com/en-us/rail-resource-center/general-information/positive-train-control
https://www.up.com/media/media_kit/ptc/index.htm
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2.1.6.6 Rail  Security  
In  response  to  the  increased  focus  on  the  security  of  the  transportation  system,  new  federal 
and state agencies have been established to oversee and provide assistance to ensure the 
security of transportation modes. The following addresses specific rail security issues and 
ÂȰȴǈȖɊȽǈṭɸ ȜȿʦɊȴʦǳȽǳȿʆ Ȝȿ ɰǈȜȴ ɸǳǥʎɰȜʆʭ ɭɰɊǥǳǬʎɰǳɸṁ 

The  primary  age ncies  responsible  for  security  related  to  transportation  modes  in  Oklahoma 
are the U.S. Department of Homeland Security and the Oklahoma Emergency Response 
Commission (OERC). These agencies, in coordination with federal and state transportation 
agencies, h ave addressed transportation security largely through identifying critical 
infrastructure assets, developing protection strategies for these assets, and developing 
emergency management plans.  

The  U.S. Department  of  Homeland  Security  addresses  rail  system  security  through  the 
following means:  

¶ Training  and  deploying  manpower  and  assets  for  high  risk  areas;  

¶ Developing  and  testing  new  security  technologies;  

¶ Performing  security  assessments  of  systems  across  the  country;  and,  

¶ Providing  funding  to  state  and  local  partners.  

The  Association  of  American  Railroads  (AAR), working  with  the  U.S. Department  of  Homeland 
Security and other federal agencies, has organized the Rail Security Task Force. This task 
force developed a comprehensive risk analysis and security plan for the rail system that 
includes:  

¶ A database  of  critical  railroad  assets;  

¶ Assessments  of  ra ilroad  vulnerabilities;  

¶ Analysis  of  the  terrorism  threat;  and,  

¶ Calculation  of  risks  and  identification  of  countermeasures.  

The  railroad  sector  maintains  communications  with  the  U.S. Department  of  Defense,  the  U.S. 
Department of Homeland Security, the USDOT , the Federal Bureau of Investigation, and 
state and local law enforcement agencies on all aspects of rail security.  

ÂMè>ṭɸ mission  is to  assist  in  improving  ǥɊȽȽʎȿȜʆȜǳɸṭ preparedness  for  handling  chemical 
accidents, promoting cooperation among state and local government and industry, 
increasing public awareness of chemicals in the community and building information 
databases.  The  OERC appoints  members  to  Local  Emergency  Planning  Committees  which 
ha ve broad -based representation, including state and local officials, law enforcement, 
emergency management, emergency medical services, firefighting, health, local 
environment, hospital,  transportation,  broadcast  and  print  media,  community  groups,  and 
owner ɸ ǈȿǬ ɊɭǳɰǈʆɊɰɸ Ɋȍ ȍǈǥȜȴȜʆȜǳɸ ɸʎǤȭǳǥʆ ʆɊ ʆȖǳ ɸʆǈʆǳṭɸ ɰǳɯʎȜɰǳȽǳȿʆɸṁ 
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2.1.7 Economic  Impacts  
Rail economic impacts to Oklahoma in 2019 were estimated using Regional Input -Output 
Modelling System (RIMS II) multipliers from Bureau of Economic Analysis (BEA) with input 
data and assumptions from freight movement data (derived from the STB Carload Wayb ill 
Sample data of shipments originating in Oklahoma described in Section 2.2.2), values of 
commodity shipments (extracts from FHWA [Federal Highway Administration] Freight 
Analysis  Framework  [FAF]  database  for  rail  shipment  originating  in  Oklahoma  and  converted 
to $/ton), passenger rail operations, and visitor expenditures.  

Impacts of the rail industry in Oklahoma stem from firms providing freight and passenger 
transport services, industries using rail freight services to trade goods (shippers of 
goods/ commodities),  and  expenditures  from  visitors  who  are  coming  to  Oklahoma  by  rail.  Of 
these activities, freight -users generate the most significant impact.  

Impacts were calculated  and presented  by activity (service provision  and  rail  users), type 
(direct, in direct, induced, and total), and measure (employment, income, value added, 
output, and tax revenue) for year 2019 (and in 2017 dollars) to provide a comprehensive 
perspective  on  how  rail  in  Oklahoma  impacts  the  economy  and  are  shown  in  Table  2-28 : 

¶ Employment Ṝ Economic impacts of rail extended beyond the 1,440 individuals 
directly  employed  in  the  provision  of  rail  transport  (both  passenger  and  freight).  When 
the  freight rail  transportation  and  visitor  impact activities  and  multiplier  impacts  were 
included,  rail -related  employment  in  Oklahoma  in  2019 amounted  to  27,121 jobs,  which 
represented 1.2% of the 2.3 million statewide employment.  

¶ Employment  Income  Ṝ $1.3 billion  earned  by  these  total  employees  represented  1.1% 
Ɋȍ ÂȰȴǈȖɊȽǈṭɸ ʆɊʆǈȴ ȴǈǤɊɰ ȜȿǥɊȽǳ Ȝȿ ᶢᶠᶡᶩṁ «ǈǤɊɰ ȜȿǥɊȽǳ ȜȿǥȴʎǬǳɸ ǳȽɭȴɊʭǳǳ 
compensation and proprietary income. Employee compensation, in turn, consists of 
wage  and  salary  payments  as well  as benefits  (health,  retirement,  etc.)  and  employer 
paid payroll taxes (employer side of social security, unemployment taxes, etc.). 
Proprietary income consists of payments received by self -employed individuals and 
unincorporated business owners.  

¶ Value  Added  Ṝ The  combined  value -added  impact  of  rail -related  activity  amounted  to  
nearly  $2.6 billion  and  represented  about  1.3% of  ɸʆǈʆǳṭɸ Gross  State  Product  (GSP). 

¶ Output  Ṝ In  terms  of  total  revenue,  the  rail -related  industries  generated  about  $5.7 
billion in output.  
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Table  2-28: Rail  Economic  Impacts  in  Oklahoma  
 

Impact  Metric  
Transportation  Services  Transportation  Users  Total  Services  

Total  Freight  Passenger  Total  Freight  Passenger  Total  Freight  Passenger  

Employment, 
Jobs  

         

Direct  1,460 1,440 20 7,366 7,308  58 8,826  8,748  78 
Total  5,184 5,112 72 21,937 21,848 89 27,121 26,961 161 

Employment 
Income,  

$ Millions  

         

Direct  $129.2 $127.4 $1.8 $411.6 $410.4 $1.2 $540.8  $537.7 $3.0 
Total  $287.9  $283.9  $4.0  $1,012.8 $1,010.3 $2.5 $1,300.7 $1,294.2 $6.5 

Value  Added,  $ 
Millions  

         

Direct  $317.4 $313.0 $4.4  $956.0  $953.6 $2.4 $1,273.4 $1,266.6 $6.8 
Total  $599.9  $591.6 $8.4  $1,990.1 $1,985.3 $4.7 $2,590.0  $2,576.9 $13.1 

Output,  
$ Millions  

         

Direct  $612.4 $603.9  $8.5 $2,353.2 $2,348.6  $4.6  $2,965.6 $2,952.5 $13.1 
Total  $1,157.8 $1,141.7 $16.1 $4,543.9  $4,534.8  $9.1 $5,701.7 $5,676.5 $25.2 

Note:  All  monetary  values  presented  in  the  table  are  in  2017 dollars.  

The  full  description  of  the  methodology  and  detailed  economic  impacts  can  be  found  in  Appendix  C. 



Oklahoma  Department  of  Transportation  | Oklahoma  State  Rail  Plan  | Chapter  2: ÂȰȴǈȖɊȽǈṭɸ Existing  Rail  System  
September  2021 

2-64 

 

 

2.2 Trends  and  Forecasts  
The purpose of this section is to describe trends that will affect rail needs for the state of 
Oklahoma  in  the  future.  Trends  which  impact  both  passenger  and  freight  rail  include  factors 
such  as demographic and  economic growth, freight and  passenger  transportation  changes, 
and the future land use outlook. The following discussions provide a base for determining 
future rail service needs in Oklahoma.  

2.2.1 Demographic  and  Economic  Growth  Factors  

2.2.1.1 Population  
ÂȰȴǈȖɊȽǈṭɸ po pulation  is estimated  at  nearly  4 million  as of  2019. Oklahoma  Department  of 
Commerce  ǳɸʆȜȽǈʆǳɸ ʆȖǈʆ Ǥʭ ᶢᶠᶤᶠḼ ÂȰȴǈȖɊȽǈṭɸ ɭɊɭʎȴǈʆȜɊȿ will  increase by over  624,000 to 
almost 4.6 million. This trend is illustrated in Figure 2 -6 below.  

 

Figure  2-6: Forecasts  of  Oklahoma  Population  Trends  
Source:  Bureau  of  Economic  Analysis,  Regional  Economic  Accounts, SA1  Personal  Income  and  Employment  by  Major 
Component and Oklahoma Department of Commerce; 2012 Demographic State of the State Report.  

ÂȰȴǈȖɊȽǈṭɸ ɭɊɭʎȴǈʆȜɊȿ ɭɰɊȭǳǥʆȜɊȿɸ ǬȜɸɭȴǈʭǳǬ Ȝȿ ʆȖǳ ȍȜȎʎɰǳ ǈǤɊʦǳ ȜȽɭȴʭ ǈȿ ǈʦǳɰǈȎǳ ǈȿȿʎǈȴ 
rate of growth of 0.7%. This growth rate is higher than most recent gro wth rate of the state 
population  as well  as higher  than  population  growth  for  the  entire  United  States.  This  trend  is 
illustrated in Figure 2 -7 which shows that over the years 2015 -ᶢᶠᶡᶩ ÂȰȴǈȖɊȽǈṭɸ ɭɊɭʎȴǈʆȜɊȿ 
growth averaged 0.3% annually while population growth in the United States averaged at 
just below 0.6% annually. Over the years 2019 -ᶢᶠᶤᶠḼ ÂȰȴǈȖɊȽǈṭɸ ɭɊɭʎȴǈʆȜɊȿ Ȝɸ ȍɊɰǳǥǈɸʆǳǬ ʆɊ 
grow at the ra te of 0.7% annually while at the national level population is forecasted to grow 
at the rate just above 0.6% annually.  
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Figure  2-7: Population  Growth  Rate  in  Oklahoma  and  United  States  
Source:  Calculated  based  on:  Oklahoma  Department  of  Commerce,  2012 Demographic  State  of  the  State  Report  and  
U.S. Census  Bureau,  Projected  Population  Size and  Births,  Deaths,  and  Migration:  Main  Projections  Series  for  the 
United States, 2017 -2060.  

2.2.1.2 Employment  
In  2019, ÂȰȴǈȖɊȽǈṭɸ employment  amounted  to  about  1.8 million.  Employment  is forecasted 
to  increase  by  about 21,500 positions (or  1.2%) by 2021 and  another  51,000 positions (or  2.8%) 
Ǥʭ ᶢᶠᶢᶨṁ ðȖɊʎȴǬ ʆȖȜɸ ʆɰǳȿǬ ǥɊȿʆȜȿʎǳḼ ÂȰȴǈȖɊȽǈṭɸ ǳȽɭȴɊʭȽǳȿʆ ʧɊʎȴǬ Ȝȿǥɰǳǈɸǳ Ǥʭ ǈȿɊʆȖǳɰ 
91,000 jobs  by  2040  to  reach  a level  of  nearly  2 million.  These  trends  are  illustrated  in Figure  
2-8 be low.  

 

Figure  2-8: Forecasts  of  Oklahoma  Employment  Trends  
Source: Oklahoma Employment Security Commission, Short -Term and Long -Term Industry Employment 
Projections.  2040  employment  extrapolated  by  HDR  assuming  average  annual rate  of  growth  equal  to  the  rate 
between 2021 and 2028.  

It is noted that trends displayed in Figure 2 -8 represent pre -COVID -19 projections. It is 
estimated that between February and April 2020, employment in Oklahoma fell by almost 
271,000. Much  of  the  job  losses  were  regained  by  November  2020,  but  still  total  employment 
in November 2020 was lower by almost 31,000 than in February 2020. Figure 2 -9 illustrates 
these most recent trends.  
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Figure  2-9: Recent  Trends  in  ÂȰȴǈȖɊȽǈṭɸ Employment  
Source:  Bureau  of  Labor  Statistics,  Series  ID  LASST400000000000006.  

 

At this time, it is not fully clear to what extent the COVID -19 pandemic will affect the 
medium - to  longer -term  economic  outcomes.  The  Center  for  Ap plied  Economic  Research  at 
ÂȰȴǈȖɊȽǈ ðʆǈʆǳ ąȿȜʦǳɰɸȜʆʭ ȍɊɰǳǥǈɸʆɸ ʆȖǈʆ ÂȰȴǈȖɊȽǈṭɸ ǳȽɭȴɊʭȽǳȿʆ ʧȜȴȴ ɰǳǥɊʦǳɰ ʆɊ ʆȖǳ 
December 2019 levels by the first quarter of 2023. 46  By end of 2025, employment is expected 
to  increase  by  about  3% compared  to  end  of  2019. This  baseline  forecast  does  not  include  the 
effects  of  the  economic  stimulus  programs  enacted  in  early  2021 but  anticipates  widespread  
distribution  and  adoption  of  COVID -19 vaccines by  the  spring  and  summer  of  2021. Additional 
fiscal stimulus would increas e personal consumption and help boost the economic activity, 
though this may be tempered by temporary scarcity due to supply chain lag.  

2.2.1.3 Personal  Income  
Figure  2-10 shows  recent  trends  in  personal  income  in  Oklahoma  and Ṝ for  a comparison  Ṝ in 
the entire United States. The figure shows that in 2019 and the first quarter of 2020, personal 
income per capita in Oklahoma amounted to about $47,500. This income increased to  
$52,500  in  the  second  quarter  of  2020  but  fell  below  $50 ,000  in  the  second.  Throughout  the 
ɭǳɰȜɊǬ ɸȖɊʧȿ Ȝȿ ʆȖǳ ȍȜȎʎɰǳḼ ÂȰȴǈȖɊȽǈṭɸ ɭǳɰɸɊȿǈȴ ȜȿǥɊȽǳ ɭǳɰ ǥǈɭȜʆǈ ʧǈɸ ȴɊʧǳɰ ʆȖǈȿ Ȝȿ ʆȖǳ 
entire United States by about $9,000 to $10,000.  

As Figure  2-11 demonstrates,  the  increase  in  personal  income  in the  second  quarter  of  2020  is 
due to an increase in social transfers as net earnings (and gross earnings) declined. The 
second and third quarter of 2020 correspond to the period of economic downturn across the 
United States due to the COVID -19 pandemic. The increase in personal income is due to the 
income relief program launched by the federal government.  

https://business.okstate.edu/site-files/docs/economics/economic_outlook_2021_caer.pdf
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Figure  2-10: Recent  Trends  in  Personal  Income  per  Capita  in  Oklahoma  and  United  States 
Source: Bureau of Economic Analysis, SA1 Personal Income Summary: Personal Income, Population, Per Capita 
Personal  Income  

 

Figure  2-11: Recent  Trends  in  Selected  Income  Measures  in  Oklahoma  
Source:  Bureau  of  Economic  Analysis,  SA1 Personal  Income  Summary:  Personal  Income,  Population,  Per  Capita 
Personal  Income  

In  the  short -term,  the  growth  in  personal  income  in  Oklahoma  can  be  expected  to  be  related 
to the economic recovery from the COVID -19 pandemic. Center for Applied Economic 
Research  at Oklahoma State  University forecasts that over  the  years 2021 and  2022  growth  in 
personal income  will  amount  to  about  2.9% annually  while  wages  and  salaries  will  grow  at  an 
average annual rate of about 5.0%. 47  These rates of growth are higher than the growth in 
employment estimated at 2.5% and can thus be expected to lead to a modest increase in 
income per capita.  

https://business.okstate.edu/site-files/docs/economics/economic_outlook_2021_caer.pdf
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2.2.1.4 Industrial  Outlook  by  Sector  
The Oklahoma Employment Security Commission provides future industry employment 
projections  to  2028.  Table  2-29 shows  employment  sha res by  industry  for  2019 and  2028  as 
well as change in the number of positions for each industry between those years.  

The table shows that the largest increase in employment is expected to be in Health Care 
and Social Assistance (increase in employment sha re from 12.8% to 9.1%, or by 17,340 
positions) and Accommodation and Food Services (increase in employment share from 8.5% 
to 13.6%, or by 24,590 positions). Other industries with expected increase in employment 
share of at least 0.1% and number of positio ns of at least 4,000 over the years 2019 -2028 
include: Mining, Construction, Professional Services, Administrative Services, and Arts and 
Recreation. The category of self -employed and unpaid family members is also expected to 
increase by 0.1% and over 4,00 0 jobs. The largest reductions in employment are expected in 
the Manufacturing Industry (by over 6,700 positions) and Education Services (by over 1,200 
positions).  Industries  with  a very  modest  growth  include  Government  Services  (160 additional 
positions between 2019 and 2028) and Finance and Insurance (920 additional positions 
between 2019 and 2028). Employment shares of these industries is forecasted to decrease in 
the years to 2028.  

Table  2-29: Industry  Employment  in  Oklahoma,  2019 and  2028  Projections  

 
Industry  

Share  of  Total  
Employment  (Percent)  

Change in 
Employment  
(Number  of 
Positions)  2019 2028  

Mining  2.9% 3.0% 4,080  

Construction  4.5% 4.6% 5,780  

Manufacturing  7.9% 7.2% -6,730  

Wholesale  Trade  3.2% 3.0% -670  

Retail  Trade  9.7% 9.4% 1,660 

Transportation  and  Warehousing  3.0% 3.0% 2,960  

Finance  and  Insurance  3.2% 3.1% 920  
Professional,  Scientific,  and  Technical  
Services  

 

4.1% 
 

4.2% 
 

4,180 
Administrative  and  Support  and 
Waste Management and  
Remediation  Services  

 
5.3% 

 
5.5% 

 
6,590  

Educational  Services  9.3% 8.9% -1,240 

Health  Care  and  Social  Assistance  12.8% 13.6% 24,590  

Accommodation  and  Food  Services  8.5% 9.1% 17,340 
 

2.2.1.5 Passenger  Trends  
Figure 2 -12 shows the number of total enplanements in Oklahoma. The number of 
enplanements was increasing between 2002 and 2008, reaching a peak in 2008 of nearly 3.5 
million annually. Following the economic recession, the number of enplanements fell by 
about  300,000  annually  and  remained  at  a level  of  about  3.1 million  to  3.2 million  for  the  eight  
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years that followed, through 2016. Traffic started growing again in 2017, and in 2018 the 
number  of  enplanements  exceeded  pre -2008  crisis  reaching  3.6 million.  In  2019, the  number 
of  enplanements  grew  further  to  3.7 million  but declined  drastically  to  less than  1.5 million  in 
2020.  

 

Figure  2-12: Total  Enplanements  in  Oklahoma  
Sources:  Bureau  of  Transportation  Statistics,  T-100 Market  Data.  Enplaned  passenger  at  Oklahoma City,  Tulsa, 
Lawton/Fort Sill, and Stillwater airports; all air carriers. Note: 2020 figure includes data only to October 2020.  

Figure 2 -13 below presents trends in passenger highway travel. The figure shows that 
between 2009 and 2016 total vehicle miles of travel (VMT) had an increasing trend from 
about  47,000  million  VMT to  49,000  million  VMT. In  the  following  years to  2019 (the  last  year 
of  data availability), VMT displayed substantial volatility from year to year with an overall 
reduction  in  VMT to  44,600  million  VMT in  2019. VMT per  licensed  driver displayed  an  overall 
decreasing trend from an average of more than 20,000 VMT annually to be low 18,000 VMT 
annually.  

 

Figure  2-13: Oklahoma  Passenger  Highway  Vehicle -Miles  Traveled  
Source:  Bureau  of  Transportation  Statistics,  State  Transportation  Statistics.  
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The Heartland  Flyer , a daily passenger train from Oklahoma City, Oklahoma, to Fort Worth, 
Texas, is currently  the  only  intercity  passenger  rail  service  available  in  Oklahoma. Figure  2-14 
shows ridership from the year of service inception in 1999 to 2019 (the last year for which 
published data was available at the time of writing this report).  

Figure  2-14 demonstrates  that  the  Heartland  Flyer  had  a steady  grow th  over  the  years  from 
2003 to 2012 when it reached peak ridership of 87,873. From 2012 to 2016, ridership was 
decreasing and stabilized at a level of about 68,000. In 2019, Heartland  Flyer  ridership 
amounted to 67,961.  

 

Figure  2-14: Heartland  Flyer  Rider ship  
Source:  ODOT  and  Rail  Passengers  Association.  

2.2.2 Freight Demand and Growth  

2.2.2.1 Current  Freight  Rail  Movements  
2019 freight rail movements in Oklahoma by direction (outbound, inbound, intrastate, and 
through), tonnage, and carload units were derived from the 2019 Surface Transportation 
Board  (STB) Carload  Waybill  Sample  data.  The  following  sections  summarize  rail  m ovements 
by direction and the top commodities associated with each. Supplemental graphics are 
shown for ease of identifying key commodity movements.  

2.2.2.1.1 Summary  
As shown in Table 2 -30  and Figure 2 -15, 2019 Oklahoma rail movements totaled 259 million 
tons carried via 5.9 million carload units. Of all rail movements, through movements, or those 
passing through Oklahoma (i.e. originating and ending outside of Oklah oma), are the 
dominant movements comprising 85.2% of all tonnage and 93.3% of all carload units . Both 
outbound  and  inbound  movements  are  similar  in  magnitude  (comprising  7.5% and  6.5% of  all 
tonnage, and 3.5% and 2.9% of all carloads, respectively). In comparison, intrastate 
movements are relatively small encompassing 0.8% and 0.4% of all tonnage and carloads, 
respectively.  
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Table  2-30:  Freight  Rail  Movements  in  Oklahoma,  by  Direction,  2019 

Direction  Tons  Carloads  Tons/Carload 
Utilization  

Amount  Percent  Amount  Percent  
Outbound  19,423,798 7.5% 203,935  3.5% 95.2 

Inbound  16,863,168 6.5% 170,039 2.9% 99.2 

Intrastate  2,143,806 0.8% 23,160 0.4% 92.6 

Through  220,677,657  85.2% 5,493,763  93.3% 40.2  

Total  259,108,429  100% 5,890,897  100% 44.0  

Source:  Prepared  by  HDR,  based  on  the  2019 STB Carload  Waybill  Sample  data  
 

 
Figure  2-15: Freight  Rail  Movements  Share  by  Direction,  2019 
Source:  Prepared  by  HDR,  based  on  the  2019 STB Carload  Waybill  Sample  data  

Major  Commodity  Movements  
The  top  5 commodities  by  tonnage  and  carload  units  for  all  movements are  listed  below  and 
illustrated graphically in Figure 2 -16.48  

 
 
 

 
48  In  Figure  2-16 and  all  subsequent  figures  and  tables,  shipment  category  labelled  ǈɸ ṬÂʆȖǳɰɸṭ includes the  following 
commodities: Forest Products, Fresh Fish or Marine Products, Petroleum Prod, Natural Gas, Ordnance or 
Accessories, Food or Kindred Products, To bacco Products, Textile Mill Products, Apparel or Related Products, Logs, 
Lumber, Wood Prod., Furniture or Fixtures, Pulp, Paper or Allied Products, Printed Matter, Chemicals or Allied 
Products,  Petroleum  or  Coal  Products,  Rubber  or  Misc.  Plastics,  Leather  or  Leather  Products,  Clay, Concrete,  Glass or 
Stone, Primary Metal Products, Fabricated Metal Products, Machinery, Electrical Equipment, Transportation 
Equipment, Instruments, Photo Equip, Optical Eq, Misc. Manufacturing Products, Waste or Scrap Materials , Freight 
Forwarded Traffic, Misc. Freight Shipments, Shipping Containers, Mail or Contract Traffic, Small Packaged Freight 
Shipments  
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By  Tonnage:  

1. Coal  (62.9 million  tons,  24.3% of  rail  total)  

2. Miscellaneous  Mixed  Shipments  (33.5 million  tons,  12.6% of  rail  total)  

3. Farm  Products  (30.7 million  tons,  11.9% of  rail  total)  

4. Hazardous  Materials  (29.7 million  tons,  11.5% of  rail  total)  

5. Food  or  Kindred  Products  (28.9 million  tons,  11.2% of  rail  total) 

By Carload Units:  

1. Miscellaneous  Mixed  Shipments  (2.3 million  carloads,  39.8% of  rail  total)  

2. Coal  (521,335 carloads,  8.9% of  rail  total)  

3. Hazardous  Materials  (465,568  carloads,  7.9% of  rail  total)  

4. Food  or  Kindred  Products  (447,750  carloads,  7.6% of  rail  total)  

5. Farm  Products  (392,636  carloads,  6.7% of  rail  total)  
 

 
Figure  2-16: Rail  Movements  Top  Commodities  by  Tonnage  and  Carload,  2019 
Source:  Prepared  by  HDR,  based  on  the  2019 STB Carload  Waybill  Sample  data  

Figure  2-17 illustrates  the  top  commodity  movements  by  direction,  in  terms  of tonnage 
shipped.  
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Figure  2-17: Rail  Commodity  Tonnage  by  Direction  of  Shipments,  2019 
Source:  Prepared  by  HDR,  based  on  the  2019 STB Carload  Waybill  Sample  data  

As noted above, through movements encompass a relatively large proportion of tonnage of 
shipments (85.2%) compared to inbound (6.5%), outbound (7.5%), and intrastate (0.8%) 
tonnage shipped. This may distort inferences as to the structure of inbound, outbou nd, and 
intrastate  movements.  In  order  to  show  unbiased  characteristics  of  those  movements, Figure  
2-18 provides an illustration of top commodity shipments by direction excluding through 
movemen ts. 
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Figure  2-18: Rail  Commodity  Tonnage  by  Direction  Ṝ Excluding  Through  Traffic,  2019 
Source:  Prepared  by  HDR,  based  on  the  2019 STB Carload  Waybill  Sample  data  

The figure demonstrates that inbound movements in 2019 were predominantly coal and 
hazardous  materials  (28.2% and  17.0% of  tonnage  shipped,  respectively),  while  nonmetallic 
minerals and chemicals or allied products dominated outbound movements (56.1% and 
13.8%, respectively). Nonmetallic minerals and pulp, paper or allied products dominated 
intrastate movements (58.8% and 17.6%, respectively).  

Figure  2-19 and Figure  2-20  illustrate  carload  movements  by  direction  with  and without 
through shipments.  



Oklahoma  Department  of  Transportation  | Oklahoma  State  Rail  Plan  | Chapter  2: ÂȰȴǈȖɊȽǈṭɸ Existing  Rail  System  
September  2021 

2-75 

 

 

 

 
Figure  2-19: Rail  Commodity  Carloads  by,  2019 
Source:  Prepared  by  HDR,  based  on  the  2019 STB Carload  Waybill  Sample  data  

As in the context of tonnage of shipments, through carloads accounted for a predominant 
share of all movements (93.3% of total), compared to inbound (2.9%), outbound (3.5%), and 
intrastate (0.4%) movements. In order to facilitate inferences regarding inbound, outbound, 
and  intrastate  movements,  Figure  2-20  illustrates  the  magnitude  of  shipments  that  exclude 
through movements.  
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Figure  2-20:  Rail  Commodity  Carloads  by  Direction  Ṝ Excluding  Through  Traffic,  2019 
Source:  Prepared  by  HDR,  based  on  the  2019 STB Carload  Waybill  Sample  data  

The figure shows that the largest share of Oklahoma inbound movements in 2019 was 
accounted for by coal and hazardous materials (23.1% an d 18.3% of all inbound movements, 
respectively). Nonmetallic minerals and chemicals or allied products had the largest share of 
outbound  movements  (53.2% and  13.4%, respectively).  Nonmetallic  minerals  and  pulp,  lumber 
or allied products dominated the intrastate movements (52.6% and 20.0%, respectively).  

2.2.2.1.2 Rail Outbound  
Outbound movements in 2019 amounted to 19.4 million tons (7.5% of total tonnage) and 
203,935  carloads  (3.5% of  total).  The  top  5 commodities  by  tonnage  and  carloads  are  listed 
below.  

By  Tonnage:  

1. Nonmetallic  Minerals  (10.9 million  tons,  56.1% of  outbound  ra il  total)  

2. Chemical  or  Allied  Products  (2.7 million  tons,  13.8% of  outbound  rail  total)  

3. Farm  Products  (1.8 million  tons,  9.2% of  outbound  rail  total)  

4. Pulp,  Paper,  or  Allied  Products  (1.3 million  tons,  6.9% of  outbound  rail  total)  

5. Petroleum  or  Coal  Products  (803,468  tons,  4.1% of  outbound  rail  total)  
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By  Carload  Units:  

1. Nonmetallic  Minerals  (108,452 carloads,  53.2%% of  outbound  rail  total)  

2. Chemicals  or  Allied  Products  (27,383 carloads,  13.4% of  outbound  rail  total)  

3. Farm  Products  (16,820 carloads,  8.2% of  outbound  rail  total)  

4. Pulp,  Paper,  or  Allied  Products  (16,680 carloads,  8.2% of  outbound  rail  total)  

5. Petroleum  or  Coal  Products  (8,896  carloads,  4.4% of  outbound  rail  total)  
 

Figure  2-21: Rail  Outbound  Top  Commodities  by  Tonnage  and  Carload,  2019 
Source:  Prepared  by  HDR,  based  on  the  2019 STB Carload  Waybill  Sample  data  

Outbound  Tonnage  Origin  
2019 rail movements destined for out -of -state originated primarily in Johnston County (9.3 
million  tons,  47.9% of  outbound  rail  total),  Garfield  County  (1.8 million  tons,  9.2% of  outbound 
rail total), and Rogers County (1.8 million tons, 9.1% of outbound r ail total). The top 3 origin 
counties, by tonnage, are listed below along with the respective top 5 outbound 
commodities in these counties. This is followed by an illustration of top outbound 
commodities by county of origin in Figure 2 -22. 

Johnston  County:  

1. Nonmetallic  Minerals  (9.3 million  tons,  99.9% of  outbound  county  total) 

Garfield County:  

1. Chemicals  or  Allied  Products  (703,813 tons,  39.4% of  outbound  county  total)  

2. Farm  Products  (507,624  tons,  28.4% of  outbound  county  total)  

3. Petroleum  or  Coal  Products  (383,988  tons,  21.5% of  outbound  county  total)  

4. Food  or  Kindred  Products  (113,000 tons,  6.3% of  outbound  county  total)  

5. Hazardous  Materials  (56,120 tons,  3.1% of  outbound  county  total)  
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Rogers  County:  

1. Chemical  or  Allied  Products  (1.6 million  tons,  89.5% of  outbound  county  total)  

2. Waste  or  Scrap  Materials  (81,360 tons,  4.6% of  outbound  county  total)  

3. Primary  Metal  Products  (55,880  tons,  3.2% of  outbound  county  total)  

4. Hazardous  Materials  (39,600  tons,  2.2% of  outbound  county  total)  

5. Transportation  Equipment  (7,880  tons,  0.4% of  outbound  county  total)  
 

Figure  2-22: Rail  Outbound  Commodity  Tonnage  by  Oklahoma  County  Origin,  2019 
Source:  Prepared  by  HDR,  based  on  the  2019 STB Carload  Waybill  Sample  data  

Outbound  Tonnage  Destination  
Rail  movements  in  2019 originating  in  Oklahoma  were  transported  primarily  to  Texas (12.6 
million tons, 64.7% of outbound rail total), Nebraska (1.1 million tons, 5.5% of outbound rail 
total), and California (905,624 tons, 4.7% of outbound rail total). The top 5 commodities, in 
each of the above three destination state, included:  

Texas: 

1. Nonmetallic  Minerals  (10.0 million  tons,  79.3% of  destination  state  total)  

2. Farm  Products  (1.3 million  tons,  10.5% of  destination  state  total)  

3. Chemical  or  Allied  Products  (388,712 tons,  3.1% of  destination  total)  

4. Hazardous  Materials  (295,784  tons,  2.4% of  destination  total)  

5. Petroleum  or  Coal  Products  (254,488  tons,  2.0% of  destination  total)  
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Nebraska:  

1. Chemicals  or  Allied  Products  (962,767  tons,  90.3% of  destination  state  total)  

2. Pulp,  Paper  or  Allied  Products  (51,720 tons,  4.8% of  destination  state  total)  

3. Clay, Concrete,  Glass or  Stone  (24,440  tons,  2.3% of  destination  state  total)  

4. Logs,  Lumber,  Wood  Products  (18,040  tons,  1.7% of  destination  state  total)  

5. Food  or  Kindred  Products  (3,960  tons,  0.4% of  destination  state  total) 

Califor nia:  

1. Pulp,  Paper  or  Allied  Products  (340,080  tons,  37.6% of  destination  state  total)  

2. Chemicals  or  Allied  Products  (243,600  tons,  26.9% of  destination  state  total)  

3. Farm  Products  (209,824  tons,  23.2% of  destination  state  total)  

4. Clay, Concrete,  Glass or  Stone  (43,480  tons,  4.8% of  destination  state  total)  

5. Hazardous  Materials  (32,520 tons,  3.6% of  destination  state  total)  
 
Figure  2-23 below  shows  rail  outbound  commodity  tonnage  by  destination  state  in  2019. 

 

Figure  2-23: Rail  Outbound  Commodity  Tonnage  by  Destination  State,  2019 
Source:  Prepared  by  HDR,  based  on  the  2019 STB Carload  Waybill  Sample  data  
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2.2.2.1.3 Rail Inbound  
Inbound  movements  in  2019 accounted  for  16.9 million  tons  (6.5% of  total)  and  170,039 
carloads (3.5% of total). The top 5 commodities are listed below.  

By  Tonnage:  

1. Coal  (4.8  million  tons,  28.2% of  inbound  rail  total)  

2. Hazardous  Materials  (2.9 million  tons,  17.0% of  inbound  rail  total)  

3. Nonmetallic  Minerals  (2.9 million  tons,  16.9% of  inbound  rail  total)  

4. Farm  Products  (1.5 million  tons,  9.1% of  inbound  rail  total)  

5. Food  or  Kindred  Products  (1.1 million  tons,  6.2% of  inbound rail  total) 

By Carload Units:  

1. Coal  (39,260  carloads,  23.1% of  inbound  rail  total)  

2. Hazardous  Materials  (31,168 carloads,  18.3% of  inbound  rail  total)  

3. Nonmetallic  Minerals  (26,115 carloads,  15.4% of  inbound  rail  total)  

4. Transportation  Equipment  (12,276 carloads,  7.2% of  inbound  rail  total)  

5. Farm  Products  (11,731 carloads,  6.9% of  inbound  rail  total)  
 

 

 
Figure  2-24:  Rail  Inbound  Top  Commodities  by  Tonnage  and  Carloads,  2019 
Source:  Prepared  by  HDR,  based  on  the  2019 STB Carload  Waybill  Sample  data  



Oklahoma  Department  of  Transportation  | Oklahoma  State  Rail  Plan  | Chapter  2: ÂȰȴǈȖɊȽǈṭɸ Existing  Rail  System  
September  2021 

2-81 

 

 

Inbound  Tonnage  Origin  
2019 rail  movements  destined  for  Oklahoma  originated  primarily  from  Wyoming  (5.0 million 
tons,  29.5% of  inbound  rail  total),  Texas (1.2 million  tons,  7.4% of  inbound  rail  total),  and  Illinois 
(1.2 million tons, 7.4% of inbound rail total). The top five commodities from the above states 
included the following:  

Wyoming:  

1. Coal  (4.7 million  tons,  95.3% of  origin  state  total)  

2. Chemical  or  Allied  Products  (162,960 tons,  3.3% of  origin  state  total)  

3. Hazardous  Materials  (28,720  tons,  0.6% of  origin  state  total)  

4. Clay, Concrete,  Glass or  Stone  (26,160 tons,  0.5% of  origin  state  total)  

5. Nonmetallic  Minerals  (8,400  tons,  0.2% of  origin  state  total) 

Texas: 

1. Hazardous  Materials  (338,960  tons,  27.2% of  origin  state  total)  

2. Nonmetallic  Minerals  (300,553  tons,  24.1% of  origin  state  total)  

3. Chemical  or  Allied  Products  (249,960  tons,  20.0% of  origin  state  total)  

4. Waste  or  scrap  materials  (107,548, 8.6% of  total)  

5. Transportation  Equipment  (86,876  tons,  7.0% of  origin  state  total) 

Illinois:  

1. Nonmetallic  Minerals  (666,719 tons,  53.6% of  origin  state  total)  

2. Transportation  Equipment  (112,480 tons,  9.1% of  origin  state  total)  

3. Chemical  or  Allied  Products  (109,748 tons,  8.8% of  origin  state  total)  

4. Hazardous  Materials  (99,480  tons,  8.0% of  origin  state  total)  

5. Primary  Metal  Products  (92,880  tons,  7.5% of  origin  state  total)  
 
Figure  2-25 provides  a graphical  illustration  of  the  origins  of  top  inbound  commodities  to 
Oklahoma.  
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Figure  2-25: Rail  Inbound  Commodity  Tonnage  by  Origin  State,  2019 
Source:  Prepared  by  HDR,  based  on  the  2019 STB Carload  Waybill  Sample  data  

Inbound  Tonnage  Destination  
The  top  counties  of  destination  of  inbound  freight  rail  movements  to  Oklahoma  Included  the 
following: Rogers (2.1 million tons, 12.5% of inbound total), Lincoln (1.9 million tons, 11.2% of 
inbound total), and Oklahoma (1.8 million tons, 10.4% of inbound total). The top 5 
commodities, by inb ound county, included:  

Rogers  County:  

1. Coal  (1.3 million  tons,  62.2% of  inbound  county  total)  

2. Primary  Metal  Products  (431,320 tons,  20.5% of  inbound  county  total)  

3. Hazardous  Materials  (147,468 tons,  7.0% of  inbound  county  total)  

4. Chemicals  or  Allied  Products  (134,356 tons,  6.4% of  inbound  county  total)  

5. Farm  Products  (37,056  tons,  1.8% of  inbound  county  total) 

Lincoln County:  

1. Hazardous  Materials  (1.9 million  tons,  100.0% of  inbound  county  total) 

Oklahoma County:  

1. Nonmetallic  Minerals  (584,490  tons,  33.4% of  inbound  county  total)  

2. Logs,  Lumber,  Wood  Products  (239,880  tons,  13.7% of  inbound  county  total)  

3. Food  or  Kindred  Products  (189,280 tons,  10.8% of  inbound  county  total)  

4. Transportation  Equipment  (147,336 tons,  8.4% of  inbound  county  total)  

5. Pulp,  Paper  or  Allied  Products  (114,040 tons,  6.5% of  inbound  county  total)  
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Figure  2-26: Rail  Inbound  Commodity  Tonnage  by  Oklahoma  County  Destination,  2019 
Source:  Prepared  by  HDR,  based  on  the  2019 STB Carload  Waybill  Sample  data  

2.2.2.1.4 Rail Intrastate  
2019 Oklahoma intrastate movements accounted for 0.8% (2.1 million tons) and 0.4% (23,160 
carloads)  of  total  tonnage  and  carloads,  respectively.  The  top  5 commodities  by  tonnage  and 
carloads included the following:  

By  Tonnage:  

1. Nonmetallic  Minerals  (1.3 million  tons,  58.8% of  intrastate  total)  

2. Pulp,  Paper  or  Allied  Products  (376,920  tons,  17.6% of  intrastate  total)  

3. Clay, Concrete,  Glass, or  Stone  (195,184 tons,  9.1% of  intrastate  total)  

4. Waste  or  Scrap  Materials  (131,760 tons,  6.1% of  intrastate  total)  

5. Logs,  Lumber,  Wood  Products  (47,600  tons,  2.2% of  intrastate  total) 

By Carload Units:  

1. Nonmetallic  Minerals  (12,172 carloads,  52.6% of  intrastate  total)  

2. Pulp,  Paper  or  Allied  Products  (4,640  carloads,  20.0% of  intrastate  total)  

3. Waste  or  Scrap  Materials  (1,840 carloads,  7.9% of  intrastate  total)  

4. Clay, Concrete,  Glass, or  Stone  (1,784 carloads,  7.7% of  intrastate  total)  

5. Transportation  Equipment  (808  carloads,  3.5% of  intrastate  total)  
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Figure  2-27: Rail  Intrastate  Top  Commodities  by  Tonnage  and  Carload,  2019 
Source:  Prepared  by  HDR,  based  on  the  2019 STB Carload  Waybill  Sample  data  

2.2.2.1.5 Rail Through  
Rail movements passing through Oklahoma represented the dominant directional 
movements  in  2019, encompassing  85.2% (220  million  tons)  and  93.3% (5.5 million  carloads)  of 
total tonnage and carloads, respectively. The top 5 commodities by tonnage and carload  
units included the following:  

By  Tonnage:  

1. Coal  (58.0  million  tons,  26.3% of  through  total)  

2. Miscellaneous  Mixed  Shipments  (33.5 million  tons,  15.2% of  through  total)  

3. Food  or  Kindred  Products  (27.7 million  tons,  12.5% of  through  total)  

4. Farm  Products  (27.4 million  tons,  12.4% of  through  total)  

5. Hazardous  Materials  (26.4 million  tons,  11.9% of  through  total) 

By Carload Units:  

1. Miscellaneous  Mixed  Shipments  (2.3 million  carloads,  42.7% of  through  total)  

2. Food  and  Kindred  Products  (434,736  carloads,  7.9% of  through  total)  

3. Hazardous  Materials  (426,027  carloads,  7.8% of  through  total)  

4. Farm  Products  (364,085  carloads,  6.6% of  through  total)  

5. Shipping  Containers  (265,400  carloads,  4.8% of  through  total)  
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Figure  2-28: Rail  Intrastate  Top  Commodities  by  Tonnage  and  Carload,  2019 
Source:  Prepared  by  HDR,  based  on  the  2019 STB Carload  Waybill  Sample  data  

2.2.2.2 Freight  Forecasts  
In order to estimate potential future freight rail tonnage, forecasts were derived from the 
Freight Analysis Framework (FAF) database, version 4. 49  FAF data provides a suitable means 
by  which  to  assess future  growth  in  tonnage  of  shipments,  despite  being  less comprehensive 
than STB Carload Waybill Sample data. Due to FAF data being presented in Standard 
Classification of Transported Goods (SCTG) commodity terms, as opposed to Standard 
Transportation Commodity Code (STCC) terms used by the STB, the two datab ases are not 
directly comparable in terms of commodity classifications. Total tonnage by direction, 
however, are relatively comparable and presented in Table 2 -31 below. It is also noted that 
FAF does not provide interstate ( through) movements since specific routings of freight 
movements  are  not  specified  in  the  underlying  data.  As a result,  only  outbound,  inbound,  and 
intrastate movements may be directly compared.  

Table  2-31: Rail  Tonnage  Comparison  by  Source,  2018 and  2019 
 

Direction  
STB Waybill  (2019) FHWA  FAF  v4  (2018)  

STB/FAF  
Amount  Percent  Amount  Percent  

Outbound  19,423,798 50.5% 21,989,725 44.4% 88.3% 

Inbound  16,863,168 43.9% 22,241,792 44.9% 76% 

Intrastate  2,143,806 5.6% 5,279,488  10.7% 40.6%  

Total  38,430,772  100% 49,511,004  100% 78%  
Source:  2019 STB Carload  Waybill  Sample,  FHWA  FAF v4. 

 
 
 
 
 
 

49  FAF version  5 was  released  in  early  2021. This  version  is based  on  more  recent  data than  FAF4  (2017 Commodity 
Flow Survey as opposed to 2012 Commodity Flow Survey). However, at the time of writing this report only initial  
base -year  2017 data  were  available.  Other  historical  data  estimates  and  forecasts  were  scheduled  for  release in  Fall  of 
2021. Therefore, the analysis presented in this report is based on FAF version 4 data.  
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Excluding through movements, FAF data indicates approximately 49.5 million tons moved 
via the Oklahoma rail system in 2018, as compared to 38.4 million tons as reported by STB in 
2019. The two data sources provided similar estimates of outbound shipments but the 
differences in estimates of inbound and intrastate shipments were much larger in the FAF 
data. 50 Differences  could  be  due  to  the  actual  reduction  in  shipments  between  the  two  years 
as well as underlying data sources and data capture. Despite these discrepancies, the 
forecasts of rate of growth in shipments in FAF data can be applied to the STB shipments 
data to provide a high -level estimate of futu re volume of shipments. This is presented in the 
next section below.  

2.2.2.2.1 Summary  Forecasts  
FAF shipments data for 2018 and 2045 forecasts are summarized by all directional 
movements  (outbound,  inbound,  and  intrastate)  in Table  2-32. The  last  column  in  the  table 
shows compound average growth rates (CAGR) from 2018 to 2045 for each movement 
category.  

Table  2-32: FAF  Shipments  and  Growth  Rates,  2018-2045  

Direction  2018 2045  Forecast  CAGR 
Amount  Percent  Amount  Percent  

Outbound  21,989,725 44.4%  30,122,554 56.3% 1.1% 

Inbound  22,241,792 44.9% 16,858,718 31.5% -1.0% 

Intrastate  5,279,488  10.7% 6,538,817 12.2% 0.8% 

Total  49,511,004  100% 53,520,088  100% 0.3% 
Source:  FHWA  FAF v4 

The growth rates calculated from FAF data above (CAGR) were used to forecast outbound, 
inbound,  and  intrastate  rail  shipments  in  Oklahoma  as shown  in Table  2-33 below.  Since  FAF 
data  does  not  capture  interstate  (through)  movements,  a proxy  in  the  form  of  growth  in  total  
U.S. freight  tonnage  of  1.2% was  used  to  forecast  through  movements. 51 

Table  2-33: Rail  Tonnage  Forecast  Summary,  2019-2045  

Direction  
2019 2045  Forecast  Change  

Amount  Percent  Amount  Percent  Amount  Percent  CAGR 
Outbound  19,423,798 7.5% 26,016,200  7.6% 6,592,402  33.9% 1.1% 
Inbound  16,863,168 6.5% 13,037,371 3.8% -3,825,797 -22.7% -1.0% 
Intrastate  2,143,806 0.8% 2,614,909 0.8% 471,103 22.0% 0.8% 
Through  220,677,657  85.2% 300,920,441  87.8% 80,242,784  36.4% 1.2% 

Total  259,108,429  100% 342,588,921  100% 83,480,492  32.2% 1.1% 
Source:  2019 STB Carload  Waybill  Sample  and  rates  of  growth  calculated  from  FHWA  FAF v4  data.  

 
 
 
 

50 FAF shipments  data  for  2019 were  not  available  at  the  time  of  writing  this  report.  
51 U.S. Department  of  Transportation.  Federal  Highway  Administration:  Freight  Analysis  Framework  Inter -Regional 
Commodity Flow Forecast Study Final Forecast Results Report, May 2016. Retrieved from: 
https://ops.fhwa.dot.gov/publications/fhwahop16043/index.htm  

https://ops.fhwa.dot.gov/publications/fhwahop16043/index.htm
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Figure  2-29: Rail  Tonnage  Percentages  by  Year,  2019 and  2045  
Source:  2019 STB Carload  Waybill  Sample,  FHWA  FAF v4 

Total rail freight in Oklahoma is expected to grow from 259 million tons in 2019 to 
approximately 343 million tons in 2045, representing an absolute growth of 32.2%, or 1.1% per 
year  on  average.  The  overall  directional  composition  of  rail  movements  is expected  to  change 
slightly with a notable reduction in the volume and share of inbound freight (decrease to 13 
million  tons  annually,  or  3.8% of  the  total)  and  an  increase  in  the  volume  and  share  of  through 
freight (increase to 300.9 million tons annually, or 97.9% of total).  

2.2.2.2.2 Commodity  Growth  
The  top  STCG Commodities,  by  tonnage,  from  the  FAF Database  for  year  2045  include: 

Outbound:  

1. Coal  and  Petroleum  Products  (18.6 million  tons,  61.8% of  outbound  total)  

2. Fertilizers  (5.0 million  tons,  16.6% of  outbound  total)  

3. Crude  Petroleum  (1.8 million  tons,  6.0% of  outbound  total)  

4. Cereal  Grains  (942,384,  3.1% of  outbound  total)  

5. Natural  Sands  (916,583 tons,  3.0% of  outbound  total) 

Inbound:  

1. Coal  (7.7 milli on  tons,  45.8% of  inbound  total)  

2. Plastics/Rubber  (2.0 million  tons,  11.6% of  inbound  total)  

3. Basic  Chemicals  (938,365  tons,  5.6% of  inbound  total)  

4. Natural  Sands  (904,115 tons,  5.4% of  inbound  total)  

5. Nonmetal  mineral  products  (453,419 tons,  2.7% of  inbound  total)  
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Intrastate:  

1. Gravel  (4.3 million  tons,  65.8% of  intrastate  total)  

2. Natural  Sands  (800,273  tons,  12.2% of  intrastate  total)  

3. Other  Foodstuffs  (550,060  tons,  8.4% of  intrastate  total)  

4. Coal  and  Petroleum  Products  (457,101 tons,  7.0% of  intrastate  total)  

5. Unknown  (209,360  tons,  3.2% of  intrastate  total)  

As will  be  discussed  in  the  following  section,  outbound  Manufacturing  sector  is forecasted  to 
increase  by  3.0% CAGR from  2018 to  2045,  largely  driven  by  outbound  furniture  (16.2% CAGR). 

2.2.2.2.3 Industrial  Outlook  by  Sector  
For ease of comparison, the FAF data compiled was summarized within 4 key categories: 
Agricultural , Mining/Extraction , Manufact uring, and Other . A condensed summary of all 
groupings  and  directions  available  in  FAF (outbound,  inbound,  and  intrastate)  is provided  in 
Table 2 -34 . 

The  data  suggests  that  Manufacturing  will  remain  the  key  sector  for  outbound  movements, 
comprising  52.3% and  85.0% of  all  outbound movements in  2018 and 2045 respectively, and 
displaying an average annual rate of growth of 3.0%. The second -highest rate of growth is 
forecasted for the goods category of Other, an average annual of 2.0% (although from a 
much lower 2018 volume).  

The Mining/Extraction sector is expected to continue to dominate inbound rail tonnage, 
ɰǳɭɰǳɸǳȿʆȜȿȎ ᶥᶣṁᶨể Ɋȍ ǈȴȴ ȜȿǤɊʎȿǬ ȽɊʦǳȽǳȿʆɸ Ȝȿ ᶢᶠᶤᶥṁ ·Ɋʆǳ ʆȖǈʆ ʆȖǳ ɸǳǥʆɊɰṭɸ ɸȖǈɰǳ Ȝɸ 
forecasted  to  decrease  from  78.8% in  2018. At  the  same  time,  the  share  of  Manufacturing  is 
forecasted  to  increase  from  17.1% in  2018 to  37.7% in  2045.  These  trends  are  further  reflected 
in an average annual rate of growth of 1.9% for manufacturing and a decrease of 2.4% 
annually for Mining/Extraction . 

Similar to inbound movements, intrastate tonnage is expected to be dominated by the 
Mining/Extraction  sector  which  is forecasted  to  comprise  approximately  78.1% of  all  intrastate 
movements in 2045. This share represents a reduction from a share of 82.4% in  2018, 
although the volume of shipments is forecasted to grow at a modest rate of 0.6% annually.  
The  Agricultural  sector  is expected  to  grow  approximately  1.8% on  average  per  year  in 
intrastate  movements,  with  Other  and  Manufacturing  forecasted  to  increase  by  1.5%. 
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Table  2-34:  FHWA  FAF  Rail  Shipments,  by  Industrial  Sector,  2018 and  2045  
 

Industrial  Sector  
Outbound  Inbound  Intrastate  

 
2018 

2045  
Forecast  

 
CAGR 

 
2018 

2045  
Forecast  

 
CAGR 2018 2045  

Forecast  
CAGR 

Shipments,  Tons          

Agricultural  1,041,779 1,092,834 0.2% 877,422  1,143,697 1.0% 344,870  557,091 1.8% 
Mining/Extraction  9,354,864  3,261,867 -3.8% 17,518,365 9,066,494  -2.4% 4,351,140 5,104,026 0.6% 

Manufacturing  11,498,021 25,604,626  3.0% 3,806,382  6,364,022  1.9% 441,886  668,339  1.5% 
Other  95,061 163,227 2.0% 39,622 284,505  7.6% 141,592 209,360  1.5% 

Total  21,989,725  30,122,554  1.1% 22,241,792  16,858,718  -1.0% 5,279,488  6,538,817  0.8%  
Percent  of  Total          

Agricultural  4.7% 3.6% N/A  3.9% 6.8% N/A  6.5% 8.5% N/A  

Mining/Extraction  42.5% 10.8% N/A  78.8% 53.8% N/A  82.4% 78.1% N/A  
Manufacturing  52.3% 85.0% N/A  17.1% 37.7% N/A  8.4% 10.2% N/A  
Other  0.4% 0.5% N/A  0.2% 1.7% N/A  2.7% 3.2% N/A  

Source:  Prepared  by  HDR,  based  on  the  FHWA  FAF database  v4 
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2.2.2.3 Conclusions  
Oklahoma freight movements include outbound, inbound, intrastate, and interstate 
(through)  across  a wide  range  of  commodities,  destinations,  and  measures  such  as tonnage 
and carloads. A condensed summary of the analysis is provided below:  

Total  Current  Mov ements  - A total  of  259 million  tons  and  5.9 million  carloads  were  moved 
throughout Oklahoma in 2019, with an overall average of tons/carload utilization of 44.0.  

Outbound  ṷ Amounted  to  19.4 million  tons  (7.5% of  total  tonnage)  and  203,935  carloads  (3.5% 
of all carloads) in 2019. Nonmetallic minerals accounted for the largest share of outbound 
movements with 56.1% of tonnage and 53.2% of carloads, moved primarily from Johnston 
County.  Chemicals and allied products represented the second largest commo dity with 
13.8% of tonnage and 13.4% of carloads.  

Inbound  ṷ comprised  16.9 million  tons  (6.5% of  total  tonnage)  and  170,039 carloads  (2.9% of 
total  carloads)  in  2019. The  largest  commodities  were  represented  by  coal  and  nonmetallic 
minerals (28.2% and 16.9 % of total inbound tonnage and 23.1% and 15.4% of carloads, 
respectively).  

Intrastate ṷ As compared to the other directional movements, intrastate represented the 
smallest share of all tonnage and carloads in 2019 with 2.1 million tons (0.8% of total tonna ge) 
and 23,160 carloads (0.4% of total carloads), respectively. Similar to outbound movements, 
nonmetallic  minerals  was  the  dominant  commodity  moved  with  nearly  1.3 million  tons  (58.8% 
of intrastate tonnage) and 12,172 carloads (52.9% of intrastate carloads).  This was followed by 
pulp, paper or allied products with 376,920 tons (17.6% of intrastate tonnage) and 4,640 
carloads (20% of intrastate carloads)  

Through - Accounted for th e majority of all Oklahoma freight rail movements both in terms 
of  tonnage  and  carloads.  In  2019, through  movements  amounted  to  220.6  million  tons  (85.2% 
of total tonnage) and 5.5 million carloads (93.3% of total carloads).  

Forecasted  Movements  - Oklahoma rail  movements Ṝ outbound,  inbound,  intrastate,  and 
through Ṝ are forecasted to grow by 37.0% (1.1% average annual rate of growth), -24.2% (-1.0% 
average annual rate of growth), 22.0% (0.8% average annual rate of growth), and 36.4% (1.2% 
average  annual  rat e of  growth),  respectively  from  2019 to  2045.  Total  rail  tonnage  is expected 
to grow 1.1% on average, per year, reaching 342.6 million tons in 2045. The most notable 
observation  is the  decrease  in  inbound  movements,  offset  by  outbound  increases.  Intrastate 
movements are forecasted to remain at a relatively low level while through movements are 
forecasted to still account for a predominant share of all movements. Figure 2 -30  shows the 
freight forecast summary.  



Oklahoma  Department  of  Transportation  | Oklahoma  State  Rail  Plan  | Chapter  2: ÂȰȴǈȖɊȽǈṭɸ Existing  Rail  System  
September  2021 

2-91 

 

 

 

 
Figure  2-30:  Rail  Tonnage  Forecast  Summary  
Source:  2019 STB Carload  Waybill  Sample,  FHWA  FAF v4 

2.2.3 Passenger  Travel  Demand  and  Growth  

2.2.3.1 Travel  Demand  Ṝ Highways  
Travel demand within and to/from Oklahoma is expected to continue to grow in the future. 
The trends in vehicular travel demand for Oklahoma, exhibited in Annual Vehicle Miles 
Traveled (VMT), is shown in Table 2 -35. VMT descri bes the level of travel demand on a 
roadway  system,  and  growth  in VMT  is a strong  indicator  of  growth in  travel  demand.  VMT is 
a weighted  measure  of  travel,  and  it  is calculated  by  multiplying  the  number  of  vehicles  on  a 
roadway segment by its length. Thus, an increase could be correlated to either increases in 
vehicles or trip lengths, both of which are growth -related.  

In Table 2 -35, VMT is shown for years 2009 and 2019 by National Highway  Functional 
Classification  (NHFC).  These  classifications  are  used  to  define  roadway  types  and  their 
primary uses for roadway users.  
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Table  2-35: Annual  VMT  on  ODOT  Roadways  by  Classification,  2009  and  2019 

 
Functional  Class  

 
Existing 
Miles of 

Roadway 52 

2009  
Average 

Annual  VMT 
(in  

Thousands) 53 

2019 
Average 

Annual  VMT 
(in  

Thousands) 54  

 
% Growth  

Rural  Interstates,  Freeways,  
& Expressways  

2,621 5,088  5,443  7.0% 

Rural  Arterials  12,594 7,833 8,324  6.3% 

Rural  Collectors  & Local  
Roads  

180,586 8,524  8,253 -3.2% 

Urban  Interstate,  Freeways,  
& Expressways  

2,287 7,502 8,628  15.0% 

Urban  Arterials  10,379 11,175 10,317 -7.7% 

Urban  Collectors  & Local  
Roads  

30,286  6,876  3,683 -46.4%  

Total  238,754  46,997  44,648  -5.0% 

Overall vehicle travel in Oklahoma has decreased by five percent from around 47.0 million 
annual VMT in 2009 to around 44.6 million annual VMT in 2019, with the largest decrease 
occurring  along  urban  collectors  and  local  roads  (around  46  percent  of  the  dec rease  in  VMT 
occurred in this functional class). This decline may be explained by changes in commuting 
patterns, or as a response to fluctuating fuel prices. It is expected that VMT will begin to 
Ȝȿǥɰǳǈɸǳ ǈȎǈȜȿ ǈɸ ÂȰȴǈȖɊȽǈṭɸ ɭɊɭʎȴǈʆȜɊȿ ǥɊȿʆȜȿʎǳɸ ʆɊ ȎɰɊʧṁ 

2.2.3.2 Travel  Demand  Ṝ Air  Travel  
The state of Oklahoma has three primary commercial service airports: Lawton -Fort Sill 
Regional Airport in Lawton, Will Rogers World Airport in Oklahoma City, and Tulsa 
International Airport in Tulsa.  The Bureau of Transportation S tatistics projected 2016 
passenger enplanements at 3.2 million, which is consistent with the past eight years. It is 
expected that the passenger enplanements will remain consistent in the near future. With 
more  activity  measured  in  enplanements  and  based  aircraft  expected  at Oklahoma  airports, 
airport planners need to ensure sufficient capacity to serve airport users and thus avoid 
congested  conditions. More  detail  on  air  travel  is included  in  Section  2.2.6.2 of  the  Oklahoma 
State Rail Plan.  

2.2.3.3 Travel  Demand  Ṝ Intercity  Rail  
The  specific  future  ridership  forecast  for  the  Amtrak  Heartland  Flyer  between  Oklahoma  City, 
Oklahoma, and Fort Worth, Texas, was not available during development of the Oklahoma 
State Rail Plan. ODOT developed a high -level conceptual estimate of future ridership for the  

 
52 FHWA  Functional  System  Lane -Length  2019, Lane -Miles  (HM -60)  
53 FHWA  Functional  System  Travel  2009,  Annual  Vehicle -Miles  (VM -2) 
54 FHWA  Functional  System  Travel  2019, Annual  Vehicle -Miles  (VM -2) 
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Oklahoma  SRP based  on  a number  of  assumptions  listed  in  the  Analysis  of  Public  Benefits  of 
the  Heartland  Flyer  Intercity  Passenger  Rail  Service  report  dated  February  17, 2017. The 
assumptions  included  that  ridership  would  level  off  and  then  start  to  recover  back  to  the  2012 
ridership volumes and then continue to grow at the rate of population growth in the state of 
Oklahoma.  

It is important to note that actual future ridership performance will be based not only on 
population growth, but also by changes in income growth, changes in the number of train 
frequencies and train schedule times at the station (day vs. night), changes in Amtrak fares 
versus  other  modes,  and  changes  in  the  quality  of  Amtrak  service  (i.e., on -time  performance, 
amenities, etc.).  

Table  2-36 below  shows  FY2016 boardings  and  alightings  at  ÂȰȴǈȖɊȽǈṭɸ five  intercity  
passenger  rail  stations  as well  as Oklahoma  station  usage  conceptual  forecast  for  2036.  

Table  2-36: Amtrak  Oklahoma  Boardings  and  Alightings  for  2016 and  Conceptual  Ridership 
Forecast for 2036  

City  2016 2036  Change  over 
Period  

Annual 
Change  

Ardmore  7,967 N/A  N/A  N/A  

Norman  11,781 N/A  N/A  N/A  

Oklahoma  City  44,872  N/A  N/A  N/A  

Pauls  Valley  4,535 N/A  N/A  N/A  

Purcell  1,960 N/A  N/A  N/A  

Total  Oklahoma  Station  Usage  68,257  93,924  37.6%  1.9% 

Source:  Amtrak  and  HDR  

2.2.4 Fuel  Cost  Trends  
Trends  in  fuel  costs  (gasoline  and  diesel)  over  previous  years  are  shown  in  Figure  2-31 and 
Figure 2 -32 below. The average retail gas price in the state of Oklahoma typically trends 
lower than the U.S. average.  
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Figure  2-31: Gasoline  Price  Trends  from  1995 to  2020 55 

Source:  U.S. Energy  Information  Administration  

 

Figure  2-32: Diesel  Fuel  Price  Trends  from  2008  to  2020 56 

Source:  U.S. Energy  Information  Administration  

 
55 https://www.eia.gov/opendata/qb.php?sdid=PET.EMM_EPM0_PTE_R20_DPG.W  
56 U.S. Energy Information Administration, Petroleum  & Other  Liquids . Retrieved from: 
https://www.eia.gov/dnav/pet/hist/LeafHandler.ashx?n=pet&s=emd_epd2dxl0_pte_r20_dpg&f=m  

https://www.eia.gov/opendata/qb.php?sdid=PET.EMM_EPM0_PTE_R20_DPG.W
https://www.eia.gov/dnav/pet/hist/LeafHandler.ashx?n=pet&s=emd_epd2dxl0_pte_r20_dpg&f=m
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Ultra -low sulfur diesel fuel costs over the past seven years fo r Midwest region have also not 
varied substantially from the nationwide average, according to the U.S. Energy Information 
Administration (EIA). The price of diesel fuel in February 2007 in the Midwest was $2.46, 
climbing  to  $4.64  per  gallon  in  July  2008.  With  the  onset  of  the  Great  Recession  diesel  began 
to drop, bottoming out at $2.04 per gallon in March 2009. Diesel prices recovered to almost 
pre -recessionary highs between 2011 and 2014, but have since dropped again, with the most 
recent low of $1.93 per  gallon in February 2016.  

2.2.5 Rail  Congestion  Trends  
Rail congestion typically occurs at rail terminals and junctions. Congestion can also occur 
when  the  estimated  train  volumes  per  day  exceeds  the  maximum  trains  per  day  that  can  be 
accommodated on the line. T he capacity or the maximum trains per day is determined by 
the existing method of operations and associated control systems on the line and the 
existing track configuration.  

A planning level evaluation to assess existing rail capacity and the potential lev el of 
congestion of rail lines in Oklahoma was not conducted during the development of the 
Oklahoma  State  Rail  Plan.  Projects  that  address  existing  bottlenecks  and  rail  capacity  issues 
are described in Chapters 4 and 5 of the State Rail Plan.  

2.2.6 Highway and  Airport  Congestion Trends  

2.2.6.1 Highway  Congestion  
Oklahoma contains 77 counties and is home to four cities with populations greater than 
100,000, including the state capital and largest city, Oklahoma City. Linking these cities and 
counties within the state are various types of highways and roadways. Acco rding to the 
Federal Highway Administration, as of 2019, the state has approximately 114,638 miles of 
public roadway. 57 Of these, around 11 percent are state or federal highways (comprising 
interstate highways, US highways, and Oklahoma state highways), 69  ɭǳɰǥǳȿʆ Ɋȍ ʆȖǳ ðʆǈʆǳṭɸ 
roadways  are  county  roads,  while  20  percent  are  city,  institution,  or  locally  maintained  streets. 
There are approximately 937 miles of federal interstate highways in Oklahoma. 58 Primary 
roadways in the state include Interstate 35, I nterstate 40, and Interstate 44. Other interstate 
highways in Oklahoma include Interstate 235, Interstate 240, and Interstate 244.  

Oklahoma features ten tolled turnpikes, totaling 606 miles across the state. Portions of 
Interstate  44  are  tolled, along  with  a few  US and  Oklahoma  state  highways.  All  turnpikes  are 
built, operated, and maintained by the Oklahoma Turnpike Authority 
(https://www.pikepass.com/about/FAQs.aspx ). 

Every  highway  within  the  state  is classified  as one  of  six state  traffic  data  definitions,  as shown 
in Table 2 -37 below. Rural locations refer to unincorporated places within the st ate, while 
municipal areas are located within city or town limits. Secondary roads and streets refer to 
nonfederal or state highways that range from local streets to larger multilane roadways.  
Primary  roads  are  federal  and  state  highways  that  usually  provi de  high  speed  travel  over  

 
57 Table  HM -10 - Highway  Statistics  2019 - Policy  | Federal  Highway  Administration  (dot.gov)  
58 Table  HM -20 - Highway  Statistics  2019 - Policy  | Federal  Highway  Administration  (dot.gov)  

https://www.pikepass.com/about/FAQs.aspx
https://www.fhwa.dot.gov/policyinformation/statistics/2019/hm10.cfm
https://www.fhwa.dot.gov/policyinformation/statistics/2019/hm20.cfm
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middle -to -long  distances.  The  interstate  highway  class  of  road  is the  highest  classification  of 
arterial roadway and is designed and constructed with mobility and long -distance travel in 
mind, primarily providing limited -access intercity travel connections.  

Most  traffic  counts  are  reported  in  terms  of  annual  average  daily  traffic  (AADT)  and  represent 
an estimate of the number of vehicles traveling along a given point on a highway on an 
average day in the year. Vehicle -miles -traveled (VMT) estimates, while based on AADT 
estimates, include the distance traveled element and thus provide a measur e of highway 
vehicle travel usage over a geographic area, such as a county, state, or highway system.  

Table  2-37 below  provides  a breakdown  of  the  lane -mileage  and  VMT of  each  type  of 
roadway type and location (i.e. rural vs . urban).  

Table  2-37: Oklahoma  2019 Lane -Mileage  and  VMT  by  Facility  Type  (in  thousands)  

Functional  Class  Lane - 
Miles 59 

% of  Total 
Miles  

VMT  (in 
1000s) 60  

% of  Total 
VMT  

Rural  Interstates,  Freeways,  & 
Expressways  

2,621 1% 5,443  12% 

Rural  Arterials  12,594 5% 8,324  19% 

Rural  Collectors  & Local  Roads  180,586 76% 8,253 18% 

Urban  Interstate,  Freeways,  & 
Expressways  

 
2,287 

 
1% 

 
8,628  

 
19% 

Urban  Arterials  10,379 4% 10,317 23% 

Urban  Collectors  & Local  Roads  30,286  13% 3,683 8% 

Total  238,754  100.0%  44,648  100.0%  

Interstate, freeways, and expressways (including turnpikes) account for only 2 percent of the 
ɸʆǈʆǳṭɸ ɰɊǈǬʧǈʭ ȴǈȿǳ-mileage, they carry a disproportionate percentage (31 percent) of the 
recorded  vehicle -miles  traveled.  Rural  secondary  roads  such  as collecto rs and  local  roadways, 
which inherently connect low -traveled and populated areas, comprise around 76 percent of 
ʆȖǳ ɸʆǈʆǳṭɸ ɰɊǈǬʧǈʭ ɸʭɸʆǳȽḼ Ǥʎʆ Ɋȿȴʭ ǥǈɰɰʭ ǈɰɊʎȿǬ ᶡᶨ ɭǳɰǥǳȿʆ Ɋȍ ʆȖǳ ɸʆǈʆǳṭɸ ʆɰǈʦǳȴǳǬ ʦǳȖȜǥȴǳ 
mileage.  

2.2.6.2 Airport  Congestion  
There are four commerci al service airports in Oklahoma. According to the Aviation System 
Plan Ḽ ṪþȖǳɸǳ ǈȜɰɭɊɰʆɸ ɸʎɭɭɊɰʆ ɸɊȽǳ ȴǳʦǳȴ Ɋȍ ɸǥȖǳǬʎȴǳǬ ǥɊȽȽǳɰǥȜǈȴ ǈȜɰȴȜȿǳ ɸǳɰʦȜǥǳ ǈȿǬ Ȗǈʦǳ 
the infrastructure and service available to support a full range of general aviation activity. 
These  facilities  meet  most  needs  of  the  aviation  system  and  serve  as essential  transportation 
ǈȿǬ ǳǥɊȿɊȽȜǥ ǥǳȿʆǳɰɸ Ɋȍ ʆȖǳ ɸʆǈʆǳṁṫ 

 
 

59 Table  HM -60  - Highway  Statistics  2019 - Policy  | Federal  Highway  Administration  (dot.gov)  
60  Table  VM-2 - Highway  Statistics  2019 - Policy  | Federal  Highway  Administration  (dot.gov)  

https://www.fhwa.dot.gov/policyinformation/statistics/2019/hm60.cfm
https://www.fhwa.dot.gov/policyinformation/statistics/2019/vm2.cfm
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ÂȰȴǈȖɊȽǈṭɸ ȍɊʎɰ ǥɊȽȽǳɰǥȜǈȴ ǈȜɰɭɊɰʆɸ ǈɭɭǳǈɰ Ȝȿ Table 2 -38  below, along with their 
passengers and pounds of cargo enplaned and deplaned. Oklahoma City and Tulsa 
dominate  the  air  traffic  profile  in  the  state. Lawton  and  Stillwater  are  both  served  by  feeder 
services  using  regional  jets  from  the  nearby  hub  of  Dallas/ Fort  Worth  International  Airport.  

Table  2-38: Oklahoma  Commercial  Airport  Activity  
 

Airport  
2019 

Passengers 
(enplanements)  

Cargo  (Tons)  

Lawton  52,410 104 

Oklahoma  City  2,113,926 13,719 

Stillwater  29,562 16 

Tulsa  1,468,710 31,460 

Total  3,664,608  45,299  

Source:  Bureau  of  Transportation  Statistics 61 

Oklahomans  also  make  use  of  commercial  airports  in  nearby  states.  These  airports  include 
Dallas, Texas; Wichita, Kansas; Little Rock, Arkansas; and Amarillo, Texas.  

2.2.7 Land Use Trends  
ÂȰȴǈȖɊȽǈṭɸ statewide  land  uses  are  presented  in  Figure  2-33. The  majority  of  the  ɸʆǈʆǳṭɸ land 
is rural with the balance of that land in the state used for cropland, rangeland, and 
pastureland.  Agriculture continues  to  be  a large  land  use  in  the  state  as Oklahoma  remains  a 
large producer of hay, wheat, and other products.  

In all, 40.3 million a ǥɰǳɸ Ɋȍ ÂȰȴǈȖɊȽǈṭɸ ʆɊʆǈȴ ȴǈȿǬ ǈǥɰǳǈȎǳ Ɋȍ ᶤᶤṁᶧ ȽȜȴȴȜɊȿḼ Ɋɰ ᶩᶠṁᶠ ɭǳɰǥǳȿʆḼ Ȝɸ 
rural  farmland,  while  2.2 million  acres,  or  4.9 percent,  are  developed.  Of  farm  uses, cropland 
accounts for  8.8 million  acres, or  21.8 percent, pastureland  accounts for  8.8 million  acres, or  
21.7 percent,  and  rangeland  accounts  for  13.7 million  acres,  or  34.0  percent.  

From 1982 to 2012, developed land in Oklahoma increased by 0.7 million acres, or 46.5 
percent. Rural farmland has decreased by 0.9 million acres, or 2.2 per cent. 62 Crop land has 
decreased  by  2.8 million  acres,  or  24.3 percent;  rangeland  has  decreased  by  1.1 million  acres, 
or 7.2 percent; pastureland has increased by 1.5 million acres, or 21.3 percent.  

 
 
 
 
 
 
 

61 Bureau  of  Transportation  Statistics,  U.S. Airline  Traffic  by  Airport.  
62 U.S. Department  of  Agriculture,  Summary  Report:  2012 Natural  Resources  Inventory.  Retrieved  from: 
http://www.nrcs.usda.gov/technical/nri/12summary  

http://www.nrcs.usda.gov/technical/nri/12summary
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Figure  2-33: Land  Use  in  Oklahoma  
Source:  U.S. Department  of  Agriculture 63 

2.3 Rail  Service  Needs  and  Opportunities  
This section identifies the needs and opportunities for freight and passenger rail in 
Oklahoma.  Specific  projects  relative  to  these  needs  and  opportunities  are  summarized  in 
subsequent chapters.  

2.3.1 Freight  Rail  Needs  and  Opportunities  

2.3.1.1 Class I Rail  Corridor  Development  
As owners and operators of large transportation networks, BNSF, KCS, and UP manage their 
businesses across state lines, considering the entire market potential and competition they 
face in their midwestern and western U.S. operating te ɰɰȜʆɊɰʭṁ þȖǳ ɭɊɰʆȜɊȿɸ Ɋȍ ʆȖǳ ɰǈȜȴɰɊǈǬɸṭ 
networks connecting key regional markets are considered rail freight corridors, most all of 
which  span  multiple  states. In  Oklahoma, BNSF names these  corridors for  business planning, 
investment, and marketing reasons ṁ ÂȰȴǈȖɊȽǈṭɸ ȴɊǥǈʆȜɊȿ Ȝȿ ʆȖǳ µȜǬʧǳɸʆ ǈȿǬ Ȝʆɸ ǥȴɊɸǳ 
proximity  to  major  rail  hubs  in  neighboring  states Ṝ including  Kansas  City,  Missouri;  Memphis, 
Tennessee; and Dallas/Fort Worth, Texas Ṝ means that many of the rail corridors in the 
regional and national r ail network either connect to or pass through Oklahoma.  

Class I freight railroads typically provide the capital necessary for their own network corridor 
infrastructure improvements. Yet in recent years, some Class I railroads have made corridor 
improvement  investments  that  have  involved  public  financial  assistance,  typically  justified  on 
the basis of the public benefits from reducing truck traffic and truck emissions on parallel 
portions of highway network. A primary interest of the State of Oklahoma is in the impacts  
Ɋȿ ʆȖǳ ǥɊȿȿǳǥʆȜȿȎ ɸȖɊɰʆ ȴȜȿǳ ɰǈȜȴɰɊǈǬɸḼ ǳȿȖǈȿǥǳǬ ǈǥǥǳɸɸ ʆɊ ʆȖǳ ɸʆǈʆǳṭs rail network, and 
potential connections to river ports.  

 

 
63 U.S. Department  of  Agriculture,  2017 Natural  Resources  Inventory.  Retrieved  from: 
https://www.nrcs.usda.gov/Internet/NRCS_RCA/reports/nri_ok.html  

https://www.nrcs.usda.gov/Internet/NRCS_RCA/reports/nri_ok.html
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The  remainder  of  this  section  discusses  Class I freight  railroad  corridors  in  Oklahoma  and 
elsewhere  in  the  Midwestern  United  States  that  affect  Oklahoma  in  some  way.  While  the 
focus is on freight rail corridors, some or portions of these routes may have potential to 
expand existing or add new passenger rail service in coordination with the ongoing 
operations of the freight railroads in Oklahoma.  

2.3.1.1.1 BNSF Corridors  of Commerce  
BNSF  has  designated  Corridors  of  Commerce  within  its  network  of  routes  in  the  U.S. and 
Canada  to  create  jobs;  deliver  rail  transportation,  safety,  and  environmental  benefits;  and 
promote U.S. economic growth and competitiveness.  

Two  of  the  three  BNSF  Corridors  of  Commerce  intersect  with  Oklahoma Ṝ the  MidCon 
Corridor and the Transcon Corridor.  

BNSF  MidCon  Corridor  
The BNSF MidCon Corridor extends from Canada and Dulut h, Minnesota, through the U.S. 
Heartland  to  southern  ports  in  Texas and  to  connections  with  other  railroads  at  the  Mexican 
border. Of the 3,216 miles comprising the MidCon Corridor reaching 10 U.S. states and the 
Canadian province of Manitoba, approximatel y 550 of those miles include BNSF lines in 
Oklahoma. Principal BNSF terminals in Oklahoma, including Oklahoma City and Tulsa are 
located on the MidCon Corridor. 64  

The  MidCon  Corridor  is a primary  conduit  for  the  U.S. energy  supply,  include  coal  movements 
to  utilities  for  power  generation  and  unrefined  petroleum  products  from  the  Bakken  in  North 
Dakota and refined petroleum products from the U.S. South. The MidCon also handles 
substantial  volumes of  agricultural products for export. In  2009, BNSF transported  192 million 
tons  of  freight,  removing  7.6 million  trucks  from  U.S. highways. 65 BNSF  has  invested  over  $220 
million in the MidCon Corridor to increase capacity by double tracking key segments, siding 
extensions, and yard improvements. BNSF has s pent over $1.4 billion in the last decade to 
maintain its infrastructure and to ensure the safe movement of goods.  

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

64  BNSF  MidCon  Corridor  Fact  Sheet,  2015 
65 Ibid.  
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The  MidCon  Corridor,  shown  in  

Figure  2-34, connects  with  =·ðfṭɸ other  Corridors  of  Commerce  as identified  below:  

¶ Great  Northern  Corridor  between  Chicago,  Illinois  and  Seattle,  Washington/Portland, 
Oregon Ṝ at Fargo, North Dakota  

¶ Transcon Corridor between Chicago, Illinois/St. Louis, Missouri/Atlanta, Georgia/Fort 
Worth,  Texas and  Los Angeles/San  Diego/Oakland,  California  Ṝ at  Kansas  City,  Missouri, 
and Ellinor, Kansas.  
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Figure  2-34:  BNSF  MidCon  Corridor  
Source:  BNSF 

BNSF  TransCon  Corridor  
The BNSF TransCon Corridor extends from Chicago, Illinois; St. Louis, Missouri; and Atlanta, 
Georgia, through the U.S. Heartland and U.S. South to West Coast ports and major 
metropolitan  areas  in  the  U.S. Southwest  and  West  including  Fort  Worth  and  El Paso , Texas; 
Albuquerque,  New  Mexico;  Phoenix,  Arizona;  San Diego,  Los Angeles,  Stockton,  Sacramento, 
and Oakland, California. Of the over 4,647 miles comprising the TransCon Corridor reaching 
13 U.S. states, nearly 400 of those miles include a BNSF line in Ok lahoma. 66 The principal 
BNSF terminal at Tulsa, Oklahoma, is located on the TransCon Corridor.  

The TransCon Corridor is a major import and export gateway for U.S. businesses and 
consumers  and  is a primary  conduit  for  high  volumes  of  consumer  goods.  The  TransCon  also 
handles substantial volumes of agricultural products and other bulk products. BNSF has 
invested over $1.8 billion in the TransCon Corridor in the last decade to ensure the safe 
movement of goods, increase capacity by double and triple trackin g key segments; 
expanding and rebuilding an intermodal facility at Memphis, Tennessee; and undertaking 
several maintenance projects. 67 

 
 
 

66 BNSF  TransCon  Corridor  Fact  Sheet,  2015 
67 Ibid.  



Oklahoma  Department  of  Transportation  | Oklahoma  State  Rail  Plan  | Chapter  2: ÂȰȴǈȖɊȽǈṭɸ Existing  Rail  System  
September  2021 

2-102 

 

 

 

The  TransCon  Corridor  is identified  in  Figure  2-35 and  connects  with  =·ðfṭɸ other  two  
Corridors  of  Commerce  as identified  below:  

¶ MidCon  Corridor  identified  earlier  in  this  section Ṝ at  Kansas  City,  Missouri,  and  Ellinor, 
Kansas.  

¶ Great  Northern  Corridor  between  Chicago,  Illinois  and  Seattle,  Washington/Portland, 
Oregon Ṝ at Chicago, Illinois  

 

Figure  2-35: BNSF  TransCon  Corridor  
Source:  BNSF 

2.3.1.1.2 Union  Pacific Corridors  
Union Pacific has multiple main lines that traverse Oklahoma in a north -south orientation. 
These  are  not  organized  into  corridors  for  marketing  purposes,  but  the  system  map  (Figure  
2-36 ) shows how these fit into its Midwestern network.  

Serving  the  eastern  third  of  this  state  are  the  former  Missouri -Kansas -Texas (MKT)  Railroad 
route  connecting  Kansas  City  with  Dallas/Fort  Worth  and  the  former  Missouri  Pac ific  route 
connecting Kansas City, Missouri to Little Rock, Arkansas, and New Orleans, Louisiana. UP 
accesses Tulsa via a branch line off the former MKT main line at Muskogee, Oklahoma.  

Serving the central third of the state is the OKT Line, which is a for mer CRI&P main line, 
ɭʎɰǥȖǈɸǳǬ Ǥʭ ʆȖǳ ɸʆǈʆǳ Ɋȍ ÂȰȴǈȖɊȽǈ ȍɊȴȴɊʧȜȿȎ ʆȖǳ >èuỡåṭɸ ǤǈȿȰɰʎɭʆǥʭṁ ąȿȜɊȿ åǈǥȜȍȜǥ ȍʎȴȴʭ 
acquired  the  line  from  the  state  of  Oklahoma  in 2012 after  the  conclusion  of  a 30-year -lease 
purchase agreement signed November 1, 1982 by the Okl ahoma -Kansas -Texas Railroad 
Company (a subsidiary the MKT). UP also operates via trackage rights over the BNSF to 
Oklahoma City from the north and the south and through the Oklahoma Panhandle to 
Lubbock, Texas.  

In the west, the former CRI&P Golden State Ro ute cuts across the panhandle before 
connecting  with  the  former  SP at  Tucumcari,  New  Mexico.  UP also  has  trackage  rights  over 
the BNSF line running from southeastern Colorado to Amarillo, Texas.  
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Figure  2-36: Union  Pacific  Network  in  Oklahoma  Region  
Source:  Union  Pacific  

 

2.3.1.1.3 Kansas  City  Southern  Corridors  
KCS operations in Oklahoma are primarily overhead shipments of intermodal, coal, and feed 
products traveling between the Kansas City area and destinations in Texas and Mexico. The 
route  is the  north/south  mainline  of  KCS through  Arkansas,  which  enters  into  Oklahoma  near 
Watts and  exits the  state  near  Page. The  KCS branch  line  to  Fort Smith, Arkansas departs the 
main line  at Poteau, Oklahoma and  travels northeast towards the  Oklahoma / Arkansas state 
line  near  Fort Smith. A second branch  line, to  Waldron, Ar kansas, is operated  by the  Arkansas 
Southern Railroad, a Watco subsidiary. Figure 2 -37 shows the KCS Network in Oklahoma.  
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Figure  2-37: Kansas  City  Southern  Network  
Source:  Kansas  City  Southern  

2.3.1.2 Driving  Factors  in  Rail  Corridor  Development  
Many  external  factors  are  generally  affecting  the  demand  for  use  of  rail  corridors  as well  as 
influencing  Class I ɰǈȜȴɰɊǈǬɸṭ ǤʎɸȜȿǳɸɸ and  network  investment  strategies.  Some  of  the  key 
factors influencing rail corridor development generally are identified in this section.  

2.3.1.2.1 Expansion  of the  Panama Canal  
The  Panama  Canal  was  opened  in  1914 as a major  international  trade  artery  that  cuts  through 
the Isthmus of Panama and connects Pacific Ocean and Atlantic Ocean trade routes. A 
century  later,  the  Panama  Canal  Authority  undertook  a significant  capacity  expansion  project 
ʆɊ ȽǈȜȿʆǈȜȿ ʆȖǳ ǥǈȿǈȴṭɸ ʦȜǈǤȜȴȜʆʭ ǈɸ ǈ ǥɊȿǬʎȜʆ ȍɊɰ ȜȿʆǳɰȿǈʆȜɊȿǈȴ ʆɰǈǬǳṁ In 2016, the authority 
placed  a larger,  third  set  of  locks  into  service,  significantly  increasing  the  throughput  capacity 
of the canal. The project has allowed much larger vessels to transit the locks, potentially 
providing savings from greater economies of scale for shippers on Panama Canal trade 
routes. The canal capacity for container vessels, historically limited to 4,500 Twenty -foot 
Equivalent Units (TEU) ships in the original locks, has been increased to accommodate 
container vessels of 12,500 TEU ca pacity in the new locks. The larger locks also have enabled 
larger dry bulk and tanker vessels to use the canal. This expansion project has created an 
opportunity for the ports in the eastern and southern United States to capture additional 
ocean trade wit h countries in Asia and along the West Coast of South America ṛtraffic that, 
before now, had bypassed Atlantic ports and moved instead through ports on the West  
Coast before traveling to or from the eastern and southern United States by rail or truck.  
Addit ional  international  trade  could  be  carried  to  and  from  Atlantic  ports  by  rail,  if  port  
market shares increase. International trade commodities traveling cross -country by rail 
through  Oklahoma  to  or  from  Atlantic  and  Pacific  Coast  ports  may  see a decrease  in  share.  
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2.3.1.2.2 Increases  in Domestic  Intermodal Transportation  
The Class I railroads are increasingly focused on growing their intermodal container business 
ǈȿǬ ȍǈǥȜȴȜʆȜǳɸṁ þȖǳ ȜȿʆǳɰȽɊǬǈȴ ǤʎɸȜȿǳɸɸ Ȗǈɸ Ǥǳǳȿ ɭǈɰʆ Ɋȍ ʆȖǳ ɰǈȜȴɰɊǈǬɸṭ ɸǳɰʦȜǥǳɸ since the 1960s, 
and it grew substantially between 1980 and 2000. Intermodal transportation may include a 
truck trailer on a flatcar (TOFC), or a shipping container stacked one or two high on 
specialized container well railcars or other flatcars (COFC). C OFC was first initiated to 
transport international ocean container traffic to and from ports. However, within the last 
decade, railroads have grown their domestic intermodal container business nationwide. The 
railroads have accomplished this generally by o ffering speed and pricing of service and 
intermodal container yards strategically located near interstate highways and key truck 
routes, thus replacing the need for truck drivers to drive long -haul distances far from home, 
which can help address the presen t and surging shortage of truck drivers in the United 
States. The domestic intermodal service uses larger size containers than used in ocean 
shipping, matched instead to standard highway trailer sizes that are 53 feet long and taller 
and wider than a stand ard 40 -foot -long international ocean container. As of 2020, Oklahoma 
ǬɊǳɸ ȿɊʆ Ȗǈʦǳ ǈȿ ǈǥʆȜʦǳ ɰǈȜȴ ȜȿʆǳɰȽɊǬǈȴ ȍǈǥȜȴȜʆʭṁ ÂȰȴǈȖɊȽǈṭɸ ǥǳȿʆɰǈȴ ȴɊǥǈʆȜɊȿ Ȝȿ ʆȖǳ 
Intermountain West and proximity to major interstate highway corridors could potentially 
make  it  a hub  for  the  development  of  a facility  to  take  advantage  of  various  existing  domestic 
intermodal rail corridor services extending to the southern, eastern, and western United 
States and various international ports, thus enhancing access to the rail network in 
ÂȰȴǈȖɊȽǈ ǈȿǬ ʆȖǳ ɰǳǈǥȖ Ɋȍ ÂȰȴǈȖɊȽǈṭɸ ɸȖȜɭɭǳɰɸ ǈȿǬ ɰǳǥǳȜʦǳɰɸ Ȝȿ ʆȖǳ ȿǈʆȜɊȿǈȴ ǈȿǬ ȎȴɊǤǈȴ 
marketplace.  

2.3.1.2.3 Changes  in  Energy  Production: Oil,  Gas, and Coal  
There has been growth in U.S. domestic production of oil and gas through the application of 
hydraulic fracking and directional drilling in the last five years. Rail has played a significant 
part  in  supplying  drilling  equipment  and  materials  such  as frac  sand  to  these  operations.  Rail 
service has made production possible in areas without or with inadequate pipeline capacity.  

Oklahoma has oil and gas fields and oil refineries affected by the growth of fracking. Frac 
sand and drilling supplies shipped by rail are also transported through Oklahoma, both to 
sites  within  the  state  and  in  neighboring  states.  This  increased  traffic  may have  impacts  that 
are significant to the national and Oklahoma railroad networks.  

Combined with the cost of complying with emissions regulations, coal -fired electric 
generating plants are increasingly becoming uncompetitive with natural gas fired plants. 
Retirements of coal -fired plants nationwide are increasing and accelerating Ṝ a tre nd which 
has  implications  for  coal  transport  by  rail  and  would  be  traditionally  significant  for  Oklahoma, 
as large volumes of coal produced in the Powder River Basin of Wyoming travels over the 
ɸʆǈʆǳṭɸ ɰǈȜȴ ȿǳʆʧɊɰȰ ǳȿ ɰɊʎʆǳ ʆɊ ȽǈɰȰǳʆɸ Ȝȿ ʆȖǳ ąṁðṁ ðɊʎʆȖ Ɋɰ ʆǳɰȽȜȿǈʆǳ Ȝȿ ÂȰȴǈȖɊȽǈṁ «ǳɸɸ 
ǬȜɰǳǥʆ ǳȍȍǳǥʆɸ Ɋȿ ÂȰȴǈȖɊȽǈṭɸ ǳǥɊȿɊȽʭ ǈȿǬ ɰǈȜȴ ȿǳʆʧɊɰȰ Ƚǈʭ Ǥǳ ɰǳȴǈʆȜʦely greater 
manufacturing and related shipping  activity, as lower electricity prices may make Oklahoma 
even more competitive as a manufacturing location, including products for export.  
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2.3.1.3 Other  Needs  and  Opportunities  for  ÂȰȴǈȖɊȽǈṭɸ Railroads  
This  section  identifies  and  describes  generally  some  needs  and  opportunities  for  ÂȰȴǈȖɊȽǈṭɸ 
freight railroads. Proposed freight rail improvements and potential investments aimed at 
targeting freight rail needs and opportunities and a recommended approach fo r finding 
potential solutions will be discussed in Chapters 4 and 5 of the Oklahoma State Rail Plan.  

2.3.1.3.1 Upgrades  to  Accommodate  Heavier  Railcars  
ÂȰȴǈȖɊȽǈṭɸ ɰǈȜȴɰɊǈǬɸ Ȗǈʦǳ ȽǈǬǳ ǥɊȿɸȜǬǳɰǈǤȴǳ ɭɰɊȎɰǳɸɸ Ȝȿ ʆȖǳ ȴǈɸʆ ʆʧɊ ǬǳǥǈǬǳɸ ʆɊ ʎɭȎɰǈǬǳ 
track and bridges to accom modate heavier railcars with maximum allowable gross weights 
of  286,000 pounds  (lbs). Railcars  with  a maximum  gross  weight  of  286,000  lbs. are becoming 
an industry standard for railroad transportation. During the coordination for the State Rail 
Plan, some  of  ÂȰȴǈȖɊȽǈṭɸ >ȴǈɸɸ uuu railroads identified  the need  to  upgrade  track and  bridges 
to  increase  capacity  and,  in  some  instances,  also  to  acc ommodate  286,000 -lb  railcar  loadings 
on some or all segments of their Oklahoma networks. The ability to handle maximum 
carloads of 286,000 lbs. is of importance to railroads to increase operational efficiencies and 
to railroad shippers to maintain local ra il access and the ability to compete in the 
marketplace. Railroad shippers on short lines that can only accommodate railcars with a 
maximum allowable gross weight of 263,000 lbs. or 268,000 lbs. must compete with firms 
served by Class I railroads whose lin es have the capacity for 286,000 lb. cars. These railroad - 
served shippers can load more cargo per car and thus realize a transportation cost savings 
relative to short line railroad shippers whose serving railroad cannot handle the heavier car 
weights.  

Som e segments  of  the  Class I and  networks  in  Oklahoma  with  lighter  traffic  densities  are  also 
unable to accommodate 286,000 lb. cars at present. These segments are identified in 
Appendix A.  

Figure  2-38  identifies  Class III rail  line  segments  in  Oklahoma  that  are  incapable  of  handling 
maximum loaded car weights of 286,000 lbs. as of early 2017. This includes route segments 
ǈȿǬ ǬǳɸȜȎȿǈʆǳǬ ȜȿǬʎɸʆɰȜǈȴ ȴǳǈǬɸ Ɋȍ ʆȖǳ ɸʆǈʆǳṭɸ >ȴǈɸɸ u ǈȿǬ uuu ɰǈȜȴɰɊǈǬɸṁ 
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Figure  2-38: Oklahoma  Short  Line  Rail  Line  Segments  Incapable  of  Handling  286,000 lb. 
Railcar Weights  
Source:  ODOT  

2.3.1.3.2 Enhanced Railroad  Access  
Âȿǳ ɭɊʆǳȿʆȜǈȴ ɸɊȴʎʆȜɊȿ ȍɊɰ ÂȰȴǈȖɊȽǈṭɸ ɸȖȜɭɭǳɰɸ ʆɊ ɰǳȽǈȜȿ ǥɊȽɭǳʆȜʆȜʦǳ Ȝȿ ʆȖǳ ɰǳȎȜɊȿǈȴḼ 
domestic, and global marketplaces and to spur economic development, employment, and 
income in the state, is enhanced access to the Oklahoma railroad network. Enhanced 
rai lroad  access  could  be  provided,  for  example,  through  the  rehabilitation  of  existing  railroad 
branch lines; development of improved or new industrial spurs; and optimization of existing 
access to transload facilities (see Fig ure 2 -39 ) in Oklahoma and construction of additional 
such transload facilities and an intermodal facility to meet demand for multimodal 
transportation and to address numerous transportation challenges.  
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Figure  2-39: Rail  Asset  and  Network  Map  in  Oklahoma 68  

Source:  ODOT  and  HDR  

2.3.1.3.3 Reduction  of  Bottlenecks  
=ɊʆʆȴǳȿǳǥȰɸ ǳʬȜɸʆ ʆȖɰɊʎȎȖɊʎʆ ÂȰȴǈȖɊȽǈṭɸ ɰǈȜȴɰɊǈǬ ȿǳʆʧɊɰȰḼ ʧȖȜǥȖ ǥɊȿɸʆɰǈȜȿ ɰǈȜȴɰɊǈǬ 
operating capacity, efficiency, velocity, and safety, as well as freight mobility. Typical 
bottlenecks in the state include insufficient capacity on main tracks and in termi nals and rail 
yards to accommodate present and future train volumes, interchange of traffic between 
railroads, and provision of rail switching; operating delays at railroad junctions and at 
movable  bridge  spans  over  principal  navigable  waterways;  bridges  that  constrain  vertical  and 
horizontal clearances and restrict the types of rail car equipment that can be  
accommodated; and potential effects on infrastructure and service for rail lines located in a 
major floodplain.  

Table  2-39 presents  Oklahoma  rail  network  bottlenecks.  

Additional  bottlenecks  identified  by  the  ɸʆǈʆǳṭɸ Class III railroads  during  the 2021  railroad 
coordination conducted for the State Rail Plan are identified in Appendix A.  

 
 
 
 
 
 

68  A full  table  of  transload  facility  locations  and  other  facilities  depicted  here  can  be  found  in  Appendix  A. 
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Table  2-39:  Oklahoma  Rail  Network  Bottlenecks  Inventory,  2021 

ID Railroad  Location  Freight  Mobility  Issue  

1 BNSF  Madill  Occasional  congestion  at  Madill  Yard  

2 KCS Heavener  Occasional  congestion  at  Heavener  Yard  

3 ASR Waldren  Frequent  track  wash -outs  near  Waldren  disrupt  
service  

 
4 

 
TSU 

 
Tulsa, Sapulpa  

Close  clearances  prevent  high/wide  excessive  
dimension  shipments  that  exceed  the  typical 
clearance envelope  

5 SLWC Sapulpa  to  Stroud  Trains  are  limited  to  104 cars  in  length  

6 SLWC Oklahoma  City  Oklahoma  City  North  Yard  has  a limited  capacity  of  
531 cars  

7 SLWC Lawton  Eagle  Yard  has  a limited  capacity  of  223 cars  

8 SLWC Cyril  Cyril  Yard  has  a limited  capacity  of  95 cars  

 
2.3.1.4 Port -Rail  Needs  and  Opportunities  
Oklahoma does not have any seaports, but its three river ports on the McClellan -Kerr 
Arkansas River Navigation System have a physical connection to the Oklahoma rail network. 
The opportunity for enhanced multimodal transportation opportunities could potent ially be 
met through investments targeted to promote interconnectivity and capacity. Such 
investment could include the construction or rehabilitation of existing rail connections 
between  principal  railroad  lines  and  river  port  properties  and  additional  sidings,  spurs,  or  yard 
tracks for switching, staging, and storing railcars at or near port facilities.  

2.3.2 Passenger  Rail  Needs  and Opportunities  
This  section  identifies  and  describes  potential  passenger  rail  needs  and  opportunities  in 
Oklahoma.  Proposed  passenger  rail  improvements  and  potential  investments  aimed  at 
targeting passenger rail needs and opportunities will be discussed in Chapter 3 of the 
Oklahoma State Rail Plan.  

ODOT  has  developed  several  overall  rail  network  initiatives,  drawn  from  recommendations by 
ɸʆǈȰǳȖɊȴǬǳɰɸḼ ʆȖǈʆ ǈɰǳ ȜȿʆǳȿǬǳǬ ʆɊ ɰǳǬȜɰǳǥʆ ʆȖǳ ǈȎǳȿǥʭṭɸ ȍɊǥʎɸ ȍɰɊȽ ǈ ɭɊɸȜʆȜɊȿ Ɋȍ ɭɰǳɸǳɰʦȜȿȎ 
rail service to one of promoting rail industry growth in the state.  
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As with  many  states,  Oklahoma  is facing  several  strategi c challenges:  

1. The  need  to  support  and  promote  rational  growth  of  the  short  line  industry  and 
passenger rail service in the state  

2. The need to find new sources of funds to replace lease revenues lost as rail lines 
owned  by  the  state  revert  to  the  rail  operators  as part  of  the  lease -purchase  program  

3. The  need  to  leverage  the  economic  and  public  benefits  of  rail  transportation  

4. The  need  to  inform  the  public  of  the  benefits  of  rail  transportation  

Specific  needs  and  opportunities  related  to  passenger  rail  service that  have  come  out  of 
ÂEÂþṭɸ ǳȍȍɊɰʆɸ ʆɊ ȜǬǳȿʆȜȍʭ ɸʆɰǈʆǳȎȜǥ ǈǥʆȜʦȜʆȜǳɸ ǈɰǳ ȜǬǳȿʆȜȍȜǳǬ ǤǳȴɊʧṁ þȖǳɸǳ ȿǳǳǬɸ ǈȿǬ 
opportunities fall under several broad categories.  

2.3.2.1 Communication  and  Education  
¶ Use the State Rail Plan as a platform for the continuation of  a rail information 

program:  as ODOT  continues  to  be  active  in  rail  planning  and  other  related  programs, 
the need to educate the public on the benefits of rail transportation will increase. 
General public education information campaigns should build off th e plan.  

¶ Better Inform the Public on Rail Policies and Requirements: The public would 
benefit  from  a better  understanding  of  ODOT  activities  and  programs  such  as the  rail 
line acquisition program and its ongoing passenger rail service development.  

¶ Incorporate  Passenger  Rail  Stations  into  the  Oklahoma  Official  State  Travel  Map: 
!ǬǬ ȿɊʆǈʆȜɊȿɸ ȍɊɰ ɭǈɸɸǳȿȎǳɰ ɰǈȜȴ ɸʆǈʆȜɊȿ ȴɊǥǈʆȜɊȿɸ ʆɊ ʆȖǳ ɸʆǈʆǳṭɸ ʆɰǈʦǳȴ Ƚǈɭ ʆȖǈʆ Ȝɸ 
distribu ted to motorists and other travelers.  

¶ Initiate a State Rail Workshop: Convene a workshop on a recurring basis with 
relevant  State  agencies  such  as the  Departments  of  Transportation,  Agriculture,  and 
Commerce along with representatives of the MPOs, the rail  industry, and major 
shippers to discuss current rail issues affecting Oklahoma.  

¶ Continue Partnering with Adjacent States Regarding Rail Passenger Service: 
Continue to meet on a regular basis with Kansas, Texas and Missouri DOTs, a practice 
started with th e preparation of the Fort Worth -Oklahoma City -Kansas City passenger 
rail  service  development  plan,  to  create  a regional  base  of  support  to  enhance  existing 
rail passenger services and create a regional passenger rail vision for the future which 
includes regional extensions of existing rail passenger services.  

2.3.2.2 Economic  Development  
¶ uȿʆǳȎɰǈʆǳ èǈȜȴ ȜȿʆɊ ÂȰȴǈȖɊȽǈṭɸ MǥɊȿɊȽȜǥ EǳʦǳȴɊɭȽǳȿʆ åɰɊǥǳɸɸḻ ODOT should 
ǥɊɊɰǬȜȿǈʆǳ ʧȜʆȖ ʆȖǳ gɊʦǳɰȿɊɰṭɸ þǈɸȰ fɊɰǥǳ Ɋȿ MǥɊȿɊȽȜǥ EǳʦǳȴɊɭȽǳȿʆ ǈȿǬ ¦ɊǤ 
Creation  in  regard  to  implementing  the  rail  related  recommendations  in  that  Task 
fɊɰǥǳṭɸ ɰǳɭɊɰʆ ǳȿʆȜʆȴǳǬ Ṫ=ɊȴǬ uǬǳǈɸ ȍɊɰ ÂȰȴǈȖɊȽǈṫṁ 

¶ Integrate  Land  Use  and  Transportation  Planning: ODOT  should  provide  leadership 
in the integration of freight and passenger transportation and land use planning at 
local, regional, and state levels with both governments and businesses . 
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2.3.2.3 Funding  
¶ Explore and Analyze Innovative Funding and Financing Alternatives, Including 

Public -Private -Partnerships: The transfer of state -owned rail properties to rail 
operators  as part  of  the  ɸʆǈʆǳṭɸ sale-leaseback  program  will  reduce  revenues  for  rail 
improvements. ODOT will need to assess current approaches to infrastructure 
funding to compensate for reduced availability of resources.  

¶ Continue  to  Pursue  Regional  Approaches  to  Secure  Federal  Rail  Related  Funding: 
ODOT should explore mu lti -state regional initiatives for obtaining federal funding for 
both freight and passenger rail related projects.  

¶ Explore  Development  of  Innovative  Local  Funding  Mechanisms  Such  as the  Port 
Authority Concept: Oklahoma should explore what is required for t he creation of 
local authorities such as Kansas Port Authorities that can issue bonds for rail 
development.  

¶ Educate  Stakeholders  on  Existing  Rail  Funding  Programs  and  Processes:  Educate 
rail stakeholders on the processes for applying for rail related grants/loans, including 
CRISI, Community Development Block Grants (CDBG) and Section 108 loans.  

2.3.2.4 Legislative  
¶ Continue  to  Promote  Legislative  Action  to  enable  Public  Private  Partnership  (P3) 

Opportunities: Current state law in Oklahoma does not permit public funding in 
private corporations or businesses. Legislative changes need to continue to be 
pursued and implemented to provide other funding alternatives.  

2.3.2.5 Passenger  Rail  Service  
¶ Continue Promoting Oklahoma City as a Multi -modal Hub: Facilitate institutional 

arrangements  that  would  enable  Oklahoma  City  to  become  a multi -modal  passenger 
rail hub allowing seamless transfer between the following services and modes: 
Heartland  Flye r, additional proposed intercity rail services, new proposed commuter 
rail services, proposed high -speed rail, intercity bus service, as well as local transit 
services serving the Oklahoma City metropolitan area.  

¶ Develop Strategies with the Oklahoma City A rea MPO to Enhance the 
Connectivity  of  Passenger  Rail  Options:  Strategies  should  address  the  development 
of selected commuter rail lines which would include linking the downtown area to 
the Will Rogers World Airport.  

¶ Evaluate Potential Enhancements to Existing Passenger Rail Services on an 
Ongoing Basis: Evaluate the potential for other rail passe nger operators other than 
Amtrak  for  the  Heartland  Flyer  and  other  new  proposed  rail  passenger  services.  Also, 
evaluate potential state ownership of rail passenger equipment.  
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Chapter  3: Proposed  Passenger  Rail 
Improvements  and  Investments  
3.1 Int roduction  
This  chapter  describes  ongoing  or  proposed  passenger  rail  initiatives  that  have  the  potential 
to enhance mobility and expand transportation options for Oklahoma. Error! Reference 
source not found. summarizes the short -term and long -term improvement plans for 
passenger rail and commuter rail service identified by ODOT for future investment . (These 
plans will be further detailed in Chapter 5.) This chapter provides information about these 
initiatives  and  the  planning  work  performed  to date  by  ODOT  and  other  agencies  to  expand 
intercity passenger and commuter rail services in Oklahoma.  

 

Figu re  3-1: Proposed  Passenger  and  Commuter  Rail  Projects  in  Oklahoma  
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Passenger  rail  service  is broadly  categorized  as conventional  intercity  passenger  rail  service, 
high -speed intercity passenger rail service, and commuter rail service. Some of the primary 
characteristics of each service are:  

¶ Convention al intercity rail service:  Conventional intercity services operate over lines 
owned by the freight railroads. The service consists of regional and long -distance 
trains that operate between towns and cities across the country, in most cases with 
maximum tra in  speeds of  79 miles per hour. Regional  intercity rail  passenger  services 
generally serve routes at least 100 miles or more in length up to a maximum of 750 
miles, operate with limited frequencies seven days a week, and require state funding 
and  support.  Long -distance  trains  serve  routes  that  are  more  than  750  miles  in  length 
and are funded by Amtrak as part of its national network (see Figure 3 -2). 

¶ High -speed  intercity  rail  service:  Although  prevalent  in  Europe  and  Asia  where  some 
trains operate in excess of 220 miles per hour, currently the only high -speed rail 
service in the U.S. is on the Northeast Corridor (NEC) between Washington and 
Boston.  Much of the NEC allows operation up to 125 miles per hour, although Acela 
Express trainsets have a maximum authorized speed of 150 miles per hour over 
selected segments between New Haven, Connecticut and Boston, Massachusetts. 
High -speed rail services generally require tracks that are separate from the slower 
freight operations.  

¶ Commuter rail: Commuter rail service is a mass transit option that links relatively 
high -density employment centers with outlying residential areas, operates service 
concentrated  on  weekdays  during  the  morning  and  evening  commute  periods  when 
travel is the  highest, and can be managed by local or state agencies with funding 
from local, state, and federal sources.  

 

Figure  3-2: Amtrak  Route  System  
Source:  Passenger  Rail  Oklahoma  
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3.2 Improvements  to  Existing  Service  

3.2.1 Improvements  to  the  Existing Heartland  Flyer  Service  
!ɸ ǬȜɸǥʎɸɸǳǬ Ȝȿ >Ȗǈɭʆǳɰ ᶢḼ ÂEÂþ ȍʎȿǬɸ ʆȖǳ ɊɭǳɰǈʆȜɊȿ Ɋȍ ʆȖǳ ɸʆǈʆǳṭɸ ɸɊȴǳ ǳʬȜɸʆȜȿȎ ȜȿʆǳɰǥȜʆʭ 
passenger  service,  the  Heartland  Flyer . The  Heartland  Flyer  makes  a single  daily  round  trip, 
departing Oklahoma City in the morning southbound to Fort Worth, Texas, and returning 
northbound from Fort Worth to Oklahoma City in the evening. The train makes intermediate 
station stops in Norman, Purcell, Pauls Valley, and Ardmore, Oklahoma, as w ell as Gainesville, 
þǳʬǈɸṁ >ɊȿȿǳǥʆȜɊȿɸ ǥǈȿ Ǥǳ ȽǈǬǳ Ȝȿ fɊɰʆ ĞɊɰʆȖ ʆɊ !ȽʆɰǈȰṭɸ Texas Eagle , which operates 
between  Chicago and  Los Angeles via San  Antonio, Texas. Connections via Thruway Bus from 
Oklahoma  City  can  be  made  at  Newton,  Kansas,  to  !ȽʆɰǈȰṭɸ South west  Chief , which  operates 
between Chicago and Los Angeles.  

The Heartland  Flyer  service is operated by Amtrak under contract to Oklahoma and Texas. 
Both states provide funding for the Heartland  Flyer  service, under a cost allocation formula 
that determines  the amount of capital and operating expenses to be paid by the state 
sponsors once passenger revenues are deducted. The cost allocation formula currently in 
effect was developed in 2011 in accordance with Section 209 of the Passenger Rail 
Investment  and  Improvement  Act  of  2008  (PRIIA), which  mandates  that  the  operating  losses 
of an Amtrak corridor service on routes of 750 miles or less must be covered through a 
combination  of  farebox  revenues  and  state  support. Although  Oklahoma  had  been  providing 
funding  for the Heartland  Flyer  since its inception in 1999, the annual payments made by 
Oklahoma  and  Texas to  Amtrak  to  support  the  operation  of  the  Heartland  Flyer  increased  by 
40 percent between 2013 and 2014, when the PRIIA -mandated revised cost allocation 
foɰȽʎȴǈ ʧǈɸ ǈɭɭȴȜǳǬ ʆɊ ɸʆǈʆǳ ǥȖǈɰȎǳɸṁ !ɸ ǈ ɰǳɸʎȴʆḼ ÂEÂþṭɸ ǈȿȿʎǈȴ ǤʎǬȎǳʆ ɰǳɯʎǳɸʆɸ Ȗǈʦǳ 
included higher amounts of funding for the intercity passenger train.  

ODOT and Texas Department of Transportation (TxDOT) have been working with Amtrak on 
ways  to  improve  the  cost -efficiency  of  the  Heartland  Flyer  service,  as well  as ways  to  enhance 
the service offering. Some of the initiatives previously identified by Amtrak as part of this 
effort include:  

1. Implementing a Second Round Trip at Minimal Cost : Amtrak ha s studied the 
feasibility  of  providing  a second  round  trip  between  Fort  Worth  and  Oklahoma  City  by 
creating a section of the long -distance Texas Eagle train linking Chicago and San 
Antonio that could be combined and separated at Fort Worth. The Heartland  Flyer 
train would then be rescheduled to provide an opposite -direction morning and 
evening trip with the new Texas Eagle section, thus allowing for daily morning and 
evening departures from each end of the corridor.  

2. Lower Cost Equipment Options : Among  the  options being  studied  is the  possibility 
of  furnishing  lower -cost  equipment  for  the Heartland  Flyer  service  than the  current 
bilevel  Superliner  equipment  in  use. Other  possibilities  include  the  elimination  of  the 
cab -baggage car at the opposite end of the trainset from the locomotive, although 
this would require that the trainset be turned around between trips at both Fort 
Worth and Oklahoma City.  
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3. Wi -Fi installation : The installation of wireless i nternet access onboard passenger rail 
cars  has  proven  to  be  a popular  and  widely  used  customer  service  feature  on  !ȽʆɰǈȰṭɸ 
routes in the northeast United States. Wi -Fi provides many passengers, not just 
business passengers, with the ability to be productiv ǳ Ɋɰ ȭʎɸʆ ʆɊ Ǥǳ ṪǥɊȿȿǳǥʆǳǬṁṫ 
Installing Wi -Fi on board the Heartland  Flyer  could help enhance onboard amenities 
and improve the customer experience for travelers with the objective of increasing 
ridership. In recent years, Amtrak has introduced other passenger amenities on the 
Heartland  Flyer , including checked bicycle service in  2015 and the carry -on pet 
program in 2016.  

3.2.2 Passenger  Rail  Investment  and  Improvement  Act 
Considerations  

The passage of the Passenger Rail Investment and Improvement Act (PRIIA) in 2008 has had 
ȽʎȴʆȜɭȴǳ ǳȍȍǳǥʆɸ Ɋȿ ʆȖǳ ǳʬɭǈȿɸȜɊȿ Ɋȍ ÂȰȴǈȖɊȽǈṭɸ ɭǈɸɸǳȿȎǳɰ ɰǈȜȴ system. Section 209 
mandated  changes to  !ȽʆɰǈȰṭɸ ǥɊɸʆ ǈǥǥɊʎȿʆȜȿȎ ǈȿǬ how costs are  shared  with  the  states for 
their state -sponsored trains. States have raised concerns since state costs have increased 
under Section 209. While direct expenses assessed to a  state -sponsored service are, to a 
degree, controllable by the state, the allocation of shared expenses is not. Shared expenses 
are those which are averaged over all Amtrak passenger operations and cannot be assigned 
to any specific train or route. For exa mple, if a state adds a second train daily, its total 
allocation of the shared expenses will increase, because proportionally more trains financed 
by the state are using the shared expense, however, the shared cost per individual train will 
decrease,  since  there  are  more  trains  to  allocate  shared  expenses  among.  Conversely,  if  states 
start dropping services because of the cost, the shared costs will then be spread over a fewer 
number of trains and costs per train will further increase.  

PRIIA, which was enac ted into law on October 16, 2008, required that the new cost sharing 
agreement be finalized by October 16, 2010, and take effect five years following enactment. 69 

Amtrak  and  the  various states,  through  a state  working  group,  came  to an  agreement  on  the 
allocation of costs with the lone dissent from the State of Indiana. Since unanimous consent 
was  required,  the  methodology  was  placed  before  the Surface  Transportation  Board  (STB) for 
final decision. On March 13, 2012, the STB ruled that the allocation  methodology formulated 
by Amtrak and the state working group was reasonable. As discussed above, payments  
made by ODOT and TxDOT to Amtrak to support the operation of the Heartland  Flyer 
jumped 40 percent between 2013 and 2014, when the PRIIA -mandated rev ised cost 
allocation formula was applied to state charges.  

Under Section 305 of the Act, Amtrak was directed to establish a committee to define 
requirements for the next generation of train equipment, the Next Generation Corridor 
Equipment Pool Committee. The committee is charged with the design of the next 
generation equipment; the development of technical specifications; preparation of 
procurement and contracting plans; preparation of funding and financing plans; and 
development  of  contract  and  service  specifications.  The  committee  was  formed  on  January  

 
69 110th  Congress,  H.R.6003,  June  12, 2008.  Retrieved  from:  https://www.congress.gov/bill/110th -congress/house - 
bill/6003/text  

https://www.congress.gov/bill/110th-congress/house-bill/6003/text
https://www.congress.gov/bill/110th-congress/house-bill/6003/text
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13, 2010. Membership is made up of representatives of Amtrak, the Federal Railroad 
Administration  (FRA), host  railroads,  equipment  manufacturers,  interested  states,  and  other 
passenger train operators.  

Initial specifications issued have been for (1) double -deck passenger cars, (2) single -level 
passenger cars, (3) diesel -electric locomotives, (4) trainsets, (5) self -propelled Diesel Multiple 
Unit (DMU) vehicles, and (6) dual -mode locomotives (powered by d iesel or electrified third 
rail).  The  issued  specifications  are  for  equipment  capable  of  up  to  125 mph  operations.  Future 
procurement of passenger train equipment using federal funds will be required to comply 
with the Section 305 specifications and process.  

3.2.3 Oklahoma  Passenger  Rail  Station  Improvements  
In  addition  to  cost -efficiency  and  service  upgrades,  some  stations  along  the  Heartland  Flyer 
route are also being upgraded as part of state and community initiatives. Major station 
ȜȿȜʆȜǈʆȜʦǳɸ ǈɰǳ ǬȜɸǥʎɸɸǳǬ ǤǳȴɊʧṁ uȿȜʆȜǈʆȜʦǳɸ ȜȿʦɊȴʦȜȿȎ ÂȰȴǈȖɊȽǈ >Ȝʆʭṭɸ ðǈȿʆǈ fǳ EǳɭɊʆ ǈɰǳ 
discussed in Section 3.3.  

Thackerville . Over the pas t decade, ODOT has had discussions with the Chickasaw Nation, 
Amtrak, and BNSF Railway to evaluate the addition of a new station stop for the Heartland 
Flyer at Thackerville, Oklahoma, just north of the Oklahoma/Texas state line. Thackerville is 
home to th e WinStar World Casino and Resort, the largest casino in Oklahoma. The resort is 
owned and operated by the Chickasaw Nation, which is expected to construct the station 
platform  and  an  adjacent  parking  lot.  Early projections  from  the  Chickasaw  Nation  indicated 
that  the  stop  could  potentially  increase  Heartland  Flyer  ridership  by  12 percent,  however,  no 
specific  site  has  been  approved  by  all  parties  and  no date  has  been  set  for  the  establishment 
of the station stop.  

3.2.4 Amtrak  Five -Year  Strategic  Improvement  Plans  
Each year, Amtrak releases a five -year strategic plan to satisfy requirements under Section 
ᶡᶡᶢᶠᶣṓǤṔ Ɋȍ ʆȖǳ fȜʬȜȿȎ !ȽǳɰȜǥǈṭɸ ðʎɰȍǈǥǳ þɰǈȿɸɭɊɰʆǈʆȜɊȿ ṓf!ðþṔ !ǥʆṁ uȿ µǈʭ ᶢᶠᶢᶡḼ !ȽʆɰǈȰ 
ɰǳȴǳǈɸǳǬ Ȝʆɸ fȜɸǥǈȴ Ĥǳǈɰ ṓfĤṔ ᶢᶠᶢᶡ ṪfȜʦǳ Ĥǳǈɰ «Ȝȿǳ åȴǈȿɸḼṫ which outline strategic five -year 
initiatives  for  each  service  line  and  asset  line  between  FY 2021 and  FY 2026. 70  These  plans  do 
not identify initiatives for individual trains but focus on overall improvements that benefit 
particular types of services, in cluding long -distance trains and state -supported regional 
trains, regardless of location.  

!ȽʆɰǈȰṭɸ five -year  plan  does  not  identify  the  establishment  of  new  long -distance  routes  as a 
strategy or initiative. It does, however, support the introduction and ex pansion of regional, 
state -supported passenger rail corridors of up to 750 miles in length.  

 
 
 
 
 

70  Amtrak, Five -Year Service and Asset Line Plans Fiscal Years 2021 -2026. Retrieved from: 
https://www.amtrak.com/content/dam/projects/dotcom/english/public/documents/corporate/businessplanning/Am  
trak -Service -Line -Asset -Line -Plans -FY21-26.pdf  

https://www.amtrak.com/content/dam/projects/dotcom/english/public/documents/corporate/businessplanning/Amtrak-Service-Line-Asset-Line-Plans-FY21-26.pdf
https://www.amtrak.com/content/dam/projects/dotcom/english/public/documents/corporate/businessplanning/Amtrak-Service-Line-Asset-Line-Plans-FY21-26.pdf
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3.2.4.1 State  Supported  Service  Improvements  
!ȽʆɰǈȰṭɸ five -year  plan  for  the  State  Supported  Service  Line  lists  the  following  overall 
strategies:  

¶ Advance  three  major  short -term  goals  for  FY 2021: 

o Secure  continued  emergency  funding  for  Amtrak  and  State  Partners  

o Avoid  any  permanent  loss of  service  

o Service  restoration:  Bring  back  the  right  level  of  service  at  the  right  time  

¶ Strengthen  relationships  with  existing  State  Par tners  

¶ Increase  ridership  and  revenue  by  developing  new  corridors  

¶ Pursue  new  fleet  acquisition  and  support  fleet  deployment  

¶ Establish  capital  partnerships  with  current  and  potential  partners  to  leverage  capital 
funds to make investments in fleet, facilities, and infrastructure  

¶ Maximize  operational  efficiencies  to  effectively  manage  costs  

¶ Strengthen  relationships  and  communication  with  relevant  Congressional  staff  and 
committees  

In  its  strategic  plan,  Amtrak  identified  the  following  initiatives  for  FY 2021 Ṝ FY 2026  to 
support the State Supported Service Line strategies listed above:  

Fleet Acquisition ṛIntercity Trainset: Replace the Amfleet I cars that comprise the largest 
portion of the State Supported  Service equipment fleet with an updated modern train 
experience  for  ʆɊǬǈʭṭɸ ǥʎɸʆɊȽǳɰɸṁ þȖǳ procurement of equipment will replace  the  Amfleet I 
cars, as well  as provide  a new  fleet  for  the  Amtrak  Cascades  service  in  the  Pacific  Northwest.  

Route  and  Frequen cy  Expansions:  Work  with  State  Partners  to  determine  service  levels  and 
expansion  plans  for  the  routes  they  support.  Advance  the  Amtrak  Connects  Us plan,  !ȽʆɰǈȰṭɸ 
vision for future State Supported corridor service.  

Obtain  Discretionary  Grants:  Work  closely  with  State  Partners  to  support  grant  applications 
for funding from U.S. Department of Transportation discretionary capital grant programs, 
which provide a source of funding for Amtrak and State partners seeking capital for 
infrastructure projects, as well as from state discretionary capital grant programs open to 
local public transportation agencies and municipalities.  

Improve the Section 209 Cost -Sharing Policy: Amtrak intends to work collaboratively with 
stakeholders on improvements to the Section 209 cost -sharing for State Supported services. 
Section  209  of  PRIIA  established  the  basis  for  a mechanism  to  allocate  and  share  the  costs  for 
Amtrak State Supported services between Amtrak and its partners.  

3.2.4.2 Long  Distance  Service  Improvements  
!ȽʆɰǈȰṭɸ five -year  plan  for  the  Long  Distance  Service  Line,  which  includes  the  Texas  Eagle  
and  Southwest  Chief , lists  the  following  overall  strategies:  
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¶ Sustain  the  company  by  restoring  full -service  to  all  long -distance  routes  in  2021, after 
reducing frequencies in 2020 to reflect greatly reduced demand resulting from the 
COVID -19 pandemic.  

¶ Gain new customers through informational campaigns and technology 
advancements that  emphasize  the  benefits  of  private  sleeping  compartments  as an 
acc ommodation that offers customer space, privacy, and comfort; improve features 
on the Amtrak.com  website and Amtrak app to enhance fare finding, search results, 
checkout processes, and other features for users;  present seven -day calendars of 
available  fares  for  app  and  website  users  planning  trips,  to  improve  the  way  in  which 
long -distance  customers  can  find  available  travel  dates  on  trains  operating  less than 
daily.  

¶ Build  for  the  future  by  reimagining  how  traditional  onboard  dining  is provided  to  both 
private room and coach customers and launch a refurbishment program for 
Superliner and Viewliner I car interiors that includes providing new cushions and 
upholstery  coverings,  carpets,  curtains , and  light  coverings,  along  with  deep  cleanings 
of coaches, dining cars, and sleeping cars.  

In  its  strategic  plan,  Amtrak  identified  the  following  initiatives  for  FY 2021 Ṝ FY 2026  to 
support the Long Distance Service Line strategies listed above:  

Fleet  Planning  and  Acquisition:  Acquire  new  locomotives  and  passenger  cars  to:  

¶ Offer  modernized  equipment  and  amenities  to  match  updated  service  models  and 
improve customer satisfaction  

¶ Redesign  train  consists  to  match  passenger  demand,  create  operating  efficiencies, 
and reduce capital needs  

¶ Reduce  car  and  locomotive  maintenance  and  turnaround  costs  

¶ Reduce  engine  and  car -related  mechanical  delays  to  impro ve on -time  performance  

¶ Reduce  fuel  consumption  and  greenhouse  gas  emissions  

Address  Reliability  and  On -Time  Performance:  Continue  to  use  a data -driven  approach  and 
work with host railroads to understand the causes of host railroad and Amtrak responsible 
delays, opportunities to mitigate them, and the actions required to improve OTP. Amtrak is 
also proposing enhanced authority to enforce existing laws giving Amtra k trains preference 
over freight transportation.  

Experiential  Service  Model:  Develop  a strategy  for  trains  that  operate  over  two  nights  to 
establish a more contemporary model and attract an expanded ridership. The strategy 
includes redesigning sleeper cars , reconfiguring seating in dining and lounge areas, 
updating menus, and providing specialized staff training.  

New Food Service Model: Continue to develop and enhance meal offerings that deliver 
customer  satisfaction  at reduced  operating  costs,  and  complete  the  roll -out  of  a food  and 
beverage point -of -sale system with improved features.  

https://www.amtrak.com/home
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3.2.5 Improving  Connectivity  with  Other  Modes  at  Passenger 
Rail Stations  

The ability of an intercity passenger rail service to attract patronage from competing modes 
Ȝɸ Ȏɰǳǈʆȴʭ ǬȜȽȜȿȜɸȖǳǬ ʧȜʆȖɊʎʆ ǥɊȿʦǳȿȜǳȿʆ ǥɊȿȿǳǥʆȜɊȿɸṁ >ɊȿɸǳɯʎǳȿʆȴʭḼ ʆȖǳ ɭɰǳɸǳȿǥǳ Ɋȍ Ṫȴǈɸʆ 
ȽȜȴǳṫ ǈȴʆǳɰȿǈʆȜʦǳɸ Ȝɸ ǥɰȜʆȜǥǈȴ ʆɊ ʆȖǳ ɸʎǥǥǳɸɸ Ɋȍ ȜȿʆǳɰǥȜʆʭ ɭǈɸɸǳȿȎǳɰ ɰǈȜȴ services (just as they are 
to commercial air service). Intercity passenger trains themselves can assume the role of a 
feeder service for extended journeys. Newark Liberty International Airport in Newark, New 
Jersey and Baltimore -Washington International A irport are prime examples of locations 
where  Amtrak  trains  and  local  commuter  trains feed  passengers  from  an  entire  region  to  the 
airport.  

Amtrak  has  had  success  with  its  Thruway  Bus  services  as a means  of  linking  to  a broader 
market, including the Oklahom a City -Wichita -Newton bus service inaugurated in 2016. 
Thruway  buses  are  used  at  many  locations  on  !ȽʆɰǈȰṭɸ system  to  connect  passengers  to 
popular destinations that are not served by rail.  

3.2.5.1 Fort  Worth  Amtrak  and  Commuter  Rail  Connections  
In Texas, the Heartland Flyer  serves the Fort Worth Central Station, where rail passenger, 
commuter  rail,  local  transit, and  intercity  bus services  come  together.  Although services  are 
not  coordinated  between  agencies,  connections  to  other  modes  can be  made.  Connections 
that  can  be  made  between  the  Heartland  Flyer  and  other  rail  services  at  Fort  Worth  Central 
Station are discussed below.  

Amtrak : The  Heartland  Flyerṭɸ current  schedule,  which  provides  southbound  morning  service 
from Oklahoma City to  Fort Worth and a northbound evening return trip to Oklahoma City, 
requires the train to stay in Fort Worth for 5 hours during the middle of the day. It also 
ɭǳɰȽȜʆɸ ʆɰǈʦǳȴǳɰɸ ȍɰɊȽ ÂȰȴǈȖɊȽǈ >Ȝʆʭ ʆɊ ȽǈȰǳ ǥɊȿȿǳǥʆȜɊȿɸ ǈʆ fɊɰʆ ĞɊɰʆȖ ʧȜʆȖ !ȽʆɰǈȰṭɸ 
long -distance Texas Eagle . The Texas Eagle makes an early afternoon stop in Fort Worth in  
each direction on its journey between Chicago and San Antonio.  

While the approximate 90 -minute connection from the southbound Heartland Flyer  to the 
northbound  and  southbound Texas  Eagle  trains is  reasonable, a  connection  from  the  Texas 
Eagle  to  northbound  Heartland  Flyer  for  a return  trip  to  Oklahoma  requires  a wait  of  several 
hours  throughout  the  afternoon.  An  earlier  northbound  Heartland  Flyer  departure  from  Fort 
Worth to Oklahoma could reduce this wait but would hamper the trip purposes of other 
types  of  travelers,  who  need  more  time  in  Fort Worth.  The  Texas  Eagle  connection  accounts 
for less than 10 percent of the Heartland  Flyer  passengers. Leisure passengers visiting the 
Dallas -Fort  Worth  Metroplex  account  for  a much  higher  percentage  of  Heartland  Flyer  riders 
and an earlier departure from Fort Worth might discourage day -trippers. Table 2 -7 provides  
a summary  of  connection  times  at  Fort  Worth  between  the  Heartland  Flyer  and  Texas  Eagle 
trains under the existing schedules in effect.  

Trinity  Railway  Express : Trinity  Railway  Express  (TRE) is a regional  commuter  train  service 
that operates between the Fort Worth T&P Station and the Eddie Bernice Johnson Union 
Station  in  Dallas  and  connects  with  the  Heartland  Flyer  at  Fort  Worth  Central  Station.  TRE 
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trains operate every 30 to 60 minutes in each direction Mo nday through Friday and every 60 
minutes in each direction on Saturday. (There is no Sunday TRE service.) Current wait times  
at Fort Worth Central Station between the southbound Heartland  Flyer and the next 
available TRE departure to Dallas range from 58 m inutes on weekdays to 28 minutes on 
Saturday. Minimum wait times at Fort Worth Central Station from TRE trains arriving from 
Dallas with the northbound Heartland  Flyer  range from 29 minutes on weekdays to 59 
minutes  on  Saturday.  Table  2-8 details  the  minimum  wait  times  that  travelers  will  experience 
when making a transfer between the Heartland  Flyer  and TRE commuter trains at Fort 
Worth as part of a multi -ride trip between Oklahoma and Dallas.  

TEXRail : TEXRail is a regional commuter train service that operates between the Fort Worth 
T&P Station and Dallas -Fort Worth International Airport, and connects with the Heartland 
Flyer  at  Fort  Worth  Central  Station.  Trains  operate  seven  days  per  week,  with  service  provided 
every 30 minutes during the morning and evening peak travel periods and hourly at other 
times.  The  current  wait  time  between  the  southbound  Heartland  Flyer  and  the  next  available 
TEXRail departure to Dallas -Fort Worth International Airport range is 20 minutes. Minimum 
wait times at Fort Worth from TEXRail trains arriving from Dallas -Fort Worth International 
Airport with the northbound Heartland  Flyer  is 25 minutes. Table 2 -9 details the minimum 
wait  times  that  that  travelers  will  experience  when  making  a transfer  between  the Heartland 
Flyer and TEXRail commuter trains at Fort Worth, as part of a multi -ride trip between 
Oklahoma and DFW Airpor t. 

3.2.5.2 Other  Passenger  Rail  Multimodal  Improvement  Considerations  
Additional opportunities exist to enhance the multimodal role of the Heartland  Flyer with 
agencies at both the Oklahoma City and Fort Worth terminals. Discussion with rural transit 
districts  to  coordinate  at  intermediate  stops  in  Oklahoma  may  also  be  worthwhile.  Ridership 
improvements could be anticipated if multimodal connections were imp roved and 
publicized. Most of these connections would require extraordinary cooperation between 
companies or agencies with diverse goals and objectives.  

The importance of developing multimodal connections to meet mobility needs is a key 
strategy in the Okl ahoma Public Transit Policy Plan, released by ODOT and the Oklahoma 
Transit  Association  in  December  2020. 71 The  plan  is intended  to  identify  the  resources  needed 
over a 20 -year period to:  

¶ Establish  standards  and  protocols  for  agencies  involved  in  the  delivery  and  funding  of 
public transit services  

¶ Set  the  foundation  for  policies  guiding  transit  investments  statewide  as well  as 
establishing programs and strategies to enhance transit services  

¶ Support  the  development  of  policies  that  address  the  transit  challenges  of  today 
while providing a strong and enduring vision for the future of Oklahoma  

Analysis  conducted  as part  of  the  ɭȴǈȿṭɸ development  noted  that  while  approximately  9.6 
million  passenger  trips  were  made  on  Oklahoma  transit  agencies  in  2018, the  actual  demand  

 
71 ODOT  and  Oklahoma  Transit  Association.  Oklahoma Public  Transit  Policy  Plan,  December  2020.  Retrieved  from: 
https://www.oktransitplan.org/final -plan  

https://www.oktransitplan.org/final-plan
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for  passenger  trips  was  17.7 million,  based  on  the  transit  propensity  of the  ɸʆǈʆǳṭɸ population, 
indicating that there was a significant unmet need for additional public transit investment. 
The amount of unmet transit need is expected to grow over the next 20 years, based on 
projected demographic changes in the state. The plan estimates that by expanding local 
transit services and adding new regi onal connections, annual passenger trips on transit 
could double from existing levels to 20.5 million by 2040. Meeting existing and projected 
transit needs would require more than doubling the existing investment in transit services, 
including significant increases in annual operating costs, capital investments, and vehicle 
expansion. To address existing and forecasted transit demand, the plan provides a set of 
strategies and policy recommendations to improve the delivery and coordination of public 
transit services and ensure that resources are available to meet mobility needs. A 20 -year 
investment schedule is included, organized around achieving incremental milestones over 
five -year horizons through 2040.  

The plan calls for establishing a connected network of transit operators to create regional 
plans  and  coordinated  efforts  among  neighboring  systems  that  offer  new  services  to  provide 
viable travel options for people throughout the state. Objectives to support this strategy 
include  a recommendation  to  create  a statewide  connected  network  of  intercity  carriers  and 
transit feeders. The plan specifically recommends coordination with private transportation 
entities such as Amtrak and the creation of public -private partnerships to expand the reach 
of transit around the state by facilitating longer -distance regional trips on intercity services.  

In Oklahoma City, recent emphasis on integrating various modes of public transportation 
ȜȿʆɊ ʆȖǳ ǥȜʆʭṭɸ Ɋʦǳɰǈȴȴ ʆɰǈȿɸɭɊɰʆǈʆȜɊȿ ȽǈʆɰȜʬ Ȗǈɸ ȴǳǬ ʆɊ ɸǳʦǳɰǈȴ ɸʆʎǬȜǳɸ ǈȿǬ ȜȿȜʆȜǈʆȜʦǳɸḼ ȍʎɰʆȖǳɰ 
described below in Section 3.2.6. The Ass ociation of Central Oklahoma Governments (ACOG) 
ǥɊȽɭȴǳʆǳǬ ʆȖǳ ṪuȿʆǳɰȽɊǬǈȴ þɰǈȿɸɭɊɰʆǈʆȜɊȿ oʎǤ µǈɸʆǳɰ åȴǈȿḼṫ72 which created a foundation 
for the current expansion and development of the existing Santa Fe Depot discussed further 
in Section 3.2.6, while the C ǳȿʆɰǈȴ ÂȰȴǈȖɊȽǈ þɰǈȿɸȜʆ ǈȿǬ åǈɰȰȜȿȎ !ʎʆȖɊɰȜʆʭ ǥɊȽɭȴǳʆǳǬ ṪþȖǳ 
gɰǳǈʆǳɰ EɊʧȿʆɊʧȿ >ȜɰǥʎȴǈʆɊɰ !!Ḽṫ73 ʧȖȜǥȖ ȍɊɰȽǳǬ ʆȖǳ ȍȜɰɸʆ ɸʆǳɭ Ȝȿ ʆȖǳ ɰǳȎȜɊȿṭɸ ɭɰɊǥǳɸɸ ȍɊɰ 
implementing  enhanced  rail  transportation  options such  as commuter and  light rail. In  2018, 
Oklahoma Cit y opened a modern streetcar line that serves the Santa Fe Depot as well as the 
central  business  district and  the  downtown  entertainment  district.  All  of  these  efforts  work  in 
conjunction  to  point  toward  a greatly  enhanced  transportation  network  in  the  comi ng  years.  

Tulsa, Oklahoma is making a similar effort to prepare the way for expanded public 
transportation needs. Prior studies carried out by the City of Tulsa and the Indian Nations 
Council  of  governments  (INCOG)  are  preparing  the  way  for  the  introduction  of  an  enhanced 
transportation network.  

 
 
 
 
 
 
 

72 Association  of  Central  Oklahoma  Governments,  Intermodal  Transportation  Hub  Master  Plan  for  Central  Oklahoma, 
June 30, 2011. Retrieved from: http://www.acogok.org/wp -content/uploads/2015/09/hubreport.pdf  
73 EMBARK  Oklahoma,  Planning.  Retrieved  from:  http://embarkok.com/about/planning  

http://www.acogok.org/wp-content/uploads/2015/09/hubreport.pdf
http://embarkok.com/about/planning
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Multimodal  plans  previously  completed  within  the  State  that  address  multimodal 
transportation options include:  

¶ The Oklahoma Public Transit Policy Plan, rel eased by ODOT in December in 2020, 
which contains recommendations and for improving multimodal connectivity and 
presents  an  incremental  investment  strategy  for expanding  services  and  connectivity 
throughout the state: https://www.oktransitplan.org/final -plan  

¶ þȖǳ Ṫᶢᶠᶣᶠ fȜʬǳǬ gʎȜǬǳʧǈʭ ðʆʎǬʭṫ ȜǬǳȿʆȜȍȜǳɸ ʆɰǈȿɸȜʆ ȜȽɭɰɊʦǳȽǳȿʆɸ ȍɊɰ ÂȰȴǈȖɊȽǈ >Ȝʆʭ 
by the Central Oklahoma Transit and Parking Authority (COTPA). This 2005 pl an 
includes  the  modern  streetcar  downtown  circulator,  bus  rapid  transit,  and  commuter 
rail: http://embarkok.com/about/planning  

¶ In coordination with the COTPA studies on fixed guideway transit in the Okl ahoma 
City region, the Association of Central Oklahoma Governments (ACOG) in 2011 
published  a comprehensive  study  for  creating  a multimodal  hub  to  connect  the  wide 
variety of planned transportation options in Oklahoma City.  

¶ ACOG in  2016 adopted  its  updated  metropolitan  transportation  plan  entitled  
ṪMȿǥɊȽɭǈɸɸ ɡ ᶠᶤᶠṫ74  

¶ ACOG also developed a framework for creating a regional transportation authority 
and regional transportation district. Subsequent legislation, HB 2480 signed in law in 
2014, authorized creation of a regional transportation authority under a framework 
prese nted in  the  legislation. Following  passage  of  the  law, ACOG  worked  with  the  city 
councils  of  Del  City,  Edmond,  Midwest City,  Moore,  Norman,  and  Oklahoma  City on  an 
implementation plan to create the transportation authority, including the 
development and ap proval of a trust agreement and indenture. The Regional 
Transportation Authority of Central Oklahoma (RTA) was established in 2019 as a 
regional, independent governmental agency under the laws of the State of 
Oklahoma. The RTA is responsible for developing , funding, constructing, 
implementing,  operating, and  maintaining  transportation  projects  located  within  the 
boundaries of the regional transportation district.  

¶ In  the  Tulsa  region,  INCOG  published  its  updated  long -range  regional  transportation 
ɭȴǈȿ Ȝȿ ·ɊʦǳȽǤǳɰ ᶢᶠᶡᶧḼ ǳȿʆȜʆȴǳǬ Ṫ>ɊȿȿǳǥʆǳǬ ᶢᶠᶤᶥṫ75 and its updated regional transit 
ɭȴǈȿ Ȝȿ !ʎȎʎɸʆ ᶢᶠᶡᶨḼ ǳȿʆȜʆȴǳǬ Ṫ>ɊȿȿǳǥʆȜȿȎ åɰɊȎɰǳɸɸṫṁ76 

 
 
 
 
 
 
 
 

74  Association  of  Central  Oklahoma  Governments,  Encompass  2040 , October  27, 2016. Retrieved  from: 
http://www.acogok.org/wp -content/uploads/2018/12/ENCOMPASS -2040 -BIG-BOOK.pdf  
75 Indian Nations Council of Governments, Connected 2045 , November 2017. Retri eved from: 
http://www.incog.org/Transportation/Documents/Connected%202045/CONNECTED2045%20LRTP.pdf  
76 Indian Nations Council of Governments, Connecting Progress , August 2018. Retrieved from:  
http://www.incog.org/Tran sportation/Documents/FastForward/ConnectingProgress/Connecting%20Progress%20Pla  
n_08%2017%2018.pdf  

https://www.oktransitplan.org/final-plan
http://embarkok.com/about/planning
http://www.acogok.org/wp-content/uploads/2018/12/ENCOMPASS-2040-BIG-BOOK.pdf
http://www.incog.org/Transportation/Documents/Connected%202045/CONNECTED2045%20LRTP.pdf
http://www.incog.org/Transportation/Documents/FastForward/ConnectingProgress/Connecting%20Progress%20Plan_08%2017%2018.pdf
http://www.incog.org/Transportation/Documents/FastForward/ConnectingProgress/Connecting%20Progress%20Plan_08%2017%2018.pdf
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3.2.6 Support  for  Oklahoma  City  as a Multimodal  Hub  
Both ODOT and the City of Oklahoma City have been advancing initiatives and institutional 
ǈɰɰǈȿȎǳȽǳȿʆɸ ʆȖǈʆ ʧɊʎȴǬ ȍǈǥȜȴȜʆǈʆǳ ÂȰȴǈȖɊȽǈ >Ȝʆʭṭɸ ðǈȿʆǈ fǳ EǳɭɊʆ ʆɊ ǤǳǥɊȽǳ ǈ ȽʎȴʆȜ- 
modal  passenger  rail  hub,  serving  the  existing  Heartland  Flyer  service,  additional  proposed 
intercity rail services, new proposed commuter rail services, proposed high -speed rail, 
intercity  bus  service,  as well  as local  transit  services  serving  the  Oklahoma  City  metropolitan 
area.  

Locating a multimodal transportation hub at th e Santa Fe Depot in Oklahoma City will help 
ȜȽɭɰɊʦǳ ʆȖǳ ȽǈɰȰǳʆ ɰǳǈǥȖ ȍɊɰ ǈȴȴ ȽɊǬǳɸṁ !>Âg ǥɊȽɭȴǳʆǳǬ ʆȖǳ ṪuȿʆǳɰȽɊǬǈȴ þɰǈȿɸɭɊɰʆǈʆȜɊȿ 
oʎǤ µǈɸʆǳɰ åȴǈȿḼṫ77 which created a foundation for expanding and redeveloping the existing 
Santa Fe Depot as a transportation center and gateway for Oklahoma City. The hub study 
also laid the groundwork for merging pedestrian, bicycle, bus, light rail, commuter rail, and 
intercity  passenger  rail  at  the  preferred  location  of  the  Santa  Fe Depot.  The  hub  plan  includes 
the capacity n ecessary to accommodate an expansion of service on the Heartland  Flyer 
route, as well as the introduction of passenger rail service between Oklahoma City and Tulsa, 
and space for the introduction of commuter rail service on lines serving central Oklahoma.  
Expanded  taxi  service  and  parking  will  also  be  located  at  the  planned  hub  to  assure  this 
location is capable of meeting projected future transportation needs.  

The  U.S. Department  of  Transportation  awarded  Oklahoma  City  a $13.6 million  Transportation 
Investments Generating Economic Recovery (TIGER) grant in 2013 to help fund a $28.4 
million restoration and reconstruction project to convert the historic Santa Fe Depot (built in 
1934) into an intermodal transportation hub, improving passen ger waiting facilities, adding 
space for Amtrak ticketing and checked baggage services, expanding accessibility and 
neighborhood connectivity for bicycles and pedestrians, and providing a multimodal transit 
connection to the Oklahoma City streetcar. Other funding sources for the station restoration 
project include ODOT, ACOG, and an Oklahoma City capital program called MAPS 3.  

The  initial  phase  of  project  encompassed  renovations  to  the  station  building  and  exterior  site 
work, including restorations of histo ric exterior and interior architectural elements such as 
the terrazzo floors and ornamental grilles in the main hall and an expanded and redesigned 
parking area with new charging stations for electric vehicles. A grand reopening celebration 
was held on Dec ember 7, 2017, to commemorate the completion of the station renovation 
work. Future phases of the project include refurbishing the station platform area, 
construction of a pedestrian tunnel beneath the railroad right -of -way to connect the Santa 
Fe Depot to  the west end of the Bricktown neighborhood and the Canal, and building a 
pedestrian plaza on the Bricktown side of the station.  

In 2018, the Oklahoma City Streetcar began service, with stops adjacent to the Santa Fe 
Depot that provide improved transit con nectivity between the passenger rail station and 
multiple business and recreational areas in the city. Streetcar service runs daily, beginning at 
6 a.m. on weekdays and 7 a.m. on weekends and operating until midnight Monday through 
Thursday,  2 a.m.  Friday  and  Saturday,  and  10 p.m. Sunday.  Daily  service  is provided  on  the  4.9- 
mile Downtown Loop route connecting the Santa Fe depot with the City Center and  

 
77 Association of Central Oklahoma Governments. Intermodal  Transportation  Hub  Master  Plan for  Central  Oklahoma . 
June 30, 2011. Retrieved from: http://www.acogok.org/wp -content/uploads/2015/09/hubreport.pdf  

http://www.acogok.org/wp-content/uploads/2015/09/hubreport.pdf
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Midtown districts. Additional service on Friday,  Saturday, and Sunday is provided on the 
shorter, 2 -mile Bricktown Loop route that circles the City Center and the Bricktown 
entertainment  district.  The  Santa  Fe Depot  also  is served  by  EMBARK  buses  and  has  a bike 
sharing station.  

In  an  unrelated  project,  in  2017, FRA approved  the  establishment  of  a quiet  zone  on  the  BNSF 
tracks through  downtown  Oklahoma  City  also used  by  the Heartland  Flyer . Within  the quiet 
zone, which extends nearly three miles through the city center, trains do not have to soun d 
their  horns  at  grade  crossings  as part  of  routine  operation  (although  some  situations  may  still 
require sounding the horn). As part of the quiet zone establishment process, eleven grade 
crossings were improved to maintain safe operation for motorists and trains in the absence  
of the train horn.  

3.3 Proposed  New  Intercity  Services  

3.3.1 Intercity  Service  Development  Under  fè!ṭɸ High  Speed  
Rail  Program  

The U.S. Department of Transportation, through the Federal Railroad Administration (FRA), 
has been working with states to plan, fund, and develop high -speed rail services, which 
includes new or enhanc ed conventional intercity passenger rail services that use existing 
freight  lines  and  travel  at  existing  passenger  rail speeds.  Since  1991, the  FRA has  identified  11 
high -speed  rail  corridors  (see Figure  3-3), positioning  them  for  future  Federal  passenger  rail 
funding. The Tulsa -Oklahoma City -Dallas/Fort Worth -San Antonio corridor was officially 
designated as a high -speed rail corridor in 2000, as shown in Figure 3 -4 . It is known as the 
South Central High Speed Corridor. 78  

 

Figure  3-3: Designated  U.S. High -Speed  Rail  Corridors  
Source:  US DOT 

 

78 Federal  Railroad  Administration,  ṪoȜȎȖ Speed  Rail  þȜȽǳȴȜȿǳṫḼ Retrieved  from:  https://www.fra.dot.gov/Page/P0140  

https://www.fra.dot.gov/Page/P0140
http://www.fra.dot.gov/downloads/Research/hsr_corridors_2009_LV.pdf
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ODOT began studying the development of high -speed rail in 1999, and subsequently 
ɰǳȴǳǈɸǳǬ ǈ ṪoȜȎȖ ðɭǳǳǬ åǈɸɸǳȿȎǳɰ èǈȜȴ fǳǈɸȜǤȜȴȜʆʭ ðʆʎǬʭṫ Ȝȿ ᶢᶠᶠᶡḼ ȍɊȴȴɊʧǳǬ Ǥʭ ʆȖǳ ṪÂȰȴǈȖɊȽǈ 
oȜȎȖ ðɭǳǳǬ èǈȜȴ uȿȜʆȜǈʆȜʦǳṫ Ȝȿ ᶢᶠᶠᶢṁ þȖȜɸ ðɊʎʆȖ >ǳȿʆɰǈȴ oȜȎȖ ðɭǳǳǬ èǈȜȴ >ɊɰɰȜǬɊɰ Ȗǈɸ ʆȖɰǳǳ 
segments, centered on Dallas -Fort Worth: a southern segment that extends 288 miles to 
Austin  and  San Antonio,  a northeast  segment  that  extends  388  miles  to  Texarkana  and  Little 
Rock, and a northern segment that extends 311 miles to Oklahoma City and Tulsa.  

 

Figure  3-4: South  Central  High -Speed  Rail  Corridor  
Source:  Passenger  Rail  Oklahoma  

In  2009,  ODOT  completed  a Service  Development  Plan  (SDP) for  the  Oklahoma  portion  of  the 
South Central High Speed Rail Corridor. 79 This plan recommended a phased approach that 
would:  

¶ Upgrade  the  BNSF -owned  Heartland  Flyer  route  between  Oklahoma  City  and  Fort 
Worth to improve existing service and subsequently accommodate a second 
passenger train roundtrip  

¶ Upgrade track infrastructure at and around the Oklahoma City train station to 
improve rail access to the station platforms, eliminate delays caused by pa ssenger - 
freight  train  congestion,  and  accommodate  additional  passenger  trains  at  the  station 
facility  

¶ Acquire  land  and  construct  a high -speed  (90  mph)  passenger  rail  line  between 
Oklahoma City and Tulsa following the Turner Turnpike (I -44) corridor  

 
 
 

79 Oklahoma Department of Transportation, Oklahoma Portion of the South Central HSR Corridor Service 
Development  Plan  (SDP). Retrieved  from: http://www.okl adot.state.ok.us/recovery/hs_rail/fra -final - 
app/support/service.pdf  

http://www.okladot.state.ok.us/recovery/hs_rail/fra-final-app/support/service.pdf
http://www.okladot.state.ok.us/recovery/hs_rail/fra-final-app/support/service.pdf
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Many of the infrastructure improvements to the Heartland  Flyer route ide ntified and 
recommended  by  the  SDP were  subsequently  completed,  with  partial  funding  provided  by 
federal high -speed rail and TIGER grants.  

As a result of PRIIA, the federal government established a mechanism for creating federal - 
state funding partnerships dedicated to developing passenger rail corridors. To allocate this 
funding,  FRA established  the  ṪoȜȎȖ Speed  Intercity  Passenger  Rail  Progr ǈȽṫ (HSIPR) in  2009 
to make strategic investments that would create or enhance an efficient network of 
passenger rail corridors to connect communities across the country. An initial funding 
package  of  $8  billion  was  made  available  through  the  American  Reco very  and  Reinvestment 
Act (ARRA), plus an additional $2.5 billion through transportation appropriations.  Through 
ʆȖǳ oðuåè åɰɊȎɰǈȽḼ ÂEÂþ ɸǳǥʎɰǳǬ ʆȖɰǳǳ ɸǳɭǈɰǈʆǳ Ȏɰǈȿʆɸ ʆɊ ǈȜǬ ÂȰȴǈȖɊȽǈṭɸ ɭǈɸɸǳȿȎǳɰ ɰǈȜȴ 
efforts. Grants were awarded to:  

¶ Help  the  state  complete  its  long -term  rail  plan,  published  in  2012 

¶ Prepare  a Service  Development  Plan  and  Environmental  Impact  Statement  for  the  rail 
corridor from Oklahoma City to Tulsa  

¶ Fund  track,  signal,  and  switch  improvements  at  the  Oklahoma  City  Santa  Fe Depot  for 
safer and more efficient operation of the Heartland  Flyer , completed in 2012  

fè!ṭɸ HSIPR is being  developed  under  a three -tiered  passenger  rail  strategy,  defined  as 
follows 80 : 

 
1. Core Express services : These trains connect major population centers, typically 200  

to  600 miles apart, in  the  ȿǈʆȜɊȿṭɸ Ǭǳȿɸǳɸʆ ǈȿǬ ȽɊɸʆ ɭɊɭʎȴɊʎɸ ɰǳȎȜɊȿɸṁ þɊɭ speeds are 
between 125 and 250+ mph, primarily on completely grade -separated and dedicated 
rights -of -way.  Some  excepti ons  to  grade -separated  and  dedicated  track  requirements 
may be acceptable in terminal areas.  

2. Regional services : These trains provide relatively frequent service between large and 
mid -sized cities, 100 to 500 miles apart, with some intermediate stops. Top s peeds 
range  between  90  and  125 mph,  with  some  dedicated  and  some  freight -shared  tracks. 
Tracks are grade -separated with terminal area exceptions.  

3. Feeder  services : These  trains  connect  communities  to  the  passenger  rail  network  in 
corridors 100 to 500 miles long, and provide a foundation for future higher -speed 
corridor development. Top speeds range from 79 to 90 mph, generally on shared 
track with advanced grade -crossing protection or grade separations. This stage is 
intended to  provide travel options and develop a market for rail service. The 
Oklahoma  City -Fort  Worth  corridor  is currently  identified  as a Feeder  Service  by  FRA. 

FRA has  established  that,  to  be  eligible  for  federal  implementation  or  construction  funding  of 
new inte rcity passenger rail services, the sponsoring entity must complete a Passenger Rail 
>ɊɰɰȜǬɊɰ uȿʦǳɸʆȽǳȿʆ åȴǈȿ ṓåè>uåṔṁ þȖȜɸ ɭȴǈȿ ɭɰɊʦȜǬǳɸ ʆȖǳ ȍɊʎȿǬǈʆȜɊȿ ȍɊɰ ʆȖǳ ɭɰɊȭǳǥʆṭɸ 
development and consists of two main components, an environmental impact statement  

 
80 Federal Railroad Administration, High Speed Intercity Passenger Rail (HSIPR) Program . Retrieved from:  
https://www.fra.dot.gov/Page/P0134  

https://www.fra.dot.gov/Page/P0134
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(EIS) or  some  other  type  of  environmental  review  document,  and  a service  development  plan 
(SDP). The SDP analyzes the transportation needs and the purposes to be met by the 
proposed service. The plan also presents the results from testing various alternatives for 
performance, ability  to attract riders, and generate revenue. Financing of the system as well 
as the  benefits  accrued  to  both  users  and  non -users  are  also examined. The  requirements  for 
preparing the SDP are defined by FRA. An EIS examines the impact of the proposed system 
de velopment on the natural, built, and cultural environments. The EIS is also required to 
examine  the  resulting  effects  if  the  system  is not  built.  Requirements  for  preparing  an  EIS are 
defined under the National Environmental Policy Act (NEPA).  

Three  passenger  rail  corridors  in  Oklahoma  are  currently  under  evaluation  as candidates  for 
new or expanded service and will be discussed further in Section 3.3.3:  

¶ Oklahoma  City  to  Kansas  City  

¶ Oklahoma  City  to  Tulsa  

¶ Oklahoma  City  to  Fort  Worth  

3.3.2 Amtrak  Connects US  Vision  Plan  
On  March  31, 2021, Amtrak released  a vision  plan, called  Ṫ!ȽʆɰǈȰ >Ɋȿȿǳǥʆɸ ąðḼṫ ʆȖǈʆ ȜǬǳȿʆȜȍȜǳǬ 
locations where new corridors and enhanced service on existing routes could be developed  
in conjunction with state partners by 2035. 81 Figure 3 -5 shows the candidate routes targeted 
for ɭɊʆǳȿʆȜǈȴ ȜȽɭɰɊʦǳȽǳȿʆ Ɋɰ ǈȿ ȜȿʆɰɊǬʎǥʆȜɊȿ Ɋȍ ɸǳɰʦȜǥǳ ʎȿǬǳɰ !ȽʆɰǈȰṭɸ ɭȴǈȿṁ þȖǳ ʦȜɸȜɊȿ Ȝɸ 
centered on developing and enhancing intercity passenger rail corridors several hundred 
miles long located within or between regions of the United States that are expect ed to 
experience  significant  population  growth.  !ȽʆɰǈȰṭɸ ʦȜɸȜɊȿ plan  would  add  intercity  passenger 
rail service on up to 30 potential new routes, expand service on more than 20 existing routes, 
introduce passenger rail service in up to 160 communities in 1 5 states, and attract 20 million 
additional riders beyond the 32 million passengers that rode Amtrak trains in FY 2019.  

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

81 Amtrak  Connects Us  - Amtrak  Media  

https://media.amtrak.com/amtrak-connects-us/
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Figure  3-5: Amtrak  Connects  US Vision  Plan  Proposed  Route  Expansions  
Source:  Amtrak  

The Amtrak Connects US vision includes extending passenger rail service on the Heartland 
Flyer corridor between Newton and Oklahoma City, as well as developing enhanced service 
between  Oklahoma  City  and  Fort  Worth.  The  Amtrak  Connects  Us vision  plan  depends  on  an 
authorization  of  funding  from  Congress,  although  no  funding  has  yet  been  secured.  The  plan 
also depends on a commitment from the state partners that ultimately will be responsible 
for providing the annual operating support to maintain the pro posed new and expanded 
passenger rail services in the long term.  

3.3.3 Passenger  Rail  Initiatives in  Oklahoma  
Since 2009, ODOT, TxDOT, and Kansas Department of Transportation (KDOT) have been 
working  together on  initiatives related  to  the  expansion  of intercity  passenger  rail  services  in 
the region. Planning efforts have been focused on three primary corridors: Oklahoma City to 
Kansas  City,  Oklahoma  City  to  Tulsa, and  Oklahoma  City  to  Fort  Worth.  This  section  discusses 
the planning work undertaken for each primary corridor.  

3.3.3.1 Oklahoma  to  Kansas  City  
For  more  than  a decade,  ODOT  and  KDOT  have  been  working  together  to  examine  options 
for adding intercity passenger rail service between Kansas and Oklahoma. In 2011, the 
ǈȎǳȿǥȜǳɸ ǥɊȽɭȴǳʆǳǬ ǈ ṪåǈɸɸǳȿȎǳɰ èǈȜȴ ðǳɰʦȜǥǳ EǳʦǳȴɊɭȽǳȿʆ åȴǈȿṫ82 that looked at the 
feasibility of extending the Heartland  Flye r from Oklahoma City to Newton, as well as  
introducing  a new  standalone  daytime  service  between  Kansas  City  and  Fort  Worth  via  

 
82 Kansas Department of Transportation, Kansas  City -Wichita -Oklahoma City -Fort Worth  Corridor  Passenger Rail 
Service Development Plan , November 2011. Retrieved from: http://www.ksdot.org/PDF_Files/PDF -Passenger -Rail - 
SDP.pdf  

http://www.ksdot.org/PDF_Files/PDF-Passenger-Rail-SDP.pdf
http://www.ksdot.org/PDF_Files/PDF-Passenger-Rail-SDP.pdf
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Oklahoma  City,  either  in  place  of, or  in  conjunction  with,  the  Heartland  Flyer  extension.  This 
SDP built off of a previous feasibility study conducted by Amtrak in 2010, 83 and was jointly 
paid for by ODOT and KDOT, using a $250,000 Federal FY2009 high -speed rail grant that 
provided half the funding for the study.  

The  SDP studied  three  alternati ves: 

¶ Extending  the  Heartland  Flyer  from  Oklahoma  City  to  Newton,  Kansas : The  study 
projected the service, which would operate overnight north of Oklahoma City to 
connect  with  !ȽʆɰǈȰṭɸ Southwest  Chief  in  Newton,  would  generate  an  incremental 
ridership increase on the Heartland  Flyer of 111,300 annual passengers, and require 
approxim ately $136.5 million in capital startup costs.  

¶ Introducing a new daytime Kansas City -Oklahoma City -Fort Worth passenger 
train : The  study  projected  this  service  would  generate  an  annual  ridership  of 256,700, 
and require approximately $436.2 million in capit al startup costs.  

¶ Extending  the  Heartland  Flyer  to  Newton,  and  introducing  a new  daytime  Kansas 
City -Fort Worth passenger train : The study projected this combination of services 
would generate a combined annual ridership of 368,000, and require approximately  
$475.0  million  in  capital  startup  costs.  

To further these efforts, Amtrak operated an inspection train from Oklahoma City to Kansas 
City on Friday June 9, 2017, during which officials discussed the feasibility of reinstating 
regularly scheduled passenger rail service between the two cities. (Amtr ak had provided 
passenger rail service between Kansas City, Oklahoma City, and Fort Worth until 1979.) The 
inspection train operated on tracks owned by BNSF Railway, and made brief stops along the 
route at Guthrie, Perry, and Ponca City, Oklahoma, as well as Arkansas City, Wichita, Newton, 
Emporia, Topeka, and Lawrence, Kansas. The inspection train was a preliminary step in a 
feasibility  assessment  process  to  evaluate  service  options  and  costs  for  reinstating  passenger 
rail  service.  Potential  service  option s could  include  extending  the  Heartland  Flyer  north  from 
Oklahoma City to Newton, where passengers would make a cross -platform connection to 
!ȽʆɰǈȰṭɸ >ȖȜǥǈȎɊ-Kansas City -Newton -Los Angeles Southwest Chief train, or establishing a 
through -car  operation  at N ewton, where  passenger  cars are  uncoupled  from  the Southwest 
Chief  and onto an extension of the Heartland  Flyer . 

Since the operation of the inspection train, ODOT and KDOT have taken additional steps in 
the  feasibility  assessment  process.  These  steps  have  included  engaging  with  BNSF  Railway  in 
the development of preliminary capital cost estimates to better understand  the types of 
infrastructure  investments  that  would  be  needed  to  establish  service, such  as track  upgrades 
to permit 79 mph passenger train speeds, and engaging with Amtrak in the development of 
preliminary revenue and operating cost estimates to better un derstand the impacts of 
potential service options.  

In  2020,  Amtrak  approached  the  states  of  Oklahoma  and  Kansas  to  enter into  a multistate 
operational  partnership  for  an  extension  of  the  Heartland  Flyer  north  of  Oklahoma  City  to  

 
83 Kansas Department of Transportation, Feasibility Report of Proposed Amtrak Service , March 9, 2010. Retrieved  
from:  http://www.ksdot.org/PDF_Files/FINAL -Amtrak -Study.pdf  

http://www.ksdot.org/PDF_Files/FINAL-Amtrak-Study.pdf
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·ǳʧʆɊȿḼ ¨ǈȿɸǈɸḼ ʧȜʆȖ ǥɊȿȿǳǥʆȜȿȎ ɸǳɰʦȜǥǳ ɭɰɊʦȜǬǳǬ ʆɊ !ȽʆɰǈȰṭɸ Southwest Chief at Newton 
and Texas Eagle at Fort Worth. The Oklahoma Senate and the House of Representatives 
passed  a concurrent  resolution  in  2020  supporting  the  extension  of  Heartland  Flyer  service  to 
Newton and supporting the establishment of a multistate operational partnership with 
Kansas and Amtrak for the extension. 84  The resolution notes that the Kansas Senate and 
House  of  Representatives  had  passed  the  Eisenhower  Legacy  Transport ation  Program,  which 
included  money for  the operational  expenses that Kansas would  pay for the Heartland  Flyer 
extension. However, both Oklahoma and Kansas would require federal capital funding to 
develop the service extension.  

On February 10, 2021, Amtrak  presented a proposal for the state of Kansas at the 2021 
Passenger Rail Coalition Forum to request 100 percent federal funding for the Heartland 
Flyer extension capital costs, and three to five years of operational costs through 
reauthorization of the Sur face Transportation Act. Soon after, the Oklahoma Senate and 
House of Representatives passed a concurrent resolution on April 26, 2021 endorsing the 
extension  of  Amtrak  Heartland  Flyer  service  to  Newton  and  a multistate  partnership  between 
Amtrak, Oklahoma, and Kansas. 85 The resolution urged the Oklahoma Congressional 
delegation to support the inclusion of federal funding for the full implementation and 
development of the Heartland  Flyer extension from Oklahoma City, Oklahoma, to New ton, 
Kansas, including a second frequency directly connecting Kansas City, Missouri, with Fort 
Worth, Texas, and to support the inclusion of full federal funding for the maintenance and 
future development of the Southwest Chief in the 2021 reauthorization of the Surface 
Transportation Act.  

To continue advancing implementation efforts, in 2021, KDOT commissioned an update to 
the 2011 Passenger Rail Service Development Plan (SDP) for the Kansas City -Oklahoma City - 
Fort  Worth  corridor  that would  evaluate  the  proposed  extension  of  the Heartland  Flyer  from 
Oklahoma City to Newton. 86  According to the notice published in the Kansas Register, the 
goal of the project is to (1) update and expand upon the 2011 SDP, (2) provide a fresh look into 
the feasibility of the s ervice, and (3) provide the project partners a roadmap for 
implementation,  should  funding  be  made  available. The  updated  study,  which  was  underway 
as this State Rail Plan was being prepared, will identify all costs associated with 
implementation and develo p a detailed plan for deploying and operating the service. The 
SDP update will include the necessary components, strategies, and guidance to support the 
extension  of  !ȽʆɰǈȰṭɸ Heartland  Flyer  into  Kansas.  This  includes  four  elements:  an  operations 
analysis, a capital investment needs assessment, a financial analysis, and an implementation 
plan.  

3.3.3.2 Oklahoma  City  to  Tulsa  
þɰǈʦǳȴ Ǥǳʆʧǳǳȿ ÂȰȴǈȖɊȽǈṭɸ ʆʧɊ ȴǈɰȎǳɸʆ ȽǳʆɰɊɭɊȴȜʆǈȿ ǈɰǳǈɸḼ ÂȰȴǈȖɊȽǈ >Ȝʆʭ ǈȿǬ þʎȴɸǈḼ 
provide an attractive market for interci ty rail service. The 110 -mile distance separating 
Oklahoma  City  and  Tulsa, with  a population  of  2.2 million  within  the  corridor  as of  2010, forms  

 

84  Enrolled House Concurrent Resolution No. 1036. Signed on May 13, 2020. Retrieved from: 
https://www.northernflyeralliance.com/Track -to-the -/ewExternalFiles/OK%20HR1036%20Passenger%20train.pdf  
85 Enrolled House Concurrent Resolution No. 1003. Signed on April 26, 2021. Retrieved from: 
https://legiscan.com/OK/text/HCR1003/2021  
86 Kansas Register, Volume 40 Ṝ Issue 15 Ṝ April 15, 2021. Retr ieved from: 
https://sos.ks.gov/publications/Register/Volume -40/Issues/Issue%2015/04 -15-21-49056.html  

https://www.northernflyeralliance.com/Track-to-the-/ewExternalFiles/OK%20HR1036%20Passenger%20train.pdf
https://sos.ks.gov/publications/Register/Volume-40/Issues/Issue%2015/04-15-21-49056.html
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a corridor where the economics of  rail technology are favorable. 87 Both cities also have plans 
to develop high -density transit services that would provide connectivity to surrounding 
population  centers.  Regularly  scheduled  passenger  rail  service  between  the  two  cities  ended 
in  1967. A pro vision  in  the  Oklahoma  Tourism  and  Passenger  Rail  Act  of  1996 jumpstarted  the 
current  effort  to  restore passenger  service  between  Oklahoma  City  and  Tulsa.88  The  state  law 
enabled Oklahoma to secure $23 million of funding from the federal Taxpayer Relief Act of 
1997, which was used to establish the Heartland Flyer  service between Oklahoma City and 
Fort Worth and develop service to Tulsa. 89  

3.3.3.2.1 Sooner Subdivision Ownership an d Passenger Service Obligations  
In  1998, ODOT  purchased  97.5-mile former  St. Louis -San Francisco  Railway  main  line  between 
Midwest City (in suburban Oklahoma City) and Sapulpa (suburban Tulsa) from successor 
BNSF Railway, to preserve the corridor for futur e passenger service. That same year, ODOT 
leased the line to the Stillwater Central Railroad, a short line freight railroad owned by Watco, 
to  maintain  freight service  to  rail  shippers on  the  line  and  initiate  a program  of track upgrade 
and  renewal. 90  In  2014, with  the  lease  planned  to  expire  in  2017, ODOT  announced  its  intent  to 
sell the line through a bidding process. Stillwater Central Railroad was the successful bidder 
and  purchased  the  97.5-mile  line,  known  as the  Sooner  Subdivision,  on  August  4, 2014, for  $75 
million. 91 

The sale agreement required Stillwater Central to upgrade the rail line to FRA Class 3 
conditions, which would support 60 -mph passenger train operations and 40 -mph freight 
train operations, arrange fo r a pilot demonstration program of passenger service within five 
years of the purchase, and arrange or provide for regularly scheduled passenger rail service 
within ten years of the purchase. Stillwater Central completed a track rehabilitation of the 
line in 2016, however, regular passenger service was not established. In the summer of 2019, 
Watco  requested  that  ODOT  relieve  Stillwater  Central  of  its contractual  obligation  to  arrange 
or provide for passenger rail service on the line and an associated $2.8 million contract 
payment default provision for not providing the service. ODOT and Watco subsequently 
signed a modified agreement that required Watco to pay ODOT $780,000 per year for four 
years and return the passenger easement to ODOT. With ownership of the passenger 
easement now back with ODOT, the agency has looked for opportunities to develop public - 
private partnerships that could enable passenger service on the line to b e introduced.  
However,  no  state  funding  is currently  available  to  provide  operating  support  for  a regularly  
scheduled  passenger  service.  

 
 
 
 
 

87 Texas Department of Transportation, Texas/South Central High -Speed Rail System Summary . Retrieved from:  
https://ftp.dot.state.tx.us/pub/txdot -info/rail/high_speed/system -sum maries/texas -south -central.pdf  
88  Oklahoma  Statutes,  §66-Railroads : §66-321, Oklahoma  Tourism  and  Passenger  Rail  Act,  Added  by  Laws  1996, c. 255, 
§ 1, eff.  July 1, 1996 
89 Taxpayer  Relief  Act  of  1997, Section  977  Elective  Carryback  of  Existing  Carryovers  of  National  Railroad  Passenger 
Corporation, 26 USC 172 note  
90  Track  Lease  and  Operating  Agreement  Oklahoma  City  Ṝ Sapulpa Rail  Line  June  19, 1998, Stillwater  Central  Railroad , 
Inc . 
91 Oklahoma Department of Transportation, Sooner Sub  Sale  Agreement , August 4, 2014. Retrieved from:  
https://www.odot.org/SoonerSub/16 -FINAL%20Sale%20Agreement%20(2014).pdf  

https://ftp.dot.state.tx.us/pub/txdot-info/rail/high_speed/system-summaries/texas-south-central.pdf
http://webserver1.lsb.state.ok.us/OK_Statutes/CompleteTitles/os66.rtf
https://www.congress.gov/105/plaws/publ34/PLAW-105publ34.pdf
https://www.law.cornell.edu/uscode/text/26/172
http://passengerrailok.org/memberfiles/1998-SLWC-OK-Contract.pdf
http://passengerrailok.org/memberfiles/1998-SLWC-OK-Contract.pdf
https://www.odot.org/SoonerSub/16-FINAL%20Sale%20Agreement%20(2014).pdf
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3.3.3.2.2 Rail  Access  Considerations in  Tulsa and  Oklahoma City  
Although Stillwater Central owns the rail corridor between Midwest City and Sapulpa, 
passenger rail access to downtown Oklahoma City and downtown Tulsa would have to be 
provided  using  tracks  owned  and  operated  by  two  Class I freight  railroads  serving  the  state, 
Union Pacific Railroad and BNSF Railway (see Figure 3 -6). 

 

Figure  3-6: Track  Ownership  of  the  Oklahoma  City -Tulsa  Corridor  
Source:  Passenger  Rail  Oklahoma,  HDR  

The  western  4.3 miles  of  the  corridor,  between  Midwest  City  and  Oklahoma  City,  are  owned 
by Union Pacific (UP) Railroad. The Oklahoma City Council in September 2015 passed a 
resolution approving the expenditure of up to $50,000 on an evaluation study with UP to 
determine  the infrastructure  requirements  needed  to  upgrade  this 20 -mph  freight branch 
line for regular passenger rail service.  

The eastern 17 miles of the corridor, between Tulsa and Sapulpa, are owned by BNSF Railway. 
The  purchase  agreement  governing  ÂEÂþṭɸ acquisition  of  the  Sooner  Subdivision  from  BNSF 
Railway in 1998 included a 99 -Ĥǳǈɰ Ṫ=ʎʭǳɰṭɸ åǈɸɸǳȿȎǳɰ ðǳɰʦȜǥǳ èȜȎȖʆɸ !ȎɰǳǳȽǳȿʆḼṫ ʧȖȜǥȖ 
contractually obligates BNSF to provide access for a passenger carrier to be named by the 
State  of  Oklahoma  to  use  its  tracks  for  16.9 miles  between  the  Stillwater  Central  connection  in 
Sapulpa and a location in downtown Tulsa near the former Union Depot. 92 The agreement 
set a fee per train -mile to be paid to BNSF for use of the trackage, and allows for up to four 
passenger train trips per day to use this segment of track without investments in track 
capacity to support additional frequencies. However, subsequent changes to railroad 
operations, infrastructure, and property development in the Tulsa area that have occurred 
since the passenger service rights a greement was signed will require additional local efforts 
to develop a passenger rail route into downtown Tulsa. Some recent local efforts are 
described below.  

 
92 Purchase  of  Oklahoma  City  Ṝ Sapulpa  and  Pawnee  Junction  Ṝ Stillwater  Rail  Lines,  February  26, 1998, Closing 
Documents  
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Passenger rail access to Tulsa will benefit from the I -244 Downtown Tulsa Double -Decker 
=ɰȜǬȎǳ ʆȖǈʆ ɊɭǳȿǳǬ Ȝȿ ᶢᶠᶡᶢṁ þȖǳ ǤɰȜǬȎǳṭɸ ʎȿȜɯʎǳ ǬǳɸȜȎȿ ɭɰɊʦȜǬǳǬ ǈ ʧǈʭ ʆɊ ɰǳɭȴǈǥǳ ǈȿ ǈȎȜȿȎ 
Interstate highway bridge across the Arkansas River west of downtown with a mu ltimodal, 
double -deck  structure  that  carries  westbound  automobile  and  truck  traffic  on  its  upper  level, 
and one railroad track for future intercity and commuter rail service on its lower level along 
with a dedicated pathway for pedestrians and bicyclists. ODOT was awarded a $49.5 million 
grant  in  2010 to  help  fund  the  $78  million  structure. 93 This  project  was  one  of  the  first  granted 
Ȝȿ ȜȿȜʆȜǈȴ ɰɊʎȿǬ Ɋȍ ąṁðṁ EÂþṭɸ ȜȿȿɊʦǈʆȜʦǳ ṪþɰǈȿɸɭɊɰʆǈʆȜɊȿ uȿȍɰǈɸʆɰʎǥʆʎɰǳ gǳȿǳɰǈʆȜȿȎ MǥɊȿɊȽȜǥ 
èǳǥɊʦǳɰʭṫ ṓþugMèṔ Ȏɰǈȿʆ ɭɰɊȎɰǈȽṁ 

The passenger rail river crossing built into the new bridge is key to establishing frequent, 
reliable  passenger  rail  service  connecting  ÂȰȴǈȖɊȽǈṭɸ two  largest  cities,  because  it  provides a 
ɰǈȜȴ ȴȜȿȰ ʆɊ ǬɊʧȿʆɊʧȿ þʎȴɸǈ ʆȖǈʆ ǬɊǳɸ ȿɊʆ ɰǳɯʎȜɰǳ ɭǈɸɸǳȿȎǳɰ ʆɰǈȜȿɸ ʆɊ ʎɸǳ =·ðfṭɸ ȍɰǳȜȎȖʆ ɰǈȜȴ 
bridge  across  the  Arkansas  River  or  occupy  freight  tracks  at  the  entrance  to  =·ðfṭɸ Cherokee 
Yard west of downtown, the largest freight rail yard in Ok lahoma.  

The Indian Nations Council of Government (INCOG) has provided assistance with the 
planning and identification of the proposed passenger rail route into downtown Tulsa. The 
plan calls for the use of existing railroad infrastructure, which will requi re significant 
upgrades  for  passenger  service  and  also  likely  require  property  acquisition  to  accommodate 
additional track capacity in certain locations. The proposed route is considered to be a 
reasonable alternative for reinstating passenger rail service  to downtown Tulsa while 
minimizing  interruption  to  existing  freight  rail  operations.  The  proposed  route  also  identifies 
the location for a downtown Tulsa passenger rail station, using the former Tulsa depot 
building, which is owned by Tulsa County. (The c ounty currently leases the building.)  

A new connection in Sapulpa would also be required between the Sooner Subdivision 
trackage from Midwest City and the BNSF Railway trackage leading to downtown Tulsa. 
Additional property would likely be purchased to con struct this connection. Property 
acquisitions are also anticipated at certain locations adjacent to the BNSF rail line between 
Sapulpa and Tulsa to provide additional track capacity to accommodate any passenger 
service.  New  connections  would  also  be  required  to  link  the  future  passenger  railroad  right - 
of -way built into the new I -244 Arkansas River bridge in Tulsa with existing Class I freight 
railroad infrastructure on either side of the river.  

3.3.3.2.3 State  Planning  Efforts  to  Establish  Regularly  Scheduled  Service  
In 2001 -2002, ODOT identified a preferred high -speed rail alignment for the 100 -mile 
segment  of  the  South  Central  High  Speed  Rail  Corridor  between  Oklahoma  City  and  Tulsa. 
The alignment selected followed the Turner Turnpike (I -44). Earlier feasibil ity studies 
conducted by Amtrak in the 1990s for establishing passenger rail service on the Sooner 
Subdivision between Oklahoma City and Tulsa determined that a significant capital 
investment  would be  needed  in  order  to  upgrade  the  rail  line  to  support  aut o-competitive 
trip times. Since then, efforts to establish regularly scheduled passenger rail service have 
progressed incrementally, as funding has allowed, including an incomplete Tier 1  

 
 

93 Oklahoma Department of Transportation. American Recovery and Reinvestment Act of 2009 TIGER Discretionary 
Grants Tulsa I -244 Arkansas River Multi -Modal Bridge Replacement Project . Retrieved from:  
http://www.odot.org/recovery/tiger/tulsa_i244/index.htm  

http://www.odot.org/recovery/tiger/tulsa_i244/index.htm
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Environmental  Assessment  in  2009.  Almost  all  of  ÂEÂþṭɸ previous  work  will  materially 
contribute to future efforts.  

In 2011, the Oklahoma Legislature enacted HB 1686, later  signed into law by Governor Mary 
Fallin, which formed the Eastern Flyer Passenger Rail Development Task Force. The task 
force, comprised of 17 members, was charged with examining the development of 
conventional and high -speed passenger rail transportation  between Tulsa and Oklahoma 
City  via  the  use  of  public -private  partnerships  (P3). The  task  force  issued  a final  report in  2012 
that discussed policy issues and identified potential alternatives.  

With funding received from an FY 2010 FRA HSIPR planning grant, ODOT began developing 
a federally  mandated  Passenger  Rail  Corridor  Investment  Plan  for  new  service  between  Tulsa 
and Ok lahoma City. The corridor investment plan was to include an updated service 
development plan and environmental documentation required to comply with NEPA 
requirements, leading to a conclusion that would enable the project to enter the design 
phase. However , the study was ended in late 2014, because there was no future funding 
source identified.  

As part of this effort, ODOT released a Preliminary Alternatives Analysis in July 2014. This 
alternatives analysis screened ten possible alignments for high -speed ra il between  
Oklahoma City and Tulsa. The study identified two feasible routes, one following Turner 
þʎɰȿɭȜȰǳ ǈȿǬ Ɋȿǳ ȍɊȴȴɊʧȜȿȎ ðʆȜȴȴʧǈʆǳɰ >ǳȿʆɰǈȴṭɸ ðɊɊȿǳɰ ðʎǤǬȜʦȜɸȜɊȿṁ þȖǳ ɸʆʎǬʭ ǈɸɸǳɸɸǳǬ ʆȖǳ 
feasibility of providing service with conventional passenger rail equipment, European/Asian - 
style  high -speed  rail  equipment,  or  Emerging  Technology  equipment  (DMU  vehicles),  but  did 
not recommend a preferred train technology.  

3.3.3.3 Oklahoma  to  Texas 
Texas Department of Transportation (TxDOT), in coordination with ODOT, comple ted a study 
of  the  South  Central  High  Speed  Rail  Corridor  between  Oklahoma  City  to  southern  Texas that 
included an examination of expanding the Heartland  Flyer with a second frequency as well 
as performance improvements. In October 2010, TxDOT was awarded a $5.6 million high - 
speed rail planning grant to help fund an Oklahoma City -South Texas Corridor Investment 
åȴǈȿṁ þȖȜɸ Ẑᶡᶤ ȽȜȴȴȜɊȿ ɭɰɊȭǳǥʆḼ ǥǈȴȴǳǬ ʆȖǳ Ṫþǳʬǈɸ-OȰȴǈȖɊȽǈ åǈɸɸǳȿȎǳɰ èǈȜȴ ðʆʎǬʭṫ ǈȿǬ 
completed  in  2016, included preparation  of  a service -level (Tier  1) EIS and SDP for  an  850 -mile 
segment of the South Central High Speed Rail Corridor between Edmond, Oklahoma, and a 
southern terminus of either Corpus Chris ti, Brownsville, or Laredo, serving Oklahoma City, 
Dallas -Fort Worth, San Antonio, and Austin. 94  

Based  on  projected  ridership  and  capital  costs,  the  study  recommended  carrying  forward  a 
conventional rail alternative for the corridor segment between Oklahom a City and Fort 
Worth. This alternative would use conventional diesel -powered trainsets operating on 
shared -use passenger and freight tracks at top speeds of 79 or 90 mph. The study 
recommended increasing the number of daily round trips along the route, an d extending 
the  route  north  to  Edmond  on  BNSF  trackage  and  east  from  Fort Worth  to  Dallas  using  the 
Trinity Railway Express commuter line (see Figure 3 -7), in order to provide travelers in 
Oklahoma with a one -seat ride to both Fort Worth and Dallas.  

 

94  Texas Department  of  Transportation,  Texas -Oklahoma  Rail  Study . Retrieved  from: 
http://www.txdot.gov/inside -txdot/projects/studies/statewide/texas -oklahoma -rail.html  

http://www.txdot.gov/inside-txdot/projects/studies/statewide/texas-oklahoma-rail.html
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Figure  3-7: Northern  Segment  of  Texas -Oklahoma  Passenger  Rail  Study  EIS 
Source:  TxDOT 

In addition, the study recommended improvements to existing station facilities, and new 
train equipment with more onboard amenities, including business class available for a 
premium price. The study proposed that service be provided by diesel locomotive -ha uled 
equipment with frequencies of up to six daily round trips. Two or three of the round trips 
would operate on an accelerated schedule, making approximately seven stops, with the 
ɰǳȽǈȜȿȜȿȎ ṪȴɊǥǈȴṫ ʆɰǈȜȿɸ ȽǈȰȜȿȎ ǈɸ Ƚǈȿʭ ǈɸ ᶡᶢ ɸʆɊɭɸṁ þȖǳ ɸʆʎǬʭ ɭɰɊȭǳǥʆǳǬ ǈ substantial 
increase  in  rail  ridership  of  more  than  700,000  passengers  per  year  by  2035, which  would  be 
ǈ ᶥᶠᶠ ɭǳɰǥǳȿʆ Ȝȿǥɰǳǈɸǳ Ȝȿ ȽɊǬǳ ɸȖǈɰǳ Ɋʦǳɰ ʆȖǳ ᶢᶠᶣᶥ Ṫ·Ɋ =ʎȜȴǬṫ ǈȴʆǳɰȿǈʆȜʦǳṁ 
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3.4  Proposed Commuter Rail Service to Enhance 
Passenger  Rail  Option s in  the  Oklahoma  City  Region  

In 2021, the Regional Transportation Authority of Central Oklahoma (RTA) issued its Regional 
Transit System Plan, a long -term plan that establishes a vision for future transportation 
services  and  recommends  transportation  policies,  investments,  and  projects  to  be  developed 
in the RTA service area over the next 10 to 25 years. The plan includes a strategy to identify 
and  develop regional  transit corridors that will connect people through high -capacity transit 
to regional activity centers such as job centers, educational institutions, entertainment, and 
commercial areas. The regional transit corridors could be served by commuter rail, light rail 
transit, or bus rapid transit. Specific delivery options for each c orridor will be determined 
under a four -step corridor implementation process that includes evaluating 
recommendations from previous studies, conducting an alternatives analysis, preparing 
required environmental and engineering studies and funding plans, an d constructing the 
corridor.  

As part of the process, RTA released its Regional Corridors Plan in April 2021, that identified 
four  specific  regional  transit  corridors  to  be  evaluated  for  implementation  and  investment. 95 

The corridors selected were based on findings and recommendations from previous transit 
ɸʆʎǬȜǳɸ ǈȿǬ ɰǳȎȜɊȿǈȴ ɭȴǈȿɸḼ ȜȿǥȴʎǬȜȿȎ ʆȖǳ Ṫ>ǳȿʆɰǈȴ ÂȰȴǈȖɊȽǈ >ɊȽȽʎʆǳɰ >ɊɰɰȜǬɊɰɸ ðʆʎǬʭṫ 
issued by ACOG in 2015, additional input from communities, and the potential to provide 
opportunities to connect more p eople to the key activity centers in the Central Oklahoma 
region with high -capacity transit (see Figure 3 -8 ). 

The  regional  transit  corridors  identified  in  the  RTA Transit  System  Plan  area:  

¶ North/South  Corridor:  Connecting  Edmond  to  the  North  and  Moore  and  Norman  to 
the South with Oklahoma City  

¶ East  Corridor:  Connecting  Downtown  Oklahoma  City  to  Midwest  City,  Del  City,  and 
Tinker Air Force Base to the East  

¶ Airport  Corridor:  Connecting  Downtown  Oklahoma  City  to  the  Will  Rogers  World 
Airport  

¶ West Corridor: Connecting Downtown Oklahoma City to rapidly expanding 
communities  in  western  Oklahoma  County  and  Canadian  County  toward  Yukon  and 
Mustang  

 
 
 
 
 
 
 
 
 

95 RTA of  Central  Oklahoma Transit  System  Plan;  Regional  Corridors.  April  21, 2021. Retrieved  from: 
https://rtaok.org/projects/  

https://rtaok.org/projects/
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Figure  3-8: Proposed  Oklahoma  City  Regional  Transit  Corridors  
Source:  Regional  Transportation  Authority  of  Central  Oklahoma  

Regional transit corridors developed as high -capacity commuter or light rail services are 
anticipated  to  connect  at  the  Santa  Fe Depot  in  downtown  Oklahoma  City. The  high -capacity 
regional transit corridors would complement and connect wit h existing and planned local 
fixed -route bus and streetcar systems, and planned bus rapid transit systems, to help meet 
the projected long -term increase in regional transportation demand and fulfill long -term 
goals for mobility, sustainability, equity and accessibility, and economic and workforce 
development set forth in the Regional Transit System Plan. The plan notes that the 
development of regional transit corridors represents a long -term vision to be implemented 
over  time.  The  next  steps  recommended  to  further  define  the  corridors include  completion  of 
additional project planning, environmental, and funding studies.  The RTA plan also notes  
that corridor selection will be reexamined periodically over time to account for changes in 
regional ǥɊȿǬȜʆȜɊȿɸḼ ɸʎǥȖ ǈɸ ɭɊɭʎȴǈʆȜɊȿ ȎɰɊʧʆȖḼ ǳȽɭȴɊʭȽǳȿʆḼ Ɋɰ ǬǳʦǳȴɊɭȽǳȿʆṁ þȖǳ èþ!ṭɸ 
ɭȴǈȿ Ȝɸ ǥʎɰɰǳȿʆȴʭ ǤǳȜȿȎ ɰǳʦȜǳʧǳǬ Ǥʭ !>Âg ȍɊɰ ǈɭɭɰɊʦǈȴ ʆɊ Ǥǳ ȜȿǥɊɰɭɊɰǈʆǳǬ ȜȿʆɊ !>Âgṭɸ ȴɊȿȎ- 
range metropolitan transportation plan, which would enable RTA Regional Transit System 
Plan projects to be eligible for federal funding.  
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The potential for regional transit corridors to be developed as commuter rail lines took a 
further  step  forward  in May  2021 when  Oklahoma  Governor  Kevin  Stitt  signed  Senate  Bill  967, 
which will  amend the Oklahoma Governmental Tort Claims Act to provide tort liability 
protections for host railroads that contract to allow commuter trains to operate on their 
tracks or right -of -way in the Oklahoma City region. The new legislation will take effect as  
state  law  on  November  1, 2021. Passage  of  the  legislation  is considered  an  important  measure 
for allowing the RTA to work with Class I railroads on the development of commuter rail 
services that would use existing track alignments.  

3.5 Proposed  Commuter  Rail  Service  to  Enhance 
Passenger Rail Options in the Tulsa Region  

In  2011, INCOG  published  Ṫfǈɸʆ fɊɰʧǈɰǬḼṫ the  2035  INCOG  Regional  Transit  System  Plan  for 
the Tulsa Transportation Management Area. The plan developed a prioritized list of 
transportation  improve ments and  new services to  meet anticipated  travel  demand  in  the 
region based on future population and employment projections through the year 2035.  
Among  the  improvements  identified  in  the  plan  were  commuter  rail  and  rail  transit  corridors, 
which were divi ǬǳǬ ȜȿʆɊ ʆʧɊ ʆȜǳɰɸḼ ṪfɊʎȿǬǈʆȜɊȿ ·ǳʆʧɊɰȰ >ɊɰɰȜǬɊɰɸḼṫ ʧȖǳɰǳ ȖȜȎȖ ʆɰǈʦǳȴ 
demand already exists and rail transit could provide a high -capacity transportation solution, 
ǈȿǬ ṪMȿȖǈȿǥǳǬ >ɊɰɰȜǬɊɰɸḼṫ ɸǳɰʦȜȿȎ ɸȽǈȴȴǳɰ ǥɊȽȽʎȿȜʆȜǳɸ ʧȖǳɰǳ ɸȜȎȿȜȍȜǥǈȿʆ ɭɊɭʎȴǈʆȜɊȿ 
increases  and residential development were expected to occur. Foundation Network 
Corridors are considered to be those with the highest probability of success. To lower 
implementation costs, the plan suggests the use of existing freight rail infrastructure 
wherever possible for the proposed rail transit services.  

All of the commuter rail routes proposed in the plan would hub at a location in downtown 
Tulsa. The plan encouraged community leaders to work with Tulsa County to develop 
alternatives  that  consider  a commute r hub  at  the  former  Tulsa  train  station,  now  home  to  the 
Jazz Hall of Fame, by way of joint use agreement. As shown in Figure 3 -9, the corridors 
proposed for commuter rail or rail transit include:  

¶ Tulsa -Broken  Arrow  (Foundation),  with  a subsequent  extension  to  Northeastern  State  
ąȿȜʦǳɰɸȜʆʭṭɸ Broken  Arrow  campus  

¶ Tulsa -Jenks  (Enhanced),  with  a potential  extension  to  Bixby  

¶ Tulsa -Sand  Springs  (Enhanced)  

¶ Tulsa -Owasso  via  Tulsa  Airport  (Enhanced)  

These corridors are the prioritized corridors for the Tulsa metropolitan region where the 
demand for alternative transit systems, such as commuter rail, is supported by projected 
increases in population and employment, and where resulting roadway congestio n is 
expected  to  be  high.  Commuter  train  frequencies  would  be  agreed  upon  during  negotiations 
with the Class I and short line railroad owners of the rail lines.  
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Figure  3-9: Proposed  Tulsa  Commuter  Rail  Corridors  
Source:  INCOG 

The  potential  commuter  rail  routes  identified  in  the  Regional  Transit  System  Plan  are 
discussed in detail below.  

Broken  Arrow  Ṝ Tulsa.  This  proposed  Tulsa  commuter  rail  line  would  transport  passengers  15 
miles westbound into downtown Tulsa, with station stops between Broken Arrow and 
Sheridan. The line would use existing railroad infrastructure to the greatest extent possible.  
Infrastructure constraints prohibit station stops between Sheridan and downtown Tulsa, 
because the railroad track is located inside the median of the Broken Arrow Expressway 
between Sheridan and Lewis Avenue near 11th Street in Tulsa. Alternative planning for this 
proposed commuter rail route would focus on terminal construction at a location on Main 
Street  in  downtown  Broken  Arrow,  rail  t rack  and  safety  improvements,  and  strategic  right -of - 
way acquisition. This route parallels US64/SH51 (Broken Arrow Expressway), which has a 
significant amount of inbound and outbound traffic during most hours of the day. There are 
numerous business  districts  along  this  corridor where  employees  coul d benefit  from  stations 
located within walking distance to their place of employment. The plan contemplates the 
addition of a subsequent corridor extension from the Broken Arrow terminal eastward to a 
location near the Northeastern State University ṜBroken Arrow campus.  
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Jenks  Ṝ Tulsa.  This  proposed  commuter  rail  line  would  transport  passengers  an  estimated  12 
miles north from Jenks into downtown Tulsa, utilizing existing railroad infrastructure to the 
greatest extent possible. The  route paralle ls U.S. 75, which  has heavy inbound  and  outbound 
commuter traffic during peak hours. Alternatives planning for the proposed service would 
focus on terminal construction at a location in Jenks that is in the vicinity of Main Street and 
the Creek Turnpike, i n an economic development area along a Class I owned railroad, along 
with rail track and safety improvements, and strategic right -of -way acquisition. Potential 
stops along this route include the location where a new pedestrian bridge is being 
constructed a ǥɰɊɸɸ ʆȖǳ !ɰȰǈȿɸǈɸ èȜʦǳɰ ʆɊ ʆȖǳ ȿǳʧȴʭ ǬǳʦǳȴɊɭǳǬ Ṫ! gǈʆȖǳɰȜȿȎ åȴǈǥǳṫ ɭǈɰȰ Ɋȿ 
the east side of the river. The proposed route through the city of Jenks requires the 
construction  of  railroad track in  Tulsa from  a point  at  Southwest  Boulevard  to  and  across  the 
lower deck of the I -244 Arkansas River Multimodal Bridge, and within existing Class I freight 
railroad right -of -way on the east side of the bridge to connect to a one -mile segment of 
freight railroad trackage west of the bridge to bring commuters into down town Tulsa.  

Sand Springs Ṝ Tulsa. This proposed commuter rail line would transport passengers an 
estimated 10 miles from Sand Springs, eastbound, into downtown Tulsa, using existing short 
line and Class I railroad infrastructure to the greatest extent possible. The proposed route 
follows  a corridor  lined  with  residential  neighborhoods,  business  districts,  and  technical  trade 
educational  centers  in  Sand  Springs  and  west  Tulsa. The  route  parallels  U.S. 64/U.S.  412, which 
has heavy amounts of inbound and outbound traffic during peak hours. Alternatives 
planning  would  focus  on  terminal  construction  in  Sand  Springs  at  a location  to  the  southeast 
of the U.S. 64/U.S. 412 and Adams Road intersection along a rail line owned  by the short line 
Sands Springs Railway, rail track and safety improvements, and strategic right -of -way 
acquisition.  

Owasso  Ṝ Tulsa.  This  proposed  commuter  rail  line  would  transport  passengers  an  estimated 
13 miles into Tulsa along a short line railroad route that bypasses U.S. 169 and SH11, both of 
which have heavy amounts of inbound and outbound traffic during peak hours. The 
proposed  commuter  rail  line  passes  adjacent  to  the  Tulsa  International  Airport,  and  planning 
efforts could  include  the development of  an  airport rail  station. Alternatives planning  for  this 
proposed commuter rail route would focus on terminal construction (an endpoint terminal 
location has yet to be determined), along with ra il track and safety improvements, and 
strategic right -of -way acquisition.  

The Regional Transportation System Plan recommended that the City of Tulsa, other 
municipalities  in  the  region,  and  Tulsa  County  substantially  increase  local  funding  for  transit. 
Based  in part  on  those  recommendations, voters  in  the  City  of  Tulsa in  April  2016 approved a 
ɭǳɰȽǈȿǳȿʆ ɸǈȴǳɸ ʆǈʬ Ɋȍ ᶠṁᶠᶨᶥể Ȝȿ ʆȖǳ ǥȜʆʭṭɸ ĝȜɸȜɊȿ ᶢᶠᶢᶥ ɭǈǥȰǈȎǳḼ ʧȖȜǥȖ ȜȿǥȴʎǬǳǬ ȍʎȿǬȜȿȎ ȍɊɰ 
transit operations and capital projects. This was the first permanent loca l funding source for 
transit in state history.  

In  2017, INCOG  released  its  Ṫ>ɊȿȿǳǥʆǳǬ 2045:  Regional  Transportation  åȴǈȿḼṫ96 which  included 
updated  estimates of  future  transportation  needs in  the  Tulsa metropolitan  region, based on 
demographic and economic forecasts, and identified various elements of a desired  

 

96 INCOG, Connected  2045:  Regional  Transportation  Plan . Retrieved  from:  
http://www.incog.org/Transportation/Documents/Connected%202045/CONNECTED2045%20LRTP.pdf  

http://www.incog.org/Transportation/Documents/Connected%202045/CONNECTED2045%20LRTP.pdf
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transportation system for the region and the inte rrelationship of various modes of 
transportation.  The  population  in  the  Tulsa  region  is projected  to  grow  26% between  2015 and 
2045, reaching 1.1 million people, and employment is projected to grow 20% between 2015 
and 2045, with 539,361 jobs in the region  anticipated. The percentage of older adults, as 
compared to other adult age groups, will increase during this 30 -year period, which is 
anticipated to have significant effects on transportation needs.  

The  regional  transit -related  guidance  and  recommendatio ns outlined  in  the  Connected  2045 
plan were based on the plans and strategies established in the Regional Transportation 
ðʭɸʆǳȽ åȴǈȿ ʆɊ ȎʎȜǬǳ ʆȖǳ ɰǳȎȜɊȿṭɸ ʆɰǈȿɸɭɊɰʆǈʆȜɊȿ ȜȿʦǳɸʆȽǳȿʆɸ ʆɊ Ƚǳǳʆ ʆȖǳ ȜȿǥɰǳǈɸȜȿȎ ʆɰǈʦǳȴ 
needs of the area. The Connected 2045 plan r ecommends pursuing implementation 
strategies to develop the high -capacity transit corridors identified in the Regional 
Transportation  System. The  Connected 2045 plan  calls for  advancing  the development of  the 
Foundation Network Corridors by undertaking the  planning, environmental review, and 
engineering and design work required before construction can begin. These steps are 
expected to include the preparation of an Alternatives Analysis for each corridor, which will 
evaluate transit technology and alignment  options and identify benefits, costs and impacts  
of each, culminating in the selection of a locally preferred alternative that will be adopted by 
INCOG  into  the  ɰǳȎȜɊȿṭɸ long -range  transportation  plan.  The  Alternatives  Analysis  work  would 
be followed by preliminary engineering and an environmental review carried out in 
accordance with the NEPA process. This phase of project development would be followed by 
the preparation of final construction plans, detailed specifications, and bid d ocuments for 
construction.  

3.6 Concepts  from  Stakeholder  Outreach  
Various  passenger  rail  improvement  and  expansion  concepts  were  suggested  by  participants 
during public and stakeholder outreach opportunities conducted for the Oklahoma State  
Rail  Plan.  Virtual  stakeholder  meetings  were  held  on  April  13 and  June  8, 2021. Other  methods 
used to solicit public feedback and participation in the State Rail Plan development process 
included  a passenger  rail  user  group  interview  and  the  solicitation  of public  comments  via  an 
online  survey  posted  to the  Oklahoma  State  Rail  Plan  webpage  on  ÂEÂþṭɸ website.  Outreach 
efforts conducted as part of the State Rail Plan development process are described in detail 
in Chapter 6 (Public Involvement and Coordination). Specif ic passenger rail projects and 
initiatives identified during public outreach are summarized below.  

Ideas  related  to  improving  and  expanding  service  on  the  Heartland  Flyer  route  included:  

¶ Extend  the  Heartland  Flyer  north  of  Oklahoma  City  to  Newton,  Kansas,  to  connect  
with  !ȽʆɰǈȰṭɸ Chicago -Los Angeles  Southwest  Chief  

¶ Add  a second  roundtrip  passenger  train  between  Oklahoma  City  and  Fort  Worth  

¶ Invest  in  track  capacity  improvements  on  the  Heartland  Flyer  route  to  reduce 
passenger train delays caused by freight rail traffic  

¶ Invest in rail infrastructure improvement projects that improve safety on shared 
passenger  and  freight  lines,  by  closing  grade  crossings,  constructing  new  highway -rail  
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grade  separat ions  to  replace  grade  crossings,  and  upgrading  existing  installations 
with new safety features  

Ideas  related  to  establishing  passenger  rail  service  on  other  corridors  included:  

¶ Establish passenger rail service between Oklahoma City and Tulsa, including 
completion  of  any  necessary  track  and  signal  upgrades  to  provide  auto -competitive 
travel times  

¶ Establish  commuter  rail  and/or  rail  transit  service between  downtown  Oklahoma  City 
and the Will Rogers Airport in Oklahoma City  

¶ Establish  commuter  rail  service  in  the  Oklahoma  City  and  Tulsa  metropolitan  areas  

Chapter  5 of  this  plan  includes  specific  short -term  and  long -term  projects  identified  for 
further development if funding were to be made available.  
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Chapter  4: Proposed  Freight  Rail 
Improvements  & Investments  
4.1 Introduction  
The purpose of Chapter 4 of the Oklahoma State Rail Plan is to identify improvements and 
investments  made  to  the  Oklahoma  railroad  network  by  the  ɸʆǈʆǳṭɸ railroads  during  the  last 
five  years  and  recent  capital investment  trends by  the  ɸʆǈʆǳṭɸ railroads,  to  the  extent  known 
through coordination with the railroads and publicly available data, and also to describe 
possible future railroad improvements and investments that could address the freight rail 
and rail safety needs of Oklahoma. Many of these projects focus on the  opportunity for 
ǳȿȖǈȿǥǳǬ ǈǥǥǳɸɸ ʆɊ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴ ȿǳʆʧɊɰȰ ȍɊɰ ɸȖȜɭɭǳɰɸṆ ȍȜʬȜȿȎ ɰǈȜȴ ɸǳɰʦȜǥǳ ȎǈɭɸṆ ɊɭʆȜɊȿɸ ȍɊɰ 
improvements to infrastructure and the capacity, safety, and efficiency of rail service and 
operations; climate change adaptation and environme ntal sustainability; and economic 
development.  

Planned  and  proposed  capital  projects  identified  by  Oklahoma  railroads,  ports,  shippers,  and 
other stakeholders during the outreach activities conducted as part of the development of 
the Oklahoma State Rail Pl an are listed in this chapter. Projects selected to be prioritized for 
future public funding opportunities will be further detailed in Chapter 5.  

4.2  Class I Railroad  Improvements  
As private entities, Class I railroad companies in Oklahoma must use private fin ancing to 
cover  the  cost  of  equipment  acquisition  (that  is, locomotives  and  railcars)  and  infrastructure 
improvements aimed at renewing, upgrading, or expanding the state rail network (that is, 
rail, ties, bridges, signal systems). Railroads rely on a regu latory framework that provides 
sufficient return on investment as a means to accommodate these capital expenditures.  
Funding  levels  for  capital  programs  can  vary  from  year  to  year  owing  to  fluctuations  in  traffic 
volumes, overall economic trends, and other considerations. Some programs administered 
by the state of Oklahoma or the federal government are available to Class I railroads to help 
fund rail network improvement projects, targeted job creation proje cts, and more. The 
potential for this funding and its applicability to Class I railroad improvement projects in 
Oklahoma is identified in Chapter 5.  

Capital investment in rail infrastructure in the state of Oklahoma by the Class I railroads has 
been  generally  robust  and  continuous  since  the  1980s. Historically,  most  projects  were  aimed 
at developing the capacity necessary to efficiently handle traffic originating and terminating 
in Oklahoma and the rail traffic traveling through Oklahoma (notably the surge of coal 
ɸȖȜɭȽǳȿʆɸ Ɋʎʆ Ɋȍ ĞʭɊȽȜȿȎṭɸ åɊʧǬǳɰ èȜʦǳɰ =ǈɸȜȿ ʆȖǈʆ ǤǳȎǈȿ Ȝȿ ʆȖǳ ᶡᶩᶧᶠɸḼ ǈȿǬ ǈȿ ȜȿʆǳɰȽɊǬǈȴ 
traffic increase that began in the 1980s), to upgrad e track structure and bridges to 
accommodate railcars with a maximum allowable gross weight of 286,000 lbs., and to 
expand and create new terminal facilities. Mergers and acquisitions beginning in the 1980s 
were also a driver for improvements, as newly com bined systems updated infrastructure to 
transform formerly regional rail networks into a national network.  More recently, projects  
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have  been  carried  out  to  serve  the  energy  sector,  which  has  begun  using  the  technique  of 
ȖʭǬɰǈʎȴȜǥ ȍɰǈǥʆʎɰȜȿȎ ṓǥɊȽȽɊȿȴʭ ɰǳȍǳɰɰǳǬ ʆɊ ǈɸ ṪȍɰǈǥȰȜȿȎṫṔ ʆɊ ǳʬʆɰǈǥʆ ɊȜȴ ǈȿǬ Ȏǈɸ ȍɰɊȽ 
Oklahoma. These investments have included line upgrades to handle 286,000 lb. cars, 
ɰǳǈǥʆȜʦǈʆȜȿȎ ȜǬȴǳ ɸǳȎȽǳȿʆɸ Ɋȍ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴ ȿǳʆʧɊɰȰḼ ǈȿǬ ʆȖǳ ǬǳʦǳȴɊɭȽǳȿʆ Ɋȍ ȍǈǥȜlities to 
load and unload drilling equipment, frac sand, pipe, and other associated materials.  

Funds  are  budgeted  by  the  Class I railroads  each  year  to  facilitate  ongoing  capital  investment 
Ȝȿ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴ ȿǳʆʧɊɰȰṁ ðʭɸʆǳȽ-wide capital expenditure budge ts are reported by the  
Class I railroad annually, and may or may not identify specific rail projects by state or their 
estimated capital cost. Where information was available, state -level investments by Class I 
railroads have been listed in Section 4.2.2.  

The  Class I railroads  have  continued  to  invest  heavily  in  their  networks  during  the  last  
five years in order to solve ongoing factors constraining the capacity, efficiency, and velocity 
of the high volumes of through traffic in Oklahoma; to eliminate or mi tigate operational 
chokepoints;  to  handle  various  upgrades  associated  with  maintenance  and  safety  (including 
implementation of federally mandated Positive Train Control [PTC] systems, which reduce 
the likelihood of train over -speed incidents and collisions between trains); to implement 
various other technologies that improve the safety, economic effici ency, and environmental 
sustainability of railroad operations generally; and to accommodate routine infrastructure 
ɰǳȿǳʧǈȴṁ ÂȰȴǈȖɊȽǈṭɸ >ȴǈɸɸ u ɰǈȜȴɰɊǈǬɸ ʧȜȴȴ ǈȴɸɊ ǥɊȿʆȜȿʎǳ ʆɊ ʎɭȎɰǈǬǳ ǤɰȜǬȎǳɸ ǈȿǬ ɊʆȖǳɰ 
infrastructure on branch lines in the state to accommod ate railcars with a maximum 
allowable gross weight of 286,000 lbs. (The heavier cars are supplanting the lighter cars and 
are  becoming  the  industry standard; Class I  railroad  segments of  the  Oklahoma  rail  network 
incapable of handling these heavier loads, to the extent known through coordination with 
ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴɰɊǈǬɸ ǬʎɰȜȿȎ ʆȖǳ ǬǳʦǳȴɊɭȽǳȿʆ Ɋȍ ʆȖǳ ÂȰȴǈȖɊȽǈ ðʆǈʆǳ èǈȜȴ åȴǈȿḼ ǈɰǳ ȜǬǳȿʆȜȍȜǳǬ 
in Chapter 2.)  

4.2.1 Class I Railroad  Bottlenecks  
ÂȰȴǈȖɊȽǈṭɸ Class I railroads  were  asked  to  identify  any  bottlenecks  in  th eir  respective  
networks  in  the  state  during  development  of  the  Oklahoma  State  Rail  Plan:  

¶ Kansas City Southern Railway (KCS) listed one bottleneck: the segment of its 
Heavener  Subdivision  between  Shady  Point  and  Heavener,  Oklahoma,  over  which 
capacity is constrained to 17 trains per day.  

¶ Union  Pacific  Railroad  (UP)  did  not  list  any  bottlenecks  in  its  response  to  the  outreach.  

¶ In Oklahoma City, the BNSF Railway (BNSF) Red Rock Subdivision between Edmond 
ǈȿǬ =·ðfṭɸ fȴʭȿȿ ĤǈɰǬ ɸɊʎʆȖ Ɋȍ ʆȖǳ ǥȜʆʭ Ȝɸ ǈ ɭɊʆǳȿʆȜǈȴȴʭ ǥɊȿȎǳɸʆǳǬ ǥɊɰɰȜǬɊɰḼ ʧȜʆȖ 
resultant impacts on motorists at blocked highway -rail grade cr ossings. Adding a 
second  main  track  through  this  area  may  be  necessary  in  the  future.  Investigating  the 
closure of at -grade crossings and constructing additional grade separated crossings 
would also provide safety benefits to this corridor.  

¶ Stakeholders  identified  a bottleneck  on  the  BNSF  network  in  Madill.  Improvements  to 
the Madill Yard may potentially  be necessary to alleviate congestion and reduce 
terminal dwell time for freight shipments.  
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4.2.2 Class I Railroad  Planned Improvements  

4.2.2.1 BNSF  Railway  
BNSF  has  announced  a $2.99  billion  system -wide  capital  investment  budget  for  2021.97 This 
generally  includes  the  maintenance  and  upgrading  of  existing  track  and  bridge structures, 
adding new track capacity, and improvements to network and facility efficiency. While the 
majority of the budget is for maintenance, approximately $400 million w ill go towards 
expansion projects, primarily on its Southern Transcon route (which passes through 
northwestern Oklahoma) and in the Pacific Northwest region. BNSF did not indicate 
specifically how much of this investment is to be made in Oklahoma.  

4.2.2.2 Kansas  City  Southern  Railway  
KCS invested  $410.2 million  in  capital  expenditures systemwide  in  2020  and  plans  to  invest 
approximately 17 percent of its revenue into systemwide capital expenditures in 2021. 98  

¨>ðṭɸ typical  capital  investment  in  Oklahoma  includes:  

¶ Replacement  of  rail  

¶ Installation  of  cross  ties  

¶ Upgrade  and  rehabilitation  of  highway -rail  grade  crossings  

KCS identified  one  capacity  constraint  on  its  system  in  Oklahoma.  Presently,  maximum  fluid 
capacity on its Heavener Subdivision between Shad y Point and Heavener, Oklahoma, is 
limited to 17 trains per day. 99 

Specific  future  capital  investment  projects  for  its  network  in  Oklahoma  were  not  identified  by 
KCS during development of the Oklahoma State Rail Plan.  

One potential anticipated result of the proposed merger of KCS with Canadian Pacific or 
Canadian  National  is that  some  additional  capacity  upgrades  on  the  KCS network  specific  to 
Oklahoma may be identified to support ongoing corridor development trends.  

4.2.2.3 Union  Pacific  Railroad  
UP plans  to  invest  $2.9 billion  on systemwide  capital  expenditures  in  2021, up  from  $2.8 billion 
in 2020. 100 These expenditures include infrastructure improvements, rolling stock, capacity 
upgrades, commercial development, and implementation of new technology.  

 
 
 
 

97 BNSF Railway, BNSF Announces Plan for 2021 Capital Investments . Retrieved from: http://www.bnsf.com/news - 
media/news -releases/newsrelease.page?relId=bnsf -announces -plan -for -2021-capital -investments  
98 Railway Age, ¨>ð ᶾçᶽᶻᶽᶻ ẇEǳȽɊȿɸʆɰǈʆǳɸ èǳɸȜȴȜǳȿǥʭẈṗ October 16, 2020. Retrieved from:  
https://www.railwayage.com/freight/class -i/kcs -3q2020 -demonstrates -resiliency/  
99 KCS response  to  data  request  
100 Progressive  Railroading,  UP Posts  Q4  2020  Results,  Increases  CAPEX for  2021, January  21, 2021. Retrieved  from: 
https://www.progressiverailroading.com/union_pacific/news/UP -posts -Q4 -2020 -results -increases -capex -for -2021-- 
62491 

http://www.bnsf.com/news-media/news-releases/newsrelease.page?relId=bnsf-announces-plan-for-2021-capital-investments
http://www.bnsf.com/news-media/news-releases/newsrelease.page?relId=bnsf-announces-plan-for-2021-capital-investments
https://www.railwayage.com/freight/class-i/kcs-3q2020-demonstrates-resiliency/
https://www.progressiverailroading.com/union_pacific/news/UP-posts-Q4-2020-results-increases-capex-for-2021--62491
https://www.progressiverailroading.com/union_pacific/news/UP-posts-Q4-2020-results-increases-capex-for-2021--62491
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In  2020,  ąåṭɸ capital  investment  specific  to  Oklahoma  was  $17.4 million. 101 From  2016 through 
2020  combined, Union  Pacific spent more  than  $262  million  on  Oklahoma  tracks, structures, 
and facilities.  

UP did not identify any specific capital projects recently completed in Oklahoma, nor were 
current bottlenecks and specific future capital investment projects for its network in 
Oklahoma identified by UP during development of the Oklahoma State Rail Plan. UP 
continues  to  evaluate  and  invest  in  the  addition  of  wayside  signals,  sidings,  terminal  capacity, 
and double track at locations across its network to support increases in traffic, enhance 
network capacity, and to enhance rail service to customers.  

4.3  Class III  Railroad  Improvements  
Class III (or short line) railroads generally face a different set of challenges meeting their 
needs  than  the  Class I railroads  do,  since  they  do  not  often  possess  the  capital  and  technical 
resources, operating capacity and flexibility, or modern infrastructure of the larger Class I 
railroads.  

Class III railroads typically rely upon private funding, public funding, or some combination of 
these sources to cover the capital cost of eq uipment acquisition and general infrastructure 
improvements.  Some  programs  administered  by  the state  of  Oklahoma  are  available  to  Class 
III railroads to help fund rail network improvement projects and more. The potential for this 
funding and its applicabil ity to and Class III railroad improvement projects in Oklahoma are 
discussed in Chapter 5.  

Many Class III railroad lines in Oklahoma were originally owned by the state as Class I  
railroads and began to shed unprofitable branch lines following the passage o f the federal 
Staggers Rail Act in 1980. Also, the Chicago, Rock Island & Pacific Railroad (CRI&P)  
succumbed to bankruptcy and ceased train operations in 1980, leaving behind a sizable 
network of main lines and branch lines in the state of Oklahoma to eith er be acquired by 
other parties for ongoing railroad operations or to be abandoned. As detailed in Chapter 2, 
Oklahoma purchased some of these lines to save them from abandonment and preserve 
them  for  future  transportation  use. These  state -owned  lines  were  rehabilitated  and  upgraded 
in the ensuing decades and most mileage was ultimately sold back to the private sector 
through lease -purchase agreements.  

Typically,  the  largest  constraints  on  Class III railroads  in  the  U.S. involve  accommodating 
railcars with a maximum allowable gross weight of 286,000 lbs. (the heavier cars are 
supplanting the lighter cars and are becoming the industry standard) and operational 
chokepoints caused by insufficient operating capacity on main lines, in rail yards, and 
locations wh ere railroads interchange with each other.  

Railcars with larger loading capacity provide greater operating efficiency by reducing labor, 
fuel,  and  maintenance  costs  while  increasing  capacity  and  synergy  for  rail  operations  and  rail 
shippers.  Most  Class III railroads  have  a legacy  infrastructure  suited  to  low -density  operations  

 
101 Union Pacific Railroad, Union  Pacific  in  Oklahoma . Retrieved  from: 
https://www.up.com/cs/groups/public/@uprr/@corprel/documents/up_pdf_nativedocs/pdf_oklahoma_usguide.pdf  

https://www.up.com/cs/groups/public/%40uprr/%40corprel/documents/up_pdf_nativedocs/pdf_oklahoma_usguide.pdf
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and railcars  of lighter weight (268,000 lbs. or less). In order to accommodate the 286,000 lb. 
cars, Class III railroads must make upgrades to the track structure and substructure (that is, 
rail, switches, ties, and ballast) and bridges to handle the additional stress  caused by 
transporting the heavier cars. Class III railroads that are unable to make the appropriate 
upgrades may be at a competitive disadvantage and lose business to transportation 
competitors, namely to trucks or nearby Class I railroads that are capab le of handling the 
286,000  lb.  cars. Segments  of  the  Oklahoma  rail  network  known  to  be  incapable  of  handling 
these heavier loads are identified in Chapter 2.  

Class III railroad  chokepoints  are often  attributed  to  legacy infrastructure  tailored  to  historical 
railroad  practice,  which  can  limit  capacity  and  hamper  the  efficiency  and  flexibility  of  modern 
operations. Such factors include yard capacity that is insufficient for building trains; 
switching; and staging cars and sidings that are of inadequate number, length, or location to 
accommodate  the  demands  of  present -day  train  operations  where  meet -pass  events  may  be 
required when multiple trains are operating on the same line.  

Some Class III railroads are further constrained by delays that stem from interchanging 
railcars with another carrier or in the use of trackage rights to access an isolated s egment of 
ʆȖǳȜɰ ȿǳʆʧɊɰȰṁ fʎɰʆȖǳɰ ǥɊȽɭȴȜǥǈʆȜȿȎ ȜȿʆǳɰǥȖǈȿȎǳɸ Ǥǳʆʧǳǳȿ ǥǈɰɰȜǳɰɸ ǈɰǳ Ṫɭǈɭǳɰ ǤǈɰɰȜǳɰɸṫṆ 
instances where for regulatory or other contractual reasons a Class III is unable to 
interchange with a railroad to which it physically connects, or is limite d in the volume of 
traffic  it  can  interchange.  These  deficiencies  not  only  compromise  rail  transit  times  and  cause 
main line and yard congestion, they also produce the unintended consequence of affecting 
the quality of life for adjacent communities. Among other things, chokepoints and their 
resultant operational impacts can lead to protracted delays for motorists and emergency 
vehicles at blocked highway -rail grade crossings, and also affect air quality due to increased 
emissions from idling vehicles and tr ains.  

Appendix  A presents  the  information  provided  by  each  of  ÂȰȴǈȖɊȽǈṭɸ railroads.  ÂȰȴǈȖɊȽǈṭɸ 
Class III railroads  were  further  queried  during the  stakeholder  outreach  process  undertaken 
for the Oklahoma State Rail Plan about the specific challenges they face now and for the 
future in terms of capacity constraints, infrastructure needs and upgrades, and capital 
funding needs.  
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4.3.1 Class III Railroad  Bottlenecks  
ODOT  ha s identified  some  specific  chokepoints  in  its  Class III network,  as identified  below:  

¶ Joint facility agreements between the South Kansas and Oklahoma Railroad (SKOL), 
the Stillwater Central Railroad (SLWC), and BNSF Railway in the vicinity of Tulsa, 
Oklaho ma  limit  interchange  between  SKOL and  SLWC  to  one  train  each  way  per  day.  

¶ Several  Class III railroads  are  not  presently  allowed  to  interchange  with  each  other  in 
Altus, Oklahoma due to limitations imposed by existing joint facility agreements 
between railroads.  

As noted elsewhere, infrastructure upgrades to handle 286,000 lb. cars would benefit 
multiple Class III railroads and shippers in Oklahoma. Restoration o f the UP line between 
Shawnee  and  McAlester  and  its  leasing  to  Arkansas -Oklahoma  Railroad  (AOK)  would  provide 
another east -west connection in the southeastern portion of the state and allow AOK to 
operate a contiguous route between Oklahoma City and Howe.  

4.3.2 Class III Railroad  Planned  and  Proposed  Improvements  
Table 4 -1 lists planned  and  proposed  Class III  railroad improvements over  the  years 2021- 
2025. Information was provided by representatives of Class III railroads through 
correspondence  with  ODOT  as well  as through  railroad  participation  in  other  stakeholder 
engagement activities.  

Table  4-1 Ṝ Class  III  Railroad  Capital  Projects  in  Oklahoma,  2021-2025  
Railroad  Project  Type of 

Improvement  
Location  Estimated 

Capital  Cost  
AOK Bridge  repairs  (10 bridges)  State  of  Good  

Repair  
Systemwide  $150,000  

AOK Tie Renewal:  7,000  ties  on  
the  Shawnee  Subdivision  

State  of  Good  
Repair  

Shawnee  $700,000  

AOK Upgrade  bridges  to  286K 
on the Shawnee  
Subdivision  

State  of  Good 
Repair  

Shawnee  $10,000,000  

AOK Tie Replacement:  25,000 
ties  

State  of  Good 
Repair  

Systemwide  $2,900,000  

AOK Upgrade  76 bridges  to  
286K  on  the  Wilburton 
Subdivision  

State  of  Good 
Repair  

Wilburton  TBD 

AOK Tie replacement:  56,000 
ties on the Wilburton  
Subdivision  

State  of  Good 
Repair  

Wilburton  $5,600,000  

AOK Upgrade line from 
Shawnee  to  Wewoka  (not 
including 
signals/highway -rail  
grade crossing  
improvements)  

State  of  Good 
Repair  

Wewoka  $31,000,000  
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Railroad  Project  Type of 

Improvement  
Location  Estimated 

Capital  Cost  
 
ASR 

Additional track 
substructure  and  ballast 
near  Waldren  to  prevent  
wash -outs  

 
State  of  Good 
Repair  

 
Waldren  

 
$200,000  

ASR Tie Replacement  (5 miles)  State  of  Good 
Repair  

Systemwide  $350,000  

ASR Stringer  upgrades  for 
bridge  

State  of  Good 
Repair  

Systemwide  $150,000  

BNGR  Upgrade  bridges  to  286K  State  of  Good  
Repair  

Systemwide  TBD 

BNGR  Upgrade  track  to  FRA 
Class 1 

State  of  Good 
Repair  

Systemwide  TBD 

CVR Bridge  Repairs  State  of  Good  
Repair  

Systemwide  $200,000  

CVR Siding  restoration  Ṝ Keyes  State  of  Good  
Repair  

Keyes  $250,000  

FMRC Build 2 double -ended 
passing  sidings  in  Elk  City  

Capacity  Elk  City  $1,230,000  

GNBC  
New  construction  of  the 
North Canadian River  
Bridge  

State  of  Good 
Repair  Southard  $3,400,000  

GNBC  Construction  of  ɪ ᶠᶠᶠṭ 
passing  siding  at  Okeene  

Capacity  Okeene  $1,100,000 

KRR Rail, bridge,  and  signal  
upgrades  funded  by 
FY2020 CRISI grant  

State  of  Good 
Repair  

Systemwide  $20,012,000  

KRR Systemwide  2021 CAPEX State  of  Good  
Repair  

Systemwide  $1,500,000  

KRR Systemwide  2022  CAPEX State  of  Good  
Repair  

Systemwide  $1,500,000  

SKOL CRISI project  to  upgrade 
track for 286K capability 
(roughly half of total 
project cost is in  
Oklahoma)  

State  of  Good 
Repair  

Systemwide  $40,600,000  

SKOL Bridge 80.2 single span 
ᶡᶦᶤṭ pin  connected  truss  is 
not included in the 
recommendation. It is 
however recommended 
that a detailed inspection 
be performed so that the 
truss connections can be 
rated to determine if 
additional repairs are 
needed.  It  is possible  that 
the repair cost could be 
substantial, a p laceholder 
cost is $400,000 is  
recommended.  

State  of  Good 
Repair  

Owasso  $400,000  
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Railroad  Project  Type of 

Improvement  
Location  Estimated 

Capital  Cost  

SLWC Funded  Crossing  
Improvements  

Grade  Crossing  Systemwide  $500,000  

SLWC Future  Crossing  
Improvements  

Grade  Crossing  Systemwide  $150,000  

SLWC Future Bridge 
Improvements  

State  of  Good 
Repair  

Systemwide  $335,000  

 

SLWC 
Future  Track  
Infrastructure 
Improvements  

State  of  Good 
Repair  

 

Systemwide  
 

$1,711,000 

SLWC Fencing  Safety  and  
Security  

Systemwide  $72,000  

SLWC Crossing  in  Kellyville  Grade  Crossing  Kellyville  $50,000  
SLWC Crossing  in  Lawton  Grade  Crossing  Lawton  $135,000  

SLWC Future  Bridge  Repairs  State  of  Good 
Repair  

Systemwide  $10,100,000  

SS Relay  rail  on  Main  Line  for  
coal  traffic  

State  of  Good  
Repair  

Sand  Springs  $750,000  

SS Sheffield  Lead  and  Main  
Line  Rehabilitation  

State  of  Good  
Repair  

Sand  Springs  $350,000  

SS New  Shop  Construction  Facilities  Sand  Springs  $600,000  

SS Interchange  rehabilitation  State  of  Good 
Repair  

Tulsa  $150,000  

TOE Replace  2500  Track  Ties State  of  Good 
Repair  

Systemwide  $215,833 

TOE Replace  159 Switch  Ties State  of  Good  
Repair  

Systemwide  $47,606  

TOE 4 Miles  of  Track  Surfacing  State  of  Good 
Repair  

Systemwide  $79,624  

TOE 4 Road  Crossing  Repairs  State  of  Good 
Repair  

Systemwide  $115,200 

TOE Replace  3,000  Track  Ties State  of  Good  
Repair  

Systemwide  $266,000  

TOE Replace  50 Switch  Ties State  of  Good 
Repair  

Systemwide  $16,300 

TOE 12 Miles  Track  Surfacing  State  of  Good 
Repair  

Systemwide  $98,500  

TOE Replace  4,000  feet  of  Rail  State  of  Good  
Repair  

Systemwide  $187,000  

TOE 
Craig  yard  Ṝ upgrade  rail 
from 75 lb/yd to heavier  
rail  

State  of  Good 
Repair  Craig  TBD 

TOE MP  12.0 Water  errosion  
from  Golden  River  

State  of  Good  
Repair  

Golden  TBD 

 
 
TOE 

Extend the Connection 
track at Valiant from 30 
car lengths to 115 car 
lengths, allow 
chambering  yard  for  unit  
trains  

 
 
Capacity  

 
 
Valiant  

 
 
TBD 

TSU Storage  Siding  (15 cars)  Capacity  Creek  County  $250,000  
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Railroad  Project  Type of 

Improvement  
Location  Estimated 

Capital  Cost  
 

TSU 
Track  Upgrade,  Drainage  
Improvements,  and 
Vegetation Control  

State  of  Good 
Repair  

 

Systemwide  
 

TBD 

WTJR Surfacing  work  State  of  Good  
Repair  

Systemwide  $50,000  

WTJR Br. 64.8  Ṝ Replace  
stringers  & deck  ties  

State  of  Good  
Repair  

Tipton  $150,000  

WTJR Br. 31.4 - Replace  stringers 
& deck ties  

State  of  Good 
Repair  

Grandfield  $60,000  

 

WTJR 
Streambank  Stabilization  
south  side  of  Red  River 
bridge  

State  of  Good 
Repair  

 

Devol  
 

$1,000,000  

Source:  Class III Railroads  

4.4  Port  Rail  Improvements  
Owing to its inland position, Oklahoma does not have any seaports; however, the state is 
located on one major inland waterway navigable for trade or commercial transportation 
purposes. This waterway, the McClellan -Kerr Arkansas River Navigation System, pro vides a 
445 -mile navigable waterway connecting Oklahoma to the Mississippi River and the Gulf of 
Mexico. 102 The Port of Catoosa, Port of Inola, and Port of Muskogee each operate river port 
facilities  on  this  waterway,  including  rail  assets. Table  4 -2 lists  planned  and  proposed  port  rail 
improvements over the years 2021 -2025. 

Table  4-2 Ṝ Port  Capital  Projects  in  Oklahoma,  2021-2025  
Port  Project  Type  of  

Improvement  
Location  Estimated  

Capital  Cost  
Port of 
Catoosa  

SH-167 Rail  Crossing 
Improvements  

Grade 
Crossing  

Catoosa  $3,600,000  

Port  of  
Catoosa  

Unit  Train  Capacity  Upgrades  
for  BNSF  & SKOL 

Capacity  Catoosa  $20,000,000  

Port  of  Inola  Inola  Rail  Access  
Enhancement  Project  

Industrial  
Development  

Inola  $15,000,000  

Port of 
Muskogee  

Extend Port Rail by 
ǈɭɭɰɊʬȜȽǈʆǳȴʭ ᶩᶠᶠṭ ʆɊ 
construct a Rail Spur to 
accommodate  new  industry  
at  the  Port  of  Muskogee.  

Industrial 
Development  

Muskogee  TBD 

Port of 
Muskogee  

Modernization of waterfront 
infrastructure through the 
rebuild  of  approximately  ᵻ ᶠᶠṬ 
of dockside rail to 
accommodate future multi 
modal growth, including  
container  freight  movements.  

Industrial 
Development  

Muskogee  TBD 

 
102 United States Army Corps of Engineers, McClellan -Kerr Arkansas River Navigation System . Retrieved from:  
http://www.swt.usace.army.mil/Missions/Navigation.aspx  

http://www.swt.usace.army.mil/Missions/Navigation.aspx
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Port  Project  Type of 

Improvement  
Location  Estimated 

Capital  Cost  
Port of 
Muskogee  

MʬʆǳȿǬ ʆȖǳ åɊɰʆṭɸ ǥʎɰɰǳȿʆ 
marshalling  yard  and  storage 
tracks to the east by 
constructing a new wall 
under the Oklahoma 
Turnpike Authority bridge.  
This  will  allow  double  tracking 
and permit the extension of 
Track 118 from the existing 
western marshalling yard 
under the Turnpike to where 
it will serve a s a new lead 
connecting rail car storage 
tracks to be constructed east 
of the Turnpike. By 
completing the east yard 
expansion, the existing  
Batfish Road crossing will be 
rehabilitated with upgraded 
surfacing and an additional  
track  crossing.  

Capacity  Musko gee  TBD 

Port of 
Muskogee  

The Port Authority owns and 
operates 4.7 miles of 
previously abandoned  
railroad from MP 93.50, near 
Shopton Yard, to MP 88.80. 
This track has a Railroad 
Trestle that is in need of 
replacement.  This  structure  is 
ǈɭɭɰɊʬȜȽǈʆǳȴʭ ᶡᶠᶠṭ ȴɊȿȎ 
consisting  of  the  2 abutments 
and 4 bents, all timber build. 
The abutments appear to be 
driven vertical pile. The 
vertical pile on the bents are 
sitting on concrete 
foundations. Most of the 
ɸʆɰʎǥʆʎɰǳ Ȝɸ ȽǈǬǳ ʎɭ Ɋȍ ᶡᶤṫ ʬ 
ᶡᶤṫ ǈȿǬ ᶨṫ ʬ ᶡᶦṫ ʆȜȽǤǳɰɸṁ þȖǳ 
age of some of the wood 
st ructures has Date Spike 
Stamps of 1927.  A full 
assessment  would  need  to  be 
completed to determine if  
the  structure  can  be  rebuilt  or 
just areas of concern  
replaced. At an estimate of  
$10,000 per foot for 
replacement,  the  cost  would  
be  $1,000,000.  

State  of  Good 
Repair  

Muskogee  $1,000,000  

Source:  Tulsa  Ports,  Port  of  Muskogee  
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4.5  Improvements  to  Intermodal  Connections  
ÂȰȴǈȖɊȽǈṭɸ ɰǈȜȴ ɸʭɸʆǳȽ Ȝɸ ǈ ǥɊȽɭɊȿǳȿʆ Ɋȍ ǈ ǥɊȽɭɰǳȖǳȿɸȜʦǳ ȽʎȴʆȜȽɊǬǈȴ ʆɰǈȿɸɭɊɰʆǈʆȜɊȿ 
network, which includes linkages to highway, river, and air modes. The opportunity for 
enhanced multimodal transportation opportunities could be met through investments 
targ eted to promote interconnectivity, capacity, and environmental sustainability. Such 
investments  could  include  construction  or  rehabilitation  of  existing  rail  connections  between 
principal railroad lines and river port properties and additional sidings, spu rs, or yard tracks 
for switching, staging, and storing railcars at or near port or transload facilities, or 
construction of intermodal facilities.  

4.6  Industrial  Development  
Proper railroad and business infrastructure are needed in order to support the origination 
and  termination  of  freight  by  rail.  For  safe  and  efficient  rail operations,  railroads  do  not  allow 
shippers to load and unload freight other than at designated locat ions. Such locations may 
consist of a rail spur owned either by the railroad or by the shipper that leads directly to the 
ɸȖȜɭɭǳɰṭɸ ȍǈǥȜȴȜʆʭḼ ɊɰḼ Ȝȿ ɊʆȖǳɰ ǥǈɸǳɸ ʆȖǳ ȴɊǥǈʆȜɊȿ Ƚǈʭ Ǥǳ ǈ ǬǳɸȜȎȿǈʆǳǬ ɰǈȜȴɰɊǈǬ ʆǳǈȽ ʆɰǈǥȰ Ɋɰ 
transload facility where one or more sh ippers can transfer freight between rail and truck.  

Today,  many  prospective  rail  shippers  prefer  to  establish  themselves  in  rail -served  industrial 
parks or greenfield locations where they can customize a site to meet their specific needs.  

4.6.1 City  of  Tulsa -Rogers  County  Port  Authority  Ṝ Port  of 
Inola  

The  City  of  Tulsa -Rogers County  Port  Authority  is developing  a new  industrial  park  on  the  site  
of an unbuilt nuclear power station in Inola, Oklahoma. The site has direct access to the 
Union Pacific Railroad via an existing spur.  

The $15 million Inola Rail Access Enhancement Project addresses inadequate rail 
infrastructure connecting a 2,200 -acre i ndustrial park property owned by the City of Tulsa - 
Rogers County Port Authority in unincorporated Rogers County near Inola, Oklahoma, now 
called Tulsa Port of Inola, to the national rail network. The project advances national and 
regional  priority  transportation  goals  of  safety  and  economic  competitiveness  in its  ability  to 
remove freight trucks off the rural highway and bridge system, equipping rural rail at -grade 
crossings  with  adequate  warning  devices,  streamlining  infrastructure  by  providing  ind ustrial 
access to the national freight rail system, continuing the trend of rural job creation in the 
area, and providing modal options for current and future industrial park tenants.  

The project will provide improved access to the national freight rail ne twork by upgrading 
three  miles  of  publicly  owned  industrial  lead  track  that  provides  access  to  the  Union  Pacific 
Railroad. The project will upgrade the industrial lead with new rail track and bridge 
infrastructure, improve three at -grade crossings with new  and upgraded warning devices, 
add new drop -pull tracks, install power switches, build a new northbound wye track 
connection, and construct a new 7,794 -foot clear track loop. This infrastructure will enable 
the industrial  park to better  serve a variety of potential future tenants, including those that 
require unit train capability.  
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4.7  Highway -Rail  Grade  Crossing  Safety  Improvements  
ODOT  spends  approximately  $8  million  per  year  through  the  Oklahoma  Rail  Crossings  Safety 
Initiative on highway -rail grade crossing improvements to enhance safety. ODOT strives to 
consolidate projects were possible (e.g., a combination of closures and warning device 
installation as one project). Refer to Section 2.1.5 of Chapter 2 for fu rther details about these 
federal and state funding sources and Section 2.1.6.3 in Chapter 2 for rail crossing inventory 
and safety data for Oklahoma.  

ÂEÂþṭɸ èǈȜȴ EȜʦȜɸȜɊȿ Ȗǈɸ ᶡᶠ ǈǥʆȜʦǳ ɸʆǈʆǳʧȜǬǳ ȖȜȎȖʧǈʭ-rail grade crossing projects in 2021. 103 

The  number  of  projects  funded  each  fiscal  year  generally  ranges from  6 to  15. Other  ODOT  rail 
projects may also include new grade separations of at -grade crossing s, replacement of 
bridges over railroad tracks, modification of existing highway -rail grade crossings, and track 
infrastructure  upgrades or  modifications  to improve  connections  between  railroads. A full  list 
of rail -ȍɊǥʎɸǳǬ ÂEÂþ ɭɰɊȭǳǥʆɸ ȍɰɊȽ ÂEÂþṭɸ fȜɸǥǈȴ Year (FFY) 2020 -2023 Statewide 
Transportation Improvement Program (STIP) is included in Appendix D.  

4.8  Concepts  from  Stakeholder  Outreach  
Various project concepts were suggested by the participants of public and stakeholder 
outreach conducted for the Oklahom a State Rail Plan. This outreach was facilitated through 
several stakeholder committee meetings held on April 13, 2021, and June 16, 2021; 
ǥɊɊɰǬȜȿǈʆȜɊȿ ʧȜʆȖ ɰǳɭɰǳɸǳȿʆǈʆȜʦǳɸ Ɋȍ ʆȖǳ ɸʆǈʆǳṭɸ >ȴǈɸɸ u ǈȿǬ >ȴǈɸɸ uuu ɰǈȜȴɰɊǈǬɸṆ ȜȿʆǳɰʦȜǳʧɸ ʧȜʆȖ 
railroad freight sh ippers; and the online survey provided on the Oklahoma State Rail Plan 
webpage  on  the  ODOT  website.  Outreach  conducted  as part  of  the  Oklahoma  State  Rail  Plan 
will be described in detail in Chapter 6.  

Class III railroad  representatives  noted  that  one  of  the  challenges  related  to  short  line  railroad 
improvements is that a sufficient traffic volume is necessary both to justify improvements 
and  to  generate  revenue  to  help  pay  for  these  same  improvements.  Conversely,  increased  rail 
traffic volumes may not be able to materialize until after such improvements to the physical 
infrastructure are made. Some products such as feed grain are sold on the market at a 
discount  as pre -loaded 286,000 -lb  railcars,  which  are  not  practical  to  reload  to  accommodate 
a lower  maximum  allowable  gross  weight.  As a result,  shippers  may  be  priced  out  of  products 
that they could receive by rail if their serving carrier was able to accommodate the heavier 
loads.  

Another  challenge  facing  short  line  railroads  is tha t  while  it  may  be  possible  to  secure  federal 
funding for improvement projects, the railroad itself must have the funding available to 
construct the project in its entirety before being reimbursed by a federal funding partner.  
Stakeholders  recommended  that  a state  loan  program  be  established  to  lend  money  to  Class 
III railroads to provide immediate cashflow for awarded projects while the railroads await 
reimbursement.  

 
 
 

103 Oklahoma Department of Transportation, Statewide Transportation Improvement Program FFY 2020 -2023 . 
Retrieved from: https://oklahoma.gov/odot/programs -and -projects/transportation -programs/stip.ht ml  

https://oklahoma.gov/odot/programs-and-projects/transportation-programs/stip.html
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Some  rail  shippers  indicated  support  for  developing  a rail  intermodal  terminal  in  Oklahoma. 
One such business noted that while it has direct rail access, it ships the finished products 
from its facility by truck (in containers or trailers ) so that they can be delivered to the truck - 
based distribution centers of its customers around the country. While some of these 
containers and trailers are forwarded by rail, they must first be hauled hundreds of miles to 
the nearest intermodal facilitie s in the Dallas/Fort Worth or Kansas City metropolitan areas, 
increasing  the  cost  and  complexity  of  these  moves.  An  intermodal  facility  in  Oklahoma  with 
competitively priced domestic intermodal service options would reduce the need for 
interstate trucking and its associated costs.  

4.8.1 Stakeholder  Proposed  Freight  Projects  
Stakeholders  generally  identified  the  potential  for  rail -related  projects  or  initiatives  to 
address:  

¶ Maintenance and/or replacement of aging rail infrastructure (including upgrades to 
track  and  bridges  on  the  ɸʆǈʆǳṭɸ short  lines  to  accommodate  railcars  with  a maximum 
allowable gross weight of 286,000 lbs.)  

¶ Opportunities  for  economi c development  and  maintaining  ÂȰȴǈȖɊȽǈṭɸ 
competitiveness  in  the  global  marketplace  

¶ Bottlenecks  associated  with  capacity  on  rail lines,  in  rail  yards,  and  at  railroad 
interchange locations  

¶ Availability  of  additional  state  funding  and  financing  for  railroad  improvement 
projects  
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Chapter  5: Rail  Service  and  Investment 
Program  
5.1 Introduction  
þȖȜɸ ǥȖǈɭʆǳɰ ȜȿǥȴʎǬǳɸ ǈ ǬȜɸǥʎɸɸȜɊȿ Ɋȍ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴ ʦȜɸȜɊȿḼ ȎɊǈȴɸ ǈȿǬ ɊǤȭǳǥʆȜʦǳɸḼ ɭɰɊȎɰǈȽ 
coordination,  passenger  and  freight  rail  project  benefits,  planned  investments,  and  funding 
sources. The chapter concludes with tables highlighting the proposed sh ort term (1 -4 year) 
and long term (5 -20 year) program of projects. The Rail Service and Investment Program 
(RSIP) addresses the specific projects, programs, policies, laws, and funding necessary to 
achieve the rail vision and describes the related financia l and physical impacts of these 
proposed actions.  

5.2 ÂȰȴǈȖɊȽǈṭɸ State  Rail  Vision,  Goals  and  Objectives  

5.2.1 Rail  Vision  
The  development  of  ÂȰȴǈȖɊȽǈṭɸ State  Rail  Vision  was  informed  by  an  extensive  public  and 
stakeholder outreach process (described in Chapter 6 of the State Rail Plan). These efforts 
identified common themes relevant for setting a direction for rail planning in Oklahoma.  
Based  on  a consensus  among  stakeholders,  the  State  Rail  Vision  statemen t  is as follows:  

ẅ! safe,  secure,  and  efficient  rail  system  that  ensures  ÂȰȴǈȖɊȽǈẈɸ economic 
competitiveness and development by maintaining the rail infrastructure 
and  providing  rail  access  and  multimodal  connectivity  for  people  and  goods 
Ȝȿ ǈȿ ǳȿʦȜɰɊȿȽǳȿʆǈȴȴʭ ɸʎɸʆǈȜȿǈǤȴǳ ȽǈȿȿǳɰṜẆ 

5.2.2 Supporting  Goals  and Objectives  
The goals described in Table 5 -1 below are aligned with the State Rail Vision, consistent with 
comments received from public outreach activitie s, and based on consensus of the 
Oklahoma  State  Rail  Plan  Stakeholder  Committee  members.  To more  clearly define  the  Goals 
listed below, each Goal includes Objectives.  

Table  5-1: State  Rail  Goals  and  Objectives  
Goals  Objectives  

1. Further  
develop and 
expand rail - 
based  economic 
activity across 
Oklahoma and 
the region.  

¶ Expand  rail  capacity  to  promote  and  meet  projected  growth  
in  freight  and  passenger  demand.  

2. Maintain  and  
develop  a 

¶ Provide  a safe  and  secure  rail  system  that  employs  advances  
in  rail  technology  to  protect  both  people  and  assets.  
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dynamic  rail  
system that 
provides  safe, 
efficient, and 
reliable 
movement  of 
people.  

¶ Recommend  rail  as part  of  a multi -modal  transportation  
vision  and  comprehensive  funding  strategy  throughout 
Oklahoma.  

¶ Create  a cohesive  door -to -door  passenger  network  that 
grows with Oklahoma.  

¶ Re-establish  passenger  rail  service  where  supported  by 
demand.  

¶ Expand  metropolitan  area  transportation  options  available  for 
residents and visitors.  

¶ Continue use of federal policy -compliant project 
development  procedures  to  advance  viable  passenger  rail 
concepts.  

¶ Integrate  Oklahoma's  major  population  centers  into  the 
national passenger rail system.  

3. Maintain  and  
develop a 
dynamic rail 
system that 
pr ovides safe, 
efficient, and 
environmentally 
sound 
movement of 
goods.  

¶ Provide  a safe  and  secure  rail  system  that  employs  advances  
in  rail  technology  to  protect  both  people  and  assets.  

¶ Comply  with  all  Federal  Railroad  Administration  policies, 
procedures, and regulations.  

¶ Cost -effective  programs  to  preserve  the  existing  freight  rail 
network  and  to  meet  expected  future  rail  network  capacity 
needs, including addressing potential chokepoints in the 
system.  

¶ Upgrade  rail  infrastructure  as required  to  permit  universal 
accommodation of higher capacity rail rolling stock and 
higher operating densities.  

4.  Identify,  
develop, and 
secure  funding 
that promotes 
and enhances 
rail system 
investment.  

¶ Identify  stable  and  sufficient  funding  secured  for  a program  
of  rail  investments  to  support  operating,  constructing,  and  
maintaining  ÂȰȴǈȖɊȽǈṭɸ rail  network.  

¶ Develop  statutory  authority  to  enable  the  use  of  innovative 
funding sources such as public -private partnerships.  

¶ Secure  additional  funding  for  high -priority  highway -rail  grade 
crossing improvements that protects the public and 
enhances rail service.  

5. Promote  the  
understanding  of 
both rail service 
as a cost - 
effective, safe, 
secure, 
environmentally 
sound, and 
energy efficient  

¶ Promote  effective  safety  and  security  partnerships  with  
passenger  and  freight  railroads.  

¶ åɰɊʦȜǬǳ ǈȿ Ɋɭǳȿ ǬɊɊɰ ʆɊ ÂEÂþṭɸ ɭȴǈȿȿȜȿȎ ɭɰɊǥǳɸɸḼ ǈȿǬ 
transparency  in  communicating  with  and  educating  the 
public.  

¶ Foster an appreciation of short and longer -term rail -related 
benefits  by  elected  officials,  the  business  community,  and  the 
public.  
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means  of  
improving  
freight and 
passenger 
mobility, as well 
as its  importance 
ʆɊ ÂȰȴǈȖɊȽǈṭɸ 
economy.  

¶ Implement  an  expedited  decision -making  process  to  
advance  beneficial  rail  projects.  

¶ Create an understanding by elected officials, the business 
community,  and  the  public  of  where  and  when  passenger  rail 
service is a viable transport alternative.  

¶ Generate an awareness of agriculture -related rail issues in 
Oklahoma  by  elected  officials,  the  business  community,  and 
the public.  

¶ Continue  education  on  the  benefits  of  rail  transportation  and 
the opportunities to integrate rail and other modes of 
transportation.  

 

Ultimately,  the  specific  improvement  projects listed  in  Section  5.9 will  support  the  State  Rail 
Vision, Goals and Objectives.  

5.3 Program  Coordination  

5.3.1 Integration  with  other  State Planning  Efforts  
This  State  Rail  Plan  is intended  to  integrate  with  and  expand  upon  other  Oklahoma 
transportation plans including:  

¶ ÂȰȴǈȖɊȽǈṭɸ 2017 State  Freight  Plan  developed  concurrently  with  the  2017 Oklahoma  
State  Rail  Plan  

¶ ÂȰȴǈȖɊȽǈṭɸ 2020 -2045  Long  Range  Transportation  Plan  (LRTP) 

¶ The  Oklahoma  Statewide  Transportation  Improvement  Program  (STIP) 

¶ Recent  studies  and  continuing  work  on:  

o Support  for  the  current  Amtrak  Heartland  Flyer  passenger  rail  route  between 
Fort  Worth,  Texas, and  Oklahoma  City  and  the  potential  for  a service  extension 
to Wichita and Newton, Kansas, and Kansas City, Missouri  

o Oklahoma  City  commuter  rail  planning  studies  

o Tulsa  commuter  rail  planning  studies  

5.3.2 National  and  Regional Rail  Planning  Integration  
As Oklahoma shares rail corridors and services with other states, it is essential to coordinate 
with other states through both direct interaction and through comprehensive review and 
analysis of state or regional rail plans prepared by or in cooperation wi th other states in the 
region. Oklahoma has received information and thoughtful input from neighboring states 
that has been incorporated into this plan, including Kansas and Texas (ODOT is cooperating 
with  KDOT  to  administer  a federal  Consolidated  Rail  Infrastructure  and  Safety  Improvements 
Program (CRISI) grant and is coordinating with TxDOT and KDOT on studies regarding 
potential future expansion of the Heartland Flyer ). 
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The 2008 Passenger Rail Investment and Improvement  Act (PRIIA) directed the Federal 
Railroad Administration (FRA) to develop a Preliminary National Rail Plan to address the rail 
needs  of  the  U.S. The  preliminary  plan,  published  in  October  2009,  provided  objectives  for  rail 
as a means of improving the perf ɊɰȽǈȿǥǳ Ɋȍ ʆȖǳ ȿǈʆȜɊȿṭɸ ʆɰǈȿɸɭɊɰʆǈʆȜɊȿ ɸʭɸʆǳȽḼ ʧȖȜǥȖ 
included:  

¶ Increased  passenger  and  freight  rail  performance  

¶ Integration  of  all  transportation  modes  to  form  a more  complementary  transportation 
system  

¶ Identification  of  projects  of  national  significance  

¶ Providing  for  increased  public  awareness  

Since 2009, the concept of developing a National Rail Plan has evolved toward capturing 
state  rail  planning  findings,  and  reflecting  the  issues  and  priorities  addressed  in  various  state 
rail plans. An o utgrowth of this process is expected to be development of regional rail plans 
and multi -state corridor plans inclusive of solutions for freight and passenger service issues 
on a regional rather than state -by -state basis. ODOT will work with FRA and other s tates in 
ʆȖǳ ɰǳȎȜɊȿ ʆɊ ǳȿɸʎɰǳ ʆȖǈʆ ʆȖǳ ɰǳȎȜɊȿṭɸ ɰǈȜȴ ɭǳɰɸɭǳǥʆȜʦǳɸ ǈȿǬ Ȝɸɸʎǳɸ ǈɰǳ ǈǬǳɯʎǈʆǳȴʭ ǈǬǬɰǳɸɸǳǬ 
within the national rail planning process.  

5.3.2.1 National  Strategic  Rail  Corridor  Network  
Oklahoma will also continue to coordinate as necessary with the U.S. Military Surface 
EǳɭȴɊʭȽǳȿʆ ǈȿǬ EȜɸʆɰȜǤʎʆȜɊȿ >ɊȽȽǈȿǬṭɸ þɰǈȿɸɭɊɰʆǈʆȜɊȿ MȿȎȜȿǳǳɰȜȿȎ !Ȏǳȿǥʭ ṓþM!ṔḼ ʧȖȜǥȖ 
oversees the federal National Strategic Rail Corridor Network (STRACNET).  The STRACNE T is 
comprised  of  an  approximately  32,000 -mile  national,  interconnected  network  of  rail  corridors 
and associated connector lines most important to national defense. Figure 5 -1 depicts the 
STRACNET system within Oklahoma. The  lines shown provide main line corridor throughput 
capability as well as access to major defense contractors, logistics sites, and military facilities 
critical to national defense.  
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Figure  5-1: ÂȰȴǈȖɊȽǈṭɸ Strategic  Rail  Corridor  Network  
Source:  FRA 

5.4 Rail  Agencies  
!ɸ ȿɊʆǳǬ Ȝȿ >Ȗǈɭʆǳɰ ᶡ Ɋȍ ʆȖǳ ðʆǈʆǳ èǈȜȴ åȴǈȿḼ ÂEÂþṭɸ èǈȜȴ åɰɊȎɰǈȽɸ EȜʦȜɸȜɊȿ Ȝɸ ɰǳɸɭɊȿɸȜǤȴǳ ȍɊɰ 
acquiring  and  administering  federal  and  state  funds  used  to  support  operation  of  the  Amtrak 
Heartland  Flyer passenger service, highway construction projects that have an intersection 
with railroad property, highway -rail grade crossing safety improvements, and maintaining 
state -owned rail lines for current and potential future use. The division comprises five 
sections: State -Owned Rail Line Management, Safety, Passenger Rail, Construction, and 
Federal Programs. This update to the State Rail Plan does not recommend any changes to 
the Rail Programs Division, nor does it recommend the creation or abolition of any oth er 
agencies or authorities.  

5.5 Program  Effects  
The  short -term  and  long -term  projects  proposed  in  Section  5.9 are  based  on  those  activities 
that best support economic development, maintain the well -being of short line railroads 
operating in the state, support the reduction or elimination of major freight bottlenecks, 
improve rail safety, and support the preservation and expansion of passenger rail service.  
These  projects  may  potentially  offer  substantial  public  socioeconomic  benefits.  

As the  majority  of  intercity  rail  passengers  are  diverted  from  the  automobile, passenger  rail 
service improvements and expansion efforts will result in a more extensive and inclusive 
intercity transportation network, enhanced mobility, increased tourism and access to job 
opp ortunities, and increased energy efficiency compared to other modes.  

For rail freight improvements, the public benefits involve increased transportation 
competition  resulting  in  lower  cost  to  shippers,  less highway  congestion  and  roadway  
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surface  damage,  and  reduced  environmental  and  energy  impacts compared  to  other  modes. 
Highway -rail  grade  crossing  improvement  projects,  as well  as other  rail -related  infrastructure 
improvements aimed at maintaining a state of good repair, both increase tra nsportation 
safety.  

5.5.1 Rail  Program  Impacts  Summary  
As noted  in  Chapter  2 of  the  State  Rail  Plan,  freight  and  passenger  rail  services  in  Oklahoma 
provide sizable impacts in terms of freight transportation cost savings and resultant 
employment opportunities. Palpable benefits of rail improvements include lower 
ʆɰǈȿɸɭɊɰʆǈʆȜɊȿ ǥɊɸʆɸ ǈȿǬ ǳȿȖǈȿǥǳǬ ȽɊǤȜȴȜʆʭ ǈȿǬ ȽʎȴʆȜȽɊǬǈȴ ǥɊȿȿǳǥʆȜʦȜʆʭṁ ÂȰȴǈȖɊȽǈṭɸ 
proposed short -range and long -range rail investment plans are intended to have a high 
correlation between the public funding provided and their intended benefits.  

þȖǳ ɸʆǈʆǳṭɸ ɭɰɊɭɊɸǳǬ ɸȖɊɰʆ-range and long -range projects are generally focused on 
preserving  ǈȿǬ ȜȿǥɰǳǈɸȜȿȎ ʆȖǳ ǳȍȍȜǥȜǳȿǥʭ ǈȿǬ ǥǈɭǈǥȜʆʭ Ɋȍ ɰǈȜȴ ɊɭǳɰǈʆȜɊȿɸ Ɋȍ ÂȰȴǈȖɊȽǈṭɸ ɸȖɊɰʆ 
line  railroads  and  improving  and  expanding  intercity  passenger  rail  services.  Typical  benefits 
from  upgrading  short  line  railroads  are  increased  operating  efficiency,  enhanced  capacity to 
serve current and future shippers, and expanded industrial development opportunities 
which can attract outside non -rail investment and create new non -rail employment 
opportunities.  Investments  made  in  passenger  rail  service  expansion,  likewise,  can  help  spur 
urban commercial and residential development including infill and adaptive reuse in 
blighted areas centered around disused rail facilities. Rail line capacity as well as signaling 
and telecommunications improvements aime d at accommodating new passenger rail 
service on existing freight rail lines can also improve the performance of the overall rail 
network.  

In general, any improvements in operating efficiency and access to rail service for either rail 
passengers or freight  users achieved through continued investment in the rail network 
would  enhance  the  existing  economic  and  socio -environmental  impacts  of  the  ɸʆǈʆǳṭɸ freight 
and passenger services.  

5.6 Passenger  Element  
fè!ṭɸ ᶢᶠᶡᶣ ðʆǈʆǳ èǈȜȴ åȴǈȿ gʎȜǬǈȿǥǳ ɰǳɯʎȜɰǳɸ ɸʆǈʆǳɸ ʆɊ Ǭǳɸcribe how capital projects were 
analyzed, regarding their impacts on passenger rail ridership, potential diversion from 
highway and air to rail, passenger rail revenues and costs, freight rail project benefits, etc. 
States are also required to describe the ir 4 - and 20 -year (or more) financing plans for 
passenger rail capital and operating costs. Discussion of these analytical areas for both 
passenger  and  freight  rail  projects  included  in  the Rail  Service  and  Investment  Program  are 
presented  below.  Details  regarding  the  financial  performance  of  the  Heartland  Flyer  service 
in Oklahoma are provided in Section 2.1.4.2.  
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5.6.1 Passenger  Rail Project  Impact  Analysis  
The passenger rail projects identified for the short -range and long -range Rail Service and 
Investment Program pertain to improvements to the existing state -supported intercity 
passenger  rail  service,  potential  expansions  of  state -supported  intercity  passenger  rail  service 
consistent with the vision articulated by stakeholders, the potential impl ementation of 
commuter  rail  service  centered  on  hubs  at  Oklahoma  City  and  Tulsa, and  the  development  of 
new passenger rail stations and multimodal hubs to support future transit connectivity.  

Oklahoma currently has a limited amount of control over the rail passenger operations 
ʧȜʆȖȜȿ ʆȖǳ ɸʆǈʆǳṁ ÂEÂþḼ Ȝȿ ɭǈɰʆȿǳɰɸȖȜɭ ʧȜʆȖ þģEÂþḼ ȍʎȿǬɸ ʆȖǳ ɊɭǳɰǈʆȜɊȿ Ɋȍ ÂȰȴǈȖɊȽǈṭɸ 
Heartland  Flyer  service  between  Oklahoma  City  and  Fort  Worth,  as required  under  PRIIA  for 
intercity passenger rail corridors less than 750 miles. The two states share the cost of 
ɭɰɊʦȜǬȜȿȎ ʆȖȜɸ ɸǳɰʦȜǥǳṁ þȖǳɸǳ ȴȜȽȜʆǈʆȜɊȿɸ ǈȴɸɊ ɰǳǬʎǥǳ ʆȖǳ ɸʆǈʆǳṭɸ ǈǤȜȴȜʆʭ ʆɊ ɸȜȎȿȜȍȜǥǈȿʆȴʭ ǈȍȍǳǥʆ 
positive impacts on other modes or influence major modal diversi on.  

As noted  in  Chapter  3, ODOT  is working  with  Amtrak  as well  as other  state  and  local  agencies 
to conduct service development planning studies for possible new intercity and commuter 
passenger rail services, which will allow Oklahoma to evaluate the esti mated ridership, 
revenues, and costs for new services or service extensions. These studies provide the 
benchmark information necessary to determine whether further analysis and potential 
investment in the proposed services are merited.  

Any projects seeking  competitive federal discretionary grant funding will be subjected to a 
rigorous  benefit -cost  analysis  (BCA)  to  quantify  specific  public  benefits  needed  to  justify  the 
investment.  

5.6.2 Passenger  Rail Project Financing  Plan  
Oklahoma  is limited  in  the  means  available  to  increase  the  frequency  and  level  of  service  of 
its state -supported services or possible new long -distance passenger services. Any capital 
investments related to the overall corridors must be made at the regional level with 
concurrence by Amtra k, other states served by the route, and the rail line owners.  

Many states, including Oklahoma, have opted to provide support to their passenger and 
ǥɊȽȽʎʆǳɰ ɰǈȜȴ ȜȿȜʆȜǈʆȜʦǳɸ ʧȜʆȖ ɸʆǈʆǳ ǈȿǬ ȍǳǬǳɰǈȴ ȍʎȿǬȜȿȎ ȽǳǥȖǈȿȜɸȽɸ ɸʎǥȖ ǈɸ ʆȖǳ ɸʆǈʆǳṭɸ 
dedicated  public  tr ansit  revolving  fund  and  the  federal  Infrastructure  for  Rebuilding  America 
(INFRA),  Rebuilding  American  Infrastructure  with  Sustainability  and  Equity  (RAISE Ṝ formerly 
known as BUILD and TIGER), and Consolidated Rail Infrastructure and Safety Improvements 
(CRISI) programs. Such investments help agencies implement passenger rail projects that 
provide new transportation and mobility options.  

The addition of new, t argeted federal funding programs to improve and expand intercity 
passenger  rail  would  also  potentially  enable  states  such  as Oklahoma  to  fund  projects  that 
have been previously studied but are presently on hold strictly due to the lack of available 
funding . 
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ÂEÂþ ʧȜȴȴ ǥɊȿʆȜȿʎǳ ʆɊ ʧɊɰȰ ʧȜʆȖ !ȽʆɰǈȰḼ ɊʆȖǳɰ ɸʆǈʆǳɸṭ ǬǳɭǈɰʆȽǳȿʆɸ Ɋȍ ʆɰǈȿɸɭɊɰʆǈʆȜɊȿḼ ǈȿǬ 
regional  agencies  on  projects  to  expand  intercity  passenger  rail  service,  introduce  commuter 
rail service, and create multimodal hubs such as the Santa  Fe Depot in Oklahoma City.  
Federal,  state,  and  local  funding  sources  will  continue  to  be  assessed  for  future  capital 
projects.  

Capital  projects  should  be  carefully  evaluated  to  assess how  they  would  affect  ridership,  both 
in positive terms (developing a service that is attractive and reliable to encourage ridership) 
as well as in negative terms (discouraging travel due to construction -related disruptions).  

5.6.3 Passenger  Rail  Operations  Financing  Plan  
The ongoing  Heartland  Flyer  passenger  rail  operation  is funded  through  two  sources:  

¶ The  General  Revenue  Fund  (GRF) currently  appropriates  $2 million  per  year  for  
ÂȰȴǈȖɊȽǈṭɸ portion  of  Heartland  Flyer  operating  costs  (OS-68 -2352, OS 1521) 

¶ The Oklahoma Tourism and Passenger Rail Revolving Fund (OTPRR), which was 
established  for  the  purpose  of  funding  passenger  rail  service  (OS 68-500.6),  provides 
an additional $850,000 annually (OS -66-325, OS 68-500.6)  

As noted in Chapter 2, since the enactment of PRIIA, ODOT has experienced a significant 
increase  in  the  operating  costs  payable  to  Amtrak  for  providing  the  Heartland  Flyer  service.  A 
strateg y to control and manage ongoing operations and management costs in the future is 
essential for the continued viability of the service.  

Considering rising costs for state -supported passenger rail services and uncertainties 
regarding  prospective  federal  rail  funding  of  long -distance  passenger  rail  services,  decisions 
to move ahead with an expanded passenger rail program should be supported by a 
comprehensive planning effort. The more detailed studies of expanded commuter and 
intercity rail will include a comp rehensive examination of all potential funding sources and 
service alternatives.  

5.6.4  Passenger  Rail  Economic  Benefits  
Most  significant  rail  intercity  and  commuter  rail  projects  have  a positive impact  on  overall  rail 
passenger  ridership,  rail  passenger  miles  traveled,  modal  diversion  from  highway  and  air,  and 
increased rail passenger revenues and/or reduced costs.  

ODOT conducted an analysis in 2017 that examined the benefits and costs of the Heartland 
Flyer  intercity  passenger  rail  service  between  Oklaho ma  City  and  Fort  Worth  in  a benefit -cost 
analysis framework. Benefits measured included highway congestion cost relief, highway 
accident  cost  savings,  benefits  from  passengers  who  switched  to  rail  from  other  modes  (road, 
air, and bus), induced travel demand, passenger productivity, environmental benefits from 
reduced emissions, benefits in the form of agency revenues, and other public benefits such 
as the reduction in highway noise and highway pavement maintenance. To provide a 
comprehensive assessment of the service that could inform policy decisions regarding this 
service, the study examined recent performance as measured by benefits and costs over the  
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last  five  years,  in  addition  to  a benefit -cost  an alysis  going  forward  for  a hypothetical  target 
ridership and service costs scenario. Among the key findings in the study were:  

Over the period from 2012 to 2016, total benefits of the Heartland  Flyer  service were larger 
than  total  costs  (discounted  or  undiscounted).  Net  benefits  amounted  to  almost  $3.0 million 
and the benefit -cost ratio was estimated at about 1.11, discounted at 7 percent.  

According to the 2017 ODOT analysis, the Heartland  Flyer  service was expected to produce 
net benefits of $31.5 million undiscounted over the period 2017 -2036, if ridership steadily 
returned  to  prior  (2012) peak  levels.  The  benefit -cost  ratio  was  estimated  in  the  range  of  1.15 to  
1.26 (depending  on  the  discount  factor).  

The  Heartland  Flyer  also  generates  other  socio -economic  benefits,  which  are  more  difficult  to 
quantify and include in a formal benefit -cost analysis. In particular, the train service provides 
an affordable alternative travel option to individuals who do not drive, or who do not want to 
drive, including seniors, persons with disabilities, low -inc ome individuals without access to a 
car, or students. The Heartland  Flyer makes connections at Fort Worth that enable further 
travel by rail to and from Oklahoma beyond the Heartland  Flyer  corridor, both in the 
Dallas/Fort Worth region as well as throughou t the United States and Canada. Expenditures 
that stem in some way from the provision and use of this service, including capital and 
ɊɭǳɰǈʆȜȿȎ ǳʬɭǳȿǬȜʆʎɰǳɸ ǈɸ ʧǳȴȴ ǈɸ ɭǈɸɸǳȿȎǳɰɸṭ ʆɰȜɭ ǳʬɭǳȿǬȜʆʎɰǳɸḼ ǳǈǥȖ Ȏǳȿǳɰǈʆǳ ȴɊǥǈȴ 
economic activity and jobs. The statio n improvements and revitalization efforts as a result of 
the Heartland  Flyer  startup became a catalyst for further local economic development in 
communities on the route.  

The results of the analysis showed that the Heartland  Flyer was delivering benefits t hat 
exceeded the costs of service provision and that this performance is likely to continue. 
However,  declining  ridership  translates  into  declining  benefits  which,  when combined  with 
increasing costs, lowers the net benefits.  

As a result  of  the  COVID -19 pa ndemic,  2020  ridership  decreased  by  nearly  half  compared  to 
ᶢᶠᶡᶩ Ǭʎǳ ʆɊ ʆȖǳ ɭǈȿǬǳȽȜǥṭɸ ȜȽɭǈǥʆ Ɋȿ ʆɰǈʦǳȴ ǬǳȽǈȿǬ ǈȿǬ ɸɊǥȜǈȴ ǬȜɸʆǈȿǥȜȿȎ Ƚǳǈɸʎɰǳɸ 
imposed by Amtrak, whereby capacity was limited to 50% of available seating in coach 
accommodations. Ridership is anticipated to return to pre -pandemic levels in the coming 
years.  

5.7 Freight  Element  

5.7.1 Freight  Rail  Project  Impacts  and  Financing  
The  Rail  Service  and  Investment  Program  contains  freight  rail  projects  identified  for  the 
short -range and long -range planning horizons that pertain to improvements to the 
Ȝȿȍɰǈɸʆɰʎǥʆʎɰǳ Ɋȍ ÂȰȴǈȖɊȽǈṭɸ ɰǈȜȴɰɊǈǬɸ ǈȿǬ ȖȜȎȖʧǈʭ-rail grade crossing safety.  

Class I railroads are generally considered capable of funding their own capital projects; 
hoʧǳʦǳɰḼ ɭɊʆǳȿʆȜǈȴ ȍʎʆʎɰǳ ȜȿʦǳɸʆȽǳȿʆɸ ʆɊ Ǥǳ ȽǈǬǳ ʆɊ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴ ȿǳʆʧɊɰȰ ʆȖǈʆ ʧǳɰǳ 
identified  through  coordination  with  the  ɸʆǈʆǳṭɸ Class I railroads  and  identified  by  ODOT or  
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other  stakeholders  are  shown  in  the  list  of  potential  future  passenger  and  freight  rail  projects 
and studies in the RSIP later in this chapter.  

Such self -funding is more challenging for Class III railroads, which tend to have a smaller 
customer base, thus limiting opportunities to generate revenue. Class III railroads typically 
earn a fee for picking up and delivering rail carloads to and from Class I railroads for 
forwarding to and from other points on the national rail network. Some Class III railroads in 
Oklahoma such as the Austin, Todd & Ladd Railroad or Wichita, Tillman and Jackson Railway 
have only one connecting Class I railroad. Accordingly, the internal cash flow for a Class III is 
often  insufficient  to  enhance  yard  and  line  capacity  to  accommodate  safer  and  more  efficient 
train operations; provide im proved rail access via enhanced or new transload facilities or 
industrial trackage; or upgrade legacy track and bridges to handle heavier loaded car  
weights of 286,000 pounds, which has become the standard for the national rail system.  

Many states, includi ng Oklahoma, have opted to provide support to their Class III railroads to 
upgrade their lines via state and federal funding mechanisms. ODOT currently offers a tax 
credit to railroads for railroad modernization and can help sponsor applications for federa l 
funding  through  programs  such  as Infrastructure  for  Rebuilding  America  (INFRA),  Rebuilding 
American Infrastructure with Sustainability and Equity (RAISE Ṝ formerly known as BUILD  
and TIGER), and Consolidated Rail Infrastructure and Safety Improvements (C RISI). Such 
investments ensure that these railroads can continue to serve their shippers, thus helping to 
retain shipper employment and prevent the diversion of traffic from rail to truck and the 
consequent maintenance impacts to the state highway system. Any projects seeking 
competitive federal discretionary grant funding will be subjected to a rigorous benefit -cost 
analysis (BCA) to quantify specific public benefits needed to justify the investment.  

Another key area for state and federal investment is in highway -rail grade crossing safety. 
Improvements include upgrades to warning devices and crossing surfaces, as well as 
crossing  closures  and  grade  separations  where  appropriate.  The  impacts  of  such  investments 
are the prevention and reduction of accidental deaths and injuries at highway -rail grade 
crossings.  

The  main  financing  mechanisms  for  state  investments  in  rail  lines  and  in  highway -rail  grade 
crossing safety improvements were identified in Chap ter 2 of the State Rail Plan. These 
include:  

¶ ODOT  Rail  Safety  Program  

¶ Railroad  Modernization  Tax Credit  

¶ Rail  Crossings  Safety  Initiative  

¶ ODOT  Construction  Work  Plan  

All of these mechanisms, as well as various federal programs and local contributions, can 
potentially  support  the  planned  investments  in  the  state  rail  network  noted  in Section  5.9 of 
this chapter.  
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5.7.2 Freight  Rail Economic  Benefits  
The state of Oklahoma has long recognized the public value of a viable short line network. In 
ʆȖǳ ȴǈʆǳ ᶡᶩᶧᶠṭɸ ǈȿǬ ǳǈɰȴʭ ᶡᶩᶨᶠṭɸḼ ʆȖǳ ɸʆǈʆǳ ȴǳȎȜɸȴǈʆʎɰǳ ȖǈǬ ʆȖǳ ȍɊɰǳɸȜȎȖʆ ʆɊ ɭǈɸɸ ȴǳȎȜɸȴǈʆȜɊȿ 
authorizing ODOT to purchase several former Class I branch lines and  secondary main lines 
in  the  state  that  were  slated  for  abandonment.  Through  a process  detailed  in  Section 2.1.1.5 of 
Chapter 2, these lines were preserved for future use. The public benefits of state investment 
in the Oklahoma short line network include t he transportation -related economic and socio - 
environmental benefits involved in providing competitive rail service itself, as well as the 
preservation and protection of irreplaceable rail assets. These rail lines have also steadily 
produced increased traf fic levels which have resulted in both existing and new shippers 
receiving cost -efficient service.  

Through  this  state  rail  planning  process,  ODOT  has  also  developed  a better  understanding  of 
ʆȖǳ ɰǈȜȴ ȜȿǬʎɸʆɰʭṭɸ ɭȴǈȿɸ ȍɊɰ ȎɰɊʧʆȖ ʧȜʆȖȜȿ ʆȖǳ ɸʆǈʆǳ ǈȿǬ ʆȖǳ ɭɰɊjects deemed necessary to 
facilitate this growth.  Therefore, private sector rail projects, if deemed to provide sufficient 
public benefits in the future, may receive increased public financial assistance in the future 
should additional funding become avail able.  

As most proposed long -range projects have yet to be analyzed regarding their economic 
feasibility,  it  is premature  to  identify  any  correlation  between  the  level  of  public  investment 
and the expected benefits.  

5.8 Rail  Studies  and  Reports  
Analysis  of  ÂȰȴǈȖɊȽǈṭɸ rail  network  and  comments  provided  at  the  State  Rail  åȴǈȿṭɸ outreach 
meetings resulted in a number of recommendations for studies to determine the feasibility 
of future projects or state -sponsored services to improve rail operations in Oklahoma.  

Potential  rail  studies  which  will  be  considered  in  the  future,  pending  the  available  staff  and/or 
financial assets required, center on the following areas:  

¶ Expansion  of  new  regional  intercity  rail  corridor  services  and  improvements  to 
existing services;  

¶ Commuter  rail  services  for  Oklahoma  City  and  Tulsa; 

¶ Other  rail  freight  service  efficiency,  safety  enhancement,  and  tourist  railroad 
marketing studies;  

¶ Transload  and  intermodal  facility  feasibility,  and  identification  of  potential  locations 
and potential partners;  

¶ Research  into  governance  and  financing  models  for  new  rail  services;  and,  

¶ Safety  enhancements  at  highway -rail  grade  crossings  

These  are  discussed  in  more  detail  below.  Section  5.8 identifies  these  proposed  studies  and 
their estimated costs, if known.  
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5.8.1 Intercity  Passenger Rail  Studies  
ODOT  will  continue  working  with  Amtrak,  local  communities  and  agencies,  its  state  partners 
in Kansas and Texas, and host freight railroads on studies and initiatives to expand intercity 
passenger rail service in the region. These initiatives are discussed in Chapter 3 of the State 
Rail Plan. Specific initiatives are identified in the sh ort -range and long -range program of 
projects presented below.  

5.8.2 Commuter Rail  Studies  
>Ɋȿǥǳɭʆʎǈȴ ǥɊȽȽʎʆǳɰ ɰǈȜȴ ȿǳʆʧɊɰȰɸ Ȗǈʦǳ Ǥǳǳȿ ɭɰɊɭɊɸǳǬ ǈȿǬ ɸʆʎǬȜǳǬ Ȝȿ ǤɊʆȖ Ɋȍ ÂȰȴǈȖɊȽǈṭɸ 
major  metropolitan  areas:  Oklahoma  City  and  Tulsa. The  findings  of  these  studies  are  detailed 
in Chapter 3 of the State Rail Plan. Work on advancing commuter rail service in Oklahoma 
City is ongoing, concurrent with the development of a multimodal rail hub at the downtown 
Santa  Fe Depot.  Efforts  to  develop  commuter  rail  service  in  Tulsa  ha ve a comparatively  longer 
planning horizon.  

5.8.3 Financing  and  Governance  Models  Studies  
þɊ ɸʎɭɭɊɰʆ ǈȴȴ Ɋȍ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴ-related goals, an important area of study is to determine the 
financial sources and partnership arrangements necessary to implement the projects 
identified and service modifications desired. This may involve identifying l egislative changes 
and  funding  sources  that  can  establish  a reliable  and  transparent  source  of  funds  that  enable 
both the investments required and provide the public with proof that the funds are being 
utilized to produce visible public services and benefi ts. 

Partnership arrangements, between the state and localities and with other states, must be 
carefully  structured  and  coordinated  to  ensure  the  efficiency  of  project  implementation  and 
a fair division of both the level of investment and potential benefits . 

5.8.4  Highway -Rail  Grade  Crossing  Studies  
Safety  at  highway -rail  grade  crossings  is another  important  topic  for  further  study at  the 
state level.  

In  2021, ODOT  will  prepare  a Highway -Rail  Grade Crossing  State  Action  Plan  (SAP) to  detail  its 
current efforts relating to highway -rail grade crossing safety, identify recent 
accident/incident trends, and specify actions that can be taken to help mitigate risk at 
highway -rail  grade  crossings.  Each  state  is required  to  prepare  and  submit  an  SAP to the  FRA 
no later than February 14, 2022.  
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Per  the  Final  Rule 104 issued  by  the  FRA on  December  14, 2020,  each  SAP shall:  

¶ Identify  highway -rail  and  pathway  grade  crossings  that:  

o Have  experienced  at  least  one  accident/incident  within  the  previous  3 years  

o Have  experienced  more  than  one  accident/incident  within  the  previous  5 years  

o Are  at  high -risk  for  accidents/incidents  as defined  in  the  Action  Plan  

Each  State  or  the  District  of  Columbia  that  identifies  highway -rail  and  pathway  grade 
crossings  that  are  at  high -risk  for  accidents/incidents  in  its  Action  Plan  shall  provide a 
list of the factors that were considered when making this determination. At a 
minimum, these factors shall include:  

o Average  annual  daily  traffic  

o Total  number  of  trains  per  day  that  travel  through  each  crossing  

o Total  number  of  motor  vehicle  collisions  at  each  crossing  during  the  previous 
5-year period  

o Number  of  main  tracks  at  each  crossing  

o Number  of  roadway  lanes  at  each  crossing  

o Sight  distance  (stopping,  corner  and  clearing)  at  each  crossing  

o Roadway  geometry  (vertical  and  horizontal)  at  each  crossing  

o Maximum  timetable  speed  

¶ Identify  data  sources  used  to  categorize  the  highway -rail  and  pathway  grade 
crossings in paragraph (e)(1) of this section  

¶ Discuss  specific  strategies,  including  highway -rail  grade  crossing  closures  or  grade 
separations,  to  improve  safety  at  those  crossings  over  a period  of  at  least  four  years  

¶ Provide  an  implementation  timeline  

¶ Designate  an  official  responsible  for  managing  implementation  of  the  SAP 

5.9 Passenger  and  Freight  Rail  Capital  Program  
This section identifies the short -range and long -range program of studies and projects, 
consistent with PRIIA requirements, with specific project detail. The short -range studies and 
projects have been limited to those for which funding will be available ba sed on past 
legislative budget allocations for rail projects. Long -range studies and projects include 
specific projects or prospective projects which could arise from various studies for which 
funding has not been committed, but have been deemed important as part of a multi -year 
program that exceed the four -year short -range period. The projects, anticipated public 
benefits, and cost estimates are listed in the RSIP. The projects are prioritized in terms of 
short -range studies and projects, (those which will  occur in the first four years from 2022 to 
2025); and  long -range  studies  and  projects,  that  is, those  which  that  will  be  considered over  a 
20-year period (2026 to 2041).  

 

 
104 https://www.govinfo.gov/content/pkg/FR -2020 -12-14/pdf/2020 -26064.pdf  

https://www.govinfo.gov/content/pkg/FR-2020-12-14/pdf/2020-26064.pdf
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Table  5-2 and  Table  5-3 contain  the  lists  of  short -range  and  long -range  projects.  The  projects 
are listed by category (passenger and freight rail studies and projects) and time frame for 
potential implementation (short -range and long -range). The projects are discussed in the 
nar rative that follows. The total costs identified in the RSIP to implement passenger rail 
service by corridor, if known, are conceptual planning estimates only. Further study and 
consultation with host railroads would be required to better understand and ref ine these 
cost estimates.  

5.9.1 Short -Range  Rail Investment  Program  
ÂȰȴǈȖɊȽǈṭɸ ɭɰɊɭɊɸǳǬ ɸȖɊɰʆ-range RSIP is comprised of projects and studies for which 
estimated capital costs are known at this time have been evaluated on the basis of their 
respective  potential  sources  of  funding  eligibility  and the  anticipated  benefits  to  be  realized 
from the completion of each project.  

Projects identified for potential funding have been selected on the basis of preserving the 
ɸʆǈʆǳṭɸ past  investments  and  improving  the  levels  of  service  and  financial  performance  of  the 
ɸʆǈʆǳṭɸ ɰǈȜȴɰɊǈǬɸ ǈɸ well as the anticipated benefits expected for projects in terms of freight 
and passenger system capacity, efficiency, and safety; rail network access; economic 
development and competitiveness; job creation and retention; transportation savings; 
energy and  environmental benefits; and other program -specific benefits.  

5.9.1.1 Proposed  Short -Range  Rail  Projects  and  Studies  
ÂȰȴǈȖɊȽǈṭɸ proposed  short -range  freight  rail  projects  and  studies  include:  

¶ Infrastructure  upgrades  to  accommodate  286,000  lb.  rail  cars  

¶ Infrastructure  upgrades  to  improve  operating  speeds  

¶ Highway -rail  grade  crossing  improvements  and  grade  separation  projects  

¶ Enhancements  to  the  capacity  of  the  ɸʆǈʆǳṭɸ rail  network  

Table  5-2 describes  the  proposed  short -range  projects  and  studies.  
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Table  5-2: Short -Range  Studies  and  Projects  (Years  1-4; 2022 -2025)  
Studies  and 

Projects  
Description  General  Project 

Benefits  
Estimated 

Capital  Cost,  if  
Known  

Funding 
Source(s)  

SHORT-RANGE  PASSENGER RAIL PROJECTS AND  STUDIES 
     

TBD 
     

SHORT-RANGE  FREIGHT RAIL PROJECTS AND  STUDIES 
Highway -Rail  ODOT  will  prepare  a The  purpose  of  TBD State  
Grade 
Crossing  State  

State Highway -Rail 
Grade  Crossing  Action  

the SAP is to 
detail  the  ɸʆǈʆǳṭɸ 

 Sources  

Action  Plan  Plan.  Each  state  is current  efforts    

(SAP) required  to  prepare  relating  to    

 and  submit  an  SAP to  highway -rail    

 the  FRA no  later  than  grade  crossing    

 February  14th , 2022  per  safety,  identify    

 the  Final  Rule  issued  recent    

 by  FRA on  December  accident/incident    

 14, 2020.  trends,  and    

  specify  actions    

  that  can  be  taken    

  to  help  mitigate    

  risk  at  highway -   

  rail  grade    

  crossings.    

Rural  The  City  of  Tulsa - Enhance  $15,000,000  INFRA  2020  
Industrial  Park  Rogers  County  Port  operating    

Rail  Switching  Authority  will  be  capacity,    

Enhancement  awarded  $6,189,327 to  efficiency,  and    

Project  upgrade  an  industrial 
park in Inola,  

safety to provide 
rail  access  to  new  

  

 Oklahoma with new 
structures  and  rail,  and  

shippers.    

 construct  a three -mile     

 rail  spur  connecting  to     

 the  freight  mainline.     

 The  project  includes     

 adding  new  drop -pull     

 tracks,  installing     

 power  switches,     

 building  a new     

 northbound  wye  track,     

 constructing  a new     

 clear  track  loop,  and     

 safety  improvements     

 at  three  at -grade     

 crossings.     
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Studies  and 
Projects  

Description  General  Project 
Benefits  

Estimated 
Capital  Cost,  if  

Known  

Funding 
Source(s)  

Port of 
Muskogee  Rail 
Access  

The project will 
construct  rail  and  road 
access improvements 
at the Port of 
Muskogee including 
track upgrades, 
expansion, and 
realignment to meet 
current Class I railroad 
safety  standards;  State 
Highway 16 highway - 
rail grade crossing 
modernization; and 
approximately 9,700 
feet  of  additional  track 
to  expand  the  capacity 
of the existing 
marshalling yard.  

 
Received BUILD I 
grant  for  $5,789,210. 

Enhance 
operating 
capacity, 
efficiency,  and 
safety and 
improves rail 
service for 
shippers.  

$11,578,420 BUILD  2018 

AOK  Shawnee 
Subdivision 
Upgrade  

Perform tie 
replacement, ballast 
placement, and 
surfacing to improve 
35 miles  AOK  of  track 
in Oklahoma and  
Pottawatomie 
Counties.  

Enhance 
operating 
capacity, 
efficiency,  and 
safety and 
improves rail  
service  for 
shippers.  

$1,500,000  State  and 
Local 
Sources  

BNSF rail 
bridges over 
Interstate  240 
north  of  Flynn 
Yard 
(Oklahoma 
City)  

Replace BNSF bridges 
over Interstate 240 to 
improve horizontal 
and  vertical  clearances 
and  allow for potential 
capacity  expansions  of 
both interst ate and  
railroad.  

Enhanced rail 
capacity  and  a 
public benefit 
highway 
improvement.  

TBD Federal, 
State,  and 
Local 
Sources  

Replace  GNBC 
bridge over 
North 
Canadian  
River  between 
Southard and 
Eagle City  

Replace 756 -foot 
timber trestle over 
North  Canadian  River.  

Public benefits 
include reduced 
transit times and 
capacity  for  larger 
freight cars; 
private benefits 
include reduced 
labor costs and 
lower operations 
and  maintenance  
costs.  

$4,200,000  TIGER 2017 
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Studies  and 
Projects  

Description  General  Project 
Benefits  

Estimated 
Capital  Cost,  if  

Known  

Funding 
Source(s)  

GNBC  Okeene 
Passing  Siding  

Construct  a passing 
siding  at  Okeene  to 
allow for meets of 
opposing trains.  

Public benefits 
include reduced 
transit times and 
capacity  for  larger 
freight cars; 
private benefits 
include reduced 
crew costs and 
lower 
maintenance  
costs  

$1,100,000 TIGER 2017 

Track rehab 
on  KRR Paris 
Subdivision 
(Hugo, 
Oklahoma  to 
Paris, Texas)  

Perform tie 
replacement, ballast 
placement, and 
surfacing  to  increase 
operating speeds.  

Public benefits 
include reduced 
transit times and 
greater reliability 
for shippers; 
private benefits 
include reduced 
labor costs and 
lower operations  
and  maintenance 
costs. 

$2,200,000  CRISI 2020  

Upgrade  rail 
for new 
customer  in 
Durant on 
KRR 

Upgrade track to 
include  115 lb. rail,  tie 
replacement, ballast 
placement, and 
surfacing  to  increase 
operating speeds.  

Public benefits 
include reduced 
transit times and 
capacity  for  larger 
freight cars; 
private benefits 
include reduced 
labor costs and 
lower operations 
and  maintenance  
costs.  

$3,100,000  CRISI 2020  

Upgrade 
structures  on 
KRR to 
286,000 lbs.  
capacity  

Rehabilitate  and/or 
replace structural 
components of 
bridges to 
accommodate 
286,000  lb.  rail  cars. 

Public benefits 
include reduced 
transit times and 
capacity  for  larger 
freight cars; 
private benefits 
include reduced 
labor costs and 
lower operations  
and  maintenance 
costs.  

$1,700,000  CRISI 2020  
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Studies  and 
Projects  

Description  General  Project 
Benefits  

Estimated 
Capital  Cost,  if  

Known  

Funding 
Source(s)  

Upgrade rail 
on Ashdown 
Subdivision Ṝ 
Hugo, 
Oklahoma,  to 
Ashdown, 
Arkansas  

Upgrade main line 
track to include 115 lb. 
rail, tie replacement, 
ballast  placement,  and 
surfacing to increase 
operating speeds.  

Public benefits 
include reduced 
transit times and 
capacity  for  larger 
freight cars; 
private benefits 
include reduced 
labor costs and 
lower operations 
and  maintenance  
costs.  

$13,000,000  CRISI 2020  

Build wye to 
add north 
access from 
Port of 
Muskogee  to 
Union  Pacific  
Railroad  

Construct new wye 
track to allow service 
to  Port  from  the  north.  

Improved rail 
access for 
competitive 
shipping rates  
and  more  efficient 
operations.  

$1,100,000 BUILD  2019 

Construct  new 
track to 
extend south 
to Industrial  
Park  

Construct  new  track  to 
the south to facilitate 
improved rail access 
for Port of Muskogee.  

Improved rail 
access  for  more 
efficient 
operations.  

$5,000,000  BUILD  2019 

Capacity 
Upgrades  at 
Port of 
Muskogee  

Expand storage yard 
capacity  and  construct 
a third  track  to  provide 
greater  flexibility  to  rail  
customers  at  the  Port.  

Added capacity 
benefits  shippers 
and improves 
efficiency.  

TBD BUILD  2019 

Grade 
Separate  State 
Highway 16 
Crossing at 
Port of  
Muskogee  

Construct a roadway 
overpass for State 
Highway 16 over the 
lead  tracks  at  the  Port 
of Muskogee.  

Public  benefit  - 
highway and 
safety 
improvement.  

TBD BUILD  2019 

Tie 
replacement 
on SKOL  

Perform tie 
replacement, ballast 
placement, and 
surfacing  to  increase 
operating speeds.  

Public benefits 
include reduced 
transit times and 
greater reliability 
for shippers; 
private benefits 
include reduced 
labor costs and 
lower operations  
and  maintenance 
costs. 

$9,800,000  CRISI 2019 

State  Highway 
37 Grade 
Separation 
with BNSF in  
Moore  

Construct  a roadway 
overpass for State 
Highway  37 over  the 
BNSF in Moore.  

Public  benefit  - 
highway and 
safety 
improvement.  

TBD RAISE 2021 
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Studies  and 
Projects  

Description  General  Project 
Benefits  

Estimated 
Capital  Cost,  if  

Known  

Funding 
Source(s)  

Perform 
bridge and 
track 
maintenance 
on  TSU system 
wide  

Perform tie 
replacement, ballast 
placement, and 
surfacing  to  increase 
operating speeds.  
Upgrade  bridges  to 
accommodate 
286,000  lb.  rail  cars. 

Public benefits 
include reduced 
transit times and 
greater reliability 
for shippers; 
private benefits 
include reduced 
crew costs and 
lower operations 
and  maintenance  
costs.  

$2,000,000  Local 
Sources  

Add Storage 
Track  Capacity 
on TSU  
Systemwide  

Expand storage yard 
capacity to provide 
greater  flexibility  to  rail  
customers.  

Added capacity 
benefits  shippers 
and improves  
efficiency.  

$250,000  Local 
Sources  

 

5.9.2 Long -Range  Rail  Investment  Program  
ÂȰȴǈȖɊȽǈṭɸ ȴɊȿȎ-range RSIP is comprised of projects identified by ODOT and other rail 
stakeholders to address rail passenger and freight needs, rail system access, infrastructure 
enhancement or replacement, and grade crossing safety. These projects, howeve r, are not 
expected  to  be  implemented  within  the  next  four  years due  to  a lack  of  potential  funding  or 
due to the need for further analysis and planning.  

The long -range program includes prospective freight and passenger rail projects receiving 
support duri ng the public outreach process, regardless of funding availability of analysis at 
this time, and other technical analysis. These projects are subject to additional feasibility 
analysis and evaluation of potential public and private benefits. Upon completio n of these 
analyses, long -range program updates will reflect more current and accurate information, 
including  capital  cost  estimates  for  implementation.  Upon  the  availability  of  state  or  federal 
funding  resources,  projects  selected  for  implementation  may  m ove  to  the  short -range  RSIP 
in the future.  

5.9.2.1 Proposed  Long -Range  Rail  Projects  and  Studies  
For the long -range program (Year 5 through Year 20), projects previously identified in the 
short -range  program  will  be  further  advanced  toward  implementation  pending  confirmation 
of construction and economic feasibility. Chief among these activities would be continued 
advancement of new or additional intercity passenger rail frequencies south of Oklahoma 
City to Texas and north of Oklahoma City to Kansas.  
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Additional  proposed  long -range  passenger  rail  projects  include:  

¶ Implementation of interci ty passenger rail service between Oklahoma City and Tulsa, 
either on the existing Sooner Subdivision or a new alignment roughly paralleling the 
Turner  Turnpike  (Interstate  44).  This  implementation  may  require  additional  feasibility 
studies and further plan ning prior to construction.  

¶ Implementation  of  commuter  rail  service  centered  around  Oklahoma  City  on  routes 
extending north to Edmond; south to Norman; east to Midwest City; and west to El 
Reno and the Will Rogers World Airport.  

¶ Implementation  of  commuter  rail  service  centered  around  Tulsa  on  routes  extending 
northeast to Owasso, southeast to Broken Arrow , south to Jenks, and west to Sand 
Springs.  

Long -range  freight  rail  projects  will  seek  to  improve  the  capacity,  efficiency,  and  safety  of  the 
ɸʆǈʆǳṭɸ ɰǈȜȴɰɊǈǬɸḼ ɭǈɰʆȜǥʎȴǈɰȴʭ Ȝȿ ǥɊȿȎǳɸʆǳǬ ʭǈɰǬ ǈȿǬ ʆǳɰȽȜȿǈȴ ǈɰǳǈɸṆ ǳȿȖǈȿǥǳ ɰǈȜȴ ǈǥǥǳɸɸ Ǥʭ 
expanding or construc ting transload and intermodal facilities for handling freight more 
economically and efficiently; and upgrade or replace legacy rail bridges.  

ÂȰȴǈȖɊȽǈṭɸ proposed  long -range  freight  rail  projects  include:  

¶ Enhancement  to  the  capacity  of  the  ɸʆǈʆǳṭɸ rail  network  

¶ Potential  development  of  a new  intermodal  facility  

¶ Enhancement  of  existing  transload  facilities  or  construction  of  new  transload  facilities  

¶ Improvements  to  bridge  infrastructure  

¶ Improvements  to  track  infrastructure  

¶ Enhancement  of  existing  rail  access  or  development  of  new  rail  access  for 
shippers/receivers  

¶ Grade  separation  of  highway -rail  grade  crossings  

¶ Grade  separation  of  two  Class I main  lines  

Estimated capital costs for the long -range freight and passenger rail projects and studies 
may not b e known at this time. To the extent that ODOT makes investments in support of 
the  long -range  projects  identified,  these  investments  will  be  included  in  future  iterations  of 
the RSIP as long as they remain relevant to affected stakeholders and continue to b e 
ȿǳǥǳɸɸǈɰʭ ʆɊ Ȗǳȴɭ ǈǥȖȜǳʦǳ ÂȰȴǈȖɊȽǈṭɸ ðʆǈʆǳ èǈȜȴ ĝȜɸȜɊȿṁ þȖǳɸǳ ɭɰɊȭǳǥʆɸ ǈɰǳ ǬǳɸǥɰȜǤǳǬ Ȝȿ 
further detail in Table 5 -3. 
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Table  5-3: Long -Range  Studies  and  Projects  (Years  5-20;  2026 -2041) 
Studies  and 

Projects  
Description  General  Project 

Benefits  
Estimated 

Capital  Cost,  
if  Known  

Potential 
Funding  
Source(s)  

LONG -RANGE  PASSENGER RAIL PROJECTS AND  STUDIES 
Extend  Heartland  Provide  new  Enhance  TBD Federal  and  
Flyer  to  Newton,  passenger  service  to  passenger   State  
Kansas  North  Central  transportation   Sources  

 Oklahoma  and  to  and  mobility    

 Wichita,  Kansas. 
Connections at  

options.    

 Newton,  Kansas,  to     

 !ȽʆɰǈȰṭɸ Southwest     

 Chief .    

 Identified  in  Amtrak     

 Connects  US vision     

 plan.     

Add  up  to  two  Provide  up  to  two  Enhance  TBD Federal  and  
additional  round - additional  daily  passenger   State  
trip  passenger 
frequencies  

round -trip  passenger 
trains between  

transportation 
and mobility  

 Sources  

between 
Oklahoma  City  

Oklahoma  City  and 
Fort Worth,  

options.    

and  Fort  Worth,  supplementing  the     

Texas existing  Heartland     

 Flyer  service  in  the     

 corridor.  Identified  in     

 Amtrak  Connects  US    

 vision  plan.     

Thackerville  Add  a new  intercity  Enhance  TBD Federal,  
Passenger  Rail  passenger  rail  station  passenger   State,  and  
Station  on  the  Heartland  transportation   Local  

 Flyer  route  to  serve  and  mobility   Sources  
 tourism  and  regional  

travel  markets  in  
options.    

 South  Central     

 Oklahoma.     

New  daytime  Provide  new  daytime  Enhance  TBD Federal  and  
passenger  rail  passenger  service  passenger   State  
service  between 
Kansas City,  

between  Kansas  City, 
Wichita, Oklahoma  

transportation 
and mobility  

 Sources  

Missouri  and  Fort 
Worth, Texas via  

City,  and  Fort  Worth. 
Passenger Rail  

options.    

Oklahoma  City  Oklahoma  preferred 
alternative.  

   

Add  commuter  rail  Add  BNSF  main  line  Enhance  TBD Federal,  
service  from  track,  station  facilities  commuter   State,  and  
Oklahoma  City  at  Edmond,  and  transportation   Local  
north  to  Edmond  various  crossing  and  mobility   Sources  
and  south  to 
Norman  

improvements.  options.    
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Studies  and 
Projects  

Description  General  Project 
Benefits  

Estimated 
Capital  Cost,  

if  Known  

Potential 
Funding  
Source(s)  

Add  commuter  rail 
service from 
Oklahoma City on 
West  Corridor  to  El 
Reno  

Add UP main line 
track,  station  facilities 
in Mustang and 
Yukon and other 
locations, various 
crossing  
improvements  

Enhance 
commuter 
transportation 
and mobility 
options.  

TBD Federal, 
State,  and 
Local 
Sources  

Add  commuter  rail 
service from 
Oklahoma City on 
Airport Corridor to 
Will Rogers World  
Airport  

Track rehabilitation, 
Station  facilities,  and 
various crossing 
improvements.  

Enhance 
commuter 
transportation 
and mobility 
options.  

TBD Federal, 
State,  and 
Local 
Sources  

Add  commuter  rail 
service from 
Oklahoma City on 
East Transit 
Corridor to  
Midwest  City  

Track rehabilitation, 
Station facilities in 
Midwest  City  and  Del 
City, and various 
crossing  
improvements.  

Enhance 
commuter 
transportation 
and mobility 
options  

TBD Federal, 
State,  and 
Local 
Sources  

Tulsa  Commuter 
Rail to Jenks  

Add UP and TSU 
main line track, 
station  facilities,  and 
various crossing  
improvements.  

Enhance 
commuter 
transportation 
and mobility  
options.  

TBD Federal, 
State,  and 
Local 
Sources  

Tulsa  Commuter 
Rail to Broken 
Arrow  

Add UP main line 
track,  station  facilities, 
and grade crossing 
improvements.  

Enhance 
commuter 
transportation 
and mobility  
options.  

TBD Federal, 
State,  and 
Local 
Sources  

Tulsa  Commuter 
Rail to Sand 
Springs  

Add short line and 
Class I main  line  tack, 
station facilities, and 
grade crossing  
improvements.  

Enhance 
commuter 
transportation 
and mobility  
options.  

TBD Federal, 
State,  and 
Local 
Sources  

Tulsa  Commuter 
Rail to Owasso  

Add SKOL main line 
track,  station  facilities, 
and grade crossing 
improvements.  

Enhance 
commuter 
transportation 
and mobility  
options.  

TBD Federal, 
State,  and 
Local 
Sources  

Sealed  rail  corridor 
through 
downtown Tulsa 
linking UP and 
BNSF main lines  

Add main line track 
and roadway and 
pedestrian grade 
separations  through 
downtown Tulsa 
between UP and 
BNSF main lines to  
accommodate 
passenger  rail  service.  

Enhance 
intercity 
passenger  and 
commuter rail 
transp ortation 
and mobility 
options.  

TBD Federal, 
State,  and 
Local 
Sources  
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Studies  and 
Projects  

Description  General  Project 
Benefits  

Estimated 
Capital  Cost,  

if  Known  

Potential 
Funding  
Source(s)  

Implement 
intercity  passenger 
rail service 
between 
Oklahoma City  
and Tulsa  

Oklahoma City  
station and platform 
improvements, 
construct wye 
connection from 
elevated BNSF tracks 
to  UP tracks  in  former 
CRI&P freight yard, 
rehabilitate track 
from BNSF 
connection to NE 
50th Street,  address 
crossing and grade 
separation 
improvements, 
construct new 
trackage NE 50th 
Street to Sapulpa, 
potential new  
stations near Arcadia 
and Sapulpa and 
other locations, new 
main line track from 
Tulsa to Sapulpa, 
station facilities in 
Tulsa, and new 
trac kage around 
Cherokee Yard.  

Enhance 
passenger 
transportation 
and mobility 
options.  

TBD Federal, 
State,  and 
Local 
Sources  

LONG -RANGE  FREIGHT RAIL PROJECTS AND  STUDIES 
Oklahoma 
Intermodal  Facility  

Develop a new 
intermodal  facility  in 
the state of 
Oklahoma at a 
location to be 
determined.  

Enhance 
multimodal 
capacity, 
availability of 
transloading 
and  intermodal 
service,  and  rail  
system  access.  

TBD Federal, 
State,  and 
Local 
Sources  

AOK  Bridge 
Upgrades  

Rehabilitate and/or 
replace structural 
components of two 
bridges  AOK  bridges 
in Wilburton.  

Preserves state 
investment in 
the state rail 
network and 
improves  freight  
service  for 
shippers.  

$250,000  State  and 
Local 
Sources  
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Studies  and 
Projects  

Description  General  Project 
Benefits  

Estimated 
Capital  Cost,  

if  Known  

Potential 
Funding  
Source(s)  

BNGR Rail 
Improvements  

Upgrade main line 
track  to  include  115 lb. 
rail, tie replacement, 
ballast placement, 
and surfacing to 
increase operating 
speeds on 17 miles of 
track from Blackwell  
to  OK/KS  state  line.  

Preserves state 
investment in 
the state rail 
network and 
improves  freight 
service for 
shippers.  

$27,000,000  State  and 
Local 
Sources  

Add a Second 
BNSF Railroad 
Bridge over  
Arkansas  River  in 
Tulsa  

Presently  there  is only 
one freight rail 
crossing of the  
Arkansas  River  in 
Tulsa. 

Added  capacity 
benefits 
shippers and  
improves 
efficiency.  

TBD Federal, 
State,  and 
Local 
Sources  

Add a second  
main track on 
BNSF between 
Edmond and  
BNSF Flynn Yard, 
south  of  Oklahoma 
City  

Add a second main 
track on BNSF 
between Edmond 
and  BNSF  Flynn  Yard, 
south of Oklahoma 
City.  

Added  capacity 
benefits 
shippers and 
improves 
efficiency; 
improves 
reliability of 
Heartland  Flyer  
passenger  rail 
service.  

TBD Federal, 
State,  and 
Local 
Sources  

BNSF Grade 
Separation  of  US 
64/77 in Perry  

Presently,  no  grade - 
separated  crossings 
of the BNSF exist in  
Perry.  

Public  benefit  - 
highway and 
safety  
improvement.  

TBD Federal, 
State,  and 
Local  
Sources  

Siding  extensions 
along BNSF 
Cherokee 
Subdivision  

Extend sidings to 
accommodate  longer 
trains and enhance 
capacity for meet - 
pass events between  
trains.  

Added  capacity 
benefits 
shippers and 
improves 
efficiency.  

TBD Federal, 
state,  and 
local 
sources  

BNSF Red Rock 
Subdivision 
Double -Tracking  

Add second main 
track to BNSF Red 
Rock  Subdivision  to 
alleviate rail traffic 
and grade crossing 
congestion.  

Public benefits 
include  reduced 
crossing delays 
and safety; 
private benefits 
include  reduced 
train delays and 
lower cost of  
operations.  

TBD Federal, 
State,  and 
Local 
Sources  

Grade  Separate  
U.S. Highway  64  / 
BNSF  Crossing  in 
Enid  

Construct  a roadway 
overpass for U.S  
Highway  64  over  the 
BNSF in Enid.  

Public  benefit  - 
highway and  
safety 
improvement.  

TBD Federal, 
State,  and  
Local 
Sources  
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Studies  and 
Projects  

Description  General  Project 
Benefits  

Estimated 
Capital  Cost,  

if  Known  

Potential 
Funding  
Source(s)  

Improve overall 
capacity  on  BNSF, 
UP, AOK, and 
SLWC in 
Oklahoma City  

Improve overall 
capacity on all 
railroads  in  Oklahoma 
City.  

Added  capacity 
benefits 
shippers and 
improves 
operating 
efficiency; 
improves 
reliability of 
Heartland Flyer 
passenger rail  
service.  

TBD Federal, 
State,  and 
Local 
Sources  

Improve overall 
capacity  on  BNSF, 
UP, and GNBC in 
Enid.  

Improve overall 
capacity on all 
railroads in Enid; 
lengthen or add 
tracks to 
accommodate unit 
trains (typically 100 to 
120 cars; up to 8,000 
feet clear for each 
track). This will allow 
for the efficient 
interchange of unit 
trains between  
Grainbelt  and  its  Class 
I partners.  

Added  capacity 
benefits 
shippers and 
improves 
efficiency.  

TBD State  and 
Local 
Sources  

Improve  main  line 
capacity on KCS 
between Shady 
Point and 
Heavener  

Improve main line 
capacity on KCS 
between  Shady  Point 
and Heavener by 
constructing  passing 
siding(s) or a second  
main  track.  

Added  capacity 
benefits 
shippers and 
improves 
efficiency.  

TBD State  and 
Local 
Sources  

Bridge  Upgrades 
on NOKL in 
Woodward  

Rehabilitate  and/or 
replace structural 
components of 
bridges to 
accommodate 
286,000  lb.  rail  cars. 

Public benefits 
include  reduced 
transit times 
and  capacity  for 
larger freight 
cars; private 
benefits  include 
reduced labor 
costs and lower 
operations and 
maintenance  
costs.  

$1,000,000  State  and 
Local 
Sources  
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Studies  and 
Projects  

Description  General  Project 
Benefits  

Estimated 
Capital  Cost,  

if  Known  

Potential 
Funding  
Source(s)  

Upgrade  0.4  miles 
of track on NOKL 
in Woodward  

Perform tie 
replacement, ballast 
placement, and 
surfacing  to  increase 
operating speeds.  

Public benefits 
include  reduced 
transit times 
and  capacity  for 
larger freight 
cars; private 
benefits  include 
reduced crew  
costs and lower 
operations and 
maintenance  
costs.  

TBD State  and 
Local 
Sources  

SLWC  River  Bridge 
in Oklahoma City  

Add second bridge 
over river in 
Oklahoma City to 
provide  SWLC  with  its  
own  river  crossing.  

Added  capacity 
benefits 
shippers and 
improves  
efficiency.  

TBD Federal, 
State,  and 
Local 
Sources  

Add  track  capacity 
on SLWC in 
Oklahoma City 
area  

Expand number and 
length of tracks 
available  in  Oklahoma 
City area to 
accommodate  
greater volumes of  
traffic.  

Added  capacity 
benefits 
shippers and 
improves 
efficiency.  

TBD Federal, 
State,  and 
Local 
Sources  

Redevelop  Former 
Gerdau Mill  Site in 
Sand Springs  

Redevelop  brownfield 
site for potential new 
customers.  

Enhance  rail 
capacity  and 
access.  

$1,000,000  Federal, 
State,  and 
Local  
Sources  

Construct 
customer -funded 
transload facility 
on TSU in Tulsa  
area  

Develop a new 
transload  facility  in 
Oklahoma.  

Enhance  rail 
capacity  and 
access.  

TBD Local 
Sources  

Construct UP 
Washita/Chickasha 
Run -Through 
Terminal  

Construct  terminal 
upgrades  on  UP at 
Chickasha.  

Terminal 
improvements 
benefit  shippers 
by reducing 
total time; 
private benefits 
include 
improved  safety 
and reduced  
costs.  

$43,000,000  Federal, 
State,  and 
Local 
Sources  

Grade Separate 
State  Route  66 / 
UP Crossing in 
Claremore  

Grade  separate  State 
Route 66 and UP 
crossing in 
Claremore.  

Public benefits 
include  reduced 
crossing delays 
and safety; 
private benefits  
include  reduced 
train delays.  

TBD Federal, 
State,  and 
Local 
Sources  
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Studies  and 
Projects  

Description  General  Project 
Benefits  

Estimated 
Capital  Cost,  

if  Known  

Potential 
Funding  
Source(s)  

Restore out of 
service UP track 
from  Shawnee  to 
McAlester  

Clear vegetation, 
repair washouts, 
replace ties, and 
upgrade rail and 
bridges  as necessary 
to return track to  
service  

Public  benefits 
through new 
east -west 
service and 
enhanced rail 
access and  
capacity.  

$39,500,000  Federal, 
State,  and 
Local 
Sources  

Grade  Separate 
BNSF and UP 
Crossing in 
Claremore  

Construct a rail 
overpass to grade 
separate  the  UP and 
BNSF main lines in 
Claremore.  

Public benefits 
include  reduced 
crossing delays 
and safety; 
private benefits 
include  reduced 
train delays and 
enhanced  
capacity.  

$63,700,000  Federal, 
State,  and 
Local 
Sources  
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Chapter  6: Chapter  6: Public  Involvement  and 
Coordination  
6.1 Introduction  
This chapter describes how the Oklahoma Department of Transportation (ODOT) involved 
stakeholders  in  the  coordination  necessary to  develop  the  Oklahoma  State  Rail  Plan (Rail  Plan).  

ODOT actively engaged stakeholders at the earliest stages of the project. S takeholders included 
individuals, organizations, and groups either affected or with an interest in particular projects or 
actions. For the Rail Plan, stakeholders involved were shippers, modal operators, transportation 
academics, logistics organizations an d service providers, current and potential rail passenger users, 
various  industrial  and  manufacturing  sectors,  state,  regional, county  and  city  government  agencies, 
elected and appointed public officials, economic development and business interests, special 
interest and advocacy groups, and the general public. Stakeholder involvement included 
participation in freight and passenger rail planning activities, i dentifying the freight and passenger 
rail priorities and goals for Oklahoma, identifying issues, needs and potential investments for rail, 
and helping to define policies and performance metrics for rail to ensure improved freight and 
passenger rail service  into the future.  

ODOT facilitated specific, targeted outreach efforts including participation from key freight and 
passenger  rail  stakeholder  groups.  Stakeholders  received  email  invitations,  updates,  and  reminders 
that corresponded with each outreach activity. Those who participated in the shipper interviews 
received notification through phone calls and emails.  

6.2 Stakeholder  Engagement  
Stakeholder  engagement  activities  were  important  in  order  for  the  team  to  understand  current 
freight and passenger rail movements throughout Oklahoma and to gain an understanding of 
critical issues affecting those who have a vested interest in freight and passenger rail.  

Outreach  efforts  included  the  creation  of  a stakeholder  committee,  facilitating  shipper  interviews, 
and hosting an online meeting.  

6.2.1 Stakeholder  Meetings  
Stakeholders were identified and invited to participate early in the Rail Plan development through 
invitation by ODOT. The stakeholders were engaged to help in the identification of freight and 
passenger  rail  goals  and  objectives,  strategies  for  improvemen ts, and  location -specific  improvement 
projects relative to each goal, once defined.  

Stakeholder members included representatives from ODOT, industries related to freight and 
passenger rail transportation, metropolitan planning organization/transportation p lanning 
organization,  and  special  interest  groups.  The  stakeholder  outreach  emails,  presentations,  meeting 
summaries, and attendee lists can be found in Appendix E -1. 
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The  first  committee  meeting  was  held virtually  on  Tuesday,  April  13, 2021 via Webex.  The  April 
meeting focused on three interactive exercises, which included:  

¶ Identifying  bottlenecks,  chokepoints,  and  economic  development  areas  in  Oklahoma.  

¶ Prioritizing  the  types  of  freight  and  passenger  rail  projects  needed  in  Oklahoma.  

¶ Determining  the  level  of  effort  and  impact  of  the  Statewide  Rail  Plan  strategies.  

The  second  meeting  was  held  virtually  on  Wednesday,  June  16, 2021 via  Webex,  and  consisted  of  two 
ȜȿʆǳɰǈǥʆȜʦǳ ǳʬǳɰǥȜɸǳɸ ʆȖǈʆ ȍɊǥʎɸǳǬ Ɋȿ ɰǳʦȜǳʧȜȿȎ ʆȖǳ èǈȜȴ åȴǈȿṭɸ Ǭɰǈȍʆ ȎɊǈȴɸ ǈȿǬ ɭɰȜɊɰȜʆȜǳɸḼ ǈȿǬ 
examining freight and passenger rail projects in Oklahoma.  

6.2.2 Oklahoma  State  Rail  Plan  Web  Page  
A project webpage ( www.oklahoma.gov/odot/programs -and -projects/rail -programs.html)  was used 
to  serve  as an  online  information  center  for  all  potential  stakeholders  providing  ongoing  information 
about the Rail Plan. The page provided general information regarding the plan and included 
meeting summaries, meeting materials, and meeting comments/polling results. The website was 
created and hosted by ODOT; screenshots of the website can be  found in Appendix E -2. 

6.2.3 Passenger  Rail  Interviews  
An interview of a passenger rail advocacy group in Oklahoma was conducted by phone during July 
2021. ODOT  arranged  and  conducted  the  interview.  The  participants  received  an  initial  contact  email 
with details and background about the Oklahoma State Rail Plan, the role of passenger rail user 
interviews in the state rail plan development process, how the interview process would be 
conducted, and an invitation to participate. Only one participan t participated in the confidential 
interview, which lasted approximately one hour. An overview of the responses from the call that 
were used as the basis for this summary report is in Appendix E -3. 

6.2.4  Freight  Rail  Shipper Interviews  
ODOT staff reviewed and ap proved interview questions, as well as an initial list of candidate freight 
rail shippers, to be interviewed in order to gather insight and perspective on the current state of 
freight rail service in Oklahoma. ODOT representatives arranged and conducted th ese interviews. 
The candidate shippers received an initial contact email or phone call with details and background 
about the Oklahoma State Rail Plan, an explanation of how the interview process would be 
conducted,  and  an  invitation  to  participate. Five  Ok lahoma  shippers  participated  in  the  confidential 
interviews, which lasted approximately 30 minutes each. An overview of the responses from these 
calls that were used as the basis for this summary report are also in Appendix E -3. 

The  freight  rail  shipper  interviews  were  completed  between Marc h and  June  2021. These  interviews 
included  an  aggregate  supplier,  a paper  products  manufacturer,  a roofing  materials  manufacturer, 
and two agricultural shippers.  

http://www.oklahoma.gov/odot/programs-and-projects/rail-programs.html)
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Shippers that were interviewed used a mix of Class I and Class III railroads, a s well as trucks to 
transport  their  freight.  They  were  asked  12 questions,  falling  into  the  following  general  categories:  

¶ Type  of  business  

¶ Reasons  for  shipping  by  rail  

¶ Access  to  rail  service  competition  

¶ Rail  service  satisfaction  

¶ Potential  rail  service  improvement  projects  

¶ Future  outlook  on  freight  rail  
 

6.2.5 Coordination  with  Neighboring  States  
ODOT regularly interacts with neighboring states through involvement in national and regional 
transportation  organizations  and  to  address  specific  transportation  service  and  facility  issues  and 
planning  initiatives.  ODOT  representatives routinely participate  in meetings  and  conference  calls 
with  Kansas  and  Texas to  discuss  rail  opportunities  and  issues. Representatives  from  neighboring 
ɸʆǈʆǳɸṭ ʆɰǈȿɸɭortation planning organizations had the opportunity to participate in the virtual 
stakeholder meetings and online public meeting.  

6.2.6 Public Meetings  
See Section  6.2.7 for  information  regarding  the  Online  Public  Meeting  format.  

6.2.7 Online  Public  Meeting  
In place of an in -person public meeting, ODOT hosted an online public meeting between July 29, 
2021 and August 26, 2021 at www.ok2021railplan.com.  The online meeting included an overview of 
the  Rail  Plan,  goals  and  objectives,  schedule,  and  proposed  passenger  and  freight  rail  project maps, 
as well as a comment form to solicit input.  

A series of social media posts, email updates, and a news release promoting the online public 
meeting were published to alert s takeholders and the general public about the meeting and 
ÂEÂþṭɸ desire  to  receive  their  feedback. The  online  meeting  outreach  promotion,  presentation,  and 
statistics are located in Appendix E -4. 

6.2.8 Public  and  Stakeholder  Written  Comments  
ODOT  received  several  comments  by  e-mail  and  web  comment  forms  during  the  course  of  the  
ɭȴǈȿṭɸ development.  

Comments  were  received  from  members  of  the public  and  representatives  from railroads,  ports,  and 
transportation planning organizations, among others. The comments received are included in 
Appendix E -5. 

http://www.ok2021railplan.com/
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6.3 Input  Received  from  the  Stakeholder  Engagement 
Process  

Information gathered from stakeholder engagement was used to develop several components of 
the  Rail  Plan including  the  ɭȴǈȿṭɸ ʦȜɸȜɊȿḼ goals, objectives,  and  proposed projects. Comments  were 
received  by  online  polling  and  through  interactive  maps  throughout  the  Rail  åȴǈȿṭɸ development.  

The following sections include summaries of the themes raised during the outreach process 
regarding  existing  rail  issues  at  the  local,  regional,  and/or  state  levels.  Input  received  was  organized 
into the following themes:  

¶ General  benefits,  opportunities,  and  threats  

¶ Passenger  rail  service  

¶ Freight  rail  service  

¶ Safety  and  security  

¶ Economic  development  

¶ Environmental  protection  

¶ Financing  
 

6.3.1 General  Benefits,  Opportunities,  and  Threats  
The stakeholder committee convened twice throughout the planning process. From the 
stakeholder  meetings,  participants  offered  feedback  on  the  following six  main  project  categories  for 
capital investments:  

1. Economic  development  

2. Reliability,  capacity,  congest ion  relief,  and  safety  

3. Bottlenecks  and  chokepoints  

4. Environmental  

5. Passenger  rail  service  

6. Corridor  studies  

Comments received during the outreach process acknowledged the importance of rail 
transportation  in  Oklahoma  and  the  need  to  continue  to  conduct  corridor  studies  to  identify 
potential freight and passenger rail service improvements.  

EʎɰȜȿȎ ʆȖǳ ɸʆǈȰǳȖɊȴǬǳɰ ʧɊɰȰɸȖɊɭɸḼ ɭǈɰʆȜǥȜɭǈȿʆɸ ʧǳɰǳ ǈɸȰǳǬ ʆɊ ȜǬǳȿʆȜȍʭ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴ ǤɊʆʆȴǳȿǳǥȰɸḼ 
potential passenger  rail projects or  service  development opportunities, potential  Class I and  Class III 
freight rail improvements, and potential rail -driven  economic development opportunities in 
Oklahoma.  Participants  had  the  opportunity  to  identify  their  responses  through  various  online  tools, 
including a virtual whiteboard. Participants identified several bottlenecks near Oklahoma City and 
Tulsa, as well as  in areas at the Oklahoma -Texas border where single -track bridges over the Red 
River pose unique capacity constraints.  

Participants  indicated  opportunities  for  economic  development  highlighted  in  Section  6.3.5. 
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Participants were also asked to discuss what improvements should be prioritized, whether the 
improvements would have a high or low level of impact on rail in Oklahoma, and whether the 
improvements  warrant  a high  or  low  level  of  effort.  While  all  of  the  imp act level  results  ranked  high, 
the data collected indicated that safety and security and reliability and efficiency would have the 
most impact. For level of effort, reliability and efficiency, mobility, economic competitiveness, and 
development ranked the highest, indicating that these categories should demand the most 
resources.  

Participants helped in the development of the draft vision and goals of the Rail Plan, strategies for 
improvements,  and  location -specific  improvement  projects  relative  to  each  goal . Table  6-1 lists  the 
goals and objectives identified for the Rail Plan.  

Table  6-1: State  Rail  Goals  and  Objectives  
Goals  Objectives  

Economic  
Competitiveness  

¶ Expand  rail  capacity  to  support  economic  growth  
opportunities.  

¶ Accommodate  freight  and  passenger  transportation  demand.  

Multimodal  
Connectivity  

¶ Provide  and  maintain  freight  and  passenger  modal  choice  by  
improving  the  rail  system.  

¶ Expand  multimodal  transportation  options  in  and  between 
major population centers.  

Asset  Management  
and  Safety  

¶ Provide  a safe  and  secure  rail  system  that  complies  with  all  
applicable policies, procedures, and regulations to ensure 
ÂȰȴǈȖɊȽǈṭɸ rail  infrastructure  is maintained  in  a state  of  good 
repair.  

Secure  Funding  ¶ Identify  stable  and  sufficient  funding  secured  for  a program  of  
rail  investments  to  support  constructing,  operating,  and  
maintaining  ÂȰȴǈȖɊȽǈṭɸ rail  network.  

Promote  Rail  ¶ Foster  understanding  and  appreciation  of  the  benefits  of  rail  as 
a cost -effective, safe, secure, environmentally sound and 
energy  efficient  means  of  freight  and  passenger  transportation 
among elected officials, the business community, and the 
public.  

 

6.3.2 Passenger  Rail  Service  
Key initiatives identified for passenger rail  in the state include the opportunity to develop service 
that can cater to short trips, as well as long distance intercity travel. Stakeholders highlighted the 
potential to relieve traffic congestion. Participants concluded that Oklahoma should prioritize 
opportunities  for  passenger  rail  in  Oklahoma  City,  Tulsa, and  other  cities  to  connect  throughout  the 
state and to neighboring states, such as Missouri, Kansas, and Texas.  

Further  details  about  passenger  rail  needs  and  concepts  identified  during  the  outreach  conducted 
for the Oklahoma State Rail Plan can be found in Chapter 3.  
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6.3.3 Freight  Rail  Service  
Issues  identified  for  freight  in  the  state  include  alleviating  the  network  bottlenecks.  

Further  details  about  freight  rail  needs  and  concepts  identified  during  the  outreach  conducted  for 
the Oklahoma State Rail Plan can be found in Chapter 4.  

6.3.4  Safety and  Security  
Stakeholders  indicated  that  safety was  an  important  factor  in  the  plan  and  that  Oklahoma  should 
provide a safe and secure rail  system that employs advances in rail technology to protect both 
people and assets.  

6.3.5 Economic  Development  
At the first stakeholder workshop, participants were asked to identify issues and improvements. 
Participants were given the opportunity to discuss and identify opportunities for economic 
development,  among  other  topics.  A number  of  different  areas  where  economic  growth  could  stem 
as a result of future projects were identified, including near Sayre, Altus, Clinton, Weatherford, 
Newkirk, Guthrie, Oklahoma City, Norman, Ardmore, Davenport, Seminole, Sand Springs, Tulsa, 
Broken Arrow, McAlester, Atoka, Muskogee, and Antlers.  

6.3.6 Envir onmental  Protection  
Projects  that  address  bottlenecks  and the  fluidity  of  the  rail  network  assist  with  promoting  freight 
and  passenger  rail  transportation.  The  movement  of  goods  and  people  by  rail yield  environmental 
benefits by reducing air and noise poll ution and fuel consumption.  

6.3.7 Financing  
Priorities  identified  during  outreach  included  emphasizing  safety  and enabling  the  use  of  innovative 
funding sources, such as public -private partnerships that benefit the public as well as the railroads. 
Stakeholders also discussed the importance of identifying stable and sufficient funding for a rail 
investment program to support operating, co ȿɸʆɰʎǥʆȜȿȎḼ ǈȿǬ ȽǈȜȿʆǈȜȿȜȿȎ ÂȰȴǈȖɊȽǈṭɸ ɰǈȜȴ ȿǳʆʧɊɰȰṁ 

During the second stakeholder workshop, participants discussed which projects were important 
and  would  add economic value to  Oklahoma and  their  organization. A GIS -based  map was used to 
collect  stakehold er  responses  on  a variety  of  categories,  including  long -term  freight  projects,  short - 
term freight projects, long -term passenger rail projects, and open public comments. Results from 
the interactive map are included in Appendix E -6. 

Further  information  about  existing  funding  options  for  rail  projects  in  the  state  can  be  found  in 
Chapter 2.  
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6.4  Consideration  of  Recommendations  Identified  During 
the Rail Plan Process  

The comments and recommendations received through all aspects of the public outreach process 
conducted during the development of the Rail Plan have been consolidated into recommended 
actions  for  ODOT.  Input  from  the  stakeholder  groups  and  comments  obtained  through  the  outreach 
process identified several actions that ODOT could take to address rail -related issues in the state.  

6.4.1 State  Rail  Planning  Coordination  
While  the  ODOT Rail  Programs Division  has the primary responsibility for  rail  planning  and  policy 
wi thin  ODOT  and  administers  various  federal  and  state  rail -related  programs,  some  aspects  of  rail 
planning occur within a number of other offices within ODOT:  

¶ Capital  programs  

¶ Policy  and  legislation  

¶ Research  and  implementation  

¶ Strategic  asset  and  performance  management  

¶ Project  management  

¶ Facilities  management  

¶ Tribal  liaison  

¶ Local  government  

¶ Waterways  program  

Effective  and  continued  coordination  between  these  offices  is necessary  to  maximize  efficiency  and 
eliminate redundancies.  

Oklahoma coordinates its state transportation planning and associated processes with other 
transportation  planning  programs  and  activities  of  the  state  and  metropolitan  areas  in  accordance 
with the federal law concerning coordinated planning. 105 These codes generally require the:  

¶ Coordination  of  transportation  planning  and  processes  between  state  departments  of 
transportation, metropolitan planning organizations, and public transi t operators.  

¶ Encouragement  of  economic  development  and  environmental  sustainability  for 
transportation.  

¶ Promotion  and  integration  of  the  management  and  operation  of  transportation  systems  and 
facilities to ensure an intermodal transportation system for the United States.  

¶ Establishment  of  requirements  for  long -range  transportation  planning.  
 
 
 
 
 

105 Title  23 of  U.S. Code  Sections  134 and  135; Title  49  of  U.S. Code Sections  5303 and  5304  
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Appendix  A: Profile  of  ÂȰȴǈȖɊȽǈṭɸ 
Railroad  Network  
A.1 Introduction  
The  primary  purpose  of  this  appendix  is to  provide  an  inventory  and  description  of  the  assets 
of the Oklahoma railroad network for railroads of all classes and for non -operating railroad 
owners that includes background and details about the physical and operating 
characteristics of each railroad and rail line segment in the state. This data is used to 
understand potential freight capacity, service velocity and versatility, and to ascertain 
potentially  what  types  of  business  and  levels  of  service  can  be  accommodated  over  each  line 
segment. Furthermore, this inventory will be used as a tool lat er to identify and prioritize 
potential rail infrastructure improvements that eliminate bottlenecks and operating and 
safety conflicts, expand capacity, promote rail access, enhance connectivity between 
railroads and between railroads and other transportat ion modes, and encourage growth in 
ʆȖǳ ɰǈȜȴɰɊǈǬ ʆɰǈȿɸɭɊɰʆǈʆȜɊȿ ɸǳǥʆɊɰ ʆȖǈʆ Ȝɸ ǥɊȿɸȜɸʆǳȿʆ ʧȜʆȖ ʆȖǳ ȿǳǳǬɸ Ɋȍ ÂȰȴǈȖɊȽǈṭɸ ɭǳɊɭȴǳḼ 
businesses, industries, and the vision of the Oklahoma State Rail Plan.  

Included in the inventory for each railroad in the state, to the extent known during 
development  of  the  Oklahoma State Rail  Plan,  are  key physical  and  operating  characteristics 
for each Oklahoma railroad subdivision or railroad line segment. This information, identified 
in the list below, was collected through co ɊɰǬȜȿǈʆȜɊȿ ʧȜʆȖ ÂȰȴǈȖɊȽǈṭɸ ɰǈȜȴɰɊǈǬɸ Ȝȿ ᶢᶠᶢᶡḼ ǈȿǬ 
via analysis of Oklahoma Department of Transportation (ODOT) data (including Oklahoma 
èǈȜȴɰɊǈǬ !ȿȿʎǈȴ èǳɭɊɰʆɸ ɸʎǤȽȜʆʆǳǬ Ǥʭ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴɰɊǈǬɸ ʆɊ ÂEÂþ ǈȿȿʎǈȴȴʭ ǈȿǬ ɰǈȜȴ Ƚǈɭɸ 
generated by ODOT), Class I Ra ilroad Annual Report R -ᶡɸ ṓɸʎǤȽȜʆʆǳǬ Ǥʭ ʆȖǳ ɸʆǈʆǳṭɸ >ȴǈɸɸ u 
railroads  to  the  federal  Surface  Transportation  Board  annually),  railroad  timetables,  and  other 
publicly available data.  

A.2 Railroad  Glossary  
Line  Heritage  Ṝ identifies  the  historic  railroad  ownership  of  each  subdivision.  

Subdivision  Route  /  Mileage  Ṝ identifies  the  subdivision  endpoints  and  route  mileage  within 
Oklahoma. Note that railroad miles as portrayed in the railroad timetable and other public 
sources can vary from the route -mile calcu lations presented in the State Rail Plan.  

FRA  Track  Class  Ṝ identifies  the  likely  applicable  Federal  Railroad  Administration  (FRA) Class 
of Track designation on the main track(s) for each subdivision.  

Track  Configuration  Ṝ identifies  the  number  of  main  tracks  and  the  presence  of  sidings  for 
train meet -pass events on each subdivision, within Oklahoma.  

Maximum Authorized Speed for Freight Trains Ṝ identifies the maximum speed freight 
trains  can  travel  over  each  subdivision.  Note  that  speeds  may  be  further  restricted  owing  to 
track geometry, bridge restrictions, limited sight distances, challenges of rail  operations in  
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urban  and  rail  terminal  areas,  and  other  safety  and  operating  considerations  not  identified  in 
this inventory. Maximum authorized speeds for freight trains may also be lower than the 
ȽǈʬȜȽʎȽ ǈʎʆȖɊɰȜʷǳǬ ɸɭǳǳǬ Ǥʭ ʆȖǳ fè!ṭɸ >ȴǈɸɸ Ɋȍ þɰǈǥȰ ɰǳȎʎȴǈʆȜɊȿɸṁ 

Maximum Authorized Speed for Passenger Trains Ṝ identifies the maximum speed 
passenger  trains  can  travel  over  each  subdivision;  note  that  speeds  may  be  further  restricted 
owing to track geometry, bridge restrictions, limited sight distances, challenges of rail 
operations in urban and rail terminal areas, and other  safety and operating considerations 
not identified in this inventory. Speeds are identified only for railroad subdivisions presently 
hosting Amtrak intercity and long -distance passenger trains in Oklahoma, and on other 
ɸǳȎȽǳȿʆɸ ǈɸ ǬǳɸȜȎȿǈʆǳǬ Ǥʭ ÂȰȴǈȖɊȽǈṭɸ railroads.  

Wayside Signals Ṝ indicates the presence of a wayside signal system on each subdivision 
(see operational  authority  below  for  wayside  signal  types),  which  is used  to  convey  operating 
authority to trains and equipment and / or show occupation of main track(s) by trains and 
equipment.  

Method  of  Operation  Ṝ identifies  generally  the  railroad  operating  system  or  practice 
employed on each segment, to the extent known, including the  presence of:  

Centralized Traffic Control (CTC) Ṝ A train control system whereby a train dispatcher 
provides  operational  authority  to  trains  remotely  via  a wayside  signal  system  and  radio 
communication.  

Automatic Train Control (ATC) Ṝ A train control syste m integrated with a cab signaling 
system that applies train speed control. An alarm in the train locomotive notifies the 
engineer when the train has exceeded the maximum allowable speed for a given portion of 
track,  and  if  the  engineer  fails  to  reduce  spee d or  apply  the  air  brake  system,  a penalty  brake 
application is made automatically by the ATC system. ATC typically exists as an overlay to a 
CTC system, which provides operational authority.  

Automatic Block Signals (ABS) Ṝ A wayside signal system that indicates block occupancy 
and minimizes the li kelihood of collisions between trains. ABS is not controlled by a train 
ǬȜɸɭǈʆǥȖǳɰḼ Ǥʎʆ ǈ ʆɰǈȜȿṭɸ ǳȿʆɰʭ ʆɊ ȜȿʆɊ ǈ ɸǳȎȽǳȿʆ Ɋȍ !=ð Ƚǈʭ Ǥǳ ǥɊȿʆɰɊȴȴǳǬ Ǥʭ ǈ ʆɰǈȜȿ 
dispatcher.  Typically  requires  that  operational  authority  be  provided  as an  overlay  through  a 
trac k warrant or track authority issued by a train dispatcher via radio communication.  

Track  Warrant  Control  (TWC)  or  Track  Authority  (TA);  designations  may  vary  by  railroad Ṝ 
System of operational authority issued to trains remotely by a train dispatcher via radio 
communication.  

Restricted Limits (RL), Restricted Speed (RS), GCOR Rule 6.28, Yard Limits (YL), and Rule 520 
(Non -Main Track); designations may vary by railroad Ṝ Typically slow speed operations (not 
more than 20 mph, but may be much slower, dependin g upon designation, sight distance, 
congestion, and operating conditions) within and at the approach to railroad yards and on 
industrial leads and other trackage that does not require operational authority from a train 
dispatcher.  Trains  operating  within  these  limits  typically  coordinate  operations  with  the  train 
dispatcher and other trains operating within the limits via radio communication.  
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Maximum  Allowable  Gross  Weight  Ṝ identifies  loaded  railcar  weight  limitations,  as dictated 
by the lik ely condition of mainline bridges and track.  

Clearances  Ṝ identifies  the  known  vertical  clearance  potential  for  accommodating  specific 
types of railcar equipment and/or the vertical clearance above top of rail (ATR) in feet and 
inches. Reporting by railroa d varies. Some equipment types identified include:  

Trailer  on  Flat  Car  (TOFC) Ṝ railroad  flat  car  on  which  a truck  semi -trailer  is transported; 
known also as piggyback.  

Double -Stack Car / Container on Flat Car (COFC) Ṝ intermodal railcar that typically 
accommodates  shipping  containers  of  up  to  53 feet  in  length  stacked  one  or  two  high.  

Tri -Level  /  Hi -Trilevel  Ṝrailcar  equipped  with  racks  accommodating  two  or  three  decks  of 
automobiles or light trucks.  

AutoMax  Ṝ automobile  rack  railcar  with  adjustable  deck  heights  for  accommodating  bi -level 
or tri -level configurations.  

Current Traffic Density (2020) Ṝ identifies the rail traffic density by subdivision in annual 
Gross  Ton -Miles  (GTM) in  millions. GTM  includes the  number  of  trailing  tons  in  a train behind 
the locomotives (including railcars and lading, railroad company service equipment, and 
cabooses)  times  the  distance  moved  in  road  freight  trains.  Traffic  density  for  tenant  railroads 
with  trackage  rights  over  subdivisions  of  an  owning  (or  host)  railroad  are  identified,  if  known.  

Average  Number  of  Trains  per  Day Ṝ identifies  a range  of  likely  average  daily  train  volumes 
for each subdivision.  

Commodities Transported Ṝ identifies typical commodities or commodity groups 
transported  over  each  subdivision.  Note  that  commodities  and  the  rail  routes  they  travel  over 
can change at any time due to markets, rail capacity, and other considerations. A more 
detailed discussion of current traffic flows and primary commodities transported by rail in 
and through Oklahoma can be found in Chapter 2 of the Oklahoma State Rai l Plan.  

Industrial  Leads  Ṝ identifies  railroad -designated  industrial  leads  (or  spurs,  as designated  by 
some railroads) which are used to access rail customers off the subdivision mainline and 
extend the reach of rail service in Oklahoma; mileage of industr ial leads (and spurs) is not 
included in route -mile calculations for the state owing to their designation.  

FRA Excepted Track Ṝ identifies segments of FRA Excepted Track over which railroads 
operate  under  the  following  conditions:  Trains  will  be  operated  at  10 mph  or  less; no  occupied 
passenger trains will be operated; no freight train will be operated that contains more than 
five railcars required to be placarded as hazardous materials shipments; and track gage 
(distance between the rails) will not be more  than 4 feet 10 ¼ inches (standard gage is 4 feet 
ᶨ ḮṫṔṁ fè! MʬǥǳɭʆǳǬ þɰǈǥȰ Ȝȿ ÂȰȴǈȖɊȽǈ Ȝɸ ʆʭɭȜǥǈȴȴʭ ȍɊʎȿǬ Ɋȿ ȴȜȎȖʆȴʭ ʎɸǳǬ ȜȿǬʎɸʆɰȜǈȴ ȴǳǈǬɸṁ 
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A.3 Railroad  Overview  
Table A -1 ȜǬǳȿʆȜȍȜǳɸ ÂȰȴǈȖɊȽǈṭɸ ɰǈȜȴɰɊǈǬɸ ǈȿǬ ȿɊȿ-operating railroad owners that own a total 
of approximately 2,871 route miles in the state, and which are detailed in this appendix. The 
table also identifies by entity Ṝ railroad class (if applicable), standard alph a carrier code (an 
industry standard two - to four -letter abbreviation), total miles of railroad owned and 
operated in Oklahoma (including lines leased, operated under contract, trackage rights, and 
haulage rights, as applicable), and the percentage of the total Oklahoma rail network that 
each railroad ownership represents. Note that miles leased and/or operated under contract, 
miles operated under trackage rights, and miles operated under haulage rights are included 
in  the  total  miles  operated  figures,  allowing  total  miles  operated  to  exceed  total  miles  owned. 
Industrial railroads and private track ownership provide transportation service at industrial 
installations in Oklahoma, but, due to their classification, the mileage of privately owned 
inǬʎɸʆɰȜǈȴ ʆɰǈǥȰ Ȝɸ ȿɊʆ ȜȿǥȴʎǬǳǬ Ȝȿ ǥǈȴǥʎȴǈʆȜɊȿɸ Ɋȍ ʆȖǳ ɸʆǈʆǳṭɸ ɰǈȜȴ ȿǳʆʧɊɰȰṁ ðȜȽȜȴǈɰȴʭḼ ʆȖǳ 
industrial track (including designated industrial leads and spurs) of Class I and III rail carriers 
is also not included in the route -mile calculations.  

Also identif ȜǳǬ Ȝȿ ʆȖǳ ǥɊȿʆǳʬʆ Ɋȍ ǳǈǥȖ ɰǈȜȴɰɊǈǬṭɸ ȿǳʆʧɊɰȰ Ȝȿ ÂȰȴǈȖɊȽǈ Ȝɸ ʆȖǳ ǳʬȜɸʆǳȿǥǳ Ɋȍ 
trackage rights which provide authority for one railroad (a tenant) to operate over the line of 
another railroad (host); haulage rights which is an arrangement whereby one railro ad 
markets service over a route owned by another, but does not operate its own trains over the 
host railroad; and connections (or interchanges) between railroads where railcars are 
exchanged.  Major  railroad  yards/terminals  and  rail  facilities  as well  as ra il -port  connections  in 
the state are also identified.  

Table  A-1: Oklahoma  Route  Mileage  by  Railroad  and  Non -Operating  Railroad  Owner  
 
 

Railroad  

 
Standard 

Carrier 
Alpha 
Code  

 
 

Railroad 
Class  

 
Total 

Route  
Miles 
Owned  

 
Percent 
of Total 
OK Rail 
Network 
Owned  

 
Route  
Miles 

Leased / 
Operated 

Under  
Contract  

Route  
Miles 

Operated 
Under 

Trackage 
Rights  

Route  
Miles 

Operated 
Under 

Haulage 
Rights  

 
Total  
Route  
Miles 

Operated  

BNSF  Railway  BNSF Class I 957 33.3% 0 330 46  957 

Kansas  City 
Southern  
Railway  

KCS Class I 127 4.4% 0 1 0 128 

Union  Pacific 
Railroad  UP Class I 513 17.9% 307 420  0 820  

Subtotal 
(Class I)  

  
1,597 55.6% 307  751 46  1,905 

Arkansas - 
Oklahoma  
Railroad  

AOK Class III 70 2.4% 54 4 0 122 

Arkansas  
Southern  
Railroad  

ARS Class III 0 0.0% 5 4 0 9 

Austin,  Todd  
& Ladd 
Railroad  

ATL Class III 39 1.4% 4 29 0 44  
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Railroad  

 
Standard 

Carrier 
Alpha 
Code  

 
 

Railroad 
Class  

 
Total 

Route  
Miles 
Owned  

 
Percent 
of Total 
OK Rail 
Network 
Owned  

 
Route  
Miles 

Leased / 
Operated 

Under  
Contract  

Route  
Miles 

Operated 
Under 

Trackage 
Rights  

Route  
Miles 

Operated 
Under 

Haulage 
Rights  

 
Total  
Route  
Miles 

Operated  

Blackwell  
Northern  
Gateway  
Railroad  

 
BNGR 

 
Class III 

 
0 

 
0.0% 

 
18 

 
0 

 
0 

 
17 

Cimarron  
Valley  
Railroad  

CVR Class III 35 1.2% 0 0 0 35 

Farmrail  
Corporation  FMRC Class III 97 3.4% 87 0 0 184 

Grainbelt  
Corporation  GNBC Class III 179 6.2% 0 37 0 179 

Gateway  
Eastern  
Railroad  

GWER  Class III 23 0.8% 0 0 0 14 

Hollis  & 
Eastern  
Railroad  

HE Class III 14 0.5% 0 0 0 0 

Kiamichi  
Railroad  KRR Class III 156 5.4% 0 34 0 143 

Northwestern  
Oklahoma  
Railroad  

NOKL  Class III 5 0.2% 0 0 0 4 

Port of 
Catoosa  
Railroad  

POC Class III 28 1.0% 0 0 0 28 

Sand  Springs 
Railway  SS Class III 8 0.3% 0 0 0 8 

South  Kansas 
& Oklahoma  
Railroad  

SKOL Class III 68 2.4% 0 0 0 68 

Stillwater  
Central  
Railroad  

SLWC Class III 257 9.0% 38 0 0 281 

Texas, 
Oklahoma  & 
Eastern  
Railroad  

 
TOE 

 
Class III 

 
40  

 
1.4% 

 
0 

 
0 

 
0 

 
40  

Tulsa  Sapulpa  
Union  
Railway  

TSU Class III 10 0.3% 13 0 0 23 

Western  
Farmers  
Electric  Corp.  

WFEC  Class III 14 0.5% 0 0 0 0 

Wichita,  
Tillman  & 
Jackson  
Railway  

 
WTJR 

 
Class III 

 
61 

 
2.1% 

 
0 

 
0 

 
0 

 
61 

Subtotal 
(Class  III)  

  
1,104 38.5% 219 145 0  1,260 

State of 
Oklahoma  N/A  N/A  150 5.2% 0 0 0 0 

Port of 
Muskogee  

MCCA  Industry  9 0.3% 0 0 0 9 

Public  Service  
of  Oklahoma  

PSO Industry  11 0.4% 0 0 0 11 
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Railroad  

 
Standard 

Carrier 
Alpha 
Code  

 
 

Railroad 
Class  

 
Total 

Route  
Miles 
Owned  

 
Percent 
of Total 
OK Rail 
Network 
Owned  

 
Route  
Miles 

Leased / 
Operated 

Under  
Contract  

Route  
Miles 

Operated 
Under 

Trackage 
Rights  

Route  
Miles 

Operated 
Under 

Haulage 
Rights  

 
Total  
Route  
Miles 

Operated  

Subtotal 
(Other  
Railroads)  

  
170 5.9% 0 0  0  20  

Total  - All 
Railroads  

  
2,871 100.0%  526 859  46  3,185 

Source:  ODOT;  Class I Railroad  Annual  Reports  R-1 (2019); Oklahoma Class  I, II, and  III railroads 
Note: 17 miles owned by the State and other railroads are presently not operated  

A.4  Class I Railroads  in  Oklahoma  
þȖǳ ɸǳǥʆȜɊȿ ǬǳɸǥɰȜǤǳɸ ÂȰȴǈȖɊȽǈṭɸ ʆȖɰǳǳ >ȴǈɸɸ u ɰǈȜȴɰɊǈǬɸṁ uȿǥȴʎǬǳǬ ǈɰǳ Ǭǈʆǈ ǈȿǬ ɊɭǳɰǈʆȜȿȎ 
subdivision tables for each railroad, showing such details as ownership, miles owned and 
operated, trackage and haulage rights, physical characteristics of operating subdivisions, 
facilities, commodities handled, connections with other railroads, and more. In 2017, 
ÂȰȴǈȖɊȽǈṭɸ >ȴǈɸɸ u ɰǈȜȴɰɊǈǬɸ ʧǳɰǳ ǈɸȰǳǬ ʆɊ ǥɊȿȍȜɰȽ ȽʎǥȖ Ɋȍ ʆȖǳ Ǭǈʆǈ ǈɭɭǳǈɰȜȿȎ Ȝȿ ʆȖȜɸ 
section and to provide additional input, as appropriate. All of Oklaho Ƚǈṭɸ ʆȖɰǳǳ >ȴǈɸɸ u 
railroads  participated  in  the  data  gathering.  No  physical  inspections  of  the  Class I railroads 
were conducted during development of the Oklahoma State Rail Plan.  

A.4.1 BNSF  Railway (BNSF)  
A summary  of  statistical  information  for  BNSF  Railway  (BNSF)  within  Oklahoma  is as follows:  

¶ Line  owned:  957 miles  

¶ Line  operated  under  lease:  0 miles  

¶ Line  operated  under  contract:  0  miles  

¶ Line  operated  under  trackage  rights:  330  miles  

¶ Line  operated  under  haulage  rights:  46  miles  

¶ Total  mileage  operated:  1,287 miles  

¶ Line  owned,  not  operated,  by  respondent:  0 miles  



Oklahoma  Department  of  Transportation  | Oklahoma  State  Rail  Plan  | Appendix  A: Profile  of  ÂȰȴǈȖɊȽǈṭɸ Railroad  
Network  

September  2021 

A-8 

 

 

BNSF  Interchanges  
Interchanges are locations where railroads intersect and exchange railcars. BNSF has the 
ability to interchange freight rail traffic with one Class I car rier (UP) and 12 Class III carriers 
(AOK, CVR, FMRC, GNBC, KRR, NOKL,  SS, SKOL, SLWC, TSU, WT&J). Designated  interchange  
point  locations  and  connecting  carriers  are  listed  below:  

¶ Altus  Ṝ Farmrail  Corporation  (FMRC), Grainbelt  Corporation  (GNBC),  Stillwater  Central 
Railroad (SLWC), Wichita, Tillman & Jackson Railway (WT&J)  

¶ Boise  City  Ṝ Cimarron  Valley  Railroad  (CVR) 

¶ Claremore  Ṝ Union  Pacific  Railroad  (UP) 

¶ Enid  Ṝ FMRC, GNBC,  UP 

¶ Madill  Ṝ Kiamichi  Railroad  (KRR) 

¶ Muskogee  Ṝ UP 

¶ Oklahoma  City  Ṝ Austin,  Todd  & Ladd  Railroad  (AT&L), SLWC, UP 

¶ Pawnee  Ṝ SLWC 

¶ Sapulpa  Ṝ SLWC, Tulsa  Sapulpa  Union  Railway  (TSU) 

¶ Sequoyah  Ṝ Public  Service  of  Oklahoma  (PSO) 

¶ Shawnee  Ṝ Arkansas -Oklahoma  Railroad  (AOK), UP 

¶ Snyder  Ṝ GNBC  

¶ Tulsa  Ṝ South  Kansas  & Oklahoma  Railroad  (SKOL), Sand  Springs  Railway  (SS), UP 

¶ Wellington,  KS Ṝ Blackwell  Northern  Gateway  Railroad  (BNGR)  

¶ Woodward  Ṝ Northwestern  Oklahoma  Railroad  (NOKL)  

BNSF  Trackage  Rights  and  Joint  Trackage  
BNSF  has  trackage  rights  over  the  following  line  segments  and  connecting  railroads:  

Haulage  rights  over  Union  Pacific  Railroad  Tulsa  Subdivision  between  Tulsa, Oklahoma  and 
Muskogee, Oklahoma; approximately 46.0 miles.  

Trackage  rights  over  Union  Pacific  Railroad  Oklahoma  City  Subdivision  between  Oklahoma 
City, Oklahoma and Shawnee, Oklahoma; approximately 37.0 miles.  

Trackage rights over Union Pacific Railroad Pratt Subdivision between Kansas / Oklahoma 
state  line  near  Tyrone,  Oklahoma ṜOklahoma  / Texas state  line  near  Texhoma;  approximately  
52.0 m iles. 

Stillwater  Central  Railroad  (SLWC)  between  Sapulpa,  Oklahoma  and  Oklahoma  City, 
Oklahoma; approximately 130.0 miles.  

Stillwater  Central  Railroad  (SLWC)  between  Oklahoma  City,  Oklahoma  and  Snyder, 
Oklahoma; approximately 94.0 miles.  
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BNSF  Divisions  and  Subdivisions  in  Oklahoma  
=·ðfṭɸ Oklahoma  network  is comprised  of  part  of  three  operating  divisions:  

¶ Heartland  Division  

¶ Kansas  Division  

¶ Red  River  Division  

=·ðfṭɸ nine  operating  subdivisions  in  Oklahoma  are  shown  in  Figure  A-1 below.  =·ðfṭɸ 
Oklahoma  subdivisions  are  presented  by  division  and  described  in  the  tables  below.  

 

 
Figure  A-1: BNSF  Network  and  Subdivisions  in  Oklahoma  
Source:  BNSF and  HDR  
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The  Oklahoma  subdivisions  shown  in  Table  A-2 are  components  of  the  BNSF  Heartland 
Division.  

Table  A-2: Descriptions  of  BNSF  Subdivisions  in  Oklahoma  Ṝ Heartland  Division  

Subdivision  Cherokee  Subdivision  

Division  Heartland  
Owner  BNSF 
Operator  BNSF 
Line  Heritage  St. Louis -San Francisco  Railway (SLSF) 

Subdivision  Route  / Mileage  
Portion  of  Subdivision  in  Oklahoma:  Oklahoma  / Missouri  
state  line  near  Seneca,  Missouri ṜTulsa, Oklahoma;  101.1 
miles  

FRA Track Class Class 4 

Track  Configuration  One  main  track  with  passing  sidings,  limited  sections  of  
two  main  tracks  

Maximum  Authorized  Speed  Freight  50 mph freight  
Maximum  Authorized  Speed  Passenger  N/A  
Wayside  Signals  Centralized  Traffic  Control  (CTC) 

Method  of  Operation  Centralized  Traffic  Control  (CTC) / Positive  Train  Control  
(PTC) 

Maximum  Allowable  Gross  Weight  286,000  lbs. 

Clearances  Cleared  for  trailers  (TOFC), double -stacks  (COFC), hi - 
trilevel, and automax equipment  

Average  Number  of  Trains  per Day  16-28 

Commodities  Transported  
Coal, farm  products,  food  and  kindred  products,  chemical  
and  allied  products,  intermodal,  ethanol,  and  general 
merchandise freight traffic  

Industrial  Leads  Howard  Spur:  Tulsa, Oklahoma;  approximately  1.0 mile  
FRA Excepted  Track  Howard Spur  

 

Subdivision  Afton  Subdivision  

Division  Heartland  
Owner  BNSF 
Operator  BNSF 
Line  Heritage  St. Louis -San Francisco  Railway (SLSF) 

Subdivision  Route  / Mileage  
Portion  of  Subdivision  in  Oklahoma:  Oklahoma  / Kansas  
state  line  near  Quapaw,  Oklahoma ṜAfton,  Oklahoma;  24.8 
miles  

FRA Track Class Class 4 
Track  Configuration  One  main  track  with  passing  sidings  
Maximum  Authorized  Speed  Freight  50 mph freight  
Maximum  Authorized  Speed  Passenger  N/A  
Wayside  Signals  Centralized  Traffic  Control  (CTC) 

Method  of  Operation  Centralized  Traffic  Control  (CTC) / Positive  Train  Control 
(PTC) 

Maximum  Allowable  Gross  Weight  286,000  lbs. 

Clearances  Cleared  for  trailers  (TOFC), double -stacks  (COFC), hi - 
trilevel,  and  automax  equipment  

Average  Number  of  Trains  per Day  8 

Commodities  Transported  
Coal, farm  products,  food  and  kindred  products,  chemical 
and allied products, intermodal, ethanol, and general  
merchandise  freight  traffic  
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Industrial  Leads  
¶ Miami  Lead:  Miami,  Oklahoma;  approximately  3.0 

miles; 286,000 lbs. maximum allowable gross  
weight;  line  density  unknown.  

FRA Excepted  Track  Miami  Lead  
Yard  tracks  at  Tiger  

 
The  Oklahoma  subdivisions  shown  in  Table  A-3 are  components  of  the  BNSF  Chicago 
Division.  

Table  A-3: Descriptions  of  BNSF  Subdivisions  in  Oklahoma  Ṝ Red  River  Division  

Subdivision  Creek  Subdivision  

Division  Red  River  
Owner  BNSF 
Operator  BNSF 
Line  Heritage  St. Louis -San Francisco  Railway (SLSF) 

Subdivision  Route  / Mileage  Portion  of  Subdivision  in  Oklahoma:  Tulsa, Oklahoma Ṝ 
Madill,  Oklahoma;  175.7 miles  

FRA Track Class Class 4 

Track  Configuration  One  main  track  with  passing  sidings,  limited  sections  of  
two  main  tracks  

Maximum  Authorized  Speed  Freight  55 mph freight  
Maximum  Authorized  Speed  Passenger  N/A  
Wayside  Signals  Centralized  Traffic  Control  (CTC) 

Method  of  Operation  Centralized  Traffic  Control  (CTC), GCOR Rule  6.28 at  
Cherokee  Yard  

Maximum  Allowable  Gross  Weight  286,000  lbs. 

Clearances  Cleared  for  trailers  (TOFC), double -stacks  (COFC), hi - 
trilevel,  and  automax  equipment  

Average  Number  of  Trains  per Day  6 

Commodities  Transported  
Intermodal, automobiles, coal, farm products, food and 
kindred  products,  chemical  and  allied  products,  ethanol,  
and  general  merchandise  freight  traffic  

Industrial  Leads  Okmulgee,  Oklahoma;  approximately  2.2 miles  

FRA Excepted  Track  West  Cherokee,  tracks  0141, 0143, 0151, and  0150 (Industry  
tracks)  

 
 

Subdivision  Madill  Subdivision  

Division  Red  River  
Owner  BNSF 
Operator  BNSF 
Line  Heritage  St. Louis -San Francisco  Railway (SLSF) 

Subdivision  Route  / Mileage  
Portion  of  Subdivision  in  Oklahoma:  Tulsa, Oklahoma Ṝ 
Oklahoma  / Texas state  line  near  Colbert,  Oklahoma;  28.7 
miles  

FRA Track Class Class 3 
Track  Configuration  One  main track  
Maximum  Authorized  Speed  Freight  40  mph  freight  
Maximum  Authorized  Speed  Passenger  N/A  
Wayside  Signals  Centralized  Traffic  Control  (CTC) 
Method  of  Operation  Centralized  Traffic  Control  (CTC) 
Maximum  Allowable  Gross Weight  286,000  lbs. 
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Clearances  Cleared  for  trailers  (TOFC), double -stacks  (COFC), hi - 
trilevel,  and  automax  equipment  

Average  Number  of  Trains  per Day  6-8 

Commodities  Transported  
Intermodal, automobiles, coal, farm products, food and 
kindred  products,  chemical  and  allied  products,  ethanol,  
and  general  merchandise  freight  traffic  

Industrial  Leads  None  
FRA Excepted  Track  None  

 
 

Subdivision  Red  Rock  Subdivision  

Division  Red  River  
Owner  BNSF 
Operator  BNSF 
Line  Heritage  Atchison,  Topeka  & Santa  Fe Railway (AT&SF) 

Subdivision  Route  / Mileage  
Portion  of  Subdivision  in  Oklahoma:  Oklahoma  / Kansas  
state  line  near  Arkansas  City,  KansasṜOklahoma  / Texas 
state line near Thackerville, Oklahoma; 248.7 miles  

FRA Track Class Class 4 
Track  Configuration  One  main  track  with  passing  sidings  
Maximum  Authorized  Speed  Freight  55 mph freight  
Maximum  Authorized  Speed  Passenger  79 mph  passenger  
Wayside  Signals  Centralized  Traffic  Control  (CTC) 

Method  of  Operation  Centralized  Traffic  Control  (CTC) / Positive  Train  Control  
(PTC) 

Maximum  Allowable  Gross  Weight  286,000  lbs. 

Clearances  Cleared  for  trailers  (TOFC), double -stacks  (COFC), hi - 
trilevel,  and  automax  equipment  

Average  Number  of  Trains  per Day  20Ṝ24 

Commodities  Transported  
Intermodal,  automobiles,  coal,  farm  products,  food  and  
kindred  products,  chemical  and  allied  products,  ethanol, 
and general merchandise freight traffic  

 
 

Industrial  Leads  

Shawnee  Industrial  Spur:  Aydelotte,  Oklahoma ṜShawnee, 
OK; approximately 8.9 miles (former Atchison, Topeka & 
Santa Fe Railway)  
Flynn Industrial Spur: Flynn (Oklahoma City), Oklahoma; 
approximately  4.7 miles  (former  Atchison,  Topeka  & Santa  
Fe Railway)  

FRA Excepted  Track  Various  yard  tracks  
 
 

Subdivision  Avard  Subdivision  

Division  Red  River  
Owner  BNSF 
Operator  BNSF 
Line  Heritage  St. Louis -San Francisco  Railway (SLSF) 
Subdivision  Route  / Mileage  Tulsa, Oklahoma ṜAvard,  Oklahoma;  176.0 miles  
FRA Track Class Class 4 
Track  Configuration  One  main  track  with  passing  sidings  
Maximum  Authorized  Speed  Freight  70  mph  freight  
Maximum  Authorized  Speed  Passenger  N/A  
Wayside  Signals  Centralized  Traffic  Control  (CTC) 

Method  of  Operation  Centralized  Traffic  Control  (CTC) / Positive  Train  Control  
(PTC) 

Maximum  Allowable  Gross  Weight  286,000  lbs. 
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Clearances  Cleared  for  trailers  (TOFC), double -stacks  (COFC), hi - 
trilevel,  and  automax  equipment  

Average  Number  of  Trains  per Day  14 

Commodities  Transported  
Intermodal, automobiles, coal, farm products, food and 
kindred  products,  chemical  and  allied  products,  ethanol,  
and  general  merchandise  freight  traffic  

Industrial  Leads  None  
FRA Excepted  Track  Tracks  4001, 4006  through  4020  in  Enid  

 

Subdivision  Chickasha  Subdivision  

Division  Red  River  
Owner  BNSF 
Operator  BNSF 
Line  Heritage  St. Louis -San Francisco  Railway (SLSF) 

Subdivision  Route  / Mileage  
Portion  of  Subdivision  in  Oklahoma:  Altus,  Oklahoma Ṝ 
Oklahoma  / Texas state  line  near  Eldorado,  Oklahoma;  
47.2 miles  

FRA Track Class Class 2 
Track  Configuration  One  main track  
Maximum  Authorized  Speed  Freight  25 mph  freight  
Maximum  Authorized  Speed  Passenger  N/A  
Wayside  Signals  None  
Method  of  Operation  Track  Warrant  Control  (TWC) 
Maximum  Allowable  Gross  Weight  268,000  lbs. 

Clearances  Cleared  for  trailers  (TOFC), double -stacks  (COFC), hi - 
trilevel, and automax equipment  

Average  Number  of  Trains  per Day  2 

Commodities  Transported  
Farm  products,  food  and  kindred  products,  chemical  and  
allied  products,  ethanol,  and  general  merchandise  freight 
traffic  

Industrial  Leads  None  
FRA Excepted  Track  None  

 
The  Oklahoma  subdivisions  shown  in  Table  A-4  are  components  of  the  BNSF  Kansas 
Division.  

Table  A-4: Descriptions  of  BNSF  Subdivisions  in  Oklahoma  Ṝ Kansas  Division  

Subdivision  Panhandle  Subdivision  

Division  Kansas  
Owner  BNSF 
Operator  BNSF 
Line  Heritage  Atchison,  Topeka  & Santa  Fe Railway (AT&SF) 

Subdivision  Route  / Mileage  
Portion of Subdivision in Oklahoma: Oklahoma / Kansas 
state  line  near  Kiowa,  KansasṜOklahoma  / Texas state  line  
near  Higgins,  Texas; 118.9 miles  

FRA Track Class Class 5 
Track  Configuration  Two  main  tracks  
Maximum  Authorized  Speed  Freight  70  mph  freight  
Maximum  Authorized  Speed  Passenger  N/A  
Wayside  Signals  Centralized  Traffic  Control  (CTC) 

Method  of  Operation  Centralized  Traffic  Control  (CTC) / Positive  Train  Control  
(PTC) 

Maximum  Allowable  Gross  Weight  286,000  lbs. 
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Clearances  Cleared  for  trailers  (TOFC), double -stacks  (COFC), hi - 
trilevel,  and  automax  equipment  

Average  Number  of  Trains  per Day  52-64  

Commodities  Transported  
Intermodal, automobiles, coal, farm products, food and 
kindred  products,  chemical  and  allied  products,  ethanol,  
and  general  merchandise  freight  traffic  

Industrial  Leads  None  
FRA Excepted  Track  None  

 
 

Subdivision  Boise  City  Subdivision  

Division  Kansas  
Owner  BNSF 
Operator  BNSF 
Line  Heritage  Atchison,  Topeka  & Santa  Fe Railway (AT&SF) 

Subdivision  Route  / Mileage  
Portion  of  Subdivision  in  Oklahoma:  Oklahoma  / Colorado 
state line near Campo, Colorado ṜOklahoma / Texas state  
line  near  Kerrick,  Texas; 42.9 miles  

FRA Track Class Class 4 
Track  Configuration  One  main  track  with  passing  sidings  
Maximum  Authorized  Speed  Freight  49  mph  freight  
Maximum  Authorized  Speed  Passenger  N/A  
Wayside  Signals  None  
Method  of  Operation  Track  Warrant  Control  (TWC) 
Maximum  Allowable  Gross  Weight  286,000  lbs. 

Clearances  Cleared  for  trailers  (TOFC), double -stacks  (COFC), hi - 
trilevel,  and  automax  equipment  

Average  Number  of  Trains  per Day  10 

Commodities  Transported  
Intermodal, automobiles, coal, farm products, food and 
kindred  products,  chemical  and  allied  products,  ethanol,  
and  general  merchandise  freight  traffic  

Industrial  Leads  None  
FRA Excepted  Track  None  

 
A.4.2  Kansas  City Southern Railway  (KCS) 
A summary  of  statistical  information  for  Kansas  City  Southern  Railway  (KCS) within 
Oklahoma is as follows:  

¶ Line  owned:  127 miles  

¶ Line  operated  under  lease:  0 miles  

¶ Line  operated  under  contract:  0  miles  

¶ Line  operated  under  trackage  rights:  1 miles  

¶ Line  operated  under  haulage  rights:  0 miles  

¶ Total  mileage  operated:  128 miles  

¶ Line  owned,  not  operated,  by  respondent:  0 miles  
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KCS Interchanges  
Interchanges are locations where railroads intersect and exchange railcars. KCS has the 
ability  to  interchange  freight  rail  traffic  with  one  Class I carriers  (UP), and  two  Class III carriers 
(AOK, ARS, KRR, TOE, UP). Designated interchange point locations and connecting carriers 
are listed below:  

¶ Heavener  Ṝ Arkansas  Southern  Railroad  (ARS) 

¶ Howe  Ṝ Arkansas -Oklahoma  Railroad  (AOK)  

¶ Sallisaw  Ṝ Union  Pacific  Railroad  (UP) 

KCS Divisions  and  Subdivisions  in  Oklahoma  
¨>ðṭɸ Oklahoma  network  is comprised  of  part  of  one  operating  division:  

¶ Midwest  Division  

¨>ðṭɸ two  operating  subdivisions  in  Oklahoma  are  shown  in  Figure  A-2 below.  ¨>ðṭɸ 
Oklahoma  subdivisions  are  presented  by  division  and  described  in  the  tables  below.  

 

Figure  A-2: KCS Network  in  Oklahoma  
Source:  KCS and  ODOT  

 
The  Oklahoma  subdivisions  shown  in  Table  A-5 are  components  of  the  KCS Midwest  Division.  
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Table  A-5: Descriptions  of  KCS Subdivisions  in  Oklahoma  Ṝ Midwest  Division  

Subdivision  Heavener  Subdivision  
Division  Midwest  
Owner  KCS 
Operator  KCS 
Line  Heritage  Kansas  City,  Pittsburg  & Gulf  Railroad  (KCP&G) 

Subdivision  Route  / Mileage  
Portion  of  Subdivision  in  Oklahoma:  Oklahoma  / Arkansas  
state  line  near  Watts,  Oklahoma ṜHeavener,  Oklahoma;  
105.2 miles  

FRA Track Class 
Class 3 (MP  236.0ṜMP 301.0) 
Class 4 (MP 301.0ṜMP 331.7) 
Class 2/3 (MP  331.7ṜMP  338.4)  

Track  Configuration  One  main  track  with  passing  sidings  
Maximum  Authorized  Speed  Freight  40  mph  freight  
Maximum  Authorized  Speed  Passenger  N/A  

Wayside  Signals  Centralized  Traffic  Control  (CTC) 

Method  of  Operation  Centralized  Traffic  Control  (CTC) / Positive  Train  Control  
(PTC) 

Maximum  Allowable  Gross  Weight  286,000  lbs. 

Clearances  Cleared  for  trailers  (TOFC), double -stacks  (COFC), hi - 
trilevel, and automax equipment  

Average  Number  of  Trains  per Day  Unknown  

Commodities  Transported  
Coal, intermodal,  farm  products,  food  and  kindred  
products,  chemical  and  allied  products,  ethanol,  and 
general merchandise freight traffic  

Industrial  Leads  None  
FRA Excepted  Track  None  

 
 

Subdivision  Shreveport  Subdivision  
Division  Midwest  
Owner  KCS 
Operator  KCS 
Line  Heritage  Kansas  City,  Pittsburg  & Gulf  Railroad  (KCP&G) 

Subdivision  Route  / Mileage  
Portion  of  Subdivision  in  Oklahoma:  Heavener,  
Oklahoma ṜOklahoma  / Arkansas  state  line  near  Page, 
Oklahoma; 22.0 miles  

FRA Track Class Class 3 
Track  Configuration  One  main  track  with  passing  sidings  
Maximum  Authorized  Speed  Freight  40  mph  freight  
Maximum  Authorized  Speed  Passenger  N/A  
Wayside  Signals  Centralized  Traffic  Control  (CTC) 

Method  of  Operation  Centralized  Traffic  Control  (CTC) / Positive  Train  Control  
(PTC) 

Maximum  Allowable  Gross  Weight  286,000  lbs. 

Clearances  Cleared  for  trailers  (TOFC), double -stacks  (COFC), hi - 
trilevel,  and  automax  equipment  

Average  Number  of  Trains  per Day  Unknown  

Commodities  Transported  
Coal, intermodal, farm products, food and kindred 
products,  chemical  and  allied  products,  ethanol,  and  
general  merchandise  freight  traffic  

Industrial  Leads  None  
FRA Excepted  Track  None  
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A.4.3  Union  Pacific  Railroad (UP)  
A summary  of  statistical  information  for  Union  Pacific  Railroad  (UP) within  Oklahoma  is as 
follows: 106 

¶ Line  owned:  513 miles  

¶ Line  operated  under  lease:  307  miles  

¶ Line  operated  under  contract:  0  miles  

¶ Line  operated  under  trackage  rights:  420  miles  

¶ Line  operated  under  haulage  rights:  0 miles  

¶ Total  mileage  operated:  1,240 miles  

¶ Line  owned,  not  operated,  by  respondent:  73 miles  
 

UP Interchanges  
Interchanges  are  locations  where  railroads  intersect  and  exchange  railcars.  UP has  the  ability 
to interchange freight rail traffic with two Class I carriers (BNSF, KCS) and eight Class III 
carriers (AOK, AT&L, GNBC, KRR, SS, SKOL, SLWC, TOE, TSU) in Oklahoma. Designated 
interchange point locations and connecting carriers in Oklahoma are list ed below:  

¶ Chickasha  Ṝ Stillwater  Central  Railroad  (SLWC)  

¶ DeQueen,  Arkansas  Ṝ Texas, Oklahoma  & Eastern  Railroad  (TOE) 

¶ Durant  Ṝ Kiamichi  Railroad  (KRR) 

¶ El Reno  Ṝ Austin,  Todd  & Ladd  (AT&L) 

¶ Enid  Ṝ Grainbelt  Corporation  (GNBC)  

¶ Hope,  Arkansas  Ṝ KRR 

¶ Howe  Ṝ Kansas  City  Southern  Railway  (KCS) 

¶ McAlester  Ṝ Arkansas -Oklahoma  Railroad  (AOK)  

¶ Midwest  City  - SLWC  

¶ Muskogee  Ṝ Port  of  Muskogee  Railroad  (PMR),  BNSF  

¶ Oklahoma  City  Ṝ AOK, BNSF, Oklahoma  Railway  Museum  (ORM)  

¶ Sallisaw  Ṝ Kansas  City  Southern  Railway  (KCS) 

¶ Shawnee  Ṝ BNSF  Railway  (BNSF)  

¶ Tulsa  Ṝ Sand  Springs  Railway  (SS), South  Kansas  and  Oklahoma  Railroad  (SKOL), Tulsa 
Sapulpa Union Railway (TSU)  

 
 
 

106 UP Class I Railroad  Annual  Report  R-1, 2019 
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UP Trackage  Rights  and  Joint  Trackage  
UP has  trackage  rights  over  the  following  line  segments  and  connecting  railroads:  

¶ BNSF  Railway  (BNSF)  Red  Rock  Subdivision  between  the  Oklahoma  / Kansas  state  line 
and the Oklahoma / Texas state line; approximately 248.7 miles.  

¶ BNSF  Railway  (BNSF)  Boise  City  Subdivision  between  Oklahoma  / Colorado  state  line 
near Campo, Colorado -Oklahoma / Texas state line near Kerrick, Texas; 42.9 miles.  

¶ BNSF  Railway  (BNSF)  Creek  Subdivision  between  Tulsa, Oklahoma,  and  Henryetta, 
Oklahoma; approximately 59.0 miles.  

¶ Tulsa  Sapulpa  Railway  (TSU) Jenks  Lead  between  Tulsa, Oklahoma,  and  Jenks, 
Oklahoma; approximately 12.9 miles.  

 

UP Divisions  and  Subdivisions  in  Oklahoma  
ąåṭɸ Oklahoma  network  is comprised  of  all  or  part  of three  operating  divisions:  

¶ Kansas  City  Area  

¶ Dallas -Ft. Worth  Area  

¶ Salina  Area  
 

ąåṭɸ 9 operating  subdivisions  in  Oklahoma  are  shown  in  Figure  A-3 below.  ąåṭɸ Oklahoma  
subdivisions  are  presented  by  division  and  described  in  the  tables  below.  
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Figure  A-3: UP Network  and  Subdivisions  in  Oklahoma  
Source:  UP and  HDR  

 

The  Oklahoma  subdivision  shown  in Table  A-6 below  is a component  of  the  UP Kansas  City 
Area.  

Table  A-6: Descriptions  of  UP Subdivisions  in  Oklahoma  Ṝ Kansas  City  Area  

Subdivision  Wagoner  Subdivision  
Division  Kansas  City  Area  
Owner  UP 
Operator  UP 
Line  Heritage  Missouri  Pacific  Railroad (MP)  

Subdivision  Route  / Mileage  
Portion  of  Subdivision  in  Oklahoma:  Oklahoma  / Kansas 
state line at South Coffeyville, Oklahoma ṜOklahoma / 
Arkansas state line near Roland, Oklahoma; 157.4 miles  

FRA Track Class Class 4 
Track  Configuration  One  main  track  with  passing  sidings  
Maximum  Authorized  Speed  Freight  60 mph freight  
Maximum  Authorized  Speed  Passenger  N/A  

 
Wayside  Signals  

Centralized  Traffic  Control  (CTC) Kansas  / Oklahoma  state 
line at South Coffeyville, Oklahoma ṜOkay, Oklahoma 
Automatic Block Signals (ABS) Okay, Oklahoma Ṝ 
Oklahoma  / Arkansas  state line  near  Roland,  Oklahoma  
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Method  of  Operation  

Centralized  Traffic  Control  (CTC) Kansas  / Oklahoma  state 
line at South Coffeyville, Oklahoma ṜOkay, Oklahoma 
Track  Warrant  Control  (TWC)  Okay,  Oklahoma ṜOklahoma  
/ Arkansas  state  line  near  Roland,  Oklahoma  / Positive  
Train  Control  (PTC) Kansas  / Oklahoma  state  line  at  South 
Coffeyville, Oklahoma ṜWagoner, Okl ahoma.  

Maximum  Allowable  Gross  Weight  286,000  lbs. 
Clearances  Unknown  
Average  Number  of  Trains  per Day  9-13 

Commodities  Transported  
Coal, automobiles, farm products, food and kindred 
products,  chemical  and  allied  products,  ethanol,  and 
general merchandise freight traffic  

Industrial  Leads  None  
FRA Excepted  Track  None  

 
 

Subdivision  Cherokee  Subdivision  
Division  Kansas  City  Area  
Owner  UP 
Operator  UP 
Line  Heritage  Missouri -Kansas -Texas Railroad  (MKT) 

Subdivision  Route  / Mileage  Oklahoma  / Kansas  state  line  near  Chetopa,  KansasṜ 
McAlester,  Oklahoma;  152.0 miles  

FRA Track Class Class 4 

Track  Configuration  Mix  of  two  main  tracks  and  one  main  track  with passing  
sidings  

Maximum  Authorized  Speed  Freight  60 mph freight  
Maximum  Authorized  Speed  Passenger  N/A  

 
Wayside  Signals  

Automatic  Block  Signals  (ABS) Kansas  / Oklahoma  state 
line Chetopa, Kansas ṜWagoner, Oklahoma  
Centralized  Traffic  Control  (CTC) Wagoner,  Oklahoma Ṝ 
McAlester, Oklahoma  

 
Method  of  Operation  

Track  Warrant  Control  (TWC)  Kansas  / Oklahoma  state 
line near Chetopa, Kansas ṜWagoner, Oklahoma 
Centralized  Traffic  Control  (CTC) Wagoner,  Oklahoma Ṝ 
McAlester,  Oklahoma  / Positive  Train  Control  (PTC) 

Maximum  Allowable  Gross  Weight  286,000  lbs. 
Clearances  Unknown  
Average  Number  of  Trains  per Day  11-15 

Commodities  Transported  
Coal, automobiles,  farm  products,  food  and  kindred  
products,  chemical  and  allied  products,  ethanol,  and 
general merchandise freight traffic  

 
Industrial  Leads  

Pryor  Industrial  Lead:  Beverly,  Oklahoma ṜOtis,  Oklahoma; 
approximately 9.0 miles (former Missouri -Kansas -Texas 
Railroad); maximum allowable gross weight unknown;  
line  density unknown  

 
FRA Excepted  Track  

¶ Pryor  Industrial  Lead:  from  wye  at  MP  4.0  to  end 
of tracks.  

¶ Muskogee  Yard:  All  industry  tracks  except  the 
Port Lead.  
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Subdivision  Tulsa  Subdivision  
Division  Kansas  City  Area  
Owner  UP 
Operator  UP 
Line  Heritage  Missouri -Kansas -Texas Railroad  (MKT) 
Subdivision  Route  / Mileage  Muskokee,  Oklahoma ṜTulsa, Oklahoma;  45.8  miles  
FRA Track Class Class 2 
Track  Configuration  One  main track  
Maximum  Authorized  Speed  Freight  25 mph  freight  
Maximum  Authorized  Speed  Passenger  N/A  
Wayside  Signals  None  
Method  of  Operation  Track  Warrant  Control  (TWC) 
Maximum  Allowable  Gross  Weight  268,000  lbs. 
Clearances  Unknown  
Average  Number  of  Trains  per Day  2 

Commodities  Transported  
Automobiles,  farm  products,  food  and  kindred  products,  
chemical  and  allied  products,  and  general  merchandise 
freight traffic  

Industrial  Leads  
Tulsa Industrial Lead: 13.7 miles (former Midland Valley 
Railroad);  286,000  lbs. maximum  allowable  gross  weight; 
line density unknown  

FRA Excepted  Track  Most  industry tracks  
 

The  Oklahoma  subdivision  shown  in Table  A-7 below  is a component  of  the  UP Dallas -Ft. 
Worth Area.  

 
Table  A-7: Descriptions  of  UP Subdivisions  in  Oklahoma  Ṝ Dallas -Ft.  Worth  Area  

Subdivision  Choctaw  Subdivision  

Division  Dallas -Ft. Worth  Area  
Owner  UP 
Operator  UP 
Line  Heritage  Missouri -Kansas -Texas Railroad  (MKT) 

Subdivision  Route  / Mileage  McAlester,  Oklahoma -Oklahoma/Texas  state  line  near  
Colbert,  TX; 91.3 miles  

FRA Track Class Class 3 
Track  Configuration  One  main  track  with  passing  sidings  
Maximum  Authorized  Speed  Freight  60 mph freight  
Maximum  Authorized  Speed  Passenger  N/A  
Wayside  Signals  Centralized  Traffic  Control  (CTC) 

Method  of  Operation  Centralized  Traffic  Control  (CTC) / Positive  Train  Control  
(PTC) 

Maximum  Allowable  Gross  Weight  286,000  lbs. 
Clearances  Unknown  
Average  Number  of  Trains  per Day  17 

Commodities  Transported  
Farm  products,  food  and  kindred  products,  chemical  and 
allied  products,  ethanol,  and  general  merchandise  freight  
traffic  

Industrial  Leads  None  

FRA Excepted  Track  ¶ Multiple  yard  tracks  at  Ray 
¶ Entire  track  at  Perrin Field  



Oklahoma  Department  of  Transportation  | Oklahoma  State  Rail  Plan  | Appendix  A: Profile  of  ÂȰȴǈȖɊȽǈṭɸ Railroad  
Network  

September  2021 

A-22 

 

 

 

Subdivision  Enid  Subdivision  

Division  Dallas -Ft. Worth  Area  
Owner  UP 
Operator  UP 
Line  Heritage  Chicago,  Rock  Island  & Pacific  Railroad  (CRI&P) 

Subdivision  Route  / Mileage  Kansas  / Oklahoma  state  line  near  Caldwell,  KansasṜ 
Chickasha,  Oklahoma;  141.6 miles  

FRA Track Class Class 4 
Track  Configuration  One  main  track  with  passing  sidings  
Maximum  Authorized  Speed  Freight  49  mph  freight  
Maximum  Authorized  Speed  Passenger  N/A  
Wayside  Signals  None  

 
Method  of  Operation  

¶ Track  Warrant  Control  (TWC) 
¶ Areas  of  Yard  Limits  (YL) at  Enid,  Oklahoma;  El 

Reno, Oklahoma; Chickasha, Oklahoma  
Maximum  Allowable  Gross  Weight  286,000  lbs. 
Clearances  Unknown  
Average  Number  of  Trains  per Day  5-9 

Commodities  Transported  
Farm  products,  food  and  kindred  products,  chemical  and 
allied  products,  ethanol,  and  general  merchandise  freight  
traffic  

Industrial  Leads  None  
FRA Excepted  Track  El Reno:  Most  tracks in  Big  Yard  

 
 

Subdivision  Lawton  Subdivision  
Division  Dallas -Ft. Worth  Area  
Owner  UP 
Operator  UP 
Line  Heritage  Chicago,  Rock  Island  & Pacific  Railroad  (CRI&P) 
Subdivision  Route  / Mileage  Chickasha,  Oklahoma ṜLawton,  Oklahoma;  48.8  miles  
FRA Track Class Class 3 
Track  Configuration  One  main track  

Maximum  Authorized  Speed  Freight  40  mph  freight  

Maximum  Authorized  Speed  Passenger  N/A  
Wayside  Signals  None  
Method  of  Operation  Track  Warrant  Control  (TWC) 
Maximum  Allowable  Gross  Weight  268,000  lbs. 
Clearances  Unknown  
Average  Number  of  Trains  per Day  4 

Commodities  Transported  
Farm  products,  aggregate,  food  and  kindred  products, 
chemical and allied products, ethanol, and general  
merchandise  freight  traffic  

 
Industrial  Leads  

Lawton Industrial Lead: Lawton, Oklahoma ṜFt. Sill, 
Oklahoma; 6.6 miles including 0.4 miles over Stillwater 
Central Lawson Subdivision (former St. Louis -San 
Francisco  Railway);  238,000  lbs. maximum  allowable  gross 
weight; line density unknown  

 
FRA Excepted  Track  

¶ All  tracks  at  Apache  and  Andarko  except  main 
track  

¶ Main  track  between  MP  41.2 and  MP  42.7 
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Subdivision  Duncan  Subdivision  
Division  Dallas -Ft. Worth  Area  
Owner  UP 
Operator  UP 
Line  Heritage  Chicago,  Rock  Island  & Pacific  Railroad  (CRI&P) 

Subdivision  Route  / Mileage  
Portion  of  Subdivision  in  Oklahoma:  Chickasha,  
Oklahoma -Oklahoma  / Texas state  line  near  Terral, 
Oklahoma; 79.2 miles  

FRA Track Class Class 4 
Track  Configuration  One  main  track  with  passing  sidings  

Maximum  Authorized  Speed  Freight  49  mph  freight  

Maximum  Authorized  Speed  Passenger  N/A  
Wayside  Signals  None  
Method  of  Operation  Track  Warrant  Control  (TWC) 
Maximum  Allowable  Gross  Weight  286,000  lbs. 
Clearances  Unknown  
Average  Number  of  Trains  per Day  5 

Commodities  Transported  
Farm  products,  food  and  kindred  products,  chemical  and 
allied  products,  ethanol,  and  general  merchandise  freight 
traffic  

Industrial  Leads  None  
FRA Excepted  Track  None  

 
 

Subdivision  Oklahoma  City  Subdivision  
Division  Dallas -Ft. Worth  Area  
Owner  UP 
Operator  UP 
Line  Heritage  Chicago,  Rock  Island  & Pacific  Railroad  (CRI&P) 
Subdivision  Route  / Mileage  El Reno,  Oklahoma -Oklahoma  City,  Oklahoma;  33.0 miles  
FRA Track Class Class 4 
Track  Configuration  One  main track  
Maximum  Authorized  Speed  Freight  49  mph  freight  
Maximum  Authorized  Speed  Passenger  N/A  
Wayside  Signals  None  
Method  of  Operation  Track  Warrant  Control  (TWC) 
Maximum  Allowable  Gross  Weight  286,000  lbs. 
Clearances  Unknown  
Average  Number  of  Trains  per Day  3-5 

Commodities  Transported  
Farm  products,  food  and  kindred  products,  chemical  and 
allied  products,  ethanol,  and  general  merchandise  freight  
traffic  

Industrial  Leads  None  

FRA Excepted  Track  All  tracks  within  the  Oklahoma  City  Yard  area  except  the  
main  track  
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The  Oklahoma  subdivision  shown  in Table  A-8 below  is a component  of  the  UP Salina  Area.  

Table  A-8: Descriptions  of  UP  Subdivision  in  Oklahoma  Ṝ Salina  Area  

Subdivision  Pratt  Subdivision  

Division  Salina  Area  
Owner  UP 
Operator  UP 
Line  Heritage  Chicago,  Rock  Island  & Pacific  Railroad  (CRI&P) 

Subdivision  Route  / Mileage  
Portion of Subdivision in Oklahoma: Kansas / Oklahoma 
state  line  near  Tyrone,  Oklahoma ṜOklahoma  / Texas state  
line  near  Texhoma,  Oklahoma;  51.69 miles  

FRA Track Class Class 5 
Track  Configuration  One  main  track  with  passing  sidings  
Maximum  Authorized  Speed  Freight  70  mph  freight  
Maximum  Authorized  Speed  Passenger  N/A  
Wayside  Signals  Centralized  Traffic  Control  (CTC) 
Method  of  Operation  Centralized  Traffic  Control  (CTC) 
Maximum  Allowable  Gross  Weight  286,000  lbs. 
Clearances  Unknown  
Average  Number  of  Trains  per Day  13 

Commodities  Transported  
Intermodal, automobiles, coal, farm products, food and 
kindred  products,  chemical  and  allied  products,  ethanol,  
and  general  merchandise  freight  traffic  

Industrial  Leads  None  
FRA Excepted  Track  None  
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A.5 Class II Railroads  in  Oklahoma  
Oklahoma  is not  currently  served  by  any  Class II (or  regional)  railroads.  

A.6 Class III  Railroads  in  Oklahoma  
þȖȜɸ ɸǳǥʆȜɊȿ ȜǬǳȿʆȜȍȜǳɸ ǈȿǬ ǬǳɸǥɰȜǤǳɸ ÂȰȴǈȖɊȽǈṭɸ >ȴǈɸɸ uuu ṓɊɰ ɸȖɊɰʆ ȴȜȿǳṔ ɰǈȜȴɰɊǈǬɸṁ !ȴȴ Ɋȍ ʆȖǳɸǳ 
Class III railroads currently provide railroad service. Included is a data sheet for the Class III 
railroads providing railroad service, showing such details  as ownership, miles owned and 
operated, physical characteristics of rail lines, commodities and carloads handled, 
connections with other railroads, potential improvement needs, and more. In 2017 initially 
and  again  in  2021, the  Class III railroads  current ly providing  railroad  service in  Oklahoma  were 
asked to confirm the data appearing in the data sheets and to provide additional input, as 
appropriate. No  physical inspections of  ÂȰȴǈȖɊȽǈṭɸ >ȴǈɸɸ uuu ɰǈȜȴɰɊǈǬɸ ʧǳɰǳ conducted  during 
development of the Oklaho ma State Rail Plan.  

Figure  A-4  identifies  the  networks  of  the  ɸʆǈʆǳṭɸ Class III railroads  described  in  this  section,  
and  also  identifies  non -operating  railroad  owners  that  will  be  described  in  Section  A.7. 

 

Figure  A-4: ÂȰȴǈȖɊȽǈṭɸ Class  III  Railroads  and  Non -Operating  Railroad  Owners  
Source:  HDR  and  ODOT  

 

Each  of  the  railroads  identified  in  Figure  A-4  above  are  described  in  this  section.  
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A.6.1 Arkansas -Oklahoma  Railroad  (AOK)  
The  Arkansas -Oklahoma  Railroad  (AOK)  is a Class III railroad  headquartered  in  Centerville,  Oklahoma.  The 
AOK was established in 1996 to operate segments of former Chicago, Rock Island & Pacific Railroad 
trackage running  from Howe, Oklahoma  to  McAlester, Oklahoma  and Shawnee, Oklahoma to  Oklahoma 
City, Oklahoma under a lease agreement with Union Pacific. A OK operates 123.5 miles of railroad in 
Oklahoma.  

Table  A-9 includes  a datasheet  for  AOK  identifying  additional  details  and  operating  and  physical 
characteristics of the AOK network in Oklahoma.  

Table  A-9: AOK  Datasheet  
Railr oad  Arkansas -Oklahoma  Railroad  

Alpha  Code:  AOK 
Operator:  Arkansas -Oklahoma  Railroad  
Parent  Company:  N/A  
Contact:  Heather  Watson  
Phone:  (918) 465 -0299  
Email:  heather@aokrr.com  
Company  Website:  www.aokrr.com  

Service  Area  
Counties  in  Oklahoma:  Oklahoma,  Lincoln,  Pottawatomie,  Pittsburg,  Latimer,  Le Flore  
Principal  Stations  in  
Oklahoma:  

Midwest  City,  Shawnee,  McAlester,  Wilburton,  Howe  

Rail  Traffic  
Principal  Commodities:  Aggregate, Decorative Stone, Wheat, Corn, Oats, CSM, Feed Ingredients, 

Automobiles,  Plastic  Pellets,  drilling  Fluid,  Hydro  Processing  Catalyst,  Propane  
Annual  Carloadings  in 
Oklahoma (2020)  

5,000  

Oklahoma  Route  Miles  
 

Subdivision  or  Segment 
and Limits  

 
Length  

 
Operated  

 
Out of 
Service  

 
Owned  

 
Leased  

 
Trackage 

Rights  

Average 
Number  
of  Trains 
per  Day  

Shawnee  37 37 0 0 37 0 2 
Wilburton  70 70 0 70 0 0 1 
McAlester  15 15 0 0 15 4 1 
Krebs  Branch  1.5 1.5 0 0 1.5 0 1 
Total  123.5 123.5 0 70 53.5 4  

Track  Characteristics  (As Necessary  by  Line  Segment)  
FRA Track Class:  Class 1 and  Excepted Track  
Operating  Speed:  10 mph  
Method  of  Operation:  Track  Warrant  Control  
Line  Density  (2020):  N/A  
Weight Limits:  263,000  lbs. and  268,000  lbs. (286,000  lbs. may  be  allowed  with  special  waiver)  
Vertical  Clearance  and  
Restrictions:  

None  on  AOK  main line  

Interchange  Points  
Location:  Railroad:  
Shawnee,  Oklahoma  BNSF 
Oklahoma  City,  Oklahoma  BNSF, UP 
McAlester,  Oklahoma  UP 
Howe,  Oklahoma  KCS 

  

mailto:heather@aokrr.com
http://www.aokrr.com/
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Facilities  

Type:  Location:  
Classification  Yards  Oklahoma  City,  Shawnee,  McAlester  
Transload  Facility  Shawnee,  McAlester,  Howe  
Intermodal  Facility  None  
Mechanical  Facility  Wilburton  

Bridges  
Number  of  Bridges  on  AOK in  Oklahoma:  120 Number  of  Bridges  in  Need  of  Repair:  20 
Number  of  Bridges  in  Need  of  Upgrade  to  Handle  
286K  Loads:  120 

Other  Bridge  Comments, if  applicable:  N/A  

Present  Capacity  Constraints  and  Operational  Bottlenecks  
Location:  Description:  
Oklahoma  City,  Oklahoma  Limited  space  for  interchange  from  both  UP and BNSF 
McAlester,  Oklahoma  Limited  inbound/outbound  train  size from  UP 

Funded  Capital  Projects  (Infrastructure  and  Other  Improvements)  
Identification  and  Description:  Estimated  Costs,  if  known:  
Bridge  Repairs,  10 150k 

  

Future  Planned  Improvements  (Infrastructure  and  Other  Improvements)  
Identification  and  Description:  Estimated  costs, if  known:  
Bridge  Repairs,  10 150k 
Tie renewal  7000 ties  on  Shawnee  Sub  700,000  

Other  Improvement  and  Infrastructure  Needs  (Not  Yet  Funded  or  Planned),  Including  
Rehabilitation  or  Construction  of  Spur  Tracks  for  Increased  or  Renewed  Use  By  Rail  Shippers  

Identification  and  Description:  Estimated  costs, if  known:  
Upgrade  Bridges to  286k,  Shawnee  Sub  10 million  
Tie Replacement,  25000  2.9 million  
Upgrade  76 Bridges  to  286, Wilburton Sub  TBD 
Tie Replacement,  Wilburton  Sub  56,000  ties  5.6 million  
Upgrade  line  from Shawnee  to  Wewoka  31 million  not  counting  signals/at  grade  crossing  

improvements.  
Railcar  Storage  

Has  the  railroad  engaged  in  short -term  or  long -term 
railcar storage in 2020? If so, what is/was the  
volume  of  cars  stored  on  the  railroad?  

What  is  the  ɰǈȜȴɰɊǈǬṭɸ capacity  for  railcar  storage? 
Any other comments about the present railcar  
storage  market?  

Currently  near  capacity  2,000  railcar  total  capacity, Rail  Car Storage  is a 
necessity  for  generating  revenue  to  replace  frac  sand 
and coal.  

Other  Comments  
Identification:  Description:  
Upgrading  Rail  will  be  a future  need  on  the  Shawnee 
Sub  

Rail  renewal,  110, 112 lb  

Flooding,  City  of  Choctaw  and  surrounding 
communities.  

We continue to see flooding around the city of 
Choctaw, causing service outages and hundreds of 
thousands of dollars in repair each year. We also 
continue to monitor the North Canadian River for  
embankment  erosion  issues.  Major  drift  builds  up  on 
the I40 Railroad bridge due to flooding as well.  

Drift  builds  up  on  I40  Railroad  Bridge.  Ğǳṭʦǳ had  many  complaints  from  landowners  about 
trees falling on their property from RR right -of -way 
from the recent ice storm. This is an unforeseen  
expense  and  we  ǬȜǬȿṭʆ qualify  for  disaster  relief.  

Rural  Broadband  Using  RR ROW  will  come  into  play  and  we  need  to  be 
proactive. This may be a OCC issue, not sure.  

Source:  AOK  and  ODOT  
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A.6.2 Arkansas  Southern  Railroad  (ARS) 
The Arkansas Southern Railroad (ARS) is a Class III railroad based in Nashville, Arkansas.  ARS operates two 
branches, one of which is partially in Oklahoma.  The track that originally made up the ARS from Ashdown 
to Nashville, AR started in 1907 as a freigh t and passenger line known as the MP&G (Memphis, Paris & Gulf) 
Railroad.  The  line  was  later  restructured  to be  the  GN&A  (Graysonia,  Nashville  & Ashdown)  Railroad.  By  1954, 
75% of  the  GN&A  business  came  from  quarry  rock  and  cement.  From  1960-1966, the  GN&A worked  with  the 
Army Corps of Engineers to move the track to make room for the Millwood dam.  The line was successfully 
relocated from MP 7.1 to 31.1, resulting in continuing operation of the railroad and the cement quarry.  In 
1998, KCS purchased the t rack from Ashdown to Nashville from the GN&A Railroad. The ARS started 
operating in October of 2005 after Watco acquired the ARS from KCS through a lease agreement.  

Table  A-10 below  includes  a datasheet  for  ARS identifying  additional  details  and  operating  and  physical 
characteristics of the ARS network in Oklahoma.  

Table  A-10: ARS Datasheet  
Railroad  Arkansas  Southern  Railroad  

Alpha  Code:  ARS 
Operator:  Arkansas  Southern  Railroad  
Parent  Company:  Watco  
Contact:  Jeffery  Buck  
Phone:  (601) 670 -1500 
Email:  jbuck@watco.com  
Company  Website:  https ://www.w atc o.com  

Service  Area  
Counties  in  Oklahoma:  Le Flore  
Principal  Stations  in  
Oklahoma:  

Heavener  

Rail  Traffic  
Principal  Commodities:  Grain  
Annual  Carloadings  in 
Oklahoma (2020)  

1,400 

Oklahoma  Route  Miles  
 
 

Subdivision  or  Segment 
and Limits  

 
 

Length  

 
 

Operated  

 
 

Out of 
Service  

 
 

Owned  

 
 

Leased  

 
 

Trackag 
e Rights  

Averag 
e 

Numbe 
r of 

Trains  
per 
Day  

Heavener Ṝ OK/AR  state  
line  

9 9 0 0 5 4 1 

Total  9 9 0 0 5 4 1 
Track  Characteristics  (As Necessary  by  Line  Segment)  

FRA Track Class:  Class 1 
Operating  Speed:  10 mph  
Method  of  Operation:  GCOR 6.28 Other  than Main  Track  
Line  Density  (2020):  0.18 GTM 
Weight Limits:  286,000  lbs. 
Vertical  Clearance  and 
Restrictions:  

None  

FRA Excepted  Track  None  
Interchange  Points  

Location:  Railroad:  

mailto:jbuck@watco.com
http://www.watco.com/
http://www.watco.com/
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Heavener  Kansas  City  Southern  

Facilities  
Type:  Location:  
Classification  Yards  None  
Transload  Facility  None  
Intermodal  Facility  None  
Mechanical  Facility  None  

Bridges  
Number  of  Bridges  on  ARS in  Oklahoma:  1 Number  of  Bridges  in  Need  of  Repair:  1 
Number  of  Bridges  in  Need  of  Upgrade  to  Handle 
286K Loads: 0 

Other  Bridge  Comments,  if  applicable:  Stringer 
upgrades needed  

Present  Capacity  Constraints  and  Operational  Bottlenecks  
Location:  Description:  
Frequent  wash outs in  Waldren  Wash  outs disrupt  service  at  end of  line  in  Waldren  

Funded  Capital  Projects  (Infrastructure  and  Other  Improvements)  
Identification  and  Description:  Estimated  Costs,  if known:  
None  N/A  

Future  Planned  Improvements  (Infrastructure  and  Other  Improvements)  
Identification  and  Description:  Estimated  costs, if  known:  
None  N/A  

Other Improvement and Infrastructure Needs (Not Yet Funded or Planned), Including 
Rehabilitation  or  Construction  of  Spur  Tracks  for  Increased  or  Renewed  Use  by  Rail  Shippers  

Identification  and  Description:  Estimated  costs, if  known:  
Frequent  wash  outs  in  Waldren.  Additional  track 
substructure/ballast needed.  

$200,000  

Tie Replacement  (5 miles)  $350,000  
Stringer  Upgrades  for  Bridge  $150,000  

Railcar  Storage  
Has  the  railroad  engaged  in  short -term  or  long -term  
railcar  storage  in  2020?  If  so,  what  is/was  the 
volume of cars stored on the railroad?  

What  is  the  ɰǈȜȴɰɊǈǬṭɸ capacity  for  railcar  storage?  
Any  other  comments  about  the  present  railcar 
storage market?  

None  70  cars  
Other  Comments  

Identification:  Description:  
None  N/A  

Source:  ARS and  ODOT  
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A.6.3 Austin,  Todd  & Ladd  Railroad  (AT&L) 
The Austin, Todd & Ladd Railroad (AT&L) is a Class III railroad headquartered in Watonga, Oklahoma. The 
AT&L was  established  to  provide  rail  service  over  former  Chicago,  Rock  Island  & Pacific  Railroad  trackage  in 
Oklahoma. AT&L owns a branch from Geary to Watonga and operates a state -owned line from El Reno to 
Bridgeport.  

Table  A-11 includes  a datasheet  for  AT&L identifying  additional  details  and  operating  and  physical 
characteris tics of the AT&L network in Oklahoma.  

Table  A-11: AT&L  Datasheet  
Railroad  Austin,  Todd  & Ladd  Railroad  

Alpha  Code:  AT&L 
Operator:  AT&L Railroad  
Parent  Company:  AT&L Railroad  
Contact:  Danny  Williams  
Phone:  (580)  623-5477  
Email:  atlrr@wheelerbrothers.com  
Company  Website:   

Service  Area  
Counties  in  Oklahoma:  Canadian,  Blaine,  Caddo  
Principal  Commodities:  Grain  
Annual  Carloadings  in 
Oklahoma (2020)  

2015 Ṝ 2,293; 2016 Ṝ 3,323 

Oklahoma  Route  Miles  
 

Subdivision  or  Segment 
and Limits  

 
Length  

 
Operated  

 
Out of 
Service  

 
Owned  

 
Leased  

 
Trackage 

Rights  

Average 
Number  
of  Trains 
per  Day  

El Reno  to  Watonga  39.0 39.0 0 39.0 0 0 1 
Geary  to  Bridgeport  9.5 5.0 4.5 0 9.5 0 >1 
Total  48.5 44  4.5 39.0 0 0 1 

Track  Characteristics  (As Necessary  by  Line  Segment)  
FRA Track Class:  Class 1 and Class 2 
Operating  Speed:  10-20 mph  
Method  of  Operation:  None  
Line  Density  (2020):  Not  provided  
Weight Limits:  286,000  lbs. 
Vertical  Clearance  and  
Restrictions:  

None  noted  

FRA Excepted  Track  None  
Interchange  Points  

Location:  Railroad:  
El Reno  UP 

  

Facilities  
Type:  Location:  
Classification  Yards  N/A  
Transload  Facility  N/A  
Intermodal  Facility  N/A  
Mechanical  Facility  N/A  

Bridges  
Number  of  Bridges  on  AT&L  in  Oklahoma:  N/A  Number  of  Bridges  in  Need  of  Repair:  N/A  

mailto:atlrr@wheelerbrothers.com


Oklahoma  Department  of  Transportation  | Oklahoma  State  Rail  Plan  | Appendix  A: Profile  of  ÂȰȴǈȖɊȽǈṭɸ Railroad  Network  
September  2021 

A-31 

 

 

 
Number  of  Bridges  in  Need  of  Upgrade  to  Handle  
286K  Loads:  N/A  

Other  Bridge  Comments, if  applicable:  N/A  

Present  Capacity  Constraints  and  Operational  Bottlenecks  
Location:  Description:  
N/A  N/A  

Funded  Capital  Projects  (Infrastructure  and  Other  Improvements)  
Identification  and  Description:  Estimated  Costs,  if  known:  
Rail  Replacement  Watonga  to  Greenfield  $770,784  
Tie Replacement  Geary to  El Reno  $275,800  

Future  Planned  Improvements  (Infrastructure  and  Other  Improvements)  
Identification  and  Description:  Estimated  costs, if  known:  
Rail  Replacement  Greenfield  to  Geary  $956,831 
Tie Replacement  Geary  to  Watonga  $275,800  

Other Improvement and Infrastructure Needs (Not Yet Funded or Planned), Including 
Rehabilitation  or  Construction  of  Spur  Tracks  for  Increased  or  Renewed  Use  by  Rail  Shippers  

Identification  and  Description:  Estimated  costs, if  known:  
N/A  N/A  

Railcar  Storage  
Has  the  railroad  engaged  in  short -term  or  long -term  
railcar  storage  in  2020?  If  so,  what  is/was  the 
volume of cars stored on the railroad?  

What  is  the  ɰǈȜȴɰɊǈǬṭɸ capacity  for  railcar  storage?  
Any  other  comments  about  the  present  railcar 
storage market?  

200  to 300  300  
Other  Comments  

Identification:  Description:  
N/A  N/A  

Source:  AT&L and  ODOT  
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A.6.4  Blackwell  Northern  Gateway  Railroad  (BNGR)  
The  Blackwell  Northern  Gateway  Railroad  (BNGR)  is a Class III railroad  operator  of  state -owned  trackage. 
The  line  was purchased by the  Blackwell  Industrial  Authority (BIA)  and  the  State  of  Oklahoma  (ODOT)  in 
1997 with ODOT acquiring the portion located in Oklahoma (the Blackwell Line), and BIA acquiring the 
portion located in Kansas that goes to Wellington, Kansas.  

On October 17, 1997, on behalf of both BIA and itself, the ODOT entered into a track lease ag reement with 
South  Kansas  and  Oklahoma  Railroad, Inc.  (SKOL) to  operate  the  Blackwell  Subdivision.  SKOL subsequently 
assigned all of its lease and operating rights to Blackwell & Northern Railway Company, Inc. (BNGR).  The 
lease expired on November 30, 2015 . BNGR continues to occupy and operate the Blackwell Line under the 
terms of the expired first lease.  

BNGR  currently  uses  the  Line primarily  for railcar  storage. One  remaining  customer on  the line is  A-Line 
T.D.S., a contractor  in  the  decommissioning  and  d isposal  industry  that  ships  mineral  oil  on  the  Blackwell 
Line.  

Table  A-12 includes  a datasheet  for  BNGR  identifying  additional  details  and  operating  and  physical 
characteristics of the BNGR network in Oklahoma.  

Table  A-12: BNGR  Datasheet  
Railroad  Blackwell  Northern  Gateway  Railroad  

Alpha  Code:  BNGR  
Operator:  Blackwell  Northern  Gateway  Railroad  
Parent  Company:  U.S. Rail  Partners,  Ltd.  
Contact:  Scott  Nauer  
Phone:  (815) 355-0754  
Email:  s.naur@blackwellrr.com  
Company  Website:  https ://www.b lackwellrr.com/  

Service  Area  
Counties  in  Oklahoma:  Kay 
Principal  Stations  in  
Oklahoma:  

Blackwell  

Rail  Traffic  
Principal  Commodities:  Mineral  Oil  
Annual  Carloadings  in 
Oklahoma (2020)  

388  

Oklahoma  Route  Miles  
 

Subdivision  or  Segment 
and Limits  

 
Length  

 
Operated  

Out  of 
Servic 

e 

 
Owned  

 
Leased  

 
Trackag 
e Rights  

Average 
Number  
of  Trains 
per  Day  

KS / OK state  line  to  
Blackwell  

18 18 0 0 0 0  1 

Total  18 18 0 0 0 0  1 

mailto:s.naur@blackwellrr.com
http://www.blackwellrr.com/
http://www.blackwellrr.com/
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Track  Characteristics  (As Necessary  by  Line  Segment)  

FRA Track Class:  Excepted  
Operating  Speed:  10 mph  
Method  of  Operation  Yard  Limits  
Line  Density  (2020):  0.05  GTM 
Weight Limits:  263,000  lbs. 
Vertical  Clearance  and 
Restrictions:  

ᶢᶤṭ 

FRA Excepted  Track:  All  
Interchange  Points  

Location:  Railroad:  
Wellington,  KS BNSF 

  

  

Facilities  
Type:  Location:  
Classification  Yards  None  
Transload  Facility  Blackwell  
Intermodal  Facility  None  
Mechanical  Facility  Blackwell  

Bridges  
Number  of  Bridges  on  BNGR  in  Oklahoma:  30  Number  of  Bridges  in  Need  of  Repair:  25 
Number  of  Bridges  in  Need  of  Upgrade  to  Handle 
286K Loads:  20  

Other  Bridge  Comments, if  applicable:  None  

Present  Capacity  Constraints  And  Operational  Bottlenecks  
Location:  Description:  
MP  33.95 Tight  curve  restricting  longer  cars  
MP  34.7 Tight  curve  restricting  longer  cars  

Funded  Capital  Projects  (Infrastructure  and  Other  Improvements)  
Identification  and  Description:  Estimated  Costs,  if  known:  
None  N/A  

Future  Planned  Improvements  (Infrastructure  and  Other  Improvements)  
Identification  and  Description:  Estimated  costs, if  known:  
None  N/A  

Other Improvement and Infrastructure Needs (Not Yet Funded or Planned), Including 
Rehabilitation  or  Construction  of  Spur  Tracks  for  Increased  or  Renewed  Use  by  Rail  Shippers  

Identification  and  Description:  Estimated  costs, if  known:  
Upgrade  bridges  to  286k  XXXX 
Upgrade  track  to  class  1 XXXX 

Railcar  Storage  
Has  the  railroad  engaged  in  short -term  or  long -term 
railcar storage in 2020? If so, what is/was the 
volume of cars stored on the railroad?  

What  is  the  ɰǈȜȴɰɊǈǬṭɸ capacity  for  railcar  storage? 
Any other comments about the present railcar 
storage market?  

425 cars  300 -500  cars  
Other  Comments  

Identification:  Description:  
None  N/A  

Source:  BNGR  and ODOT  
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A.6.5 Cimarron  Valley  Railroad  (CVR) 
The Cimarron Valley Railroad (CVR) is a Class III railroad based in Satanta, Kansas. Operating former 
Atchison,  Topeka  & Santa  Fe Railway  branch  lines  in  southwestern  Kansas  and  the  Oklahoma  Panhandle,  it 
serves as a carrier of grain.  

Table  A-13 includes  a datasheet  for  CVR identifying  additional  details  and  operating  and  physical 
characteristics of the CVR network in Oklahoma.  

 
 

Table  A-13: CVR Datasheet  
Railroad  Cimarron  Valley  Railroad  

Alpha  Code:  CVR 
Operator:  Cimarron  Valley  Railroad  
Parent  Company:  Jaguar  Transport  
Contact:  Stu  Towner  
Phone:  (417) 622-0384  
Email:   

Company  Website:  http://www.jag -transport.com  
Service  Area  

Counties  in  Oklahoma:  Texas, Cimarron  
Principal  Stations  in  
Oklahoma:  

Keyes,  Boise  City  

Rail  Traffic  
Principal  Commodities:  Grain  
Annual  Carloadings  in  
Oklahoma  (2020)  

0 

Oklahoma  Route  Miles  
 

Subdivision  or  Segment 
and Limits  

 
Length  

 
Operated  

 
Out of 
Service  

 
Owned  

 
Leased  

 
Trackage 

Rights  

Average 
Number  
of  Trains 
per  Day  

West  CV Subdivision  34.5 34.5 0 3.45 0 0  >1 
Total  34.5 34.5 0 3.45 0 0  >1 

Track  Characteristics  (As Necessary  by  Line  Segment)  
FRA Track Class:  Class 1 
Operating  Speed:  10 mph  
Method  of  Operation:  None  
Line  Density  (2020):  0 GTM 
Weight Limits:  286,000  lbs. 
Vertical  Clearance  and 
Restrictions:  

None  

FRA Excepted  Track  Some  other -than -main -track  is FRA excepted  
Interchange  Points  

Location:  Railroad:  
Boise  City  (inactive)  BNSF 

  

Facilities  
Type:  Location:  
Classification  Yards   

Transload  Facility   

Intermodal  Facility   

Mechanical  Facility   

http://www.jag-transport.com/
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Bridges  

Number  of  Bridges  on  CVR in  Oklahoma:  18 Number  of  Bridges  in  Need  of  Repair:  8 
Number  of  Bridges  in  Need  of  Upgrade  to  Handle 
286K Loads: 3  

Other  Bridge  Comments, if  applicable:  N/A  

Present  Capacity  Constraints  and  Operational  Bottlenecks  
Location:  Description:  
None  None  

Funded  Capital  Projects  (Infrastructure  And  Other  Improvements)  
Identification  and  Description:  Estimated  Costs,  if  known:  
None  None  

Future  Planned  Improvements  (Infrastructure  And  Other  Improvements)  
Identification  and  Description:  Estimated  costs, if  known:  
None  None  

Other Improvement and Infrastructure Needs (Not Yet Funded or Planned), Including 
Rehabilitation  or  Construction  of  Spur  Tracks  for  Increased  or  Renewed  Use  by  Rail  Shippers  

Identification  and  Description:  Estimated  costs, if  known:  
Bridge  Repairs  $200,000  
Siding  restoration  - Keyes  $250,000  

Railcar  Storage  
Has  the  railroad  engaged  in  short -term  or  long -term  
railcar  storage  in  2020?  If  so,  what  is/was  the 
volume of cars stored on the railroad?  

What  is  the  ɰǈȜȴɰɊǈǬṭɸ capacity  for  railcar  storage?  
Any  other  comments  about  the  present  railcar 
storage market?  

N/A  N/A  
Other  Comments  

Identification:  Description:  
  

Source:  CVR and  ODOT  
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A.6.6 Farmrail  Corporation  (FMRC)  
Farmrail Corporation (FMRC) has acted since 1981 as a lessee -operator for Oklahoma Department of 
Transportation, managing an 82 -mile east -west line of Chicago, Rock Island & Pacific Railroad heritage 
between Weatherford and Erick. An additional 89 miles of  former Atchison, Topeka & Santa Fe Railway line 
between  Westhom  and  Elmer,  was  purchased  from  the  state  in  2013 after  20  years  of  operation  under  lease. 
Farmrail System, Inc. is an employee -owned holding company based in Clinton, Oklahoma for two Class II I 
common -ǥǈɰɰȜǳɰ ɰǈȜȴɰɊǈǬɸ ǥɊȽɭɰȜɸȜȿȎ ṄĞǳɸʆǳɰȿ ÂȰȴǈȖɊȽǈṭɸ èǳȎȜɊȿǈȴ èǈȜȴɰɊǈǬṁṄ 

Table  A-14 below  includes  a datasheet  for  FMRC identifying  additional  details  and  physical  and  operating 
characteristics of the FMRC network in Oklahoma  

Table  A-14: FMRC  Datasheet  
Railroad  Farmrail  Corporation  

Alpha  Code:  FMRC 
Operator:  Farmrail  Corporation  
Parent  Company:  Farmrail  System,  Inc.  
Contact:  Judy Petry  
Phone:  (580)  323-1234 
Email:  judypetry@farmrail.com  
Company  Website:  www.farmrail.com  

Service  Area  
Counties  in  Oklahoma:  Beckham,  Washita,  Custer,  Caddo,  Kiowa,  Greer,  Jackson  
Principal  Stations  in  
Oklahoma:  

Clinton,  Elk  City,  Weatherford,  Altus,  Lonewolf,  Westhom  

Rail  Traffic  
Principal  Commodities:  Frac  sand,  aggregate,  oilfield  products,  feed  
Annual  Carloadings  in  
Oklahoma  (2020)  

3,234 

Oklahoma  Route  Miles  

 
Subdivision  or  Segment 
and Limits  

 
 

Length  

 
 

Operated  

 
Out of 
Service  

 
 

Owned  

 
 

Leased  

 
Trackag 
e Rights  

Averag 
e 

Numbe 
r of 

Trains  
per  Day  

Sunbelt  87.0  79.5 7.5 0 87.0  0 2-3 
Orient  97.0  93.1 3.9 97.0  0 0 2-3 
Total  184.0 172.6 11.4 97.0  87.0  0 4-6 

Track  Characteristics  (As Necessary  by  Line  Segment)  
FRA Track Class:  Orient  Division Ṝ Class 1; 

Sunbelt  Division:  Weatherford  to  Clinton  Ṝ excepted,  Clinton  to 
Sayre Ṝ Class 2, Sayre to Erick Ṝ Class 1 

Operating  Speed:  Orient  Division Ṝ 10 mph;  
Sunbelt  Division:  Weatherford  to  Clinton  Ṝ 10 mph,  Clinton  to 
Sayre Ṝ 25 mph, Sayre to Erick Ṝ 10 mph  

Method  of  Operation  Track  Warrant  Control  
Line  Density  (2020):  Not  Provided  
Weight Limits:  Orient  Division:  Foley  to  Westhom  Ṝ 286,000  lbs, Clinton  to  Elmer  

Ṝ 268,000 lbs  
Sunbelt  Division:  Clinton  to  Weatherford  Ṝ 268,000  lbs, Clinton  to 
Elk City Ṝ 286,000 lbs, Elk City to Erick Ṝ 268,000 lbs.  

Vertical  Clearance  and  Restrictions:  N/A  
FRA Excepted  Track:  Sunbelt  Division Ṝ Clinton to  Weatherford  

mailto:judypetry@farmrail.com
http://www.farmrail.com/
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Interchange  Points  

Location:  Railroad:  
Altus  BNSF, GNBC, WTJR 
Clinton  GNBC  

Facilities  
Type:  Location:  
Classification  Yards  Altus,  Clinton  
Transload  Facility  Westhom  
Intermodal  Facility  None  
Mechanical  Facility  Clinton,  Elk  City  

Bridges  
Number  of  Bridges  on  FMRC  in  
Oklahoma : 131 

Number  of  Bridges  in  Need  of  Repair : 36 

Number  of  Bridges  in  Need  of  Upgrade 
to Handle 286K Loads: 76 

Other  Bridge  Comments,  if  applicable:  Bridges  are  inspected 
annually by Koppers  

Present  Capacity  Constraints  and  Operational  Bottlenecks  
Location:  Description:  
None  N/A  

Funded  Capital  Projects  (Infrastructure  and  Other  Improvements)  
Identification  and  Description:  Estimated  Costs,  if  known:  
Build  2 double -ended  passing 
sidings in Elk City  

$1.23M 

Future  Planned  Improvements  (Infrastructure  and  Other  Improvements)  
Identification  and  Description:  Estimated  costs, if  known:  
None  N/A  

Other Improvement and Infrastructure Needs (Not Yet Funded or Planned), Including 
Rehabilitation  or  Construction  of  Spur  Tracks  for  Increased  or  Renewed  Use  by  Rail  Shippers  

Identification  and  Description:  Estimated  costs, if  known:  
None  N/A  

Railcar  Storage  
Has  the  railroad  engaged  in  short -term 
or long -term railcar storage in 2020? If 
so, what is/was the volume of cars  
stored  on  the  railroad?  

What  is  the  ɰǈȜȴɰɊǈǬṭɸ capacity  for  railcar  storage?  Any  other  
comments  about  the  present  railcar  storage  market?  

2,508 cars  2,959 cars  
Other  Comments  

Identification:  Description:  
None  N/A  
Source:  FMRC and  ODOT  
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A.6.7 Grainbelt  Corporation  (GNBC)  
Grainbelt  Corporation  (GNBC),  was  formed  in  1987 to  purchase  from  Burlington  Northern  Railroad 
Company 178 miles of line linking Enid and Frederick.  

Table  A-15 includes  a datasheet  for  GNBC  identifying  additional  details  and  operating  and  physical 
characteristics of the GNBC network in Oklahoma.  

Tabl e A-15: GNBC  Datasheet  
Railroad  Grainbelt  Corporation  

Alpha  Code:  GNBC  
Operator:  Grainbelt  Corporation  
Parent  Company:  Farmrail  System,  Inc.  
Contact:  Judy Petry  
Phone:  (580)  323-1234 
Email:  judypetry@farmrail.com  
Company  Website:  www.farmrail.com  

Service  Area  
Counties  in  Oklahoma:  Garfield,  Major,  Blaine,  Dewey,  Custer,  Washita,  Kiowa,  Tillman  
Principal  Stations  in  
Oklahoma:  

Enid,  Okeene,  Southard,  Thomas,  Clinton,  Snyder,  Frederick  

Rail  Traffic  
Principal  Commodities:  Frac  sand,  grain,  aggregate,  gypsum,  oilfield  products,  feed  
Annual  Carloadings  in  
Oklahoma  (2020)  

5,147 

Oklahoma  Route  Miles  
 

Subdivision  or  Segment 
and Limits  

 
Length  

 
Operated  

 
Out of 
Service  

 
Owned  

 
Leased  

 
Trackage 

Rights  

Average 
Number 
of Trains  
per  Day  

GNBC  178.9 177.2 1.5 178.9 0 37.3 6-7 
Total  178.9 177.2 1.5 178.9 0 37.3  

Track  Characteristics  (As Necessary  by  Line  Segment)  
FRA Track Class:  Class 2 
Operating  Speed:  25 mph  
Method  of  Operation:  Track  Warrant  Control  
Line  Density  (2020):  Not  Provided  
Weight Limits:  286,000  lbs  Enid  to  north  end  of  North  Canadian  River  Bridge;  286,000  lbs from  the 

south end of the North Canadian River Bridge to Clinton; 268,000 lbs Clinton to  
Frederick  

Vertical  Clearance  and  
Restrictions:  

ᶡᶦṭᶨṫ MP  663.2 Deer  Creek  Bridge  

FRA Excepted  Track  None  
Interchange  Points  

Location:  Railroad:  
Enid  BNSF  (and  UP via BNSF)  
Clinton  FMRC 
Snyder  BNSF, SLWC 
Frederick  WTJR 
Altus  BNSF  via  trackage  rights  

Facilities  
Type:  Location:  
Classification  Yards  Okeene,  Clinton,  Snyder,  Altus  
Transload  Facility  Thomas  (via  FMRC) 
Intermodal  Facility  None  

mailto:judypetry@farmrail.com
http://www.farmrail.com/
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Mechanical  Facility  Clinton  

Bridges  
Number  of  Bridges  on  GNBC  in  Oklahoma:  108 Number  of  Bridges  in  Need  of  Repair:  69 
Number  of  Bridges  in  Need  of  Upgrade  to  Handle  
286K  Loads:  53 

Other  Bridge  Comments,  if  applicable:  Bridges are 
inspected  annually  by  Koppers  

Present  Capacity  Constraints  and  Operational  Bottlenecks  
Location:  Description:  
None  N/A  

Funded  Capital  Projects  (Infrastructure  and  Other  Improvements)  
Identification  and  Description:  Estimated  Costs,  if  known:  
New  construction  of  the  North  Canadian  River 
Bridge  

$3,400,000  

Construction  of  ɪ ᶠᶠᶠṭ passing  siding  at  Okeene  $1,100,000 
Future  Planned  Improvements  (Infrastructure  and  Other  Improvements)  

Identification  and  Description:  Estimated  costs, if  known:  
None  N/A  

Other Improvement and Infrastructure Needs (Not Yet Funded or Planned), Including 
Rehabilitation  or  Construction  of  Spur  Tracks  for  Increased  or  Renewed  Use  by  Rail  Shippers  

Identification  and  Description:  Estimated  costs, if  known:  
  

Railcar  Storage  
Has  the  railroad  engaged  in  short -term  or  long -term 
railcar storage in 2020? If so, what is/was the  
volume  of  cars  stored  on  the  railroad?  

What  is  the  ɰǈȜȴɰɊǈǬṭɸ capacity  for  railcar  storage?  
Any  other  comments  about  the  present  railcar 
storage market?  

161 cars  161 cars  

Other  Comments  
Identification:  Description:  
None  N/A  

Source:  GNBC  and  ODOT  
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A.6.8  Gateway  Eastern  Railroad  (GWER)  
The Gateway Eastern Railroad (GWER) is a Class III railroad that is a wholly owned subsidiary of Class I 
railroad  Kansas  City  Southern.  GWER  owns  and  operates  a former  KCS branch  between  Poteau,  Oklahoma 
and Fort Smith, Arkansas.  

Table  A-16 includes  a datasheet  for  GWER  identifying  additional  details  and  operating  and  physical 
characteristics of the ARS network in Oklahoma.  

Table  A-16: GWER  Datasheet  
Railroad  Gateway  Eastern  Railroad  

Alpha  Code:  GWER  
Operator:  Gateway  Eastern  Railroad  
Parent  Company:  KCS 
Contact:   

Phone:   

Email:   

Company  Website:   

Service  Area  
Counties  in  Oklahoma:  Le Flore  
Principal  Stations  in  
Oklahoma:  

Poteau  

Rail  Traffic  
Principal  Commodities:   

Annual  Carloadings  in 
Oklahoma (2020)  

 

Oklahoma  Route  Miles  
 
 

Subdivision  or  Segment 
and Limits  

 
 

Length  

 
 

Operated  

 
 

Out of 
Service  

 
 

Owned  

 
 

Leased  

 
 

Trackag 
e Rights  

Averag 
e 

Numbe 
r of 

Trains  
per 
Day  

Poteau Ṝ OK/AR  state  
line  

14 14 0 0 0 0 1 

Total  14 14 0 0 0 0 1 
Track  Characteristics  (As Necessary  by  Line  Segment)  

FRA Track Class:  Class 2 
Operating  Speed:  25 mph  
Method  of  Operation:  Track  Warrant  Control  
Line  Density  (2020)  in 
Annual Million Gross  
Tons  per  Mile  (MGT)  

 

Weight Limits:  263,000  lbs. 
Vertical  Clearance  and 
Restrictions:  

None  

FRA Excepted  Track  None  
Interchange  Points  

Location:  Railroad:  
Poteau  Kansas  City  Southern  

Facilities  
Type:  Location:  
Classification  Yards  None  
Transload  Facility  None  
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Intermodal  Facility  None  
Mechanical  Facility  None  

Bridges  
Number  of  Bridges  on  GWER  in Oklahoma:  Number  of  Bridges  in  Need  of  Repair:  
Number  of  Bridges  in  Need  of  Upgrade  to  Handle  
286K  Loads:  

Other  Bridge  Comments, if  applicable:  

Present  Capacity  Constraints  and  Operational  Bottlenecks  
Location:  Description:  

  

Funded  Capital  Projects  (Infrastructure  and  Other  Improvements)  
Identification  and  Description:  Estimated  Costs,  if  known:  
None  N/A  

Future  Planned  Improvements  (Infrastructure  and  Other  Improvements)  
Identification  and  Description:  Estimated  costs, if  known:  
None  N/A  

Other  Improvement  and  Infrastructure  Needs  (Not  Yet  Funded  or  Planned),  Including  
Rehabilitation  or  Construction  of  Spur  Tracks  for  Increased  or  Renewed  Use  by  Rail  Shippers  

Identification  and  Description:  Estimated  costs, if  known:  
  

  

  

Railcar  Storage  
Has  the  railroad  engaged  in  short -term  or  long -term 
railcar storage in 2020? If so, what is/was the  
volume  of  cars  stored  on  the  railroad?  

What  is  the  ɰǈȜȴɰɊǈǬṭɸ capacity  for  railcar  storage?  
Any  other  comments  about  the  present  railcar 
storage market?  

  

Other  Comments  
Identification:  Description:  
None  N/A  

Source:  GWER  and  ODOT  
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A.6.9 Hollis  & Eastern  Railroad (H&E) 
The Hollis & Eastern (H&E) was established in 1958 to purchase a 34 -mile section of the Missouri -Kansas - 
Texas Railroad  slated  for  abandonment  from  Hollis,  Oklahoma  to  Altus,  Oklahoma.  The  portion  from  Hollis 
to Duke was later abandoned.  Now owned by Ameri can Gypsum, the portion from Duke to Altus is 
operated  by  the  Stillwater  Central  Railroad  today.  Details about  the  operating  and  physical  characteristics 
of the H&E in Oklahoma can be found in the SLWC section presented later this Appendix.  

Source:  Oklahoma  Historical  Society  

A.6.10 Kiamichi  Railroad  (KRR) 
The Kiamichi Railroad operates in southeastern Oklahoma over former St. Louis -San Francisco R ailroad 
branch lines. It is a subsidiary of Genesee & Wyoming, a large short line holding company. Its primary 
commodities  include  coal,  clay,  concrete,  food  and  kindred  products,  glass  and  stone,  lumber  and  wood 
products, pulp and paper, and non -metallic minerals.  

Source:  Genesee  & Wyoming  

Table  A-17 includes  a datasheet  for  KRR identifying  additional  details  and  operating  and  physical 
characteristics of the IKRR network in Oklahoma.  

Table  A-17: KRR Datasheet  
Railroad  Kiamichi  Railroad  

Alpha  Code:  KRR 
Operator:  Kiamichi  Railroad  Company  L.L.C. 
Parent  Company:  Genesee  & Wyoming  Inc.  
Contact:  Stephen  Wellman,  General  Manager  
Phone:  (513) 505-9553 
Email:  stephen.wellman@gwrr.com  
Company  Website:  https ://www.gwrr.co m /ra ilroads/north_america/kiamichi_railroad#m_tab -one -panel  

Service  Area  
Counties  in  Oklahoma:  Bryan,  Choctaw,  McCurtain,  Pushmataha  
Principal  Stations  in  
Oklahoma:  

Madill,  Lakeside,  Durant,  Hugo,  Antlers,  Valiant  

Rail  Traffic  
Principal  Commodities:  Coal, clay,  concrete,  food,  glass  and  stone,  lumber,  pulp  and  paper,  minerals  
Annual  Carloadings  in  
Oklahoma  (2020)  

Not  Provided  

Oklahoma  Route  Miles  
 

Subdivision  or  Segment 
and Limits  

 
Length  

 
Operated  

 
Out of 
Service  

 
Owned  

 
Leased  

 
Trackage 

Rights  

Average 
Number  
of  Trains 
per  Day  

Lake  Ṝ Hugo  65 65 0 65 0 0 2-3 
Hugo  Ṝ Oklahoma  / 
Arkansas  State  Line  

65 65 0 65 0 0 3 

Hugo  Ṝ Antlers  16 3 13 16 0 0 1 
Hugo Ṝ Oklahoma / 
Texas State  Line  (Paris 
Branch)  

10 10 0 10 0 0 2 

Total  156 143 0 156 0 0  

mailto:stephen.wellman@gwrr.com
http://www.gwrr.com/railroads/north_america/kiamichi_railroad#m_tab-one-panel
http://www.gwrr.com/railroads/north_america/kiamichi_railroad#m_tab-one-panel
http://www.gwrr.com/railroads/north_america/kiamichi_railroad#m_tab-one-panel
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Interchange  Points  

Location:  Railroad:  
Madill  BNSF 
Durant  UP 

Facilities  
Type:  Location:  
Classification  Yards  Hugo  
Transload  Facility  N/A  
Intermodal  Facility  N/A  
Mechanical  Facility  N/A  

Bridges  
Number  of  Bridges  on  KRR in  Oklahoma:  80  Number  of  Bridges  in  Need  of  Repair:  24 
Number  of  Bridges  in  Need  of  Upgrade  to  Handle 
286K Loads: 24 

Other  Bridge  Comments,  if  applicable:  Several  bridge 
projects funded by FY 2020 CRISI grant  

Present  Capacity  Constraints  and  Operational  Bottlenecks  
Location:  Description:  
None  None  

Funded  Capital  Projects  (Infrastructure  and  Other  Improvements)  
Identification  and  Description:  Estimated  Costs,  if  known:  
2020  CRISI Grant  $20,012,000  
2021 CAPEX $1,500,000  

Future  Planned  Improvements  (Infrastructure  and  Other  Improvements)  
Identification  and  Description:  Estimated  costs, if  known:  
2022  CAPEX $1,500,000  

Other Improvement and Infrastructure Needs (Not Yet Funded or Planned), Including 
Rehabilitation  or  Construction  of  Spur  Tracks  for  Increased  or  Renewed  Use  by  Rail  Shippers  

Identification  and  Description:  Estimated  costs, if  known:  
None  None  

Railcar  Storage  
Has  the  railroad  engaged  in  short -term  or  long -term  
railcar  storage  in  2020?  If  so,  what  is/was  the 
volume of cars stored on the railroad?  

What  is  the  ɰǈȜȴɰɊǈǬṭɸ capacity  for  railcar  storage?  
Any  other  comments  about  the  present  railcar 
storage market?  

Yes Ṝ 343 Approx.  600  
Other  Comments  

Identification:  Description:  
None  N/A  

Source:  KRR and ODOT  






































































































































































































































