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I.​ Introductory Matter 
 
The Center for Public Enterprise (CPE) appreciates the opportunity to offer 
comments on the Request for Information relevant to implementation of 
America's Great Corridors of Commerce (AGCC) (Document ID: 
DOT-OST-2026-3269-0001). We welcome further questions and dialogue on 
any of our responses.  
​
CPE is a 501(c)3 nonprofit organization focused on broadening the public 
sector’s capacity to deliver economic development. We do so by publishing 
original research and by partnering directly with public agencies on designing 
and implementing development programs. Public enterprises serve Americans 
across many sectors of the economy—transit agencies, education districts, 
water systems, and airports are all examples—and with great benefit. Our goal 
is to provide public institutions with the tools to overcome economic 
constraints. CPE works with local, state and federal government agencies to 
support successful design and implementation of public development 
programs. 
 
CPE has ongoing work on transmission co-locating as well as on the role of 
federal leadership on promoting high voltage direct current (HVDC) 
interregional transmission lines, including forthcoming whitepapers on both 
topics. Previous work at CPE has focused on opportunities to enhance the RRIF 
and TIIFA loan programs for a suite of purposes, potentially including 
transmission co-located in rail rights-of-way. 
 

I.​ Policy Overview 
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Increasing both generation and transmission capacity is key to providing 
reliable power to Americans and meeting this Administration’s energy 
dominance objectives. For an illustration of the particular role of transmission 
as a bottleneck, consider the following: 
 

●​ Utilities' five-year peak-demand growth forecasts reached 166 
gigawatts (GW) by 2030 in Grid Strategies' December 2025 
aggregation of FERC Form 714 filings, roughly 90 GW of it from data 
centers. This represents a 20% increase from 2025 estimated peak 
load.1 

●​ More than 2,200 GW of generation and storage sat in interconnection 
queues at the end of 2025,. Active capacity in queues, at 2,061 GW, 
outstrips total US installed capacity generating capacity by around 
1,374 GW. The median project built in 2025 took 61 months from the 
interconnection request to commercial operations, compared to 36 
months in 2015 and 22 months in 2008..2 

The North American Electric Reliability Corporation (NERC) finds the system 
needs 35 GW of additional interregional transfer capability to maintain 
adequate electric system performance and resilience nationwide.3 
 
Transportation corridors are structurally appealing. They exist throughout the 
United States and provide a linear right-of-way that, in most cases, connect 
sources of industrial or residential demand. Utilizing the corridors for linear 
infrastructure development represents an opportunity to minimize the number 
of landowners or lessees with whom developers must negotiate. At the same 
time, there is significant scope for the public sector to provide resources and 
guidance that allow these structural advantages to be more fully realized. This 
RFI is an important step in that direction. 
 

II.​ Response to RFI Questions 
 
Q1: The first set of obstacles relate to right-of-way access. As the RFI states, 
“under the AGCC P3 model, the ROW owner may negotiate a contractual 

3North American Electric Reliability Corporation, Interregional Transfer Capability Study 
(November 2024). 

2Rand, J. et al. 2026. Queued Up: 2026 Edition, Characteristics of Power Plants Seeking 
Transmission Interconnection as of the End of 2025. Lawrence Berkeley National 
Laboratory. pg. 4. 

1Wilson, J. D. et al. 2025. Power Demand Forecasts Revised Up for Third Year Running, 
Led by Data Centers. Grid Strategies. 
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agreement with a private entity to serve as a Corridor Manager.” This voluntary 
model sidesteps potential conflicts between risk-averse asset owners (e.g. 
Class I railroads) and developers, and potentially avoids the issues seen in e.g. 
fiber optic development on rail rights-of-way. This approach is sensible as a 
first attempt, but ultimately clarifying  the right of other entities to access 
non-operationally-critical aspects of the rail right-of-way may be necessary. 
HR. 6064/S. 3268 would, for example, establish a 60-day “shot clock” for 
fiber-optic colocation and stipulate that a railroad may only deny such 
collocation “for safety reasons or if the placement or modification would 
substantially interfere with or damage railroad infrastructure.”4 The GACC 
model pre-supposes ROW-owner buy-in, but in the long term addressing veto 
points is warranted. In the short-term, Build America Bureau and DOT should 
clarify language and implementation plans for highways  to ensure that state 
DOTs in their capacity as highway asset owners are eligible to participate, 
including as their own concessionaires. Moreover, 35–40 state DOTs still 
prohibit transmission in highway ROW.5  This is a state legislative matter, but 
Build America Bureau and DOT partners can and should provide technical 
assistance that highlights the benefits and safety of co-location. 

 
Q3. Private finance has an important role to play, but federal credit programs 
should be incorporated into any federal effort to leverage corridors. RRIF, TIFIA, 
and Energy Dominance Financing loan programs are all appropriate potential 
investments that may play out under GACC. The administration should take 
action to build capacity at Build America Bureau and undertake proactive 
outreach to potential corridor managers to ensure not just that applicants can 
make it through the pipeline, but that promising corridors enter the pipeline.  
Onboarding and retaining personnel who can conduct these transactions, a 
tolerance for an appropriate level of risk, and clear points of contact for 
private-sector partners are all important. As addressed in Q1, any GACC 
implementation should ensure that public-sector entities can participate on 
the same terms as private-sector entities given their prevailing ownership of  
linear transportation assets. 
 
Q4. Proactive outreach to corridor developers, support throughout the 
financing process, and technical assistance around siting and permitting are all 

5 NextGen Highways. 2025. “Mapping the Challenge: Restrictions on Transmission 
Co-Location” (41 states);  Pacific Northwest National Laboratory, U.S. DOT Volpe Center. 
2025. Electric Transmission in Transportation Rights-of-Way: Gaps Analysis, Appendix B 
(16 generally allow, 26 discretionary, nine prohibit). 

4 U.S. House of Representatives. 2025. Broadband and Telecommunications RAIL Act. 
H.R. 6046, 119th Congress. 
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particularly important to the success of AGCC.. This can be accomplished first 
through the underwriting capacity-building discussed above in Q3 to ensure 
projects clear the pipeline and proceed to deployment while benefiting from 
timely underwriting. Second, there should be a clear point of contact for all 
siting and permitting questions. Lastly, DOT should ensure strong Interior 
Department legal representation on a future interagency task force to provide 
greater expertise and thus regulatory clarity on open legal questions 
surrounding rail easements and colocation.  
 
Q5: As stated above, the  inclusion of state DOTs, Amtrak, and other public 
corridor managers or infrastructure developers as lessors and concessionaires 
respectively is a prerequisite for a maximally successful program. More broadly, 
proactive outreach and information sharing to potential lessors and 
concessionaires ahead of program launch is an important step to provide 
certainty about a novel program and asset sharing structure. 
 
Q6: We see significant structural advantages to colocation and the GACC 
model as proposed and agree with the advantages the RFI identifies. We also 
wish to highlight the potentially significant transportation electrification 
co-benefits inherent in bringing online new transmission resources along rail 
and highway rights-of-way. In particular, transmission on rail rights-of-way 
overcomes one potential obstacle to rail electrification projects, particularly 
along freight corridors. Insofar as rail electrification offers speed, reliability, and 
capacity benefits for both freight and passenger rail, Build America Bureau and 
DOT writ large should work to ensure that co-location enables electrification 
investment where possible.  There are also opportunities related to the 
electrification of heavy-duty trucking, either through in-motion charging 
enabled by transmission or higher-voltage charging options at truck stops. 
 
Q7: Public financing is key to ensuring that ratepayer savings are realized. 
There is no one “right” capital stack, but substituting utility equity and debt for 
public financing is also a reliable way to produce savings for American 
ratepayers given the scale of grid upgrades that could be unlocked via AGCC 
and ensure a patient but robust risk appetite for projects to proceed at scale in 
the face of cost shocks that early projects may experience prior to the 
maturation of supply chains, counterparty relationships, and workforce 
pipelines. Recent analyses on grid upgrades in California find that substituting 
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public capital could reduce transmission development costs by up to 57%; 
similar findings exist for New England and elsewhere.6  
 
Respectfully submitted, 
Center for Public Enterprise 
 
Point of Contact: 
Jackson Moore-Otto 
Transportation Program Manager 
jackson.moore-otto@publicenterprise.org  
 
 
 
 
 

6 See Clean Air Task Force. 2024. Wired for savings nationwide: learnings from California 
on alternative financing to support low-cost transmission, Clean Air Task Force. 2025. 
Leveraging state transmission authorities for lower-cost infrastructure financing, Clean 
Air Task Force, Acadia Center. 2026. A smarter way to pay: public financing for 
affordable transmission development in New England. 
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