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Tri-State Region Intermodal
Terminal System Study

by Robert Crosby,® Steven Feldsott,”® and Dr. Wilbur A. Steger®®®

OVERVIEW

SUPPORTED partially by public and
partly by private sources, this study
has two objectives:

a) First, to perform an in-depth eval-
uation of the capacity of the dis-
tribution system of the Tri-State
region (Southwestern Pennsylva-
nia, Northern West Virginia, and
Eastern Ohio), to effectively re-
spond to a projected substantial in-
crease in the level of coal produc-
tion (and, to the extent necessary,
other bulk commodity movements)
to serve the region’s, the nation’s
and the world’s future energy re-
quirements; and

b) Secondly, to investigate the utility
and viability of an informal public-
private sector “planning process”
to make such a determination.

This assessment, and the co-related
planning process, focuses on the eco-
nomic and technical feasibility of a sys-
tem of intermodal terminal facilities, pe-
culiar to the transportation infrastrue-
ture of this region, linking water and
land transportation arteries, in order to
facilitate the anticipated increased pro-
duction of coal, coal by-products, and
other commodities. (An intermodal ter-
minal is defined as an intermediate
point [serviced by truck, rail, and barge
carriers] established to facilitate the
interchange of coal and coal by-prod-
ucts.)

While the most detailed focus is on
the Tri-State region, per se, the study is
also designed to encompass the role of
the region’s resources in meeting na-
tional and world energy demand. As
such, the project additionally illustrates
how a detailed multi-state regional
study treats national and international
transportation system capabilities, to
better achieve its regional-national pur-
pose. While the project is on-going, this
is a useful time to write down some
first-thoughts, to better obtain the sug-
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gestionsv of others working on similar
projects elsewhere.

1.0 BACKGROUND

There is almost unanimous recogl}‘i
tion among government and industrid
interests, as well as the general pubhc’
that increased production and use of do-
mestic coal is one of the nation’s high*
est priorities. In domestic use, Amert
can coal is to reduce the dependence O%
expensive imported oil which has been ?
factor in inflation and retardation ©
economic growth. An even greater dali‘
ger exists because of the strategic vu-
nerability of the United States to 2 cut-
off or reduction in oil imports—the ter¥
porary oil glut of the 1981-1982 perio%
aside.

Additionally, with the rapid increasé®
in world oil prices of 1979-1980, whef
the study was on the original sponso¥
drawing board, there were burgeOnmg
and very high estimates of export mal}
kets for American coal. The ability ©°
the American coal industry to serve the
energy needs of Western Europe 27"
Japan was considered then—and still Tee
mains—a very positive prospect for t.h,
American economy, as well as the lf‘e
tegrity of the Western Alliance in th.]
face of secularly increasing world ©
prices.

Confronted with this realization, th?
U.S. Department of Transportation, (Re
search and Special Projects Administr?”
tion) made several assumptions 11
signing and sponsoring this project:

1. The transition to greater produc'“‘l);,l
and use of coal was neither {0 -,
easy nor cheap: there are SIZ“}’Il
constraints at both the producti®

and consumption ends of the €0

cycle, as well as in the transpoZ e
coal. Whether or not the tranSl,t‘.t
to a more efficient higher capabill®?
system would be facilitated by 2 "¢
gional planning exercise: this wa
also, a study unknown. V-
2. Coal can be, and is, moved by See
eral modes of transport: rail, ba‘fgef
truck, conveyor, and slurry pipe!’
Each of the modes possesses 2 te
of physical and economic attribu:’

which give it advantages and d

advantages vis-a-vis the ot
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modes. For example, truck is a high-
ly flexible mode which can efficiently
serve the collection function for
short distances, and can readily
adapt to shifting production and
consumption patterns within rela-
tively short distances. For longer
hauls, trucks are more expensive
than the other modes and consume
the most energy in performing the
transport function. For both short
and long haul, trucks can cause sig-
nificant community disruption and
deterioration of public highways
which may have to be borne by the
public. Barge 1is potentially the
cheapest and most energy-efficient
mode where there is a waterway
and the movement originates and
terminates on or near a commer-
cially navigable waterway. The oth-
er coal transport modes have anal-
ogous advantages and disadvan-
tages.
- In order to serve the nation’s needs
for coal, and to do so at a minimum
cost and within the shortest time
Dossible, it is possibly necessary
that the overall coal transport sys-
tem evolve to a considerably more
efficient state. The key to such effi-
clency is to foster those measures,
Whether economic or regulatory,
which promote the use of each mode
where and when that mode is most
advantageous. This would necessari-
ly lead to intermodal coordination
Including the movement of coal by
Several modes with efficient inter-
modal transloading at one or more
Doints in the move. The sponsor
T has recognized, since its in-
ception as a separate agency, that
e promise (theory) of intermodal
b}llk movement such as coal is very
igh, The reality, more than a dec-
ade later, continues to be very dif-
ferent. There are numerous impedi-
Ments to intermodal transport, es-
Pecially between the two modes
Which compete over the greatest
Tange of markets, rail and barge.
le  conventional wisdom within
Tail management (and, to a lesser
extent, bargeline management) has
een that the transfer of coal to any
ther mode is analogous to compet-
g with itself. Consequently, the
fmphasis of rail management has
€en to movements with long hauls
Which can be carried all the way by
rail, even if not by the same carrier.
ertainly, where rail management
aS given careful consideration and
as found that river-rail coordina-
10n would be profitable, there have
€en joint moves put into effect to
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the benefit of all. Yet, there are nu-
merous opportunities for such inter-
modal coordination which are not
being fully exploited.

A major premise of the Tri-State
project is that the Tri-State Region of
Southwestern Pennsylvania, Northern
West Virginia, and Southeastern Ohio is
of particular interest in the search for
increased intermodal coordination of coal
movements. It is a key crossroads in the
coal flows of the nation, and has—or po-
tentially could have—all of the relevant
coal transport modes operating separate-
ly and in coordination. Coal from nearby
coalfields is of a high quality: it is gen-
erally high in Btu content and of mod-
erate sulphur content. Coal from the
Tri-State Region has the potential to
move to any or all of several major do-
mestic and export markets.

For example, Tri-State coal can move
overland to the East Coast ports (Phila-
delphia, PA, Baltimore, MD, Hampton
Roads, VA, ete.) or overland to the
Great Lakes and hence to the St. Law-
rence Seaway, or can move either over-
land or by barge to Gulf ports (overland
to Gulf ports would likely not be eco-
nomically attractive). Within domestic
markets, Tri-State coal has potential
local (within the region, itself) as well
as New England and eastern coal mar-
kets, markets in the Great Lakes region,
and to a limited extent, southern and
southeastern markets.

There is, at present, varying degrees
of penetration of these markets by Tri-
State coal. That coal is either moved by
a single long-haul mode (rail or barge)
or by barge, after collection by truck.
With intermodal coordination, it should
be possible to allow greater market
penetration at lower costs.

The most dramatic example of the ef-
fect of improved intermodal coordination
relates to the much noted congestion—
through 1981—at East Coast coal docks.
Export vessels were, at that time, wait-
ing for as long as 69 days at a demur-
rage rate of some $15,000 per day. (Even
a rather moderate vessel wait of some
five days increased the cost of export
coal by $3 to $4 per ton.) Such conges-
tion at East Coast ports, in effect, was
acting to reduce the value of Central
Pennsylvania coal for export. If, how-
ever, there were a direct rail link be-
tween Tri-State coal fields, such as Som-
erset County, Pennsylvania, and the riv-
er, possibly in the vicinity of Conrail’s
Conway Yard and, if there were a mod-
ern and highly efficient rail-river trans-
fer facility at that place, the coal could
be barged to New Orleans for transfer
to ocean-going vessels. That intermodal
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move could, in concept, be more eco-
nomic in European markets, even con-
sidering the longer ocean voyage, than
the move through East Coast ports
where excessive demurrage is involved.

Noted when the study began was that
there were only very few major active
rail/water terminals in the Tri-State re-
gion, and these were underutilized. On
the other hand, there are several truck/
river terminals.

The fact that the rail/river facilities
are underutilized points out a basic im-
pediment . to intermodal coordination—
the potential suboptimization which is
practiced by each transport mode, rail
and barge. The railroad tends to encour-
age and promote long haul direct moves
and discourage short haul feeder moves
to or from the waterway. However,
where there are opportunities for traffic
growth, and where the modes do not
have the capacity to handle all of the
future traffic, the study posited that
there were potential efficiencies that
could potentially be gained by coordina-
tion.

2.0  PLANNING/STUDY APPROACH

At the very beginning, a major
change was thrust upon the study’s man-
tle. Funded originally by one Adminis-
tration (as a result of the insertion of a
budget line item by a Congressman of
the majority party at the time, mid-
1980), a substantial change in political
fortunes caused the study to begin—in
earnest, in 1981—under a new Adminis-
tration, one with a fundamentally differ-
ent approach to the role of Federal-level
public sector resources in solving and
resolving transportation system prob-
lems at subnational (state, regional, and
local) levels.

Under the Reagan Administration,
such a study is—in effect— an anomaly.
There is little or no expectation that the
Federal government will be any more
helpful, e.g., in providing new transpor-
tation infrastructure to the region af-
ter (rather than before) the study: the
New Federalism connotes a great deal
more responsibility for subnational level
infrastructure development and mainte-
nance (although many details have not
been worked out, at this time).

In a sense, this project is unusual in
that its regional planning/assessment
objectives (see above, p. 1) are being
exercised for the first time, wunder
emerging New Federalism concepts. To
what extent do study/planning re-
sources provide local and substate re-
gional levels help in weaning these sub-
national levels from previously substan-
tial levels of Federal support, which is

no longer likely to be available? ¢
One thing needs to be made clear ad
the outset. This study is not cor}necte
in any way—except casually—with Fhe
region’s formal transportation pla_nmng
process. As such, it must be consideré
an isolated, ad hoc process. However, the
project has attempted to bring together
many affected public and private sector
leaders, key influentials, and just-plaif”
affected individuals. Interaction Wl
state and local officials, private sectof
groups and organizations, and ot}}er mé
terested parties was designed to l'nvolv
these parties in the identification o
problems and/or issues facing the Trl
State’s coal/bulk distribution systemS:
Draft lists of problems/issues were t0
developed and assigned priorities b-
purposes of assessing alternative Suhe
national level roles. After review te-
priorities and problems were to be ¥
vised. ing
A second major thrust of the plm‘“mrl
effort has been to forecast the effects o7
the Tri-State distribution system of eto
pected growth. This effort, again, W3 =
rely largely upon available informﬂtlosé
making sure to incorporate the laté
trends and developments, such as
rapid growth in coal exports. ot
The third major thrust of this _eﬁi‘.’w
is to identify and assign responsibill

ch
for a set of low cost measures Whlin

might be identified for implementatlonfor
the near and medium term—by and -
the various levels of governments,’.‘ng.
cluding identification of issues requ‘r’ef,
further study and description of the
fort, time, and cost involved. ould

These measures, it is believed, WO o
aid in the conduct of the study; 3559
that the emphasis of the study 1S wdy
placed; maximize the value of the Stuhc
to those parties; and fully appriseé tion
parties relative to any implementd
phase, if it were to go ahead. se

CONSAD proposed to involve thoto
parties through a series of seminars, fi-
which key Federal, state, and local oni—
cials, representatives of carriers, .tel';rs’
nal operators, bulk commodity shiPP® .
consumers, and marketeers would be g
vited. The seminars would be con ucity
by CONSAD staff with the opport¥’
given to key persons, public officialss tive
pr{vate sector g}xl'oups to take an ac
role if they so choose. a

For each of the seminars C_ON*’f;,Dd
was to develop specific objectives ials
agenda, making summary {ﬂﬂter his
available ahead of time for review: JJar
format of a series of meetings is Sl’snAp,
to the meetings conducted by CONPZ,.
and other contractors, who have bee’;aﬂ,
volved in the development of state
road plans.

for
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21 Alternative Subnational
Public Roles

Two major premises need to be ex-
]po"eSSed at the outset. For one, current
ncal. regional and State mandates can-

ot be considered simply a given, since

€se roles themselves are emerging and
tuangmg in light of the current and fu-
thre dynamics of requirements levied by
o President, Congress and state gov-
n NMents. This New Federalism sub-
ationa] role is clearly continuously “in
ree Mmaking” and there is no a priori
Coas‘)n to suppose that it will never be-
mme fully crystallized and fixed, any

Te than there would be reason to ar-
St:t ,that the present region and/or
sty €S role is an unchangeable con-
ro]amt upon its future. The developing
thees of these subnational levels are, at
the Same time, not merely reflective of
With tech;ucal requirements associated
Soci eir mandate, but also of the
the mPOlitical ~environment throughout
aff ri-State region and other relevant,
ected levels of government.

g’();;;&condly, “planning” itself is an on-
my gt.eﬁ‘ort, both with regard to the for-
tati? on of plans and their implemen-
. M. This is another way of saying
g Obvious, but important, point: in no
Slnable circumstance can any level of

T(})lvemment start as if from scratch.

sign.gngoing realities are necessarily a
on t}} cant constraint—and challenge—

Yeg e kind of impact the State and the

O can have in the first place.
ﬁnege major operating roles to be de-

) below, are in a sense, what might
Sy sermed “realistic abstractions”. The
each JUent, more detailed, analysis of
leVel option will show that subnational
‘“Orestare most likely to be operating in
Tesp, hfin one mode at any time, in turn,
NSive to various projects and plans,
terme Options are arranged here in
theys. of the type of mandates which
ty 1, Ply: from minimum responsibili-
SPecty maximum responsibility over the
anq u:(‘)“ Olf the information _acqulsxtioxfl:

) a

Dlans/actisitigg_mg and carrying out o
Nate eeScrlptive term is used to desig-
libe,_ata‘?}{ operating mode. This is a de-
disc‘use, Simplification for the purpose of
shorthsloll: the term itself is merely
Operatfmd for the actual definition of the
highy;N& mode. But it is intended to
the mght the central theme of each of
Bition Odes. Here then follow brief defi-

S of the feasible operating roles:

0

Lo Crating Role 1: Information Sink:
1S mode, the subnational levels
Viewed as a recipient of avail-
¢ Information about on-going and

re
ah}

future bulk system projects and
plans. Plan formulation and imple-
mentation of plans are activities
carried out by other agencies and
organizations, public and private.

Operating Role 2: Information Col-
lector: In this mode, the subnational
levels are authorized, in the sense of
their mandate, to acquire informa-
tion from the various agencies.
They have the right to ask for such
information, and have the right to
expect compliance with information,
requests. They have the option to
seek information in standardized
form; or else, seek information al-
ready formatted at the discretion of
other agencies. Other agencies, pub-
lic and private (who are then the in-
stitutionalized suppliers of informa-
tion which the subnational level
seeks), are responsible for the for-
mulation of plans, and for carrying
out those plans which have been ap-
proved and budgeted for.

Operating Role 3: Program . Moni-
tor: In this mode, the subnational
level is viewed as Information- Col-
lector much like before: it has the
right to acquire data from other
agencies, and use it as a data base
to provide, in turn, information to
the regional levels, the Governor,
the state legislators and other units
(in turn, entitled to receive it). But
the Program Monitor mode includes
a provision for the subnational level
to carry out its own evaluation of
any and all on-going programs. As
in the previous modes, planning and
plan implementation is carried out
by other agencies.

Operating Role 4: Component Eval-
uator: The previous modes are,
once again, subsumed. In this mode,
the subnational level is seen as hav-
ing the authority to ask to obtain
development plans as they are form-
ulated by other agencies, and to
carry out an ex ante evaluation of
each project (hence, “component
evaluator” role) in terms of its
feasibility, cost, desirability and
probable effects upon the target
populations of the subnational level,
Planning, of course, is done by other
agencies and they may, in their de-
cision to replan or to implement
their respective plans, be affected
by the results of the prior evalua-
tion. Implementation of plans, un-
der this role, is similarly in the
hands of other private and public
agencies.
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‘Operating Role 5: System Evalu-
ator: In this role, the subnational
level assesses on an ex ante basis,
not only individual bulk distribution
system projects as separate and dis-
tinct development plans, but rather,
the total fabric of individual plans
in their relationship to each other.
The key element in evaluation which
is involved above and beyond the
Component Evaluator mode is, of
course, concern over the interaction
of different plans. This then in-
volves coordination of all plans, as
plans, with regard to their mutual
compatibility, joint feasibility, ag-
cregate cost, joint effects upon the
relevant segments and groups of the
State’s population.. As a conse-
quence, the results of the System
Evaluator mode lead to recommen-
dations as to priorities of various
plans whenever choices have to be
made in the first place (and this
is, indeed, by far most of the time).
Planning. is, indeed, done by other
agencies and their projects are com-
ponent inputs into the system plan.

Operating Role 6: Planner: In this
mode, the subnational level is seen
as responsible for the formulation
of plans. This does mot mean, in
and of itself, that the subnational
Jevel is the sole planning agency:
but through the System Evaluator
mode, it has authority over coordi-
nation of all plans, while the Plan-
ner mode entitles it also to originate
projects and programs by itself.
Furthermore, this mode is compat-
ible with the idea of the subnational
level delegating the plan formula-
tion activity to other agencies, but
the final responsibility—and ac-
countability—rests with it. The
plans are implemented, however,
by agencies other than the partic-
ular subnational level.

Operating Role 7: Developer. This
is the last major mode to be con-
sidered. The public sector’s role is
not merely to formulate plans, but
also to be responsible for their im-
plementation. This implies that the
public sector has the authority to
set up implementation procedures,
new. organizations and agencies to
carry out the plans, or to delegate
the implementation effort to exist-
ing agencies.

One point may well. be worth repeat-
ing, although it is quite implicit through-
out. Bach “higher numbered” option sub-
sumes the mandate of all “lower num-
bered” options. Thus the Developer

TRANSPORTATION RESEARCH FORUM

mode includes the authority explicit 1
each of the six preceding mandates, etc.
It is premature, at this time, to cor-
ment on the preferred forms of whic
subnational bulk/freight system plan”
ning will/might evolve; however, alter
native modes are being investigated and,
in a sense, are being devised as the proJ-
ect proceeds through its various stages-

2.2 Technical Approach

This is not the place to dwell on the
traditional analytic approaches and data
bases used in the project, although W8
will briefly touch upon these below. -
might be expected, the project’s techni®

cal approach follows the more-Ol“l.ffi
conventional outline depicted in EXhtl olf

1: prospective demand for the outpu
the region is estimated, utilizing
best information available (Task ~'i
modal transportation (Task 2) an?
intermodal (Task 3)_ capacities are ﬁ;si-
sessed relative to these demands; inst”
tutional aspects are “factored in” t0 ‘?fy
amine how any prospective capacy
gaps might be filled (Task 4); anof’
pending the need for and viability o
new prospective facilities, coarse-levl_
implementation plans would be ,devere
oped (Task 5). Only a few detgxls ?t‘he
presented here. Exhibit 2 briefly lists
classes of techniques used.

the
1);

2.2.1 The Region

The Tri-State Study m
taken to comprise the southweste 1-
and central portions of Pennsdl
vania, the West Virginia panhal g
and northern West Virginia %io-
eastern and southwestern n-
(See map, Exhibit 3,) Eighty ¢y
ties are included. The study Y%
is contiguous with Bureau O
coal producing Districts 1 3
PA), 2 (Southwestern P )Huc'
(Northern WV), 4 (all coal Pr¢ wv
ing counties in Ohio) and 6 (reﬁ
panhandle) and with the DOE a%¢
Northern ~Appalachia. u
Mines data are available oL i
serves (county level) and for dish .
bution (district to state level): “sor
duction information is available
each county. e

The region was delineated £0 co
prise an area for which da
available for a variety of an
and where production and €OPS " r
tion are centered around Alle-
transportation arteries. The “,re
gheny and Monongahela Rivers “ig
included in the study ared 2%
much of the Ohio River, doWP
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TECHNICAL APPROACH

Task I:
Production/Con-
sumption/Distri-

bution Patterns | o
\_— .
| Task III: Assess
Alternative Inter-

’ || modal Facilities/

Task IT: Systems
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- Task IV: » Task V:
Institutional Implementa-
Concerns tion Plan

Transportatioa
Capacities

EXHIBIT 1

Ohio River, slightly north of the
Kanawha on the West Virginia side
and to Gallipolis on the Ohio side.
T}}e major Class I railroads serving
this region are: Conrail, Norfolk &
Western, Baltimore & Ohio, Chesa-
bPeake & Ohio, Bessemer & Lake
Erie, and Pittsburgh & Lake Erie.

2.2.2 Demand Estimates

From estimates of reserves and
trends in production and consump-
on, we projected production levels
for 1985, 1990, 1995 and 2000 and
Compared these forecasts to those
Published by the U.S. Department of
-nergy, the National Coal Associa-
tion, the World Coal Study and oth-
€r public and private sector projec-
ons. We also examined trade-offs
etween the use of Eastern and West-
ern coal for utilities in related region-
al markets. Determinants of pref-
frences were taken to include serub-
Ing costs, which are dependent on
e relative sulfur and Btu content
of the different competing coals, as
well'as transport costs. Finally, we
-¢onsidered physical, financial and
egal .constraints on production and
¢xamined the benefits, both na-
»iIOIlal and regional, incurred from
Nereased levels of coal production.
‘he analytic model was used for
1S analysis also enabled us to de-
?rmme the overall changes in em-
gOYment and output resulting from
Xpanded coal production.)

inThe “philosophy” of our forecast-
o & approach was to select that set
wi eStlmate's which, upon discussion
gron public and private sector
mist'ps’ did not appear overly opti-
pred{c .Or pessimistic. Of course,
ain l{:)tln.g the future is an uncer-
take usiness at best, but care was

M to avoid forecasts which

could mistakenly cause regional
public and private sector leaders to
decisional errors of overadjusting,
where needed investment and/or in-
stitutional changes are not made
soon enough for the region to take
full advantage of developing growth
opportunities. S

2.2.3 Modal Facilities

The Tri-State Region . .encom-
passes; the Allegheny and Monon-
gahela Rivers and includes the Ohio
River down  to Huntington, West
Virginia. Four hundred and eight
- miles of navigable waterway are in-
cluded in the study area, comprising
almost 20% of the Ohio River Sys-
tem. Twenty-seven locks and dams
regulate waterway traffic in the
study area; eight on the Allegheny,
nine on the Monongahela and ten on
the Upper Ohio. Estimates of in-
creases in coal and total waterway
traffic must be made in order to de-
termine whether lock and dam ca-

EXHIBIT 2
APPROACH

In-depth, Informal Discussions with Key
Parties :

Supply-Demand Scenarios
Cost-Benefit Assessment
Direct and Indirect Impact Estimation

Use of Current Data (e.g., NETS, ICE,
NWS, DOE, FRA, Corps, Other)

Review of Pertinent Legislation, Hear-
ings, and Other Material

Input-Output (Impact) Analysis

Seminars
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STUDY AREA: BUREAU OF MINES DISTRICTS 1, 2, 3, 4, 6

EXHIBIT 3

pacities/conditions will constrain
coal movements in the future and, if
so, at which facilities bottlenecks
may occur.

Three studies commissioned by
the Army Corps of Engineers in
1979-1980, projecting future freight
traffic on the Ohio River Basin navi-
gation system, were analyzed in
light of the coal production sce-
narios developed in Task 1 (2.2.2
above). In addition, some of the
findings of the 1977 Mid-America
Ports Study, a comprehensive proj-
ect addressing the problems and po-
- tentials of the U.S. inland river
ports system, were also utilized, as
were the projections and sensitivity
analyses of the 1981 National
Waterways Study.

An inventory is being carried out
of the rail facilities in the Tri-State
Region to assess the railroads’ abil-
ity to handle the “coal boom”. Cur-
rent and anticipated future traffic

. ul
densities are compared to line h:il_

capacities; the ability of the T% _
roads’ to raise the capital for ma;g‘
tenance-of-way and equipmen
vestment needs is addressed. of
Finally, extent and condxtlotll)een
the coal haul road system has im-
studied. This mode is extremely o
portant as study region is h?aitial
dependent on truck for the ity
movement of coal from mine 0
mode, or directly to consumer.

- 224 Intcrmbdal Facilities

-
The function of an intermodal t:.r-

minal, the transfer of coal frorg de-
riving vehicles of one mode 't;cferent
parting vehicles of a- di tiona
mode, ig complicated by operad o

differences between the two 'mthese
The most important among

in-
are capacity and schedule- ?;Ozrai"

stance, the capacity of a unit o ;.
may -exceed the capacity of av
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able barges (or vice versa), or the
arrival of the supplying mode may
not coincide with that of the receiv-
ing mode. In all such cases, avoid-
ance of expensive delays requires
the maintenance of a coal stockpile.
Much of the cost of terminal oper-
ation is due to land and equipment
use of stockpiling. Thus, an inter-
modal terminal consists of unload-
ing, loading, and storage facilities
connected, as shown in Exhibit 4,
by flow-thru, stacking, and reclaim-
ing operations. Depending on sys-
tem design, various combinations of
these operations may be performed
simultaneously.

The capacity of an intermodal fa-
cility is characterized in terms of its
stacking rate, flow-thru rate, re-
claiming rate, and storage volume.

At the time of this status report,
CONSAD was collecting data on the
approximately fifty or so facilities
which comprise the current sys-
tem’s intermodal capabilities. While
We do not anticipate extensive
model-building, the prospective in-

ividual and joint capabilities of
these facilities—with or without fu-
Ure expansion—were to be analyti-
cally and systematically assessed.

225 Institutional Aspects

At the time of this status report,
We are in the midst of investigating
he variety of institutional aspects
We believe to be of importance, here.
Some of these concerns are briefly
mentioned here.

For one, the economics of bulk
transport depends greatly upon the
Derspective taken. Any particular
Corporate entity, by its nature, tends
0 suboptimize its own economic
Dosition so as to maximize net rev-
€nues or internal rate of return on

BASIC ELEMENTS OF AN
INTERMODAL TERMINAL

Unloading Storage :

Flow-thru Reclaiming

Loading

EXHIBIT 4 ok

the investments made and services
offered. As regards coal movement,
the most obvious case of this would
be the reluctance of rail carriers to
participate in intermodal moves, and
subsequent port activity, where they
can serve the same move through
single mode (single line) service.
Another economic-institutional is-
sue being addressed is the avail-
ability of capital. This, currently,
entails determination (crudely) as
to the potential commercial viability
of multimodal facilities, as mea-
sured by their ability to be self-
amortizing through fees collected
(and other sources). If, given cur-

" rent costs of capital, such facilities

are not self-amortizing, then. alter-
native financing, possibly including
some form of Federal, state, county
or local . participation in financing
may be indicated.

Of particular importance in this
period of sky high interest rates is
the degree of capital needed in ad-
vance of revenue generation and its
effect upon cash flow. A system
which is clearly beneficial in the
long run and has substantial secon-
dary (non-financial) benefits, but
which has a long payback period,
may not be attractive as a purely
private investment, but could be a
highly appropriate public-private
cooperative venture.

The assessment of capital avail-
ability must take into account the
implications of the intermodal sys-
tem investments. While economists
often tend to view taxes as trans-
fer of payments, and not relevant
to evaluating the merit of invest-
ments, it must be recognized that
the actual decisions are made by in-
dividuals and firms which want to
improve their particular financial
position. Taxes are an extremely
important element in the determina-
tion of the attractiveness of an in-
vestment, and capital availability in
turn. Investment tax credits, indus-
trial development bonds, tax shel-
tered municipal bonds, and other
aspects of taxation as related to the
proposed intermodal system will all
be analyzed as regards capital
availability.

The export of coal has its own
set of institutional, economic, and
physical impediments. These impedi-
ments have been the subject of sev-
eral studies in recent years, includ-
ing the recent efforts of the Inter-
agency Coal Export Study. Through
review of those studies, and
through the contacts with coal pro-




ducers and brokers to be completed
within this study, the issues of rail-
road capacity, railroad tariffs, for-
eign compétition and maritime reg-
ulations need to be addressed.

Within the framework of the
Staggers Act and ICC proceedings
on railroad coal rates, there are in-
dications as to the range of rates.
Where there is no market domi-
nance by railroad, rail rates can be
expected to be sensitive to competi-
“tive forces, with rates not to be less
than approximately 115 percent of
variable cost. The Staggers Act pro-
vides for much more flexibility in
setting railroad rates, but does not
do away with the non-discrimina-
tion provisions of the Interstate
Commerce Act. The Staggers Act
also explicitly permits contract
rates with the provision that con-
tracts be offered without discrimi-
nation. The effects of all of these
provisions, as well as proposed leg-
islation on coal slurry pipelines,
need to be further addressed.

In addition to the question of
eminent domain as it affects pipe-
line development, the Corps of En-
gineers has authority over the nav-
igable rivers, and requires permits
for construction and use of terminal
_facilities. The degree to which the
Corps’ authority and procedures
would affect development of a rail-
port/intermodal system will also be
pursued, largely through discussions
with Corps officials and terminal op-
erators,

Clearly, the results of these sev-
eral institutional changes bring a
large degree of uncertainty to the
system, and may mean that firm
conclusions as to effects cannot be
derived with certainty. However,
the trends can be identified and a
“bracketing” of effects should be
possible. The fact that the study
focuses on a particular geographic
region and its related bulk traffic,
we believe, increases the degree of
certainty and specificity that can be
expected in this task.
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3.0 CONCLUDING REMARKS -

Is the ad hoc assessment/plannin?é
process working? While it is prematur

to make definitive statements at
current time, these are some

observa-

tions about which we feel-comfortable:

1. While no formal planning process

involved—or, perhaps, because
not formal—there has been a

it

is
is

great

deal of private sector cooperat;‘;:"

interest, give-and-take, data
other support. If, as is true

. situation, there are local (pri

in this
'Vately

sponsored) economic' and transpor”

tation studies underway, ver
ful connections can be made be

e-
v us
tweeD

such efforts and this type of ProJ

ect.

2. It is not necessary to use exceg;
tionally high-powered techniques

unique approaches in projec
this sort:
ability, flexibility-in-use, an
however, are all important ¢
We have found a wealth of
studies, data bases, analytic m
and related projects upon whl
draw. In a few instances, we

to develop an approach wthI};;

its nature, was “original”.
case, however, does there seem

a virtue, per se, in the “innova

ness” of the approach.
3. The public-private sector pl
approach, if it becomes more

ts

o
e tand-
credibility, unde(lis ot

riteria:
use

to

i

ful
0d9157

hich 10
needed

by
no
be

tive-

tutionalized, will tend to fall nea:e,l;
the lower number “public I"Ofol"
(section 2.1 above), that 1s, m'tor,
mation collector, program mori'l;lete

and/or component evaluator.
appears to be a good deal ©
est—and need—for such a
and, unless there is a
gional planning process

meets this need, such a proces

very well—sui generis—develoP.
ortat‘g
sscuss

regions with critical transp
problems such as ‘the one disc
in this paper.
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