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Exhibit XVIII

1993 SUNSET LIMITED EXTENSION
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extension of the Sunset Limited to Miami.
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Jacksonville (ET)
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Displayed below is the schedule assumed for the second option, the tri-weekly
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The same intermediate station stops were assumed for this option as for the daily New

Orleans-Jacksonville option between New Orleans and Jacksonville. South of Jacksonville,

the Sunset extension would serve all present Silver Meteor stops to Miami. Similar

connections to those outlined above in the first option (i.e. City of New Orleans to Chicago,

Silver Meteor to the Carolinas and New York) were assumed here as well.

The proposed consist for daily New Orleans-Jacksonville service was one diesel

locomotive, one Superliner diner, one Superliner sleeper, one Superliner coach, and one

Superliner baggage-coach. Two sets of equipment plus protect would be required and was

estimated to cost $22.8 million.
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A tri-weekly extension of the Sunset Limited would require only one additional set of
equipment for the five through-cars and one locomotive operating beyond New Orleans to
Miami. The proposed consist for this service would be one diesel .looomotive, one baggage
car, two Superliner coaches, one Superliner diner, and one Superliner Sleeper. Total cost for

the required equipment was estimated at $11.8 million.
bsi wirements and Performance Measures
Implementation of daily New Orleans-Jacksonville service was forecast to initially
increase Amtrak’s annual subsidy needs by $6.1 million per year. Performance measures are
shown below.
Passenger miles per train mile 91
Short-term profit(loss) per passenger

mile (30.100)

Extending the tri-weekly Sunset Limited to Miami was projected to require a first-year

Federal subsidy increase of $1.1 million, and post the following performance measures:
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Current Proposed

LAX-NOL LAX-MIA
Sunset_ - Sunget
Passenger miles per train mile | 184 182
Short-term profit(loss) per passenger
mile (30.044) (30.027)

Track and Facility Conditions

Both options require operation over a segment of track not currently used for Amtrak
service, the approximately 620 miles of CSX trackage between Jacksonville and New

Orleans. Amtrak’s Opemﬁng-Engineeﬁng Task Force inspected the line in November 1990.

The route is generally located in woodlands and bayous along the Gulf Coast. The
track itself is primarily level, with some rolling terrain, moderate grades and curves, and long

tangents. However, it is essentially a combination of two different types of rail operations.

The approximately 415 miles from Jacksonville to Flomaton, AL have moderate
freight traffic primarily headed to and from New Orleans. Substantial amounts of chemicals
are handled on these trains, and the track was extensively rehabilitated during the 1970’s.

Approximatély 250 miles of the route are unsignalled, with traffic flows controlled by track
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warrants. The absence of signals would limit passenger operations to 59 mph.

The approximately 205 miles between Flomaton and New Orleans link not only
Jacksonville, but because of converging main lines, Birmingham, Atlanta, and points north,
with New Orleans. Freight traffic is fairly heavy, with a substantial movement of chemicals
and petroleum products. The line has a Traffic Control Signal System (TCS) and is well

maintained.

Crossing signal circuits need to be lengthened, and signalling work needs to be done .
in CSX’s Gentilly Yard, 11 miles east of New Orleans to permit expeditious rail passenger
operations. Stations, platforms, lighting, and parking are required at all proposed stops with
the exception of Mobile. Potable drinking water supply facilities for enroute equipment
servicing, as well as a train and enging crew base are required at Pensacola. These capital E

costs were initially projected to total roughly $13.2 million.

Additionally, local speed restrictions are particularly burdensome on this route. Relief

from these would be necessary for the achievement of expeditious running times.
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Status Sinc bmission of Report to Congr

As a result of the substantial improvemeht forecast to result in the performance
measures of the Sunset Limited, the relatively small increase in federal subsidy requirements,
and the minimal equipment required to extend service to Miami, Amtrak plans to implement
this extension effective with its April 1993 timetable change. The capital requirements
outlined above are being jointly funded by the states of Louisiana, Mississippi, Alabama, and
Florida. Amtrak is working with the affected communities and CSX to lift local speed

restrictions.
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AN EVALUATION OF SERVICE TO AREAS
NOT PRESENTLY SERVED

Executive Summary

Background and Assumptions

Public Law 101-322, the Amtrak Reauthorization and Improvement Act of 1990,
directed that the "National Railroad Passenger Corporation shall study the economic
feasibility of providing new service, if such service will have the potential of covering the
operating costs associated with such service, to areas not served by the Corporation as of the
date of enactment of this Act."

While the legislative criteria specifies that the routes are to hold the potential for
breaking even, this potential could not be determined prior to estimating the possible revenues
and operating costs the routes might generate. Therefore, routes were selected for evaluation
that are frequently cited as desirable links in Amtrak’s national network, or would link major
population areas with important regional centers, major tourist attractions, state capitals, etc,
that currently have no Amtrak service, or have other characteristics that are typical of
Amtrak’s more successful existing services. Additionally, an attempt was made to achieve
geographic balance in the analysis.

Passenger revenue forecasts were modelled using detailed market-specific data, taking
into consideration the population of the markets served, the travel time and mileage between
trip origin and destination, the frequency of service, and the time of day each market is
served. Additionally, each of the evaluated routes was reviewed for its potential for U.S.
Postal Service contracts. For those routes which connect markets which, in Amtrak’s
estimation, hold the potential for a U. S. Postal service contract for mail carriage, subsidy
requirements and performance measures reflect the inclusion of estimated mail revenue.

All operating costs developed for purposes of this evaluation are based on current
labor contracts and practices. They are estimated in FY92 dollars, and reflect the
incremental costs that would be incurred if the evaluated services were to be implemented.
The following types of costs are included: train and engine crews; train fuel and power;
railroad costs; equipment maintenance; maintenance of way; on-board services; stations; sales
and marketing; insurance; and general support.

Given the number of routes considered, this evaluation focuses on indicating an order
of magnitude of the expected financial results of the routes considered. Some of the routes
selected would operate over track segments that Amtrak has not inspected or evaluated as to
their suitability for expedited passenger service. Significantly different schedules than those
used for planning purposes might be necessary, and would impact both revenues and
operating costs. Implementing any one of these services would require a more detailed
evaluation than provided in this overview to determine with greater precision the capital costs
for initiating service, the achievable schedules, and the expected revenues and operating
costs.






