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1 Introduction

The Saratoga and North Creek Railway (SNCR) until recently provided regularly scheduled
passenger operations over the rail corridor from Saratoga Springs to North Creek (see Map
1). Service is expected to resume, possibly with a new operator. During the peak summer
and fall seasons, the train operated once daily in each direction from Thursday through
Sunday. However, very few passengers used the train to travel from New York City metro
region. A connection from the SNCR to Amtrak at Saratoga Springs was not possible due to
the schedule of trains. This report updates the 2003 First Wilderness Market Study and
evaluates the potential ridership impact and change in visits to the region that would be
made possible by improved connections southward toward the Capital Region, the Hudson
Valley, and New York City. Such improvements would create a reliable connection to
Amtrak’s corridor trains that travel to and from Penn Station encouraging New York City area
residents to visit the region without the stress and expense of auto travel. These
connections can be made at Saratoga Springs, it was determined, without the need for
expensive capital improvements to the route south of there to Albany. By implementing a
train targeted to weekend visitors arriving on Friday and returning to New York City on
Sunday the overall operating and capital cost risk of the improvements is minimized.
Additional trains could be added as necessary if the initial improvement proved to be a
success.

Communities in the Adirondack region have long struggled to balance economic growth with
continued preservation of the area’s unique environment and authenticity. Current strategies
to build tourism and leisure expenditures have not yielded the targeted growth despite the
enormous market and robust economy in the New York City region. The Wild Center’s
research into the travel preferences and activities of millennials has yielded some important
insights into how to structure transportation, lodging, activities and advertising to reach this
group, primarily living the in the New York City and Hudson Valley areas.

Improved rail service could create a new growth paradigm for the region, one in which
visitation and spending by visitors can occur without a corollary increase in highway
congestion, pollution and sprawl. Rail based tourism can also serve to revitalize rail served
communities by naturally concentrating development of shops, lodging, and food-related
businesses within the hamlets and villages. The research completed for the study shows
that the railroad and the activities in the corridor work together to create an attractive
experience for tourists. Railroad passengers need a reason to visit the corridor and the
corridor becomes more attractive to visitors as it becomes easier to get to through improved
rail service. The challenge is linking these two elements in a virtuous cycle of improvements
to both.

However, the difficulty is in the lag time between when the train starts running and when the
level of activities in the station communities reaches the level needed to support the train
service. This balance has not been reached. It is proposed that with the introduction of
additional shuttle service and of ride-hailing services like Lyft, that a larger area can be
covered by rail passengers, giving them a much broader selection of activities, lodging, food
experiences to choose from. The entire system of transportation should be looked at as one
network.

The study evaluated the role of improved passenger rail in the Adirondack economy, the
benefit to be attained from increased tourism and leisure expenditure, and estimated impacts
on jobs and investment in the Adirondack region. The report is divided into sections covering
review of existing conditions and past reports on tourism in the study corridor, a market
assessment, alternative service plans and recommendations, extensive research into






activities and attractions in close proximity to rail stations, including interviews with local
businesses, estimates of potential markets, and recommendations.



2 Current Status

2.1 SNCR Railway Services

From 2011 until early 2018, the SNCR has provided passenger service from Saratoga
Springs, NY to North Creek, NY, traversing a scenic 56.5-mile corridor through the
Adirondacks along the Hudson River. In Saratoga Springs, the railway has the potential to
connect to Amtrak’s Ethan Allen Express to New York City and Rutland, VT and the
Adirondack to New York City and Montreal, Canada. Riding in vintage train cars, the typical
passenger enjoyed a scenic adventure, with an approximately three-hour layover in North
Creek at the end of the line to explore local sights and shops. The railway website also
suggested the possibility to connect to “outdoor adventure in and around the Adirondacks,”
including hiking, fishing, camping, whitewater rafting, exploring quaint towns and such
specialty ventures as dude ranches and cheese-making farms.

The train route offered round trip service from Saratoga Springs to North Creek. The train
served these two main stations and seven intermediate stations. The intermediate stations
included Corinth, Hadley/Luzerne, Stony Creek, Thurman, Glen Hudson Campground, the
Glen and Riparius/Riverside.

On the excursion trains the railway offered food service in both coaches and dome cars
(Diamond Class). In coaches beverages and snacks were provided by an attendant who
circulated through the coach during each trip. In the dome cars full meals were provided.
Passengers were allowed to bring bicycles along on the train trip. Some passengers rode the
train one way and biked back.

2.1.1 Recently offered rail services

Schedules were reduced in 2017, likely due to low ridership, when the schedule ran on select
Thursdays, Fridays, Saturdays and Sundays, and were discontinued all together in early
2018. The round-trip excursion departed at 10:00 am from Saratoga Springs, provided a
roughly three-hour layover in North Creek, and left North Creek at 3:00 pm to arrive back in
Saratoga by 5:00 pm. In addition to the summer excursion trains the SNCR provided a
Christmas-season theme ride in 2017.

The Train to Christmas Town (2017)

Departing from Stony Creek Ranch, this 70-minute round-trip experience takes place
completely within the train, including a reading of the book “the Train to Christmas Town,”
holiday music, beverages and snacks. Passengers view Christmas Town from the train but
do not disembark; Santa Claus and his elves board the train to interact with the children on
board.

2.1.2  Previously offered rail services

In the past, the railway has also offered or advertised other “specialty” train rides, listed in
this section; it is not clear whether these routes will be running in the future.

The Polar Express™ Train Ride

The Polar Express consisted of a one-hour, round-trip train ride starting in Saratoga Springs
and heading to the “North Pole” (specific location undisclosed for obvious reasons).
Passengers remain inside the festive train cars the entire time, with the opportunity to wear
pajamas if desired; listen to the Polar Express read aloud by the storybook’s author, Chris
Van Allsburg; join in singing Christmas carols; and visit with Santa and his elves when they
board the train at the outskirts of the “North Pole.” One of the most popular specialty routes,



the Polar Express “hires more than 130 additional employees to accommodate a seasonal
surge of more than 30,000 passengers.”

The Pullman Ski Train (The Snow Train): The concept behind the Pullman Ski Train is to
offer service to Gore Mountain, replacing the normal trip to the slopes with a train that would
transport skiers and ski equipment, shuttle them to Gore Mountain from North Creek, and
allow them to indulge in “a relaxing ride home with dinner and an “aprés-ski” cocktail.” The
concept included an option to stay in historic sleeping cars parked in North Creek over the
weekend.

The Pullman Table: A “Farm-to-Train Table” initiative to use locally sourced food products to
create a special dining experience in the dome cars aboard the train, with special events
such as Father’s Day Brunch and German Oktoberfest. The idea for the Pullman Table is
modeled on the Napa Valley Wine Train.

The North End Local: A short 50-minute run from North Creek to Thurman and return.

2.1.3 Partnerships/Packages:

Rail and Sail — Receive 15% off a ride with the Lake George Steamboat Company by
presenting an SNCR train ticket and vice versa.

Upper Hudson River Rafting — Ride Saratoga to Hadley-Lake Luzerne. Whitewater rafting
with Sacandaga Outfitter Center, followed by time to explore the town, visit the Adirondack
Folk School, then return to Saratoga.

Iron Horse Ride — Ride Saratoga to Stony Creek Ranch. Stay for a day or overnight at the
ranch.

Historical Casey Mine Hike — Ride to North Creek, guides pick up guests and shuttle to a
2.5 hour hike on Casey Mountain, culminating in a visit to an underground cave. Return to
North Creek.

Special events — Partnering with community organizations for tickets to local events, such
as the History and Heroes Day in Hadley-Lake Luzerne. Shuttle buses take guests from the
train station to downtown for a range of activities.

World’'s Largest Garage Sale — Discounted train tickets to Thurman Station to attend the
sale. Bus service was included from train to the event.

2.2  Previously Completed Plans and Reports

The purpose of this section is to provide a review of demographic, tourism and visitation
trends to demonstrate the potential impact that these data will have on the planned rail
improvements.

2.2.1  Northern Hudson River Inter-Municipal Redevelopment Strategy: First
Wilderness Market Study - Warren County, 2002

This study examines the potential freight and tourism markets for the rail line from Saratoga
Springs to North Creek, labeled in this study as the “First Wilderness Railroad.” The working
assumption is that to make the most economic impact and have hope of recovering costs,
the line—which was purchased by Warren County in 1995—would have to host both freight
and tourist passenger services, since the latter market is seasonal. The study lists a number
of local businesses that might use any potential freight service, including mining and
manufacturing, and recommends additional follow-up to determine the size of the potential
market, and to determine what company might be induced to operate freight service on the



line. The study notes that if % of visitors to Gore Mountain ski area could be induced to use
the train, it could attract more than $500,000 per year in revenue. However, at the time of the
study the rail line needed considerable maintenance to bring it up to standards; most track
was FRA Class 1 (10 mph freight, 15 mph passenger) or 2 (25 mph freight, 30 mph
passenger), and would need to be improved for any economical service. The study
concludes by recommending additional study, examination of financing options for capital
rehabilitation, and integration of the corridor into the First Wilderness Corridor management
and marketing plan.

2.2.2 Connecting Millennials to the Adirondacks - The Wild Center, 2016

This study examines the challenge of attracting millennial tourism to the Adirondacks in a
regional and global context. The study notes that while millennials desire outdoor tourism,
relatively few visit the Adirondacks. Relatively few millennials are willing to travel more than 4
hours for a regional trip, making the Adirondacks a challenging destination. Millennials rely
heavily on technology and prefer the ability to have a spontaneous travel experience,
changing their mind about day-to-day activities on the fly while operating out of a home base
with lodging and food options. They seek unique and adventurous experiences, which may
be a hook for luring more of them to the Adirondacks. The study suggests that the
Adirondacks should seek to bring millennials through technology, an emphasis on
experiences, and framing the region as an area for self-discovery.

2.2.3  First Wilderness Market Study - Saratoga EDC, Towns of Hadley,
Johnsburg, Lake Luzerne, Chester, Thurman, Stony Creek, Saratoga,
Greenfield, Corinth, Day, Edinburgh, 2003

This study extends the previous year's draft study (see section 2.2.1). It assumes that the
First Wilderness Railroad must generate enough revenue to cover operating and
maintenance costs, and that extending the railroad to Saratoga Springs and a viable
connection to New York City is a key to that sustainability. The study examines the
demographic characteristics of different potential tourist groups—skiers, visitors to Saratoga
Springs, regional residents, train buffs, and fall colors tourists among them—while seeking to
identify the First Wilderness Railroad’s Unique Selling Point, or USP. The study indicates (p.
14) that the railroad could have a multi-seasonal USP, serving skiers at Gore Mountain in the
winter and outdoorsy tourism in the summer. The study examines analogous tourist railroad
corridors to try to identify how much revenue could potentially be generated (pp. 17-20)

Section 2 of the study is a Strengths, Weaknesses, Opportunities, and Threats, or SWOT,
analysis of the communities along the railroad. Many of the towns have struggled
economically, but the presence of the Hudson River and other remarkable natural features
represents a significant potential asset. All along the corridor, a dearth of rooms available for
tourism is identified as a potential threat. Section 3 examines logistics of the operation,
noting the failure of past attempts to bring Downstate tourists to the Adirondacks and arguing
that the railroad must establish its own attractiveness and sustainability before it can be
reliably counted on as a link for Downstate passengers. Examining the question of
connection to NYC leads to a conclusion that the railroad should offer more than one
frequency per day between Saratoga Springs and North Creek, potentially with enhanced
Amtrak service to Saratoga Springs as well.

Section 4 examines different governance structures possible for governing the corridor, given
the complexities of ownership and operation by different entities. Possibilities include a Local
Development Corporation (LDC), IDA, or a public authority of another sort. The governing
body could operate the line directly—public operation—or, as more traditionally done for
tourist operations, contract out the operations to a private carrier. The study identifies the
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creation of an LDC as the most likely long-term option. Section 5 is a brief examination of the
possibilities for freight service along the corridor largely duplicated from the draft study
summarized in section 2.2.1.

Section 6 analyzes the potential economic impact of better rail service on the Warren County
line. Depending on how many visitors use it, total regional economic impact, including spin-
off effects, could range from $1.58 to $6.65 million per year. Extending stays by one night
would increase this impact. The study also includes a model for estimating cash flow
between governing body and contractor (Section 7). In conclusion, the study recommends
additional marketing efforts, and establishing the First Wilderness Railroad brand as a known
commodity.

2.2.4 Rediscovering the First Wilderness Master Plan - Action Plan Update,
2015 - First Wilderness Heritage Corridor, New York State Department
of State

This report updates previous work on the First Wilderness Heritage Corridor and presents a
series of ideas for economic development within the corridor. The plan takes a corridor-wide
approach, arguing for the necessity of cooperation between the various municipalities and
entities along the corridor, and understanding that the economics of the area are tied
together. This report lays out the history of the corridor, with a particular focus on the rail line
that links it together, and suggests a variety of priorities for developing the area’s tourist
economy. The plan’s strategy suggests building on existing resources such as Gore
Mountain and the natural beauty of the Hudson River and the Adirondacks, and investing in
the rail corridor to tie the various municipalities and businesses together. Other
recommendations include an extended trail system for equestrians, hikers, and cross-country
skiers, and additional transportation options linking train stations to downtowns in various
hamlets. The report goes on to detail recommendations for each town and hamlet along the
line, with an emphasis on using the rail line to connect them to each other and to the tourism
industry.

2.2.5 Hadley Hamlet Pedestrian Linkage Study and Main Street
Improvement Plan - Town of Hadley and CDTC, 2006

This plan lays out a set of pedestrian improvements intended to enhance the pedestrian-
friendly character of the hamlet of Hadley. One of the recommendations is better and safer
pedestrian infrastructure connecting Hadley’'s downtown to the train station, an idea that has
influenced later plans, including the First Wilderness Master Plan.

2.3 Ridership Statistics

Ridership records provided by the SNCR to Warren County were reviewed to determine
general ridership profiles and trends. Annual ridership figures are shown in Table 1.

Table 1: SNCR annual ridership

Calendar Year Revenue Riders Reported ‘
2014 36,792
2015 38,469
2016 22,878
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Amtrak provided ridership statistics for the Saratoga Springs station. Table 2 below lists the
total number of boardings and alightings at the station for the three most recent Amtrak fiscal
years (October through September).

Table 2: Amtrak ridership at Saratoga Springs

FY14 FY15 | FY16

Station ‘ Total Total ‘ Total
Saratoga Springs, NY 33,814 | 36,299 | 37,068

24  Summary

Considerable planning and analysis has been completed on tourism in the First Wilderness
Corridor and how the SNCR or other future rail operator can contribute to its success. In the
past, the SNCR has implemented a variety of innovative services as it fine tunes the overall
operation to the markets that exist in the corridor. None-the-less, ridership on the regular
Saratoga Springs to North Creek train has decreased from its peak and service has been
discontinued indicating the need for further innovation. The reasons for this situation are
discussed in later sections.
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3 Market Assessment

The purpose of this market assessment is to provide a review of demographic, tourism, and
visitation trends to demonstrate the potential impact that these data will have on the planned
rail service improvements.

3.1 Demographic Scope

The demographic review will evaluate information regarding population growth, existing
population by age cohort, and median household income. The selected geographies being
reviewed are areas which will provide potential future ridership to the rail line should it be
extended. It is assumed that the existing ridership is also part of the trade areas.

3.1.1 Warren County

Figure 1: Warren County Boundary

The rail service recently provided by SNCR connected Saratoga Springs to North Creek, and
contains a total of nine stops, seven of which are located in Warren County (see Figure 1). The
potential improvements will provide connecting service from Saratoga Springs to Schenectady,
Albany-Rensselaer, and farther south, and will provide benefits to Warren County through
enhanced connections, allowing the existing tourist train to attract riders from new locations.
The expansion will also provide existing residents the ability to travel to Albany and other
locations that Amtrak serves along the Empire Corridor, including New York City, the Hudson
Valley, and western New York.

According to demographic information from the US Census Bureau, in 2015 Warren County
had a population of approximately 64,688. See Table 3. From 2005 to 2010, the total
population grew by 2.2%, however, the County experienced a population decline of 1.6%
from a 2010 to 2015. This suggests that the aging population is contributing to this decline,
with higher mortality rates and lower birth rates. The number of people over the age of 65
has increased by 5.1% from 2000 to 2015, whereas the working age population has
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declined. Another factor contributing to the County’s population decline is migration.
Consistent with general trends in Upstate New York, Warren County has experienced
population loss from migration in recent years.

In 2005, the median household income in Warren County was $49,097, and $52,715 in 2010;
a 7.3% increase during this time. From 2010 to 2015, the median household income
increased from $52,715 to $57,541, a growth of 9.1%. Overall, from 2005 to 2015, the
median household income increased by 17.2%, which reflects strong, steady growth. The
median household income in Warren County was outpaced by the Capital Region, which
increased by 22% between the years of 2005 to 2015.

Table 3: Warren County Demographic Information

Warren County Demographics

Year  Population Population 65+ Year Over Year Population Change Median Houshold Income

2005 64,276 15.2% - g 49,097
2010 65,697 17.2% 2.2%| ¢ 52,715
2015 64,688 20.3% -1.6%| & 57,541

Source: US Census Bureau

3.1.2 Capital Region
Figure 2: Capital Region Boundary

There are a total of 79 communities that
comprise  the  Capital Region,
consisting of  Albany  County,
Rensselaer County, Saratoga County
and Schenectady County (Regional
Planning Commission, 2015) (Figure
2). In 2005, the population for the
Capital Region was 816,044. In 2010,
the population grew to 865,982,
representing an increase of 6.1%.
Overall, from 2000 to 2015 the
population grew by 61,802 or 7.6%. It is
projected that the population within the
Capital Region will increase by 7% from
2010 to 2040 (Regional Planning
Commission, 2015). Population in the
Capital Region has been growing at a
steady, strong rate that has outpaced
Warren County.

In 2005, the median household income was $50,828, and $62,283 in 2015. See Table 4.
During this fifteen year period, the median household income increased by $11,455 or 22%.
This strong growth in the Capital Region indicates that income levels have been increasing
steadily over an extended period of time. Particularly strong growth in the median household
income from 2000 to 2013 was seen in the counties of Schenectady and Saratoga. One in
five households within the Capital Region earned less than $25,000 annually (Capital District
Regional Planning Commission, 2015), which demonstrates a scattered income distribution
throughout the Region. On the whole, the median household income in Warren County is
comparable with the Capital Region.
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The share of people aged 65 and over in 2005 is 8.6% of the total population, which grew to
8.9%, in 2010. This modest increase indicates that the aging population in the Capital Region
is growing slower than Warren County. However, the data suggests that the share of people
aged 65 and older will increase in both geographies.

Table 4: Capital Region Demographic Information

Capital Region Demographics

Year Population Population 65+ Year Over Year Population Change Median Houshold Income

2005 816,044 8.6% - |8 50,828
2010 865,982 8.9% 6.1%| 5 55,796
2015 877,846 8.9% 1.4%| $ 62,283

Source: US Census Bureau

3.1.3 New York Metropolitan Area
Figure 3: New York Metropolitan Area Boundary

The New York Metropolitan Area
(Figure 3) has the potential to provide
increased ridership for the expanded
train service. The Metropolitan Area
has been experiencing steady
population growth between 2010 and
2016. In 2010, the population was
19,600,799, and in 2016 the
population increased to 20,153,634,
this represents a growth of 2.8%.
Year-over-year growth ranged from
0.2% to 0.8%, with the largest
increase in population being between
the years 2010 and 2013.

In 2005, the median household
income for the Metropolitan Area was
$56,120, which is slightly higher than
the median incomes in Warren
County and the Capital Region. See
Table 5. Median household income
grew in 2010 to $61,927, an increase
of 10.3%. Between the years 2005 and 2015, the median household income for the
Metropolitan Area grew to $64,017, representing an increase of 14%. On the whole, the
median household income in the Metropolitan Area has grown at a slightly slower rate than
Warren County or the Capital Region.

Contrasted to Warren County and the Capital Region, there is a smaller share of the population
aged 65 and over. In 2005, the 65 and over demographic represented a share of 7.5% of the
total population, and 8.1%, in 2016. Between 2005 and 2010 the aging population in the
Metropolitan grew by 0.6%. This suggests that younger populations are living within the New
York Metropolitan Area, in contrast to Warren County, which is experiencing a more rapid
increase in the 65 and older demographic.
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Table 5: New York Metropolitan Area Demographic Information

New York Metropolitan Area Demographics

Population Population 65+ Year Over Year Population Change Median Houshold Income

2005 - 7.5% 4 56,120
2010 19,600,799 7.9% - $ 61,927
2011 19,751,176 0.8%

2012 19,864,434 0.6%

2013 19,968,845 0.5%

2014 20,052,234 - 0.4% -
2015 20,118,063 8.1% 0.3%| ¢ 64,017
2016 20,153,634 - 0.2% -

Source: US Census Bureau

3.2 Tourism Growth Trends

3.2.1 International and National Tourism Trends

On a macro level, tourism trends remain positive. In 2015, $7.2 trillion was contributed to world
Gross Domestic Product (GDP) through the travel and tourism sector globally, representing
9.8% of global GDP (World Travel Tourism Council, 2016). During this time, the travel and
tourism sector grew by 3.1% and supported 284 million jobs, resulting in positive growth for
the sixth consecutive year (World Travel Tourism Council, 2016). It is anticipated that this
positive growth will continue at an average rate of 4% per annum for the next ten years.

In April 2017, the U.S. travel industry added 21,200 jobs nationally, which occurred in nearly
all travel related sectors (U.S. Travel Outlook, 2017). The travel industry continues to be a
constant job creator for the U.S. economy. Tourism and general travel activity have picked up,
although international inbound travel growth is weakening, but still positive in March, 2017
(U.S. Travel Outlook, 2017). Numerous reports have identified that the decline in international
travel to the U.S is a direct result of the travel ban issued by President Donald Trump, on
January 27, earlier this year (U.S. Travel Outlook, 2017). The weakening global economy and
strong U.S. dollar further impact international inbound travel growth.

Domestic travel within the U.S. exhibits strong growth, as a result of business travel growth
surpassing leisure travel. In 2017, it is anticipated that the U.S leisure travel market will
generate roughly $381 billion (Deloitte, 2017). In the first quarter of 2017, the hotel industry
reported positive growth, with occupancy rates rising 0.9% to 61.1%, and the average daily
rate grew 2.5% (U.S Travel Outlook). In March 2017, Airlines for America reported a 4% year-
over-year increase in revenue from domestic passengers, and a 0.9% increase for
international passengers (U.S Travel Outlook, 2017). Overall, both travel to and within the
United States has been growing at a quicker year-over-year rate comparing March 2017 to
February 2017.

In May, a survey conducted by the American Society of Travel Agents determined that, when
compared to other generations, millennials are travelling more (ASTA, 2017). This
demographic is defined as anyone born between the years 1980-2000. On average, millennials
took 2.38 leisure trips in 2016, which is 32% more than Generation X at 1.8 trips (ages 40-51),
and 44% more than baby boomers at 1.65 trips (ages 52-70) (ASTA, 2017). Millennials also
travel more for work, with 57% of males and 27% of females taking at least one work trip in
2017 (ASTA, 2017).
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3.2.2 The Adirondacks Tourism Trends

The Adirondack region covers an area of six million acres, and over 100 communities. The
tourism industry is a cornerstone of the regional economy, and is the focus for local and
regional marketing initiatives. The year-round tourism industry is an economic driver.
Activities in the Adirondacks are primarily outdoor, and range from skiing and snowmaobiling
in the winter through to leisure activities like camping and canoeing in the summer.

Tourism in the Adirondacks is a $1.3 billion industry, which supports a total of 21,172 jobs
(Tourism Economics, 2015). Of this $1.3 billion, Warren County generates a share of 44%,
Essex 31%, Clinton 10%, Hamilton 6%, Franklin 6%, and Lewis 3% (Tourism Economics,
2015). It is clear that Warren County and Essex are top performing counties in terms of
tourism as they represent 75% of income generation.

Examining the total income generated determined travelers spent the largest share on
lodging, food and beverages. Lodging accounts for 35% ($466 million) of total tourism
expenditures, with food and beverage purchases representing a share of 20% ($276 million)
(Tourism Economics, 2015). Another significant generator is seasonal second homes,
resulting $236 million in economic activity (Tourism Economics, 2015). This expenditure
breakdown indicates that people visiting the Adirondacks are generally doing so for a number
of nights.

The tourism industry generated $365 million in direct labor income in 2015, for a total of $612
million when including indirect and induced impacts (Tourism Economics, 2015). Of all
employment in the Adirondacks, 18.9% is generated by tourism, of which 13.2% is direct
employment (Tourism Economics, 2015). Hamilton County is the most dependent on the
tourism industry, as 48.1% of all employment is tourism-related (Tourism Economics, 2015).

More than $162 million was generated in state and local taxes through tourism in 2015,
$72.3 million and $90.4 million, respectively (Tourism Economics, 2015). Warren County and
Essex accounted for the largest share of this tax generation, at 44.1% and 31.3%,
respectively. Each household in the region would have to pay an additional $1,509 per
annum in taxes if the tourism industry did not exist (Tourism Economics, 2015). The tourism
industry in the Adirondacks largely contributes to government revenue, and both the local
and regional economies.

3.2.3 New York State Tourism Trends

In 2015, the tourism economy of New York State grew by 1% in traveler spending, and 3.8%
in 2014 (Tourism Economics, 2015). Traveler spending resulted in $63.1 billion statewide,
which is 19% above the previous peak of 2008 (Ibid). $102 billion was generated in total
business sales; this includes both indirect and induced impacts (Ibid). In 2014, Tourism activity
sustained 764,000 jobs (8.3% of all New York State employment), and generated a total
income of $33.1 hillion (Ibid). Tourism in New York State also created $8 billion in both state
and local taxes (lbid). At a state level, tourism continues to be a steady sector with recent
growth trends indicating that it will continue to be so.

3.2.4  Warren County Tourism Trends

Within Warren County, visitor spending in 2015 was $571 million, which is 44% of the $1.3
billion generated in the Adirondacks as a whole (BBG&G Advertising, 2016). In 2015, the
tourism industry provided 6,400 direct jobs to the county, and 2,700 indirect and induced jobs,
while also contributing $40 million in local tax revenue, and $31 million in sales tax (BBG&G
Advertising, 2016). Tourism also provided $274 million in labor income. The tourism industry
in Warren County generates more revenue and produces more jobs than any of the other
counties in the Adirondacks.
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According to the Warren County visitor survey, in 2016, 78% of the total visitors stayed
overnight, and 22% of the visitors spend the day within the County (BBG&G Advertising, 2016).
In 2015, overnight visitors to the Adirondacks Region spent on average $141 per capita, and
the average party size for overnight visitor was 3.2. Day trippers to the Adirondacks Region
spent on average $53 per capita, and the average party size for day trippers was 2.9. Figure
7 below provides a summary of visitor characteristics and spending (Table 6).

Table 6: Visitor Characteristics and Spending Per Capita

Visitor Characterstics and Spending

Overnight Trip: appx. 80 % of Visitors *

Visitor Expenditure **

Per Capita

Restaurant : Recreation,

Lodging Food & Retall Transportation Sightseeing, Total
Purchases )
Beverage Entertainment
564 $31 518 513 515 $141

Per Party

) Restaurant ezl Recreation,

Average Party Size: 3.2 Lodging Food & Transportation Sightseeing,

Purchases

Beverage Entertainment

5203 $100 556 542 547 5448

Day Trip: appx, 20 % of Visitors *

Visitor Expenditure **

Per Capita
Restaurant : Recreation,
_ Retail : o .
Food & Transportation Sightseeing, Total
Purchases )
Beverage Entertainment
420 $14 49 $10 $53
Per Party
Restaurant el Recreation,
. . etai
Average Party Size: 2.9 Food & Transportation Sightseeing, Total

Purchases )
Beverage Entertainment

$56 $40 $27 $28 $151

* According to "Comprehensive Destination Research and Strategic Review" prepared by BBG&G, Warren County Visitor Surveys
(May - October 2016) indicated 78% overnight trips and 22% day trips.
** Longwoods International, "Adirondacks, NY - 2015 Visitor Report” (2015 survey on 1,512 trips to the Adirondacks Region)

The visitor spend of $571 million within Warren County can be broken down further to
understand where this money is being generated. Parsing this category into finer channels
allows for a comprehensive understanding of where tourism operations can be expanded to
serve the largest markets. Visitors spent: $235 million on lodging, $131 million on food and
beverage, $105 million at retail shops and service stations, $67 million on second homes, $16
million on transportation and $13 million on recreation (BBG&G Advertising, 2016).

Warren County is the southern gateway of the Adirondack Region, tourist attractions include:
skiing and snowboarding, theme parks, golf courses, fishing, hiking, sailing, cycling, outlet mall
shopping, camping, lodging resorts, and museums, among others. These attractions provide
year round tourism activity for visitors. A popular attraction that brings visitors to Warren County
is skiing at Gore Mountain. Gore Mountain is located in North Creek and is the main skiing
attraction in the County, offering downhill and cross country skiing trails.
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In 2011, the Warren County Planning and Tourism Department released an occupancy survey
based on visitor stays, providing totals for the average length of stay and number of visitors.
The study determined that there was a significant drop in the length of stay. The average length
of stay in 2006 was 5.59 days, which dropped to an average of 3.37 days, in 2011 (Warren
County, 2011).

It is important to note that from the years 2007 to 2011 there was a decrease in the number of
rooms available during the high season (9,913 to 9,684), with the number of rooms available
on a year round basis also dropping 24% from 4,604 to 3,496 (Warren County, 2011).
Occupancy rates differ drastically depending on the season. In 2011, August had a high of
68% occupancy, with the low being 9% in December (Warren County, 2011). Occupancy rates
tend to pick up in May, staying strong through the summer months, and then tapering off in
October. This suggests that the tourism market in Warren County is dependent on the season.

3.2.5 Saratoga Springs

The economy of Saratoga County is underpinned by three pillars — agriculture, tourism, and
business and industry (Saratoga Economic Development, 2014). Tourism defines the regions
quality of place, and is a $450 million industry that generates over $2.8 million in annual local
taxes, and supports nearly 9,000 jobs (Saratoga Tourism Bureau, 2015). There are a number
of initiatives underway to bolster the tourism industry as part of the economic development
strategy. 13% of the sales tax base in Saratoga County comes from the tourism sector; this
includes restaurants, bars and hotels (Saratoga Economic Development, 2014).

3.2.6  Saratoga and North Creek Railway (SNCR) Corridor

In 2011, the SNCR, replacing the Upper Hudson Railroad, began passenger service that
connects Saratoga Springs and North Creek. The focus of the tourism industry during the year
is outdoor activities. Many of these activities can be found in close proximity to the train, and
primarily include: hiking, fishing, rafting, horseback riding, mountain biking, and camping. In
particular, there are several state forest preserves, such as the Siamese Ponds and
Vanderwhacker Mountain. The North Creek portion of the railroad has been listed on the State
and National Registers of Historic Places (By-way Report, 2015). Visitors are able to tour the
North Creek Railroad Depot Museum to learn about how the train has contributed to the history
of the area. The SNCR discontinued rail service in the winter of 2018.

3.3  Summary

Overall trends look good in the greater study corridor with incomes and population growing
over time. Tourism in Warren County and the Adirondacks is strong and growing over time,
providing a large proportion of all jobs in the region. In general, the region is a good place to
operate a tourist-market oriented rail service. However, the discontinuance of SNCR ralil
service points out the challenges related to operating a for-profit tourist train service in the
corridor.
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4  Proposed Train Service Expansion

This chapter reviews the existing and potential markets for improved rail service in the First
Wilderness Corridor. It also considers a number of issues related to extending rail service to
the south and presents three options for rail service improvements, each with a differing level
of service. One of these options was selected as the most appropriate for near term
implementation and was used for the development of ridership estimates and economic
impacts.

4.1  Existing and Potential Rail Service Markets

Chapters 7 and 8 identify a number of travel markets, each of which has differing service
needs in terms of time of day, day of week, equipment used, and services provided on the
train. The markets identified can be grouped into three main categories.

e Those primarily interested in taking a train ride due to interest in the railroad itself
and its equipment, the scenery along the line, or activities on the train - These
visitors come from a variety places and make the railroad one stop among a variety
of attractions and usually arrive by car or tour bus. This includes Train Aficionados,
Experiential Trips, Touristic Trips, and Fall Foliage Travelers. This market is referred
to as the Train Ride (TR) market in this memo.

e Those making a day trip to enjoy attractions in the corridor such as skiing in winter,
hiking and boating in summer, and the activities in the towns along the line - These
visitors would come mainly from the Capital Region due to the length of time it would
take to reach the First Wilderness Corridor from farther away. This market is referred
to as the Capital Region Excursion (CRX) market.

e Those traveling to the corridor for a weekend or week in the First Wilderness - These
visitors could potentially come from New York City, the Hudson Valley, and the
Capital Region. This market is referred to as the Overnight (ON) market and
includes skiers and millennials from these areas.

All of these trip types are highly oriented toward traveling on weekend days, whether staying
for a day, a weekend, or a week. People interested in a scenic train ride usually do so on
weekends, day long excursions from the Capital Region would primarily happen on Saturday
and Sunday and longer trips from NYC would usually be up on Friday or Saturday and down
on Sunday for weekends or Saturday to Saturday for week long trips. This is a positive
characteristic in that the bulk of the travel in each market can be served by a limited number
of trains running Friday through Sunday rather than all week long.

The recently discontinued SNCR operation served only the train ride market, not the others,
because the timing of SNCR trains at Saratoga Springs did not allow connections between
Amtrak trains and SNCR trains. SNCR trains left Saratoga northbound before the first Amtrak
train from the south arrives and arrived in Saratoga southbound after the last Amtrak train
has departed for the south. Improved connections are therefore a prerequisite for making
the train trip from New York City and the Hudson Valley a convenient alternative to driving.

Currently two Amtrak trains in each direction stop in Saratoga and could be coordinated with
SNCR service, the Adirondack and the Ethan Allen Express. The Adirondack arrives
northbound at 12:02 pm and departs southbound at 4:45 pm every day. This connection
could provide convenient departure and arrival times in New York City for people traveling to
the First Wilderness Corridor for a long weekend or longer. The Ethan Allen Express
provides a northbound connection at 9:23 pm on Friday evening and a southbound
connection at 6:47 pm on Sundays. This would provide convenient departure and arrival
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times for people traveling from the Hudson Valley and New York City area for the weekend.
See Map 2 for a diagram of the passenger rail route serving the study corridor.

4.2  Operations
Serving the three identified travel markets requires a different operational strategy for each.

Rail service oriented to visitors interested in taking a train ride through the First Wilderness
Corridor would operate only between North Creek and Saratoga Springs and would be
operated by the SNCR. It could take the form of the existing excursion and activity train,
such as the Train to Christmas Town, services, the reinstatement of the north end local, or a
new local from Saratoga Springs to Hadley/Lake Luzerne. Since the purpose of this study is
to look at improving travel options to the south, it does not specifically address this market
beyond the potential for these riders to use the Saratoga Springs to North Creek trains for all
or part of their trip.

Capital Region Excursion service could originate at one of the two stations located there,
Albany-Rensselaer or Schenectady. Schenectady has the advantage of being less costly to
operate and avoiding the issues related to operating over the Amtrak leased portion of the
Empire Corridor. This is the most difficult market to serve because existing Amtrak
connections are poorly timed for day trips (the first departure north from Albany-Rensselaer
to Saratoga Springs is not until 11:10 am), extending SNCR or another future rail operator
services to the south would be difficult and expensive, and rail travel times in any case are
quite a bit longer than auto drive times.

Travelers from New York City would have to connect to SNCR or another future rail operator
trains at some point during their trip, so the specific location would not affect its convenience
or the travel time to the First Wilderness Corridor. The important feature for serving this
market is a coordinated transfer between the two trains that takes as little time and effort as
possible, wherever it occurs. Coordinated fares that allow the entire trip to be sold simply
and easily via the internet would also be necessary.

4.3  Service Improvements

It has been proposed that the connecting point between SNCR or another future rail operator
and Amtrak trains could be relocated to Albany-Rensselaer to take advantage of the more
frequent and reliable service available between there and New York City. However, this is
not as advantageous as it may seem at first. While there are additional trains operating from
Albany-Rensselaer, for the most part they are not scheduled at times of day that serve the
overnight travel markets to the First Wilderness Corridor. Travel to the First Wilderness
Corridor is oriented toward northbound Friday morning and evening, northbound Saturday
morning and southbound Sunday afternoon. With the exception of Friday afternoon
northbound, these are times when there are no additional connecting opportunities at
Albany-Rensselaer and the Adirondack and Ethan Allen Express provide good alternatives at
Saratoga Springs. In terms of the reliability of southbound connections, all of the late
afternoon and evening southbound trains from Albany-Rensselaer to New York City are
longer distance trains similar to the Adirondack with similar reliability issues. Customs and
immigration inspections for the Adirondack is planned to move to Montreal Central Station
within the next two or three years which should improve its reliability significantly.

4.3.1 Service Improvement Issues

Other issues present challenges in the way a service to Albany-Rensselaer could be
structured and alternatives developed.

Amtrak track lease — Amtrak leases the Schenectady to Poughkeepsie section of the Empire
Corridor from CSX and has sole rights to operate passenger service over this section, which
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includes the Schenectady to Albany-Rensselaer section that would be necessary to access
Albany-Rensselaer station. This would mean that the operator of a service would have to
negotiate the rights to use the line, unlikely at this time, or that Amtrak would have to operate
the service directly.

Ownership of track — Canadian Pacific owns the track from Saratoga Springs to Schenectady
and would require capital improvements and trackage rights fees to allow additional service
to operate over its lines. Trackage rights agreements are complicated legal documents that
take into consideration available capacity, existing freight and passenger schedules, and
liability indemnification. There are no firm guidelines as to what trackage rights might cost
because all agreements are subject to individual negotiations between the owning railroad
and the rail service seeking access.

Requirement for state support — Only the highest volume passenger rail services in the
United States, such as Acela and the NJT Trenton Line, operate at a profit. Rail service
along the Empire Corridor is subsidized by the NYSDOT and any extension from Albany-
Rensselaer to Saratoga Springs would require a state subsidy. NYSDOT has stated that the
FTA “DOT's as railroads" rule, which requires DOT’s sponsoring passenger rail services to
meet all of the regulatory and safety requirements as the railroads they are overseeing, rules
out any expansion of passenger rail in New York State for the foreseeable future.

A somewhat more practical alternative to extending service to Albany-Rensselaer would be
to extend it to Schenectady. This would eliminate the issue of having to operate over the line
leased by Amtrak and would be shorter and therefore less costly to operate. However, it
would still require the negotiation of an agreement with CP and NYSDOT, it would likely
require substantial capital improvements to the CP Rail line, and would be expensive to
operate while not providing significant additional connecting opportunities beyond what is
already available at Saratoga Springs.

4.3.2 Alternative Service Plans

For the purposes of discussion, three alternative service plans were developed. The first
provides connections in Saratoga Springs only to the Ethan Allen Express northbound on
Fridays and southbound on Sundays and could be implemented in the short term. The
second takes advantage of a new connection to the Amtrak Adirondack at Saratoga Springs
Friday through Sunday and could be implemented in the medium term. The third would
extend service to Schenectady to provide a Saturday and Sunday round trip Capital Region
Excursion train to the First Wilderness Corridor for skiing and summer recreation. The
alternatives are shown in Tables 8, 9 and 10 below. Recently provided SNCR service is also
shown for reference in Table 7.

e Alternative A (Table 8) provides a service plan targeted at the key travel times of
Friday afternoon and Sunday afternoon. It includes a Friday evening only connection
from the Ethan Allen Express at Saratoga Springs leaving at 9:38 pm and arriving at
North Creek at 11:50 pm and a Sunday evening only connection southbound leaving
North Creek at 4:23 pm arriving in Saratoga at 6:32 pm and New York City at 10:50
pm. This provides a connection south to the Capital Region and New York City for
weekend travelers to the study corridor. This alternative also includes the recently
discontinued SNCR round trip from Saratoga Springs to North Creek, leaving
Saratoga Springs at 10 am and returning from North Creek at 3 pm. This service
plan provides service primarily for the train ride and New York City weekend
travelers markets.

e Alternative B (Table 9) adds an additional connection to Amtrak service at Saratoga
Springs. This additional train is added Thursday through Sunday in both directions,
leaving Saratoga at 12:17 pm after the arrival of the Adirondack from NYC, and
returning from North Creek at 2:33 pm, arriving at 4:40 in time for a connection with
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the Adirondack. In order to allow the northbound train to arrive in North Creek before
the southbound leaves, given the current running times on the line, it is proposed
that the Adirondack use 10 minutes of the current schedule pad at Schenectady at
Saratoga instead. This makes it possible to move the arrival time of the SNCR or
other future rail operator train 10 minutes later. A second Thursday through Sunday
round trip is included in this alternative, leaving Saratoga at 10 am as the excursion
train does now but returning from North Creek at 4:23 pm rather than 3 pm. The
southbound service would provide a connection to the Ethan Allen Express on
Sunday only. A Friday evening only connection from the northbound Ethan Allen
Express at Saratoga Springs is included leaving at 9:38 pm and arriving at North
Creek at 11:35 pm. Together these two trains provide a weekend trip oriented
connection south to the Capital Region and NYC. A limitation of this alternative is
that it does not provide an early morning train north from the Capital Region for
skiing in winter or day trips in summer. This is because there are no early morning
Amtrak trains to Saratoga Springs to provide this connection. This service plan
primarily serves the train ride and New York City weekend traveler markets.

e Alternative C (Table 10) provides a similar service plan to Alternative B but extends
both the 10 am departure from Saratoga Springs and the 4:23 pm departure from
North Creek to Schenectady to serve the day trip market from the Capital Region.
This assumes the issues with extending service to Schenectady listed above in
section 4.3.1 are overcome. The northbound train would leave Schenectady at 8 am
and the southbound train would arrive at 6:41 pm. The 4:23 pm is moved to 4:03 pm
in order to precede the Ethan Allen Express from Saratoga to Schenectady. The train
was not proposed to be extended to Albany-Rensselaer due to Amtrak’s exclusive
lease on that section of track. Schenectady also has better local access to most
communities in the Capital Region. In addition to the two excursion trains, the
connection in both directions to the Adirondack is included. A Friday evening only
connection from the Ethan Allen Express at Saratoga Springs is included leaving at
9:38 pm and arriving at North Creek at 11:35 pm. This service plan provides service
for all three rail travel markets.

All trains would stop at all of the stations between Saratoga Springs and North Creek. The
Capital Region excursions trains in Alternative C would not stop between Schenectady and
Saratoga Springs and would then make all local stops to North Creek.

The three alternatives could be looked at as phases in a long term service improvement plan,
each expanding on the one before. The first phase is the least costly from both a capital and
operating perspective and would represent a solid proof of concept of the proposal to take
advantage of new markets for skiers and millennials from New York City. The second would
expand the operation with additional connections at Saratoga Springs to further tap the
overnight market, and would require an additional trainset. And the final phase would add a
new Capital Region Excursion train to tap the Capital District day trip market and would
require the negotiation of an agreement with CP Rail to use their track.

4.4 Recommendations

It is recommended that Alternative A, which was developed at the second steering committee
meeting with input from NYSDOT and the SNCR, be implemented in the near term,
preferably in time for the summer 2018 schedule. This alternative can be implemented
quickly without any capital expenditures and using equipment that SNCR or another future
rail operator already haves available and would form an excellent test of the New York City
market.

Passengers intending to use the service from the New York City area would purchase their
tickets through the standard Amtrak outlets including their website and ticket windows and
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vending machines at stations. Passengers would board the Ethan Allen Express at any of its
regular stops including Penn Station, NYC, Croton-Harmon, Poughkeepsie, Rhinecliff,
Hudson, Albany-Rensselaer, and Schenectady. From there they would travel to Saratoga
Springs where they would alight and transfer to the train to North Creek.

Baggage and sporting equipment could be handled in one of two ways. Passengers on the
Ethan Allen Express could carry skies and bicycle the same way some other Amtrak corridor
trains do where passengers are responsible for loading, stowing, and unloading these items
in the passenger compartment themselves. In this case passengers would transfer their
baggage and other items from one train to the other. Or, the SNCR or other future rail
operator could arrange to have a baggage car added to the Ethan Allen Express in
partnership with the State of Vermont, which sponsors this train. This may be difficult given
that the train does not have one set of dedicated equipment but rather uses one of the many
Empire Corridor trainsets which travel throughout New York State on a regular basis.
However, if Amtrak agrees to provide a baggage car then SNCR or other future rail operator
staff could transfer baggage and sports equipment from one train to the other, an added
convenience for passengers. Minimizing the time and inconvenience of the transfer would
be important.

At Saratoga Springs passengers would board the SNCR or other future rail operator train to
North Creek. Providing food and bar service, including local specialties, would be a major
selling point for the train and set it apart from other modes, to some extent making up for the
train’s longer travel time. From Saratoga Springs the train would make all regular station
stops to North Creek. Local transportation including ride sharing services, local shuttles, and
individual hotel shuttles should be available wherever appropriate along the line to eliminate
the “last mile” barrier that exists for public transportation services.

Since no other trains would be operating on the SNCR or other future rail operator at the
times the new service would be scheduled, no operational issues are raised. Since no
opposing trains would need to be met, no hew passing sidings or station tracks would be
required. The most appropriate means of positioning the train set needed for the new
service would need to be determined. The cost of parking the required trainset in Saratoga
Springs versus deadheading the set (moving the train without passengers) to and from North
Creek on Friday and Sunday would need to be determined. Storing the set in Saratoga from
Sunday night to Friday night might expose it to potential vandalism.

Negotiations between the SNCR or other future rail operator and Amtrak and the State of
Vermont Agency of Transportation should begin immediately to develop a through ticketing
arrangement and joint promotion plan, and to determine how skies and bicycles will be
accommodated. Package travel plans that include all transportation including Amtrak, SNCR
or other future rail operator, local shuttle transportation and on board amenities like meals
would be necessary to make the travel experience convenient enough to encourage new
users from the New York City area.

4.5 Summary

Extensive analysis of how to best serve the existing and potential travel markets to the First
Wilderness Corridor was completed and three rail improvement alternatives were developed.
Alternative A was chosen as the best alternative to move forward based on its ability to reach
the key New York City weekend market at the most reasonable capital and operating cost.
This alternative requires no high cost capital improvements and no high cost service
extensions to implement. Once this service has been proven other enhancements could be
considered such as additional connections to Amtrak trains from New York City and the
Hudson Valley and excursion trains from the Capital Region during the summer and ski
season.
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Table 7 Recently operated service

Northbound to First Wilderness Corridor
Trip Types Served TR
Days of Operation Thursday

- Sunda

ConnectingTime | | -

Southbound from First Wilderness Corridor

Trip Types Served TR
Days of Operation Thursday
- Sunda

Connecting Time | | 1:38"

*Connection available Sunday only
#SNCR or other future operator

Markets served
TR — Train ride
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Table 8 Alternative A — Friday-Sunday only expanded service with connections at
Saratoga Springs

Northbound to First Wilderness Corridor

Primary Trip Types TR ON

Served

Days of Operation Thursday Friday
— Sunda

_ConnectngTime || | 15

Southbound from First Wilderness Corridor

Primary Trip Types TR ON

Served

Days of Operation Thursday Sunday
— Sunda

_ConnectngTime | 15

#SNCR or other future operator

Markets served
TR — Train ride
ON — New York City and other overnight travelers — Weekend in on line communities
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Table 9 Alternative B — Expanded service with connections at Saratoga Springs

Northbound to First Wilderness Corridor

Primary Trip Types TR ON ON
Served
Days of Operation Thursday | Thursday Friday
- Sunday - Sunday Only
New York City (Lv) Amtrak No 8:15a 5:47p
Albany-Rensselaer (Lv) Amtrak Connection 11:10a 8:30p
Saratoga Springs (Ar) Amtrak from NYC 12:02p 9:23p
Connecting Time 15 15
Saratoga Springs (Lv) SNCR# 10:00a 12:17p 9:38p
North Creek (Ar) SNCR# 12:12p 2:29p 11:50p

Southbound from First Wilderness Corridor

Primary Trip Types ON and ON and
Served TR TR
Days of Operation Thursday | Thursday

- Sunday | - Sunday
North Creek (Lv) SNCR# 2:31p 4:23p
Saratoga Springs (Ar) SNCR# 4:40p 6:32p
Connecting Time 15 15
Saratoga Springs (Lv) Amtrak 4:55p 6:47p*
Albany-Rensselaer (Ar) Amtrak 5:57p 7:55p*
New York City (Ar) Amtrak 8:50p 10:50p*

*Connection available Sunday only
#SNCR or other future operator

Markets served
TR — Train ride

ON — New York City and other overnight travelers — Weekend in on line communities
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Table 10 Alternative C — Expanded service with extension to Capital Region at

Schenectady
Northbound to First Wilderness Corridor

Primary Trip Types CRX TR ON ON
Served

Days of Operation Saturday | Thursday | Thursday Friday

-Sunday | - Friday | - Sunday

New York City (Lv) Amtrak No No 8:15a 5:47p
Albany-Rensselaer (Lv) Amtrak Connection | Connection 11:10a 8:30p
Schenectady (Ar) Amtrak fromNYC | from NYC 11:34a 8:54p
Connecting Time Through | Through
Schenectady (Lv) 8:00a+ 11:34a 8:54p
Saratoga Springs (Ar) 8:26a+ 12:02p 9:23p
Connecting Time Through 15 15
Saratoga Springs (Lv) SNCR# 8:30a+ 8:30a 12:17p 9:38p
North Creek (Ar) SNCR# 10:42a+ 10:42a 2:29p 11:50p

+ Train operates one hour earlier in Winter

SOUTHBOUND FROM FIRST WILDERNESS CORRIDOR

Primary Trip Types ON | CRXand TR

Served ON

Days of Operation Thursday | Saturday - | Thursday
- Sunday Sunday — Friday

North Creek (Lv) SNCR# 2:31p 4:03p 4:03p

Saratoga Springs (Ar) SNCR# 4:40p 6:12p 6:12p

Connecting Time 15 Through

Saratoga Springs (Lv) 4:45p 6:15p

Schenectady (Ar) 5:27p 6:41p

Connecting Time Through 42*

Schenectady (Lv) Amtrak 5:27p 7:23p* No

Albany-Rensselaer (Ar) Amtrak 5:57p 7:55p* | Connection

New York City (Ar) Amtrak 8:50p 10:50p* to NYC

*Connection available Sunday only
#SNCR or other future operator

Markets served
TR — Train ride

CRX — Capital Region day trip excursion — Ski or summer recreation
ON — New York City and other overnight travelers — Weekend in on line communities

SCNR running times from SNCR Time-table 8 Effective April-Columbus Day
Amtrak train running times from Amtrak Timetable effective January 8, 2018
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5 Economic Impact Case Study Analysis

This chapter identifies and highlights literature that quantifies the impact of tourist train
operations of a similar scale to that recently provided by the SNCR in North America. The
projects are reviewed to understand such factors as market area, annual visitation and
economic impacts. The criteria used to select the case studies are:

Train service characteristics:

Location
Ridership

Route length
Travel time
Connecting routes
Frequency
Number of stops

Economic characteristics:

Market Area

Pricing

Visitor Spending
Operation Spending
Construction Spending
Visitor Statistics

Other questions:

Where does revenue come from?

What attractions are accessible via train?
What is the seasonality of the train?

Are there any packages offered?

Who is the target market?

5.1.1  Algoma Central Railway: Wilderness Tourism by Rail Opportunity
Study (2007)

This train operates between Sault Ste. Marie and Hearst, Ontario as a wilderness tourism
experience. This study determines the market potential for the revitalization of Algoma
passenger trains.

The Railway’s main line spans 295 miles, including 12 stops, and makes connections with
the Canadian Pacific Railway in Sault Ste. Marie and Franz, and the Ontario Northland
Railway at Hearst. One way travel time is roughly 9 hours. Annual ridership averages about
10,600 passengers, or 200 passengers per week. On average, the train makes 4 round trips
per week and provides year round access. The train relies on annual subsidies from the
Federal Government, which is justified by the sole access that the train provides to some
remote locations.

The railway is experiencing decline in visitation, visitor spending and person-nights; it is
heavily reliant on domestic markets, but also draws U.S. visitors from Border States. In 2004,
the railway generated approximately CAD$ 266.0 million in economic activity Province wide
(GDP) of which CAD$ 202.3 million stayed in Algoma District — this was the result of CAD$
3.0 million on visitor spending on goods and services in Algoma District. This helped sustain
4,446 jobs across the Province, and 2,888 direct regional jobs and 700 indirect jobs,

30



generating CAD$ 142.5 million in wages and salaries Province wide with CAD$ 103.4 million
staying in Algoma District. This created roughly CAD$ 126.0 million in tax revenue.

The railway has very few demand generating attractions, with a limited range of tourism
product; there is little to do other than fishing, hunting, golfing, hiking, kayaking and camping
in the summer. In the winter, visitors can ice fish, ski, go snowmobiling, or dog sledding.
Northern Ontario residents account for 34% of overnight visits. Toronto is a major feeder
market, accounting for 9% of overnight tourism. U.S visitors make up 32% of the overnight
visits. The rest of the market is from other Canadian cities and non-border U.S states. 54% of
visitors come in the summer. In 2006, a subsidy of CAD$3.85 million was given from the
Regional and Remote Passenger Rail Services Class Contribution Program. The railway
provides business related packages that include the organization of meetings, conventions or
conferences.

The 2017 summer fares for this train (taken from http://www.agawatrain.com/packages-
schedule/) are CAD$ 91.15 for adults, CAD$ 81.42 for seniors and CAD$ 46.02 for youth.
Fall fares for 2017 are CAD$ 109.73 for seniors/ adults and CAD$ 76.11 for youth. There are
also 2 and 3 night packages that start at CAD$ 176.00.

5.1.2 County of Ulster, NY: Highest and Best Use Recommendations U&D
Railroad Corridor (2015)

At Kingston, Catskill Mountain Railroad has 2.7 miles of track in operation, and operates 4
trips daily, with the trip time being an hour. It is projected that the total railroad will have a
2015 economic impact of $4.2 million. The total economic impact of the railroad operation is
$2,320,993: this is made up of $1,562,623 for the operating budget, $100,000 for wages,
payroll and overhead, and $658,370 for capital budget. Total economic impact from non-
railroad operations totals $1,937,535. Together, the total economic impact is $4,258,528. It is
projected that 103 new jobs will be brought to the region as a result.

Non-rail related tourism expenditures for “day trippers” are estimated to be $82.50 per party
per day, totaling $716,843 — this is based on there being 26,936 day trip riders. It is
estimated that there will be 2,664 overnight riders which will accompany 860 room nights. At
an average rate of $313 per party per day, this totals $269,180. Combined and multiplied by
1.9650 (the multiplier), these categories total $1,937,535. It seems these figures are much
higher than in 2014 when the CMR developed an event-based tourist railroad market and
quadrupled their ridership. The tracks used by the Catskill Mountain Railroad are owned by
Ulster County and the operation is privately funded.

5.1.3 Adirondack Rail Corridor Economic Impact Study

This study quantifies the economic impact of upgrading the 34 mile rail line between Tupper
Lake and Lake Placid, which will extend the Adirondack Scenic Railroad. This is compared to
eliminating the rail and replacing it with a trail. At present, one way travel time between
destinations is four hours. Visitors to the study area include day-trippers, weeklong
vacationers, campers, hotel guests, outdoor recreationalists, and shoppers. The study does
not specify who these people are, and only states that 20% of current riders are local
residents. Local riders are not counted as contributing to net new spending. The annual
maintenance cost of the physical railroad incurred by the state is $45,000 per annum.

The extension of rail service to Tupper Lake is estimated to produce $758,000 in net new
regional spending and 13 jobs, in addition to a one-time employment boost of 171 jobs
during the construction phase. Initial capital costs to upgrade the rail are $10,600,000 with an
annual debt service of $779,967. This results in an annual earnings of $307,000, with
$6,814,000 in earnings for employees working during the construction phase, wages earned
by local workers and profit earned by local business owners.
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Railroad operations are anticipated to result in $522,000 of net new direct spending at local
businesses annually. The indirect net new visitor spending will result in $235,246, which will
support 13 jobs paying $307,000 to local workers.

It is anticipated that visitors will spend $62.23 if staying a half day and $124.47 per full day,
totaling $697,025 based on projected ridership. The expanded rail is anticipated to attract
24,500 riders per year, a 75% increase in ridership from the existing 14,000 ridership figure.

5.1.4 Implementation Plan and Economic Impact Analysis: Colebrookdale
Railroad Heritage Railway Program (All based off of a model)

This line, located in eastern Pennsylvania near Reading, currently operates as a freight-only
railroad and is appropriate for a 2 hour round trip. The market analysis suggests that 20,000-
30,000 passengers are expected to be drawn in to the region to use the railroad annually. It
is anticipated that the railroad would operate year-round.

The population of Berks County is close to 400,000 (2000 census). The County contains a
number of popular visitor attractions such as festivals, museums, rail related attractions, and
county fairs. In the Pro Forma Analysis, a typical round trip adult ticket costs $12, with
discounted tickets offered to children, groups and school trips. Santa and special event trains
are priced at $17 with on board entertainment. Retail sales are estimated at $4 per
passenger with a 40% margin gross profit after inventory costs, resulting in a $1.60 per rider
net income. The total non-railroad estimated economic impact is $1,826,523 — this is based
on each family spending $82.50 per day. This suggests that the target market is families.
Operating the railroad itself can result in nearly $1 million in economic benefit annually. It is
expected that the railroad would create 278 jobs both directly and indirectly. Operation of the
excursion train would become the primary source of revenue for the line.

5.1.5 Valley Railroad State Park Economic Impact Study (In the Connecticut
River Valley)

The scenic railroad service that runs on this line is the Essex Steam Train; this case study
has multiple scenarios that include implementing freight service, a multi-use trail, and a
passenger rail, or an expanded scenic rail. Expanding the scenic rail will cost $5 to $6
million, and will add to the operating and maintenance costs, with major costs being for tie
installation and bridge repairs (page B-13). The study does not specify how long the
extension is.

The Essex Steam train currently runs on 13 miles of the track between Tylerville, CT and Old
Saybrook, CT, operating May through December, with 5 round trips per day. The train
attracts 150,000 passengers per year, and is estimated to create 69 jobs. Each rider is
estimated to directly spend $28.32, with a typical travelling party spending $142.77 to
support the local economy. Essex Steam Train travelers directly spent $4.5 million in 2014.

It is estimated that additional riders may generate $44-$82 in direct spending per year.
Assuming a 10% growth in ridership, $700,000 to $1.3 million could be spent by visitors
annually. This could generate an economic impact of $1.4 to $2.6 million. The railroad is
privately owned and operated.

From researching outside of the case study, it was found that the Essex Steam Train is a 2.5
hour journey, and is more of an eco-excursion. It is priced at three different categories: first
class (Adult-$31, Child-$22, Senior-$29), coach class (Adult-$19, Child-$10, Senior-$17),
and open car (Adult-$26, Child-$17, Senior-$24). There is also a boat cruise option included
to further the experience.
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5.1.6 Economic Impacts of the Cumbres & Toltec Scenic Railroad —
Antonito, Colorado and Chama, New Mexico

C&TS is a National Historic Landmark that runs between the village of Chama, New Mexico
and the town of Antonito, Colorado. The railroad covers a 64 mile stretch, with 37,000 visitors
in 2013, and has a $14.8 million per year economic impact. This includes direct and
secondary impacts. Economic activity supports 147 jobs per year in Rio Arriba, Conejos,
Alamosa, Archuleta, and Taos Counties.

The train revenues and Commission Budget is $4,033,000, State Capital funding totals
$1,800,000, and outside support totals $390,000. Visitor spending is broken down by dining,
which equals $1,473,000, retail, which accounts for $383,000, lodging totaling $2,220,000
and local transportation accounting for $324,000. Therefore, the direct impact is
$10,622,000, with a secondary impact of $4,207,000 for a total impact of $14,829,000. The
direct impact for job creation is 109.7 jobs, and the secondary impact is 37.3 jobs, for a total
of 147 jobs.

The train runs daily between May and Late October — riders can take the train to the opposite
depot and return to their point of origin by bus, or take the train to Osier station at the
midpoint of the line and return by train. The train is the primary tourist attraction in both
Chama and Antonito, and is considered the cornerstone of the local economy; during the off
season many businesses close.

In 2013, 37,060 passengers rode the train; 87% adults and 13% children. The train offers 4
additional experiences, where passengers can get on at 2 different stops. Visitors have come
from 24 countries across six continents to visit, however, 44% of visitors come from New
Mexico or Colorado, with the majority coming from Texas and Arizona.

The primary revenue source comes from ticket purchases and in 2013, $3.2 million worth of
tickets were purchased. Visitors spent $116,000 annually on fireman and engineer school
(one of the train experiences), and $165,000 on retail and snack purchases. Special
excursions make $146,000. Railroad operations bring in a total revenue of $3,633,000 in
annual economic activity. Train revenues support day-to-day operations with the exception of
the annual commission budget. The States of Colorado and New Mexico provide $400,000
for this purpose. It is estimated that retail spending is approximately $19 per visitor. Spending
associated with the railroad generates roughly $1.3 million annually in total state and local
tax revenue.

Railroad capital spending is financed primarily through funding from outside sources.
Together New Mexico and Colorado appropriate approximately $1.8 million per year for
capital expenditures. C&TS also receives approximately $390,000 in annual outside support
from three primary sources. The Candelaria Foundation has provided the most consistent
and substantive support beyond the states with a $1 million offering over ten years for critical
operational needs that cannot be otherwise funded. The nonprofit group, Friends of C&TS,
also funds and completes special restoration projects every year. In 2013 donations totaled
approximately $90,000. They also volunteer approximately 25,000 man-hours. Additionally,
C&TS receives approximately $200,000 annually in grants from the State Historical Fund.

5.1.7 Tourist Rail Operation — LM&M Railroad: City of Lebanon, Ohio (2013)

This study focuses on the tourist rail operation in Lebanon, Ohio. Annual ridership for the
LM&M railroad ranges from 38,000 (2011) to 50,000 (2013). The track spans a stretch of six
miles and the railroad runs all year round.

From conducting an online survey, it was determined that 90% of train users were from Ohio
zip codes — over 50% of this ridership were from the markets of Cincinnati and Dayton. The
market area is particularly local. Interestingly, 67% of the riders came to Lebanon solely for
the railroad, and 84% answered they would be staying at home for the duration of the trip.
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The majority of users reported that they were spending money at restaurants aside from
taking the train, spending $50-100 on average (excluding the train ticket).

The total state-wide estimated economic impact of non-rail related tourism expenditures
totaled $3,149,826. The statewide economic impact from railroad operations is $1,486,058.
In total, the statewide economic impact equals $4,656,062 and allows the retention of 163
jobs as a result.

The prorated operating budget for the rail line is $725,210; $170,463 is spent in Lebanon.
There is an economic impact of $300,083 from railroad operation, $20,178 from the railroad
capital budget, and $2,140,439 from non-railroad operation. This equals a total economic
impact of $2,460,700 for Lebanon. It is anticipated that this economic activity will generate 86
new jobs for Lebanon.

5.1.8 Adirondack Scenic Railroad: North County Regional Economic Impact
Analysis (2011)

This railroad experience started as a four mile demonstration project, and expanded to Utica-
Big Moose and Saranac Lake to Lake Placid at the southern and northern ends of the rail
line respectively. The impact analysis considered the effects of bringing passenger rail
service back to the entire 141 miles long line from Utica through to Lake Placid. Railroad
operations are seasonal, ending as early as October 1, and as late as December 1
depending on snow conditions. Ridership for the Adirondack scenic railroad reached 65,891
in 2011. It is estimated that 20% of these riders are overnight visitors, and 80% are day
trippers.

There are three separate operations from three separate departure points. All day excursions
from Utica to Thendara and return, shorter distance Thendara to various north and south
intermediate points, and the Lake Placid to Saranac Lake operation. Utica has a mixed
component of regional and local draws, and are more likely to attract overnight customers.
Thendara and Lake Placid are shorter trip origination points and attract half day passengers.

The economic impact of the Adirondack rail operation on total regional business output from
direct expenditures is $3,090,761. The indirect impacts of the train would result in a total
estimated economic impact of $5,464,834. This is based on there being 45,019 day trippers
spending $75 per party per day, 11,254 overnight visitors spending $287.35 per party per
day, and 7,000 new overnight traffic spending $287.35 per party per day. To extend the line
to Saranac Lake would result in $16,533,915 in direct expenditures totaling an economic
impact of $29,967,548. Operations coupled with the railroad repair and construction results in
225 full-time jobs and 338 temporary jobs. The railroad line that the Adirondack Scenic
Railroad proposes to use is owned by the State of New York and operations are privately
funded.

5.2  Summary

This research indicates that tourist rail operations can have a significant impact on local
economies. Greater impact appears to correspond to operations that are well-integrated with
other local attractions, such as the Valley Railroad, or which provide unique steam powered
services to areas with spectacular scenery, such as the Cumbres and Toltec Scenic
Railroad.
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6 Context Assessment

This chapter describes the extensive research that was completed on attractions, lodging,
restaurants, retain, and other activities within easy access distance from the stations on the
line until recently operated by SNCR.

6.1  Study Area

This study includes nine communities that were served by the SNCR. A one-mile and five-
mile study area radius was established around each train station within the nine communities
to guide the review of attractions and tourism facilities (see Map 3). Given that railway
passengers will largely visit attractions and facilities within a comfortable walking distance, or
must rely on local transportation within a layover period, it seems unlikely that attractions
outside of the five-mile radius would hold much appeal for the average railway passenger.
Except for Saratoga Springs, all the train station study areas are adjacent to or overlap with
at least one other community with a station along the line. In cases where the five-mile study
area overlapped, attractions ha