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1.0 INTRODUCTION 
The Western Cheyenne Transportation Study (WCTS) was conducted on behalf of the 
Cheyenne Metropolitan Planning Organization (the MPO) to address several railroad 
concerns and economic development opportunities within Cheyenne’s planning area. 
 
1.1  Study Background and Purpose 
The key railroad issue examined during the WCTS was the conflicts created when 
mainline Burlington Northern Santa Fe (BNSF) trains pass through downtown 
Cheyenne and Warren Air Force Base (WAFB).  BNSF currently operates on tracks that 
bisect WAFB, possibly exposing WAFB to safety and security risks.  Since September 
11, 2001, trains have been required to stop outside the base to be searched, causing 
operational delays.  BNSF operations are further hindered because many trains do not 
fit in the existing yard - they either extend into WAFB or block at-grade roadway 
crossings in downtown.  Relocation of the mainline (and possibly the yard) out of 
downtown Cheyenne and WAFB was seen as a potential alternative to address these 
issues.  As part of this effort, the potential for re-use of the existing BNSF facilities in 
downtown for passenger service connecting to other Front Range communities was 
examined. 
 
Concurrent with the rail relocation, the MPO wanted to consider options for improving 
the economic viability of the Cheyenne area.  Various industrial and commercial 
prospects for the Cheyenne area would benefit from the ability to obtain rail service for 
their business.  The WCTS was tasked with evaluating the potential for a rail-served 
industrial facility within the MPO’s planning area.  The goal was to evaluate concepts for 
a facility that could provide appropriate development opportunities given the fact that 
two major interstates and two major railroads pass through the Cheyenne metropolitan 
area. 
 
1.2  Study Area 
The study area includes almost 60 square miles between US 85 and Boundary Road 
(east and west boundaries respectively), and between the BNSF railroad and Terry 
Ranch Road (north and south boundaries, respectively).  See Figure 1-1, Study Area 
Map.  Key transportation facilities within the study area include the north-south BNSF 
mainline, the east-west Union Pacific (UP) mainline, I-80 (east-west), and I-25 (north-
south).  Other major study features include WAFB (northwest of the I-80 / I-25 
interchange), the BNSF yards, and the UP yards. 
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1.3  Related Plans and Studies  
There are several past and ongoing planning efforts that consider the WCTS study 
area. 

♦ The West Cheyenne Land Use and Infrastructure Improvement Plan (Cheyenne 
MPO, 2002) established the following goals: 

- Encourage new employers in planned business park, office and industrial areas 
- Enhance connections between railroad and roadway transportation 
- Construct interchanges at I-80 and Roundtop Road and I-25 south of College 

Avenue (Speer Interchange) 
- Expand several roadways to four-lane principal arterials, including Roundtop 

Road, Happy Jack Road (from Roundtop to I-25), and Otto Road 

♦ The Wyoming Freight Movement and Wind Vulnerability Study (WyDOT, 2004) 
studied commodity flow volumes and truck and rail freight movement.  These data 
were referenced in the market analysis for the WCTS. 

♦ The Wyoming State Rail Plan (WyDOT, 2004) identified and mapped Wyoming rail 
carriers and markets by commodity types and tonnage throughout the state.   These 
data were referenced in the market analysis and the rail relocation evaluation for the 
WCTS. 

♦ The Front Range Railroad Relocation Study (CDOT, ongoing) is studying the public 
benefits and costs of UP and BNSF capital improvements in the Denver area, 
including reactivation of an old line and the creation of north/south rail and motor 
freight corridor east of Denver.  These improvements could affect freight patterns 
through southeastern Wyoming. 

♦ Cheyenne Area Development Plan (Cheyenne MPO, 1992) is the section of The 
Comprehensive Plan that programmed land uses in the western Cheyenne region.  
The assigned uses reflected city, county and stakeholder agreements pertaining to 
future expansion and development plans.  Understanding the existing and future 
land uses adjacent to railroad and other vital transportation corridors was critical to 
recommending relocation alternatives.  The Draft Western Cheyenne Land Use and 
Infrastructure Improvement Plan updated The Land Use Development Plan to reflect 
the 2000 Census. 

♦ North Front Range Transportation Alternatives Feasibility Study (CDOT, 2000) also 
known as the TAFS study, was a major investment study conducted along 
Colorado’s north Front Range.  The study concluded that commuter rail and highway 
improvements between Denver, Fort Collins, and Greeley would best serve the north 
Front Range travel shed.  It is relevant in that it provides a starting point for 
examination of passenger (commuter) rail between Denver and northern 
communities, including Cheyenne. 
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♦ North I-25 EIS (CDOT, ongoing) is a current effort to evaluate transportation 
alternatives in Colorado’s north Front Range.  The study is taking the results of the 
TAFS study and evaluating them (along with other options) under the National 
Environmental Policy Act (NEPA) process.  When completed, the study is expected 
to outline a preferred alternative for the North I-25 area between the Denver metro 
area and Fort Collins / Greeley.  Additional environmental clearances would be 
required if passenger (commuter) rail was to be extended from the North I-25 study 
area to Cheyenne. 

♦ US 36 EIS (CDOT / RTD, ongoing) is evaluating the southern portion of the BNSF 
line between Denver and Cheyenne for potential commuter rail service.  The 
commuter rail alternative was proposed to link Denver and Boulder in an earlier 
major investment study.  As a related effort, RTD is studying the extension of 
commuter rail along the BNSF from Boulder to Longmont.  Construction of both of 
these projects has been funded as part of the Denver area’s recent FasTracks ballot 
initiative.  The extension of this service to Fort Collins or Greeley is being examined 
as an alternative in the North I-25 EIS. 

♦ UP owns a 140-acre yard and several other facilities in Denver’s urban core.  The 
railroad has signed a letter of intent to relocate and consolidate its downtown 
facilities to a 750-acre site east of Denver.  Several elements of the FasTracks plan 
would take advantage of this effort.  These improvements could provide added east-
west capacity on the UP mainline through Denver.  It is not yet clear what effect this 
would have on current UP freight traffic through Cheyenne. 

♦ In addition to transportation-related interests, Cheyenne LEADS (the local economic 
development authority) has several related projects.  These efforts could benefit 
from well-planned rail connections. 

- LEADS operates the Cheyenne Business Parkway, a platted business park 
adjacent to the UP mainline several miles east of I-25 but without direct rail 
service.  Several tenants have already established facilities on this site. 

� TrussCraft, a structural truss design and fabrication company on 
Whitney Road, currently uses rail-shipped materials off-loaded at a 
facility in Egbert, WY, about 30 miles east of Cheyenne. 

� Lowe’s Home Improvement Warehouse has expressed an interest in 
receiving goods via rail for their distribution facility at Christensen Road 
and Venture Parkway. 

- LEADS has recently begun development of the West I-80 Business Park, a 
612-acre facility in the northwest quadrant of the I-80 / Roundtop Road 
intersection.  They are considering an expansion of this site to the south (to 
Otto Road along Roundtop Road) that would be within several hundred feet of 
UP’s mainline.  This proximity could allow for rail service. 
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1.4  Report Organization 
This document summarizes the efforts performed for the study, including: 
 
♦ Introduction: A brief explanation of the study’s background, purpose and a 

definition of the study area. 

♦ Existing Conditions:  A description of the land uses, resources, facilities and future 
plans within the study area that will contribute to the formation and selection of 
alternatives. 

♦ Rail Relocation Alternative Analysis:  A presentation of each of the alternatives 
considered through two different phases of analysis. 

♦ Market Assessment:  A description of commodity flows, shipping markets and an 
analysis of future demand for services. 

♦ Rail Served Industrial Facility:  An assessment of the feasibility of a rail served 
industrial park or intermodal facility and identification of potential options. 

♦ Passenger Rail Opportunities:  A description of current planning efforts related to 
commuter rail and how they relate to the Cheyenne area. 

♦ Funding Alternatives:  Various federal, state and local funding opportunities are 
described for both the rail relocation and the rail served industrial facility. 

♦ Public and Stakeholder Involvement: A description of the techniques and 
materials used to communicate to members of the general public and agencies 
about the project, and a record of their responses. 

♦ Study Recommendations:  A description of the alternatives in terms of their 
feasibility, and recommendations for next steps. 
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2.0 EXISTING CONDITIONS 
This chapter outlines existing conditions in the study area that are used for the various 
WCTS efforts. Many of the data used were assembled from the City of Cheyenne’s 
extensive Geographical Information Systems (GIS) database.  These data were 
expanded through field visits, coordination with other agencies, and reviews of the 
planning efforts already described. 
 
2.1  Transportation Facilities 
The existing transportation network provides the backbone for goods and person 
movement throughout the study area. 
 
2.1.1 Roadway Facilities 
The study area is served by two major interstates and numerous other state and local 
roadways. Figure 2-1, Existing Roadway Conditions, depicts the roadways and daily 
traffic volumes in the study area. 
 
♦ Interstate 80 bisects the study area from west to east.  It intersects with I-25 and the 

UP line south of Warren Air Force Base.  I-80 is one of the major highways in the 
United States, and the Wyoming section serves more truck traffic than any other 
segment of east-west interstate in the country.  FHWA projections estimate that 
freight traffic will increase by three times on I-80 within the next twenty years.  Local 
planning efforts do not reflect substantial auto traffic growth in that time period. 

♦ Interstate 25 carries up to 18,000 vehicles per day south of Cheyenne and up to 
20,000 vehicles per day north of Cheyenne.  Traffic volumes are expected to double 
on I-25 north of Cheyenne, and to increase by half south of Cheyenne. 

♦ Arterials in the study area are generally two-lane state highways.  They include Otto 
Road (WY 225, east-west), Happy Jack Road (WY 210, east-west), and Roundtop 
Road (WY 222, north-south).  In the downtown area (generally along the east edge 
of the WCTS study area), US 30 (Lincolnway) and US 85 (Central Avenue) are 
major multi-lane arterials. 

♦ Local circulation in the project area is provided on a network of two-lane collectors 
and residential roadways.  The local circulation pattern is discontinuous - there are 
no public streets through the base.  This increases reliance on the area’s arterials 
and interstates to get from the residential areas west of the base to downtown 
Cheyenne.  This issue influenced many of the expansion plans described in the 
West Cheyenne Land Use and Infrastructure Improvement Plan. 
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2.1.2 Railroad Operations and Facilities 
The study area is served by two major railroads – the Burlington Northern Santa Fe 
(BNSF) and the Union Pacific (UP).  The railroad facilities in Cheyenne vary 
significantly.  UP operates a major facility in town and BNSF provides only limited 
service through Cheyenne.  Refer to Figure 2-2, Existing Rail Conditions and 
Appendix 1, Existing Rail Conditions Report. 
 
♦ BNSF operates four to six freight trains a day through Cheyenne on a generally 

north-south alignment.  There is a small BNSF yard located just east (railroad south) 
of WAFB.  One train per day in each direction stops in Cheyenne to deliver and pick 
up railcars for local industries.  A local train performs switching duties for Cheyenne 
customers including a beer distributor, a lumberyard, a scrap metal dealer, and a 
team track serving businesses without rail sidings.  The existing BNSF mainline 
bisects Warren Air Force Base (WAFB) on a leased right-of-way.  Since September 
11, 2001, trains have been required to stop outside of WAFB to be searched, 
causing an operational delay and exposing the WAFB to additional safety and 
security risks.  BNSF operations are further delayed because the trains do not fit in 
the yard – they extend into WAFB or block at-grade roadway crossings in downtown.  
In addition, only coal trains are allowed to travel through the base at night – mixed 
freight and other trains must wait to be searched during daylight hours. 

♦ UP operates at least 70 east-west trains per day through Cheyenne, along with 20 or 
more north-south trains between Cheyenne and Denver.  The Cheyenne-Denver line 
(known as the Greeley Subdivision) meets the east-west mainline at Speer Junction, 
in the southern part of the study area.  The railroad maintains a large yard along the 
south side of downtown, with facilities for crew changes, turning equipment, 
locomotive servicing and fueling, and connections to local industries.  The yard also 
serves as the base for UP’s Heritage Program, maintaining historic railcars and 
locomotives for corporate promotional programs.   

♦ The Reed Avenue Spur connects the two railroads and runs just west of Reed 
Avenue in downtown.  This low speed line serves several trains per week, including 
local freight traffic between the two railroads and ballast trains from the quarry west 
of Cheyenne (served by UP) to destinations on the BNSF. 
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2.2  Land Use and Development 
The study area is known as West Cheyenne.  The majority of the study area is 
unincorporated (outside Cheyenne City limits) and falls within Laramie County. 
 
2.2.1 Population 
The Cheyenne area has a population of approximately 53,000 and about 6,000 of those 
people live in the study area.  About 75 percent of the population in western Cheyenne 
lives on Warren Air Force Base.  There are approximately 7,800 jobs in the study area.  
Major employers include Warren Air Force Base (consisting of Wyoming Air National 
Guard, Wyoming Army National Guard, and the Wyoming Guard Adjutant General), the 
state of Wyoming (consisting of the Wyoming Highway Department and Wyoming 
Game and Fish), Dyno Nobel Chemical Company, Little America, Hitching Post, 
McDonalds, and United Parcel Service.  Population growth in western Cheyenne since 
1990 accounts for about one third of the growth in the Cheyenne region as a whole.   
 
2.2.2 Land Use 
The majority of the study area is agricultural in nature, with scattered ranch homes and 
both state-owned and privately held grazing land.  Figure 2-3, 2000 Land Use, depicts 
the range of land uses in the study area.  New development is either occurring or being 
planned in several parts of the study area. 
 
♦ Several residential subdivisions are beginning to develop within the study area, 

including the Shellback (along Polo Ranch Road). 

♦ According to the Cheyenne Area Development Plan, a portion of the Swan Ranch 
west of I-25 was planned for mixed-use development in 1992.  The 2002 West 
Cheyenne Land Use and Infrastructure Improvement Plan separates the mixed-use 
designation into community business adjoining I-25 and low density residential west 
of the business parcel. 

♦ Cheyenne LEADS has acquired land west of Roundtop Road and north of I-80 for 
the West I-80 Business Park.  The 2002 West Cheyenne Land Use and 
Infrastructure Improvement Plan suggests the LEADS parcel would be a light 
industrial site, with new community business at the intersection of Roundtop Road 
and I-80.  LEADS is pursuing an adjacent parcel to the south (currently Dyno Nobel 
property), and similar development types are assumed. 

Due to the nature of cattle grazing operations, large land areas are needed.  As part of 
the alternatives assessment, dividing these grazing tracts could be an issue since it 
could destroy a grazing operation.  Therefore, property ownership has been obtained 
from the City’s GIS system.  These data are presented in Figure 2-4, Existing 
Property Ownership.   
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2.3  Environmental Resources 
Study alternatives may have the potential to affect environmental resources.  Therefore, 
available resource data was obtained from the City’s GIS system and summarized for 
use in the alternatives evaluation.  These data are summarized in Figure 2-5, 
Environmental Resources.   
 
2.3.1 Water Resources 
The study area is crossed by several waterways, most of which flow east toward 
Nebraska. 

♦ Crow Creek is south of the current BNSF line and Polo Ranch Road. 

♦ Dry Creek flows into Crow Creek within WAFB. 

♦ Clear Creek and Spring Creek meet just west of Dyno Noble, and Clear Creek flows 
east to meet Crow Creek east of I-25. 

Each of these waterways has a mapped Army Corps of Engineers 100-year floodplain 
associated with portions of the creek bed. 
 
2.3.2 Hazardous Materials 
The Cheyenne environmental resource list reflects several groups of current or potential 
hazardous materials locations.  These include leaking underground storage tanks (often 
associated with gasoline stations or similar uses), other storage tanks, and hazardous 
cleanup sites.  The majority of these sites are east of I-25, and there are several similar 
sites within WAFB. 
 
2.3.3 Utilities 
There are numerous major utilities in the study area.  These are defined as utilities that 
are large enough that relocation of the utility or crossing over / under the utility could 
result in significant cost changes for the project.  Some of these utilities are described 
below, and they are shown with the environmental resources on Figure 2-5. 
 
♦ Three major pipelines flow through the study area – two parallel to I-25 south of I-80 

and one from the Shellback area southeast to the I-80 / I-25 interchange area. 

♦ There are many aqueducts in the study area.  They are generally concentrated 
between Happy Jack Road and the existing BNSF alignment to the north, but there 
are also several aqueducts in the Borie area. 

♦ There are two major power lines in the study area.  One crosses north-south from 
west of Speer Junction to about half way between Boundary Road and the Shellback 
area.  The second line crosses east-west through the study area from Boundary 
Road to the I-25 / I-80 interchange, generally south of or alongside Happy Jack 
Road. 
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2.3.4 Parks 
Currently, mapped parkland is only east of I-25 in the study area.  Several of these 
parks are near the existing BNSF alignment.  An open space/park/greenway corridor 
has been proposed in The Western Cheyenne Land Use and Infrastructure 
Improvement Plan running east-west from WAFB, through the adjoining neighborhood 
and west into Cox Ranch. 
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3.0 RAIL RELOCATION ALTERNATIVE ANALYSIS 
The WCTS team was tasked with developing relocation alternatives for both the BNSF 
mainline (due to conflicts with WAFB) and BNSF’s Cheyenne yard (due to capacity issues 
and constraints imposed by the proximity of WAFB).  This chapter documents the results 
of these efforts. 
 
The mainline relocation analysis was based on a series of segments developed by the 
project team.  The segments were created to allow for various combinations that could 
result in final alternatives.  This also allowed the team to acknowledge potential concerns 
(such as proximity to WAFB) within one segment while maintaining other portions of a 
proposed alignment that could be feasible. 
 
The general criteria that were used in segment development included: 

♦ Re-routing of BNSF operations outside of Warren Air Force Base 
♦ Remove through freight traffic from the downtown area while ensuring continuity 
♦ Enable connections to existing BNSF lines 
 
3.1  Preliminary Alignment Segments Considered for Freight Railroad 

Relocation 
The initial group of alternatives consisted of nine mainline relocation segments.  They are 
shown in Figures 3-1 to 3-3, Initial Segments Considered.  The figures reflect 
advantages and disadvantages associated with the various segments.  These figures 
were presented to the Steering Committee for review and discussion.  Table 3-1 lists the 
initial segments considered, estimated costs associated with each segment, and Steering 
Committee input on fatal flaws for each segment. 
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Table 3-1 Preliminary Alignment Segments Considered for Freight Railroad Relocation 

Segment Description Cost  Fatal Flaw? 

1A 
Along Roundtop Road (west side) 
between BNSF and Happy Jack 
Road 

$11.9M 
Too close to weapons storage; 
Warren AFB prefers trains a 
minimum of one mile away 

1B 
Along Roundtop Road (east side) 
between BNSF and Happy Jack 
Road 

$13.1M 
Too close to weapons storage; 
Warren AFB prefers trains a 
minimum of one mile away 

2 Along Happy Jack Road between 
Roundtop Road and BNSF line $13.3M 

Requires I-25 crossing in 
developed area, difficult BNSF 
connection due to grades 

3 
New alignment from Roundtop 
Road / Happy Jack intersection 
southeast to Otto Road 

$8.9M None identified 

4 

Along Roundtop Road between 
Happy Jack Road and I-80, turning 
southeast on a new alignment 
ending at Otto Road 

$11.1M None identified 

5 
New alignment from Otto Road 
east to BNSF north of College 
Drive 

$10.7M 
Impacts existing residential 
development; crosses I-25 in 
developed area 

6 
New alignment from Otto Road 
east to BNSF south of College 
Drive 

$13.6M 
Inconsistent with community 
plans; crosses I-25 in 
developed area 

7 

New alignment from BNSF at 
Shellback Road south to Burke 
Drive at Ketcham Road, then along 
Burke Drive to Cox Road 

$10.0M Bisects existing grazing land 

8 
Along Burke Drive from Cox Road 
to Barrington Road, then new 
alignment southeast to Otto Road 

$18.9M None identified 

9 

New alignment from Burke Drive at 
Ketcham Road south to Otto Road, 
then parallel to the UP to Speer 
Junction / BNSF 

$44.1M Impacts residential properties; 
length could be cost-prohibitive

 
The segments listed above were combined to form alternatives based on logical 
connections.  These combinations are shown in Table 3-2. 
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Table 3-2 Preliminary Alignment Segment Combinations for Freight Railroad 

Relocation 

Segment Combination Total Cost Fatal Flaw? Segment(s) with Fatal Flaw 
Segment 1A+2 $26.5M Yes 1A, 2 
Segment 1A+3+5 $32.7M Yes 1A, 5 
Segment 1A+3+6 $35.6M Yes 1A, 6 
Segment 1A+4+5 $35.0M Yes 1A, 5 
Segment 1A+4+6 $37.9M Yes 1A, 6 
Segment 1B+2 $25.2M Yes 1B, 2 
Segment 1B+3+5 $31.4M Yes 1B, 5 
Segment 1B+3+6 $34.3M Yes 1B, 6 
Segment 1B+4+5 $33.7M Yes 1B, 5 
Segment 1B+4+6 $36.6M Yes 1B, 6 
Segment 7+8+5 $39.6M Yes 7, 5 
Segment 7+8+6 $42.5M Yes 7, 6 
Segment 7+9 $53.9M Yes 7, 9 

 
As shown in Table 3-2, the combination of segments could cost between $25.2M and 
$53.9M for a full realignment.  This excludes costs for yard relocation and intermodal / 
industrial facilities.  Appendix 2 includes the comprehensive cost analysis for the initial 
segments considered. 
 
The results of the first screening left three segments that do not connect to the existing 
BNSF line and do not provide a continuous connection that could be a full alternative to 
the current route through WAFB and downtown.  Consequently, additional alternatives 
were developed for consideration. 
 
3.2  Additional Alignment Segments Considered for Freight Railroad 

Relocation 
The group of additional alternatives consisted of nine new mainline relocation segments.  
They are shown in Figures 3-4 to 3-6, Additional Alignment Segments Considered for 
Freight Railroad Relocation.  The figures reflect advantages and disadvantages 
associated with the various revised segments.  These figures were presented to the 
Steering Committee for review and discussion.  Table 3-3 lists the additional segments 
considered, estimated costs associated with each segment, and Steering Committee 
input on fatal flaws for each segment. 
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Table 3-3 Additional Alignment Segments Considered for Freight Railroad Relocation 

Segment Description Cost Fatal Flaw? 

1 
New alignment from BNSF at Shellback 
Road southwest to Happy Jack Road 
west of Dry Creek 

$13.3M Bisects grazing land 

2 
New alignment from Happy Jack Road 
west of Dry Creek southeast to Otto 
Road east of Dyno Nobel 

$13.8M None identified 

3 Along UP from Otto Road east of Dyno 
Nobel south to Speer Junction / BNSF $24.2M None identified 

4 
New alignment from BNSF at Boundary 
Road southeast to Happy Jack Road east 
of Boundary Road 

$12.5M Bisects grazing land 

5 
Along Happy Jack Road from east of 
Boundary Road southeast to west of Dry 
Creek 

$21.8M Bisects grazing land; 
multiple utility crossings 

6 New alignment from east of Boundary 
Road south to I-80 east of Otto Road $17.1M Bisects grazing land 

7 
New alignment from I-80 east of Otto 
Road east to Otto Road east of Dyno 
Nobel 

$20.5M Bisects grazing land 

8 
New alignment from I-80 east of Otto 
Road south to Polaris Ditch, then east 
along Polaris Ditch to the BNSF line 

$31.7M Impacts grazing land; 
significant grades. 

9 
New alignment from I-80 east of Otto 
Road south to Otto Road, then east along 
Otto Road to east of Dyno Nobel 

$25.1M Bisects existing and 
planned developments 

 
The segments listed above were combined to form alternatives based on logical 
connections.  These combinations are shown in Table 3-4. 
 

Table 3-4 Preliminary Alignment Segment Combinations for Freight Railroad 
Relocation 

Segment Combination Total Cost Fatal Flaw? Segment(s) with Fatal Flaw 
Segment 1+2+3 $51.1M Yes 1 
Segment 4+5+2+3 $76.5M Yes 4, 5 
Segment 4+6+7+3 $60.5M Yes 4, 6, 7 
Segment 4+6+9+3 $83.1M Yes 4, 6, 9 
Segment 4+6+8 $56.3M Yes 4, 6, 8 

 
As can be seen, the combination of segments could cost between $51.1M and $83.1M for 
a full alignment.  This excludes costs for yard relocation and industrial / intermodal 
facilities.  It also exceeds the cost outlined for the first series of alternatives by at least 50 
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percent.  Appendix 3 includes the comprehensive cost analysis for the second set of 
alignments considered. 

The results of the second alternatives comparison were reviewed by the Steering 
Committee.  In most cases the costs of constructing bridge crossings over I-80 or various 
creeks were viewed as being cost-prohibitive, and the Steering Committee was unwilling 
to impact the integrity of private ranchland.  Although some alignments had no potential 
impacts or conflicts with adjacent property owners or with environmental resources, there 
was no continuous combination of alternatives without impacts to recommend for further 
analysis. 

3.3  Rail Yard Relocation 
During the segment development process, several yard relocation alternatives were 
evaluated.  The majority of these alternatives depend on a specific mainline relocation 
alternative.  As has been documented, there are substantial issues with the segments 
evaluated, so the rail yard relocation along those segments was not feasible.  However, 
one rail yard relocation alternative was developed that is not dependent upon the 
relocation of the mainline. 
 
This alternative calls for the relocation of the rail yard from the east side of WAFB (its 
current location) to the west side of WAFB, along Polo Ranch Road.  This would eliminate 
the issues associated with grade crossings in the downtown area.  However, there are 
several BNSF crossings along the south side of Polo Ranch Road, including Roundtop 
Road (just west of WAFB) and Shellback Road (site of a new housing subdivision).  
Sufficient length does not exist between these crossing to alleviate the crossing blockage 
problem.  Relocation of the line to the north side of Polo Ranch Road would require 
significant earthwork, since this area is steeply sloped.  In addition, this concept would not 
eliminate the security concerns with WAFB; it would just relocate the trains.  Therefore, 
this alternative was not pursued further. 
 
3.4  Conclusions 
Based on their review of both the first and second set of segments, the Steering 
Committee concluded that relocating the BNSF rail line was impractical.  This also implies 
that the yard relocation is impractical.  However, the Steering Committee encouraged 
further research into a potential intermodal freight facility to maximize the capacity and 
efficiency of the existing railroad facilities, as outlined later in this report. 
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4.0 MARKET ASSESSMENT 
A market assessment was conducted to determine the level of business and shipper 
interest in increased access to rail service for the Cheyenne area.  Although local and 
state agencies support this type of development, sufficient market must exist for the 
development to be successful. 
Wyoming is a major producer and distributor of western freight.  In 1998, it shipped 
364.2 million tons of cargo by rail, 95 percent of which was coal.  Of that total, Laramie 
County shipped 1.4 million tons of cargo, or less than one half of one percent of the 
state’s total.  Recent interviews found that some companies have expressed interest in 
Cheyenne because of easy rail access and the potential for intermodal shipping 
facilities, but Cheyenne can also be served by truck from rail facilities in Denver.  
Therefore, a market assessment was performed. The initial objective of the market 
analysis was to determine: 

♦ The potential feasibility and likely operating success of a rail-served industrial site. 

♦ The potential for a rail freight facility. 
 
In the course of meetings, interviews, and surveys conducted while working on the 
project, interest in several types of rail facilities was identified.  Specific facility types are 
defined in Chapter 5 of this document; this chapter focuses on the potential demand for 
shipping with rail freight. 
 
The assessment is based on a review of freight movement data, surveys and interviews 
of potential shippers, interviews of freight service providers and government officials, 
and evaluation of potential new industries and partnerships in the Cheyenne area.  The 
results include parameters for viable facilities and a summary of Cheyenne area 
findings regarding shipping and the potential market for additional rail service. 
 
4.1  Market Needs Assessment  
The market needs assessment performed for the WCTS was based on a shipper survey 
conducted for the project, coupled with other available data from federal, state, and 
local sources. 
 
4.1.1 Shippers Survey 
To help determine the potential market for a rail served industrial park in Cheyenne, a 
mail-back survey was conducted.  The goal of the survey was to determine level of 
interest, general operating characteristics, and feasibility for this type of facility in the 
Cheyenne area.  Graduate students administered the survey under the guidance of Dr. 
Rhonda Young, Civil Engineering professor in the Civil and Architectural Engineering 
Department at the University of Wyoming.  A copy of the University of Wyoming report 
is included in Appendix 4. 
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♦ Survey Instrument:  The survey was composed of 15 questions pertaining to each 

company’s size, current shipping modes, commodities, frequency of shipments, and 
foreseen interest in improved rail service.  A complete copy of the survey instrument 
can be found in Appendix 4.  Each survey was stamped with a unique code used to 
identify the company when the survey was returned by mail.  The surveys were 
accompanied by a cover letter describing the project and a stamped return 
envelope. 

♦ Methodology:  A list of manufacturing, shipping and warehousing companies within 
250 miles of Cheyenne was obtained from InfoUSA.1  The study area was divided 
into four concentric rings having radii of 50, 100, 150 and 250 miles from Cheyenne 
as shown in Figure 4-1, Survey Area.  The survey packet was mailed to 226 
businesses in the study area.  Five surveys were returned due to undeliverable 
addresses and were not resent.  This resulted in a total of 221 businesses receiving 
surveys.  The number of surveys and percentages sent to each zone is shown in 
Table 4-1, below. 

Figure 4-1 Market Survey Area 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
♦ Initial Responses and Rates:  Out of the 221 surveys successfully mailed, 23 (10 

percent) were returned by mail.  Of the 23 returned surveys, nine reported that they 
do not ship on a regular basis, three reported shipping only by FedEx, UPS or other 
less than truckload (LTL) carriers, and eleven filled out more detailed information 
about their shipping activities.  Table 4-1 shows the quantity of these returned 
surveys by zone. 

                                            
1 A sales and marketing support provider at www.infousa.com. 
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Table 4-1 Shipper Surveys Completed by Each Zone 

Zone 
(miles) 

Initial 
Distribution 

Mail 
Response 

Phone 
Response 

Total 
Response 

<50 67 9 (7) 28 37 
50-100 57 4 (1) 26 30 

100-150 52 4 (1) 27 31 
150-250 50 6 (1) 27 33 

Total 226 23 (11) 108 131 
Note – numbers in parentheses indicate detailed mail-in survey results 

 
♦ Follow-up Responses and Rates: Each company that failed to return a survey was 

contacted by phone in an effort to increase the response rate.  During this process, 
every company contacted was asked to return the survey.  Two additional questions 
were also asked.  The first question was “Do you ship by rail?” If answered 
positively, a second question, “Would enhanced rail service in Cheyenne benefit 
your business?” was asked.  These follow up calls resulted in 14 surveys being 
resent to companies that appeared willing to complete it.  Of the 185 companies that 
were contacted by phone, 108 telephone responses were received for a total of 131 
total survey responses by mail or by phone for a response rate of 59 percent.   

 
4.1.2 Shipper Survey Results 
The shipper surveys found existing rail shippers and provided a level of interest in rail 
shipment among current non-rail shippers.  From the 131 responses, 18 (14 percent) of 
the businesses reported that they ship products by rail and 113 (86 percent) did not ship 
anything by rail. 

♦ Interested Companies:  Interest in Cheyenne-based rail shipment was determined 
from the eleven detailed surveys that were returned. The resulting information is 
shown in Figure 4-2, Interest in Rail Shipment. The five companies interested in 
improved rail service were within the 50-mile zone. Two were located in Cheyenne, 
two were located in Fort Collins, CO, and one was located in Greeley, CO.  The 
companies were manufacturing or service-oriented with between 24 and 50 
employees.  Goods shipped included feed, steel, finished wood products, and heavy 
machinery. 
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Figure 4-2 Companies in Cheyenne with Interest in Rail Shipment 

Interested 
5 (46%) 

Not Interested, Do 
not use rail

2 (18%)

Not Interested, Use 
rail 

4 (36%) 

 
Source:  completed mail-in surveys 

 

♦ Uninterested Companies:  One company that ships by rail but was not interested 
in Cheyenne rail service was located in the 50-mile zone; the other was located in 
the 150-mile zone.  They were both manufacturing firms with between 65 and 127 
employees.  Goods shipped included steel and pet toys. 

♦ Business Type Evaluation:  For the 131 firms that responded to the survey, the 
various business types were evaluated to determine if the commodities each firm 
could ship would be viable as a rail cargo. Based solely on business types, an 
additional 15 percent of the businesses could ship by rail even though they currently 
do not do so. 

♦ Conclusions:  The manufacturers, shippers, and warehouses contacted for this 
survey represent just a small portion of these types of businesses operating within a 
250-mile radius of Cheyenne.  The intent of this survey was to contact a small, 
representative sample of these businesses in order to provide insight into the 
feasibility of a rail served industrial park and / or intermodal facility in Cheyenne.  It is 
notable that 14 percent of the businesses contacted were currently shipping by rail, 
and a potential for up to an additional 15 percent could ship by rail based solely on 
product type.  Investment in the rail served freight facility may serve as a catalyst for 
increasing the share of rail shipments in the region. 

 
4.1.3 Follow-up Interviews 
Following the survey, ten shippers were selected for more detailed follow-up interviews 
by telephone.  The firms interviewed are located in Wyoming, Colorado, and Idaho 
(shipping facility in Nebraska). Telephone interviews were conducted with shippers 
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identified in the survey process as well as with firms, agencies and other stakeholders 
identified by study participants.  A complete list of follow-up interview candidates is 
provided in Appendix 4.  The interviews explored: 

♦ The potential for existing shippers to use a rail-served industrial site in Cheyenne  
♦ The potential for new cargoes 
♦ Shipping patterns, including container and rail shipping 
♦ Cargo flow balances (inbound/outbound) 
♦ Cargo routing 
♦ Type of rail facility that might be needed in Cheyenne 
 
The findings are presented in Appendix 8.   
 
4.1.4 Supplemental Interviews  

Findings from the shipper interviews were discussed with other regional stakeholders.  
Their comments are summarized in Table 4-2 below. 
 

Table 4-2 Regional Stakeholder Interview Findings 

Comment Source 
Utilization Potential for a Rail-Served Industrial Site in Cheyenne 
 Potential industries looking at Cheyenne want to see the rail served 

industrial facility in place before considering relocation 
Wyoming Business 
Council 

 ABF would welcome a facility in Cheyenne ABF Freight Systems 
 Lowe’s would like intermodal access Cheyenne LEADS 
 Passengers from Cheyenne, Ft Collins, and other Front Range 

communities would like passenger rail to Denver on game days Cheyenne LEADS 

 10 to 20 percent of industrial contacts raise the issue of rail access.  
For investor contacts, the level of interest in a rail served industrial 
site increases to perhaps 30 percent 

Cheyenne LEADS 

Potential for New Cargos 
 The firms interviewed that are not located in Cheyenne are not a 

likely source of substantial cargo volumes for a Cheyenne rail 
facility 

Multiple 

 No substantial domestic intermodal rail shipments were identified by 
the firms interviewed Multiple 
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Table 4-2 Regional Stakeholder Interview Findings (continued) 

Comment Source 
Shipping Patterns 
 Firms using containerized shipping generally used intermodal hubs 

located in Denver.  Cheyenne is considered to be within the local 
drayage area for Denver’s intermodal facilities 

Multiple 

 There is very little outbound cargo from Cheyenne ABF Freight Systems 
 Railroads respond to competition, and will drop rates to avoid losing 

clients 
Wyoming Business 
Council 

Type of Rail Facility Needed 
 Development of a specific facility location and design would be 

helpful to firms that might consider a rail served industrial site or 
freight facility in Cheyenne.  Those interested felt it would be best 
to comment on a specific design or proposal 

Multiple 

Other Comments Received 
 For an intermodal container operation to be successful in 

Cheyenne, it will be necessary to identify a guaranteed source of 
inbound containers 

Multiple 

 A universal observation of the smaller shippers related to the 
difficulty locating, at what they considered a reasonable cost, 
containers for outbound containerized shipments.  The shippers 
using international container services all expressed a desire for 
reduced shipping rates 

Multiple 

 Most firms, especially smaller shippers, expressed an interest in a 
Shippers’ Association to use the collective bargaining power of a 
group of shippers to improve service and rates 

Multiple 

 
 
Although the Federal Railroad Administration and Federal Highway Administration are 
represented on the steering committee, additional regulatory interviews were also 
conducted.  These interviews, with officials in Washington DC, provide some national 
perspective on the shipping issues faced in the Cheyenne area. 
 
The Office of Policy, Federal Railroad Administration, USDOT suggested that a 
local freight train from Denver to Cheyenne might be feasible if there were sufficient 
cargo volumes.  In addition, if a rail-served industrial site is pursued, the local 
community will need to coordinate with the Class I railroad development offices. 
 
The Office of Intermodalism, Office of the Secretary, USDOT confirmed that 
stakeholder interviews are the best source of information to establish the existing 
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conditions and market for future industrial facilities, as there is no comprehensive listing 
of successful railroad development efforts. 
 
4.2  Commodity Flow Analysis  
To better understand the potential market for a rail-served facility in a broader 
perspective, overall rail shipments for Wyoming and for Laramie County were 
evaluated. 
 
4.2.1 Gross Shipment Distances and Cargo 
Data for Wyoming were extracted from the national Commodity Flow Survey (CFS).  
The Bureau of the Census, U.S. Department of Commerce, and the Bureau of 
Transportation Statistics, U.S. Department of Transportation produce the CFS on a 
regular basis.  The 1997 CFS is the most recent available.  The survey summarizes 
data on the movement of goods in the United States. It provides information on 
commodities shipped, their value, weight, and mode of transportation, as well as the 
origin and destination of shipments of manufacturing, mining, wholesale, and selected 
retail establishments.  Selected tables from the 1997 CFS for Wyoming appear in 
Appendix 5.  The data has been summarized below: 
 
♦ Rail shipments dominate freight movement for the state, reflecting Wyoming’s coal 

production  

♦ Truck shipments are predominantly for “short haul” distances.  Private truck 
shipments average 57 miles long.  Chemical shipments by truck average 631 miles 
in length.  For-hire truck shipments average 367 miles long. 

 
The data on shipments of freight items produced in Wyoming indicate that most 
shipments do not move the minimum distance that is required to make shipment by 
intermodal rail feasible.  For domestic shipments, this distance is usually 500 miles or 
more for non-containerized cargos and over 1000 miles for containerized cargos.  This 
suggests that there would be limited demand for a full-scale intermodal rail terminal in 
Wyoming. 
 
4.2.2 Rail Shipment Distances and Cargo 
Data for Laramie County and the state of Wyoming were extracted from the Surface 
Transportation Board (STB) 1 percent Waybill Sample data.  Railroads are required to 
provide 1 percent of their waybills (a ‘sample’) to the STB annually.  These waybills 
show commodity, cargo volume, and origin / destination by state and county.  Due to 
the competitive nature of the rail industry, the waybill samples are typically held in 
confidence by the STB.  Wilbur Smith and Associates assembled the data presented in 
the Wyoming State Rail Plan according to the terms of an agreement between WyDOT 
and the STB, and those data have been used for the WCTS.  Coal from Wyoming’s 
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Powder River Basin (and other sources) is Wyoming’s primary export, and is shipped to 
24 states.  Refer to Table 4-3. 
 

Table 4-3 Surface Transportation Board 1 Percent Waybill Sample Data 

Tonnage Primary Commodities 
Primary 

Destinations 
Laramie County  

1,438,600 tons 
exported from 

Laramie County 

• Nonmetallic Minerals (44.0 percent) 
• Petroleum or Coal Products (23.2 percent)  
• Chemicals or Allied Products (18.0 percent) 
• Hazardous Materials (10.4 percent) 
• Farm Products (3.5 percent) 

Colorado, 
California, Kansas, 

Texas, Utah 

203,700 tons 
received by 

Laramie County 

• Hazardous Materials (24.8 percent) 
• Petroleum or Coal Products (20.7 percent) 
• Chemicals or Allied Products (16.2 percent)  
• Waste or Scrap Materials (14.0 percent) 
• Lumber or Wood Products (13.5 percent) 

Wyoming, North 
Dakota, Alabama, 
Montana, Idaho 

Wyoming 

364,181,100 tons 
exported from 

Wyoming 

• Coal (95.0 percent) 
• Chemicals or Allied Products (2.8 percent) 
• Clay, Concrete, Glass, or Stone (0.9 percent) 
• Nonmetallic Minerals (0.5 percent) 
• Petroleum or Coal Products (0.2 percent) 

Illinois, Texas, 
Missouri, 

Wisconsin, Iowa 

1,163,900 tons 
received by 
Wyoming 

• Nonmetallic Minerals (25.8 percent) 
• Hazardous Materials (21.7 percent) 
• Chemicals or Allied Products (21.1 percent) 
• Primary Metal Products (9.8 percent) 
• Petroleum or Coal Products (6.3 percent) 

Alabama, Nevada, 
Minnesota, 

Wisconsin, North 
Dakota 

 
 
The Federal Railroad Administration (FRA) of the United States Department of 
Transportation also tracks rail shipments by state and rail line.  The FRA’s Network 
Flow Map for Wyoming rail shipments is shown in Figure 4-3, Wyoming Export Rail 
Flows.  This map reflects the generally eastward flow of coal from areas north of 
Cheyenne to the five primary destination states identified in Table 4-3, and to other 
states.  It also highlights the importance of the east-west line across southern Idaho and 
Wyoming (through Cheyenne) for cross-country shipments. 
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Figure 4-3 Wyoming Export Rail Flows 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Although coal makes up 95 percent of the state’s rail exports by tonnage, soda ash 
(disodium carbonate or trona) makes up the largest portion of overall exports on a 
monetary basis.  Refer to Appendix 5, which shows the top 25 commodities exported 
from Wyoming based on dollar value.  Soda ash is one of the components that make up 
the non-metallic mineral exports within Laramie County. 
 
The focus of Wyoming’s rail cargo on coal tonnage does not lend itself to a new rail-
based coal facility in the Cheyenne area, away from the coal mining facilities.  
Additionally, a review of the top 25 dollar value commodities does not indicate a large 
potential for containerized shipments.  However, southern Wyoming’s significant soda 
ash production has been evaluated further in the next section of this chapter. 
 
4.3  Potential Industries and Cargos 
As noted in previous sections, Wyoming’s key export (by tonnage) is coal, although it 
provides only the second-largest revenue stream for the state (8 percent).  The 
remaining top five high-revenue exports include soda ash (top export revenue, 69 
percent of total), bentonite (4 percent), natural uranium & related commodities (3 
percent), and rare gases (2 percent).  These rankings are based on 2002 data 
presented in Appendix 5. 
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Due to the dominance of soda ash in this comparison, it has been evaluated further for 
potential processing in the Cheyenne area.  This would create a facility where the raw 
soda ash would be shipped in by rail, processed by area employees, and the finished 
product would be shipped out by rail.  The concept would include the soda ash facility 
as a seed for a larger rail-served facility surrounding it. 
 
In addition to the soda ash discussion, this section presents information on interested 
businesses from the shipper’s survey.  These shippers have expressed interest in rail 
shipments in the Cheyenne area, and should be further considered if a facility is 
established. 
 
4.3.1 Possible Processing of Soda Ash in Cheyenne 
The US Geological Survey prepares Mineral Commodity Summaries (MCS) regularly for 
various minerals.  The 2004 soda ash MCS appears in Appendix 6 as a baseline for 
this analysis.  The US soda ash industry is the largest in the world, and four of the six 
active US soda ash plants are in Wyoming (a seventh mothballed plant is also in 
Wyoming).  The mothballed plant, and possible plans to close a similar facility in Green 
River, WY point to the current surplus soda ash capacity in the US.  The total estimated 
value of 2003 domestic soda ash production was $800 million.  Refer to Table 4-4. 
 

Table 4-4 US Soda Ash Production 

 1999 2000 2001 2002 2003 
Production (natural only) 10,200 10,200 10,300 10,500 10,600
Imports for consumption 92 75 33 9 5
Exports 3,620 2,900 2,090 4,250 4,400
Consumption 6,430 6,390 6,380 6,430 6,200
  Reported 6,740 6,430 6,310 6,250 6,200
  Apparent 6,740 6,430 6,310 6,250 6,200
Employment, mine and plant (persons) 2,600 2,600 2,700 2,600 2,600
Notes – values in thousand metric tons (except employment); 2003 data estimated 

 
The concept for the WCTS was to take advantage of this international leadership role 
and turn the soda ash into finished products in the Cheyenne area.  Finished products 
include glass (49 percent of end use), soap and detergents (11 percent), distributors (5 
percent), and others (9 percent).  This option was explored with Dennis Kostic of the 
USGS, US Department of Interior.  Mr. Kostic is the author of the soda ash MCS. 
 
Use of a facility in Cheyenne to process soda ash into a finished product would require 
transportation of the soda ash from the Green River area by bulk rail to the 
manufacturing site.  The resulting products would then have to be transported to the 
final destination by truck or rail.  Rail transport to the ultimate destination might use 
intermodal containers or other intermodal shipping units.  Glass and detergent 
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manufacturers could consider Cheyenne-area operations if it was shown to be more 
cost effective due to lower labor costs and lower taxes. 
 
Domestic soda ash consumption has declined in recent years.  This is because the two 
prime end uses face serious competition from other products.  Glass containers face 
competition from plastic bottles and containers.  In addition, a recent trend for glass 
container plants is to locate the plant near the soda ash production facility.  This permits 
transfer of the soda ash from the processing facility immediately into the glass 
manufacturing facility while the soda ash is still hot.  This permits an energy saving 
when creating the final glass product.  Dry detergent (which uses soda ash) faces 
strong competition from liquid detergents.  The declining consumption of soda ash by 
these industries is leaving the industry with excess capacity and thus, they are unlikely 
to be interested in constructing new plant. 
 
Based on these findings, this option did not appear to constitute a likely business 
opportunity for the rail served industrial site.  However, as conditions within the industry 
change, the opportunities may also change.  Appendix 7 contains a table listing glass 
container manufacturers in the US and members of the US Soap and Detergent 
Association for possible future discussions. 
 
4.3.2 Observations from Selected Shippers 
There were several survey respondents that expressed some level of interest in rail 
shipments for their goods from a rail-served industrial site.  Refer to Table 4-5. 

Table 4-5 Market Sectors from Interviews 

Companies Industry Sector 
Metals 
 Puma Steel Steel fabricators 
 VAE Nortrak Rail, switches, and related specialty rail products 
Lumber 
 Teton West Lumber Lumber distributor 
 R&R Custom Woodworking Fine lumber products (moldings, doors, etc.) 
 Edwards Construction Building products 
Chemicals 
 Viking Explosives Chemical manufacturing 
 Frontier Oil Refinery 
Agricultural Products 
 Ranchway Feed Mills Animal feeds 
 Southwest Hide Company Animal products (hides), tanning chemicals 
Technology 
 Wolf Robotics Metal components, finished products 
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As Table 4-5 shows, there is a wide range in shipper needs.  This leads to the 
conclusion that a new facility must be flexible to handle various types of commodities, 
and would probably not succeed if it focused on only one commodity.  As part of this 
facility, each of the companies identified above expressed interest in improved rail 
service, reduced shipping costs, and intermodal service to / from Cheyenne.  None of 
these potential shippers anticipated sufficient freight flows to / from his or her individual 
business to make a rail-served industrial facility feasible.  It was generally felt that 
sufficient volumes could be achieved through a Shippers’ Association.   
 

4.4  Implementation Concepts 
A list of firms and individuals interested in a rail-served industrial site is included in 
Appendix 8.  Based on interest expressed in the shippers’ surveys, two options should 
be explored to help address the transportation needs of shippers in the Cheyenne area.  
These are the consideration of a Shippers’ Association and an evaluation of the Port of 
Montana concept’s applicability in the Cheyenne area.  
 
4.4.1 Shippers’ Association 
Shippers’ Associations generally are non-profit, membership cooperatives that make 
domestic or international arrangements for the movement of members’ cargo. They are 
a means by which the small and medium sized shippers, and even the large shipper, 
can obtain economies of scale and improved service levels. 
 
Shippers’ Associations form to enable their members to obtain quality transportation 
services at a cost lower than that individually available to them. A group of shippers 
acting collectively will often receive greater consideration and more attentive service 
from motor carriers, railroads, and water carriers than individual shippers acting alone. 
In recent years, ports, local communities, and local shippers have looked to Shippers’ 
Associations to promote or retain international traffic through a port authority which may 
be competing with other ports for a "load center" status, while trade associations and 
export trading companies have looked to Shippers’ Associations as an effective vehicle 
for import-export trade development as well as for domestic market penetration. 
 
4.4.2 Port of Montana Concept 
The Port of Montana, located in Butte, Montana, provides one example of how this 
process can work.  The Port of Montana bills itself as a “one-stop source for transload 
shipping and intermodal logistics services, for transload transportation shipping through 
Montana by rail and truck.”2  It is served by both UP and BNSF, and has nearby access 
to I-90 for truck traffic. 
 

                                            
2 Port of Montana Web site:  http://www.portofmontana.org 
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The facility was originally was built to provide container/trailer transloading services.  
Over the 28 years of operation, the facility has diversified to provide the following 
services: 
 
♦ Intermodal container/trailer service, including 

- Loading and unloading 
- Storage of containers 
- Chassis, hostlers, and related services 

♦ Cargo management, including 
- Fertilizer bulk handling 
- Liquid materials handling 
- Auto storage for distribution 
- Lumber storage for distribution 
- Silica sand storage for distribution 
- Other functions on an individual shipper basis  

♦ Staff services, including 
- Arranging door-to-door delivery 
- Advising members / customers regarding documentation, loading 

configurations and equipment requirements 
- Developing combination(s) of carriers needed to ensure the most economical 

transit time 
- Arranging for import to travel “In-Bond” from the coast for customs clearance 

upon arrival 
- Providing “In-Bond” warehousing and storage until the goods are needed 

 
A detailed description is located in the North Dakota Strategic Freight Analysis:  the 
Role of Intermodal Container Transportation in North Dakota.3  An excerpt from that 
report describing the Port of Montana concept appears as Appendix 9.  Further details 
on the operations of the Port of Montana are available at http://www.portofmontana.org/.  
 
This review of the Port of Montana concept suggests a broad range of activities to 
enhance local transportation that would appear to be appropriate functions for a 
Cheyenne rail served industrial site. 
 
4.5  Rail-Served Industrial Facility Parameters  
As part of the evaluation of a future rail-served facility, the two major railroads in the 
study area were interviewed to determine their general requirements.  Table 4-6 shows 
the considerations that were identified by the railroads as critical to the success of a 
transload facility; a rail served industrial site; or an intermodal rail terminal. 
 
                                            
3 UGPTI publication DP-150, November 2002. 
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Table 4-6 Rail Served Facility Parameters 

Parameters Source 
Intermodal Facilities 
 Minimum of 200 Container on Flat Car (COFC) units or 120 Trailer on Flat Car 

(TOFC) units per train needed to make intermodal operations economically 
sustainable.   

BNSF 

 To compete with truck service levels, three intermodal train departures per 
week would be required between two points.  This means about 150 trains per 
year or 30,000 loaded containers in each direction between those points. 

BNSF 

 Within the BNSF system the smallest intermodal facilities average between 
75,000-100,000 lifts per year. BNSF 

 Intermodal volume flow balance is needed to help maintain equipment supply. BNSF 
 The minimum haul distance needed is 1,000 miles, assuming that volume is 

concentrated, balanced, and fits within the existing BNSF intermodal network. BNSF 

 UP used to operate an intermodal facility in Cheyenne, but it was closed due 
to lack of lifts.  Denver is within the drayage area for both UP and BNSF 
facilities in Denver. 

UP, BNSF 

Transload and Industrial Facilities 
 BNSF works with transload operations based on the transload companies 

market and abilities BNSF 

 Viable transload operations require 5 day per week minimum service. BNSF 
 Site locations must be convenient to mainline operations, without undermining 

the profitability of long-distance routes. UP 

 UP will not be receptive to concepts for a Cheyenne rail served industrial site 
that would undermine the profitability of its long distance rail routes that pass 
through Cheyenne. 

UP 

 Team tracks exist in many locations whereby shippers can load and unload on 
BNSF tracks at no charge, including at the existing BNSF Cheyenne yard BNSF 

Policies and Incentives 
 Enterprise zones  (with business-friendly tax policies) and proximity to 

manufacturing plants provides incentives to serve industrial sites. UP 

 BNSF will provide economic development support to local communities 
including technical assessment of proposed facilities, information on service 
design, market analysis for target markets, joint marketing, and introductions 
to railroad account managers. 

BNSF 

 UP policy endorses public/private partnerships UP 
 UP does not seek public funds. UP 
 Wyoming State Constitution, Article 10, Section 15 prohibits providing state 

aid to railroads and telegraph companies. 
WYDOT, 

UP 
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Table 4-6 Rail Served Facility Parameters (continued) 

Parameters Source 
Costs 
 Trackage costs run $1.5 - $2.0 million per mile plus switches and special 

trackwork. BNSF 

 Annual track and structure maintenance costs will be incurred, which will vary 
based on length and complexity of track maintained. UP 

 A labor package must be negotiated if UP or BNSF serves the facility with 
their train crews.  A typical cost is $50,000 per month (based on a similar 
facility), and is amortized monthly over the number of railcars moved. 

UP 

 The costs of providing local service might be lower if a third party short line 
operator were to provide the service. UP 

 
 
Although the data in Table 4-6 do not preclude any of the facilities envisioned, the 
intermodal facility requirements would be difficult to meet in Cheyenne based on the 
number of lifts required and the proximity of similar service in Denver. 
 
4.6  Findings 
The following general conclusions were reached based on the market survey: 
 
♦ A true intermodal facility is probably not appropriate for Cheyenne since sufficient 

volumes will be difficult to achieve in light of nearby facilities in Denver and lack of 
major containerized shippers in Cheyenne. 

♦ A stand-alone transload facility is also probably not appropriate since such facilities 
already exist in Cheyenne and at Egbert, WY.  A transload facility with multiple 
customers should be examined further. 

♦ A rail-served industrial park could provide opportunities for both shippers and 
industrial developers, and should be examined further. 

Further information regarding the development of a rail-served industrial park is outlined 
in Table 4-7, below.  This table also reflects the agencies that could lead each of the 
recommended work items and issues raised by existing potential shippers.  This 
information was presented to the project Steering Committee, and copies of that 
presentation are included in Appendix 10. 
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Table 4-7 Rail-Served Industrial Park Recommendations 

Recommendation 
Implementing 
Agency 

Facility Development / Layout 
 Select site for potential development to focus efforts in one location. 

• Consider the benefits of using a pre-existing site (utilities in place, 
other users already on-site) 

• Site should include both rail and roadway access 

LEADS / MPO 

 Create a master/strategic plan for implementation coordinated with other 
Cheyenne area development plans LEADS / MPO 

 Develop a streamlined design, site selection, and permitting process to 
minimize start-up times MPO 

 Employ a flexible facility design concept that will make it possible to 
accommodate various types of users. LEADS / MPO 

 Consider “Port of Montana” concept. LEADS / MPO 
 Focus on logistics support services for area shippers – consider formation 

of a Shippers’ Association. LEADS / MPO 

Railroad Coordination / Connectivity 
 Develop freight railroad relocation options that accommodate future rail 

served industrial sites. MPO 

 Access of multiple Class I railroads would be desirable, possibly through a 
third party shortline switching operator. LEADS / MPO 

 The site’s operating concept should address how rail traffic from the facility 
will be integrated into mainline operations of the railroad. MPO 

 The facility must be within the local service area of a railroad, unless a 
third party shortline switching operator were part of the plans. MPO 

 Negotiate agreement or obtain commitment from railroads to provide 
service (either UP / BNSF or shortline operator) when demand is sufficient MPO 

Costs 
 Determine how start-up capital costs will be paid for, including initial switch 

from mainline and other work within UP / BNSF right-of-way (could be part 
of initial railroad agreement) 

LEADS / MPO 

 The per rail car freight charge should be estimated, including constructing 
rail access to parcel, site development costs, track maintenance costs, and 
rail operating costs. 

LEADS / MPO 
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Table 4-7 Rail-Served Industrial Park Recommendations 

Recommendation 
Implementing 
Agency 

Marketing / Coordination with Potential Users 
 Prepare site development package to market to potential candidates and 

customers.  Include information about: 
• Master plan for site 
• Streamlined development process 
• Status of rail access (trains per week, agreements, etc.) 
• Per-car freight charges 

LEADS 

 Market industries / users that will generate demand for rail service. 
• Follow-up interviews with candidate companies 
• Identify other industry types / users 
• Use site development package to show rail service is ‘real’ 

LEADS 
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5.0 RAIL-SERVED INDUSTRIAL FACILITY 
 
The results of the Market Analysis (documented in Chapter 4) and the Rail Relocation 
Alternatives Analysis (documented in Chapter 3) were used as the basis for an 
evaluation of a potential rail-served industrial facility in the WCTS study area.   
 
5.1  Facility Types and Functions 
As outlined in the Market Analysis, there are several facility types that could be 
considered as part of the WCTS effort.  They vary in terms of both size and function, 
and are described below.  Refer to Table 5-1 for a summary of various facility 
characteristics. 
 

Table 5-1 Rail-Served Industrial Facility Characteristics 

 Intermodal Facility Transload Facility Rail-served Industrial 
Park 

Service 
Radius 1,000+ miles 250 miles Dependant on products 

Typical 
Size 

200 to 400 acres, 
dedicated to rail uses 

30 to 250 acres, 
dedicated to rail uses 

200 to 5,000 acres, split 
between rail and 
industrial uses 

Shipping 
Approach 

Containers or trailers 
only Various Various 

Minimum 
Volume 100,000 annual lifts 

Dependent on products; 
several cars per week 

average 

Dependent on products; 
several cars per week 

average 

Product 
Types 

Goods that can be 
shipped in containers or 
trailers and benefit from 

weather and security 
protection 

Goods that can be 
transferred between rail 
and truck with available 

transload equipment 

Goods and products that 
can be processed to add 

value 

Typical 
market 
served 

International, national Regional, local National, regional, local 

Facilities in 
Cheyenne 

area 

Irondale (BNSF, Denver) 
Pullman (UP, Denver) 

Mid-Continent Industrial 
Park (Egbert, WY; UP) 
BNSF Yard (Cheyenne, 

WY) 

Pacific Avenue 
(Cheyenne, WY; UP) 

 
5.1.1 Intermodal Facilities 
An intermodal facility is a rail hub that is used to transfer containers or trailers from rail 
to truck and truck to rail.  The facility consists of long straight tracks to accommodate 
strings of rail cars, overhead cranes, and paved areas to accommodate adjacent truck 
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movements.  The cranes lift the trailers or containers from the ground or a truck chassis 
(respectively) and place them on a rail car (a process known as a lift).  Supplemental 
amenities often include trailer, chassis, and container storage space, truck scales, and 
office facilities to manage security and cargo tracking. The railroad or a third party 
contractor typically runs these facilities. 
 
The most commonly used intermodal medium is a steel container (box) that sits on a 
separate skeletal chassis used for over the road transport.  The containers are stacked 
two high on rail cars specifically designed for this purpose.  This is referred to as 
container-on-flat car or COFC by the railroads.  Container width and height have been 
standardized internationally, but length can vary from 20 feet to 53 feet.  Over the road 
trailers can also be loaded onto railroad flat cars, which is commonly known as trailer-
on-flat-car (TOFC).  Since the railroad is transporting the frame, wheels and other over-
the-road equipment, trailers cannot be stacked like containers.  Although this medium 
started the intermodal industry for the railroads, TOFC has fallen out of favor over the 
past several decades since utilization per railcar is lower, weight per trailer is higher, 
and trailers cannot be loaded onto ships.  This reflects the efficiencies needed for 
intermodal facilities to be profitable. 
 
The intermodal cargo cycle begins when a container or trailer is loaded at the 
manufacturer or distributor.  The container or trailer is sealed for haulage, trucked to the 
intermodal facility, transferred to rail for long haul transport, off-loaded near the 
destination, and trucked to the final recipient.  The shipper’s seal is broken for the first 
time when the container or trailer is delivered, minimizing damage and theft during 
transit.  For international shipments, the long haul transport may include ocean-going 
ships, and direct transfer between ship and rail occurs at many major ports. 
 
Intermodal shipping is most effective when it serves shipments over long distances 
where rail service is more cost-effective than over the road trucking.  Intermodal 
facilities serve an international marketplace of containerized freight, meaning they often 
serve larger shippers with contacts at steamship lines or other international shipping 
lines that provide their own containers.  In these cases, service at an intermodal facility 
is built in to a larger point-to-point contract that oversees the shipment by steamship as 
well as inland. 
 
Intermodal facilities must also be able to sustain railroad market competition—if it is 
served by two or more major railroads; there is an incentive for the railroads to adjust 
their prices to compete for cargo.  For an intermodal facility to remain stable it would 
need to serve a market large and diverse enough to demand multiple shippers. 
 
According to stakeholder interviews, domestic rail intermodal shipments are rare.  For a 
domestic intermodal facility to be successful, it would need a guaranteed source of 
inbound containers and a significant concentration of large shippers.  Smaller shippers 
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generally have more difficulty locating containers at a reasonable cost.  A domestic 
intermodal facility would also need a specific competitive advantage to be able to 
compete with existing intermodal hubs.  Most US intermodal facilities process at least 
100,000 lifts annually, and many of those are international in nature.  UP’s newest 
Chicago-area facility is over 800 acres in size and is designed for 720,000 lifts per year. 
 
5.1.2 Transload Facilities 
A transload facility is a rail hub that specializes in the transfer of non-containerized 
freight from rail to truck and truck to rail.  See Figure 5-1, Transload Facility.  This type 
of facility can be designed to load and unload a wide variety of materials and products.  
A transload facility operation may require specialized equipment to transfer products, 
including conveyers for bulk dry goods, pumps for bulk liquids, forklifts for palletized or 
bundled materials, or cranes for dimensional or individual items.  A transload facility is 
typically beneficial in a large industrial or freight-oriented market that has limited rail 
access.  A transload facility is often operated by an independent owner/operator for 
which the transload operation is their primary business.  Short line railroads can serve 
transload facilities, as outlined in that section of this chapter.  Some transload facilities 
are actually operated by the short line railroad that serves the facility. 
 
Transload facilities (sometimes referred to as “team tracks”) serve local or regional 
markets.  They can be operated by a short line operator that shuttles cargo between 
major railroad yards to and from local shippers and/or shuttles the cargo to the facility to 
be shipped by truck.  Transload facilities can also serve the needs of private truck 
shipments.  Typically, truck shipments cover shorter distances, not effectively served by 
rail, such that a transload facility can effectively link major railroads to truck markets.  
Transload facilities can also help complement major railroad facilities by providing a 
facility where local shipments can be efficiently served without delaying or degrading 
national and/or international shipment service over longer distances.   
 
There are several transload opportunities in the Cheyenne area.   
 
Mid-Continent Industrial Park 
The Mid-Continent Industrial Park in Egbert, WY is about 30 miles east of Cheyenne 
along I-80.  Refer to Figure 5-2.  Although it is referred to as an industrial park, there is 
little industrial development at the facility today.  Therefore, it functions as a transload 
facility.  This facility has several shipper amenities, including a pump system for tank car 
unloading, cranes, and forklifts.  UP provides regular rail service to this facility.  As 
noted in the market analysis, TrussCraft uses this facility for their rail shipments, and 
trucks materials from Egbert to their Cheyenne facility. 
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BNSF Transload Facility (24th Street) 
Closer to Cheyenne, BNSF maintains a transload facility adjacent to West 24th Street as 
part of their Cheyenne freight yard.  See Figure 5-3.  The facility consists of a small 
dock, a dirt parking area, two stub tracks, and a small forklift.  There is evidence that the 
facility is used, but it does not appear to serve significant transload volumes, particularly 
since BNSF rail service to the site is limited by the existing issues with WAFB.   
 
UP Transload Facility (Pacific Avenue) 
The UP serves an industrial park along Pacific Avenue (see Section 5.1.3), and there is 
evidence that transload functions have been provided at the north end of this facility, 
along Union Street.  However, these transload functions appear to be associated with 
shippers in the industrial park.  Based on field visits, this should not be considered a 
public transload facility. 
 
5.1.3 Rail-served Industrial Parks 
A rail-served industrial park typically consists of several independent companies 
(tenants) that produce and/or distribute products via truck and/or rail.  The facility 
generally consists of buildings or warehouses for each tenants, with rail and truck 
access to the majority of the buildings.  Additional amenities may include extra sidings 
for use when rail cars are being switched, truck scales, truck fueling and servicing 
facilities, management office space, and maintenance space.  The transfer of materials 
is primarily between the facility and either truck or rail, but not between truck and rail.  
The tenant or building operator typically performs transfer operations. 
 
Rail-served industrial sites serve a group of local industries that require or produce a 
nationally or internationally used product.  This provides the need for long-haul shipping 
services that railroads provide.  They assume that the tenant(s) will be demanding or 
producing cargo volumes that justify railroads scheduling and coordinating local service 
to the site within their national operations.  Short-line operators can serve industrial sites 
as described in the next section.  Industries that have located in rail-served industrial 
parks include feed mills, lumber manufacturing, construction firms, and steel firms. 
 
There is one rail-served industrial park in the Cheyenne area.   
 
Pacific Avenue Industrial Park (UP) 
This facility is located southwest of downtown along Pacific Avenue.  Refer to Figure 5-
4.  This facility includes several rail-served buildings, several other industrial buildings, 
rail service from the UP yard, and reasonable truck access via Parsley Boulevard, which 
connects Pacific Avenue to both West Lincolnway (US 30) via Ames Avenue and to 
College Drive (just east of I-25).  Existing tenants include Puma Steel and Nortrak.  
There is limited room for expansion at this site since it is land locked by I-80, the UP 
mainline, and the BNSF mainline, and residential development. 
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5.1.4 Short-Line Operations 
The Cheyenne area is served by two Class 1 railroads, as described in Appendix 1.  
Both of these carriers focus on providing mainline rail service along major routes in their 
system, and supporting services on secondary mainlines.  Service levels for individual 
shippers are a reflection of the volumes those shippers provide for the railroad – the 
larger the shipper, the more service the railroad will provide.  Because of this mainline 
phenomenon and lack of support for smaller customers, short line railroads have 
become popular throughout the country. 
 
A short line is simply a smaller railroad that provides services focused on individual 
lineside customers, consolidates those one or two car shipments from each of the many 
small customers into larger trains, and delivers the trains to the Class 1 railroads for 
long-haul shipping.  The reverse function occurs on the other end of the shipping chain 
– trains delivered by the Class 1 railroads are broken down and delivered one or two 
cars at a time to individual shippers.  Because the short lines are dealing with a smaller 
geographic area and are not focused on national and international clients, these 
railroads can provide customized services for smaller clients.  Many short lines operate 
over tracks once owned by today’s Class 1s that were sold off as being unprofitable.  
Others operate on tracks leased from the Class 1s.  There are no short line operations 
in Wyoming, but the Great Western Railroad (an OmniTrax subsidiary) operates 
throughout northern Colorado. 
 
Short lines would provide benefits to either a transload facility or a rail-served industrial 
facility.  These benefits could include better coordination of railcar deliveries to 
individual customers, the ability to have a switcher on-site to move railcars around the 
facility without support from the Class 1 railroads, and the ability to negotiate better 
rates with the Class 1s due to the ability to accept and deliver blocks of rail cars for 
interchange.  However, several issues would need to be addressed.  These include the 
development of an interchange facility where the short line and the Class 1 railroad 
would exchange cars, the potential need for the short line to operate over Class 1 
trackage for interchange, the need to connect the rail served facility to the interchange 
facility (which could be several miles from the selected rail-served site), and the need to 
provide support services for the short line (locomotive fueling, crew quarters, etc.). 
 
5.2  Facility Alternatives 
The market analysis concluded with several key points regarding an intermodal freight 
facility: 

♦ An intermodal facility is not practical for Cheyenne 
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♦ A transload facility duplicates existing services in the Cheyenne area, but the 
existing facilities are marginal 

♦ A rail-served industrial park would also duplicate existing services in the Cheyenne 
area, but these facilities have little or no room for expansion 

♦ There is interest in additional rail-served industrial space in the Cheyenne area 
 
5.2.1 Facility Concepts 
Given these parameters, the study team examined several existing or proposed 
industrial facilities to determine if the addition of rail service (in the form of either direct 
sidings or a transload facility) would be beneficial. 
 
The concepts pursued reflect the addition of a transload facility to the industrial facility to 
provide: 

♦ Transload functions for both existing industrial park tenants and other customers 
when the transload facility opens 

♦ Demonstration of successful railroad connectivity, either through a short line or a 
Class 1 railroad serving the site, encouraging new rail-based tenants within the 
industrial park 

♦ Rail service into the industrial park that could be extended to various developments 
as they occur, promoting the rail-served industrial park concept 

♦ The ability to shift transload operations for industrial park tenants to direct rail 
service via new sidings, freeing up transload facility capacity for off-site customers 

♦ Take advantage of synergies between developers, economic development 
investments, and local / regional transportation investments 

 
5.2.2 Transload Facility Alternatives 
A Cheyenne transload facility could be developed in three potential locations.  One 
location is east of downtown Cheyenne (two alternatives), and the remaining two 
locations are west of Cheyenne.  Three of the alternatives would require access to the 
existing UP mainline, and the fourth alternative could use access from either UP or 
BNSF.  The various alternatives are discussed below.  It should be noted that the costs 
described do not reflect fees that may be imposed by the mainline railroads for the 
connection(s), but does include the costs of the trackwork for the connection(s).  Cost 
spreadsheets for all alternatives are presented in Appendix 11. 
 
Transload Facility Alternative 1 
The first transload facility alternative would be located on the northeast corner of the 
Lowe’s property in the Cheyenne Business Parkway.  Refer to Figure 5-5.  A new  
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siding off the UP mainline would provide double-ended rail access; truck access would 
utilize a new road built on Lowe’s property.  This location assumes that Lowe’s has no 
future plans for the northeast section of their parcel, and that they would consider selling 
it for the transload facility.  A double-ended rail siding would provide the greatest 
flexibility for rail operations, and would provide more options for future rail service within 
the industrial park.  Interstate access to I-80 would be provided via Campstool Road. 
 
Transload Facility Alternative 2 
Alternative 2 is located on State of Wyoming land just east of the Cheyenne Business 
Parkway, adjacent to Lowe’s.  Refer to Figure 5-6.  A new siding off the UP mainline 
would provide single-ended rail access; truck access would utilize a new road built 
along Lowe’s easterly property line to provide access to both Campstool Road (on State 
land) and the Campstool Industrial Park (through Lowe’s). The single-ended rail siding 
would limit flexibility for rail operations.  The east-facing switch would restrict options for 
future rail service within the industrial park (located west of the switch). Interstate 
access to I-80 would be provided via Campstool Road. 
 
Transload Facility Alternative 3 
The third transload facility alternative would be located on the northwest corner of the 
Otto Road / Roundtop Road intersection.  Refer to Figure 5-7.  This area is a potential 
industrial park being considered by Cheyenne LEADS, and is currently owned by Dyno 
Nobel.  A new single-ended rail siding from the UP mainline and a railroad grade 
crossing of Otto Road would be required.  The single-ended rail siding would limit 
flexibility for rail operations.  The proximity to Dyno Noble (an active UP customer) could 
make obtaining UP rail service easier.  Preliminary discussions with WyDOT have 
indicated that the at-grade crossing is feasible, but further evaluation will be required.  
Interstate access to I-80 would be provided via a proposed interchange at Roundtop 
Road.  This interchange is planned to be constructed in the next several years. 
 
Transload Facility Alternative 4 
Alternative 4 is located on Swan Ranch property that has been platted as an industrial 
park just northeast of Speer Junction.  Refer to Figure 5-8.  The proximity to Speer 
Junction would allow for rail access from either BNSF or UP.  Although the concept plan 
shows a double-ended siding from UP, the rail access at this location will be difficult.  
Rail congestion related to the junction may make obtaining rail service in this area 
complicated.  The BNSF main line is at a much lower grade than the Swan Ranch 
property, complicating a potential BNSF connection.  Interstate access to I-25 would be 
provided via a potential interchange proposed as part of the Swan Ranch platting 
process.  This interchange, known locally as the Speer Interchange, has not been 
funded through the state process, but is shown on various long-range plans. 
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5.3  Railroad Service to Proposed Belvoir Landfill 
City Staff had a discussion with UP Railroad regarding the feasibility of transporting City 
trash to the future Belvoir Landfill on railroad cars.  This approach is not cost effective 
for the following reasons: 
 
♦ Distances less than 500 miles are not cost-effective for rail service due to handling 

and rail car positioning costs. 

♦ Additional trash handling required at Cheyenne and landfill location would be costly. 

♦ Significant added cost to purchase or lease handling equipment. 

♦ Operational costs would be high because a dedicated railroad crew, engine, and 
cars would be required. 

♦ Additional cost to install a spur. 

♦ Significant cost for a vehicular access road. 
 
In addition, the southern line near the landfill site is a westbound line.  To serve the 
proposed landfill site, a train would have to travel another 17 miles east to turn around 
and come back on the eastbound line.  The UP would not serve this site by attaching 
cars to a longer train.  Therefore the City would have to purchase a dedicated engine, 
train and crew.  In terms of operations, serving the site would require (1) loading and 
transporting City waste to a siding, (2) transferring it to a rail car, (3) transporting it to 
the landfill siding and transferring it to another vehicle, and (4) transporting the waste to 
a working face and unloading.  To simplify the process, the City could purchase special 
containers that could be transferred from a truck to a rail car, but these would require 
expensive handling equipment. 
 
5.4  Minimal Transload Facility Alternative 
After reviewing the transload facility options described above with project team 
members, a desire for a lower cost alternative was expressed.  Therefore, a bare bones 
transload facility concept was developed.  This concept could be applied at any of the 
four sites described above.  It utilizes one siding from the mainline, resulting in the need 
for only one switch and limited track length.  If designed appropriately, it could be 
expanded to reflect any of the full alternatives above for additional capital costs.  The 
base cost identified for this start-up concept was $2.3M.  As with the full alternatives, 
this cost does not include fees imposed by the railroad. 
 
5.5  Conclusions 
The transload facilities were evaluated and presented to the SC.  The following 
conclusions were reached: 
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♦ Each of the alternatives could take advantage of the minimal transload facility 

alternative to initiate service. 

♦ Alternative 1 and Alternative 4 provide the best rail access in that double-ended 
facilities are possible 

♦ Alternative 1 and Alternative 2 provide the best opportunity to operate within an 
established industrial park environment 

♦ Alternative 4 is the only option that provides the potential for access from either 
BNSF or UP.  It is unlikely that both railroads would serve the facility due to 
competitive concerns. 

♦ A short line could serve each of the alternatives if a short line were to be established 
or move into Cheyenne. 

♦ Alternative 2 and Alternative 4 provide facilities with the lowest capital costs, 
although the minimal facility could be constructed at any of the four identified sites. 

 
Based on the evaluation performed, a transload facility on Cheyenne Business Parkway 
(Alternative 1 or Alternative 2) appears to be the most feasible at this time. 
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6.0 PASSENGER RAIL OPPORTUNITIES 
The study team was asked to evaluate the future feasibility of passenger rail in the 
context of the rail relocation.  The concept at the beginning of the study was that 
relocation of BNSF freight traffic could allow existing BNSF lines to be used for 
passenger rail service in the future.  The results of the rail relocation evaluation 
documented earlier show that the relocation is not likely.  Therefore, an overview of the 
needs for a passenger rail facility has been provided, along with an overview of Front 
Range passenger rail planning. 
 
6.1  Ongoing Planning Efforts 
Passenger rail service does not exist in the north Front Range area today.  However, 
several rail-related studies are under way. 
 
The North I-25 EIS is examining commuter rail between Denver and several north Front 
Range communities, including Greeley, Fort Collins, and Wellington.  Although that 
study has not developed a preferred alternative, it is anticipated that some type of rail 
option will be evaluated in the DEIS, based on the outcome of the North Front Range 
Transportation Alternatives Feasibility Study (TAFS).  The TAFS study called for 
commuter rail along I-25 to Fort Collins.  Other corridors under consideration include 
portions of UP, BNSF, and GWRR alignments. 
 
Passenger rail along the Front Range is also supported by the evaluation of commuter 
rail in the US 36 DEIS, which is evaluating the southern portion of the BNSF line 
(Denver to Boulder and possibly Longmont).  Support for commuter rail along the BNSF 
in the US 36 corridor has been shown by the recent passage of FasTracks, a ballot 
initiative expected to fund rail throughout the Denver metropolitan area.  The North I-25 
EIS will consider this system in their evaluation along the Front Range. 
 
6.2  Rail Infrastructure 
The existing BNSF line and downtown Cheyenne yard are described elsewhere in this 
document and in Appendix 1.  To be compatible with information provided by BNSF for 
the US 36 MIS / EIS effort and the North I-25 EIS effort, three key infrastructure areas 
would have to be addressed. 
 
6.2.1 Signal System 
The current BNSF line is unsignalized.  This restricts train speed (by federal rule) to 49 
mph.  To provide practical passenger operations, higher speeds would be required, 
particularly since much of I-25 between Cheyenne and Denver operates at 75 mph.  
Therefore, a signal system would be required.  A basic signal system would cost at least 
$1M per mile, or at least $10M from the state line to downtown.  With a signal system in 
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place, train speeds could be increased to a maximum of 79 mph where track conditions 
permit. 
 
6.2.2 Double Tracking 
The existing BNSF line serves several freight trains daily, and would not be able to 
support both passenger and freight rail service without double tracking in critical areas.  
If sufficient passenger volume is forecasted, the entire line may require double tracking.  
The limits of double tracking have not been determined outside of the US 36 corridor, 
which is expected to be double-tracked throughout per the US 36 EIS.  However, since 
Cheyenne will be a terminal, it should be expected that some double tracking would be 
required in the area to support end-of-line operations (see end-of-line discussion).  The 
existing BNSF overpass at the UP mainline / West Lincolnway would be costly to widen 
if this is required. 
 
6.2.3 End of Line Improvements 
An end-of-line passenger yard needs to provide certain facilities for trains where they 
start or end their service.  These elements include car cleaning equipment, auxiliary 
power for cars, inspection facilities, and possibly locomotive servicing. 
 
The existing BNSF freight yard in Cheyenne experiences congestion today due to the 
issues with WAFB outlined elsewhere in this study.  There are two scenarios to treat 
end-of-line operations.  First, the rail relocation could occur (which is not likely, based 
on analyses elsewhere in this document), and the existing BNSF yard could be used for 
this function.  Second, the existing yard could be expanded to continue to support BNSF 
freight needs along with additional space for passenger operations.  This would be 
costly and could create issues in the surrounding community.  Both options would incur 
substantial costs. 
 
6.3  Conclusions 
 
The Cheyenne MPO should continue to monitor the progress of the North I-25 EIS to 
determine the status of commuter rail along the BNSF and in the northern Colorado 
area.  There is significant interest in passenger rail along the North Front Range, which 
Cheyenne should be able to capitalize upon as it develops into various projects.  
Extending these services to Cheyenne would have to be feasible in terms of: 
 
♦ Ridership 
♦ Cost effectiveness 
♦ Practicability 
♦ Intergovernmental agreements 
♦ Environmental considerations 
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7.0 FUNDING OPTIONS 
This section examines the potential funding sources available for consideration.  It is 
intended to review various sources of funding and financing options known to be 
established or proposed at federal, state, local and regional government levels.  It will 
also examine sources of funding and financing that may be available through economic 
development programs and private partnering. 
 
7.1  Transportation Funding 
Various transportation-related funding sources were evaluated for the rail relocation 
effort.  These sources are typically governmental in nature, including federal, state, and 
local sources. 
 
7.1.1 Federal Funding Sources  
Consideration should first be given to federal funds identified for freight transportation 
and intermodal facilities and connectors.  Given that this project focuses on the 
relocation of a rail line that poses safety concerns for WAFB and the residents of 
Cheyenne, it is appropriate to consider federal transportation participation in the funding 
of the project. 
 
Federal transportation program authorization and funding is currently before Congress 
for renewal.  The current program, known as the Transportation Efficiency Act for the 
21st Century (TEA-21), expired September 30, 2003.  The federal transportation 
program has been operating under Congressional budgetary continuing resolutions for 
the past year.  Legislative bills have been introduced in both the House and Senate as 
well as by the Administration for the reauthorization of TEA-21, however Congress has 
not yet successfully reached agreement on a funding proposal.  As such, all existing 
programs continue until such time as a new bill is passed.   
 
Both existing funding programs that may be beneficial to the project as well as proposed 
programs identified in each of the bills before Congress are summarized below.  It 
should be noted that in January of 2005, Congress will introduce new legislative 
proposal for the reauthorization of TEA-21 that may, or may not, include these same 
programs.  Further, the funding programs listed below are those that should be consider 
for application.  Eligibility as well as a political lobbying plan would need to be 
developed upon final definition of the projects. 
 
The Congressional proposals are known under the following titles:   

♦ The House bill known as the Transportation Equity Act: A Legacy for Users (TEA 
LU) 

♦ The Senate bill known as the Safe, Accountable, Flexible and Efficient 
Transportation Equity Act (SAFETEA) 
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♦ The Administration’s bill known under the same name as SAFETEA.   
 

All funding received under the federal transportation bills are funneled through the state 
department of transportation. 
 
TEA LU (House Bill – H.R. 3550) 
♦ Freight Intermodal Connector Program  - Section 1303 

This new program is primarily intended to 1) improve freight intermodal connections 
and mitigate congestion and; 2) provide capital funding for infrastructure and freight 
operations needs.  Priority is given to facilities identified by “Pulling Together: The 
NHS and its Connections to Major Intermodal Terminals.”4  Projects must also be 
eligible under special rule as defined under Title 23 103(b)(6).  The bill is proposed 
to fund this program at $115m for FY 04 and $250m annually for FY 05-09.   

♦ High Priority Projects 
High priority projects are projects earmarked by members of Congress for their 
districts.  There are no criteria placed on these funds.  Attaining high priority project 
designation is determined solely at the discretion of the congressional member and 
the Committee chairman.  
 

♦ Projects of National and Regional Significance 
This program is geared toward projects that provide national and regional benefits 
including improved economic productivity by facilitating international trade, relieving 
congestion, and improved transportation safety by facilitating passenger and freight 
movement.  
 

♦ Railway – Highway Grade Crossings Section 130 
This continuing program is focused on funding identified highway and rail crossing 
that experience high accidents and safety hazards.  Several operational and signage 
solutions are identified for application.  Under the TEA-21 Extension Act, Wyoming 
received approximately $912,000 in the category.   

 
♦ Hazard Elimination Program Section 152  

This continuing program is focused on funding projects to reduce high hazard rail to 
highway intersections.  
 

♦ Freight Planning Section 5206 
This funding has been identified for the purpose of improving freight planning and 
integration of all modes in the development of comprehensive plans. 
 

                                            
4 www.ops.fhwa.dot.gov/freight/FPD/Docs/NHSITSConn.pdf.   
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SAFETEA  (Senate Bill S.1072) 
♦ Highway Safety Improvement Program 

This program is specifically geared toward improvements at grade crossings. 

♦ Freight Planning and Capacity Building 
There is a proposed 2% set-aside from the National Highway System (NHS) 
program for intermodal connectors.  The set aside is waived if the connectors are 
determined to be in adequate working order.  There is no other specific set-aside 
program, but language related to intermodal connections and freight movement is 
included throughout the Senate bill. 
 

DOT SAFETEA  (Administration Bill) 
♦ Intermodal Facilities Title VI 

This section of the bill proposes to focus on those intermodal facilities with an 
emphasis on intercity bus facilities.  

♦ Freight Planning and Capacity Building 
There is a proposed 2% set-aside from the National Highway System (NHS) 
program for intermodal connectors.  The set aside is waived if the connectors are 
determined to be in adequate working order.  There is no other specific set-aside 
program, but language related to intermodal connections and freight movement is 
included throughout the Administration bill. 

 
Other Transportation Program Funding Categories to Consider 
♦ Transportation Community and System Preservation (TCSP)  

This source of federal funding should be considered if the proposed project includes 
preservation of historical transportation related facilities or livable community 
projects to support pedestrian friendly facilities.   

 
♦ Transportation Infrastructure and Finance Innovation Act (TIFIA) 

The Transportation Infrastructure Finance and Innovation Act of 1998 (TIFIA), via 
the Department of Transportation (DOT), makes three forms of credit assistance 
available – secured (direct) loans, loan guarantees and standby lines of credit – for 
surface transportation projects of national or regional significance.   
 
The TIFIA credit program’s fundamental goal is to leverage Federal funds by 
attracting substantial private and other non-Federal investment in critical 
improvements to the nation’s surface transportation system.  
 
This is a federal transportation financing mechanism available for up to one-third of a 
project’s costs.  The funding can come in the form of a grant or loan and is intended 
to provide assistance to projects funded primarily with state, local or private sources.  
This project could potentially qualify if two-thirds of the project funding could be 
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identified with non-federal funds.  Revenue generated from the transportation project 
would then be used to pay back the federal loan.  

 
Some freight rail projects may be eligible for the TIFIA program.  Two funded TIFIA 
loans for rail include:  

- Reno Transportation Rail Access Corridor  

° $242 million project, $79.5 million TIFIA loan, construct below-grade 2.25-
mile transportation rail corridor through downtown Reno with 2 mainline 
tracks & access road; replace 10 at-grade rail crossings with bridges; 
construct a new bridge & "shoofly" track for rail bypass during 
construction. Completion of the project is expected in 2005.   More 
information can be found at http://cityofreno.com/gov/retrac/main. 

- Alameda Corridor Transportation Authority 

° $2.4 billion project, $400 million TIFIA loan, to construct a 20 mile freight 
rail expressway between the neighboring ports Los Angeles and Long 
Beach and the transcontinental rail yards and railroad mainlines in 
downtown Los Angeles.  Project opened on schedule in April 2002. More 
information can be found at http://www.acta.org 

 
♦ Railroad Rehabilitation & Improvement Financing (RRIF) 
Although there are no specific grant programs for rail associated with major carriers, the 
RRIF Program may still have some application. 

The Railroad Rehabilitation & Improvement Financing (RRIF) Program was established 
under the Transportation Equity Act for the 21st Century (TEA-21). Under this program 
the Administrator is authorized to provide direct loans and loan guarantees up to $3.5 
billion. Up to $1 billion is reserved for projects benefiting freight railroads other than 
Class I carriers. 
 
The funding may be used to:  

♦ Acquire, improve, or rehabilitate intermodal or rail equipment or facilities, including 
track, components of track, bridges, yards, buildings and shops;  

♦ Refinance outstanding debt incurred for the purposes listed above; and  

♦ Develop or establish new intermodal or railroad facilities  

Direct loans can fund up to 100% of a railroad project with repayment periods 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 and corporations, and joint ventures that include at least one 
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railroad.  
 
Loan agreements have been executed with the following railroads: 

Table 7-1 RRIF Loans 

Railroad Loan Agreement 
Amtrak $100 million 
Mount Hood Railroad $2.07 million 
Arkansas & Missouri Railroad $11 million 
Nashville and Western Railroad $2.3 million 
Dakota, Minnesota & Eastern Railroad $233 million 
Stillwater Central Railroad $4.6 million 
Wheeling & Lake Erie Railway $25 million 

 
Federal financial assistance programs must pay for the cost to the government of 
providing that financial assistance. In most cases this is done with appropriations from 
Congress. Since the RRIF Program does not currently have an appropriation, this cost 
must be borne by the applicant, or another entity on behalf of the applicant, through the 
payment of the Credit Risk Premium. The Administrator will calculate the amount of the 
Credit Risk Premium that must be paid for each loan before it can be disbursed.  More 
information can be found at www.fra.dot.gov. 
 
7.1.2 Homeland Security Funding 
To date, funding expended by Homeland Security for transportation related purposes 
has focused largely on airports, ports, and border crossings.  Funding for transportation 
related projects on highways, railroads and transit has been very limited.  Homeland 
Security funding has recently been funneled to transit for increased security and 
monitoring purposes.  Funding could still be pursued from this federal category but the 
potential for receiving such funding would not be very great. 
 
7.1.3 State Funding Sources 
In addition to federal funding grants and discretionary sources, state funding may also 
be an appropriate funding source for this project.  Funding from WyDOT as well as 
funding that may be available for the state general fund surplus is summarized below.  It 
should be noted that although this project may meet the criteria for funding categories of 
the state, the project may be out of the current planning cycle and therefore may have 
to wait to compete for funding at a later date.  In addition, general fund surplus funding 
is prioritized by the state legislature and rail/highway projects would have to compete 
with other state programs for prioritization. 
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State Highway User Fees 
WyDOT receives annual funding for the construction and maintenance of that state’s 
highway system.  Funding received by the department comes from state fuel taxes and 
transportation related fees, and federal formula distributions.  WyDOT’s FY05 budget is 
approximately $445 million of which $204 million comes from state highway user fees 
and $241 million from federal transportation funding sources. 
 
Although the project is primarily focused on rail relocations and intermodal facility 
improvements, there may be an opportunity to seek state financial participation in 
locations where there is an intersection with a state highway facility.  This would require 
application for inclusion in the statewide planning and project prioritization process for 
transportation. 
 
It is important to note that state constitutional provisions only allow for state highway 
user fees to be expended on roadway improvements, maintenance and law 
enforcement on state highways.   As such, it can be interpreted that WYDOT is 
prohibited from expending state highway funding to benefit a private railroad 
investments.  Therefore, state fuel tax revenue is unavailable to expend for the 
exclusive benefit of the railroads on a rail served industrial park.  However, it may be 
appropriate to have a legal and policy discussion regarding the participation of the state 
in the investment of an intermodal facility that supports economic development activities 
in the region while addressing transportation needs.  
 
Colorado Rail Benefits Study  
A similar type discussion and study is coming to completion in Colorado.  CDOT is 
studying if there are benefits to the state in financially participating in a relocation of a 
privately owned rail line to the east of the Denver metropolitan area.  The study’s 
purpose is defined as follows: 

 
“The purpose of this Public Benefits and Costs Study is to identify and in some 
cases quantify the potential public benefits and costs, as well as the advantages 
and disadvantages associated with a possible public-private partnership project 
between the Colorado Department of Transportation (CDOT), other public 
entities, and the BNSF and UP.  In this context, the parties can better assess the 
type and extent of their financial participation in such a possible partnership.  The 
ultimate goal of the study will be to investigate whether there are likely to be 
sufficient benefits accruing to the citizens of Colorado to warrant consideration of 
the investment of public dollars in the proposal.” 

 
Early study results indicated a high value to the state for its participation.  A full 
summary of the study has not yet been developed by that study team, but technical 
memorandums that have been produced to date are available at 
www.dot.state.co.us/railroadstudy/reports/default.asp.  The Colorado study could serve 
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as a pertinent example for the type of policy discussion that may occur in Wyoming 
regarding a comparable issue. 
 
State General Fund Surplus 
The Wyoming General Assembly is currently faced with a sizable general fund surplus 
generated from state mineral severance taxes.  There is currently a $600 million surplus 
in the general fund that must be spent by the end of the fiscal year or it will be 
transferred to the state rainy day fund.  The legislature and the Governor are currently 
discussing potential uses of the funds.  Although there is no technical prohibition against 
using the surplus funds for transportation, it has not been discussed as a state priority 
use of the funds.  Utilization of the surplus funding will be a significant discussion of the 
legislature when it reconvenes in January of 2005.  Previous pursuits for surplus funding 
for transportation and highways have not been successful.  
 
7.2  Economic Development Funding Sources 
Various economic development funding sources were evaluated for the transload 
facility.  These programs are generally more local in nature, and reflect the state or 
community desires to foster economic development within their planning area.  Most of 
these programs are administered by quasi-governmental agencies. 
 
7.2.1 Wyoming Business Council 
The Wyoming Business Council (WBC) provides business information and resources to 
facilitate Wyoming’s economic growth.  The Business Ready Community Grant and 
Loan Program operated by the WBC is a possible source of funding to support the 
development of a Transload facility.  This program, which has been successfully utilized 
in the southeast portion of the state by the City of Laramie and Laramie County, has 
provided assistance to such projects as the I-80 Industrial Park ($1.5 million) and the 
Turner Tract Office Park ($1.475 million).  The WBC Regional Director for Cheyenne is 
Tom Johnson. Refer to 
www.wyomingbusiness.org/regional_offices/south_east/index.cfm.  
 
Business Ready Community Grant and Loan Program Rules  
There are extensive rules and applications processes that should be considered for 
funding application. 
 
Eligible Activities  

Eligible grant and loan activities include “infrastructure investment such as water, sewer, 
streets, telecommunications, right of way, land, spec buildings or amenities within a 
business park, industrial park, industrial site or business district or other appropriate 
physical projects in support of primary economic development.”   
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Eligible Applicants   

♦ Cities, towns, counties and joint county boards may apply.    

♦ A county, an incorporated city or town and joint power board may contract with a 
community development organization or a state development organization to use 
grant funds from an approved application.   Cheyenne LEADS, as a community 
development organization, could assist and provide project development under 
contract to the City of Cheyenne or Laramie County as the primary applicant.  

 
Types of Projects   

Applications for a transload facility could be defined under either of the following project 
descriptions.  However, the project is probably most conducive to the Community 
Readiness project description. 

♦ Community Readiness Project:  No specific business is committed to expand or 
locate in the community.  The community wants to build infrastructure to ready itself 
for new business development under a specific strategy or plan of action. 

♦ Business Committed Project:  An infrastructure project where an applicant has a 
business committed to expand or locate in the community.  The applicant must 
demonstrate that new primary jobs will be created or retained by the business. 
 

Additional requirements and limitations  

♦ In order to be eligible for the grants, there would be a local match requirement of 5 to 
10 percent.  The maximum grant award is $1.5 million per project.  However, an 
applicant may request grant or loan funds up to the annual maximum amount for a 
multi-year, phased project for a period not to exceed three fiscal years. 

♦ Applications are accepted and funds awarded twice a fiscal year.  Applications for 
the next cycle of Community Readiness and Community Enhancement grants are 
due March 2005.    

 
Business Ready Community Grant and Loan Program Application 

The following items are extracted from the Application Checklist for the Business Ready 
Community Grant program and considerations should be given to each in the 
application process. 

♦ Consult with WBC Regional Directors 
♦ Hold a public hearing 
♦ Complete Application 
♦ Secure Local Match 
♦ Provide Financial Information for Loan 
♦ Resolutions of Support and Minutes 
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♦ Provide Certifications 
♦ Site Information 
♦ Zoning 
♦ Planning Documents 
♦ Sources and Uses of Project Costs 
♦ Local Match Documentation  
 
The WBC is available to assist any applicant in filing the necessary paperwork when 
applying for a grant.  Historically, the program has looked very favorably on projects that 
have strong local support and planning documentation.    
 
Additional information regarding program rules and applications can be found at the 
Wyoming Business Council website at 
www.wyomingbussiness.org/community/index.cfm.   
 
7.2.2 Cheyenne LEADS 
Cheyenne LEADS is the economic development organization serving the City of 
Cheyenne and Laramie County area.  Cheyenne LEADS may be helpful in both site 
selection and providing financial assistance in the development of a transload facility in 
Cheyenne.  Cheyenne LEADS has the flexible funding capabilities that can assist in 
assembling financial commitments and partners in supporting economic development 
opportunities in the Cheyenne area.  Historically, they have been successful in bringing 
together state, local, county, federal and private funding to support economic 
development opportunities as was the case with the North Range Business Park (a.k.a. 
the I-80 Industrial Park).  See www.cheyenneleads.com. 
 
Cheyenne LEADS might serve best as the owner and operator of a proposed transload 
facility with ongoing financing and business development strategies.   Three of the 
transload facility site options have a direct or potential relationship with existing LEADS 
properties.   
 
7.2.3 Innovation and Management of Revenue Sources 
There are various innovative funding techniques that could be pursued. 
 
Public-Private Partnerships  
Opportunities to bring public and private interests together to accomplish mutually 
valuable goals should clearly be considered for the transload facility project.  As such, 
support from the WBS, Cheyenne LEADS, the City of Cheyenne and private developers 
together is necessary for the transload facility project to become a reality in the future.   
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♦ Joint development – opportunities for joint development with adjacent businesses 
and railroads may provide some funding opportunities.  Lowe’s, who is located 
adjacent to two of the transload facility alternative site locations, could be a direct 
beneficiary of any new investment and service that the facility may provide.  If a 
direct bottom-line benefit could be established for Lowe’s they could be a potential 
investor.    

♦ Private Landowners – dedications of right-of-way from private landowners could help 
to defray some of the costs of the project and facilitate property acquisition needs.  
One of the transload facility site locations would be on the Swan Ranch property.   
Designation of right of way by the Swan Ranch property could be an element of a 
public-private partnership negotiation or joint development opportunity with another 
investor.   

 
Special Dedicated New Revenues 
♦ Incremental Tax Revenues.  The tax could be either permanent or established for a 

finite time period.   

♦ Other fees dedicated to the project.  The City or County could also consider 
establishing a new fee/user fee or increasing an existing fee that may be directly 
associated with the operations of a new Transload facility.    

 
Value Capture Mechanisms 
♦ Development Fees. All new construction that may occur within the boundaries of 

Transload facility could be subject to a development fee.  The fee would relate 
directly back to the cost associated with providing the infrastructure of the Transload 
facility.  

♦ Tax Increment Financing (TIF) is an economic development tool that allows a district 
to sell bonds backed by a development's future taxes, while the bond money helps 
pay the developer's construction costs. TIF is not a loan; the development's taxes, 
which would already have to be paid, are used to pay back the principal and interest 
on the bonds.  Tax increment financing does not generate revenue by increasing tax 
rates. Instead, it generates revenues by allowing the City to capture all property tax 
revenues that exceed the "base" equalized assessed valuation of the area before 
being designated for other purposes.  

7.3  Conclusion 
This section reviews funding mechanisms that may help to serve the larger rail 
relocation efforts of the City although recognizing that the cost of such a move would be 
substantial.  Close attention should be paid to the federal transportation reauthorization 
and funding bills to determine if funding sources can be secured in the future, 
specifically earmarks and high priority project designations.   
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As for potential funding of a transload facility, consideration should be given to applying 
for a Business Ready Community Grant through the Wyoming Business Council.  
Resources attained through the WBC could provide for startup funding for larger 
infrastructure investment in the future.  
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8.0 PUBLIC AND STAKEHOLDER INVOLVEMENT 
As part of the study effort, the WCTS team coordinated with local and regional 
stakeholders using a variety of participation strategies.  The purpose of conducting the 
outreach was: 

♦ To engage stakeholders in the project 
♦ To provide information to stakeholders and obtain data from stakeholders 
♦ To gauge support for alternatives 
♦ To identify fatal flaws within alternatives 
 
The involvement for this project consisted of three major components – a project-
specific Steering Committee (SC) that met throughout the study, separate stakeholder 
meetings during the study as needed, and a public meeting at the end of the project.  
Each of these is discussed further in this chapter.  Further outreach was performed as 
part of the market analysis, as described previously. 
 
8.1  Steering Committee 
The first step in the project was to develop a project Steering Committee to help guide 
the study.  During the project’s kick-off meeting, the MPO suggested various entities 
and individuals for the Steering Committee.  This list was updated as the project 
progressed, and the final list is shown in Appendix 15.  The Steering Committee 
consisted of representatives from: 
 
City of Cheyenne 
Greater Cheyenne Chamber of 
 Commerce 
Cheyenne LEADS 
Laramie County 
FE Warren Air Force Base 
Wyoming Business Council 
Wyoming Department of Transportation 

Federal Highway Administration 
Federal Railroad Administration 
Union Pacific Railroad 
Burlington Northern Railroad 
ABF Freight Systems, Inc. 
Dyno Nobel 
Various area landowners 
Cheyenne MPO (Project Manager) 

 
There were four Steering Committee meetings held over the course of the project.  
Minutes from these meetings are also included in Appendix 15.  Each meeting had a 
specific focus, as outlined below. 
 

Table 8-1 Steering Committee Meetings 

Meeting Subject 
SC Meeting #1 Project Introduction, Data Collection Kickoff 
SC Meeting #2 Data Collection Summaries, Preliminary Market Analysis and 

Initial Rail Relocation Alternatives 
SC Meeting #3 Final Market Analysis and Revised Rail Relocation Alternatives 
SC Meeting #4 Transload Facility Alternatives, Funding, and Study Conclusions 
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As outlined in other sections of this report, input was obtained during each SC meeting, 
and that input was used to further guide the study process. 
 
8.2  Additional Stakeholder Meetings 
 
Several one-on-one meetings were held with stakeholders and other project teams.  
These meetings are described below. 
 
♦ As outlined in the Market Analysis chapter, there were several stakeholder 

interviews performed to determine the potential for a facility in the Cheyenne area.  
These efforts are summarized in Chapter 3. 

♦ Carter & Burgess attended a Steering Committee meeting for the Wyoming State 
Rail Plan study effort in March 2004.  The goal of attending this meeting was to 
coordinate the efforts of the two studies.  Since this meeting, the Wyoming State Rail 
Plan has been completed, and available data was used as a reference for the 
WCTS. 

♦ Carter & Burgess is participating in the North I-25 EIS process in northern Colorado.  
WCTS and EIS team members have held internal meetings to coordinate work 
efforts. 

♦ Several progress meetings were held between the MPO, WyDOT, and the 
consultant.  These included discussions in July 2004 and November 2004. 

♦ Meetings and / or conference calls were held with various individuals at key points in 
the process.  These discussions continued throughout the project. 

 
8.3  Public Involvement 
 
To solicit involvement from both the public and elected officials, the results of the study 
were presented to the Laramie County Commissioners, the City of Cheyenne Planning 
Board, and the Cheyenne City Council.  The Steering Committee members were invited 
to each of these meetings, and the meetings were open to the public as part of the 
normal governmental process.  The presentations and formal minutes from each 
meeting are included in Appendix 13. 
 
The study was presented at the Cheyenne / Laramie County Regional Planning 
Commission’s Long Range Planning meeting on February 22, 2005.  Commission and 
public comment followed the presentation. 

♦ Planning Commission members asked for several clarifications: 
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- Start-up costs that ranged from $2M to $2.5M were discussed, along with a 6-
month start-up timeline. 

- Other facilities were discussed, including Mid-Continent Industrial Park and a 
fully developed facility in Montana. 

- Various funding options were discussed in detail, focused on freight mobility 
funds 

- Passenger rail connectivity to Colorado was also reviewed. 

♦ The floor was then opened to public comment. 
- A discussion of the funding sources for the facility was held.  One member of 

the public felt that tax funds should not be used for the facility, and that it should 
be self-supporting. 

- A local business owner asked what would happen to local rail service if WAFB 
terminated BNSF through traffic.  The team responded that BNSF has access 
from Denver, and that existing service could be maintained if BNSF was willing. 

- A local rancher noted that several of the relocation alternatives bisect his ranch.  
The team responded that the alternatives are conceptual, and that the 
relocation will not be moving forward at this time.  If rail service through WAFB 
were ever terminated, the concepts would have to be refined with property 
owner input before any type of construction could begin. 

The study was presented at the Laramie County Board of Commissioners meeting on 
March 15, 2005.  No significant comments were received. 
 
The study was presented at the Cheyenne City Council meeting on March 28, 2005.  
One Council comment followed the presentation, regarding the potential for WAFB to 
contribute to relocation funding if they close the based to BNSF trains.  The team 
responded that this funding might be available if the base is closed to rail traffic, but that 
it would depend on the political climate, rail traffic levels, and the timeframe of the 
closure. 
 
8.4  Conclusions 
 
Much of the input obtained from the SC has been documented in the relevant chapters 
of this report.  This includes: 

♦ Input on the Market Analysis 

♦ Screening of Rail Relocation Alternatives and selection of the “do nothing” 
alternative 

♦ Screening of Transload Facility Alternatives and a preference for either Alternative 
on the Cheyenne Business Parkway 
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9.0 STUDY RECOMMENDATIONS 
 
The WCTS has evaluated a series of alternatives for improving freight train movements 
and increasing rail access in western Cheyenne.  This included the potential relocation 
of the BNSF mainline and yard to a location west of downtown and development of a 
rail-served industrial park. 
 
A market analysis served as the basis of much of this work.  That analysis found: 

♦ A true intermodal facility is probably not appropriate for Cheyenne since sufficient 
volumes will be difficult to achieve in light of nearby facilities in Denver and lack of 
major containerized shippers in Cheyenne. 

♦ A stand-alone transload facility is also probably not appropriate since such facilities 
already exist in Cheyenne and at Egbert, WY.  A transload facility with multiple 
customers should be examined further. 

♦ A rail-served industrial park could provide opportunities for both shippers and 
industrial developers, and should be pursued. 

 
The rail relocation evaluation determined that relocating the BNSF rail line was 
impractical due to high costs associated with the alternatives.  This is based on limited 
funding availability and impacts in the Western Cheyenne area that cannot be 
addressed without significant cost.  However, it should be noted that if WAFB is ever 
closed to through rail service, these alternatives could be re-evaluated to restore 
BNSF’s north-south connection through Cheyenne.  The relocation evaluation also 
determined that the rail yard relocation is impractical due to limited benefits without the 
mainline relocation and the costs associated it. 

A transload facility (envisioned as part of a rail-served Cheyenne-area industrial park) 
was also evaluated at four separate sites.  Based on the evaluation performed, a 
transload facility on Cheyenne Business Parkway (Alternative 1 or Alternative 2) 
appears to be the most feasible at this time. 
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