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November 16, 2013

MBTL Coal Export Terminal EIS
C/O ICF International
710 Second Avenue Suite 550
Seattle, WA  98104

The proposed Millennium Bulk Terminal Longview LLC is a very large project that has the potential to disrupt commerce in the Northwest for the delivery of western United States Coal (48,510,000 Tons Per Year) to Pacific Rim Markets.

Commerce is the lifeblood of the economy of an area and if the commerce stops, the economy stops. 
It is requested the following factors be given the highest priority in this SEPA Review. 

· The Portland – Vancouver Economy is the 25th largest in the United States
· The local economy has doubled since 1975
· Currently $80 Billion in gross output on an annual basis
· The Union Pacific Rail Line on the south side of the Columbia River has some sections built as early as 1863 and is operating at 65 % of capacity with 26 trains per day
· The BNSF Rail Line on the north side of the Columbia River was built in 1907 and is operating at 70 % of capacity with 30 trains per day
· Rail Commerce in the Columbia Gorge is 35 Million Tons per Year
· River Commerce on the Columbia River is 8.4 Million Tons per Year down river and 2.5 Million Tons per Year up river
· A 2007 study by Zachary Horowitz of Portland State University describes a capacity analysis involving a directional operating strategy in which the railroads would operate the two tracks in the Columbia River corridor as a one-way couplet with west bound freight on one side of the river and east bound freight on the other side. Under this operating strategy, BNSF and UP would combine their track and communication infrastructure increasing capacity by synergy of the assets
· The United States Energy Information Agency indicates that coal has been exporting coal since 1950 and the last several years show a rapid increase over historic values. 

	YEAR
	EXPORT COAL
TONS PER YEAR
	US COAL PRODUCTION
TONS PER YEAR
	EXPORT AS PERCENT
OF PRODUCTION

	2000
	58,489,000
	1,073,612,000
	5.44 %

	2010
	81,716,000
	1,084,368,000
	7.53 %

	2011
	107,259,000
	1,095,628,000
	9.78 %

	2012
	125,746,000
	1,016,822,000
	12.36 %

	2013
 (7 Months)
	70,387,000
	577,072,000
	12.20 %

	Add Gateway Pacific
	54,000,000
	Assume Same as 2012
	17.67 %

	Add Millennium Longview 
	48,510,000
	Assume Same as 2012
	22.44 %


However the price delivered for Coal to Asian Markets is a very risky business for investors and the communities that are naïve to the cyclical nature of the world energy markets.  In the year 2009 coal delivered to Asian markets was $143 per ton which is very lucrative for all the financial players from the mines to the burner tip. Since the western coal mine price is $11 per ton for the past several years it seems that even a bad business decision still makes money.

In the year 2013, the price delivered to Asian markets has plummeted to $83 per ton for a drop of 41 %.
Does it still make business sense to build a new world class coal export facility  and leave the state of Washington and many communities left to pick up the pieces?

I attended the public meeting in Ridgefield Washington on October 9, 2013 and I am expressing my views only as a private citizen and not affiliated to any organization or special interest group either for or against the proposed Millennium Bulk Terminal Longview LLC Project. My background as a Bachelor of Science in Chemical Engineering and several courses towards a Masters of Engineering Degree offers credibility to my comments.

I have over 35 years of industrial experience working in the natural gas business as an Environmental Engineer, Process Engineer, Safety Engineer as well as a management position responsible for a workforce of 115 employees. As a Registered Professional Engineer in the State of Texas, I am recognized by my peers to uphold the codes and regulations of engineering. 

I offer these comments on the proposed Millennium Bulk Terminal Longview LLC Project. 


Sincerely, 


William A. Brake P.E.
3407 NW 116th Way
Vancouver, WA  98685


MBTL BNSF EIS BRAKE 2 COMMERCE.doc







COMMERCE DISCUSSION RELATED TO COAL EXPORTS
Portland and Vancouver Commerce
The Portland-Vancouver urban agglomeration is the 25th largest in the United States, and is one of the fastest growing. The economic history of the area is one that was largely built on natural resources such as raw wood, finished lumber or agricultural products. These commodities required good transportation connections to move them to markets outside the region. The economy of the Portland-Vancouver metro area has doubled since 1975 and currently produces on the order of $80 billion in gross output on a yearly basis. While the region has diversified its economic base into technology, creative services, apparel and other sectors, a large segment of the local businesses are still highly dependent on trade.

Rail Line South Side Columbia River
The UP line is also subject to heavy traffic volumes and there are a number of constraints along the line that affect its operational capacity. Today, it is estimated that the UP line between Portland and Hinkle, Union Pacific’s major classification yard in Eastern Oregon, operates at approximately 65 percent of capacity
The track on the southern side of the Gorge was primarily built by the Oregon Railway and Navigation Company between 1880 and 1882 and was later merged into the UP system. The Oregon Railway and Navigation Company also constructed a subsection of the UP system in Portland, known as the Kenton Line, between 1910 and 1911. Some sections of the line near The Dalles were built by the Oregon Steam Navigation Company even earlier, in 1863
Table 1 Key UP milepost and sidings 
	Location 
	Milepost 
	Siding Length (ft) 

	Rockwood                      11.80
	

	Troutdale                       15.56
	

	Sandy 
	18.08 
	10,617 

	Bridal Veil 
	27.37 
	6,360 

	Dodson 
	34.52 
	10,617 

	Bonneville                      38.30
	

	Cascade Locks 
	43.46 
	6,571 

	Wyeth 
	51.74 
	12,695 

	Meno 
	59.39 
	9,916 

	Hood River                     63.10
	

	Mosier 
	70.75 
	6,388 

	Rowena                          76.60
	

	Crates 
	81.61 
	* 

	The Dalles                     64.90
	

	Oregon Truck Junction 94.90
	

	Biggs 
	103.16 
	** 

	Rufus                              108.70
	

	Goff 
	113.68 
	10,795 

	Quinton 
	121.92 
	9,744 

	Blalock 
	129.82 
	9,741 

	Arlington 
	139.77 
	9,956 

	Heppner 
	147.94 
	9,735 

	Castle 
	157.68 
	9,525 

	Boardman                      165.87
	


Rail Line North Side of Columbia River
BNSF‟s Columbia Gorge route, the Fallbridge Subdivision, is operating at nearly 70 percent of practical capacity , and is currently used as an “overflow valve‟ for intermodal trains originated at the Port of Seattle-Tacoma, in conjunction with its general use for merchandise, grain and passenger services.
The north bank track was built by the Spokane, Portland & Seattle Railway between 1907 and 1908 and was part of the Northern Pacific system. Northern Pacific was eventually merged into BNSF Railway

Table 2 Key BNSF milepost and sidings 
	Location 
	Milepost 
	Siding Length (ft) 

	Vancouver 
	9.90 
	* 

	McLoughlin 
	14.50 
	* 

	Columbia Vista              20.40
	

	Camas                            23.80
	

	Washougal 
	28.80 
	9,910 

	Mt Pleasant                    32.08
	

	Prindle                           37.80
	

	Skamania 
	42.80 
	9,958 

	North Bonneville          50.29
	

	Stevenson Plywood Co. 53.20
	

	Stevenson 
	54.80 
	11,085 

	Home Valley                  59.30
	

	Cooks 
	65.40 
	9,888 

	Hood                              70.88
	

	Underwood                    75.00
	

	Bingen 
	75.58 
	11,115 

	Lyle                                85.30
	

	North Dalles 
	93.00 
	9,935 

	Dallesport                       96.60
	

	Dow Chemical                97.00
	

	Avery 
	103.30 
	* 

	Wishram 
	106.10 
	* 

	Maryhill 
	113.60 
	7,092 

	Hewett                            117.60
	

	Cliffs                               118.63
	

	Towal 
	125.00 
	9,136 

	Bates 
	135.90 
	7,099 

	Roosevelt 
	147.80 
	8,459 

	McCredie 
	157.70 
	7,103 

	Whitcomb 
	170.40 
	9,125 

	Whitcomb Pit                 174.3
	



Rail Line Stevens Pass
The Stevens Pass line is heavily used, operating at 123 percent of practical capacity, and serves as BNSF‟s primary route for transcontinental double-stacked intermodal trains.  The significant capacity constraint on the Stevens Pass line is the 7.8 mile long Cascade Tunnel, the longest railroad tunnel in the United States. The Cascade Tunnel requires mechanical means to vent the hot exhaust gases from trains – this reduces capacity of the tunnel to approximately one train per hour.
Rail Line Stampede Pass
The Stampede Pass route operates at approximately 60 percent of practical capacity. However, this line cannot be used to alleviate congestion on the Stevens Pass route because the Stampede Tunnel, a steep, 2-mile long tunnel that has a ceiling which is too low to accommodate the height of double-stacked intermodal trains. Additionally, the Stampede Pass route is quite steep and has significant curvature, making it difficult to haul heavily loaded grain and minerals trains. Furthermore, the steep grades require additional locomotives, and their added operational expenses, to ascend and descend Stampede Pass
Columbia River
COMMERCE RIVER – Potential 23,000 Tons Per Day Down River and 6,850 Tons Per Day Up River STOPS if a Rail Car Incident occurs along the Columbia River
Down River Tonnage is about 8.4 MM Tons and Up River Tonnage is about 2.5 MM Tons Annually
About four times more total tonnage travels downriver than upriver. Wheat; forest products, lumber, logs, woodchips; sand, gravel, stone, limestone flux and calcareous stone, phosphate rock; rye, barley, rice, sorghum and oats; paper and allied products; animal feed, grain mill products, flour and other processed grains; and vegetable products are the commodity groupings that travel most often and in the most amounts downriver. 
Industrial commodities, such as gasoline, jet fuel, kerosene; distillate, residual and other fuel oils, lubricating oils and greases; non-ferrous metallic product; or various waste products, garbage, landfill, sewage sludge and waste water most often and in the most amounts travel upriver. 
Bonneville and McNary are usually the busiest dams where most of the commodities are unloaded or uploaded for further travel to any direction. However, Bonneville receives the most tonnage of commodities that travel both upriver and downriver.
Possible One Way Traffic on Columbia River
A 2007 Study by Zachary Horowitz studied a clock wise and a counter clock wise rotation for train traffic in the Columbia Gorge with BNSF and UP teaming together to move more freight than they could do independently.  Dedicated one way West Bound Trains on one side of the Columbia Gorge and dedicated East Bound Trains on the other side. 
Several solutions to alleviate the forecasted future congestion for the Columbia Gorge route have been proposed by the Washington and Oregon departments of transportation, railway transportation consultants, and a number of Columbia River port agencies, especially the Port of Portland. Many of the proposed solutions focus on improving yard and terminal capacities, adding rail junctions, increasing siding lengths, double tracking sections of track and improving train speeds in low speed zones. These suggestions are extremely valuable and useful ideas, and will most likely be implemented at some point in the future. However, the capacity gains that a directional operating strategy may provide have the potential to increase train throughput far more than the other recommendations. On the downside, the costs of instituting a directional operating strategy carries with it a much greater set of challenges and risks to overcome.  
First and foremost of these challenges is that BNSF and UP must agree to set aside their competitive differences and decide that mutual cooperation is in the best interests of both railroads. In addition, BNSF and UP have to conclude that a directional operating strategy has the best chance of improving line capacity. Individual railroad operations, tracks, signals and communication systems would need to be combined and jointly managed; combining two railroads infrastructure would be a significant challenge. A new bridge located near Boardman, Oregon, would need to be constructed at considerable cost, and it is not readily understood who would be willing to pay for the span. Public funds may be available but, within the boundaries of today’s transportation finance system, there are issues about spending limited public monies on improvements that would primarily benefit the private freight industry. Any proposed directional operating strategy would require approval from the Surface Transportation Board, the Federal Railroad Administration, and the Washington and Oregon departments of transportation, and would be subject to additional governmental regulations. In addition to these challenges, there are other hurdles that would have to be overcome before a directional operating strategy could be implemented. Despite the difficulties and challenges involved, the potential for a marked increase in the capacity in the Columbia Gorge make it worthwhile to consider the possibilities of a directional operating strategy.
Rail Commerce Current
In addition to the issues on individual routes, there are many other aggregate problems and trends that affect system capacity today, and will have a further deleterious effect in the future. Average trains lengths are gradually increasing. This creates congestion on track segments that contain sidings that are too short to accommodate passing. Environmental regulations in the Columbia River Gorge Scenic Area make it difficult to approve plans to increase siding lengths or to double track the lines in locations where bottlenecks occur. Terminal and yard congestion in Portland, Vancouver, and elsewhere limit the ability of the system to handle more trains per day, even if the mainlines could accommodate these extra trains. Certain track alignments in the Portland Triangle, lack of high-speed turnouts, reduced speed zones and older signal infrastructure place additional constraints on the network. The combination of the network constraints and the demand for rail service, public agencies and the railroads are exploring multiple solutions.
96,000 Tons per Day Rail Commerce STOP if a rail car incident occurs along the Columbia River
Rail Traffic in the Columbia Gorge is 35 Million Tons Per Year
	Train Type
	BNSF 2004
	UP 2004
	Sub Total 2004 
	MBTL Coal
	GPT Coal

	Intermodal
	2
	+2
	=4
	0
	0

	Auto
	4
	+4
	=8
	0
	0

	Passenger
	2
	+0
	=2
	0
	0

	Merchandise
	10
	+14
	=24
	0
	0

	Grain and bulk
	10
	+4
	=14
	0
	0

	Other
	2
	+2
	=4
	+18
	+20

	Total
	30
	+26
	=56
	=74
	=94


Where is an additional 9 trains per day one way or 18 trains per day (loaded and empty) fit into the current mix for the Millennium Bulk Terminal Longview LLC Project without major capital expenditures by the railroads?
Rail Car Comparison
One Rail Car loaded with Intermodal Containers or Autos can be valued at over $1,000,000. 
One Rail Car of Coal is estimated at 102 Tons at $11.00 Per Ton for a total of $1,122.
One Rail Car of Empty on its return trip to the mine is valued at $0.
If Capacity is constrained on the rail system it is in the customers’ best interest to move the product of highest value.  Rail car priority is given first to passenger trains, followed by Intermodal and Auto shipments and then full bulk cargo and lastly empty rail cars.    
Commerce Stops
BNSF reports in their literature that 99.9977 % of all cargo makes it safely from terminal to its final destination. This gives the impression of an extremely safe way to transport products. 
The other side of the business is that 0.0023 % of the cargo does not make it safely to its destination. 
For the Millennium Bulk Terminal Longview Project a total of 475,588 rail cars are required annually and 11 rail cars will not make it due to a multitude of reasons such as fire, explosion, accident, broken rail, weather constraints, land slide, derailment, miscommunication, or a thousand different reasons.
When a safety related event occurs, all rail traffic and commerce stops. Is it worth stopping all commerce for a single rail car with a product value of $1,122? 
Coal is Risky Bulk Material Business
The Port of Tacoma was approached for a large coal export facility in 2010 and rejected the idea siting coal dust and human health concerns.
The Port of Portland in 1982 began construction on a world class coal export terminal that never became operational due to fickle markets and investors. It resulted in numerous lawsuits and revenue loss to the city. 
The Port of Vancouver rejected a proposal recently for a coal export facility and instead chose a potash facility as a long term bulk market product.
The Port of Kalama rejected in 2010 a coal export facility with Millennium Bulk Materials
The Port of Portland in May 2011 once again rejected the potential of a Coal Export Facility as too risky.
The Port of Los Angeles built a world class coal export facility in the early 1990s and after two coal dust fires in the ship loading facilities, shut down the operation after only six years of operation due to unfavorable market conditions. 
Vancouver Downtown Business Redevelopment
The new construction in west Vancouver just behind the new City Hall is a proposed waterfront business and living community on the banks of the Columbia River.  This is a $10 Billion project and the passage of coal trains in the immediate area will kill the development before it even starts.   Is coal the right commodity for growth in the west coast ports?
 We Can Do Better
