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ORDER GRANTING UNOPPOSED MOTIONS FOR ISSUANCE OF SIX 
SUBPOENAS DUCES TECUM AND 

GRANTING REQUEST TO CORRECT SUBPOENA  
 

Decided:  February 13, 2026 
 

This discovery matter is before the undersigned pursuant to a ruling by the Surface 
Transportation Board.  See Decision (Dec. 12, 2025).  

 
Following a Status Conference on pending discovery issues, on January 16, 2026, the 

undersigned issued an order memorializing the rulings made at the Status Conference. See 
Decision (Jan. 16, 2026).  This Decision required Delta Southern Railroad, Inc. (DSRR) to 
circulate proposed subpoenas duces tecum (tailored to the non-party witness) to counsel for each 
witness and Lake Providence Port Commission (LPPC), then have a meet and confer prior to 
filing a request for issuance of the non-party subpoena duces tecum.  Decision 3-4 & n.4 (Jan. 
16, 2026).  On January 30, 2026, the undersigned granted a Joint Consent Motion for an 
Extension of Time, which extended two of the deadlines in the January 16, 2026, Decision.  See 
Decision (Jan. 30. 2026). 

 
On February 9, 2026, DSRR filed seven (7) individual motions for issuance of subpoenas 

duces tecum, along with an Omnibus Brief in support of its motions for issuance of non-party 
subpoenas.  (DSRR motions; DSRR Brief.)  DSRR’s Brief was clear that its motion for issuance 
of the subpoena to Complex Chemical Company, Inc. (Complex) was opposed.  (DSRR Brief 4, 
9-11.)  As this requested subpoena is contested, it will be considered after replies are filed. 

 
The next day, February 10, 2026, counsel for Lake Providence Port Commission (LPPC) 

filed a letter to advise that counsel for Complex and LPPC expected to file replies to DSRR’s 
motion for issuance of the subpoena to Complex by February 13, 2026.  (LPPC Letter 1-2, Feb. 
10, 2026.)  The LPPC letter further advised that counsel for Sam E. Angel, II (Epstein Gin Co., 
d/b/a Epstein Transloading) and Blake Livingston (Livingston Pecan & Metal, Inc.) would not 
file a reply to DSRR’s motions directed toward each of them (provided the proposed subpoena to 
Mr. Angel was corrected, because the incorrect proposed subpoena was attached to that 
individual motion).  (Id.) 
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Also on February 10, 2026, DSRR submitted a letter requesting to correct the proposed 
subpoena to Mr. Angel and attaching the correct proposed subpoena.  There is no objection to 
correcting the subpoena.  (LPPC Letter 1-2, Feb. 10, 2026.)  Therefore, DSRR’s request to 
correct the Sam E. Angel, II subpoena is granted.  The proposed subpoena filed with DSRR’s 
February 10, 2026, letter shall be considered as if it were the correct subpoena filed with the 
corresponding motion (no substitution is required in the docket, however). 

 
DSRR’s letter states there are not objections to six (6) of DSRR’s individual motions for 

issuance of a subpoena to: 
 

1. Sam E. Angel, II (Epstein Gin Co. d/b/a Epstein Transloading); 
 

2. Blake Livingston (Livingston Pecan & Metal, Inc.); 
 

3. Robert Amacker, Jr. (Hollybrook Warehouse, Inc.); 
 

4. Neil Martin (Terral RiverService, Inc.); 
 

5. Daniel B. Robbins, President of North Louisiana and Arkansas Railroad; and 
 

6. Wyly Gilfoil, former Port Director of the Lake Providence Port Commission. 
  

(DSRR letter 1-2, Feb. 10, 2026.)  Each witness and counsel for LPPC already had the chance to 
review these proposed subpoenas in compliance with the ALJ’s January 16, 2026, Decision that 
required them.  As these six (6) proposed subpoenas presented are unopposed, they will be 
issued. 
 

It is ordered: 
 
1. DSRR’s six (6) motions for issuance of subpoenas duces tecum are granted as set forth 

herein.  
 
2. DSRR’s request to correct the Sam E. Angel, II subpoena is granted.  The proposed subpoena 

filed with DSRR’s February 10, 2026, letter shall be considered as if it were the correct 
proposed subpoena filed with the corresponding motion.  However, no substitution is 
required in the physical docket.  

 
3. This decision is effective on the date of service. 
 
By the Board, Jenifer J. Soulikias, Administrative Law Judge. 
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Before the 
SURFACE TRANSPORTATION BOARD 
_____________________________________ 

 
STB Docket FD No. 36447 

_____________________________________ 
 

Lake Providence Port Commission—Feeder Line Application--LINE OF 
DELTA SOUTHERN RAILROAD LOCATED IN EAST CARROLL AND  

MADISON PARISHES, LOUISIANA 
____________________________________ 

 
VERIFIED STATEMENT OF DANIEL B. ROBBINS 

_____________________________________ 

 1. My name is Daniel B. Robbins. I am the President, and head of 

Marketing of the North Louisiana & Arkansas Railroad (“NLA”). My address is 

4416 S. Arkansas Ave., Russellville, AR 72802. I have personal knowledge of 

the facts stated herein and am duly authorized to present the Verified 

Statement on behalf of NLA. By way of personal background, I have been 

engaged in the railroad industry for 31 years and have 30 years of experience 

as a railroad engineer. During my career, I have worked as a conductor for the 

Union Pacific Railroad Company (“UP”) and in various positions, including 

engineer for the several short line railroads that are owned by Arkansas Short 

Line Railroad, Inc. (“ASL”), which is NLA’s parent corporation. In addition, I am 

a designated supervisor of locomotive engineers and a qualified track inspector. 

 2. NLA is one of the two (2) private short line railroads that partnered 

with the Southeast Arkansas Economic Development District (“SEAEDD”) and 

the Lake Providence Port Commission (“LPPC”) and the Madison Parish Port 

Commission (MPPC) in the public-private partnership (“PPP”) that is known as 
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the Southeast Arkansas and Northeast Louisiana Multimodal Freight Corridor 

Improvement Project. Delta Southern Railroad, Inc. (“DSRR”) is the other short 

line railroad. In 2019, the PPP successfully obtained a FY 19-20 INFRA Grant 

from the U.S. Department of Transportation. The Grant funds are intended to 

be used to re-develop the entire McGehee-Tallulah Railroad Corridor (“the 

Corridor”), including the trackage between MP 408.9 and the point of 

interchange with the Kansas City Southern Railroad Company (“KCS”).  

3. NLA currently owns, or by lease, operates sections of the Corridor 

between MP 408.9 and MP 471.0. If LPPC is authorized to acquire the track 

between MP 471 and the point of interchange with the KCS in Tallulah, 

Louisiana, NLA will enter into an extended lease with LPPC and, following the 

Board’s authorization, will operate over the entire Line, which has long been 

known as the Lake Providence Branch Line. NLA Railroad will operate the line 

from a point located in the middle of the line to be determined and provide tri 

weekly service to all stations on the line. This service will commence on the 

rehabilitation of Segment D, i.e., the DSRR line from Lake Providence, LA to the 

interchange location with KCS in Tallulah, LA. Until that time, NLA will provide 

tri weekly service from McGehee, AR to Lake Providence, LA and on demand 

service from Lake Providence, LA to Tallulah, LA.  

 4. The receipt of the Grant funds has enabled the owners to 

rehabilitate the track between McGehee and Lake Providence. Although work 

on the track continues, it is now possible to safely operate over it. By way of 
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background, in 2011, NLA began operating on the segment of the Corridor that 

LPPC and ASL had acquired from DSRR through an offer of financial 

assistance. The track was in a deplorable condition. As DSRR had admitted in 

its Petition for Exemption,1 because of defective cross ties, and track alignment 

being out of compliance with FRA Class 1 standards at numerous locations, it 

had to embargo rail operations due to track conditions. DSRR also claimed that 

“operation of the Rail Line is unprofitable … [and] there is no reasonable 

prospect for profitable operations".2 By that time, the shippers that had 

previously relied on rail service had disappeared and had, out of necessity, 

turned to trucks to move their traffic to UP in McGehee and KCS in Tallulah. 

Shippers located in the Madison Parish Port had no option but to use DSRR’s 

services if they were to continue shipping by rail.  

 5. To rehabilitate the tracks, NLA and its parent company invested 

over $2.0 million of corporate funds. In addition, NLA, working with SEAEDD 

and LPPC, obtained funding for a portion of the needed repairs from the 

Arkansas Economic Developmental Commission GIF Funds. The Economic 

Development Department of the U.S. Department of Commerce also granted 

 
1 STB Docket No. AB-384 (Sub-No. 3X), Delta Southern Railroad, Inc. – 
Abandonment Exemption – In Desha and Chicot Counties, Ark, filed December 6, 
2010, at p. 4 (“Petition”). See Exhibit D, V.S. Gilfoil at Attachment 6. 
2 Petition at p. 3. DSRR’s actions mirror Wainwright’s earlier comments in FD 
34479, Arkansas Midland Railroad Company-Emergency Service Order-Line of 
Delta Southern Railroad, Inc., dated February 27, 2004, that blamed DSRR’s 
inability to provide service and maintain and upgrade the Warren Line at the 
appropriate level for reliable service on the inadequacy of per car revenues. As 
he also acknowledged, this led to an excessive number of derailments. See Item 
4 in Attachment 1 hereto. 
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SEAEDD and LPPC $3.5 million to upgrade the track between Lake Village, 

Arkansas (MP 433.0) and Lake Providence, Louisiana (MP 471.0). NLA also 

sought Railroad Rehabilitation & Improvement Financing (“RRIF”) funding to 

rehabilitate portions of the line from McGehee Arkansas to the 

Arkansas/Louisiana State line. The RRIF loan was denied. Despite those 

efforts, there was much that remained to be done when the decision was made 

to establish the PPP and apply for a Grant from the United States Department 

of Transportation (“DOT”), which administers the Infrastructure for Rebuilding 

America (“INFRA”) Grants. As the photographs in the INFRA Grant Application 

demonstrate, in January and February 2019, NLA suffered major derailments 

due to track conditions that were exacerbated by DSRR’s previous owner and 

continue to impact safety and reliable rail service.3  

 6. In the Spring of 2015, I met with William Wainwright, who 

previously owned DSRR. I was aware at the time of an unmistakable decline in 

DSRR’s operations and facilities and was interested in acquiring DSRR’s tracks 

to be able to restore single-line service between McGehee and Tallulah that 

would link all shippers that are located on the corridor to UP and KCS. During 

our conversation, he told me that he had recently received an offer of $3.5 

 
3 See Feeder Line Application, Exhibit B, FY 19-20 INFRA Grant Application, 
Appendix A at A6 – A10. Prior to the filing with DOT, NLA sought an emergency 
loan guarantee from the Small Business Administration following these 
incidents, SBA declined that request. NLA’s inability to fully address the 
underlying track conditions has impacted multiple customers as NLA has had 
to embargo the use of the type of gondolas, which average 17 feet in height, 
that are normally used to transport cotton seeds and similar items. 
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million but would sell to me if I could match that offer within thirty days. 

Before I could arrange my financing, Mr. Wainwright consummated the sale. 

Even though I was disappointed, I was later delighted to learn that J.D. 

Ventrcek was involved in the sale and would manage DSRR’s operations. I first 

met Mr. Ventrcek when he was President and Chief Operating Officer of 

Weyerhaeuser’s Arkansas and Oklahoma railroad operations. He later became 

Senior Vice President Corporate Development with Patriot Rail. In addition, he 

served as President of the Arkansas Short Line Association and the Chairman 

of the Rail Advisory Committee for the State of Louisiana.  

 7. On August 12, 2015, I was invited to meet with DSRR’s officers to 

discuss future joint efforts to expand and coordinate our rail operations. Mr. 

Ventreck and I were joined in the meeting by John Marino. They told me that 

John Marino and his father had recently set up Continental Rail, LLC 

(“Continental Rail”). They also implied that Continental Rail’s acquisition of 

DSRR’s operations had been financed by a California-based private equity 

firm.4 They assured me that they were fully committed to the task of rebuilding 

DSRR and were going to improve DSRR’s facilities and operations. 

 
4 I did not learn that Continental Rail was not DSRR’s owner until July 15, 
2016. That was the date that Golden Gate reached out to me to acquire all four 
(4) short line railroads that are owned by ASL. During those negotiations, I 
learned that Golden Gate had insisted that Mr. Marino was not to reveal 
Golden Gate’s involvement in West Bank Intermediate Holdings, LLC, which 
had been formed by Golden Gate to acquire DSRR’s stock. After several 
sessions of negotiations with Golden Gate, its offer was declined. 
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Furthermore, they intended to expand the business by reestablishing DSRR’s 

links to UP at McGehee.5 

 8. This was great news for NLA, which could look forward to 

substantially increased operations and revenues to be earned from interchange 

operations with DSRR. I assumed that Mr. Ventrcek would quickly act to 

reduce DSRR’s inventory of stored cars to enable DSRR to reach NLA and 

satisfy its rail common-carrier obligations that were not served by the storage 

of railcars on DSRR’s mainline, especially when car storage interfered with 

interchange operations. As a veteran short line operator, Mr. Ventrcek knew 

that if DSRR were to provide any interchange operations, it would first be 

necessary for DSRR to clear the entire corridor between MP 471 and MP 491 on 

every trip before dispatching its locomotive to MP 472.25 to pick up any cars 

that had been placed in interchange by NLA. As I can attest, the constant need 

to move several hundred stored railcars every time a single car was placed in 

interchange would raise logistical nightmares when DSRR does not have any 

tracks of its own where it can momentarily place the cars that will have to be 

pushed back into storage after interchanged cars have moved past the line of 

stored cars.6 

 
5 As the record reflects, the Lake Providence Branch Line was owned by 
Missouri Pacific Railroad Company (“MP”) until 1989. At that time, UP, which 
controlled MP, was in the process of selling numerous branch lines that were 
owned by MP to short line operators in the State of Arkansas.  
6 It is my understanding that Terry Murphy, the Executive Director of the 
Madison Parish Port, has detailed the adverse impact on the Port and its 
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 9. To illustrate the severity of the situation, on April 23, 2021, I 

counted at least 471 cars that DSRR had in storage on the mainline between 

MP 491.0 and 480.6. Assuming an average car length of 60 feet, the stored 

cars would create a train that is 28,260 feet (over 5.3 miles) long. That in itself 

raises questions as to where the cars would be temporarily stored while DSRR’s 

locomotive travels to MP 472.5, where it would pick up cars that NLA would 

have placed in interchange. If the interchanged cars are to be interchanged 

with KCS, a further question is raised as to how DSRR expects to pass the 

stored cars that are temporarily stored on the mainline. Plainly, the storage of 

railcars on DSRR’s mainline is not compatible with efficient interchange 

operations, which is why Wainwright disabled the track north of MP 471.0. 

 10. During the meeting, Mr. Ventrcek asked if I would do joint 

marketing initiatives with Craig Huff, who had worked with him at Patriot Rail. 

I quickly agreed to do so. Craig Huff and I immediately started looking for new 

business, which included joint marketing efforts that took us to Overland Park, 

Kansas, Kansas City, Missouri, Vicksburg, Mississippi, and other places. In 

fact, when Mr. Huff was asked by Mr. Marino to prepare estimates of shippers 

and revenues that he and I had identified for inclusion in DSRR’s 2016 Budget, 

Mr. Huff, who was not familiar with NLA’s contacts, called me to prepare an 

estimate of potential revenues that would be earned during the first six (6) 

months of operations that would follow the reopening of the entire Lake 

 
tenants that is caused by DSRR’s switching activities that regularly block road 
crossings leading to the Port and the Port’s private tracks.  



8 

Providence Branch Line. As I recall, the estimated revenues exceeded 

$600,000. It is my understanding that the estimate was used in DSRR’s 2016 

budget. A list of customers that indicated they would ship by rail once the 

tracks were restored is attached hereto as Attachment 4. 

 11. Consistent with the comments that were made in our June 2015 

meeting, the needed repairs were begun. Initial repairs were concentrated on 

DSRR’s bridges, and the track located between the Madison Parish Port (where 

they had relocated DSRR’s headquarters) and the interchange with KCS. For a 

while, DSRR reduced the miles of stored cars that Wainwright had welcomed. 

Everything began to change when Mr. Ventrcek left Continental Rail. 

 12. Before he left, DSRR and NLA began interchange operations for 

Complex Chemical, which was and still is the largest rail shipper on DSRR’s 

system. While some of Complex Chemical’s cars were moved without incident, 

problems developed that are solely attributed to UP’s EDI computer system’s 

failure to recognize that Arkansas Midland Railroad (“AKMD”) and NLA needed 

notification of car movements for DSRR interchange in Lake Providence, 

Louisiana. That caused UP to fail to alert AKMD and NLA when Complex 

Chemical’s cars arrived in McGehee. That caused cars to be lost in AKMD’s 

yard in McGehee and severely impacted NLA’s ability to timely deliver cars to 

Complex Chemical. I will admit that this generated a series of irate emails from 

Complex Chemical and Jerry Melton, who is its CEO. Although those problems 

were finally resolved in early 2017, DSRR, without prior notice, abruptly closed 
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interchange on August 24, 2017. As I explained in an email that I sent to Gene 

Higginbotham at SEAEDD:7 

The NLA interchanged cars on 8/23/17 to the DSRR at Lake 
Providence. We received word today from Inteletrans that the 
DSRR said the interchange was closed. After a call to DSRR 
(Craig Huff and Matt Prince) they confirmed the interchange was 
closed based upon track issues on the DSRR side. They are 
suppose[d] to be taking the steps to embargo the interchange. 
We notified DSRR on Tuesday we had cars for them but they 
made no mention of a closed interchange. The cars in question 
will have to be rerouted to DSRR via UP at someone’s expense. 
We are awaiting the rebilling now. The 8 cars in question came 
in while the State of Louisiana had the NLA removed at Lake 
Providence for the flood mitigation project. Of the 8 cars in 
question 3 are Complex chemical cars that arrived on NLA on 
4/20, 4/27 and 5/12. The other cars are assigned to Top Rail 
Solutions as storage cars.  

 I ended up having to take the Complex Chemical cars back to McGehee 

to interchange them with UP, which then took them to Monroe and 

interchanged them with KCS which, in turn, interchanged them with DSRR. 

After I reached an agreement with Mr. Huff, he drove to the point of 

interchange and hitched a ride on NLA’s locomotive which slowly pushed the 

Top Rail Solutions' cars to a point on DSRR’s track for storage. Most 

importantly, the fact that Complex Chemical was able to use the track to reach 

NLA as late as August 2017 belies DSRR’s repeated arguments that it was not 

aware of any prospective customer that sought to make use of its “long-out-of 

service” Line. Because Complex Chemical was, and still is, DSRR’s largest 

 
7 In August of 2017, NLA was working with SEAEDD and sharing information 
for use in the initial INFRA Application. 
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customer, how was it possible for Jon Ryan, DSRR’s current CEO, to overlook 

it? 

 13. In Mr. Melton’s Verified Statement, which is filed herewith as 

Exhibit L, he has provided the Board with estimates that reflect Complex 

Chemical’s need to reach UP directly and avoid having to interchange with KCS 

and UP to be able to reach customers that are captive UP customers. In 

addition, he has faulted DSRR’s refusal to maintain its rail that has imposed a 

penalty on Complex Chemical. 

 14. In addition, Mr. Melton has confirmed Mr. Murphy’s testimony, as 

well as mine, that DSRR’s storage activities create problems at the crossing as 

the entrance of the Port is blocked excessively when DSRR is switching storage 

cars. Given the above, Complex Chemical supports LPPC’s acquisition and 

restoration of the entire Lake Providence Branch.8 Based on the adverse impact 

of DSRR’s multi-year refusal to restore the track between MP 491.0 and MP 

471.0, Complex Chemical views “DSRR’s owner’s self-imposed refusal to bear 

the cost of maintaining its own line as a restraint on trade and contrary to the 

public convenience and necessity and the public interest.”9  

 15. Apart from the interchange movement, in September 2022, of the 

specialized Schnable car, no interchange occurred even though Mr. Huff and I 

unquestionably discovered a current need for service over the entire Lake 

 
8 It is noted that Complex Chemical, recognizing the need to preserve rail 
service, protested MP’s abandonment of the Line in 1988. 
9 Exhibit L, V.S. Melton at p. 3, ¶6. 
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Providence Branch Line. This, of course, is proved by DSRR’s very recent steps 

to improve the track so that it could showcase its new-found ability to move the 

Schnable car over the tracks that it finally worked on this past summer. NLA, 

pursuant to the Trackage Rights Agreement that NLA assumed from LPPC, NLA 

is permitted to inspect the interchange track between MP 471.0 and MP 

472.25. In Section 4 of that Agreement, entitled “Maintenance” DSRR agreed 

that it shall “at its sole cost and expense, commence all work necessary to 

rehabilitate the Joint Trackage into FRA Class 1 track conditions. Thereafter, 

DSRR shall maintain the Joint Trackage in FRA Class 1 track condition for the 

term of this TRA, subject to the provisions of Section 3 above concerning 

allocation of such costs.” The term “Joint Trackage,” was defined in the TRA as 

“DSRR’s tracks entitled between Milepost Nos. 471 and 472.25.” Because Mr. 

Wainwright never bothered to rehabilitate that little segment to FRA Class 1 

status, the provisions of Section 3 have never been applied.10  

 16. On March 22, 2022, the day before I announced that the Line 

between McGehee and MP 471.0 was reopened for full service, I informed Jerry 

Melton, the CEO of Complex Chemical, that I had one of his cars and would 

place it in interchange with DSRR. In response, Mr. Melton told me that he had 

“no confidence that DSR can get to and from Lake Providence over their bad 

track no matter what they were saying.” I have been authorized by Mr. Melton 

to state that he told me not to place the car in interchange at MP 471, but to 

 
10 See Attachment 2 hereto, Relevant provisions of the Trackage Rights 
Agreement.  
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take it back to McGehee from Lake Providence. I thanked Mr. Melton and told 

him we would await billing instructions for his car to send it back to UP in 

McGehee, where it would be forwarded to Monroe, and then moved over KCS, 

then DSRR to his facility.  

 17. After my conversation with Mr. Melton, I instructed NLA’s track 

inspector, who is duly qualified consistent with FRA regulations, to inspect the 

Joint Trackage track between MP 471.0 and 472.25. On March 29, 2022, NLA’s 

track inspector spent most of the day inspecting the track.11 As he discovered, 

DSRR has recently taken some steps to address the tracks condition, however, 

he still identified 45 defects between MP 471.0 and 472.2 that include tie 

defects, gauge defects, cross level defects, broken rail defects, joint bar defects 

and even a vegetation defect involving a tree down across the track.  Given his 

findings, I must question whether all such defects could be cured in a couple of 

weeks. If the Joint Tracks had been classified as FRA Class 1, DSRR would 

potentially face several thousand dollars of fines following an FRA Track 

Inspector’s visit. In fact, the potential of incurring huge fines is preventing NLA 

from upgrading its track to FRA Class 2 status until all work is completed. 

Until that is done, all operations will move at the highest speed possible. To the 

best of my knowledge, the DSRR track, also somewhat improved, will require 

further rehabilitation after it is acquired by LPPC. 

 
11 See Attachment 3, Track Inspection Report. 
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 18. I, and NLA’s other locomotive engineers, have now operated for 

more than eleven (11) years over the track that is located between MP 408.9 in 

McGehee and MP 472.25, including time before they were rebuilt with the 

INFRA Grant funds, there is no excuse for DSRR’s prior refusal to take “baby 

steps” to address the track issues. Because I am aware that Mr. Ventrcek was 

trying to take those steps from the moment that he was placed in charge of new 

business development over the track, the failure to continue to take those steps 

must be attributed to DSRR’s San Francisco-based owners who have no 

apparent railroad experience. Instead of focusing on the needs of shippers and 

their railroad’s common carrier obligations, it is obvious that DSRR’s owners 

did not want rail storage revenues to be diminished. Nor did they want to 

attract new interchange business that would require them to invest in 

upgrading their railroad’s tracks. As I first learned from Craig Huff in 2021, 

after Mr. Ventrcek resigned, he was instructed by John Marino and Jon Ryan 

to stop working with me to develop new business that would require 

interchange with NLA and to focus on revenues earned from railcar storage. 

 19. Having spent several millions of dollars to repair the track between 

2011 and 2017 when the first INFRA Grant was filed, I do not question DSRR’s 

claim that it would require several million dollars to rehabilitate its track to 

FRA Class 2 status. However, if DSRR had continued Mr. Ventrcek’s efforts to 

take a series of small steps to make the track passable, similar to the efforts 

that NLA, SEAEDD and LPPC took, the cost to DSRR’s owners of bringing the 

track to FRA Class 2 status in one giant step would have been far less than the 
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$11,448,000 that DSRR originally sought for Rail Infrastructure Rehabilitation 

to FRA Class 2 status.12 Based on my long experience in the rail industry, if the 

track that NLA acquired is used as the basis of comparison, it is readily 

apparent to me that DSRR’s track between MP 471.0 and MP 491.0 continued 

to deteriorate further after West Branch acquired DSRR in June 2015. As a 

result, it does not surprise me that if DSRR only spent $2,300,00 between 

2015 and November 2017 to upgrade the entire track between MP 471.0 and 

the KCS interchange that it might require more than double the amount that 

NLA needed to rehabilitate the 24.1 miles of track between MP 408.9 and MP 

433.0.  

 20. In the attempt to scale down the project to meet DOT’s offer, Jon 

Ryan, in December 2019, proposed spending $2,503,596 to rehabilitate the ten 

(10) miles of track between MP 500 and MP 491 that he referred to as DSRR’s 

“Priority Miles.” In her letter, dated March 17, 2020, that requested FRA’s 

approval of scope changes, Patrecia Hargrove requested an allocation of 

$3,207,789 to rehabilitate the 20-mile segment to FRA Class 2 status. That 

proposal, which was accepted by DOT and FRA, would leave only $704,193 to 

be spent on the segment between MP 471.0 and MP 491.0 if $2,503,596 were 

to be spent to rehabilitate Ryan’s “Priority Miles.” Using DSRR’s cost estimate, 

DSRR (or its successor) would need an additional $8,200,211 to cover the cost 

 
12 See Feeder Line Application, Exhibit B, INFRA Application at Table 4: Future 
Eligible Costs by Segment. 
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of bringing the segment of track between MP 471.0 and MP 491.0 to FRA Class 

2 status.  

 21. By way of comparison, the section of track that NLA acquired from 

DSRR is 24.1 miles in length as compared with DSRR’s section, which is 27.6 

mi1es in length. The highest bid to reconstruct NLA’s track was $5,308,297, 

while the lowest bid was $4,163,507. DSRR’s estimate, which covers 27.6 miles 

of track, is more than double the bids that NLA received for similar mileage. 

Either DSRR is exaggerating the costs required to rehabilitate its track or 

DSRR has done very little to repair its share of the Lake Providence Branch 

other than rehabilitate Mr. Ryan’s 10 priority miles. 

 22. Because Matt Prince, Continental Rail’s Director of Operations, in 

an email dated September 21, 2017, told me that “We bowed out of the grant 

application for the time being as we simply cannot afford to spend the cash 

right now,” I was aware that DSRR was struggling. However, having worked 

with Craig Huff to develop new business that reflected several hundred 

thousand dollars of potential income in the first six (6) months after the track 

between MP 471.0 and MP 491.0 was repaired, I could not understand why 

none of our joint efforts had produced any new revenues. Nor could I 

understand the reasons for Mr. Huff’s seeming indifference to look for other 

business development opportunities prior to his resignation from DSRR. In any 

event, no one at DSRR reached out to me to renew such activities after Mr. 

Huff resigned as DSRR’s General Manager. 
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 23. It was months after LPPC filed its original Feeder Line Application 

(November 12, 2020) that I finally learned what had happened. In March of 

2021, I received a call from Mr. Huff who told me that he had been reading the 

pleadings in the proceeding and was troubled by comments in some of DSRR’ 

pleadings. He suggested that we should try to contact Donald Bush who had 

been the manager of a small company named Bayou Bioenergy (“Bayou”) He 

also provided Mr. Bush’s cell phone number.  

 24. Mr. Huff’s call caused me to recall that in December 2016, I had 

been contacted by Mr. Bush who advised me that Bayou had recently opened a 

facility in Lake Providence and was currently moving all of its product by truck. 

However, he was attempting to expand Bayou’s business to include shipments 

by rail of glycerin product and wet methanol to some new customers. He also 

wanted to know whether his company could use a NLA spur line located in 

Lake Providence for purposes of transloading product from Bayou’s facility that 

was located within a mile of the spur. We had several conversations about 

potential movements and the need to work jointly with DSRR to move product 

over the KCS, which offered lower rates to certain locations than UP, which 

could be reached directly from Lake Providence. 

 25. I explained that to reach KCS, NLA would spot tank cars on the 

spur at MP 469.0 for loading and then move them to the point of interchange 

that had been established with DSRR between MP 472.2 and 472.5 just to the 

south of Lake Providence, a distance of only 3.5 miles. DSRR would then move 
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the loaded tank cars directly to KCS at Tallulah. At that time, we were 

interchanging freight with one another at the above-mentioned location. 

 26. Mr. Bush and I then contacted Mr. Huff who, at the time, was 

DSRR’s General Manager. During our conversations, Huff expressed a 

willingness to work with NLA and Bayou to handle the shipments consistent 

with the reestablished interchange between DSRR and NLA. After the initial 

conversations with Mr. Bush, I did not hear further from Bayou and assumed, 

based on occasional sightings of trucks entering and leaving Bayou’s facility in 

Lake Providence, that it had not yet reached the point where rail service was 

needed.   

27. As Mr. Huff explained in our conversation in March 2021, after we 

spoke about the Bayou project in 2016, he had been directed to refuse 

interchange with NLA and to tell Bayou that it would only work if it trucked its 

product to the Madison Parish Port. Thereafter, without speaking further with 

me, he had refused to interchange with NLA in Lake Providence and forced 

Bayou to truck its product to DSRR’s transload facility at Madison Parish Port 

for placement in tank cars.13  

 28.  A bit later in 2021, Mr. Huff further explained that after Mr. 

Ventrcek resigned from Continental Rail in late 2016, he had been informed by 

John Marino and Jon Ryan that because new business did not fit DSRR’s 

 
13 Mr. Bush’s Verified Statement that confirms the foregoing is attached as 
Exhibit K. 
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strategic objectives, he was to stop working with me to develop new business 

and inform shippers that due to conditions beyond his control, it would not be 

possible to move traffic that involved an interchange with NLA. 

 29. The bottom line is that there are multiple customers on the NLA 

track that for several years could not receive any rail service over two thirds of 

the Lake Providence Branch Line because of Wainwright’s attempts to abandon 

various segments of the Line. After the sale to West Branch, DSRR’s repeated 

refusal to upgrade its track so that it could accept interchange at Lake 

Providence also interfered with shippers’ efforts to receive adequate rail service. 

Such shippers include PotlatchDeltic, Clearwater Paper, as well as Livingston 

Pecan and Metal, Inc. Although they have repeatedly expressed an interest in 

gaining access to KCS, this has proved to be impossible due to DSRR’s refusal 

to open its track between MP 471 and MP 491. As a result, these companies, 

and several other shippers in the area are still “waiting to see what happens” 

while continuing, in some instances to ship via truck at a greater expense to 

themselves, and to the detriment of the local community.  

30. Since 2017, there have been several instances when DSRR, under 

its new ownership, declined to interchange traffic with NLA at MP 471. In 

addition to the incident that was previously discussed which involved Complex 

Chemical’s cars, in 2019, Epstein Gin and Transload Co. tried to ship 

cottonseed out on NLA to be interchanged with KCS. DSRR refused to accept 

the cottonseed. In 2020, Complex Chemical had both loaded and empty cars on 
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the UP interchange in McGehee Arkansas bound for Madison Parish, 

Louisiana. Because DSRR advised UP and NLA that it would not come to Lake 

Providence to retrieve the cars, the cars had to be re-routed to the UP at 

McGehee, and then to the KCS at either Shreveport or Monroe, Louisiana and 

then to DSRR for delivery to the customer. This resulted in increased costs and 

delay to all parties. 

31. The foregoing actions not only harmed the shippers, but they also 

harmed and interfered with the joint efforts of LPPC, SEAEDD, MPPC and NLA 

to improve rail operations and thereby benefit the rural region and help 

catalyze greater opportunities for economic development. That, of course, was 

recognized by the DOT when it provided financial assistance to the unique 

public-private partnership. In addition, the foregoing actions, which are 

contrary to the public convenience and necessity, have financially harmed NLA 

and adversely impacted its ongoing efforts to rehabilitate the entire Lake 

Providence Branch Line that DSRR’s owners allowed to deteriorate and refused 

to rehabilitate so that they could collect the “easy money” earned from car 

storage and switching fees. As they recognized, storage of several hundred cars 

at a time, did not require them to upgrade the track between MP 471.0 and 

491.0.  

32. The prior owners, Wainwright and Golden Gate Financial and the 

holding company, West Branch Intermediate Holdings, LLC, that Golden Gate 

established in 2015 to acquire the DSRR stock, must be held accountable for 
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the condition of the track and the failure to take action to repair and provide 

their common carrier obligations. Because Wainwright is deceased, he cannot 

be held accountable. The same is not true of the current owners. After 

terminating Continental Rail in January 2021, they caused DSRR, which had 

previously recognized the need to rehabilitate the entire Line to reverse course 

and announce that it has “concluded that the desired track renovations as to 

the long-dormant Line are unjustified and unwarranted.”  

 33. Because DSRR did not provide any evidence to explain what it 

meant for “long-dormant,” I was asked to respond to that claim. As I explained 

at length in my Supplemental Response to Delta Southern Railroad Inc.’s First 

Set of Interrogatories Nos. 1 through 6: 

 In 2019, Richard Livingston, of Livingston Pecan & Metal 
Inc., which is located in Lake Village, Arkansas, requested me to 
run rates via KCS to Columbus, MS and Jackson, MS for scrap 
metal. I provided the rates but could not pursue the traffic 
because of the inactive interchange with DSR.  

 Epstein Gin and Transloading Company have had 
customers ask for rates over KCS to BNSF destinations. In May 
2017, Morgan Wells with US Commodities (now “Ag Motion”) 
requested rates. Rates were supplied but again we did not 
pursue the business because of the inactive interchange with 
DSR. In 2019, Paul Scruggs with Lansing Trade Group, LLC 
attempted to send its 2019 crop south over DSR but Dino 
Trevino, a DSR employee, said in a phone call that DSR could 
not take the cars. The same information was also given to 
Epstein and Paul with Lansing Trade Group (now the Anderson 
group). 

 Lansing also expressed interest to both myself and Craig 
Huff, who was employed by DSR, when we were at the offices of 
Lansing in Overland Park, Kansas in 2016 about moving corn 
from the Lake Providence facility over KCS to southern 
Mississippi feeder markets. This meeting led to the inclusion of 
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funds in the INFRA Grant to partially cover the cost of 
rehabilitation of 700 feet of track and the planned installation of 
1,000 feet of new track to the Lansing Grain facility in Lake 
Providence. See Statement of Work Segment C (MP 454.8 to MP 
471.0) at p. 7.  

 Complex Chemical shipped until March 2017 cars in and 
out on NLA from DSRR. Some of these shipments are still going 
on but would be more cost effective if routed over DSR to NLA 
instead of UP, KCS and DSR for pricing and transit time 
concerns. 

 Additionally, in 2019 Complex had cars arrive in McGehee 
bound for Madison Parish Port. Lauren Sullivan with UP asked 
NLA to take the cars to Lake Providence and we agreed to do so. 
However, she had to call the move off and reroute the cars after 
DSR informed her they were unwilling or unable to come and 
receive the traffic in Lake Providence. 

 Rail Vehicle Services (RVS) is a railcar shop that is in the 
process of locating in the Madison Parish Port. During personal 
meetings with DSR and a joint telephonic meeting with DSR and 
NLA in August 2017, RVS management informed me and Matt 
Prince, DSR’s former Director of Operations, that RVS will have 
an absolute need for both a UP and a KCS connection.  

 In 2020, Neil Martin with Terral River Services inquired 
about resuming shipments of cottonseed from the Madison 
Parish port to UP for PNW destinations when the grant is 
complete and the track in good condition. Additionally, they 
have looked at inbound aggregate originating on UP points that 
would move to the port of Madison Parish.  

 In March 2019, Chris Whallon with PotlatchDeltic 
expressed a desire to use the Corridor for loading lumber at 
Epstein for shipment to KCS when the corridor is open. These 
moves would be primarily to markets located in Mexico.  

  Clearwater Paper, which has a major facility in Cyprus 
Bend, Arkansas, expressed an interest in making paper 
movements to certain KCS destination and has had a joint 
meeting with KCS, AKMD, NLA and DSR representatives 
regarding such movements.  

 Almost all of this information is in the INFRA grant 
application which DSR is privy to or was in emails between NLA 
and DSR employees Craig Huff, Matt Prince, and J D Ventrcek.  
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 During the course of preparing the INFRA Grant 
Application, I prepared information for HDR regarding NLA’s 
anticipated movements following completion of the 
reconstruction of the entire line. At that time, I anticipated that 
NLA would move approximately 1000 cars over UP and 1000 
cars of local traffic on NLA. These figures were joined with 
figures submitted by DSR to produce Table 4, which HDR 
included in in Table 4 of Appendix C, at p. 18, Section 5.3, Table 
4: Demand Projections, Build case. Because DSR projected that 
it would move approximately 1200 railcars in 2024 following 
rehabilitation over KCS, this allowed me to realize that 
approximately 3048 railcars would likely move in interchange 
between DSR and NLA over the segment. Given DSR’s active 
participation in preparing the projections, its employees were 
aware of these projections as far back as 2019. 

 34. Because DSRR could not contest any of the above, DSRR moved to 

strike my evidence. In the Board’s Decision, dated June 1, 2021, the Board 

denied DSRR’s motion to strike. Furthermore, I will note that DSRR has never 

produced a single sworn statement from anyone that has rebutted or disproved 

any of the foregoing remarks. Although Jon Ryan presented a Verified 

Statement earlier this year, it is noted that Mr. Ryan, who was based in 

Florida, was never, to best of my knowledge, extensively involved with shippers 

and prospective shippers while the INFRA Grant Applications were being 

prepared. In fact, as is discussed elsewhere in this Application, he freely 

admitted in an email, dated December 4, 2019, addressed to Doree Magiera, 

HDR’s person who put together the statistics that appear in the INFRA Grant 

Application, that he was not privy to what was discussed during the past two 

years.  

35. In closing, I respectfully note that everything that I have testified 

about in this Verified Statement that relates to actual and potential movements 





 

Attachment 1 

Page 2 from  

Affidavit of William P. Wainright in 

Docket No. 34479 dated February 27, 2004 

  





 

Attachment 2 

Trackage Rights Agreement 

  









 

Attachment 3 

Track Inspection Report 

  











 

Attachment 4 

Client List 
 

1. Stepan Company formerly Myriant 
Chemical 

 Lake Providence, LA 

2. Clearwater Paper Corp  McGehee, AR 

3. Livingston Pecan and Metal  Lake Village, AR 

4. Epstein Gin & Transloading Company  Lake Village, AR 

5. Hollybrook Gins & Warehouse   Hollybrook, LA 

6. Riceland Foods  McGehee, AR 

7. Sullivan Log Yard  Sondheimer, LA 

8. Anderson Trade Group  Lake Providence, LA 

9. Hensley Farms (Former Big River 
Grain) 

 Eudora, AR 

10. Greenfield (Former Big River Grain)  Lake Providence, LA 

11. Rail Vehicle Services  Talla Bena, LA 

12. Helena Chemical  Lake Providence & Talla Bena, LA  

13. Nutrien (Former CPS)  Lake Providence, LA 

14. Terral River Services  Lake Providence & Talla Bena, LA 

15. MD Power  Lake Village, AR 

16. Simplot (Former Lake Village Seed 
and Tire) 

 Lake Village, AR 

17. Gavilon (Former CHS)  Lake Providence, LA 

18. APEX  Lake Providence, LA 

19. Scott Petroleum   Lake Village, AR 

20. Complex Chemical  Talla Bena, LA 

21. John Deere  Lake Providence, LA 
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Brown & Brown of Arkansas, Inc.
706 W. Main

Russellville AR 72801

Rhonda Smith
(479) 968-3333 (479) 968-4439

Rhonda.Smith@bbrown.com

Arkansas Short Line Railroads, Inc.
4416 South Arkansas Ave

Russellville AR 72801
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Before the 
SURFACE TRANSPORTATION BOARD 
_____________________________________ 

 
STB Docket FD No. 36447 

_____________________________________ 
 

Lake Providence Port Commission—Feeder Line Application--LINE OF 
DELTA SOUTHERN RAILROAD LOCATED IN EAST CARROLL AND  

MADISON PARISHES, LOUISIANA 
____________________________________ 

 
VERIFIED STATEMENT OF WYLY GILFOIL 

_____________________________________ 

 1. My name is Wyly Gilfoil. I am the Port Director for the Lake 

Providence Port Commission (“LPPC”), the Applicant herein. My address is 409 

Port Road, Lake Providence, LA 71254. I have personal knowledge of the facts 

stated herein and am duly authorized to present this Verified Statement on 

behalf of LPPC. LPPC is a non-carrier, political subdivision of the State of 

Louisiana. Because LPPC is Louisiana’s largest inland waterway port and ships 

over 1.3 million tons of freight annually, it is clearly in the public interest to 

protect it, as well as the Madison Parish Port, from Delta Southern Railroad, 

Inc. (“DSRR”) and its owner’s predatory and unlawful efforts to interfere with 

the full realization of the rehabilitation of the entire Lake Providence Branch 

Line and the flow of interchange traffic over the Line. 

 2. LPPC has long recognized the importance of the rail corridor 

between McGehee, Arkansas and Tallulah, Louisiana, which historically was 

known as the Lake Providence Branch Line when it was operated by the 

Missouri Pacific Railroad Company (“MP”). Because of its importance to the 
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Louisiana inland ports located on the Mississippi River, and the overall 

economy of northeast Louisiana, LPPC, along with the Southeast Arkansas 

Economic Development District (“SEAEDD”), actively opposed MP’s application 

to abandon its 162.7-mile line of railroad between milepost 408.9 line near 

McGehee in Desha County, AR, and milepost 651.6 near Vidalia in Concordia 

Parish, LA. That application was docketed as Docket No. AB-3 (Sub-No. 72), 

Missouri Pacific Railroad Company – Abandonment – In Desha and Chicot 

Counties AR, and East Carroll, Madison, Tensas and Concordia Parishes, LA. By 

its decision served March 11, 1988, the Interstate Commerce Commission 

(“ICC”) required MP to supply traffic and financial data separately for the line 

segments running between milepost 408.9 and milepost 498.4 at Tallulah 

(Northern Segment) and milepost 498.4 and milepost 651.6 near Vidalia.1 By 

its decision served July 11, 1988, the ICC found that the present and future 

public convenience and necessity permitted the abandonment of the line 

between milepost 408.9 and milepost 651.6. 

 3. Following publication in the Federal Register of the ICC’s notice 

that it had found that the public convenience and necessity permitted MP to 

abandon its line, LPPC timely filed an offer of financial assistance (“OFA”) to 

acquire that portion of the line between milepost 408.9 near McGehee and 

milepost 498.4 at Tallulah, Louisiana, a distance of 89.5 miles. By its decision 

served July 27, 1988, the ICC found that LPPC’s offer was bona fide and 

 
1 See Attachment 1 hereto. 
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reasonable to initiate negotiates between the parties. In its decision, the ICC 

rejected National Railway Equipment Co.’s (“NREC”) OFA that sought to 

acquire portions of the line between: (1) milepost 409.07 near McGehee and 

milepost 557.2 near Clayton Junction, LA and (2) milepost 637.2 near Clayton 

Junction and milepost 651.6 at Vidalia, a distance of 162.53 miles.2  

 4. NREC timely filed an appeal in which it substantially modified its 

OFA and the mileage that it wished to acquire from MP. With LPPC’s 

concurrence, NREC advised the Commission that, because LPPC’s “only 

interest was to assure continued rail service to the Lake Providence Port,”3 

LPPC, along with MP, supported NREC’s revised offer. By letter dated August 9, 

1988, Union Pacific Railroad Company (“UP”), which owned MP, also supported 

NREC’s appeal. As UP explained, because it was aware of LPPC’s preference 

that UP should negotiate with NREC, it had not yet negotiated with LPPC. By 

its decision, served August 22, 1988, the ICC granted NREC’s appeal and 

found that NREC’s offer was bona fide. 

 5. On September 30, 1988, the ICC “authorized NREC to acquire the 

89.5-mile line between milepost 408.9 near McGehee and milepost 498.4 at 

Tallulah.” Thereafter, by decision served October 13, 1988, Delta Southern 

Railroad Company (“DSRC”), which was a corporate affiliate of NREC, was 

substituted for NREC and “authorized to acquire and operate MP’s 89.5-mile 

 
2 See Attachment 2 hereto. 
3 See Attachment 3 hereto at p. 6. 
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line between milepost 408.9 near McGehee and milepost 498.4 at Tallulah.”4 

The ICC’s consistent description of the line 89.5-mile line of railroad cannot be 

reconciled with DSRR’s current position that DSRC was authorized to acquire 

and operate between milepost 408.9 and milepost 498.44. 

 6. LPPC’s acknowledged effort in AB-3 (Sub-72) to assure continued 

rail service to the Lake Providence Port was supported by many of the same 

companies that supported the 2019-2020 INFRA Grant Application and LPPC’s 

original Feeder Line Application. They include Complex Chemicals Co., Inc., 

Livingston Pecan and Metal Co., E. Sondheimer Co., Riceland Foods, Inc., 

Hollybrook Warehouse, Inc., and Epstein Gin Company, along with numerous 

non-shipper protestants, area cotton producers, municipal governments, state 

and local officials and members of Congress that also protested MP’s 

application.   

 7. LPPC’s efforts to preserve rail service over the Lake Providence 

Branch Line did not stop in 1988. As the Surface Transportation Board’s 

(“STB” or “Board”) records reflect, LPPC, between 2004 and 2011, was 

compelled to engage in a series of abandonment proceedings filed by William 

Wainwright, the CEO of Delta Southern Railroad, Inc. (“DSRR”), who acquired 

DSRC’s assets in 1999. Because he had managed the track for DSRC for the 

previous ten years, he obviously was aware of the track’s condition. He was 

also aware of LPPC’s and SEAEDD’s interest in the preservation of the track 

 
4 See Attachment 4 hereto. 
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and likely realized that he could achieve a quicker return by allowing the track 

to deteriorate and then look for the States of Louisiana and Arkansas to 

acquire it through offers of financial assistance. Beginning in 2004, shortly 

after the Board, at the request of Arkansas Midland Railroad Company 

(“AKMD”) and UP, had terminated DSRR’s leasehold interest in UP’s Warren 

Line, Wainwright began his effort to dismantle the segment of the Lake 

Providence Branch Line that was owned by DSRR.5 As Wainwright readily 

admitted in pleadings filed with the Board, the track had deteriorated to the 

point that DSRR had been forced to embargo segments of the line. Of course, 

by that time, DSRR had driven off all of its customers, except the shippers that 

had traffic moving to and from the Madison Parish Port.6 As described in 

DSRR’s Petition for Exemption, filed December 6, 2010: 

Virtually every rail length in the Rail Line has excessive defective 
crossties in clusters and under joints, such that crosstie 

 
5 See also STB Docket No. AB-384 (Sub-No. 1X), Delta Southern Railroad, Inc.-
Abandonment Exemption – Between Lake Village, Ark. and Shelburn, LA.; STB 
Docket No. AB-384 (Sub-No. 2X), Delta Southern Railroad, Inc.-Abandonment 
Exemption – In East Carroll Parish, LA; STB Docket No. AB-384 (Sub-No. 3X), 
Delta Southern Railroad, Inc.-Abandonment Exemption –In Desha and Chicot 
Counties, AR. 
6 For a contemporaneous assessment of Wainwright’s maintenance program, 
see the Rebuttal Verified Statement of Abollah (Abe) Grazai, UP’s Track 
Planning Engineer in the Engineering Services Department, filed March 3, 
2004, in FD No. 34479, Arkansas Midland Railroad Company-Emergency 
Service Order-Line of Delta Southern Railroad, Inc., which is included hereto as 
Attachment 5. In his report, Mr. Grazai identified numerous track defects that 
he attributed to DSRR’s maintenance program or lack thereof. He also 
repudiated Wainwright’s sworn statements that he had undertaken a major 
track program to restore the line. While this matter involved the Warren, AR 
line over which DSRR was operating pursuant to the Board’s authorization in 
FD No. 33802, the identical problems were encountered on the tracks that 
LPPC acquired from DSRR. 
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conditions do not comply with Minimum FRA Class I track 
safety standards. Track alignment, cross-level and gage are also 
out of compliance with FRA Class I standards at numerous 
locations.7 

 8. The abandonment proceedings were designed to eliminate rail 

service over the Lake Providence Branch Line between mileposts 408.9 and 

471.0. Beginning with AB-384 (Sub-No 1 X), Delta Southern Railroad, Inc. – 

Abandonment Exemption – Between Lake Village, Ark. and Shelburn, LA., filed 

May 21, 2004, DSRR launched its campaign to rid itself of its obligations to 

provide rail service over two thirds of the Line. In the very first sentence of its 

Notice of Exemption, DSRR announced that it was seeking to abandon what it 

described as “an out of service line of railroad known as the Lake Providence 

Line between MP 433.0 near Lake Village, Arkansas, and MP 463.0 near 

Shelburn, Louisiana, a distance of 30 miles.”8 Because it was treated as an 

exemption, no investigation was made to determine DSRR’s culpability in the 

disappearance of active shippers. If the track was incapable of supporting rail 

operations, why did the Wainwrights bother to acquire it from DSRC only four 

(4) years earlier?   

 
7 See Attachment 6 hereto at p. 6. 
8 It is rather interesting that DSRR has resuscitated the phrase “long-out-of-
service railroad line,” accompanied by “inactive rail line” and “long-dormant 
Line,” to describe the 20-mile segment between milepost 471.0 and 491.0 in 
this proceeding. Although it has successfully resisted requests for rail service 
over the past several years, DSRR has never obtained authority from the Board 
to cease any operations so that it could openly use the “out-of-service track” to 
concentrate on railcar storage as a source of revenues. 
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 9. Because abandonment of this segment in 2004 would have 

terminated the ability to move between Arkansas and Louisiana over the Line, 

both LPPC and SEAEDD protested. After the Board authorized abandonment, 

LPPC and SEAEDD filed offers of financial assistance. When they could not 

reach an agreement with the Wainwrights, the Board established the 

compensation and conditions for financial assistance. On March 8, 2005, 

William Sippel advised the Board that SEAEDD did not accept the Board’s 

terms and conditions and announced SEAEDD’s intent to pursue acquisition of 

the line outside of the OFA process. On March 21, 2006, DSRR announced that 

the portion of the Line between milepost 433.0 at Lake Village, AR and 454.8 at 

the Arkansas/Louisiana State Line had been sold to SEAEDD for continued rail 

operation. In addition, DSRR requested an extension of time for providing 

consummation of the sale of the remaining 8.2-mile segment of the Line for 

continued rail operations. Those negotiations, which lasted until December 

2010, were terminated when LPPC’s attorney, Eric Hocky, accused DSRR of 

misrepresenting that it was interested in pursuing a sale for continued rail 

purposes. As Mr. Hockey explained,  

It is clear now, from the two additional abandonments that have 
been filed, and from the purported notice of consummation in 
this proceeding, that DSR never intended or wanted to do a sale 
for continued rail service; rather it is seeking to force all of the 
traffic from the Port and the remaining shippers on the Lake 
Providence Line to move to and from the south, and to eliminate 
their shipping options.9  

 
9 See Attachment 7 at p. 3. 
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Thereafter, the remaining 8.2-mile State Line-Shelburn segment was 

subsequently acquired by LPPC outside of the OFA process. 

 10. As the Board’s records reflect, in November and December 2010, 

DSRR sought further authority to abandon two (2) other segments of the Lake 

Providence Branch. In AB-384 (Sub-No 2X), Delta Southern Railroad, Inc. – 

Abandonment Exemption – In East Carroll Parish, LA, sought to abandon 8.0 

miles of track between Milepost 463.0 and Milepost 471.0. According to the 

Notice of Exemption, no local or overhead traffic had moved for the prior two (2) 

years. This proceeding was concluded when DSRR agreed to accept LPPC’s 

OFA, which included the grant of trackage rights over the 1.25± miles 

connecting the line and the private tracks owned by LPPC. While DSRR 

retained ownership of the Line between milepost 471.0 and 498.4 and entered 

into a trackage rights agreement with LPPC to provide limited service within the 

Lake Providence Port, DSRR made no effort to hold out interchange service 

after LPPC’s operator, namely North Louisiana & Arkansas Railroad, Inc. 

(“NL&A”), was able to reopen the track for interline service in 2016. 

 11. On December 6, 2010, DSRR filed its third Petition for Exemption, 

which was docketed as AB-384 (Sub-No. 3X), Delta Southern Railroad, Inc. – 

Abandonment Exemption – In Desha and Chicot Counties, AR. By this petition, 

DSRR sought approval to abandon the 24.1-mile segment of the Lake 

Providence Branch between MP 408.9 at or near McGehee and MP 433.0 at or 

near Lake Village. This matter was resolved when LPPC and Arkansas Shortline 
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Railroads, Inc., as guarantor for its wholly owned subsidiary NL&A, acquired 

the track though a joint offer of financial assistance. By Decision, late released 

May 19, 2011, the Offerors were authorized to acquire the line, and NL&A was 

authorized to operate the line. It cost LPPC $1,123,500 to acquire the 8.0 

segment between milepost 463.0 and milepost 471.0 along with the 24.1 miles 

of track between milepost 408.9 and milepost 433.0. Moreover, to acquire the 

8.2 miles of rail and other track materials between 454.8 to milepost 463.0, 

LPPC had to pay National Salvage and Service Corporation $303,400.  

 12. I must emphasize that the delay in reopening the Line for 

interchange service was due to the unquestioned need to rehabilitate the entire 

Line between milepost 408.9 and milepost 471.0. In fact, service was so bad 

that in November 2006, before LPPC/SEAEDD acquired the Line, it took DSRR 

six (6) weeks to move some carloads of cottonseed 64 miles from Lake 

Providence to McGehee. Needless to say, that was the last train that DSRR 

operated from Lake Providence. Given that level of service, the demand for rail 

service over the Line completely vanished. In the Port’s Notice of Exemption, 

filed June 10, 2011, which was docketed as FD 35531, Lake Providence Port 

Commission – Trackage Rights Exemption – Delta Southern Railroad, Inc., I 

specifically informed the Board that “[t]he Port Commission does not intend to 

commence operations under the trackage rights until after the OFA line and 

adjacent lines to the north are rehabilitated. This will not occur until well after 

this notice becomes effective on July 10, 2011.” That it required LPPC, 
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SEAEDD and NL&A to expend in excess of $10 million to get the Line into good 

enough shape to hold out interchange service in 2016 speaks for itself. 

 13. The Trackage Rights Agreement that the Wainwrights offered, 

which was approved by the Board, allowed LPPC to operate over DSRR’s tracks 

between Milepost Nos. 471 and 472.25 (“the Joint Trackage”), “overhead rather 

than local basis, for the purpose of accessing sidetrack and lead track.”10 The 

Agreement also provided that “DSR shall continue to have the right to use the 

sidetrack and/or the lead track to place loaded cars and to pick up empty cars 

at the Port’s warehouses.” As a result of the limitation on LPPC’s operating 

rights, which was composed by the Wainwrights, LPPC cannot offer service to 

all of the shippers who are located within the Port. 

 14. Section 4 of the Trackage Rights Agreement imposes the 

requirement that the Port “shall provide DSR with a notice of its intent to use 

the Joint Trackage not later than ninety (90) [days] prior to its intended date of 

use (the ‘Notice of Intent to Use Joint Trackage’).”11 It further provides that: 

Upon receipt thereof, DSR shall then, at its sole cost and 
expense, commence all work necessary to rehabilitate the Joint 
Trackage into FRA Class 1 track condition. Thereafter, DSR shall 
maintain the Joint Trackage in FRA Class 1 track condition for 
the term of this TRA, subject to the provisions of Section 3 above 
concerning allocation of such costs. 

It is my understanding, based on Daniel Robbins’ testimony in this proceeding, 

that because DSRR never used the revenues that it received from the series of 

 
10 See Exhibit J, V.S. Robbins at Attachment 1. 
11 Id. 
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sales to LPPC, SEAEDD and NL&A to maintain the Joint Trackage in FRA Class 

1 track condition, the Section 3 provisions concerning allocation of costs has 

never been applied.  

 15. As Mr. Robbins will confirm, on March 29, 2022, NL&A’s track 

inspector spent most of the day inspecting the track. His Track Inspection 

Report is attached to Mr. Robbins Verified Statement that is filed herewith. As 

the inspector discovered, DSRR had recently taken some steps to address the 

tracks condition, however, he still identified 45 defects that include tie defects, 

gauge defects, cross level defects, joint bar discounts, broken rail defects, joint 

bar defects and even a vegetation defect involving a tree down across the 

track.12 

 16. It is my further understanding that DSRR recently spent several 

days repairing its track so that it could safely move one empty flat car between 

milepost 491.0 and 471.0. The question the Board must ask is why it took 

DSRR one year and ten months after LPPC filed its original Feeder Line 

Application to act in response to allegations that the track was virtually 

impassable? Such action should have been taken in 2016 when interchange 

was opened following the completion of a flood mitigation project in Lake 

Providence. DSRR did not do so. Instead, as Mr. Robbins and Mr. Huff confirm, 

DSRR abruptly closed interchange without prior notice to NL&A on August 24, 

 
12 A copy of that report is attached to Mr. Robbins’ Verified Statement (Exhibit 
J) at Attachment 2. 
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2017, due the deplorable condition of DSRR’s tracks and the stored rail cars. 

DSRR’s actions unquestionably inflicted economic harm on shippers who were 

forced to route traffic over two (2) Class I rail carriers at an additional expense.  

 17. Since 2016, LPPC has partnered with SEAEDD, Madison Parish 

Port Commission (“MPPC”), NL&A and DSRR (“the Partners”) in the “Southeast 

Arkansas and Northeast Louisiana Multimodal Freight Improvement Project” 

(“the Project”). The Project was and is devoted to the restoration of the entire 

rail corridor that exists between McGehee, Arkansas and Tallulah, Louisiana.13 

The Board’s attention is invited to Exhibit B, Southeast Arkansas and Northeast 

Louisiana Multimodal Freight Corridor Improvement Project, FY 19-20 INFRA, 

Appendix C, Table ES-1: Summary of Infrastructure Improvements and 

Associated Benefits of the INFRA Grant Application. As summarized therein, 

“[u]pgrades to rail infrastructure in the McGehee-Tallulah Railroad Corridor 

and connections to the local Ports will improve railroad connectivity, access, 

capacity, efficiency, and safety.”14 

 18. In addition to diverting shipments from trucks, the ability to use 

rail service to Lake Providence Port (“LPP”) and the Madison Parish Port 

(“MPP”), will benefit the many farmers and processors that seek to use rail to 

deliver their agricultural products to the ports where they can be transloaded 

 
13 See Stephen Steed, Where Arkansas and Louisiana meet, economy trumps 
rivalries. Rail line venture offers taste of what area could become, Arkansas 
Democrat-Gazette, May 21, 2017, included as Attachment 8 hereto. 
14 See Feeder Line Application, Exhibit B. 
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on barges. Such movements will also result in the diversion of trucks from the 

highways and improve the environment by avoiding emissions while 

simultaneously achieving energy efficiencies and improving highway safety.15 

As the Partners recognized, these benefits cannot be fully achieved unless the 

entire Lake Providence Branch Line is rehabilitated consistent with the goals of 

INFRA Grant Application. As has been the case for the past 30 years, the 

ultimate goal of the States of Louisiana and Arkansas is to promote the 

redevelopment of the Lake Providence Branch Line so that rail service will be 

safely and efficiently operated by a railroad that is committed to the economic 

development of the region.  

 19. For over 40 years, rail operations over much of the line have not 

been safely, reliably, and efficiently conducted due to years of deferred 

maintenance by prior owners that precipitated the near abandonment of the 

line in 1988 and again in 2011. In some respects, the current condition of the 

line resulted from the inability to obtain Railroad Rehabilitation & Improvement 

Financing (“RRIF”) and Small Business Administration loan guarantees. For a 

detailed understanding of the Project, the Board’s attention is invited to the “FY 

 
15 As a recent study entitled Recovery of the Columbus & Greenville Railroad, 
conducted by the Mississippi State University, Department of Political Science 
and Public Administration and Industrial Outreach Service, demonstrates that 
agricultural interests are harmed by the lack of cost-effective logistics services, 
especially when they must rely on trucking. A copy of this study is included 
hereto as Attachment 9.  
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19-20 INFRA Application” that SEAEDD, on behalf of the partnership, filed 

with the United States Department of Transportation in March 2019.16  

 20. On July 10, 2019, Patrecia Hargrove, SEAEDD’s Executive 

Director, who as the Grant Administrator oversees the management of the 

Project and is the contact person for the Project with the United States 

Department of Transportation (“DOT”) and the Federal Railroad Administration 

(“FRA”) received an email from DOT advising her that they were offering an 

INFRA Grant at the reduced amount of $10,516,259. The email also 

established an immediate response date that required all parties to accept the 

reduced amount. As a result, the five (5) Partners were required to commit that 

they would come up with additional private and public funds to cover the 

deficit needed to restore the entire track from milepost 408.9 to the point of 

interchange with the Kansas City Southern (“KCS”) at Tallulah, LA to FRA 

Class 2 status or to revise the scope of the project. The process of refining the 

process and deciding how the partnership would make up the difference 

between its request and the award amount was started on July 11, 2019, with 

a conference call. The call involved all of the stakeholders and HDR, which was 

the engineering firm that prepared the INFRA Grant Applications. During the 

call, John Marino, Jr., speaking on behalf of DSRR, strongly advocated for the 

acceptance of the reduced grant noting that it would be foolish to turn it down. 

 
16 See Feeder Line Application, Exhibit B. 
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After the other stakeholders agreed with him, Ms. Hargrove notified DOT that 

the reduced grant would be accepted.  

 21. On July 15, 2019, Hargrove and I had a conference call with DOT 

concerning the need to reduce the project scope of work because of the reduced 

award. We were advised that any reduced scope of work would have to be 

submitted to DOT for approval. DOT emphasized that the primary goal of the 

Project, the rebuilding of the entire rail corridor between McGehee, AR and 

Tallulah, LA, could not be compromised. 

 22. On July 18, 2019, we received notice that the reduced grant was 

funded. Thereafter, an intense process of shrinking the Project by delaying 

some components and by eliminating others was undertaken by Ms. Hargrove 

with input from all participants. That process did not involve any steps to 

reduce the key component of the Project, namely the track that had to be 

rehabilitated to FRA Class 2 status. However, on November 26, 2019, Jon 

Ryan, who acted as Continental Rail’s Vice President of Finance in a consulting 

role for DSRR, forwarded a “DSR SEAEDD Infra Grant Budget,” that he had 

prepared, to Doree Magiera, who was our primary contact at HDR. His 

proposed budget would have used all of the grant funds that would have been 

allocated to DSRR to the building of a new interchange connection with KCS in 

Tallulah between milepost 500.0 and milepost 496.0. Because HDR employees 

recognized that the proposed new work that DSRR was proposing conflicted 
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with the grant request for rail rehab only, they forwarded his proposed budget 

to me and Ms. Hargrove for review.17  

 23. On December 4, 2019, Ms. Magiera forwarded an email to Ryan 

that set out that “the intended rail rehabilitation scope of work that has been 

discussed the past two years and presented to the FRA as part of the grant 

application.”18 In his response, Ryan stated that “I am not privy to what was 

discussed the past two years so I can not speak to that. See my comments 

below in red.”19 

 24. On December 10, 2019, Ryan forwarded a slightly different 

proposal that introduced a list of: 

updated uses for the SEAEDD grant money that has been 
allocated to the DSR to rehabilite (sic) our portion of the 
corridor. We believe the plan laid out below will accomplish the 
overall goal for this section of track leading to Madison Parish 
Port.20  

The new proposal reflected DSRR’s intent to use the grant funds to rehabilitate 

its track between milepost 500 and milepost 491.0 but did not address the 

need to rehabilitate the critical track between mileposts 491.0 and 471.0. In 

response to DSRR’s proposal, I worked with Ms. Hargrove in preparing the 

SEAEDD Infra Budget by reducing funds that had originally been intended to 

be used for a project in the Madison Parish Port, removing the UP interchange 

 
17 See Exhibit I, V.S. Hargrove, at Attachment 3. 
18 Id. at Attachment 4. 
19 Id. 
20 See Attachment 10 hereto. 
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in Arkansas and adding some rehab money to DSRR to replace the reduced 

MPP draw. DSRR did not voice any objections to the proposed allocations. 

 25. On March 17, 2020, SEAEDD forwarded a detailed letter to FRA 

that explained all of the adjustments that had been made to the original 

SEAEDD Infra Grant Budget.21 SEAEDD’s adjusted budget reflects an 

allocation of $3,207,789 to cover the Rail Infrastructure Rehabilitation to Class 

II standards for the 29.2 miles that are owned by DSRR. As noted at the bottom 

of the chart, “Only 21 miles of work remain as DSR has completed 7 miles of 

rehab. Work” (emphasis in original). In addition, it allocated DSRR an 

additional $666,076 for project development.  

 26. On June 1, 2020, SEAEDD received a letter from Marc R. Dixon, 

FRA’s Project Manager for the South Central Region, announcing that 

SEAEDD’s request to modify the Project’s scope and budget had been 

determined to be “sufficient and will therefore advance the Project, as 

revised.”22 A required component of the effort was the drafting of a Consortium 

Agreement between the five (5) partners who are stakeholders. On July 30, 

2020, Ms. Hargrove emailed the initial draft of the Consortium Agreement to 

the stakeholders for their review and comments. As stated in her July 30 email, 

“[t]he goal is to have an agreement in place prior to the signing of the grant 

 
21 See Exhibit I, V.S, Hargrove, at Attachment 6. 
22 Id. at Attachment 7. 
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agreement, which is expected to be completed and submitted to SEAEDD for 

execution by the end of August.”23 Unfortunately, that goal was not achieved. 

 27. On August 14, Jon Ryan responded to Ms. Hargrove by emailing 

“an updated draft with our comment so our scope matches the grant.” That 

“comment” proposed a reduction in the number of miles on DSRR’s tracks to 

be upgraded by striking “20” miles and replacing it with “10” miles. As I and 

Ms. Hargrove realized, Ryan’s proposed change did not and could not match 

the specific “Scope and Budget Modification Request” that was outlined in 

SEAEDD’s letter, dated March 17, 2020.24 Those changes did not include any 

reduction of the 20 miles that were to be upgraded. No further explanation was 

provided. Because Ms. Hargrove was concerned that DSRR’s unilateral 

reduction in mileage openly conflicted with the terms that FRA and DOT had 

established, she asked for my assistance. The revised statement of work for the 

DSRR segment explicitly requires the Grantees to “[r]ehabilitate approx. 20 

miles of rail which includes replacing the existing Excepted track with Class 2 

track.” To confirm her conclusion, Ms. Hargrove requested me to review Mr. 

Ryan’s response, which I did. Because I agreed with her assessment, I agreed 

to speak with John Marino, Jr., who was Continental Rail’s CEO. Continental 

Rail, which was physically located in Florida, was the management team that 

West Branch Intermediate Holdings, LLC (“West Branch”) hired to manage 

 
23 Id. at Attachment 8. 
24 Id. at Attachment 6. 
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DSRR’s operations. West Branch, which is in California, is a subsidiary of 

Golden Gate Capital, a private investment company. 

 28.  The following Monday afternoon, August 17, 2020, I spoke with 

Mr. Marino. During that conversation, I told him that Ms. Hargrove and I 

viewed Mr. Ryan’s proposed change to be very troubling as it could jeopardize 

the INFRA Grant. I also informed him that I would push for reallocation of the 

$3.2 million plus Engineering if he refused to agree to upgrade the 20 miles to 

Class 2 status consistent with the underlying goal of the Project. He said he 

would get with Jon and consider it. In response I indicated that we would apply 

in the future for funds to use on the Madison Port to Tallulah track.   

 29. Realizing the need to clear all modifications of the Scope of Work 

with FRA, the other partners had a telephone call to discuss possible responses 

to FRA if DSRR refused to agree to upgrade the twenty miles and sign the 

Consortium Agreement. On August 18, Ms. Hargrove sent an email to Marino 

advising him that she needed to have an answer in writing by 12 noon CDT, 

August 21, 2020: 

describing Delta Southern Railroad’s intentions as far as the 
Consortium Agreement and the Grant Agreement to repair the 
track between Talla Bena, Louisiana and Lake Providence, 
Louisiana to a minimum of FRA Class I standards and provide 
service as described in the narrative of the INFRA application 
and INFRA award.25 

 
25 See Exhibit I, V.S. Hargrove, at Attachment 9.  
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 As is evident, by reducing the target from FRA Class 2 to Class 1, SEAEDD, in 

effect, would reduce the amount of Grant funds that DSRR would be required 

to expend if USDOT and FRA would approve the requested modification. I had 

no idea whether they would do so. 

 30. On the morning of August 20, 2020, Bryant Killen, LPPC’s Deputy 

Director, and I had a speaker phone conversation with Mr. Marino to urge him 

again to comply with the intent of the INFRA Grant Application by upgrading 

the 20 miles of track south of Lake Providence. During that conversation, Mr. 

Marino suggested that LPPC buy the track owned by DSRR in East Carroll 

Parish to below Tallulah. He stated a price tag of around a million dollars a 

mile estimating the cost would be between $13 and $16 million. He then said 

this would be the best option and, while he hated to use the cliche “win-win,” 

would be the only way in this instance that the line would be cleared of stored 

cars. Unprompted, he then said he “would move the cars somewhere else, no 

problem.” I informed Mr. Marino that because LPPC is a government agency, I 

was required to obtain an appraisal before I could make a commitment. 

 31. Following our conversation, I received an email from Mr. Marino 

thanking me for the call. He also included the following sentences: 

In an effort to work with you and the port I think we can come 
up with a creative solution to sell a portion of the right of way to 
the port. This could be beneficial for a port customer for many 
reasons – one most important being access to two class one 
railroads. 

Let me know the next steps needed to get this to a term sheet? 
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Because I could not proceed without an appraisal to determine the NLV of the 

Line, I did not reply. I did, however, agree with the benefit to port customers 

that Mr. Marino identified. 

 32. On August 21, 2020, I learned that SEAEDD had received a 

responsive email from Mr. Marino confirming DSRR’s lack of intent to 

rehabilitate the segment of its track between MP 471 and MP 491 to even FRA 

Class 1 status. As was made clear, the INFRA GRANT funds would be applied 

only to DSRR’s “Priority Miles.” These are the miles between MP 500.0 and MP 

491.0 that allow DSRR to provide service to the MPP. As I have subsequently 

learned, DSRR does not appear to be authorized to operate over some of the 

“priority miles” that DSRR intended to upgrade with INFRA funds that were 

sought to upgrade the Lake Providence Branch Line between McGehee and 

Tallulah. That matter is presently pending before the Board. 

 33. Because this would leave the twenty miles of track in their current 

excepted status, which is contrary to the goal of reopening the entire Corridor, I 

was concerned that the failure to upgrade the tracks could jeopardize the 

INFRA Grant fund. Those concerns have been somewhat alleviated by the 

passage of time. However, after learning in 2021 that DSRR had concluded that 

the track between milepost 471.0 and milepost 491.0 was long-dormant and 

that track renovations required by FRA were unjustified and unwarranted, I 

realized that DSRR’s goals clashed with LPPC’s goal of rehabilitating the track 

to promote economic development of the region. 
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 34. That statement removed any doubt in my mind that DSRR, while 

being content to use grant funds to rebuild some of the track between its 

interchange point with KCS and Madison Parish Port, would not invest 

sufficient funds to give shippers the confidence to resume shipping over the 20-

mile segment. Instead, they would set up LPPC and the taxpayers of Louisiana 

to do the dirty work to cover the cost of rehabilitating DSRR’s Line to FRA Class 

2 standards consistent with the Statement of Work that had been approved by 

DOT and FRA, while DSRR would reap the benefits. In fact, that process had 

started years ago when LPPC agreed to pay DSRR’s share of HDR’s Final 

Invoice, which was only $19,092. LPPC’s payment was made after Matt Prince, 

Continental Rail’s Director of Operations, on September 21, 2017, sent an 

email to Danny Robbins informing him that “[w]e bowed out of the grant 

application for the time being as we simply cannot afford to spend the cash 

right now.”26 Rather ironically, 26 days later, Mr. Prince sent a letter to Elaine 

Chao, Secretary of Transportation, that detailed the unquestioned need to 

“modernize and improve rail safety infrastructure along an important freight 

corridor and improve the regional connectivity to three inland waterway 

ports.”27  

 35. My decision to acquire the remainder of the Lake Providence 

Branch was also based on new information that was discovered months after 

 
26 See Attachment 11, Email from Matt Prince, Director of Operations, 
Continental Rail to Danny Robbins, dated September 21, 2017 3:33 PM.  
27 See Attachment 12 hereto. 
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the original Feeder Line Application was filed. This evidence includes the sworn 

statement that was offered by Craig Huff, DSRR’s former General Manager, in 

March of 2022, after the Board had suspended the procedural schedule. As he 

explained in his Verified Statement that is being refiled in accordance with the 

Board’s order as Attachment 13 hereto, he was upset by statements made in 

DSRR’s pleadings in this proceeding and wanted to help set the record straight. 

In particular, he explained that John Marino, Jr. and Jon Ryan discouraged 

him from working with Danny Robbins to develop new interchange business 

because DSRR could make more money by using the track to store rail cars. 

Given that the new information, which was not available when the original 

Feeder Line Application was filed in November 2020, I realized that it would be 

in the public interest to amend the pending Feeder Line Application to force the 

sale of the track between milepost 471.0 and the end of the Line in Tallulah. 

 36. My decision to acquire the remainder of the Lake Providence 

Branch Line is also based on my understanding, gained from my long 

involvement in the transportation industry, that shippers prefer single-line 

service that eliminates the need to negotiate with multiple rail carriers to 

establish rates and extra switching that delays the delivery of cars to their 

destinations. Because of DSRR’s decision to focus on storage, rather than 

provide interchange service, various shippers were unable to receive rates from 

DSRR that would involve interchange with NL&A. A prime example of DSRR’s 

unwillingness to cease car storage to promote interchange traffic is its 

treatment of Bayou Bioenergy (“BBE”). As Mr. Bush has explained in his 
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Verified Statement,28 because DSRR refused to accept the loaded cars from 

NL&A at the interchange point, BBE was compelled to truck its product to 

Madison Parish Port where the product was transloaded to DSRR. Mr. Bush’s 

testimony is confirmed by Mr. Huff. As Mr. Huff has explained, BBE’s:  

goal at that time was to ship about 78 cars per year. Even if the 
track between MP 491 and MP 471 had been rehabilitated, given 
the number of cars that were being stored, clearing the track 
more than once a week would have created an operational 
nightmare. Although DSRR wanted the traffic, it refused to 
accept the loaded cars from NLA at the interchange point. 
Instead, DSRR demanded that BBE truck its product to Tallulah 
to be transloaded into railcars for further movement by rail.29 

As Mr. Huff has testified, although he and Mr. Robbins had promised to 

provide shippers with rates, they could not rely on Mr. Huff’s assurances that 

DSRR would agree to any rates involving interchange with NL&A.30 As he has 

also testified, he was told to focus on storage and to stop his efforts to attract 

traffic that would involve interchange movements over the track between 

mileposts 471.0 and 491.0.31 Plainly, the foregoing demonstrates that DSRR 

and its owners deliberately refused to hold out interchange service over that 

segment of its track so that it could store empty rail cars. 

 37. DSRR’s practice is also condemned by DSRR’s largest shipper, 

Complex Chemical, which is in the Madison Parish Port. As Jerry Melton, the 

President of Complex Chemical has stated:  

 
28 See Exhibit K, V.S. Bush. 
29 See Exhibit H, V.S. Huff at ¶8. 
30 Id. 
31 Id. at ¶5. 
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having to pay the higher rates that are charged for the current 
routing that has been created by DSRR’s refusal to maintain its 
rail line imposes a penalty on Complex Chemical. As a result, I 
view DSRR’s owner’s self-imposed refusal to maintain its own 
line as a restraint on trade and contrary to the public 
convenience and necessity and the public interest. That 
restraint also causes its service to be inadequate from an 
economic standpoint. While it may be financially rewarding for 
DSRR to exact higher rates while collecting rental payments for 
storing railcars on its mainline, that action is, in my mind, a 
violation of its statutory rail common carrier obligation.32  

No one can estimate the number cars that could have been handled in 

interchange service had DSRR complied with the ICC statutory provisions 

governing interchange that were enacted in 1887.   

 38. In reaching my decision, which has the full support of the other 

Partners, I was aware that we could not expect DSRR to rehabilitate the tracks. 

I also knew that rehabilitation of the tracks, if they were owned by LPPC, would 

enable industries located in both the Madison Parish Port and the Lake 

Providence Port to reach both UP and KCS. That, of course, was one of the 

reasons that the Partners had supported the INFRA Grant Application. In fact, 

both Matt Prince, in his letter to Secretary of Transportation, Elaine Chao, and 

John Marino, Jr., in his offer to sell some of the Line to LPPC, recognized the 

benefits to shippers that flow from the ability to reach both KCS and UP 

without having to interchange. I also focused on DSRR’s repeated refusals, of 

which I was personally aware, to provide interchange service with NL&A at MP 

471 since 2017. I also considered the fact that while DSRR was not using the 

 
32 See Exhibit L, V.S. Melton at p. 3. 



26 
 

tracks north of MP 491 to provide any rail common-carrier service, it was using 

about ten miles of the track to store idle railcars for third parties. That storage 

provided no benefits to the industries located at either of the Louisiana Ports. 

Because the continued storage of rail cars effectively interferes with and 

prevents reliable and timely service over the entire Corridor, the stored cars 

would have to be removed. 

 39. I respectfully request the Board to carefully reconsider the benefits 

that shippers realize by having to work with and depend upon a single short 

line rail carrier. By allowing Patriot Rail to assume ownership of DSRR, the 

Board has not protected the public interest. As is demonstrated by the record 

and discussed at length in this expanded Feeder Line Application, having to 

negotiate with multiple short line railroads for rate quotations, tracking and 

claims is inefficient at best. Furthermore, as the Board has recognized, having 

multiple short line carries involved in situations such as this prevents shippers 

from having a direct interchange of traffic with KCS and UP, necessitates costly 

and inefficient short movements and additional interchanges. Those results in 

higher costs to shippers and their customers, which is not in the public 

interest. 

 40.  Furthermore, I am concerned that DSRR intends to shut down 

interchange with NL&A and afterwards compel all of the captive shippers 

located in the Madison Parish Port to reach UP at Monroe, LA, rather than at 

McGehee, AR. In a press release, dated September 16, 2022, DSRR announced 
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“the opening of a rail transload terminal on its Tallulah/Lake Providence 

branch in Sondheimer, LA slated for Fall 2022.” In its announcement, Frank 

Prentiss, DSRR’s VP Sales & Marketing, while mentioning that KCS and UP are 

DSRR’s interchange partners, never mentioned that DSRR has an open 

interchange with NL&A that would be less expensive and more efficient than 

having to interchange with UP at Monroe, Louisiana.  

 41. In addition, while Golden Gate is unquestionably seeking to milk 

as much as it can out of the sale of DSRR, what is to be gained by rewarding 

Golden Gate for its abuse of the Board’s procedures when DSRR has selfishly 

interfered with and undermined LPPC’s and SEAEDD’s prolonged efforts to 

restore the entire Lake Providence Line. Moreover, it even refused to commit 

any funds to supplement DOT’s INFRA Grant. Viewed in slightly different 

terms, while LPPC and SEAEDD have spent over 30 years trying to preserve the 

track for the movement of freight traffic to assist shippers in the region, Golden 

Gate has spent seven (7) years resisting the movement of freight so that it 

could sustain a steady stream of revenues from the use of the “Tallulah/Lake 

Providence Branch” to store railcars. 

 42. The evidence is indisputable that DSRR’s initial owners 

deliberately allowed most of the Line to deteriorate before they sold the most 

profitable segment to West Branch. The evidence that is being submitted with 

this application proves that after it acquired ownership of DSRR, West Branch 

undermined Continental Rail’s efforts to restore the critical 20-mile segment of 
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Rebuttal Verified Statement of Abollah (Abe) Grazai,  
UP’s Track Planning Engineer,  
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Today’s Columbus & Greenville Railway (C&G) began operation in 1975 to transport 

freight between Columbus and Greenville, Mississippi. However, the railroad itself has 

played a major role in Mississippi’s agricultural economy since the 1800s, when it was first 

built to transport cotton and other products from the Mississippi Delta to the Southeastern 

United States as part of the Southern Railway. The C&G provides feeder traffic for inter-

change with other railroads as well as local freight service. The majority of C&G business is 

through interchange. C&G maintains interchange connections with the Burlington North-

ern Santa Fe Railroad, Luxapalila Valley Railroad, Norfolk Southern, Golden Triangle Rail-

road, and Kansas City Southern (KSC) at Columbus; with the KCS at West Point and Ar-

tesia; with the Canadian National at Winona and Greenwood; and the CSX Transportation 

Company at Birmingham, Alabama through a car haul agreement with the KSC. C&G also 

has an interchange with the Great River Railroad at Metcalfe, Mississippi, which serves the 

Port of Rosedale on the Mississippi River. The railroad’s current owner and holding group, 

CAGY Industries also owns and operates two other short lines, the Luxapalila Valley Rail-

way in Columbus, MS and the Chattooga and Chickmauga Railway in Georgia.

Currently, the C&G offers services from the port at Greenville to Greenwood,  Mississippi, 

and predominately is the carrier of the feed grain products for Heathman Catfish Feed. It 

also carries cotton oil and cotton mill by-products for Pyco Industries. Additionally, the 

C&G provides service between West Point and Columbus predominantly for Prestage 

Farms and Columbus Brick, two local commodity producers.

I N T R O D U C T I O N



The company owns 207 miles of mainline track and 104 miles of sidings and passing track

between Columbus and Greenville. The lines contiguous east-west operations were closed in 

March 2001 due to bridge failure and deteriorating track conditions. The 93 miles between 

Greenwood and West Point are out of service at this date. If the entire line is restored, the 

C&G could provide attractive new capacity and efficiencies for long distance Class 1 carriers 

such as the Union Pacific (UP) and Norfolk Southern and CSX Burlington Northern Sante 

Fe (BNSF), as well as offering improved shipping efficiencies for local Mississippi firms. 

Closure of the C&G Railway corridor between Greenwood and West Point severely af-

fected economic development efforts, limited industrial growth, created unemployment, 

and increased logistic cost for industry in the contiguous counties. The trends in interstate 

commerce show that its continued closure will continue to do so. If local communities along 

the C&G want to take advantage of the recent economic development occurring in central 

Mississippi and future economic development opportunities, it is imperative that they take 

action to remedy the lack of rail access. If Mississippi wants to continue to attract new 

industry, particularly to northern and central parts of the state, improvements to rail infra-

structure will be necessary. This restoration would mean upgrading the track that would 

allow 286 thousand pound rail car capacity and is estimated to cost between $32 million 

and $56 million (CAGY and DMJM Harris/MDOT estimates).



Mississippi has enjoyed a surge of economic development in the last couple of years, focused 
mainly in North Mississippi. Companies such as Severcorr, Eurocopter and Paccar, Inc in 
Lowndes County and Toyota in Union County are examples of increased interest in Mis-
sissippi’s economic development model. One should note that these counties have access to 
either Class 1 or short-line rail service or both.

TVA, in conjunction with MDA, is an economic development engine for the region. TVA
serves three counties on the east end of the C&G rail line: Lowndes, Clay, and Webster. 
To develop rural areas, TVA establishes specific criteria for those who wish to establish 
Megasites to attract large manufacturers. The Megasite Initiative certifies large industrial 
properties, or “Megasites,” for potential automotive manufacturing or assembly plants. Ac-
cording to Ed McCallum of McCallum Sweeney Consulting, “The demand for certified 
industrial sites is one of the fastest-growing trends in the site location business, because 
companies want sites that are ready to go and relatively risk-free.” Of the nine certified 
megasites located in the TVA region, three are sold and all are located in North Central 
Mississippi with rail access to the property.

MAJOR CONCERN
Without an active rail system, the six counties contiguous to the closed portion of the C&G 
Railway will most likely never appear in megasite selection searches or searches for smaller 
industrial sites due to deficient rail access. Lack of rail service may not be the only deterrent 
to economic development in these counties, but it is an accretive factor.

I N D U S T R Y  R E C R U I T M E N T

Seventy-five percent of industries interested 

in locating at megasite locations require either 

rail or want access to rail service. More than 

twenty-five percent of non-megasite industries 

desire close proximity to rail access.



I N D U S T R Y  R E T E N T I O N

Industries affected by rail closure or lack of cost effective rail access include agriculture, 
wood and wood products, and metal scrap. The largest impact resulted in the three west-
ern counties served by the C&G: Washington, Sunflower, and Leflore. These counties are 
located in the Mississippi Delta where the economy is historically based on agriculture and 
agricultural products. MDES data reveals that from 2004 to a rolling 12-month average of 
May 2007, these three counties had a 10.9 percent decrease in employment. While these 
counties currently have rail access, the lack of cost effective west to east logistics service for 
agricultural products have negatively affected business development. Companies must route 
products by rail north to Memphis for shipment to the east coast or utilize truck freight, 
which is more expensive on hauls over 300 miles.

Prestage Farms ceased 

buying local grain due 

to transportation cost 

increases of $2,500 per 

shipment. The company 

is now forced to buy its 

grain out of Iowa.

In 2007, Mississippi     

increased its corn crop 

acreage from 350,000 

to over 1.2 million 

acres straining logistic 

infrastructure.

The C&G would offer direct shipment 
to Columbus and into Birmingham, 
thus saving time and money for the 
customer.
The current spike in corn production is 
the result of increased focus in bio-fu-
els and ethanol production. Interviews 
with the Mississippi Farm Bureau in-
dicate that the increased corn produc-
tion strained logistic infrastructure to 
the point where there are concerns on 
how this production volume will be 
stored and shipped in a timely manner 
to customers.

Ethanol must ship by rail or truck. The 
lack of rail access limits job creation in 
this industry.
Forestry ranks as Mississippi’s number 
two agricultural commodity with over 
61 percent of the state’s  total land 
devoted to this sector. When asked if 
transportation costs are hurting com-
petitiveness, 80 percent of Mississippi 
companies surveyed responded “Yes.”
The metal scrap industry in Mississippi 
was negatively impacted due to lack of 
west-east rail service. Piper Industries, 
a steel slitting jobber in Greenville, 
closed operations due to the lack of 
cost effective freight options.

C&G company records show missed 
opportunities amounted to 862 car-
loads or 12 percent increased volume 
in 2006 alone due to the rail closure. 
This volume would help sustain op-
erations and would spawn economic 
development efforts in the contiguous 
counties.

RETENTION ASSESSMENTS

If the C&G rail line was 

operational from 

Greenville to Columbus, 

SeverCorr would 

generate logistic savings 

of approximately $2.5 

million per year.



T R A N S P O R T A T I O N  R E L I E F

Smaller industries that rely 100 percent on trucking present an unquantifiable potential for economic development in the region. Burden-
some transportation costs significantly hinder the growth of smaller industries. Even though a number of smaller industries have located or 
grown in the region since the closure of the C&G, they are now faced with transportation costs not ever seen or imagined previously due to 
high fuel costs and truck driver shortages.

Burdensome transportation costs figured into the recent closure of the West Point meat pro-
cessing facility of Sara Lee Corporation, which at one time employed as many as 1500 peo-
ple. Higher feed production costs translated to higher meat costs. These higher costs made it 
problematic for Sara Lee to produce competitive priced products at the West Point facility.

Smaller businesses are forced to rely on product traveling scurrilous routes to satisfy the fi-
nancial objectives of the rail service. Assuming the C&G Railway was operational, anecdotal 
evidence indicate a cost savings to Lowndes County industry and would favorability impact 
economic efforts along the rain line.

CONNECTING INDUSTRY & RAIL

MAP 1: Vicksburg to Artesia
Green – Columbus and Greenville Railway

Red – Kansas City Southern Railway

The utilization of barge traffic from the Mississippi River for inbound raw material can be 
problematic for industries in North east Mississippi. Map 1 shows the rail routing for this 
opportunity.  Today, the barge would be unloaded at Vicksburg and railed to Artesia by the 
Kansas City Southern as seen by the red highlight. Assuming the C&G Railway was opera-
tional, this product could ship to the Greenville Port and on to Artesia at approximately 50 
percent of the quoted Vicksburg origination.

VICKSBURG TO ARTESIA

Greenwood

Vicksburg Meridian

West Point

Canton

Starkville

Jackson



F R E I G H T  L O G I S T I C S  C O S T  S A V I N G S

MAP 2: East– West 
Shipment Routes

Rail traffic in the state of Mississippi will continue to grow and congestion at the major hubs 
and interchanges such as Memphis, Jackson and Meridian will become logistical challenges. 
As Class I carriers increase volume, the Canadian National (CN) North/South route and 
the Kansas City Southern (KCS) East/West routes will create infrastructure capacity issues 
at the Jackson interchange. Additional congestion will occur due to the Meridian Speedway, 
part of Norfolk Southern’s Crescent Corridor project, passing through both Jackson and 
Meridian. If the 93 miles of the C&G were revitalized, the North/South traffic from Mem-
phis to Columbus, Artesia and other points east could be routed over the C&G.

Map 2 illustrates the C&G would reduce congestion in the Jackson, MS interchange, relieve capacity issues in Jackson and Meridian, and reduce haulage by 
approximately 300 miles, creating saving and enhancing delivery time for shipper.
With the revitalization of the C&G, points in Eastern Mississippi and Alabama could ship to Greenwood and connect to the CN; thereby avoiding logistics 
issues regarding the KCS in Jackson. This would reduce shipper freight cost, enhance delivery schedules, and create volume that would help sustain the C&G 
Railway.
The inability of industries to ship by direct east-west rail has caused business closure, increased transportation cost, and presented lost opportunities for busi-
ness growth, not to mention the negative impact on economic development efforts in Central Mississippi.

SAVINGS ASSESMENT

Revitalization of C&G reduces
approximately 300 haulage miles



SeverCorr will use the Port of Vicksburg to ship other raw mate-
rial from the West. Routing will be Vicksburg-Jackson-Meridian-
Artesia. The C&G’s Greenville to Artesia routing could be used 
assuming the corridor was available. According to company rep-
resentatives the C&G routing would save approximately $6 per 
ton and would result in over $2.5 million in annual logistics sav-
ings. This volume would create approximately 5,000 rail cars of 
product and according to C&G officials would be enough volume 
to sustain operations and cover some annual maintenance cost. 
SeverCorr officials are very interested in a revitalized C&G. (See 
Map 1)

LOCAL FREIGHT IMPLICATIONS

Annual savings using C&G = $39,348,059

Cost of the bridge = $100,000,000

Interest rate = 10 percent

Number of years to pay off = 3.1

Over 400 Wal-Mart facilities are located throughout Mississippi, 
Alabama, Louisiana, and Tennessee. There are eight distribution 
centers servicing these stores. The current distribution centers 
must service Wal-Mart facilities within 100 miles. Much of North-
west Mississippi does not fall within the 100-mile range resulting  
in longer truck hauls and, thus, high transportation costs for Wal-
Mart. Access to east-west and north-south rail lines and east-west 
and north-south highway facilities make Winona an ideal location 
for an intermodal facility. The potential for local traffic for the 
C&G would be great under this model. Map 3 illustrates how a 
distribution facility in Winona fills a gap in the Wal-Mart distri-
bution system as indicated with a red circle.

REGIONAL FREIGHT IMPLICATIONS

The construction of a Mississippi River bridge that would con-
nect the C&G Railway to major railroads in the United States 
for use by a major automaker from the Columbus Megasite could 
positively impact freight cost. A bridge from Mississippi to Ar-
kansas would significantly reduce the number of railway miles, the 
number of trucking miles, which will decrease the overall shipping 
costs, creating a significant financial advantage for a major indus-
try to utilize the C&G and the bridge. In addition, the bridge 
would be an attraction for additional manufacturers to locate fa-
cilities in Mississippi along this main rail freight corridor, thus 
impacting the Mississippi economy.

NATIONAL FREIGHT IMPLICATIONS

MAP 3: Potential Winona Facility 



ECONOMIC DEVELOPMENT 
OF INFRASTRUCTURE INVESTMENT

From the micro-level perspective of an economic developer dealing with specific business site location decisions, the need for adequate 
transportation access is clear. Essentially all businesses require some level of transportation access to labor, materials and/or customers 
in order to operate and survive. When transport system investments are made which reduce business operating costs, expand market size 
and/or improve the breadth of available labor and material inputs, then affected businesses can become more competitive and capture a 
greater share of the market for their products. This is why a variety of state and regional funding programs have been set up to provide 
needed access improvements to attract individual businesses to desired areas. (NCHRP Synthesis Report 290).  It is vitally important 
that any opportunities for economic development through the suggested area are considered seriously. Investment in the revitalization of 
the C&G will result in an investment toward economic development opportunities in the six counties serviced by the rail.

Montgomery County, Webster County, and Clay County 

are Distressed Counties. They rank in the worst 10 percent 

of the nation’s counties. Oktibbeha and Lowndes Counties 

are considered At-Risk Counties. They rank between the 

worst 10 percent and 25 percent of the nation’s counties. 

INFRASTRUCTURE ASSESSMENTS

Staff members of 

Senator Lott and Cochran 

pledged to a “tell us what 

you want and when” 

commitment.

Interstate commerce today is overly reliant on trucking and our highways and the country’s infrastructure will not long sustain it. This crisis can be 
illustrated through three key points:

FUNDING: Cumulative shortfall to maintain our current transportation system through
2015 is $42 billion and to improve the system through 2015, the shortfall is $91 billion.
INCREASE in DEMAND: Trucking is projected to haul 13 billion tons of freight by 2016, compared with 9.8 billion tons in 2004;           
And in 2016, the American Trucking Association (ATA) projects 3.7 million Class 8 trucks will be operating on the nation’s highways, up 
from 2.7 million in 2004 (Graves, 2006).
GLOBALISM and TRANSPORTATION: Intermodal global supply chain relies on the containerization of freight (Levinson, 2006).”

Investors the world over have begun to invest in American rail companies—a trend not seen in nearly a century. With rising fuel costs comple-
menting this investment trend, the time is ripe, now more than ever before, to begin significant investment in our national rail service. Connect-
ing the Atlantic and Pacific Coasts with a rail line that runs directly throughout the middle of North Mississippi accounts for a potential that is 
difficult to quantify but not difficult to imagine.

In addition to economic growth, discussions of Homeland Security have emerged since the Vicksburg Mississippi River rail crossing is on the top 
100 terrorist targets as determined by the Department of Homeland Security. Mississippi’s influence in the U.S. Senate is of prime importance to 
the revitalization effort. Staff members of Senators Lott and Cochran pledged to a “tell us what you want and when” commitment. The State of 
Mississippi has also shown interest. Meetings with the Governor’s staff found them amenable to the project.

In addition to Congressional support, industry has embraced the revitalization effort. Businesses from Louisiana and Mississippi have verbally 
committed political and perhaps financial capital to revitalize the Greenville Port and the C&G Railway.



Closure of the C&G Railway corridor between Greenwood and West Point severely affected 
economic development efforts, limited industrial growth, created unemployment, and in-
creased logistics cost for industry in the contiguous counties. This detrimental effect on 
economic development will be compounded as our highways become more burdened and 
fuel costs continue to rise.

Research indicates the counties with deficient rail service have little opportunity to attract 
new industry because they do not appear in searches for industry wanting rail; numerous 
companies along the rail have either closed or have been negatively impacted; new and exist-
ing industry at the East and West ends of the rail stand to gain large logistics cost savings; 
and new traffic generated by new industry could sustain operations of the C&G. Addition-
ally, because Mississippi’s logistics costs are 48 percent higher than the rest of the nation, 
these costs must be off set through the use of incentives. Mississippi’s incentives package to 
Toyota totaled $293.9 million. Nissan received $295 million in incentives in 2000 and an 
additional $68 million in 2002. Some of these incentives would be unnecessary if invest-
ments are made in the state’s rail infrastructure, like the C&G, to bring down the logistics 
costs of doing business in MS.

If local communities along the C&G want to take advantage of the recent economic
development occurring in central Mississippi and future economic development opportu-
nities, it is imperative that they take action to remedy the lack of rail access. If Mississippi 
wants to continue to attract new industry, particularly to northern and central parts of the 
state, improvements to rail infrastructure will be necessary.

C O N C L U S I O N S



Establish a rail authority.

Large industry and interested parties should collaborate to pres-
ent findings and recommendations to the Director of Mississippi’s 
Development Authority.

Secure additional revenue to conduct an economic feasibility 
study with ROI calculations.

Contact interested parties, private and public, to secure political 
and financial capital for the revitalization effort.

Focus energy on the existing local freight traffic and the realiza-
tion of potential business and industry expansion and develop-
ment in the area.

Send a delegation to Washington D.C.

Pursue possible revitalization funds through both public (federal, 
state and local) and private sources.

SHORT TERM

Several initiatives can be taken as a remedy:

Work diligently with Mississippi and Louisiana political leaders 
for a rail bridge at the I-69 or US 82 Mississippi River crossing at 
Greenville, MS.

Work diligently with Alabama and the NS to reestablish rail ac-
cess in Fayette and Walker County Alabama to gain direct access 
from Greenville MS to Birmingham, AL.

LONG TERM

R E C O M M E N D A T I O N S
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INTRODUCTION

In 2006, a team at Mississippi State University 
completed the Columbus & Greenville (C&G) Rail 
Recovery Exploratory Study. This initial study found 
the closure of the 93-mile section of the railroad 
between Greenwood and West Point Mississippi 
had limited economic development and increased 
both unemployment and logistical costs for industry 
in the area. In 2009, researchers from Mississippi 
State University and the University of Southern 
Mississippi completed nine tasks that examined 

economic, transportation, workforce, and engineering 
data to determine the needs and impacts of the 
revitalization of this 93-mile rail corridor. The study 
area encompasses the northern part of Mississippi 
stretching from the Mississippi River in the west 
to the Tennessee-Tombigbee Waterway in the east. 
The counties included in the study are Washington, 

Oktibbeha, Clay, and Lowndes (Figure 1).

Figure 1: Map of the C&G Corridor
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Rail Revitalization’s Cost

Total Economic Impact

C&G REVITALIZATION COST AND ECONOMIC IMPACT

Included in the scope of the revitalization cost analysis of 
upgrading the 93 miles of railroad between West Point and 
Greenwood, MS to 286,000 pounds railcar weight capac-
ity and minimum of FRA Class 2 Track Standards were 
ROW clearing, rail ties, 115-pound rail, rebuilt public 
and private crossings, reconstructed bridge work, instal-
lation, and numerous other items required to upgrade the 

this project was approximately $87 million. To validate 
this estimated cost, existing rail lines on like-projects were 
polled and their estimate was within $1.4 million of the 

million in 2009 dollars. 

The researchers examined the economic impacts associ-
ated with connecting the Port of Lowndes County and the 
Port of Greenville as well as impacts associated with future 
industries and businesses that may locate along the C&G 
corridor. Findings indicate revitalization of the C&G rail 

The following estimate depicts the total projected impact 
of reestablishing rail freight service between West Point 
and Greenwood, MS, including new industry opportuni-
ties and the construction impacts of these new industries.

TOTAL PROJECT EMPLOYMENT, INCOME AND TAX REVENUE IMPACTS

New Direct Jobs: 1,975

New Indirect Jobs: 3,210

New Personal Income: $236.8 million annually

New State Tax Revenues: $14.42 million annually
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The researchers investigated the economic impacts associated with connecting the Port of Greenville and 
the Port of Columbus via the C&G rail line. According to port personnel, connecting the two ports would 
enhance current infrastructure investment and provide additional economic impacts. 

Port of Greenville: 
infrastructure of the operation due to increased demands and capacity limitations. These investments have 
created job opportunities and increased personal income. In 2008, the Port invested $677,000. In 2009, it 
invested $100,000, and in 2010 the Port will invest a total of $3.2 million. In 2011, the Port expansion project 
will continue investing an additional $400,000. These investments have created 55 direct and 76 indirect job 
opportunities.

Port of Columbus:  
of the operation. The investments are:  2005 - $965,000; 2006 - $247,000; 2007 - $660,000; 2008 - $703,000; 
and 2009 - $1.39 million for a total investment of $3.965 million. These investments have created 57 direct 
and 84 indirect job opportunities.

Furthermore, the revitalized C&G rail scenario could reduce transportation cost by approximately 35 percent 
over current highway transportation cost, especially when considering those counties that are not currently served 
by rail. Also, for counties that are within the State of Mississippi and currently being served by rail, the added 
connections will help to reduce transportation costs on average of approximately 23 percent. 

Transportation Assets, Needs and Recommendations Report support the restoration of the C&G Railway Corridor. 
Respectively, they cite the need “to fully redevelop the cross-state Columbus and Greenville rail corridor, enhancing 
access to both domestic and intermodal markets for central Mississippi” and the “need to provide railroad service 
between the Port of Greenville on the Mississippi River and Columbus, MS on the Tennessee-Tombigbee 

Alabama, Arkansas, Georgia, Illinois, Kentucky, Louisiana, Maryland, Mississippi, Missouri, New York, North 
Carolina, Ohio, Pennsylvania, South Carolina, Tennessee, Virginia, West Virginia.

Connectivity Impacts
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The study evaluated biofuel, automotive, metal fabrication and steel, and food processing industries in the region. 

closed portion of the railroad (Winona) would 
generate an increase of 25 direct jobs and 144 indirect 
jobs, increasing personal income by $7.9 million and 
state tax collections by $464,000 each year.

creating 240 direct jobs, 436 indirect jobs, would 
generate an annual total of $32.9 million in personal 
income and $1.9 million of additional annual tax 
collections.

would result in 180 direct and 388 indirect employees, 

producing $25.7 million in new earnings and 
increasing state tax revenue by $1.5 million annually. 

result in 67 direct and 190 indirect employees, 
resulting in $12.9 million in new personal earnings 
and increasing state tax revenue by $757,000 annually. 

in 52 direct and 145 indirect employees, producing 
$9.9 million in new personal earnings and increasing 
state tax revenue by $582,000 annually. 

Delta Western (Indianola, MS)  —one of the largest feed 

operations, creating 13 direct jobs, 45 indirect jobs, an 
annual increase of $2 million in personal income and 
$115,000 in new annual state tax revenues.

USG Interiors (Greenville, MS), a subsidiary of USG 

Corporation, would likely expand operations, creating 
40 direct jobs, 56 indirect jobs, an annual increase of 
$4.3 million in personal income and $255,000 in new 
annual state tax revenues.

consists of two stages, totaling $500 million in new 

in the operation. This activity is projected to create 95 
direct jobs and 491 indirect jobs. In stage II of Phase 
II, $200 million will be invested over a two-year 
period. This investment activity is projected to create 
49 direct jobs and 256 indirect jobs. Together, these 
investments will generate $46.1 million in personal 

income and $2.7 million in state tax revenue annually 
as well as 144 direct jobs and 745 indirect jobs.

Delta Region corn production is restrained by 
inadequate transportation options for corn to reach 
the poultry consumption markets.  Assuming that 
approximately 65 percent of this grain is shipped 
by rail, the renewed rail corridor through the Delta 
would provide approximately $15.2 million in annual 
transportation cost savings to reach these markets, 
allowing Delta corn growers to expand their market 
reach and increase their production.

Feasible New Industrial Sites Dependent Upon Direct Rail Access

Expansion of Existing Industries

Long-Term Economic Impacts

Delta Region corn production 

is restrained by inadequate 

transportation options for corn 

to reach the poultry consumption 

markets.

Reconstruction of the rail corridor between West 
Point and Greenwood will create 536 direct jobs, 324 
indirect jobs, a total of $39 million in personal income 
and increase state tax revenues by $2.3 million 
annually over two years.

Construction jobs associated with the new facilities 
and expansions outlined above could generate 1,140 
direct and indirect jobs, a total of $53.5 million in 
personal income and increase state tax revenues by 
$3.7 million annually for two years.

Short-Term Economic Impacts
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Table 1 lists the per capita income levels and the unemployment rates of the nine corridor counties and compares 
them to the national averages. As the information in the table indicates, all of the nine counties in the rail study 
corridor qualify as economically distressed using at least one of these two criteria for eligibility1.

1 The two primary methods that are used to establish distressed status for a given area are 1) that area have a per capita income level 80 percent or less than that of the 
national average, 2) likewise, an area can qualify by having an unemployment rate at least 1 percent above the national average for the most recent 24-month period.

Revitalizing the C&G Railroad will result in improved 
economic development opportunities along the corridor, 
an additional workforce connection, improved public 
safety, new competitive routes for existing products, and 
the retention of existing industry. 

automotive suppliers are potential industries that 
would be attracted to the region, 

Existing companies located on the rail line (e.g., Delta 
Western, USG Interiors, Severstal, Master Kraft, and 

terms of employment, increased freight choices for 
shippers, local tax revenues, increased competition, 
and an overall regional commitment to attract new 
businesses.

The steel industry, as one of the major industries in 
Mississippi, continues to have a major economic 
impact on the state. Providing the steel industry 
with the requisite infrastructure is a federal, state 
and local government responsibility. With improved 
transportation options, the steel industry will 

to the state of Mississippi. 

County Unemployment
Rate 2010

Unemployment
Rate 2009

Per Capita Income 
2008

Percent of National 
Average

National Average 9.7% 9.4% $40,166 NA
Clay 19.7 16.9 $28,301 70.46
Lowndes 12.8 10.3* $31,196 77.67
Montgomery 14.6 14.2 $26,355 65.62
Webster 16.0 13.0 $23,648 58.88
Oktibbeha 10.7 8.1* $29,068 72.37

14.7 12.3 $26,943 67.08
Carroll 11.4 11.7 $29,753 74.08
Washington 15.0 13.9 $27,553 68.60

16.3 12.3 $24,624 61.31
Note: * indicates that number does not reach threshold

Table 1: Per Capita Income Levels and Unemployment Rates of Nine Corridor Counties

ECONOMIC DISTRESS AND WORKFORCE SUMMARY

TOTAL LONG-TERM EMPLOYMENT, INCOME AND TAX REVENUE IMPACTS

 New Direct Jobs:  873 New Personal Income:  $144.3 million annually

 New Indirect Jobs:  2,309 New State Tax Revenues:  $8.42 million annually

TOTAL SHORT-TERM CONSTRUCTION EMPLOYMENT, INCOME AND TAX REVENUE IMPACTS

 New Direct Jobs:  1,102 New Personal Income:  $92.5 million annually

 New Indirect Jobs: 901 New State Tax Revenues:  $5.4 million annually
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The research team analyzed the workforce status and skills available in each of the nine counties included along 
the C&G rail corridor.  As the workforce summary highlights, the need for the positive economic impact associated 
with the revitalization of the C&G rail line can not be overstated due to the high level of unemployment and 
economic distress in each of the nine counties.

Employment in the region that encompasses the C&G corridor 
fell slightly from 2002 to 2009. Manufacturing was especially 
hard hit, losing over 7,000 jobs, a 38 percent decline. Retail trade 

of the total in 2002). There were some sectors which showed 
strong growth. For example, health care and social assistance, 
accommodation and food service, and real estate each added over 
1,000 jobs. Table 2 displays this employment data for each sector 
in 2002 and 2009.

Table 2: C&G Total Region: Employment Comparison by Sector

Sector 2002 2009 Change Current EPW

7,622 7,035 -8.0% $28,274

188 199 6.0% $68,663

622 471 -24.0% $59,270

6,301 7,238 15.0% $44,583

18,678 11,617 -38.0% $50,074

4,019 3,822 -5.0% $55,156

16,849 14,898 -12.0% $26,624

5,047 5,285 5.0% $46,122

1,429 1,432 0.0% $35,853

3,178 3,205 1.0% $35,148

2,867 3,931 37.0% $16,259

3,658 4,045 11.0% $42,393

841 819 -3.0% $67,026

5,251 6,238 19.0% $21,274

1,884 1,781 -5.0% $17,100

10,524 12,047 14.0% $35,391

1,755 1,692 -4.0% $15,224

8,067 9,181 14.0% $14,443

6,901 7,595 10.0% $21,934

32,795 33,757 3.0% $48,605

138,474 136,290 -2.0% $36,728

Employment

Source: EMSI Complete Employment - 4th Quarter 2009    EPW: Earnings per Worker

Economic Development Act of 1965, As Amended” (42 U.S.C.).

Seven out of the ten largest declines in employment within the region from 2002 to 2009 can be seen in production 
occupations.

Primary areas of workforce loss in production occupations can be replaced by potential new industry recruitment 
of steel, furniture, biofuels, and automobile suppliers.
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C&G rail line. The objective was to investigate two C&G revitalization scenarios. In scenario 1, the research team 

with restoration of the C&G Railway back 
to an operating condition. In scenario 2, the 
research team investigated both the regional 
and national economic impacts and explored 

in Arkansas to Birmingham, Alabama. 
Under this scenario, a new bridge over the 

Southeast parts of the United States; it would also provide a rail alternative to highway delivery of commodities 
in Mississippi. 

20 miles of new railroad track.  To the east, the C&G Railway can connect to Birmingham, Alabama, via the 
Alabama Southern Railroad and CSXT.  After Birmingham, the freight on the C&G Railway can be transferred 
and go to all major cities on the east coast. This new railroad route will bring competitive freight transportation 
rates to many railroad freight origin and destination metropolitan areas in the nation. Consequently, it could 
ensure a healthy railroad transportation 
industry in the future. There will 
be enormous primary, secondary, 
and tertiary impacts on our national 
economy from this new rail corridor.

This new rail route will also have 

security.  The new rail corridor will 
add redundancies in the current 
railroad networks. Such redundancies 
could make the national railroad 
transportation network more resilient 
and less vulnerable. 

bridges at Memphis due to an earthquake on the New Madrid Fault or a bypass in case the Vicksburg Bridge 
is lost to a manmade disaster.

HOMELAND SECURITY BENEFITS

Another significance of adding a railroad 

crossing over the Mississippi River is to 

accommodate traffic in case of manmade 

or natural disasters on current rail 

corridors in the region.
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REGIONALISM AND THE NORTH CENTRAL MISSISSIPPI        
REGIONAL RAILROAD AUTHORITY (NCMRRA)

The team at Mississippi State University assisted the nine distressed counties within the region in the form 
and functionality of the then recently established, but not yet operational, North Central Mississippi Regional 
Railroad Authority. To facilitate and help implement NCMRRA, the MSU team was instrumental in creating 
a culture of regionalism across the nine counties and municipalities within those counties. The goal was to 

including strategies for revitalization through multisource public-private partnerships.

The initial meeting of the newly formed North Central Mississippi Regional Railroad Authority Board was held 
in Eupora, MS, on January 29, 2009. The board has been active in helping to inform elected representatives 
about the economic viability and importance of the project. Efforts have included personal contacts and 
correspondence to members of the Mississippi legislation and to the MS Congressional delegation. In 2009, due 
to the efforts of the NCMRRA, $14 million in funding was initially dedicated for the project through MS HB 
1713. However, at the last minute these dedicated funds were moved into a general purpose category.

NCMRRA efforts in 2010 proved more successful. Senate Bill 3181 allocated $15 million through the 
Mississippi Development Authority for the repair, reconstruction and improvement of the existing railroad line 
from the City of West Point to the City of Greenwood, Mississippi. This funding provides seed money for the 
revitalization project but is contingent upon obtaining an additional $65 million for the project.

 Other general grant funding opportunities are available for possible funding for this revitalization project. The 

Investment Generating Economic Recovery (TIGER), which are discretionary grants for surface transportation 
projects. NCMRRA is currently in the application process for Tiger II grant funding. 

Participation by the authority in lobbying Mississippi legislators resulted in $15 million in seed money 
funding for the rehabilitation project.
Other funding opportunities exist with the most promising being the TIGER II program.
Potential funding could be provided as part of the transportation reauthorization bill.
Potential funding opportunities may exist with the Department of Homeland Security.
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