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Executive Summary 

The Business and Economic Research Center (BERC) at Middle Tennessee State University has been retained 

by the Northwest Tennessee Regional Port Authority (NWTRPA) to assess the contributions of the proposed 

investment in the Port of Cates Landing Rail project to the economy of the core and surrounding region in 

northwest Tennessee. 

The BERC’s estimates include the (1) benefit-cost ratio and (2) regional economic impact of the proposed 

investment. The BERC used several methods to estimate first the cargo volume and then the benefit-cost 

ratio and regional economic impact. Impact estimates were obtained using the IMPLANpro model. 

Study Findings  

The Study Region: The essential characteristics of the study region, which includes Dyer (TN), Lake (TN), 

Obion (TN), Crockett (TN), Gibson (TN), Lauderdale (TN), Weakley (TN): 

- Per capita income equivalent to 71.02 percent of U.S. per capita income  

- Unemployment rate 0.1 percentage points higher than that of the U.S.  

- Declining population (down 3.69 percent from 2010 to 2017) 

- Poverty rate 2.82 percentage points higher than that of the U.S. 

Benefit-Cost Analysis: The proposed investment will generate the following long-term public benefits over 

the life cycle of the rail line.  

- State of good repair (in present value, in 2017$) of $1.6 million (3% discount rate) or $1.09 

million (7% discount rate) 

- Economic competitiveness (in present value, 2017$) of nearly $12.8 million (3% discount rate) 

or $8.87 million (7% discount rate) 

- Livability (in present value, in 2017$) of $2.02 million (3% discount rate) or $1.39 million (7% 

discount rate) 

- Sustainability (in present value, in 2017$) of $12.89 million (3% discount rate) or $8.83 

million (7% discount rate) 

- Safety (in present value, in 2017$) of $16.64 million (3% discount rate) or $11.39 million 

(7% discount rate) 

- Estimated benefit-cost ratio (BCR) of 1.24 (7% discount rate) or 1.83 (3% discount rate) 

- Net present value (NPV) of $6.54 million (7% discount rate) or $23.16 million (3% discount 

rate) 

Regional Economic Impact: The proposed investment will create a variety of economic opportunities for 

the area’s population–some short-term, most long-term.  

Short-term economic impact 

- New jobs: 83 

- Business Revenue: $39.1 million 

- Personal income: $15.6 million 

- Federal taxes: $2.8 million 

- State and local taxes: $1.2 million 

Implications of Study Findings for the Region: The findings suggest that the proposed investment will 

increase regional competitiveness by creating a multi-modal port in one of the poorest parts of the 

country.  
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Conclusion: The study indicates that benefits to both the general public and the regional economy 

outweigh the cost of the proposed investment. Given the nature of the investment and the extent of 

economic distress in the study region, the findings of this study strongly recommend the proposed 

investment.  
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I.  INTRODUCTION  

Located in northwest Tennessee, the proposed infrastructural investment in the Port of Cates Landing Rail 

line will bring most-needed relief for the area businesses in the seven-county region (Dyer (TN), Lake (TN), 

Obion (TN), Crockett (TN), Gibson (TN), Lauderdale (TN), Weakley (TN)). The counties above have long 

been affected by the flight of manufacturing companies from the region. Currently, the seven-county 

region overall is designated either as an “economically depressed area,” “at-risk area,” or “transitional 

area,” given the fact that its (1) historical unemployment rate has been higher than the U.S. average, (2) 

annual average population growth rate is below zero, (3) per capita personal income is significantly lower 

than the U.S. average, and (4) the manufacturing base has eroded substantially over the past decade.1 

The proposed infrastructure investment of $28 million in the Port of Cates Landing Intermodal Rail 

Connection project will upgrade the existing port to allow intermodal transportation, reducing 

transportation costs for shippers making transportation more efficient.  

The Business and Economic Research Center (BERC) at Middle Tennessee State University has been retained 

by the Northwest Tennessee Regional Port Authority (NWTRPA) to assess the contributions of the proposed 

investment in the Port of Cates Landing Intermodal Rail Connection project to the regional economy. 

 

I. a. Study Area 

The study area in this analysis consists of seven counties in the northwest corner of Tennessee: Dyer (TN), 

Lake (TN), Obion (TN), Crockett (TN), Gibson (TN), Lauderdale (TN), and Weakley (TN). The counties of 

Dyer, Lake, and Obion are considered the Core Region. The counties of Crockett, Gibson, Lauderdale, and 

Weakley are the Surrounding Region. Together, the Core and Surrounding regions compose the study 

region.  

I. b. Study Goals and Research Questions: This study has four primary goals: 

1. To provide a brief assessment of socioeconomic conditions in the seven-county region (Dyer 

(TN), Lake (TN), Obion (TN), Crockett (TN), Gibson (TN), Lauderdale (TN), and Weakley (TN)), 

from a comparative perspective 

2. To provide an assessment of the public benefits of the proposed investment in the Port of 

Cates Landing Intermodal Rail project 

3. To assess the short-term economic impact of construction spending related to the proposed 

infrastructure investment in the Port of Cates Landing Intermodal Rail project 

4. To evaluate the long-term outcomes of the proposed investment in the rail line  

In line with these four goals, this study seeks answers to the following three significant questions:  

1. What are the indicators of economic distress in the region, and how is the study region faring 

compared to the U.S.? 

2.  Do public benefits from the rail-line justify the $28 million investment?  

3.  What are the short-term impacts of the $28 million construction spending in the region? 

The rest of this study is organized as follows. The second section briefly introduces the indicators of 

socioeconomic distress in the region, highlighting primarily employment and unemployment, population 

growth, income, and poverty. The third section deals with the conceptual framework, study assumptions, 

and data. The fourth section provides the study findings, organized along two major themes: (1) long-term 

                                                           
1 For more information, see https://www.tn.gov/transparenttn/jobs-economic-development/openecd/tnecd-

performance-metrics/openecd-long-term-objectives-quick-stats/distressed-counties.html.  

https://www.tn.gov/transparenttn/jobs-economic-development/openecd/tnecd-performance-metrics/openecd-long-term-objectives-quick-stats/distressed-counties.html
https://www.tn.gov/transparenttn/jobs-economic-development/openecd/tnecd-performance-metrics/openecd-long-term-objectives-quick-stats/distressed-counties.html
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outcomes and benefit-cost analysis, and (2) job creation and economic stimulus. The fifth section summarizes 

the study. 

II.  STUDY REGION AT A GLANCE: INDICATORS OF SOCIOECONOMIC DISTRESS 

The counties in northwest Tennessee have undergone a significant socio-economic transformation over the 

past few decades: manufacturing jobs started gradually moving out of the study region, and outmigration 

followed. A review of commonly used socioeconomic indicators suggests that the study region is in economic 

distress. To illustrate the extent of the distress, this section deals with the following socioeconomic indicators: 

unemployment, population growth, per capita income, and poverty. 

II.a. Study Region’s General Characteristics 

The counties in the study region are rural, based on the Census Bureau’s criteria, as their populations in 

2017 were less than 50,000: Lake (7,832), Dyer (38,330), Obion (31,807), Weakley (35,021), Crockett, 

TN (14,586), Gibson, TN (49,683), and Lauderdale, TN (27,822). An urbanized area is defined as “a 

continuously built-up area with a population of 50,000 or more” (www.census.gov). “Territory, population, 

and housing units that the Census Bureau does not classify as urban are classified as rural” 

(www.census.gov). 

The affected region is designated as an economically distressed area. The region qualifies for 

economically distressed area designation on the grounds of both unemployment rate (Table 1) 

(www.bls.gov) and per capita income (www.bea.gov) (Table 3). 

II.b. Employment and Unemployment  

Table 1 presents the latest available data on labor force, employment, and unemployment. Compared to 

the U.S., nearly all the counties (except Crockett and Weakley County) have an unemployment rate higher 

than the U.S. average. The difference in the unemployment rate between the area counties and the U.S. 

runs as high as 1.2 percentage points in Lauderdale County. At the regional level, the unemployment rate 

is 0.2 percentage points higher than the U.S. in the core region and 0.1 percentage points higher in the 

core and surrounding region combined. 
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II.c. Population Growth  

Considered in isolation, unemployment rates may not reflect the true state of economic health. 

Unemployment rates should be used along with labor force or population data to make sense of a region’s 

socioeconomic dynamics. For example, the unemployment rate in Lake County, where Cates Landing is 

located, is moderately higher than the U.S. average (+0.5 percentage points in Table 1). The primary 

reason for the relatively smaller unemployment rate for this county may be explained by the massive 

outflow of the working-age population from the county in search of employment opportunities elsewhere. 

Table 2 demonstrates the extent of the population flight from the core study region between 2010 and 

2017. In this period, Lake County lost more than 4 percent of its population. In contrast, the U.S. population 

grew by more than 5 percent in the same period (a difference of about nine percentage points). 

 

 

II.d. Income  

Per capita income is another indicator commonly used as a measure of a community’s economic distress. Per 

capita income in the study region is far below the U.S. average as shown in Table 3. For example, per 

capita income in Lake County is equivalent to 49 percent of U.S. per capita income. In other words, per 

capita income in Lake County is 51 percent less than U.S. per capita income. Overall, the core study region 

has an average per capita income equivalent to 73 percent of U.S. per capita income in 2016. The 

surrounding area does not fare any better than the core region, as per capita income is 69 percent of U.S. 

per capita income. For the core and surrounding combined areas, per capita income remains at 71 percent 

of the U.S. average. 
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II.e. Poverty  

The poverty rate is perhaps the most telling indicator of socioeconomic distress. Table 4 shows per capita 

transfer payments and poverty rates in the core and surrounding counties. Per capita transfer payments 

reported in Table 4 refer to monetary transfers from the federal government that include food stamps, 

family assistance, and other income maintenance benefits. Supplemental Social Security benefits are not 

included. 

Overall, Lake County receives nearly one and a half times as many per capita transfer payments as the 

U.S. average. This is not surprising given the county’s poverty rate. Roughly one-third (29.2 percent) of 

Lake County’s population is below the poverty level. The poverty rate in Lake County is 14.1 percentage 

points higher than the U.S. average in 2016. 
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Reversing the current trend requires significant investment in infrastructure improvements that will (a) make 

the region more competitive and (b) attract new or retain existing businesses, thereby stabilizing 

socioeconomic dynamics. The major components of such an investment are already in the region, missing 

only one of the three legs: rail connection. 

Although significant investment is necessary to make the study region globally competitive, investiment is 

not in itself sufficient to generate large-scale intended outcomes. The nature of the investment in the area 

matters as much as the amount. The next sections analyze an investment of about $28 million to construct a 

truly intermodal transportation system. Once completed, the Port of Cates Landing is likely to have a 

profound impact across northwest Tennessee counties along with the Port of Cates Landing and Foreign 

Trade Zone (FTZ 283). 

III.  CONCEPTUAL FRAMEWORK, ASSUMPTIONS, AND DATA 

Given the extent of socioeconomic distress in the study region, the proposed $28 million investment in the 

rail connection is likely to transform regional socioeconomic dynamics positively. Measuring these 

socioeconomic contributions is challenging given the time frame of this study. Ideally, a survey of local 

businesses regarding the potential use of the rail for cargo transportation is necessary to estimate the 

average volume of cargo the rail would handle in a given year. Cargo volume data would allow us to 

derive rail-related employment figures. To overcome this challenge, the Business and Economic Research 

Center (BERC) has developed several assumptions using existing rail impact studies and regional impact 

assessment models to calculate average rail-related activities in the study region. Box 1 summarizes the 

general assumptions and issues affecting the BERC’s benefit-cost analysis and economic impact estimates. 

 

 

III.a.1. Cargo Volume and Railroad Customers Survey 

To estimate the potential for users of the Port of Cates Landing’s rail spur and total cargo volume for the 

rail plus barge operations, BERC relied heavily on these four significant sources of information: 

1.  A brief rail spur user survey administered by the Port of Cates Landing, 

2.  Anecdotal information supplied to BERC by the FTZ 283 and other local authorities on the potential 

users and business dynamics, 

3.  Data from the Freight Analysis Framework (FAF) version 4.4.1 to estimate the compound annual growth 

rate of rail cargo over the 20 year period in Tennessee, 
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4.  IMPLANpro (www.IMPLAN.com) database for the region to identify export and import trends in the 

commodity market between 2014 and 2016.  

The underlying data regarding the cargo volume estimates over the 20-year of the benefit period is 

presented in the attached spreadsheet in the following tabs: 

 Spreadsheet name: CL Rail BCA 1.xlsx 

o Rail user survey results Excel tabs: TSurvey Summary 1, TSurvey Mode 2, and TSurvey 

CargoP 3, 

o FAF compound annual growth projections and other ratios: TFAF Growth 1, TFAF Growth 

2, and TFAF Value per Ton 3, 

o Foreign Trade Dynamics in the Region: TIMPLAN FExport 1, 

o Regional Competitive Dynamics and Job Losses from Trade Adjustment Data and Local 

Sources for Spillover Business Closures: TEmploymentLoss Causes 1, TEmploymentLoss by 

County 2, TEmploymentLoss Decade 3, and TEmployment BusinessesClosed 4. 

Rail User Survey. Although the rail user survey did not yield many responses, BERC nevertheless gathered 

enough information from it to determine a baseline and alternative scenario assessment of the business 

interest in the port when the rail spur is built. Although some of the businesses and associated cargo 

volumes are labeled as “new business cargo,” BERC treats those companies and their cargos as “locally 

present,” looking for expansion and/or transportation mode changes if the price is right. The user interest 

survey reveals a significant number of regional (current or expected) employment and cargo volume 

activities (TSurvey Summary 1). 

 

 

A noteworthy aspect of the rail user survey is that many regional businesses express interest in the change 

in transportation mode only if the alternatives are reliable and affordable. Based on the heavy emphasis 

of the rail users on these two aspects of their current transportation experience, BERC expects that once the 

intermodal transportation system is created along with the Foreign Trade Zone designation of the region, 

there will be increasing trade activities both in agricultural commodities and advanced manufacturing 

products (see TSurvey Mode 2).  

http://www.implan.com/
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III.a.2. Cargo Volume Assumptions and Data 

Baseline vs. Alternative Scenarios (see TSurvey CargoP 3): Using the results of the rail user survey and other 

available information, BERC was able to make assumptions regarding the cargo volumes to be expected 

upon completion of the rail line project. Baseline scenario includes assumptions regarding the existing 

companies’ assessment of the cost and reliability issues regarding their current transportation choices and 

includes cargo volume from (a) companies that clearly mention the possibility of using truck plus barge 

option, and (b) BERC’s estimates of a conservative volume of cargo diversion to the port because of the 

changing international dynamics and presence of FTZ 283 in the region.  Alternative Scenario includes two 

components: (1) cargo volume that is associated with the current FTZ 283 partner companies is expected to 

gradually shift with the availability of the rail connection, and (2) so-called “new business,” which includes 

companies currently operating in the region or surrounding area that may either expand their operations 

with the rail connections or relocate to the Lake County industrial park. In modeling this component, BERC 

treated the cargo volume associated with these businesses as regionally present.   

In estimating the growth rate of rail cargo volume in the next 20-year period, BERC used growth 

projections by FAF version 4.4.1 for Tennessee by the mode of transportation. BERC then calculated 

compound annual growth rates for the rail cargo volume in Tennessee to estimate the yearly cargo volume 

between 2019 and 2038. Detailed information about how these calculations are made is available in CL 

Rail BCA 1.xlsx (TSurvey CargoP 3, TFAF Growth 1, and TFAF Growth 2). The following tables present 

BERC’s initial assumptions, baseline and alternative estimates, and growth projections over the 20-years of 

the benefit period. 
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Total Investment and Construction Data: Table 5 presents a breakdown of the proposed rail-related 

construction spending in the core region. These figures are used as inputs in the IMPLAN regional model to 

generate short-term employment and other regional aggregate figures. A total of $28 million will be 

invested in the region to complete the rail’s construction.  
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Estimating the Major Parameters that will Drive the Analysis: Before proceeding further, BERC introduces the 

second spreadsheet as an attachment that contains significant parameters of the long-term benefit 

assessment of the proposed investment in the rail spur: CL Rail BCA 2.xlsx.  All the tables associated with 

the attachment CL Rail BCA 2.xlsx are numbered throughout the spreadsheet and in this report.  

Considering a careful assessment of the limited number of survey and other available information, BERC 

projects that in the year 2038, the annual cargo volume through the rail spur will reach up to 708,623 tons 

(Table 6). In this twenty-year life cycle of the railroad, cumulative cargo volume is expected to be more 

than 10 million tons.  
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III.b. Assumptions Regarding Long-Term Outcomes 

Critical to the benefit-cost analysis of the proposed investment are the long-term outcomes associated with 

railroad operation: (a) state of good repair, (b) economic competitiveness, (c) livability, (d) sustainability, 

and (e) safety. The assumptions and estimates regarding the long-term outcomes will be used to calculate 

the benefit-cost ratio. Table 7 below summarizes basic calculations for the region. The calculations in the 

table are based on two scenarios: 1) No Railroad spur (“Baseline”) and 2) With rail line (“Alternative 

Scenario”) (see Table 7 in the attachment “CL Port BCA 2.xlsx”). 

Some general assumptions are as follows: 

- We assume that all trucks return 100 percent empty (load ratio of 0.5). 

- Ton-miles per gallon figures used is from a national study done by Center for Ports and 

Waterways, Texas Transportation Institute, College Station, Texas. 
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- Box A includes the following calculations: 

 Tons = actual tons 

 Ton-miles = tons X distance (distance of the railroad) 

 Units = tons / tons per unit by mode 

 Vehicle Miles Traveled (VMT) = 2 X (distance to/from / tons per unit) 

 Fuel (Gallons) = ton-miles/ton-miles per gallon 

 

 

IV.  FINDINGS 

This section presents two types of findings: 1) benefits to the general public and benefit-cost ratio; and 2) 

job creation and economic stimulus. 

IV.a. Long-Term Outcomes 

Investment in the rail line is estimated to generate significant benefits. The BERC estimates long-term public 

benefits for (a) state of good repair, (b) economic competitiveness, (c) livability, (d) sustainability, and (e) 

safety. 

IV.a.1. State of Good Repair 

The BERC monetized public benefits for undiscounted pavement and maintenance savings. Once 

constructed, the new rail spur will improve the transportation system of the region. BERC estimates a public 

benefit of between $1 million (7% discount rate) and $1.5 million (3% discount rate) throughout the life 

cycle of the rail line (see Table 8 in CL Port BCA 2.xlsx).  
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IV.a.2. Economic Competitiveness  

Before presenting the long-term outcome of the proposed rail spur investment, it is important to highlight 

several critical trends in the region. These trends include (a) gradual loss of manufacturing jobs because of  

increasing international competitiveness, (b) decreasing volume of foreign export cargo volumes from the 

region, and (c) the ripple effect of these factors affecting a large number of business closures throughout 

the counties. One of the critical remedies to the loss of economic competitiveness is to build the last leg of 

the stool to ensure the rural communities gain a competitive edge. That last leg is the rail spur along with 

the Port of Cates Landing and FTZ 283.  

According to the Trade Adjustment Data (see TEmploymentLoss Causes 1, TEmploymentLoss by County 2, 

and TEmploymentLoss Decade 3 in CL Rail BCA 1.xlsx), the study region has been losing its competitive 

edge over the past decades. The tables below show the extent of confirmed job losses from 1994 to 

2017. From 1994 to 2017, nearly 13,000 manufacturing jobs were lost in the 7-county region. As the 

tables below reveal, about half of these jobs was lost because of increased imports.  
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If we focus on recent history (2008-2017), these seven counties have lost more than 6,000 manufacturing 

jobs that are officially recorded as job losses due to global competitive pressure.  
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When a region experiences competitive pressure and starts losing the critically important and high-value-

added manufacturing jobs, the whole economy will suffer. If we look at the area in the last five years, 

more than 500 local businesses shut their doors in the core region and another nearly 1,500 businesses in 

the neighboring counties. Many of these businesses are victims of the large-scale manufacturing job losses 

over the years.  

 

 

To consider the region’s eroding global competitiveness from a different perspective, BERC extracted 

foreign exports data for the 7-county region between 2014 and 2016: the results are not encouraging. 

Between 2014 and 2016, international exports from the region shrunk nearly 20 percent, generating a 

job loss of almost 2,200 in the foreign export sector (see TIMPLAN FExport 1 in CL Rail BCA 1.xlsx). Other 

notable findings from the data are that (1) foreign export segment of the regional economy accounts for 

nearly 8,000 jobs in the 7-county region, and (2) there is still a sizeable amount of foreign export volume 

(160,000 tons).  
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Given the fact that the region is bleeding jobs, how can the study region regain its competitive position? 

One way is to decrease transportation costs for producers. The study region is rich in natural resources. The 

increasing cost of transportation is likely to put pressure on the profit margins of many manufacturing and 

agricultural shippers.  

Once the rail line to Cates Landing becomes operational, the shippers in the study region are likely to 

benefit from transportation cost savings. Competitiveness benefits also include indirect and induced effect 

of producers’ surplus. To calculate these components, BERC inputted an average investment amount of cost 

savings into the IMPLAN model to determine the annual stream of benefits. Table 9 (CL Rail BCA 2.xlsx) 

below shows the estimates of transportation savings over the life cycle of the rail line.  
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IV.a.3. Livability 

With the rail line, society would benefit from reductions in congestion, accidents, and noise. The BERC 

monetized only those societal benefits from reductions in congestion, accidents, and noise. Details and 

assumptions can be found in CL Rail 1.xlsx.  
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According to BERC’s finding, the 

discounted present value of Livability 

indicators is somewhere around $2.02 

million and $1.4 million. In calculating the 

values per VMT, BERC used the guideline 

in this table.  

 

 

 

IV.a.4. Sustainability 

With the rail line, there would be a reduction in greenhouse emissions. BERC monetized the impacts of 

reductions in the following environmentally hazardous gases: VOC (Volatile Organic Components), CO2 

(Carbon Dioxide), SO2 (Sulfur Dioxide), PM (Particulate Matter), and NOx (Nitrogen Oxide).  
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Table 11 provides reductions in environmentally hazardous gases, while Table 12 provides detailed 

discounted benefits (see CL Rail BCA 2.xlsx). 
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According to BERC’s calculations, the total benefits associated with sustainability are between $12.9 million 

and $8.8 million.  

 

IV.a.5. Safety 

The BERC addressed safety benefits under three categories: (1) lives saved, (2) injuries prevented, 

and (3) property damage. Detailed calculations can be found in CL Rail BCA 2.xlsx. Table 13 shows 

that diversion of long trucks from highways will prevent 18 injuries and 55 instances of damage to 

property. Monetized values are estimated using guideline standards.  
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In calculating the safety benefits, BERC used the following values: 

 

 

 

 

 

 

IV.a.6. Total Project Cost 

As previously discussed, the total project cost is around $28 million. In addition to this cost, BERC 

anticipates an annual average cost of about $5,000 to maintain the rail.  
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IV.a.7. Residual Value 

A final benefit-cost category is the residual value of the rail beyond the stream of benefit estimated in this 

study. According to the estimates by the local contractors, the life cycle of the rail spur is more than 40 

years. To remain conservative, BERC assumed a rail life cycle of 30 years. During this period, the rail is 

note expected to go through major rehabilitation. Since this study used a benefit-cost stream of 20 years, 

the value of the remaining 10 years is estimated using the guidelines provided by the Build Grant 

guidelines. According to BERC’s estimates, the rail spur will have a residual value of between $5.24 million 

and $2.44 million at the end of year 20.  
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IV.a.7. Evaluation of Benefit-Cost Indicators  

Tables 16 summarizes monetized and non-monetized benefits of the proposed investment in the Port 

railroad project. 

According to BERC estimates,  

 Cumulative undiscounted benefits (20-year) of the railroad project are estimated at $73 million.  

 Cumulative discounted (3%) benefits are $51.2 million.  

 Cumulative discounted (7%) benefits are $34.0 million.  

 Net present value (NPV) of the rail project is $23.2 million at a 3% discount rate and $6.5 million 

at a 7% discount rate. 
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Benefit-Cost Ratio (BCR). Based on the discounted benefits and costs presented in Table 16, benefit-cost 

ratios (BCR) are:  

 1.88 at a 3% discount rate, suggesting every dollar of investment will generate 1.88 dollars 

worth of societal benefits; and  

 1.28 at a 7% discount rate, suggesting every dollar of investment will create 1.28 dollars worth 

of societal benefits. 
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IV.b. Job Creation and Economic Stimulus 

Job creation and retention are critical in the study region, where poverty and the unemployment rate are 

significantly higher than for the U.S. This section presents short-term economic impact results. To estimate 

the short-term economic impact of the railroad project, BERC constructed a regional economic impact 

model for the seven-county region with the widely used economic impact software IMPLANpro. Economic 

impact figures generated by the IMPLAN model are divided into three sub-groups: direct, indirect, and 

induced (see CL Rail BCA 2.xlsx):  

 Direct impact—involves construction expenditures of businesses directly related to the construction 

spending.  

 Indirect Impact—involves business-to-business transactions in the regional economy triggered by 

the initial spending of businesses directly related to the construction project.  

 Induced impact—involves the effect of employee spending on the regional economy. 

According to BERC’s estimates, construction activities create about 83 jobs throughout the construction 

period, generating a total personal income of $15.6 million and business revenue of $39.1 million.  
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Fiscal Impact. In addition to the benefits to residents of construction activities, local, state and federal 

governments benefit from the associated tax revenues. As a result of the proposed investment, local and 

state governments are expected to collect local and state taxes and fees in the neighborhood of $1.15 

million.  

 

 

Federal government similarly receives a significant amount of revenues generated through the construction 

activities. According to BERC’s estimates, a total of $2.8 million will return to the federal government in the 

forms of taxes and fees. 

 

 

V.  CONCLUSION 

The Port of Cates Landing serves the a impoverished area of the country. The study region has lost its 

competitive edge in the manufacturing sector due to relocation of companies overseas to reduce their cost 

of operation. Creating a vital transportation infrastructure would change the business dynamics in the study 

region. It would serve not only to retain existing manufacturing companies but also to attract new 
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companies to the area. This expected virtuous cycle would, in turn, dramatically affect the quality of life in 

the region. 

According to our estimates, every dollar of the proposed investment would generate public benefits 

ranging from $1.88 (at a 3% discount rate) to $1.28 (at a 7% discount rate). 

The local economy would benefit handsomely from this investment. In the short run, the region would gain 

83 jobs. 

Given the extent of economic distress in the region, the proposed $28 million investment is well worth it. 

The findings of this study strongly recommend this level of investment in the railroad construction. 
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Report 2017.” Washington, DC: 2017.  

U.S. Department of Transportation, National Infrastructure Investments Grant Program. “TIGER 
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Transportation. Austin, TX.    

U.S. Department of Transportation. “Nationally Significant Freight and Highway Projects: Benefit-Cost 

Analysis Report.” Port of Anacortes Pier 2 Export Initiative Project.  

U.S. Department of Transportation. (February 2018). “Quick Facts 2016.” National Highway Traffic 

Safety Administration.  

U.S. Department of Transportation. “Crash Costs for Highway Safety Analysis.”   
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APPENDICES 

Appendix A Investment to Date: Public and Private Partnership 
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Appendix B  Project Budgets 

Segment 1, Segment 2, and Loop Track 
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