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EXPEDITED ACTION REQUESTED

BEFORE THE
SURFACE TRANSPORTATION BOARD

)
TEXAS RAILWAY EXCHANGE LLC )
Construction and Operation Exemption — )
Galveston County, TX — Petition for Issuance ) FD 36186 (Sub-No. 1)
of a Crossing Order Pursuant to 49 U.S.C. )
§ 10901(d) )

)

PETITION OF
TEXAS RAILWAY EXCHANGE LLC
FOR ISSUANCE OF A CROSSING ORDER PURSUANT
TO 49 U.S.C. § 10901(d)
Texas Railway Exchange LLC (“TREX?) files this Petition under 49
U.S.C. § 10901(d) for a crossing order, and in support hereof states as follows:

L.
BACKGROUND

TREX is a corporate affiliate of Texas International Terminals Ltd.
(“TIT”), which owns and operates a major liquid and dry bulk terminal in Galveston,
Texas. On November 21, 2018, TREX filed an exemption petition (“Construction
Petition™) asking the Surface Transportation Board (“STB” or “Board”) to approve
TREX’s construction of an approximately 2,800 foot common carrier railroad line (the
“TREX Line”). The proposed line will provide TIT with a permanent, direct, and more
efficient connection to the nearby lines of BNSF Railway Company (“BNSF”).

Currently, TIT’s customers must rely on reciprocal switching service from
the Union Pacific Railroad Company (“UP”) in order for BNSF ftrains to access TIT.

However, UP imposes significant restrictive operating conditions and rules for reciprocal
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switching that result in additional and unnecessary train movements and delays.! UP
further maintains that its reciprocal switching service is only voluntary, creating
considerable business uncertainty and risk to a significant percentage of existing and
projected rail shipments and future access to TIT. TREX’s permanent, direct rail line
access to BNSF would streamline operations and promote rail competition by:

e Providing permanent, guaranteed rail access to TIT via BNSF;

¢ Improving service and reducing train turnaround times to better serve the business
needs of TIT, BNSF, third party shippers, and the public; and

¢ Eliminating substantial, unnecessary delays and switching fees for BNSF shippers,
while reducing crew time and locomotive time for switching.

The STB is conducting its environmental review of TREX’s proposed line
construction. On October 10, 2018, the Board’s Office of Environmental Analysis
(“OEA”) approved the preparation of an Environmental Assessment in this proceeding,
rather than an Environmental Impact Statement, based on its initial findings that there
will be no significant environmental impacts resulting from the proposed construction.
On February 22, 2019 OEA issued a Draft Environmental Assessment (“Draft EA™) and
preliminary concluded that construction and operation of the proposed line and the
planned crossing of the UP s rail line will have no significant environmental impacts

with appropriate mitigation measures.

! As confirmed by TIT’s President, Todd Sullivan, UP’s reciprocal switching
service difficulties are continuing to adversely affect BNSF service to TIT. Second
Verified Statement of Todd Sullivan (“Sullivan Second V.8.”) at 1-4,
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As TREX explained in its Construction Petition, the limited size of the
project area and the existing infrastructure dictate that each of the proposed alignments
cross certain secondary UP rail lines and property at grade. On November 27, 2018,
TREX wrote UP asking it to enter into discussions in the hopes of reaching agreement on
terms for operations and crossing compensation. Counsel’s Exhibit 1. On December 5,
2018 UP responded by stating that it is “carefully evaluating” TREX’s request and
promised to “substantively respond to [the] inquiry with all deliberate speed.” Counsel’s
Exhibit 2. To date, UP has not entered into any discussions or provided any assurances
that it will agree to the crossing. Sullivan Second V.S. at 10. In light of UP’s failure or
unwillingness to enter into discussions and the need of shippers and public for improved,
competitive service, TREX is submitting the instant petition to obtain 49 U.S.C. §
10901(d) crossing rights for the new line,

IL
ARGUMENT

A,  The Board Has Authority to Order A Crossing and Set Compensation

The Staggers Rail Act of 1980 authorized the Board’s statutory predecessor
to allow one common carrier railroad to cross another and to set the compensation for the
crossing, without having to resort to state eminent domain law. Specifically, 49 U.S.C. §
10901(d) provides that:

(d)(1) When a certificate has been issued by the Board
under this section authorizing the construction or extension of
a railroad line, no other rail carrier may block any

construction or extension authorized by such certificate by
refusing to permit the carrier to cross its property if—
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(A) the construction does not unreasonably interfere
with the operation of the crossed line;
(B) the operation does not materially interfere with the
operation of the crossed line; and
(C) the owner of the crossing line compensates the
owner of the crossed line.
(2) If the parties are unable to agree on the terms of
operation or the amount of payment for purposes of paragraph
(1) of this subsection, either party may submit the matters in
dispute to the Board for determination. . . .
Under this statute, the Board may authorize a “carrier” to cross the property and rail lines
of another rail carrier when: (1) the Board has issued a “certificate” authorizing common
carrier rail line construction; (2) the construction of the crossing “does not unreasonably
interfere with the operation of the crossed line;” (3) railroad operations over the crossing
will not “materially interfere with the operation of the crossed line;” and (4) the owner of
the crossed line is compensated. Because TREX’s proposed crossing will meet all of

these requirements, TREX is entitled to a crossing order under Section 10901(d).

B. TREX Will Be a Qualifying “Carrier” that May Obtain
Authority to Cross Under Section 10901(d)

Under Section 10901(d), a rail carrier may not “block any construction”
within the Board’s authority “by refusing to permit the carrier to cross its property” if the
other Section 10901(d) criteria are met. TREX filed its Construction Petition on
November 21, 2018 for authority to construct and operate a new common carrier rail line
to provide competitive rail service. TREX will thus become a certificated common

carrier upon the granting of its Construction Petition and construction of its rail line.



Ample precedent establishes that entities such as TREX that will become a
common catrier upon completing agency-approved construction of a rail line qualify as a
“carrier” for the purposes of Section 10901(d). E.g., Public Serv. Co. of Colorado
Petition for Crossing Authority Under 49 U.S.C. 10901(d), FD 33862 {Sub-No. 1) (STB
served Mar. 22, 2001) (non-carrier granted Section 10901(d) authority to construct a
common carrier rail line over the BNSF to reach the UP) (“PSCo.”); WFEC Railroad Co.
— Construction & Operation Exemption — Choctaw & McCurtain Counties, OK — Petition
Jor Issuance of an Order Pursuant to 49 U.S.C. 10901(d)}, FD 32607 (Sub-No. 1) (STB
served Feb. 23, 1996) (non-carrier granted Section 10901(d) authority to construct a 14-
mile common carrier rail line over incumbent common carrier to reach the UP)
(“WFEC”); Omaha Pub. Power Dist. — Petition Under 49 U.S.C. 10901(d); FD 32630
(ICC served Nov. 30, 1995) (non-carrier granted 10901(d) authority to construct a 5-mile
common catrier rail line over BNSF to reach the UP) (“OPPD”); Louisville & Jefferson
Cnty. Riverport Auth. & CSX Transp., Inc — Construction & Operation Exemption — In
Jefferson County, KY, 4 1.C.C.2d 749 (1988) (non-carrier granted 10901(d) authority to
construct a common carrier rail line over incumbent common carrier) (“Louisville”).

TREXs proposed crossing falls well within the ambit of the Section
10901(d) precedent in PSCo., OPPD, WFEC, and Louisville. Once constructed, TREX
will have a common carrier obligation to provide service on the line. While TREX
expects to enter into trackage rights arrangements with BNSF to operate over the line, as
more fully described infra, TREX will retain independent authority to contract with other

carriers or provide its own service directly to TIT or any other customers that might

-5-



locate on or connect with the line, and it will enter into operating arrangements to allow
TIT to engage in private switching of BNSF trains solely for its own receipt of the traffic.

Because TREX will have the common carrier obligation to provide or
arrange for rail service over the track once it is constructed, it is a “carrier” under Section
10901(d) and thus authorized to seek and obtain authority to cross the property and track
of another rail carrier, in this case UP. See PSCo., OPPD, WFEC, Louisville.*

C. TREX’s Proposed Line Crossing Falls Within the Intended
Purpose and Scope of Section 10901(d)

TREX’s proposed crossing is clearly encompassed under Section 10901(d).
TIT’s private loop track can be connected directly to BNSF’s line only by crossing UP’s
secondary tracks and property. There is no feasible alternative to avoid crossing UP’s
right-of-way. TREX’s proposed crossing of UP’s track and property is thus consistent

with those previously authorized under 10901(d).?

2 As TREX discussed in its Petition, the Board will revoke an exemption in part
and issue a formal certificate under 49 U.S.C. § 10901 where necessary “to remove any
possible room for doubt that the statutory requirements for the implementation of 49
U.S.C. 10901(d) are met.” Midwest Generation, LLC — Exemption from 49 U.S.C. 10901
— for Constr. in Will Cnty., IL, No. 34060 (Sub-No. 1) (STB served Oct. 4. 2002) at 5
(“Midwest Generation”). To eliminate any uncertainty as for the possible need for a
certificate, and to help facilitate construction, TREX has requested that the Board
summarily issue a public convenience and necessity certificate as part of its exemption
petition decision. See Construction Petition at 16-17.

3 TREXs crossing is readily distinguishable from that denied in Holrail LLC —
Petition for Crossing Authority under 49 U.S.C. 10901(d), FD 34421 (Sub No. 1) (STB
served Mar. 23, 2018), where Holrail proposed “crossing” an existing carrier’s property
for “1.7 miles-or two-thirds of the route’s length-then exit[ing] the right-of-way on the
same side from which it entered.” HolRail, LLC v. Surface Transp. Bd., 515 F.3d 1313,
1317 (D.C. Cir. 2008) (affirming STB).
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Notably, the Interstate Commerce Commission (“ICC”) approved
remarkably similar crossings by Chicago and Northwestern Railway (“CNW/UP”), UP’s
predecessor in interest, of Burlington Northern Railroad (“BN”) property and track in
Chicago and Northwestern Ry. Co. — Construction and Operation Exemption — City of
Superior, Douglas County, WI — Petition for Issuance of an Order Pursuant to 49 U.S.C.
10901(d), FD 32433 (Sub-No. 1) (ICC served Aug. 11, 1995} at | (“MERC”). MERC
involved construction of a 2,900-foot line to allow an otherwise BN-captive dock to
connect with CNW to bring the benefits of competition. Jd. Similarly, TREX proposes
to construct a 2,823-foot track to enable BNSF to provide direct service to TIT to
compete with UP. TREX’s hope is that UP, like BNSF in MERC, will not challenge the
construction or crossing.! Sullivan Second V.S. at 10.

Significantly, TREX proposes a more modest crossing than in MERC as it
is seeking to cross less of UP’s property than CNW/UP sought to cross of BN. The
CNW/UP required three common carrier railroad crossings and two at grade highway
crossings, and impacted 1.7 acres (including land held by Lake Superior Terminal and

Transfer Railway Company, of which BNSF was the majority owner).> TREX’s crossing

4 BN did not oppose the CNW’s crossing. Chi. & Nw. Ry. Co. — Constr. &
Operation Exemption — City of Superior, Douglas County, WI — Pet. for Issuance of an
Order Pursuant to 49 U.S.C. 10901 (d}, FD 32433 (Sub-No. 1) (ICC served Nov. 30,
1994), at 1. BN did contest the proposed compensation, but the ICC agreed with
CNW’s/UP’s measure of “fair market value.” MERC at 3.

3 Pet. of Chi. & Nw. Ry. Co. for Issuance of an Order Pursuant to 49 U.S.C.
10901(d) Authorizing Crossing the Property & Tracks of the Burlington N. R R. & the
Soo Line R.R. & Incidental Issuance of a Certificate of Pub. Convenience & Necessity
Pursuant to 49 U.S.C. 10901(c)(2) & Further to Set Compensation for the Crossings, FD
32433 (Sub-No. 1) (filed Aug. 31, 1994) at Ex. B (Plat) to V.S. of Michael D. Larson
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entails crossing two parallel UP lines, and one at-grade highway crossing, and impacts

less acreage® than in MERC.

D.  The Proposed Construction and Operation Will Not Unreasonably
or Materially Interfere with the Operation of the Crossed Line

TREXs proposed rail line construction between BNSF’s Valley Yard and
TIT’s loop tracks will replace UP’s existing, inefficient reciprocal switching service with
permanent, direct BNSF service. TREX’s crossing and proposed operations will not
unreasonably interfere with UP’s operations.

1. Line Construction Will Not Unreasonably Interfere
with the Operation of the Crossed Line

TREX’s construction plan is presented in the Verified Statements of Lee
Meadows, P.E., a professional engineer with almost a half-century of experience in
railway design, engineering, and construction experience, including more than three
decades with a Class I carrier. Mr. Meadows provided a Verified Statement for TREX’s
Construction Petition (“Meadows First V.S.”) and is providing an additional Verified
Statement to accompany this petition (“Meadows Second V.S.”). Mr. Meadows’s

construction plan describes in detail the only four feasible alignments of the proposed

(added acreage of proposed line’s right-of-way that was specified on plat (0.725 acres +
0.336 acres + 0.105 acres + 0.547 acres)).

8 Conservatively, assuming a 50 foot right-of-way across UP’s property, when less
will be required in areas bordering the City’s property and/or when necessary to
minimize impacts on aquatic features, TREX’s right-of-way will require approximately
1.4 acres (50 ft x (233 ft + 370 ft + 600 ft) = 60,150 square feet = 1.38 acres) of UP’s
property. See Operations Report prepared by John W. McLaughlin (“Operations
Report™) at Ex. 3-17 (providing distances).
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~2,823-foot’ rail line and each aspect of construction. The proposed line has been
carefully planned and designed, with construction to be conducted to minimize
interference with UP’s local operations and infrastructure.

The first segment to be constructed is from the BNSF Valley Yard (Sta.
0.00) to the UP crossing, including grading, installation of pipe and ballast, and the
construction of track up to the UP right-of-way (approximately Sta. 3+55). None of these
construction activities will interfere with UP train operations. Id. at 7. Next, each of the
proposed alignments requires installing three crossing diamonds, two over UP tracks, and
one over adjacent TIT industry track. /d. Mr. Meadows describes the special precautions
TREX will take to minimize impacts on UP train operations while installing the
diamonds. The diamonds will be specially ordered, manufactured, and fabricated off-site
by a Class I certified vendor. /d.; Sullivan Second V.S. at 13-14.

The lead time for the diamonds is approximately 46 to 54 weeks. Meadows
Second V.S. at 7. In an effort to shorten this timeframe, TREX has entered into a
contract with a manufacturer that has allowed TREX to reserve its place in line so that
construction will not be delayed so long as TREX is able to receive prompt Board
approval. Sullivan Second V.S. at 13-14.

Diamond installation entails a five-step process, with each diamond taking
approximately eight hours to install. Meadows Second V.S. at 8. The track over the

crossings will then be installed, in coordination with UP. Id. The remainder of the track

" As measured along proposed alignment, Blue Route — Alternative “B.”
Meadows Second V.S, at 1.
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and turnout into the TIT loop tracks will then be installed, and will have no impact on UP
train operations. /d. In total, line construction is expected to take approximately two
weeks. Id at 11-12.

Construction will have minimal impact on UP’s operations over the two
crossed lines. The diamonds will be pre-designed and manufactured and delivered to the
site. Id. at 7-8. Each diamond will be installed as a unit, to allow for more efficient
installation. Id. at 7-9. Under the construction plan, each of UP’s two tracks to be
crossed will not be taken out of service for more than 8 working hours at a time. /d at 7.
TREX plans to coordinate closely with UP and BNSF on line construction in each step of
the construction in order to minimize impacts on UP operations during the construction
period. Sullivan Second V.S. at 7-8; Meadows Second V.S. at 9. The timing of the
installation of the crossing will be coordinated with UP and BNSF, with the specific time,
date, and possible weekend dates, when UP does not operate locally, to be agreed upon
by the parties so as to minimize any disruption to UP traffic using the crossed lines.
Sullivan Second V.S. at 7-8; Meadows Second V.S. at 9; Operations Report at 94.

Construction of the crossing will also not disrupt deliveries to local
customers using the crossed line. TIT is, by far, UP’s largest local customer, receiving
almost 80% of the total traffic moving over the crossed line.® On average, TIT receives

approximately 2-3 UP trains a week. Sullivan Second V.S. at 6. TIT obviously supports

8 TIT carloads recorded in June 2018 represented 79% of the total carloads (40%
+39%), and when traffic is adjusted to include the average number of UP-TIT unit trains
for the full year, the percentage increases to 88% (24%+64%). Operations Report at
Appendix 3-6.
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the rail line construction and confirms that the construction will not unreasonably
interfere with its receipt of traffic and its terminal operations. /d. at 6-8. While unit train
traffic is generally steady, TIT generally does not operate on a precisely scheduled “just
in time” basis. /d. at 6. It transloads and stores large volume shipments of commodities,
most of which arrives or departs in unit train service, depending on market conditions,
customer requirements, and vessel arrival times. Id. During construction, TIT will
coordinate with UP, BNSF, its customers, and vessel operators to reasonably schedule
and limit operation windows as necessary, to ensure that UP’s operations over the crossed
line face no unreasonable interference. Id. at 6-8.

TIT customers that use the crossed line support the construction and
crossing because it will increase competition, allow TIT to conduct more efficient
operations and lower costs, and process trains 24 hours a day, seven days a week, rather
than receive limited weekday-only service. Id at 11-12. Any temporary interference
with UP operations to accommodate line construction over the two eight-hour work
periods when the crossing diamonds will be installed is minimal, especially compared to
the more dependable service and reduced train turnaround times that will result from new
service over the proposed TREX Line, as further described below. Id. at 6. TIT has
more than sufficient storage space for both dry bulk commodities and liquid commodities
to accommodate the commodities being transloaded to vessel during the short
construction period. Id at 7. TIT will actively coordinate with its customers to ensure
that the least possible disruption to service over the crossed line occurs during the short

construction period. Id.
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UP currently uses the crossed line to serve only three other local customers,
the local customers served by the crossed line include M-I SWACO, Sullivan Land and
Cattle Co. and Savage Sulfur Services Ltd., none of whom are significant
shippers/receivers. Id. at 7. Thus, the amount of rail traffic that would be impacted by
TREX’s crossings should be minimal. Operations Report at 3; Appendix 3-6.

As part of the Operations Report prepared by John W, McLaughlin, a
railroad operations expert with 28 years of experience in rail analysis, planning, and
service design, Mr. McLaughlin prepared a track occupancy study analyzing open
windows of time between train movements on the to be crossed lines. Operations Report
at 70; Appendix 4-1. Given the limited volume and frequency of shipments to these local
customers, that study showed that there are sufficient periods of inactivity to construct the
crossing without unreasonably interfering with UP’s operations over the track or service
to the customers. Id. at 94.

Additionally, TREX, BNSF, UP, and TIT should be able to engage in
reasonable coordination and develop a reasonable work plan to enable the crossings to be
constructed with minimal disruption to daily railroad operations. Id. at 93-94; Sullivan
Second V.S. at 8; Meadows Second V.S. at 6, 9-10. Industry-standard procedures, as
described by Mr. Meadows, will also be employed to ensure that all other construction
activities do not negatively impact UP’s rail operations over the crossed line during
construction. Meadows Second V.S. at 6, 9-10.

This construction plan is consistent with other crossings approved by the

Board in similar circumstances as avoiding unreasonable interference with the operation
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of the crossed line under 49 U.S.C. § 10901(d)(1)(A). For example, in MERC, three
railroad crossings were sought to be installed in three, eight-hour time periods, with 7-8
trains per day operating over two of the crossed lines. Similarly, Gateway W. Ry. Co.
Petition Under 49 U.S.C. § 10901(d), FD 32305 (ICC served Nov. 28, 1994)
(“Gateway”), involved two crossings and the utilization of prefabricated crossing
diamonds under similar construction plans. Each of the crossed lines handled
approximately 2-3 trains per day, for a total of 4-6 trains per day. Gateway at 10.
TREX’s proposed construction plan involves similar, 8-hour period outages of a crossed
line serving only local traffic of far less volume and frequency?® as that in MERC and
Gateway.'”

TREXs carefully conceived plans for this type of routine construction
project will result in little or no impact on UP’s operations. TREX’s Petition thus
satisfies the first criterion of 49 U.S.C. § 10901(d).

Z, Line Operations Will Not Materially Interfere
with the Operation of the Crossed Line

Post-construction operations over the TREX Line will not materially

interfere with UP’s operations over the crossed line. As discussed in detail in the

° On average, the UP local crew made 2.80 moves per day across the diamond
crossing area when handling other local customers’ traffic during June 2018. Operations
Report, Exhibit 4-5, “Track Occupancy by Traffic Type during June 2018.”

19 See also WFEC R.R. - Constr. & Operation Exemption — Choctaw &
McCurtain Cntys., OK, FD 32607 (STB served Feb. 23, 1996) at 3-4 (no unreasonable
interference found where construction of track build-out to reach UP blocked operation
over BNSF’s crossed track over two twelve hour periods where two trains per day
operated over the crossed line) (“WFEC™).
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appended Operations Report prepared by Mr. McLaughlin, operations over the proposed
new line will not “materially” interfere with the crossed line’s operations.!!

a. Significant Windows Are Available for
Operations Over the Crossed Line

As referenced supra, UP’s crossed lines experience a modest volume of
switching movements, and are operated as yard limits territory. Operations Report at 53-
54. They serve only a few customers in addition to TIT, which represents the vast
majority of the traffic. Id at 3; Appendix 3-6; Sullivan Second V.S. at 3; 6-7. The UP
crossed lines are secondary lines, with all rail traffic to Galveston, with the exception of
TIT unit trains, shipped on a separate UP lines to the south. Sullivan Second V.S. at 8.
These separate UP lines also connect to the Galveston Railroad, a short line that
exclusively serves the Port of Galveston. Id.

The northern UP line to be crossed is used for TIT traffic, and by UP local
crews to move traffic from the UP/BNSF interchange yard or from UP’s yard to one of
the three other customers located on the line. Id. The southern UP line to be crossed is
used to switch cars between the UP and BNSF. Id

As part of his track occupancy study, Mr. McLaughlin analyzed whether
windows are available for trains to cross the track without adversely impacting the

passage of existing traffic. Operations Report at 74, 90-94. Mr. McLaughlin classified

1 While § 10901(d)(1)(A) provides that construction of a crossing cannot
“unreasonably” interfere with the crossed carrier’s operations, 10901(d)(1)(B) imposes a
higher standard for opposition in requiring that operations over the crossing cannot
“materially” interfere with operations over the crossed line.
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the 149 train movements observed during the study period in June 2018 into “traffic
types” to develop occupancy graphs for each day of the week. Id. at 69-70. These track
occupancy graphs clearly demonstrate that even when the current BNSF-TIT unit train
movements are included, “the vast amount of time during which the area of the proposed
diamond crossings is UN-occupied under current operations.” Id. at 71 (emphasis in
original). A representative track occupancy chart for an average weekday is provided in
the Operations Report at Exhibit 4-1, and is reproduced below:

Track Occupancy Graph Depicting Train Activity at the Diamond Crossings Area

On Mondays in June 2018
Monday Track Occupancy
25-1un-18 ’ | | |
18-Jun-18 |
11-Jun-18 I | ]
. \ |
4-Jun-18 I | . u '
& ,;@ P & %sP .SsP QsP s'_J:P '&KP .@.’59 @‘P 959 '»"‘&
Monday
Occupled TH
Date  Blockages (hh?mm: “";‘ Legend of Troffic Type
25-jun-18 1:44:54 BNSF TIT Unit Trains
18-Jun-18 2:11:13 UP TIT Unit Trains

11-Jun-18
4-Jun-18

-~ o wn &

2:33:50 All Other Trains
1:29:09

The graph shows Monday train movements in June 2018, Id. at 70-71.

Each traffic type group is depicted by a horizontal colored bar, the length of which is the
amount of time the train occupied the UP crossing area, and the white, blank areas

between the colored bars show the time the crossing area is UN-occupied. Dates for the

-15-



Monday train movements are on the vertical axis of the graph, with the time of day, using
the 24-hour clock, on the horizontal axis. The “Monday” table under the occupancy
graph provides the total activity per day, the “Occupied Time,” and the total number of
train movements per day, the “Blockages.” Id.

These detailed track occupancy charts demonstrate that the vast majority of
each day is unoccupied and available to accommodate BNSF-TIT unit train traffic over
the UP’s crossed line without impairing local service to UP’s other customers, or the
continued switching of UP trains to/from TIT that TIT performs for UP. Id. at 72.

Significantly, the track in the vicinity of the proposed crossing was
occupied only 5 percent of the time during the study period in June 2018. Id. at 73. Even
during UP’s regular business hours, Monday-Friday, generally 7:00 a.m. to 4:00 p.m., the
track in the vicinity of the proposed crossing is occupied only six percent of the time,
meaning the TREX Line crossing is available 94 percent of the day even during this more
limited Monday-Friday workday period. Id. at 73. A summary of TREX’s track
occupancy time analysis is provided in the Operations Report at Exhibit 4-2, and is

reproduced below:

-16-



Track Occupancy Time and Percentage of Track Time Available

by Day of Week during June 2018

Average Time
Total Time Total Time Track | Percentage of Percentage of | Track Occupied
Available Occupied Time Track Time Track per Day
Day of Week {DD:HH:MM:SS) | (DD:HH:MM:SS) Occupied Available {DD:HH:MM:SS)
Monday 04:00:00:00 00:07:59:06 8% 92% 00:01:59:46
Tuesday 04:00:00:00 00:03:23:13 4% 96% 00:00:50:48
Wednesday 04:00:00:00 00:04:35:31 5% 95% 00:01:08:53
Thursday 04:00:00:00 00:07:20:39 8% 92% 00:01:50:10
Friday 05:00:00:00 00:09:02:12 8% 92% 00:01:48:26
Saturday 05:00:00:00 00:02:01:57 2% 98% 00:00:24:23
Sunday 04:00:00:00 00:00:54:15 1% 99% 00:00:13:34
Total 30:00:00:00 01:11:16:53 5% 95% 00:01:10:34
Total, Monday - Friday 21:00:00:00 01:08:20:41 6% 94% 00:01:32:25

As referenced, the Operations Report and occupancy analysis reflect train
movement data collected in June 2018. UP and BNSF each had four trains delivered to
TIT during the monthly sample period, which is fairly representative month for TIT’s
BNSF unit train operations in 2018, although not for UP unit train traffic in 2018 which
was generally higher. Sullivan Second V.S. at 5. However, because of the relatively low
amount of traffic switched by UP on its local line, even if UP traffic were increased to
TIT, as currently projected based on contracted for volumes to TIT in 2019, there still
would be plenty of time for the crossing of BNSF unit trains over the proposed TREX
Line.

As part of the track occupancy study, a hypothetical “busiest day” was
analyzed using June 2018 observed data and adding a total of seven additional loaded UP
trains to TIT for the month (and their seven empty train counterparts), so that the total
UP-TIT monthly traffic for June 2018 would be representative of the UP average

monthly traffic during the other eleven months of 2018. Operations Report at 81-85.
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After the UP-TIT train movements were added and the unnecessary BNSF-TIT train
movements were deleted, the busiest day for June 2018 was identified. /d. at 85-87.
Using this busiest day, additional train movements were added to account for the
projected TIT rail traffic in 2019, and representing a hypothetical busiest day for TIT rail
traffic given TIT’s existing rail capacity.!? Operations Report at 53-54 (average rate for
unloading a UP train was observed to be 0.14 hours per car).

The “busiest day” analysis indicates that the proposed crossing would
remain unoccupied 80 percent of the time. /d. at 89, Ex. 4-8 (percent practical capacity
available is 80%). Based on this analysis, all parties will have ample time to operate over
the proposed crossing, requiring only minimal coordination between the parties.
Operations Report at 54 (it is expected that operations over the crossing would be
authorized simply via radio or a “first come — first served”).

b. TREX Line Operations Will Substantially Improve the
Operations of the Crossed Line and Service to Customers

The crossing availability figures and the track occupancy charts fully
demonstrate that the proposed TREX Line will not interfere with UP’s operations over
the crossed line. However, the 95+ percent crossing availability in June 2018 is
actually substantially understated because it reflects UP’s existing operations over the

crossed line, which incorporate the significant delay (dwell) time at yards and track

2 Id. at 92-93. Projected TIT rail traffic for 2019 is based on contracted for
volumes. The actual amount is dependent on customer demands and market conditions.
Sullivan Second V.S. at 12.

13 Operations Report at 73, Ex. 4-2.
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occupancy by numerous inefficient switching moves associated with UP’s switching of
BNSF’s trains on UP’s crossed line. This substantial delay and prolonged track
occupancy obstructions will be eliminated by the construction and operation of the TREX
Line, as UP’s highly inefficient reciprocal switching is displaced by BNSF-direct service
to TIT. The displacement will free up substantial crew, track, and yard time to allow for
more efficient, enhanced operations over the UP’s crossed line.

(1)  Substantial Operating Inefficiencies Burden
Existing Service Over the Crossed Line

TIT crews currently efficiently deliver UP-TIT unit trains directly to TIT’s
loop tracks in two cuts.!* However, UP delivers BNSF-TIT unit trains using a
cumbersome, 6-step, load-to-empty reciprocal switching process. Operations Report at
11-12; Sullivan Second V.S. at 3-4. Each 96-112-car train is split into multiple smaller
train cuts that are switched into (a) the UP Interchange Yard, (b) then the TIT industry
tracks in one-half train increments,'® and (c) then to TIT’s loop tracks. After unloading,
the BNSF-TIT train is then moved back first to TIT s industry track, and then back to
either the UP Interchange Yard or to the BNSF Valley Yard. Operations Report at 11-12,

UP’s reciprocal switching process entails numerous switches that produce
turnaround delay and occupancy time on UP’s tracks. Mr. McLaughlin’s Operations

Report shows how UP’s existing operating protocols cause each reciprocally switched

14 Adding the crossover to its loop track will enable TIT to receive UP-TIT unit
trains in a single cut. Sullivan Second V.S. at 9-10.

15 UP will only switch half a unit train in per day as a regular switch and will
charge if the additional half train is delivered. Sullivan Second V.S. at 2-3.
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BNSF-TIT unit train to engage in 19-27 combined train movements. Id. at 42-43. In
comparison, UP-TIT unit train service requires only 3 train moves. /d. Mr. McLaughlin
also observed that the average turnaround time (the Train Cycle Time), for the four
BNSF-TIT unit trains in June 2018 “was more than five days longer than the average
cycle time experienced by the four, loaded UP unit trains.” Operations Report at 33.
Similarly, the Car Elapsed Time, reflecting the total average number of days a car takes
to complete a load-to-empty cycle (including unloading time) for the BNSF-TIT unit
trains averaged 4.80 days to complete the cycle, with UP responsible for the vast
majority, 77 percent, of this time. In contrast, the UP-TIT unit trains had an average Car
Elapsed Time of only 0.78 days. Operations Report at 41-42.

Exhibit 3-14 of the Operations Report, reproduced below, summarizes the

Train Cycle Time and Car Elapsed Time analysis:



Total Car Elapsed Time and Train Cycle Time for BNSF and UP Unit Trains Between TIT’s
Facility and BNSF Valley Yard or UP/TIT Crew Change (June 2018)

Total Car Elapsed

Time by Train Train Cycle Time

Origin {Average Days per (Days per Loaded
Railroad Loaded Train Symbol (1) Car) (2) Train)
BNSF U MNSGAT7 26A 4.79 5.42
BNSF G MSIGAT4 31A 7.40 9.69
BNSF MSIGAT4-07A 4.14 5.45
BNSF MSIGAT4-17A 2.87 2.88
BNSF Average 4.80 5.86
up UEAWTG30 0.81 0.81
UP UEUMTGO6 0.80 0.80
up UEAWTG12 0.83 0.83
up UEAWTG19 0.67 0.67
up Average 0.78 0.78
Difference, BNSF vs. UP: Average Train Elapsed Time 4.02 5.08
518% 654%

Notes:

{ 1) Train symbols are shown as reported by TIT and may not exactly match the symbol

employed by the respective railroads.

{ 2} Car Elapsed Time includes the time during which a car is loaded and empty during

its cycle between the TIT facility and BNSF Valley Yard or UP/TIT Crew Change.

The UP-TIT unit trains that UP switches directly to TIT have identical
Train Cycle Times and Car Elapsed Times, which reflects the inherent efficiency in not
having to repeatedly cut the trains. By the same token, UP is primarily responsible for
the delays experienced by BNSF-TIT unit trains since it controls these trains 77 percent

of the time and contributes 3.69 days on average to the cycle time. Operations Report at

36and 41.
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UP’s operating protocol for BNSF-TIT unit trains also consumes
significant crew time for UP, TIT and BNSF. Mr. McLaughlin’s Operations Report finds
that current crew time, calculated as the sum of the running time incurred by a BNSF,
TIT, and UP crew while engaging in switching averages 9 hours and 16 minutes for each
reciprocally switched BNSF-TIT unit train. /d. at 71. The crew time and associated costs
are significant, as BNSF-TIT unit trains take on average 287 percent more crew time than
required for UP-TIT unit trains. Id at 48.

(2) TREX’s Proposed Operating Plan Will Eliminate
Operating Inefficiencies of the Crossed Line

Mr. McLaughlin developed a detailed operating plan for new service over
the proposed TREX Line. Operations Report at 49, Appendices 3-3 & 3-4. Under the
Primary Plan, BNSF will deliver the BNSF-TIT unit trains directly to TIT’s loop track in
one cut, and TIT crews will return the BNSF-TIT unit train directly to the BNSF Valley
Yard. /d. at 50-51. TIT will install a crossover within the TIT facility to allow both UP
and BNSF unit trains to be received in a single cut and streamline operations. Sullivan
Second V.S. at 9-10. Mr. McLaughlin also developed an alternate Secondary Plan for
when BNSF may be unable to deliver a BNSF-TIT unit train directly to the TIT’s loop
tracks. Operations Report at 50. Under the Secondary Plan, BNSF crews will yard the

train,'® and TIT crews will deliver the BNSF train in one or two cuts using BNSF power.,

16 TIT and BNSF plan to work out an agreement with dedicated tracks for TIT
service. Sullivan Second V.S. at 10.
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TIT would then return the train in one cut to the BNSF Valley Yard. Operations Report
at Appendix 3-4 & 3-5.

The Operations Report calculates the run times and associated track
occupancy on UP property for both the Primary and the Secondary operating plans. Mr.
McLaughlin’s analysis shows that both plans creates efficiency gains without materially
impacting UP’s operations. Id. at 64-71; Appendices 3-3, 3-4, & 3-5.

Most significantly, the reduction in switching moves for BNSF-TIT unit
trains will result in safer and more efficient rail operations in Galveston. Operations
Report at 67. Routing the BNSF-TIT unit trains directly over TREXs line will reduce
the number of train movements in the vicinity of the proposed crossing from the average
13.25 switch moves observed in June 2018, to 2. Id. Likewise, the frequency of at grade
crossings at Port Industrial Road will decline by 83 percent. /d.

Also, BNSF-TIT unit train delivery cycle times will be reduced by 78
percent, from 5.86 days to 1.30 days, as summarized in the Operations Report at Exhibit

3-21, reproduced below:
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Train Cycle Time: BNSF / TREX Proposed Operation of BNSF Unit Trains
Compared with June 2018 Operations

June 2018 Operations Proposed Operating Plan
Percentage Change in
Loaded Train Train Cycle Time Train Cycle Time Train Cycle Time from
Symbol (1) | {Days perLoaded Train) | (Days per Loaded Train) | June 2018 Operations
U MNSGAT7 26A 5.42 1.30 -76%
G MSIGAT4 31A 9.69 1.30 -87%
MSIGAT4-07A 5.45 1.30 -76%
MSIGAT4-17A 2.88 1.30 -55%
Average 5.86 1.30 -78%

Notes:
{ 1) Train symbols are shown as reported by TIT and may not exactly match the symbol
employed by the respective railroads.

Similarly, total average car elapsed time (i.e., car cycle time) per car will decline by 73
per cent from 4.80 days per car to 1.30 days per car. Operations Report at 63, Exhibit 3-
22.

Routing BNSF-TIT unit trains over the TREX line will also reduce track
occupancy in the vicinity of the proposed crossing. Specifically, the average track
occupancy time per loaded and empty BNSF-TIT unit train in the vicinity of the proposed
crossing will decrease by 65 percent, from 3 hours and 46 minutes to 1 hour and 20
minutes. Operations Report at 80, Exhibit 4-6.

Lastly, the crew time incurred in moving a BNSF-TIT unit train would
decline 72 percent, from 9 hours and 16 minutes to 2 hours and 37 minutes under the
Primary operating plan, a vast improvement in train handling efficiencies. The reduction

is shown in the Operations Report at Exhibit 3-24, reproduced below:
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Crew Time: BNSF / TREX Proposed Operation of BNSF Unit Trains
Compared with June 2018 Operations

June 2018 Operations Proposed Operating Plan
Crew Time by Handling Crew Crew Time by Hanlding Crew Percent Change in Crew Time from
(HH:MM) {HH:MM) June 2018 Operatlons
Loaded Train
Symbol { 1) BNSF | TIT UP | Total BNSF T up Total BNSF T Up | Total
U MNSGATT 26A 1:01 2:32 3:28 7:01 0:58| 1:39 0:00 2:37 -5%4  -34%| -100%|  -63%
G MSIGAT4 31A 1:32 2:53]  5:35] 10:00 0:58 1:39 0:00 2:37) -37%)  -42%| -100%| -74%
MSIGAT4-07A 1:32] 53] 602 10:27| 0:58 1:39) 0:00 2:37 -37%|  -42%| -100%| -75%
MSIGATA-17A 111 3:27 5:00 9:38| 0:58 1:39 0:00 2:37 -18%|  -52%| -100%| -73%
Average 119  2:56] 501  9:6 0:58 1:39 0:00 2:37 -26%| -43%| -100%| -72%

(1) Train symbols are shown as reported by TIT and may not exactly match the symbol
employed by the respective railroads.

Having BNSF crews switching all BNSF-TIT unit trains to TIT over the new TREX Line
will eliminate the need for UP to conduct the time-consuming reciprocal switching,
reducing UP crew time from approximately five hours per train to zero per train.
Operations Report at 71, Exhibit 3-24. UP switching time, locomotive power time, and
crew-time would be freed up for local switching of UP trains.
(3) TREX Line Operations Will be Easy to Coordinate
Because of the Limited Traffic in the Vicinity of the
Proposed Crossing
Under TREX’s proposed operating plan, train crossings over the diamonds
will be coordinated between the carriers utilizing standard industry arrangements and
operating rules. Operations Report at 56. TREX expects that BNSF, UP, and TREX will
agree upon procedures and otherwise cooperate and coordinate to ensure that operations
over their respective lines and the crossing will not result in interference to operations in

the infrequent instances when two trains arrive at roughly the same time. Sullivan

Second V.S. at 10.
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TREX anticipates that General Code of Operating Rules will govern, with
priority provided on a “first come — first served basis” via radio communication among
the crews active in the area. Operations Report at 53-54. This “first come — first served”
approach already governs current train operations by BNSF, UP and TIT (even though
TIT is not a common carrier railroad) in the area of the proposed diamonds. /d. at 54.
Operations would occur under restricted speeds as required under the General Code of
Operating Rules, again, consistent with current operations, with appropriate signal rules
for protection of the crossings. Id. at 54-55.

Estimated train run times and occupancy times of the crossed line and UP
property are presented in the Operations Report at Exhibit 3-17, and reproduced below:

Run Times and Occupancy Times on UP Property
Under the TREX Proposed Operating Plan Assuming the “Blue — B” Alignment

Traln Movements in Proposed Operating Plan Running Times and Distances
Train Operations Time UP Property Occupied
Occupy
Diamonds Segment 2 - Segment 3-
Over Entire | Between Diamonds Area | Pelican Island
Length of | Clearance | Segmentl1- |[toPelicanisland| Causewayto
BNSF Train Car TREX Points | Diamonds Area Causeway | Portindustrial
Status From To Move Type Count | (Hours) [Hours) [Hours} {Hours}) Rd. {Hours}
Inbound BNSF Valley Yard |TIT Facility Pullin entire train 112 0.62 0.47 0.47 0.47 0.48|
loaded
Outbound TIT Facility BNSF Valley Yard [Pull entire train to 112 1.08] 0.87) 0.87, 0.87 0.
empty depart Bla|
Total Time 170 L 1.34 134 1.35|
(ous) ] |
Total Time 102 8(* 80 80| 82
[Minutes)
Distance 2,823 295 233 370 600
{feet)

In summary, operation of the TREX Line should enhance UP’s ability to
serve its customers, rather than materially interfere with UP’s deliveries to those
customers served over the crossed line. Additionally, the significant reductions in train
movements under the proposed operating plan will significantly reduce locomotive
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emissions and provide important public health and safety benefits. /d. at 64; Sullivan
Second V.S, at 9-10.

A finding of a lack of material interference with operations of the crossed
UP Line under TREX’s operating plan fully comports with the findings in other crossing
cases. On average, the UP local crew made 2.80 moves per day across the diamond
crossing area when handling other local customers’ traffic during June 2018. Operations
Report, Exhibit 4-5, “Track Occupancy by Traffic Type during June 2018.” In contrast,
as referenced supra, BN operated 7-8 trains per day over the tracks that UP’s
predecessor, CNW, proposed to construct over three at-grade crossings in the MERC
Crossing case. This is well over double the amount of traffic movements operating per
day across the UP’s tracks. Similarly, the crossed line operated approximately 4-6 trains
per day in the Gateway case. With far more substantial levels of activity, the
Commission found no unreasonable interference with the operation of the crossed lines in
MERC and Gateway.

The proposed TREX line is also similar to MERC in that the vast majority
of the traffic in the vicinity of the proposed crossing moves to a single location with
control over the inbound and outbound traffic, further reducing the potential for
interference. “No traffic moves to MERC’s facility without its knowledge, approval, and
coordination. This, in itself, provides a certain degree of control of the crossing activity.”

MERC at 10.
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(4) Major Shippers Agree that Construction and
Operation of the TREX Line Will Substantially
Improve Service Over the Crossed Line

As referenced supra, the largest local customer on the UP’s crossed line is
TIT. Sullivan Second V.S. at 3, 6. TIT supports the rail line construction and confirms
that the new operations over the TREX Line will not materially interfere with its receipt
of traffic over the crossed line. /d. at 6-10. Instead, the TREX Line will “substantially
improve” TIT’s service because UP’s highly inefficient and cumbersome reciprocal
switching service for BNSF-TIT unit trains will be replaced by direct service to TIT. Id.
at 9. The displacement will eliminate 17 to 25 individual switching movements for each
BNSF-TIT unit train. Compare Operations Report at 42-43 with Operations Report at 66;
Appendices 3-3 & 3-4.

Eliminating excess switch movements will lead to much shorter train
delivery cycle times and dramatically faster train turnaround times for TIT deliveries.
Sullivan Second V.S. at 9-10. Moreover, the significant amount of hand-offs for UP to
provide reciprocal switching also causes erratic cycle times. Id. at 3-5, 13, Direct service
will substantially eliminate that variability, particularly as the crossings will need to be
cleared quickly. Id. at 9-10

TIT’s unit train customers, some of the largest shippers in the world, and
that use BNSF and those who use UP — support the project as improving rail service for
both carriers. As stated by Valero Marketing and Supply Company (“Valero™) in its
November 5, 2018 letter to the Board (previously submitted as Exhibit 3 to the Sullivan

V.S. in TREX’s Nov. 21, 2018 Construction and Operation exemption petition),
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“TREX’s proposed construction will provide a direct connection between BNSF and
TXIT’s facility, reducing the turnaround time for BNSF unit trains from upwards of nine
(9) days or more, to approximately two days. TREX’s proposed construction will
therefore provide more efficient, predictable, and more competitive rail service to TXIT’s
facility.”

Another major customer, International Raw Materials, Ltd. (“IRM™),
supports the project as a means to provide “[m]ore timely and predictable service”
because it will “eliminate labor and time intensive switching operations between the
carriers at the terminal, simplify carrier coordination, and provide for a more expeditious
means for IRM to ship fertilizer products to all destinations through reduced train
turnaround times,” IRM Nov. 1, 2018 letter to the Board (previously attached as Exhibit
4 to the Sullivan V.S. in TREX’s Nov. 21, 2018 Construction and Operation exemption
petition). Still another customer, Intrepid Potash, Inc. (“Intrepid™), also has expressed
concerns about train service delays resulting from UP’s inefficient reciprocal switching
service, limited service hours, and refusal to perform additional switches for the benefit
of Intrepid. Letter from Intrepid to the STB dated Jan. 29, 2019 (attached as Exhibit 3 to
the Sullivan Second V.S.). Intrepid supports the TREX Line because it “will simplify
and streamline operations, and improve competitive rail service to the benefit of Intrepid,
the railroads, other shippers, and the public.”

Other major TIT customers that exclusively ship on UP, such as Archer
Daniels Midland Company (“ADM™), which ships over 30 unit trains a year to TIT,

verify that “TREX’s proposed rail line construction will benefit ADM because it will
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allow TIT to make efficiency gains that will translate to better and more dependable
service for all of its customers. TIT will be in a position to better project and coordinate
rail operations, which will result in more fluid operations and reduced transit times as
well as the ability to predict shipments and transportation costs.” Letter from ADM to
STB dated Jan. 15, 2019 and filed Feb. 7, 2019 (attached as Exhibit 4 to the Sullivan
Second V.S.). Likewise, Solvay Chemicals, Inc. (“Solvay™), which ships approximately
24 unit trains per year to TIT on the UP agrees that the construction and operation of the
TREX Line will improve its UP service “because it will make rail service to TIT’s
facility more efficient” by eliminating “[s]witching and extra switching services currently
performed by the UP for BNSF . . . unit trains to TIT’s facility [that] are time consuming
and can cause undue delay.” Letter from Solvay to STB dated Dec. 6, 2018 (attached as
Exhibit 5 to the Sullivan Second V.S.).

These statements from TIT customers that ship on the BNSF and UP verify
that the proposed TREX Line will significantly improve service over the crossed line, and
not materially interfere with the operation of UP’s crossed line. Also, because operations
over the proposed TREX Line will free-up UP local crew and locomotive time currently
spent switching BNSF — TIT unit trains, more time will be available for the UP local
crew to serve other UP local customers. Operations Report at 65-66. Therefore, UP’s
ability to serve those customers should improve. Accordingly, the no “material

interference” requirement of 49 U.S.C. § 10901(d)(1)(B) is more than met.
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E. TREX Will Pay Appropriate Compensation for Crossing Rights
Under the section 10901(d), the railroad whose line will be crossed may be
compensated for the crossing. In Louisville, the ICC set forth the following construction
of the Section 10901(d) compensation standards:

A final requirement of §10901(d) is that the owner of
the crossed line be compensated. The statute envisions a two-
step process: the Commission orders the crossing, and after
an opportunity to negotiate, if the parties cannot agree, the
Commission may set the amount of compensation.

Riverport asks the Commission to set the terms at this
time, and submits a detailed appraisal that the fair market
value for the encroachment is $500. . . . However, we can
find no reason to depart from the statutory scheme under
which we are to determine the amount of compensation only
after the parties have failed in their efforts to negotiate an
agreement. Construction need not be delayed pending
resolution of the compensation question. We urge the parties
to negotiate in good faith. If they are unable to agree on
compensation for the limited encroachment involved here,
they may then request that we set the amount of
compensation. The requested crossing may occur prior to
resolution of the compensation issue. However, should
Riverport begin construction, it does so at the obvious risk
that we will set compensation at a level higher than the $500
it has offered.

4 1.C.C.2d at 755. The Board and its predecessor have followed this “two-step”
procedure in multiple other cases. E.g., Midwest Generation, (STB served Oct. 4, 2002)
at 6; lllinois Cent. R.R. Co. — Petition for Crossing Authority — In East Baton Rouge
Parish, LA, STB Finance Docket No. 33877 (Sub-No. 1) (STB served May 13, 2002) at

8; Public Serv. Co. of Colo. — Petition for Crossing Authority Under 49 U.S.C. 10901(d),
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FD 33862 (Sub-No. 1) (STB served Mar. 22, 2001) at 3 (“PSCO”); MERC (ICC served
Aug. 11, 1995) at 3; WFEC at 3; Gateway (ICC served Nov. 28, 1994) at 10.

TREX asks the Board to follow the same “two-step” procedure here: the
Board should first issue the Section 10901(d) crossing order and, second, if the parties are
unable to agree upon compensation, the Board, upon petition by a party, can set a fair
compensation. This approach, as the Board held in Midwest Generation, permits
construction over the crossing to begin as soon as the crossing order is entered. Id. at 6;
accord PSCo (STB served Mar. 21, 2001), at 3. Similarly, the full terms of operation of
the crossing need not be worked out in advance to avoid any interference with UP’s
operation of the crossed line, because, as the Board held in Midwest Generation, the
proposed operations over the line to be crossed are not currently being operated. Midwest
Generation at 6; accord PSCo at 3.

TREX will negotiate in good faith with UP in an effort to reach an
agreement on the proper level of compensation due UP in accordance with the Board’s
established fair market value compensation standards as set forth in MERC and OPPD
(STB served August 1, 1996) at 6. If an agreement with UP cannot be reached, TREX
reserves the right to ask the Board resolve the dispute pursuant to Section 10901(d)(2).

F. Granting This Petition Is Consistent with the Purpose and Intent
of Underlying Section 10901(d)

Grant of this Petition will also further Congressional intent encouraging
such pro-competitive rail line construction projects. Congress added Section 10901(d) to

Title 49 as part of the Staggers Rail Act of 1980. In Louisville and Gateway, the
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Commission carefully and thoroughly reviewed Congress’s intent in adding this
provision into law. As explained in Louisville, “Section 10901(d) was designed to limit
existing carriers’ opportunities to block new construction by their competitors.” 4
[.C.C.2d at 755.

Grant of this Petition will also further the National Rail Transportation
Policy, including to facilitate railroad entry and promote intramodal competition. 49
U.S.C. 10101(1), (4), (7), (12) (policies to facilitate competition, promote effective
competition among carriers, reduce regulatory barriers to entry into the industry, and
prohibit predatory pricing and practices). As the Board has found:

[T]he legislative history of [Section 10901(d)] indicates that

the Congressional purpose in giving us authority over

crossings was to facilitate railroad entry and promote

intramodal competition by limiting the ability of incumbents

to block new competitors. See H.R. Rep. No. 1430, 96%

Cong., 2d Sess. 115-16 (1980), reproduced at 1980 U.S. Code

Cong. & Ad. News 4147 (Staggers Act Conference Report).”

OPPD, FD 32630 (Sub-No. 1) (STB served Aug. 1, 1996) at 3-4.

As noted, supra, TREX asked UP to enter into discussions in the hopes of
reaching agreement on terms for operations and crossing compensation in November,
2018. UP has declined to date to commence negotiations. Sullivan Second V.S. at 10.
TREX is seeking a Section 10901(d) order precisely because it anticipates UP may try to
block or delay construction of the crossing. Thus, granting TREX’s proposed

construction and crossing furthers the intent of Congress and the Rail Transportation

Policy by promoting competition and providing better service to shippers.
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G.  Expedited Action Is Requested

TREX also seeks expedited consideration of this petition. As explained in
TREX’s exemption petition, the proposed construction is of limited scope consisting of
less than 3,000 feet in length in an industrial area, the proposed construction is not
expected to have any significant environmental impact (beyond reducing locomotive
emissions and fuel consumption), construction and operation will not unduly interfere
with the crossed line, but will improve service to shippers as demonstrated herein over
both the existing and new lines, and expedited action is necessary to mitigate ongoing
service issues and to avoid undue construction delays. Sullivan Second V.S, at 12-13.

Expedition is also necessary because the “continued uncertainty of BNSF
access and reliable rail service to TIT is a critical issue that impedes TIT’s ability to
market its services and reach continuing and new agreements with customers.” Id. at 13.
Additionally, expedition is necessary to support the deadlines for manufacture of the pre-
fabricated diamond crossings and for TREX to be able to avoid financial penalties, risk of
losing its place in line with the diamond manufacturer, and project delays. /d. TREX is
filing along with this petition a second petition asking the Board to establish an

appropriate expedited schedule, consistent with prior schedules in crossing cases.
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III.
CONCLUSION

WHEREFORE, for the reasons set forth in this petition, TREX respectfully
requests that the Board expeditiously enter an order under 49 U.S.C. § 10901(d) allowing

TREX to construct the rail line providing direct and permanent railroad service between

BNSEF’s Valley Yard and TIT’s loop track.

Respectfully submitted,
TEXAS RAILWAY EXCHANGE LLC

Tt

Peter A. P{bhl

Robert D. Rosenberg
Katherine F. Waring
SLOVER & LOFTUS LLP
1224 Seventeenth St., N.W.
Washington, D.C. 20036
(202) 347-7170

(202) 347-3619 (facsimile)

Dated: February 22, 2019 Its Attorneys

=25



CERTIFICATE OF SERVICE

I hereby certify that I have this 22nd day of February, 2019, caused a copy
of the foregoing filing to be served by U.S. Mail, postage prepaid or by more expedited
means upon all parties of record.

/s/

Katherine F. Waring
An Attorney for Complainant
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SLOVER & LOFTUS LLP

ATTORNEYS AT LAW

@

November 27,2018

VIA FEDEX

Rhonda S. Ferguson

Executive Vice President

Chief Legal Officer and Corporate Secretary
Union Pacific Railroad Company

1400 Douglas Street

Omaha, NE 68179

Re: Texas Railway Exchange LLC — Construction and Operation
Exemption — Galveston County, TX. STB FD 36186

Dear Ms. Ferguson:

On behalf of our client, Texas Railway Exchange, LLC (“TREX™), we sent
to you a courtesy copy of the Petition of the Texas Railway Exchange LL.C for an
Exemption under 49 U.S.C. § 10502 from the Requirements of 49 U.S.C. § 10901, that
TREX filed November 21, 2018. TREX secks authority to construct and operate a new
rail line in Galveston, Texas that will provide substantial benefits, including improved
customer service, safer and more efficient rail operations, and local crew time savings.

As noted in the Petition, the new line would cross the Union Pacific
Railroad Company (“UP”) track, as shown on the enclosed Exhibits 1-4, TREX would
like to discuss the project with UP and hopes to reach agreement on terms for operations
and crossing compensation.

We hope that UP is also willing to enter into such discussions, and we look
forward to hearing from you soon. Also, please let us know if you have any questions.

Sincerely,

; Peter A. Pfdhl

An Attorney for Texas Railway Exchange LL1.C
Enclosures

1224 SEVENTEENTH ST. N.W. WASHINGTON, D.C. 20036 WWW.SLOVERANDLOFTUS.COM (202) 347 - 7170
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UNION

A BUILDING AMERICA®
Ui

December 5, 2018

VIA ELECTRONIC AND U.S. MAIL

Peter A. Pfohl

Slover & Loftus LLP

1224 Seventeenth St. NW.
Washington, DC 20036

Re: Texas Railway Exchange LLC — Construction and Operation Exemption — Galveston County, TX
STB Docket No. FD 36186

Dear Peter,

Union Pacific is in receipt of your letter to our Executive Vice President, Chief Legal Officer and Corporate
Secretary, Rhonda Ferguson, dated November 27, 2018 in the above referenced matter.

We are carefully evaluating the project generally described in your letter and more specifically set out in
the petition for exemption filed by your client, Texas Railway Exchange LLC at the Surface Transportation
Board on November 21, 2018. Following our evaluation, Union Pacific will substantively respond to your
inquiry with all deliberate speed.

Very truly yours,

Craig V. ardson
Vice Pr ent - Law
Union Pacific Railroad

402.544.7004
UNION PACIFIC RAILROAD CO.. Craig V. Righardson P 402-544-7004
1400 Douglas Street, MS 1580 Vice President F 402-501-0129

Omaha, Nebraska 68179 Law Department e cvrichar@up.com
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Second Verified Statement of
Todd Sullivan

T, My name is Todd Sullivan. I am a Managing Member with William
Sullivan and John Sullivan of Texas Railway Exchange LLC (TREX). I also serve as
President of Texas International Terminals, Ltd. (TIT), a major railroad receiver and
terminal facility located in Galveston, Texas.

2. I previously filed a Verified Statement in support of TREX’s Petition for an
Exemption under 49 U.S.C. § 10502 from the Requirements of 49 U.S.C. § 10901 (First
Verified Statement). My First Verified Statement provided background information on
TIT and its current rail operations and service, a review of the railroad service limitations
facing TIT and the negative impacts of those limitations, the business justification for the
proposed rail line construction, and related information. Much of this information is
pertinent to TREX’s Petition for Issuance of a Crossing Order Pursuant to 49 US.C. §
10901(d) (Crossing Petition) and therefore I incorporate my First Verified Statement into
this Statement by reference.

3. The purpose of this Second Verified Statement is to supplement my First
Verified Statement and provide additional factual information in support of TREX’s
Crossing Petition.

Continuing Service Issues

4, In my First Verified Statement, I described the train delivery service
difficulties TIT is experiencing because of the significant constraints Union Pacific

Railroad Company (UP) places on its reciprocal switching of BNSF Railway Company



(BNSF) trains, including, but not limited to, limited service hours, UP limiting reciprocal
switching of BNSF trains to TIT to one-half of a unit train each day, weekdays (Monday-
Friday) only; UP’s cumbersome, multi-step load-to-empty reciprocal switching process
that creates significant train turnaround delays; and UP’s refusal to accept requests for
special switches. While TIT has continued to engage in good faith communications with
UP in an attempt to improve service, the service problems have continued, as discussed
further.

5. On November 19, 2018, I sent a letter to UP describing the continuing
service problems with UP’s reciprocal switching service, and expressing concerns about
the impacts of UP’s recently announced rail labor cuts associated with its implementation
of “precision scheduled railroading.” In particular, this letter was precipitated as a result
of the response UP provided during an October 18, 2018 conference call on service after
TIT informed UP of expected increases in ethanol traffic and it inquired about UP’s
willingness to accommodate TIT special switch requests. UP responded on the call that it
would be very difficult for UP to accommodate TIT special switch requests. In my letter,
I asked UP to commit itself to performing special switches, and to taking additional
actions to improve service and minimize the need for special switches. A copy of my
letter is included in Exhibit 1 to this Statement.

6. On December 20, 2018, UP sent back a response letter simply stating that
UP “respectfully disagrees with the claims presented in the aforementioned letter,” and
denying that it had refused special switch requests. UP “encourage[d] TxIT to continue

to follow UP’s special switch process,” but provided no assurances that service would

2



improve or that UP would accommodate future TIT special switch requests with the
expected seasonal uptick in train traffic.

& UP is inconsistent with respect to its requirements, charges, and
performance of its “special switches.” As indicated by UP’s response letter, it fully
accommodated TIT’s request for a special switch in October 2018 by delivering a full
train in on October 19, 2018. A copy of UP’s response letter is included in Exhibit 2 to
this Statement. TIT is obviously pleased with UP delivering a full unit train delivery in
one day (with UP also not charging for the second half train delivery made during regular
business hours). However, on January 16 and 18, 2019, TIT was directed by UP to
request a special switch online when it was necessary for the second half of the train to be
switched by the regular local crew during normal operating hours. UP only charged for
one of the switches to compensate for a prior misdelivery of railcars, but the one switch
during normal operating hours cost our customer $3,200. UP historically has also refused
to perform switches, while other times switching over entire trains. From this, it is
evident that it is reasonable for UP to reciprocally switch a full BNSF unit train into TIT
in one day on a regular basis, during regular business hours, without the need for any
special switches if it so chooses.

8. TIT is the largest local customer on the UP’s line. In 2018, TIT received
and transloaded over 18,500 railcars. Approximately 5,000 of these are BNSF shipped
railcars. BNSF unit train service to TIT is totally dependent on UP’s reciprocal switch

service. However, these BNSF railcars are switched to TIT by UP through an inefficient,



6-step load-to-empty reciprocal switching process, with each BNSF unit train being split
into multiple smaller train cuts in each step.

TREX’s Traffic Study Confirms the Negative Impacts
of UP’s Reciprocal Service Limitations

9. As part of my First Verified Statement (at pp. 4-7), I described UP’s
byzantine reciprocal switching process, resulting in UP cutting a BNSF unit train in
multiple cuts for delivery to TIT’s loop tracks under its limited, one-half train per day
delivery service plan, during limited service hours. In my Statement, I noted that it can
frequently take four (4) to six (6) days for UP to reciprocally switch a BNSF unit train,
and in some cases, it can take up to ten (10) days.

10.  As part of its Crossing Petition, TREX has performed a detailed track
occupancy study, conducted by R.L. Banks and Associates (RLBA), utilizing actual local
train movement data recorded in June 2018. That study shows that my estimates were
fairly conservative, and that BNSF’s reciprocally switched trains have an average
turnaround time of 5.86 days, while UP trains have an average turnaround time of 0.78
days. As part of the study, RLBA performed additional studies, with each of the study
metrics confirming the significant drag on train turnaround times resulting from UP’s
inefficient reciprocal switching operations.

11.  Asreflected in the RLBA studies, with the construction and operation of
the new TREX line, the number of movements associated with BNSF-TIT trains will be
reduced from 19 to 27 to just two movements. This is because BNSF will be able to

bring in the BNSF-TIT unit trains directly to TIT’s facility in one cut. When this is not



possible, BNSF has agreed it will enter into a locomotive use agreement with TIT such
that TIT will be able to use BNSF power and bring the train into TIT’s facility in either
one or two cuts. Therefore, even when BNSF crews are unavailable or in the event TIT’s
facility is unable to immediately accept an entire unit train, the total train movements will
still be reduced from 19 to 27 movements to a total of two to four movements.

12. During RLBA’s month long traffic study, four BNSF and four UP trains
were delivered to TIT’s facility, unloaded, and dispatched/returned empty. While June
2018 had the average number of BNSF-TIT unit trains for 2018, it was below average
with respect to UP-TIT unit trains. However, the handling of these unit trains during the
month was typical, and as such the train turnaround times and operations are
representative of what typically occurs unless a special switch occurs (which decreases
train turnaround times), which is very rare. Further, the local non-TIT traffic handled by
UP on its line in June 2018 was observed by TIT personnel to have the same frequency
and was handled in the same manner as is typical, and for this reason, June 2018 is
representative of local traffic conditions in the vicinity of the proposed crossing.
However, the June 2018 data did not include the more recent deliveries to Savage Sulfur
Services Ltd., which TIT personnel has observed to receive approximately 15-30 car cuts

upwards of a few times a week, with the exact frequency and car count unknown.



New Line Construction Is Being Carefully Planned to Avoid
Interference with UP Operations Over Its Line

13.  In order for the new rail line to reach TIT, it will be necessary to cross the
track and some limited land of UP. As part of TREX’s proposed construction plan,
precautions have been taken to avoid interference with UP train operations. Construction
will be carefully staged, TREX will be using pre-fabricated diamond crossings, and, as
referenced in TREX’s construction plan, each of UP’s two crossed tracks will not be
required to be taken out of service for more than a total of eight hours at a time.

14.  TIT is UP’s largest local customer, by far. TIT receives on average slightly
less than three UP unit trains per week over UP’s local secondary line (using 2018 traffic
figures). With only approximately 16 hours of outage time of the crossed UP lines, rail
line construction will not unreasonably interfere with TIT’s receipt of traffic and its
ongoing terminal operations.

15.  TIT prides itself in its ability to efficiently receive and transload large
volumes of liquid and dry bulk commodities, and to meet customer demands, which can
vary depending on market demands and conditions. TIT coordinates closely with its
customers and the railroads to schedule and accommodate specific vessel arrival times in
an orderly manner. However, just like the railroads, and because of the nature of the
markets it serves and its operations, TIT does not operate as a precisely scheduled “just in
time” business. TIT needs to be flexible to accommodate the varying schedules of its
customers, the railroads, and vessels, and it operates 24 hours a day, 7 days a week to

meet its customers’ needs.



16.  During the limited time of construction, TREX and TIT will closely
coordinate with UP, BNSF, its customers, and vessel operators to reasonably schedule
and limit operations, as necessary, to ensure that UP traffic to TIT continues to be
received as orderly a possible. Again, TIT operates 24 hours a day, 7 days a week. The
few UP trains that might be affected during the construction period can be easily
accommodated outside of the two 8-hour construction windows. For inbound vessels that
arrive during the construction period, TIT has ample storage space for both dry bulk and
liquid commodities.

17.  Other than service to TIT, UP’s line is used to serve only three other local
customers, Sullivan Land and Cattle Co.,! M-I SWACO, and Savage Sulfur Services Ltd.
In general, this other local rail traffic is modest, as documented and confirmed in RLBA’s
traffic study. As stated within my First Verified Statement, there are approximately 50-
60 cars per week delivered to MI-SWACO and Sullivan Land and Cattle Co.

Specifically, it has been observed that MI-SWACO gets fairly regular switches of cars,
sometimes daily, and Sullivan Land and Cattle Co. receives two switches per week
(Tuesdays and Thursdays) of 3-4 cars as-needed. Also, as previously discussed, over the
past few months TIT personnel has observed that Savage Sulfur Services Ltd. has been
receiving approximately 15-30 car cuts and while it is unknown with what frequency, this

facility does not appear to require a daily switch.

! Sullivan Land and Cattle Co. is not owned or controlied by Sullivan Brothers.
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18.  TREX’s proposed line will be crossing UP’s track, but these are secondary
lines that have a limited amount of traffic and serve only the three other customers in
addition to TIT. The rail traffic to Galveston coming from the mainland, with the
exception of TIT unit trains, comes in on separate UP lines that are south of UP’s 102 and
611 lines. These separate UP lines are also used to serve the Port of Galveston, which is
exclusively served by the Galveston Railroad.

19.  UP’s 102 line, the first UP line to the north to be crossed, is used for TIT
traffic, and for rail traffic being switched from UP’s yard and the UP/BNSF interchange
yard to the other three customers located off the line. UP’s 611 line, the second UP line
to be crossed, connects to the BNSF yard and is also used for switching between BNSF
and UP. Significantly, given that UP’s 611 and 102 are primarily used for TIT traffic,
TIT and TREX will be able to work closely with UP and coordinate with UP’s local
customers to ensure UP’s other local operations and service face no unreasonable
interference during the limited construction period.

UP’s Use of Property Crossed by the Line Routings

20.  In addition to the two crossed UP lines, each of TREX’s routings require
the crossing of a modest amount of adjacent UP property, approximately 1,200 or less
linear feet. The property is undeveloped and not known to be regularly used by UP.
Also, a separate crew access area has been established by TIT (in cooperation with UP) to
provide UP full access to its lines in proximity to the proposed crossing.

21.  UP has never maintained exclusive use of its property located east of the

Pelican Island Causeway and across from TIT’s facility. On occasion, this area has been
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informally used by local contractors and neighboring facilities for parking; TIT’s private
track crosses this property; and TIT is partly responsible for maintaining this property,
and would continue to do so once TREX’s line is constructed.

22.  UP’s right-of-way that would need to be crossed west of the Pelican Island
Causeway parallels the existing TIT track. Presently, this right-of-way in part is leased
by TIT (9 feet on each side of TIT’s track), and is used as necessary by TIT to maintain
or access its private track.

New Line Operations Will Improve TIT’s Receipt of UP Trains on UP’s Line

23.  Construction and operation of the proposed TREX line will substantially
improve TIT’s receipt of both UP and BNSF unit trains. All BNSF trains, constituting
over one-fourth of the total trains received by TIT in 2018, will be moved off of the UP
line, replaced by BNSF-direct service to TIT over the TREX line. TIT’s service will
substantially improve through the elimination of the inefficient, cumbersome, and time-
intensive UP reciprocal switching service on the UP line.

24.  In addition, BNSF has requested that we make modifications to TIT’s
existing track to allow it to bring in the unit trains in one cut. TIT had reviewed this
option in October 2018, and has a bid on file for the installation of a crossover on TIT’s
loop tracks. TIT will be installing this crossover, to comply with BNSF’s request.
Additionally, this improvement will enable TIT to bring in UP-TIT unit trains in one cut,
thus extending the same benefit to UP unit train operations as will be enjoyed by BNSF
unit frains. TIT’s ability to receive unit trains of both railroads in one cut of course is

dependent upon the day-to-day status of our operations and assuming no other train is
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being unloaded. While the installation of the crossover will not increase TIT’s rail
capacity, it will promote safer and more efficient rail operations by reducing the
frequency and total time spent blocking the at-grade crossing at Port Industrial Road and
the proposed TREX/UP crossing.

25.  TIT and BNSF also plan to enter into an agreement for dedicated landing
tracks to facilitate efficient handling of BNSF-TIT unit trains.

26.  These service changes will improve service for both UP and BNSF trains as
UP will no longer need to engage in numerous reciprocal switching movements over
multiple days over UP’s line to deliver and return a BNSF train. RLBA’s study found an
average of 5.01 hours of UP crew time? were required to perform the numerous switching
moves associated with each inbound BNSF loaded unit train and the companion
outbound empty train. That time represents 55 percent of the average total crew time
(9.16 hours?) required to accomplish the inbound load — outbound empty cycle on one
BNSF unit train. I would expect that UP would apply this time saved to conducting its
other local operations.

27.  While UP has declined to enter into discussions to date, we remain
receptive and hope to reach mutually acceptable arrangements with UP regarding the
construction and operation of the crossing to ensure that both BNSF and UP trains are

handled and processed as efficiently as possible.

2 TREX — RLBA Operations Report, Exhibit 3 - 16 “Crew Time by Handling
Crew for BNSF Unit Trains (June 2018).”

? TREX - RLBA Operations Report, Exhibit 3 — 16 “Crew Time by Handling
Crew for BNSF Unit Trains (June 2018).”
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Customer Confirmation of the Improved Service that Will Result
from the Construction and Operation of the TREX Line

28.  The fact that the construction and operation of the TREX Line will not
interfere with UP’s operations is confirmed by major TIT customers, who ship on both
UP and BNSF. In my First Verified Statement, [ included support letters from Valero
Marketing and Supply Company (at Exhibit 3) and International Raw Materials, Ltd.
(IRM) (at Exhibit 4). Both customers support the project as a means of providing more
efficient and predictable service for deliveries by both carriers. Another customer,
Intrepid Potash, Inc. (Intrepid) has expressed concerns over UP’s limited service hours
and inefficient reciprocal switching service of BNSF trains, and its refusal to perform
additional special switches when needed. Intrepid supports the project “because it will
help make rail service to TIT more efficient and improve train turnaround times.” A
copy of the Intrepid letter is included as Exhibit 3 to this statement.

29.  Several other major TIT customers that exclusively use UP for their
shipments to TIT, Archer Daniels Midland Company (ADM) and Solvay Chemicals, Inc.
(Solvay), confirm that service on the UP’s crossed line will significantly improve with
the construction and operation of the TREX line. In particular, ADM agrees that
construction and operation of the new line “will translate to better and more dependable
service” and that the new line “will result in more fluid operations and reduced transit
times as well as the ability to predict shipments and transportation costs.” Solvay also
agrees that construction and operation of TREX’s line will eliminate “time consuming”

UP reciprocal switching that “can cause undue delay” and lead to improved, more

11



efficient rail service to TIT’s facility, and this will benefit TIT’s UP-served customers.
Copies of the ADM letter and the Solvay letter, respectively, are included as Exhibit 4
and Exhibit 5 to this statement.
TREX Will Compensate UP for the Crossing

30. TREX recognizes that the governing crossing statute requires TREX to
“compensate” UP for the crossing. TREX also recognizes that the Board prefers parties
to reach agreement between themselves prior to seeking Board determination of the
proper compensation. TREX will negotiate in good faith with UP in an attempt to reach
an agreement to provide compensation at fair market value consistent with the STB’s
rules for the underlying property in an attempt to avoid the need for the Board to establish
appropriate crossing compensation,

TREX Seeks Expedited Consideration By the Board

31. TREX is seeking expedited handling of its petitions filed with the Board.
Granting the Construction and Crossing Petitions as the earliest possible date will enable
TREX and its customers to be able to obtain the benefits of improved, direct competitive
service as soon as possible. TIT is on track to have an extremely busy year. Based on
January 2019 data, it is handling trains in and out of the facility expeditiously and TIT’s
operations personnel have done a superb job of handling competing customer demands
and maximizing our transload and storage operations. It should be noted, the original
projected volumes for 2018 were higher than the actual amounts, as rail traffic to TIT is

subject to customer demands and market conditions.
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32.  However, while TIT is able to maximize its transload operations when
everything is going well, it remains vulnerable to UP’s reciprocal switching service for
BNSF-TIT unit trains, which UP has maintained is “voluntary.” Slow and erratic train
turnaround times are continuing unabated for our BNSF customers. Expedited approval
will help improve rail service reliability and certainty. Expedited consideration will also
help assure major existing BNSF- and UP-served customers including Valero, IRM,
Intrepid, ADM, and Solvay that existing, longstanding service issues are being addressed
and will be permanently resolved as soon as possible.

33.  Expedited consideration of TREX’s two petitions is also important to both
existing and potential new TIT customers because TIT’s customers typically plan their
terminal service arrangements and commitments with long lead times, and are extremely
sensitive both to reliability and price. The continued uncertainty of BNSF access and
reliable rail service to TIT is a critical issue that impedes TIT’s ability to market its
services and reach continuing and new agreements with customers.

34. In addition, while the use of pre-fabricated diamond crossings will enable
the installation of crossings in a manner that will eliminate almost all interference with
UP operations, as referenced in my First Verified Statement, the crossing diamond
manufacturing process takes significant lead time, and is both capital and time intensive.
For the diamonds, we plan on using a manufacturer that currently supplies Class I
railroads. In fact, we recently entered into an agreement with a manufacturer that will
allow us to begin the engineering work separately, so that we will can shorten the time

required for the delivery of the diamonds. However, this agreement requires TREX to
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cover the engineering costs if the diamond order is not cancelled by July 2019, or when
the manufacturer begins the engineering work. We also cannot share the manufacturer’s
engineering plans with other vendors. As a result, a decision by the Board is required by
the end of June 2019, for TREX to be able to avoid substantial financial penalties, risk of
losing our place in line with the diamond manufacturer, and project delays.

35.  For all of these reasons, and those stated in my First Verified Statement, I
urge the Board to promptly review and grant TREX’s Construction and Crossing

Petitions.
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VERIFICATION
I, Todd Sullivan, verify that I have read the foregoing Statement, know the
contents thereof, and that the same are true as stated to the best of my knowledge,
information and belief. Further, I certify that I am qualified and authorized to file this

statement,

Todd Sullivan
Managing Member
Texas Railway Exchange LL.C

Executed on February li 2019
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Via Fedex Overnight

November 19, 2018

Ms. Kari Kirchhoefer

Vice President Customer Care & Support
1400 Douglas Street

Omaha, NE 68179

KaKirchhi@ UP.com

Re:  Texas International Terminals. UP Reciprocal Switching Service

Dear Ms. Kirchhoefer:

Texas International Terminals Ltd. (TIT) and Union Pacific Railroad Company (UP) staff
recently had a conference call on October 18, 2018 to discuss operations and the current and
expected continuing seasonal increase in ethanol traffic at TIT. The purpose of this letter is to
express TIT’s continuing concerns over deficiencies in UP’s reciprocal switching service for the
receipt of BNSF Railway Company (BNSF) trains by TIT, and to seek ways to improve that
service for the benefit of TIT, UP. and our customers.

As an initial matter, UP’s limited weekday service continues to hamper its reciprocal
switching service. Also. while UP previously indicated that it would honor TIT®s after hours
special switching requests that are timely made, unfortunately, that has not occurred in practice.
While UP representatives at our recent meeting did not directly state that it will continue to
refuse to perform special switches, they responded that that it would be very difficult for UP to
accommodate the requests on weekends, and even more difticult on weekdays.

Most recently, in response to a request made 72 hours in advance by TIT on October 18,
2018 for additional switching services, UP cited a “lack of resources,” the same excuse that UP
has continued to use in denying almost all special switches made by TIT. UP has made no
attempt to improve the situation even though UP is aware of TIT’s ongoing need for the
switching. and even though TITs special switching requests are timely made. and in full
compliance with all UP policies and rules. This denial of service is especially concerning given
UP’s recent announcement that it will be cutting 475 jobs in the fourth quarter as it continues to
implement precision scheduled railroading. The reciprocal switching service UP provides for
TIT is already inadequate, and if the labor cuts and operational changes adversely affect TIT’s
service further. it would have significant. additional negative impacts on TIT and its customers’
businesses.
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To be clear, TIT is pleased that UP has agreed to discuss with TIT possible service
options, and would like to engage in further discussion to maximize the number of switches for
our customers. However, because UP continues to decline to commit to performing full unit
train reciprocal switches, or to operating its railroad 24 hours a day and/or seven days a week. it
is especially important that UP reasonably accommodate T1T s requests for special switches (at
TIT’s expense).

To address the situation, TIT respectfully requests that UP commit itself to accepting and
performing special switches on request, with reasonable notice, including at night and on
weekends, Additionally, TIT seeks to work with UP on establishing a mutually beneficial
schedule of operations and procedures to ensure that TIT’s demands for UP reciprocal switching
of commodities such as ethanol are adequately met. and to maximize system throughput and
minimize the need for special switches. We appreciate your attention to this matter, and look
forward to your prompt response.

Sincerely,

/ o in-r/g DSTD

Todd P, Sullivan
President
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December 20, 2018

Mr. Todd Sullivan

Texas International Terminals
4800 Port Industrial Road
Galveston, TX 77554

Todd:

The below is in response to your November 19 letter addressed to Kari Kirchhoefer, in relation
to local interline service and special switch performance, and as a follow up to our December
10th phone call.

We have reviewed our data and Union Pacific (UP) respectfully disagrees with the claims
presented in the aforementioned letter.

We understand that Texas International Terminals (TxIT) has concerns surrounding UP's
reciprocal switching service. However, in reviewing the special switches requested via the UP
service issue process, we found only one special switch request in the last 6 months, dated
10/18/2018.

The request on 10/18/2018 stated “TIT would like to request the balance of the U MNSGAT7 12
remaining at UP/BNSF interchange in Galveston, TX to be Placed at TIT 10/21/18 at 1200hrs.
The first 54 cars will be placed at TIT tomorrow morning and as such i will not be able to provide
car numbers until such time. Should you have any questions please contact me Krista Hall at
409-682-8475."

Instead of providing the special switch on 10/21/2018, as requested, Union Pacific provided two
switches on 10/19/2018. In this situation, we do not view our performance as a failure, but rather
a success as you received all of the cars requested in the special switch on 10/19/2018.

Moving forward, we encourage TxIT to continue to follow UP’s special switch process which
includes allowing (when feasible), proper notification of your needs 36 hours in advance of the
desired service day. Following our outlined process allows us to understand better TxIT needs
and accommodate additional service when resources are available.

Sincerely,

(Boakl P o

Brad Moore
Vice President Customer Care & Support

UNION PAGIFIC CORPORATION Brad Moore P 402-544-95043
1400 Douglas Street, Stop 1480 VP Customer Care & Support 7 402-501-2266
Omaha, Nebraska 68179 € bsmooref@up.com
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Denver, CO 80202

303.996.3008
January 29, 2019
The Honorable Ann D. Begeman The Honorable Patrick J. Fuchs
Chairman Board Member
Surface Transportation Board Surface Transportation Board
395 E Street, S.W. 395 E Street, S.W.
Washington, D.C. 20423 Washington, D.C. 20423
The Honorable Martin J. Oberman
Board Member
Surface Transportation Board
395 E Street, S.W.

Washington, D.C. 20423

Re: Docket No. FD 36186, Texas Railway Exchange LLC —
Construction and Operation Exemption — Galveston County, TX

Dear Chairman Begeman and Board Members Fuchs and Oberman,

Intrepid Potash, Inc., through its subsidiary Intrepid Potash — New Mexico, LLC (together herein, “Intrepid™)
urges the Surface Transportation Board (Board) to approve the Texas Railway Exchange LLC’s (“TREX’s”)
proposed new rail line in Galveston, Texas.

Intrepid is dedicated to delivering high quality minerals for use in agriculture, animal feed, and the oil and gas
industry. We are the only U.S. producer of muriate of potash, which has both agricultural and industry
applications. QOur promise to customers is that we will deliver “high quality products on time, in full and ata
fair value, regardless of market conditions.” This promise requires Intrepid to be selective and to have
transportation partners, such as the Texas International Terminals (“TIT”), which are equally committed to
providing customers with efficient and reliable transportation service. In 2019, Intrepid expects to ship
approximately 50,000 of Sulfate of Potash Magnesia on the BNSF Railway (“BNSF”’} and its railroad
connections to TIT.

Intrepid supports TREX’s proposed construction because it will help make rail service to TIT more efficient
and improve train turnaround times. Presently, all shipments from BNSF to TIT must be reciprocally
switched by the Union Pacific Railroad Company (“UP”), resulting in unnecessary inefficiencies and delays
due to UP’s complicated train switching activities and limited service hours. Intrepid is also aware of at least
a couple instances where the UP has refused to perform additional switches for the benefit of Intrepid and
other TIT customers, and this has resulted in longer train turnaround times. By providing a direct connection
between BNSF’s Valley Yard and TIT’s loop track, TREX’s proposed construction will simplify and
streamline operations, and improve competitive rail service to the benefit of Intrepid, the railroads, other
shippers, and the public.

Intrepid appreciates the Board’s consideration, and respectfully requests that the Board approve TREX's

proposed track construction.
Si]ferely, /0
’ ;(j(. / ‘

Mark McDonald
VP Sales and Marketing
Intrepid Potash, Inc.
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Chnistopher L. Boerm Archer Daniels Midland Company

President ADM Transportation North Amerncan Headquarters
PO Box 1470
/ Decatur. llhnors 62525

1{217) 424 5200
ADM

ADM.COM

247078

ENTERED
Office of Proceedings
February 7, 2019
Part of

January 15, 2019

The Honorable Ann D. Begeman The Honorable Patrick Fuchs Public Record
Chairman Board Member

Surface Transportation Board Surface Transportation Board

395 E Street, S.W. 395 E Street, S.W.

Washington, D.C. 20423 Washington, D.C. 20423

The Honorable Martin J. Oberman

Board Member R
Surface Transportation Board Sl | T
395 E Street, S.W.

Washington, D.C. 20423

Re:  Docker No. FD 36186, Texas Railway Exchange LLC ~
Construction and Operation Exemption — Galveston Coynty, TX

Pear Chairman Begeman and Board Members.Fuchs and Oberman,

Archer Daniels Midland Company (ADM) respectfully requests that the Surface Transpoﬂéﬁon'l?;oard'approve the Texas
Railway Exchange LLC’s (TREXs) petition for an exemption to construct and operate arail line in Galveston, Texas in
Docket No, FD 36186.

ADM is one of the world’s largest agricultural processors and food ingredient providers, with over 32,000 employees,
operating in six continents and more than 170 countries. ADM delivers food ingredient products such as oils and meal from
soybeans, cottonseed, canola, peanut, and com germ, as well as animal feed and biofuels. Presently, ADM ships over thirty
(30) ethanol unit trains per year 1o the Texas International Terminals (TIT) on the Union Pacific Railroad Company and its
railroad connections from its processing plants,

TREX’s proposed rail line construction will benefit ADM because it will allow TIT to make efficiency gains that will translate
to better and more dependable service for all of its customers. TIT will be in a position to better project and coordinate rail
operations, which will result in more fluid operations and reduced transit times as well as the ability to predict shipments and
transportation costs.

In summary, ADM.urges the Board to apprave TREX's proposed rail construction in order to enhance the market and abilities
for rail transportation through this facility.

Sincerely,

(LEATE e,

Christopher Boerm
President - ADM Transportation
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SOLVAY

December 6th, 2018

The Honorable Ann D. Begeman
Chairman

The Honorable Deb Miller
Vice Chairman

Surface Transportation Board
395 E Street, S.W.
Washington, D.C. 20423

Dear Chairman Begeman and Vice Chairman Miller,

Solvay Chemicals, Inc. (Solvay) is writing to request that the Surface Transportation Board approve the Texas
Railway Exchange LLC’s (TREX’s) petition for an exemption to construct and operate a rail line that will
provide a direct connection between BNSF railway (BNSF) and the Texas International Terminals (TIT) in
Galveston, Texas in Docket No. FD 36186.

Solvay is a materials and chemicals company that develops and distributes chemical products to customers
across the United States and throughout the world. Its supply chain is key to its success. TIT is one of
Solvay’s distribution points, and we ship upwards of twenty-four (24) unit trains per year of soda ash to TIT
on the Union Pacific (UP) and its railroad connections from Green River, WY,

We believe that TREXs proposed construction project will result in efficiencies to terminal operations and
resources. Switching and extra switching services currently performed by the UP for BNSF Railway (BNSF)
unit trains to TIT s facility are time consuming and can cause undue delay. As a large distributor of chemical
products to customers around the world, Solvay benefits from its vendors, such as TIT, being able to provide
efficient, predictable, and reliable service. TITs efficiency gains will resuit in lower facility costs, better
operations, and better service for all of its customers, including Solvay.

In summary, although Solvay will continue to ship on the UP, it expects to benefit from TREX’s proposed
track construction because it will make rail service to TIT’s facility more efficient, which will benefit TIT’s
customers. As such, we respectfully request that the Board approve TREXs proposed track construction.

Sincerely, é/
Michael Lacey

President

Solvay Chemicals, Inc.

Solvay Chemicals, Inc.

3737 Buffalo Speedway, Houston, Texas 77098-3007
P.O. Box 27328, Houslon, Texas 77227-7328

Tel: 713.525.6000 www.solvay.com
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BEFORE THE
SURFACE TRANSPORTATION BOARD

FINANCE DOCKET NO. 36186 (Sub No. 1)

TEXAS RAILWAY EXCHANGE LLC-
PETITION FOR CROSSING AUTHORITY UNDER 49 U.S.C. § 10901(d)

SECOND VERIFIED STATEMENT OF

R. LEE MEADOWS, Jr.

ON BEHALF OF

TEXAS RAILWAY EXCHANGE LLC

DATED: February 20, 2019



1. Introduction

My name is R. Lee Meadows, Jr. I am an independent contractor, and Director,
Transportation Engineering for R.L. Banks & Associates, Inc. My business address is
P.O Box 84, Williamsville, Virginia 24487; my home office address is 16169 Indian
Draft Road, Millboro, Virginia 24460. A statement of my qualifications appears in my
first Verified Statement filed with the Surface Transportation Board in Docket No. FD
36186 on November 21, 2018.

This purpose of this Second Verified Statement is to describe the extent to which
the TREX proposed track would be constructed on UP property, the manner in which it
would be constructed and the approximate amount of time that would be required to
complete the construction,

II. TREX Project Site Description

TREX proposes to construct a new common carrier rail line that is approximately
2,823 feet' in length from the BNSF’s Valley Yard to the TIT’s industry loop track (as
measured along proposed alignment, Blue Route — Alternative “B”) at Galveston, Texas.
II1. Description of Propesed Track Alignment with Regard to UP Property

There are four proposed routings for this project: the Green Routes (A and B) and
the Blue Routes (A and B). Maps depicting the four proposed alignments are attached

hereto as Exhibits 1-4%, and site vicinity maps are included as Exhibit 5.

! The length provided for in the Construction Petition was slightly shorter. The correct
length is approximately 2,823 feet.

2 Exhibits 1-4 are the same as those included with my first Verified Statement.
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All four routings would traverse UP property at the diamond crossings of UP and
TIT track (Table 1 - 1, Segment Number 1) and between the Pelican Island Causeway
and the proposed Port Industrial Road grade crossing (Table 1 — 1, Segment Number 3).
The segments and distances over which TREX would traverse UP property are presented
below in Table § — 1:
Table1 -1

Distances of Proposed TREX Right-of-Way Segments on UP Property®

Distances (Feet)
Segment
Number TREX Right of Way Segment on UP Property Green A | GreenB | Blue A Blue B
1 TREX diamond crossing of UP and TIT tracks 233 233 233 233
{underlying land is owned by UP)
2 Clearance point northeast of TREX diamond --- --- 370 370
crossing to the Pelican Island Causeway
3 Pelican Island Causeway to Part Industrial Road 315 590 344 600
Total distance on UP property 548 823 947 1,203

The only significant difference in the UP property crossing distances between the
Green and Blue routings from the BNSF Valley Yard to the Pelican Island Causeway is
the portion of track west of the Pelican Island Causeway to where it crosses the existing
TIT and UP tracks. As reflected in Segment 2 in Table 1 — 1 above, and illustrated in the
maps in Exhibits 1 and 2, the TREX Green routings would not traverse UP property

because they would lay north of UP’s right-of-way.

3 RLBA e-workpaper “# TREX Conceptual Operating Plan Matrix BNSF xlsx,” tab
“Distances along TREX,” cells A15:F20.

<5 o




Segment 1: TREX Diamond Crossing of UP and TIT Tracks

After exiting BNSF’s Valley Yard northward, TREX would enter UP property and
would cross the first two tracks owned by UP at an angle of 20 degrees and 09 minutes
and 30 seconds and continue across the last (northern-most) track, owned by TIT, with a
crossing diamond of the same angle.* At this point, the UP right-of-way is approximately
80 feet wide.

As stated in my first Verified Statement, construction of the diamond crossings
would have minimal impact upon UP operations because the diamonds could be installed
within one, 24-hour work window, or three eight-hour work windows. The arrangement
of such work windows among railroads which would share use of a joint facility is
common practice in the railroad industry. I expect during construction, that construction
forces and material would occupy UP’s track and right-of-way at a distance of 15 feet
either side of the centerline of the TREX alignment where the diamonds would be
installed, except for final surfacing of the diamonds along the UP tracks where track
surfacing machinery to include tampers and ballast regulator will occupy each track for
several hundred feet either side of each diamond for approximated one to two hours.
Proceeding northeastward from the crossing, the track alignment (all four routes) leaves
the UP right-of-way and the Green Routes and Blue Routes diverge. Additionally, when
track construction commences, the UP access road will be maintained at all times to

protect and facilitate UP train crew access.

4 Meadows V.S, pp. 5 —6.



Segment 2: Clearance Point Northeast of TREX Diamond Crossing to the Pelican
Island Causeway: Green Routes Different from Blue Routes, with Green Routes
Encroaching More onto City Property and Wetlands

Green Routes (A and B)

The Green Routes, having exited from UP’s property, do not traverse UP property
in Segment 2. Proceeding eastward from the diamond crossings, the Green Routes re-
enter UP property at Segment 3 (see Table 1 - 1).

Blue Routes (A and B)

The Blue Routes from the crossing leave UP property, curve to the right and head
eastward. They are located south of the Green Routes and are closer to the existing TIT
track (Track # 756). They re-enter UP property slightly west of the Harborside
Drive/Route 275 overpass. See Exhibits 3 and 4. The Blue Routes would traverse
approximately 370 feet of UP property in Segment 2.

Segment 3: Pelican Island Causeway to Port Industrial Road

Both the Blue and Green Routes converge as they cross under the Pelican Island
Causeway, the same bridge where the existing TIT Track 756 and UP tracks cross under
the Causeway. East of the Causeway, the A and B Alternates of the Blue and Green
Routes then diverge and enter UP property Segment 3 (see Table 1 — 1) at different
points, with the “A” Alternates trending more north-northeast in an effort to minimize the
amount of track on UP’s property; whereas the “B” Alternates parallel the existing track
(TIT Track 756) in an effort to minimize the overall impact to UP’s property, by keeping

all track crossing the property at one location.



In-Total, “A” Alternate Routes vs. “B” Alternate Routes
Green and Blue “A” Routes

The A Routes are the alternatives located as far as possible from the existing track
and were designed to cross as little of UP’s property as possible. It was not possible to
avoid UP’s property altogether or to locate TREX’s track further away from the existing
track without running into issues of vertical clearance because of the existing bridges.
The A Routes reduce the amount of UP property crossed by approximately 250-275 feet.
Specifically, Green Route “A” Alternate crosses UP’s property from stations 3+55 to
5488, & 17+80 to 20+95, for a total of 548 feet; and Blue Route “A” Alternate crosses
the UP’s property from stations 3+55 to 5+88, 11+50 to 15+20, & 17+80 to 21424, fora
total of 947 feet.
Green and Blue “B” Routes

The B Routes from the Pelican Island Causeway heads northeast and parallel the
existing industry track to TIT’s loop track. This routing is being proposed because it is
likely to minimize the impact to UP’s property. However, this routing is also longer and
requires more track to be installed on UP’s property. See Exhibits 2 and 4. Specifically,
Green Route B crosses the UP’s property from stations 3+55 to 5+88, & 17+80 to 23+70
for a total of 823 feet; and Blue Route B crosses the UP’s property from stations 3+55 to

5+88, 11+50 to 15+20, & 17+80 to 23+80, for a total of 1,203 feet.



1V. Description of Track Construction

Prior to construction, a registered land surveyor will survey, mark, and generate a
certified survey and provide a legal description of TREXs right-of-way for the proposed
construction and crossing. Copies of the survey and final track plan will be provided to
TIT, BNSF, and UP for review.

The estimated construction times are conservative and assume that all segments, as
described below, will be constructed separately. However, track construction may occur
simultaneously along different points of the proposed route, which would reduce the
overall construction time required and impact on UP’s operations. A construction
schedule wili be provided two weeks prior to the commencement of construction
activities to TIT, BNSF, and UP for review.

Based on the survey of the existing rail section of affected UP tracks, the rail
section for construction will be 115RE, except for the turnout for the east connection to
TIT’s loop track, which will be 136RE.

All grading, drainage, and casing pipes will be installed using best construction
methods and as appropriate for the projected volume and traffic. All grading, drainage,
and casing pipe will be installed to meet UP construction standards, provided that UP
makes these available to the contractor. After grading and drainage has been completed,
TREX or its private contractors will make the site available for inspection by BNSF, TIT,
and UP. After grading and any drainage has been approved by BNSF, TIT, and UP, or
alternatively, after the site has been made available for inspection for a period of 48 hours

with 48 hours prior notice, track construction will commence.
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BNSF Valley Yard to Crossing

The first segment of track to be constructed will be the section from the BNSF
Valley Yard to the crossing. Prior to track construction, the grading contractor will
prepare the track roadbed grade by installing pipe at the track crossing (Sta. 2+00) to
(Sta. 3+00) between BNSF Valley Yard and UP right-of-way and place sub-ballast.
TREX or BNSF will install No.9 LH Turnout at Sta. 0+00 as first track work step for
construction on the project. TREX or BNSF personnel and/or contractors would then
construct track by laying track panels or laying out ties and rail and spiking track up to
the UP right-of-way at approximately Sta. 3+55. Ballast can be dumped from a railcar
and the track surfaced short of Sta. 3+50. None of this track construction would interfere
with train operations on the TIT or UP tracks. The construction of this track first will
facilitate surfacing of the diamonds in the north-south direction.
Installation of Diamonds

Installation of the diamonds will occur after the first segment of track as described
above is constructed. The diamonds themselves are on the critical path and will likely
drive the construction timeline as the manufacturing lead time for diamonds (steel
components only) is 46 to 54 weeks. The diamonds will be ordered and provided by a
manufacturer of diamonds that is presently a certified vendor for a Class I Railroad. The
remaining diamond material would be wooden crossties with a very short delivery time.
Once the diamonds arrive onsite, an off-track crane (consisting of a crane of sufficient
capacity to lift each constructed diamond with crossties aftached to the southernmost UP

track) will be used to unload the components of the diamonds in the area south of



Harborside Drive from the truck or railcar. Each diamond will be assembled and the
respective crossties installed.

It is expected that installation of the diamonds will have minimal impact on UP
train operations. Diamond installation will only require an estimated window of twenty-
four (24) hours in total, with each diamond taking approximately eight (8) hours to
install. The steps for diamond installation are as follows:

1. Once the diamonds are assembled, TREX’s contractor, in cooperation with
UP, will measure the length of each of the diamonds in the east-west
direction, locate these same measurements on both rails based on the
surveyor’s centerline, make four saw cuts on the existing ratl, drill rail
ends, and then bolt on joint bars.

2. Starting with the southernmost track, joint bars, track panel and sufficient
ballast will be removed from the slot to accommodate the diamond such
that the diamond can be aligned with the existing track. This process will
then be repeated on the center and northernmost tracks.

3. Once the diamond is inserted, joint bars and bolts will be used to connect
the diamond with the existing track.

4. A backhoe or end-loader will place new ballast that has been stockpiled
onsite into the diamond slot.

5. The east-to-west rails on the diamond will then be jacked with track jacks
and the crossties tamped with air tampers, hydraulic tampers, or a backup

tamper.



Between diamond installations or concurrently, TREX’s contractor, in cooperation
with UP, can construct track by laying out ties and rail between the BNSF track and the
first diamond installed. As the diamonds are constructed it will also be necessary to
construct the track between the diamonds.

Construction of Track between Diamonds and the Roadway At-Grade Crossing

TREX’s contractor likely would stage material and equipment to support
construction of Segments 2 and 3 primarily in the northwestern corner of UP’s property
that is east of Pelican Island Causeway and along the proposed alignment as needed
during construction.

Construction would involve activities typical of installing track in the subject
territory including excavation and grading of sub-grade, placement and installation of
crossties, placement and grading of stone ballast and rail, and surfacing and tamping of
the track. Additionally, construction of the Blue Routes in Segment 2 would involve
installation of retaining structure for roadbed to protect the railroad right-of-way from
water drainage areas which are adjacent to the right-of-way to the north.

Construction of the Blue Route in Segment 2 would occur proximate to TIT Track
756, which is used by TIT crews to serve its facility, and by UP crews to serve TIT as
well as other customers MI Swaco and Sullivan Land and Cattle Co. In Segment 3, the
Green B and Blue B Alternates would be similarly proximate to Track 756.
Consequently, TREX’s contractor would employ all appropriate standard railroad safety
procedures to ensure the safety of its personnel and that of TIT and UP crews and

equipment should construction occur during times when TIT and UP crews operate.
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TREX and its contractor would coordinate construction with TIT and UP to minimize
interference with those operations during the approximately 13-day period required to
complete construction of Segments 2 and 3.

Installation of At-Grade Crossing and Turnout

Concurrent with or prior to the work above, TREX’s contractor will install the
turnout in the TIT loop track. The A Routes will use a No. 15 left hand turnout, and the
B Routes will use a No. 11 Left hand turout. Following the installation of the turnout,
TREX’s contractor will install track from the turnout to the proposed grade crossing at
Old Port Industrial Road. TREX’s contractor will then construct a track panel (rail of
sufficient length to clear the edges of the grade crossing spiked down to ties).

Prior to installation of the track panel for the at-grade road crossing, a traffic plan
for a temporary traffic bypass or detour will be established in coordination with the City
of Galveston. With the necessary traffic plan in place, TREX’s contractor will begin
installation by saw cutting the asphalt paving a sufficient width to fit the track panel.
Next, the contractor will excavate from the top of the asphalt to the subgrade a minimum
of 24 inches, assuming this will leave a subgrade of 6 inches. If necessary, the contractor
will excavate an additional 6 inches and install 6 inches of compacted sub-ballast.
Mainline ballast will be placed in the excavation to a depth of 8 inches.

The track panel will then be placed in the roadway and the track will be connected
to the track north of the roadway. The track will be surfaced with an on-track tamper

adding additional ballast to bring the surface of the track to the design elevation. The
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roadway will then be infilled with 3 to 5 inches of stone and covered with a temporary
layer of hot mix asphalt.

Once the track surface is prepared, precast concrete crossing panels will be
installed while providing for one lane of vehicle traffic over the crossing until both sides
are installed. A final layer of asphalt paving will be installed one lane at a time while
maintaining vehicular traffic to provide a smooth transition over the track. Prior to
placing the crossing in service, appropriate signage will be installed in coordination with
the City. Of note, is that the track will require resurfacing after sufficient train traffic has
crossed in order to maintain the relative elevation of the track. After the at-grade
crossing has been constructed, TREX’s contractor will construct the track west-to-
southwest to the location of the diamond crossings.

In total, it is expected that the construction of TREX’s track could be constructed

over a period of 14 days as summarized for each Route and Alternate below in Table 1 —

2.
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Table2 -1
Approximate Construction Time for which Impacts UP Property

By Route and Alternate®
Approximate Time for Construction by Route
and Alternate (Days)
Segment
Number TREX Right of Way Segment on UP Property GreenA | GreenB Blue A Blue B
1 TREX diamond crossing of UP and TIT tracks 1 1 1 1
{underlying land is owned by UP}
2 Clearance point northeast of TREX diamond - - 6 6
crossing to the Pelican Island Causeway
3 Pelican Island Causeway to Port Industrial Road 7 7 7 7
Total Time for Construction 8 8 14 14
Notes:
{ 1) Assumes all diamonds installed during one 24-hour window instead of three separate 8-hour windows.

V. Inspection of TIT Track

As part of my evaluation of the TREX construction plan, I inspected TIT’s tracks
to ensure that the primary operating plan, which has BNSF unit trains delivered directly
to TIT’s loop tracks, is feasible. Based on my evaluation of TIT’s loop tracks, it will be
possible to either move or install a new crossover, and this will allow both BNSF and UP
unit trains, with the longest projected train being 6,930 feet, to be delivered directly to
TIT’s loop tracks.

V1. Maintenance

TREX will be responsible for maintaining its track. It will need to either perform

or contract for regular maintenance of the track from the clearance point at the BNSF

Valley Yard to the clearance point at the TIT loop track. Monthly track inspections as

3 RLBA e-workpaper “Table of Construction Times by Segment for 2" VS xIsx,” tab
Base, cells B5:G14.
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required by FRA regulations will be performed. The newly constructed track will also
need to be surfaced on the second or third year after construction and every five to seven
years thereafter. The surfacing will be conducted over one to two days, depending on
whether additional ballast is required. When any track maintenance is being performed
there will be a watchman lookout on each end of the track and flag protection. A flagger
will also be used for all maintenance work that involves construction and is performed
within 25 feet of a UP track or a track that is operated on by the UP.

It is expected that regular track maintenance will not conflict with local UP
operations, but when non-emergency work is performed adjacent to UP property TREX
will provide 24-hour advance notice and will, if possible, schedule all work to be
performed outside of normal UP local operating hours and/or on weekends.

TREX as the junior railroad will be responsible for both the installation and
maintenance of the crossing and, if necessary, any signals. As with installation, TREX
expects that UP will prefer its crews to maintain the signals on its property and the
crossing of its track in the east-west direction, and in such case, UP will be reimbursed by
TREX for its costs. Likewise, if UP prefers, or TREX (or its contractor) somehow faces
track access constraints, TREX would agree that UP or a UP certified vendor could
perform this maintenance and be reimbursed by TREX. Due to the configuration of the
crossing, any surfacing work on the two southern diamonds that are on UP’s track and
the diamond on TIT’s track, will need to be coordinated with UP to minimize operating
interference. TREX will coordinate with UP to minimize any such maintenance

disruptions, including attempting to schedule surfacing of the diamonds by the carriers in
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each direction to be performed around the same time. TREX expects that the scheduling
for maintenance of the crossing and notice requirements to be provided for as part of a
Joint Facilities Agreement with UP.
V1. Conclusion

In summary, TREX’s track has been carefully designed to provide a reliable and
efficient connection between BNSF’s Valley Yard and TIT’s Loop Track, and will be
constructed to minimize interference with existing UP local switching operations and
infrastructure, With adequate notice to UP and coordination with BNSF, TREX will also

be able to minimize any negative effects on UP operations during the construction period.
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VERIFICATION
I, R. Lee Meadows, Jr.. verify under penalty of perjury that I have read my

Verified Statement, that | know the contents thereof, and that the same are true and

correct. Further, I certify that [ am qualified and authorized to file this Verified

Statement.

Bt

R. Lee Meadows, Jr.

Executed on February 20, 2019
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I. INTRODUCTION

R.L. Banks & Associates, Inc. (RLBA) was retained by the Texas Railway Exchange, LLC
(TREX) to develop construction and operating plans for TREX’s proposed rail line in Galveston
County, Texas.! TREX’s proposed rail line, as presented in its petition for exemption filed with
the Surface Transportation Board (STB) on November 21, 2018 in FD 36186, will provide a
direct connection from the BNSF Valley Yard (BNSF Yard) and the Texas International
Terminals (TIT), and will cross Union Pacific Railroad (UP) track. This Operations Report to
be filed with TREX’s Petition under 49 U.S.C. § 10901(d) for a crossing order was prepared to:
(1) provide an overview of existing operations at the proposed crossing; (ii) evaluate potential
interference with UP traffic; and (iii) supply a draft operating plan. The scope of work and
summary of conclusions is set out below, followed by the railroad operations analysis.

A. Scope of Work

RLBA'’s evaluation of rail operations for TREX’s proposed rail line in Galveston County,
Texas, included a field visit, detailed review and evaluation of train data, communication with
BNSF Railway (BNSF) operating personnel, coordination regarding the draft construction plan,
and review of the draft engineering drawings. Specifically, RLBA’s evaluation of the existing
and future rail operations included:

1. Analyzing the operations by which BNSF and UP currently serve TIT’s facility in

Galveston, TX

' John W. McLaughlin, RLBA’s Director of Network Solutions, is the principal investigator and
analyst of railroad operations in this engagement for TREX and is the author of this report. Mr.
McLaughlin’s resume is provided in Appendix 1-1.
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2. Developing an operating plan by which BNSF would operate over the TREX
proposed track to serve the TIT facility and comparing that operation with the
operation currently experienced by TIT;

3. Analyzing current train operations in the area at which the TREX proposed track
would cross three existing tracks at grade (two of them UP’s tracks, and one of them
TIT’s track) and determining the likely impact upon UP operations; and,

4. Constdering the manner by which the three diamond crossings would be constructed
and installed, and determining the likely impact of that work upon UP operations.

B. Summary of Conclusions

Based upon the above-described analysis, RLBA finds:

1. Construction of the TREX track will result in significant operational efficiency gains
for BNSF and TIT. By operating directly to and from TIT over the TREX proposed
track, the inefficient, delay-inducing reciprocal switch service by UP will be
eliminated, and dwell time and switching incurred by TIT will be significantly
reduced.

2. Construction of the TREX track will result in a significant decrease in train
movements associated with each BNSF — TIT unit train, which will result in more
efficient rail operations in the form of reduced crew time and possibly reductions in
locomotive operating times. Under the proposed operating plan, the average number
of train movements (switching and lite power) associated with a BNSF unit train

would decline 91 percent from 23 moves per train to 2.2

2 RLBA Operations Report, Section III Train Operations Serving TIT, Exhibit 3 — 23, Train
Movement Counts: BNSF / TREX Proposed Operations of BNSF Unit Trains Compared with
June 2018 Operations, see Footnote 4.
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3. Operations over the TREX track at the proposed crossing will only have a minimal
impact on UP operations. A review of current train operations indicates that there is
more than enough time when no trains are operating at the proposed crossing location
to easily accommodate, and without material interference to UP, the operation of
BNSF — TIT unit trains across the proposed crossing. The tracks in this area were
unoccupied 94 percent of the time during the busiest time of the week, Monday —
Friday.® On average, only 6.67 trains per day operated at the proposed crossing
location and occupied it for an average of 13 minutes and 52 seconds.* Even during a
hypothetical busiest day in 2019, assuming a 22 percent increase in track occupancy
caused by incremental TIT business activity AND a 22 percent increase in track
occupancy caused by incremental business activity by other UP customers on the line,
the diamond crossing area would still be unoccupied over three quarters (76 percent)
of the day.’

4. Construction and maintenance of the TREX track will have minimal impact on UP
operations. UP’s local switch crew only operates from 7 AM - 4 PM, generally
weekdays only, such that the majority, if not all, of the construction and maintenance
could be scheduled to avoid conflicting with UP operations. Installing each of the

three diamond crossings will require a work window of only eight hours. Each eight-

3 RLBA Operations Report, Section IV Track Occupancy Time Consumed under Current and
Proposed Operations, Exhibit 4 — 2, Track Occupancy Time and Percentage of Track Time
Available, p. 75.

4 RLBA Operations Report, Section IV Track Occupancy Time Consumed under Current and
Proposed Operations, Exhibit 4 — 3, Track Occupancy Movements and Time by Day of Week
during June 2018, p. 77.

3 RLBA Operations Report, Exhibit 4 — 8 Busiest Day Scenario: Track Occupancy and Capacity
at the Diamond Crossings Area (June 2018), row 27 under sub-heading “Total”, p. 90.
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hour window can be coordinated with UP, including possibly during the overnight
hours to avoid conflicting with UP’s 7 AM — 4 PM switch crew time and to work
around any expected UP unit trains operating to or from TIT. Alternatively, given the
extraordinary light train activity on weekends,® it is reasonable to expect that all work
could be performed then during one 24-hour work window.
C. Organization of Railroad Operations Analysis
This Operations Report divides and presents the railroad operations analysis in five sections,
as follows:
I Introduction
II.  Train Operations Data Collection Methodology
HI.  Train Operations Serving TIT
IV.  Track Occupancy Time Consumed Under Current and Proposed Operations
V. Impact of Proposed Crossing Construction on UP Train Operations
The introduction section was set forth above. This report continues next with Section II: Train

Operations Data Collection Methodology.

8 The five Saturdays in June 2018 experienced a total of only five train movements at the
diamond crossings area, and the four Sundays experienced a total of only four train movements.

4
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II. TRAIN OPERATIONS DATA COLLECTION METHODOLOGY

RLBA’s analyses of rail operations serving TIT and track occupancy at the proposed
crossing location utilized train movement data derived from video recordings. TIT collected the
video recordings using three cameras positioned to capture views of local train activity at the
railroad yards and operations west, south, and east of its facility. The cameras were equipped
with night vision capability, and all videos images were date and time stamped.

The video cameras were named to correspond to the areas being monitored (east to west):
Savage/Port, BN, and 77 St. They are positioned such that they captured ali activity on the
railroad tracks in the vicinity of TIT’s facility that enable BNSF, TIT, and UP to serve the
facility and those tracks that would be crossed by the TREX-proposed track. Those tracks and
yards are (east to west):

1. Grade crossing across Old Port Industrial Road of the lead track to the TIT Facility (east
camera orientation);

2. TIT Industry Track yard (Tracks 810 — 813) (east — southeast);

3. UP Interchange Yard (south — southeast);

4. Lead track to UP’s 37" Street Yard (south);

5. BNSF Valley Yard (southwest); and

6. UP-owned Track 102 and Track 611 (the connection between UP and BNSF’s Valley

Yard) (southwest — west) and TIT-owned Track 756 (west), including the area east of the

Harborside Drive overpass at which the TREX-proposed track would cross these three

tracks at grade on diamond crossings.

Samples of views from the three cameras are provided in Appendix 2-1.
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TIT staff collected train movement data from the videos and entered these into
spreadsheets. TIT then provided sample video files and the associated spreadsheets to Mr.
McLaughlin for his review. Mr. McLaughlin reviewed the videos and data, in conjunction with
maps and other resources, to understand the coverage areas of the cameras and how TIT
identified and logged train movement data from the videos. Mr. McLaughlin revised the format
of the train data spreadsheet to gather additional data based upon his experience performing time
and motion studies of switching local and road train crews during his career with a Class [
railroad.

The purpose of a switching study is to document the start and end times of specific train
movements. This is achieved by carefully documenting and describing the train movements so
they can be segmented into meaningful groups for analysis. The characteristics collected
included information from TIT systems such as the symbols of unit trains, originating railroad,
count of cars, loaded or empty status, and commodity if loaded.

To collect times from the videos, TIT and RLBA established landmarks in the video
images to represent locations at which start and end times were captured. These landmarks were
given names and the most frequently used ones were: BNSF Valley Yard, TIT Loop, TIT
Industry Track, UP Interchange Yard, UP 37" St Yard, UP/TIT Crew Change — Track 756 and
77" Street. Standard train activities were established to be entered into the data collection
spreadsheet as follows:

1. Arrive, abbreviated “AR” in the Activity field, is the arrival of the loaded inbound

unit train at Galveston;

2. Depatt, is the departure of the empty outbound unit train, or sections of it, from

Galveston;
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3. Switch, is the movement of cars from one track to another by a BNSF, TIT, or UP
crew; and

4. Run Lite, also sometimes known as “lite power move,” is a movement of only a

locomotive(s), without cars, from one location to another. As applied in this analysis,
Run Lite includes the movement of a locomotive (or locomotives) between Switch
moves.

The railroad name (“handling crew”) and number of the lead locomotive operating a train
movement were captured from the video, as were the number of cars coupled to the locomotive.
When unit trains were broken into smaller cuts’ of cars, a cut number (1, 2, or 3) was assigned by
TIT.

TIT began employing this revised spreadsheet in its collection of June 2018 train
movement data.

During the course of TIT’s data collection, Mr. McLaughlin met with TIT staff at the TIT
facility in Galveston, TX and studied videos and the corresponding data entries with TIT staff.
He spot-checked data entries by reviewing with TIT staff the start and stop times of individual
train moves, the activity type that TIT staff assigned to individual moves (Arrive, Switch, Run
Lite, etc.), and how TIT identified the locations at which the activities took place. Changes were
made to the data, where appropriate, to ensure that the types of moves and the activity locations
were defined and applied consistently to all data. As Mr. McLaughlin analyzed the data after
collection was complete, he asked TIT staff numerous questions about specific moves, which
TIT researched and then made corrections, if appropriate, which ensured that the activities

described in the data were clearly understood by Mr. McLaughlin and TIT staff. Consequently,

7 “Cut” is a common railroad slang term which means “a group of cars.”
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Mr. McLaughlin and TIT are confident that the train movement data accurately reflect BNSF,
TIT, and UP train operations in the vicinity of TIT’s facility during June 2018.
II1. TRAIN OPERATIONS SERVING TIT

The primary purpose of RLBA’s analysis was to evaluate the impact the TREX track
would have on train operations serving TIT. RLBA analyzed present rail operations using
metrics to quantify and determine a baseline and then evaluated how these metrics would change
if BNSF unit trains were re-routed over TREX’s proposed track from the BNSF Valley Yard to
TIT. Specifically, rail service was measured in terms of the amount of time taken by BNSF, UP,
and/or TIT to complete the three-step cycle of delivering loaded cars to TIT after they arrived at
Galveston, unloading the cars, and returning the cars to the railroad (BNSF or UP) that brought
them to Galveston. Elapsed time was quantified using two metrics: train cycle time and car
elapsed time, which will be explained in the following discussion of current operations.

As part of RLBA’s evaluation of train operations serving TIT, it also performed a
detailed study of present operations in order to determine how and why there are discrepancies in
the level of service between UP unit trains and BNSF unit trains destined to TIT. To this end,
RLBA tallied the number of train movements (switching moves + lite power moves®) and the
amount of crew time expended by BNSF, UP, and/or TIT in the delivery of each loaded train’s
cars and in the return of the resulting empty cars. These two metrics also will be explained and
analyzed in the following discussion of current operations.

This section of RLBA’s report analyzes, in three parts, train operations serving TIT:

8 As referenced above, “Lite power move(s),” also sometimes known as “run lite,” is a
movement of only a locomotive(s), without cars, from one location to another. As applied in this
analysis, a Lite Power move includes the movement of a locomotive (or locomotives) between
Switch moves.
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A. Current Operations — evaluates present rail service to TIT and includes BNSF,
UP, and TIT train movements;

B. Proposed Operations — presents an operating plan for routing BNSF unit trains
over TREX’s proposed track, which would not require UP crews to involve
themselves in the handling of loaded or empty BNSF unit trains to TIT; and

C. Impacts of the proposed operating plan on rail service and operations to TIT.

A. Current Operations

In 2018, TIT received the following commodities in BNSF and UP unit trains: potash,

soda ash and ethanol. The current railroad operations by which BNSF and UP unit trains serve
TIT are described in the following sections using two sources: the TREX Presentation and train
sheets. The TREX Presentation reflects TREX’s understanding of how BNSF unit trains are
generally handled between BNSF’s Valley Yard and TITs facility based on the knowledge and
experience of TIT personnel in receiving unit trains. The train sheets are compiled from the TIT
— RLBA database and reflect the actual train movements that occurred during the traffic study
period, and they illustrate the variability in the number of switching moves employed and sizes
of the cuts of cars handled in the course of moving BNSF unit trains between Valley Yard and
TIT’s facility.

o TREX Presentation is an illustrated overview of the current railroad operations

by which BNSF and UP unit trains are delivered to and pulled from TIT, entitled

“Providing Connecting Rail Service to Texas International Terminals,™ (“TREX

? TREX e-workpaper, “Providing Connecting Rail Service to Texas International
Terminals.pdf,” by Texas Railway Exchange LLC. This overview reflects TREX’s
understanding of how BNSF unit trains are generally supposed to be handled between BNSF
Valley Yard and TIT’s facility. Actual train operations depicted in the RLBA train sheets differ
in the timing, the number of switching moves and number of cars handled in each move.

9
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Presentation”) is attached hereto as Appendix 3 — 1. Slides from the TREX
Presentation are referenced in the following discussion; and

¢ Train sheets in which RLBA has sequentially compiled the individual switching
movements employed by BNSF, TIT, and UP are presented for each train. Each
train sheet includes several columns of data, which are explained in a key at the

bottom of each train sheet.

An overarching take-away from RLBA’s review of June 2018 BNSF and UP operations
in serving TIT, is the difference in the magnitude of complexity involvedwith BNSF unit train
deliveries as compared to UP unit train deliveries. The train sheets which appear in the
following descriptions of BNSF and UP operations show between 11 and 17 switching
movements were required to accomplish six basic steps by which each BNSF unit train moved
through its load — empty cycle after it arrived in Galveston. By contrast, only three switching
movements were required to accomplish two basic steps by which each UP unit train moved
through its load — empty cycle.

Further, the train sheets understate the complexity gap between the current handling of
BNSF and UP unit trains. In the interest of clarity, lite power movements associated with the
unit trains do not appear in the train sheets. Were they included, we would see the full picture —
that the combined number of train movements (switching and lite power movements) required to
handle each BNSF unit train would range between 19 and 27, and averaging 23 movements per

train,'” and the comparable number for UP unit trains would remain at three.!!

Y TREX Operations Report by RLBA, Exhibit 3 — 23, “Train Movement Counts: BNSF / TREX
Proposed Operation of BNSF Unit Trains Compared with June 2018 Operations,” heading, “June
2018 Operations,” column “Total,” p. 64.

' TREX Operations Report by RLBA, Exhibit 3 — 15, “Number of Train Moves by Handling
Crew,” column “Grand Total,” p. 43.
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A.1. Current BNSF Operations: Description

The purpose of this section is to familiarize the reader with the local Galveston, TX
railroad operations by which BNSF unit trains are delivered to TIT and returned from TIT to
BNSF.

BNSF unit trains serving TIT are delivered to and pulled from TIT under reciprocal
switch by UP. Reciprocal switching is “an arrangement between carriers where the carrier
physically serving the industry agrees to perform switching service for loading or unloading on
behalf of another carrier on shipments having an immediately preceding or following line-haul
movement via the other carrier.”'? In this case, UP is “...the carrier physically serving the
industry...on behalf of another carrier....” TIT is the “industry” and BNSF is “providing the
line-haul movement via another carrier.” The resulting institutional arrangement at this location
involves significant delay (dwell) time at yards, numerous switching moves of TIT traffic among
BNSF, UP, and TIT, and is materially less efficient than the process enjoyed by UP trains, which
serve TIT directly.

The cars of a given BNSF unit train proceed through six basic train movement steps
beginning with their arrival as a loaded unit train at BNSF’s Valley Yard in Galveston, TX and
ending with their return as the empty cars to BNSF:

Step 1: Loaded BNSF unit train arrives at BNSF Valley Yard, Galveston, TX;

Step 2: BNSF delivers the loaded cars to UP’s Interchange Yard;

Step 3: UP delivers the loaded cars to TIT on TIT’s Industry Track yard,;

Step 4: TIT pulls the loaded cars from the TIT Industry Track yard and places them on

the TIT Loop tracks (A and B) for unloading;

12 UP Reciprocal Switching Circular, Issued Aug. 6, 2018, Effective Aug. 26, 2018, at 2.
11



TREX: Operations Report

Step 5: After unloading, TIT pulls the now empty cars from the TIT Loop tracks and

delivers them to UP in the TIT Industry Track yard; and

Step 6: UP pulls the empty cars from TIT Industry Track yard and either: 1} delivers

them to the BNSF Valley Yard or 2) switches them to the UP Interchange Yard
from where UP subsequently delivers them to BNSF Valley Yard.

RLBA observed that the amount of time required to complete the entire six-step load-to-
empty cycle of a given BNSF unit train at Galveston likely was influenced by the variability in
three areas;

1. The number of cuts {(groups of cars) into which a train was divided;

2. The number of cars in each cut; and

3. The span of time between when a cut was delivered to one of the railroads and the

time when the railroad switched the cut to the next railroad {or location) in the
process.

Such variability generally induces inefficiency and unreliability in railroad and customer
(such as TIT) operations.

Four BNSF unit trains were delivered to TIT and were dispatched empty during the June
2018 study period. The variability in the handling of these BNSF unit trains as observed by
RLBA is illustrated in the following four train sheets (Exhibits 3 — 1 through 3 — 4) and is
described in detail for each of the six steps, following the train sheets. The train sheets include
the appropriate step number, as described above, on the line of each train movement. When
reading the following train sheets, it is important to keep in mind that multiple train movements
are assoctated with each step due to the sub-dividing of the trains into cuts as they move between

BNSF Valley Yard and TIT.

12
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Exhibit 3 -1

Train Sheet Describing the Load — Empty Cycle for: BNSF Loaded Unit Train “U MNSGAT?7 26A”"3

Reference A B C D E F G H I J K
Column ==>
Cut Cut
Train Handling Number -| Number- |Ltoads or |Count of Start Date and End Date and
Movement | Step | Crew | Activity | Primary | Secondary | Empties | Cars From To Time Time
1 1 |BNSF Arrive ALL L 94|Marion, SD BNSF Valley Yard _ 6/2/2018 5:50§
2 2 |BNSF Switch ALL L 94|BNSF Valley Yard UP Interchange Yard 6/2/2018 7:17 6/2/2018 8:12|
3 3 &— Switch 1 1.00 L 54]UP Interchange Yard  |TIT Industry Track 6/4/2018 14:47|  6/4/2018 15:23]
4 4 |TIT Switch 1 111 L 27[TY Industry Track TIT Loop 6/4/2018 16:43]  6/4/2018 16:59|
S 4 |TIT Switch 1 1.21 L 27|TIT Industry Track TThoop 6/4/201817:18]  6/4/201817:27]
6 5 (T Switch 1 112 E 28[TIT Loop TIT Industry Track 6/5/2018 16:25|  6/5/2018 16:3
7 5 |mT Switch 1 1.22 E 26|TIT Loop TIT Industry Track 6/5/2018 16:58| 6/5/201817:
2 3 Jup Switch 2 2.00 L 39|UP Interchange Yard  |TIT Industry Track 6/6/201811:27] 6/6/2018 12:14]
9 6 lup Switch i |113g123] € 54 : _ﬁLﬁ/lnleJﬁ.ga
10 4 T Switch 2 2.10 L 39{TIT Industry Track TTloop 6/6/201815:04| 6/6/2018 15:
11 5 hl’ Switch 2 211 E 39{TIT Loop TIT Industry Track 6/7/2018 7:07 6/7/2018 7:
6 [UP Switch 2 2.12 E 39[TIT Industry Track BNSF Valley Yard 6/7/201815:03| 6/7/2018 15:5

12
Key to Reference Columns and Column Headings:

Column A, “Step": The number corresponds to the six basic steps through which the cars of a BNSF train flow as described in the report.

Column B, "Handling Railroad": The railroad which brings a unit train into Galveston or performs a switch move.

Column C, “Activity": The type of train movement performed by the handling railroad. "Arrive"” means arrival of the unit train at the BNSF or UP

location, and "Switch"” means a movement of cars from one track to another by a BNSF, TIT or UP crew.

Columns D and E, "Cut Number - Primary” and "Cut Number - Secondary”: Cut numbers are designations employed by RLBA to identify and group

together all of the switching moves associated with each cut of cars.

Column F, "Loads or Empties": Indicates whether the cars are loaded or empty.

Column G, "Count of Cars": The number of cars being handled in a given train movment.

Column H, "From": The location at which the train movement began.

Column |, "To": The location at which the train movement ended.

Column J, "Start Date and Time": The date and time at which the individual train movement began.

Column K, "End Date and Time": The date and time at which each individual train movement was completed.

I3 TREX e-workpaper, “Elapsed Time by Segments & Carrier — Train Sheet Publish.xlsx,” tab “Format & Publish,” cells A3:W29.
13
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Exhibit 3 -2
Train Sheet Describing the Load — Empty Cycle for: BNSF Loaded Unit Train “G MSIGAT4 31A”'

Reference A B8 C D E ¥ G H 1 J K
Column ==>
Cut Cut
Train Handling Number -| Number - | Loads or |Count of Start Date and End Date and
Movement | Step Crew | Activity | Primary | Secondary | Empties | Cars From To Time Time
1 1 |BNSF Arrive ALL ALL L 112|Carlsbad, NM BNSF Valley Yd 6/4/2018 15:31]
BNSF Al& A2 1/0/1900 O:g 6/4/2018 19:31
|BNSF BI 1/0/1900 O 6/4/2018 19:3]]
|BNSF Cl 1/0/1900 0:00{ 6/4/2018 19:31
2 2 |BNSF Switch A Al% A2 L 67|BNSF Valley Yard UP Interchange Yard 6/5/2018 1:43]  6/5/2018 2:28
3 2 |BNSF Switch B Bl L 16|BNSF Valley Yard UP Interchan)ge Yard 6/5/2018 2:56 6/5/2018 3:29
4 3 jup Switch 1 All L 13|UP Interchange Yard  |TIT Industry Track 6 ; :
5 4 T Switch 1 Al2 L B[ Industry Track TIT Loop
6 2 |BNSF Switch C C1 L 2B|BNSF Valley Yard UP Interchange Yard
7 5 |nT Switch 1 Al3 E 13[TIT Loop TIT Industry Track
B 3 Jup Switch 2 A2l L 54|UP interchange Yard _ {TIT Industry Track
g 4 nr Switch 2 A2.2 L S4|TIT Industry Track TIT Loop
10 13 IU_P Switch 1 Al4 E 131TIT Industry Track BNSF Valley Yard H
11 5 |nT Switch 2 A2.3 E SAITT Loop TIT Industry Track 6/7/2018 22:24)
137 6 Jup Switch 2 A24 E S4|TIT Industry Track UP Interchange Yard 6/8/2018 10:55
13 3 jup Switch 3 Bl&C1 L 44]UP Interchange Yard _ |TIT Industry Track 6/8/2018 9:45| -
14 4 |nT Switch 3 Bl&C1 L A4ITIT Industry Track TIT Loop B/8/2018 12:24]  6/8/2018 12:53)
15 5 |Tm Switch 3 B1&C1 E 44|TIT Loop TIT Industry Track 6/8/2018 19:13]  5/8/2018 19:29
16 6 Jup Switch 3 B1&C1 E 44:|T_ITIndustrv Track UP Interchange Yard 6/11/2018 12:27| 6/11/2018 12:47
17 6 |up Switch 2 A2S E UP Interchange Yard  |BNSF Valley Yard 6/11/2018 13:00] 6/11/2018 14:03|
6 |UP [Switch 3 B1&C1 E 44|UP Interchange Yard __|BNSF Valley Yard 6/14/2018 11:42{ §/14/2018 12:04]
[Key to Reference Columns and Column Headings:
Column A, "Step™: The number corresponds to the six basic steps through which the cars of a BNSF train flow as described in the report.
Column B, "Handling Railroad": The railroad bringing a unit train into Galveston or performinig a switch move.
Column C, "Activity": The type of train movement performed by the handling railroad. "Arrive" means arrival of the unit train at the BNSF or UP
location, and "Switch™ means a movement of cars from one track to another by a BNSF, TIT or UP crew.
Columns D and E, "Cut Number - Primary” and "Cut Number - Secondary”; Cut numbers are designations employed by RLBA to identify and group
together all of the switching moves associated with each cut of cars.
Column F, "Loads or Empties": Indicates whether the cars are loaded or empty.
Column G, "Count of Cars™: The number of cars being handled in a given train movment.
Column H, "From"™: The location at which the train movement began.
Column |, "To"; The location at which the train movement ended.
Column J, "Start Date and Time": The date and time at which the individual train movement began.
Column K, "End Date and Time": The date and time at which each individual train movement was completed,

14 TREX e-workpaper, “Elapsed Time by Segments & Carrier — Train Sheet Publish.xlsx,” tab “Format & Publish,” cells A34: W69,
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Exhibit 3 -3
Train Sheet Describing the Load — Empty Cycle for: BNSF Loaded Unit Train “MSIGAT4-07A”!5

Key to Reference Columns and Column Headings:

Reference A B C D E F G H i 1 K
Column =>
Cut Cut
Train |Handling Number-| Number- |Loads or |Countof Start Date and End Date and
Movement{ Step | Crew | Activity | Primary | Secondary | Empties | Cars From To Time Time
1 1 |BNSF Arrive ALL L 112|Carlsbad, NM BNSF Valley Yard 6/13/2018 4:25|
2 2 |BNSF Switch A A L 80|BNSF Valley Yard UP interchange Yard 6/13/2018 4:42] 6/13/20185:43]
3 3 |Jup Switch 1 All [ 27jup Interchange Yard  [TIT Industry Track 6/14/2018 9:51] 6/14/2018 10:53]
a4 3 [UP Switch 2 A2.1 L 27|UP Inte rchange Yard  |TIT Industry Track 6/14/2018 11:00] 6/14/2018 11:33]
s 4 Tnr Switch | 1&%2 lA128&A22 L SAITIT Industry Track TIT boop £/14/201813:29] 6/14/2018 14:12!
6 s |mr i | 1&2 |ALIKA23 E SOITIT TIT Industrv Track | : :008
7 2 BNSF Switch B B1.0 L 32|BNSF Valley Yard upP Interchme Yard 6/15/2018 11:32| 6/15/2018 11:55}
g 6 lup Switch | 182 |A148A24] F SOIMTindustry Track  |BNSFVallevYard | 6/15/201814:3] :
9 3 |UP Switch 3 A31&B11 L 59|UP Interchange Yard  |TIT IndustrvTrack | 6/15/2018 16:21!
| 10 4 ITIT Switch 3 A32&B12 L SOINT Industry Track TiT Loop 6/15/2018 18:47
1 5 mr Switch 3 1a33%B13 E 63TTloon IMTindustreTrack | 6/16/20187.40
12 & lup Switch 3 E 63T Industre Track — IANSE Vallev Yard :

Column A, "Step™: The humber corresponds to the six basic steps through which the cars of a BNSF train flow as described in the report.

Column B, "Handling Railroad": The railroad bringing a unit train into Galveston or performinig a switch move.

Column C, "Activity": The type of train movement performed by the handling railroad. "Arrive"” means arrival of the unit train at the BNSF or UP

location, and "Switch” means a movement of cars from one track to another by a BNSF, TIT or UP crew.

Columns D and E, "Cut Number - Primary” and "Cut Number - Secondary": Cut numbers are designations employed by RLBA to identify and group

together all of the switching moves associated with each cut of cars.

Column F, "Loads or Empties": Indicates whether the cars are loaded or empty.

Column G, "Count of Cars”: The number of cars being handled in a given train movment.

Column H, "From": The location at which the train movement began.

Column |, "To": The location at which the train movement ended.

Column J, "Start Date and Time": The date and time at which the individual train movement began.

Column K, "End Date and Time": 1he date and time at which each individual train movement was completed.

15 TREX e-workpaper, “Elapsed Time by Segments & Carrier — Train Sheet Publish.xlsx, tab “Format & Publish,” cells A73:W99.
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Exhibit3 -4
Train Sheet Describing the Load — Empty Cycle for: BNSF Loaded Unit Train “MSIGAT4-17A'¢

|Reference A B C D E F G H i J K
Column =>
Cut Cut
Train Handling |Number -| Number- |Loads or |Count of Start Date and End Date and
Movement | Step | Crew | Activity | Primary | Secondary | Empties | Cars From To Time Time
1 1 |BNSF Arrive ALL L 112|Carlsbad, NM BNSF Valley Yard 6/19/2018 20:0§|
2 2 |BNSF Switch ALL L 112|BNSF Valley Yard |UP Interchange Yard 6/19/2018 20:38] 6/19/2018 21:44|
3 3 |up Switch 1 1.00 L 57|UP Interchange Yard Im‘_lndustry Track 6/20/2018 14:13] 6/20/2018 15:32|
4 4_|mr Switch 1 110 L 29|TT Industry Track TTloop 6/20/2018 17:15| 6/20/2018 17:30
5 5 |mT Switch 1 111 E 29{TIT Loop TIT Industry Track 6/21/20188:31] 6/21/2018 8:52
& 4 |nT Switch 1 1.20 L 28|TIT Industry Track TIT Loop 6/21/20188:52| 6/21/20189:15)
7 3 |up Switch 2 2.00 L 55|UP Interchange Yard | TIT Industry Track 6/21/201812:57] 6/21/2018 14:16
8 4 TIT Switch 2 2.08 L 3|TIT Industry Track TIT Loop 6/21/2018 15: 15] 6/21/2018 15:27]
9 5 [T Switch 1 121 E 28iTITloop TIT Industry Track 6/21/2018 15:33] 6/21/2018 15:59
10 4 |TiT Switch 2 2.10 L 28{TT Industry Track TIT Loop 6/21/201815:59] 6/21/2018 16:19
11 4 |TIT Switch 2 2.20 L 27ITIT Industry Track TTIT Loop 6/21/201819:22] 6/21/2018 19:39|
12 s Inr Switch 2 2.11&2.09 E 3UTIT Loop TT Industery Track 6/22/20186:57]  6/22/2018 7:15
13 5 [mT Switch 2 2.21 E 24JTIT Loop TIT Industry Track 6/22/2018 11:27] 6/22/2018 11:42|
14 6 UpP Switch 1 112 &2.12 E EOITIT industrv Track  |BNSE Vallev Yard 6/22/201814:41) 6/22/2018 16:37]
15 g lup Switch 2 1228222 E S2IMT industry Track BNSE Valley Yard 6/22/201817:011 £/22/2018 17:10
Key to Reference Columns ond Column Headings:
Column A, "Step™ The number corresponds to the six basic steps through which the cars of a BNSF train flow as described in the report.
Column B, "Handling Railroad": The railroad bringing a unit train into Galveston or performinig a switch move.
Column C, "Activity": The type of train movement performed by the handling railroad. "Arrive" means arrival of the unit train at the BNSF or UP
location, and "Switch” means a movement of cars from one track to another by a BNSF, TIT or UP crew.
Columns D and E, "Cut Number - Primary” and "Cut Number - Secondary”: Cut numbers are designations employed by RLBA to identify and group
together all of the switching moves associated with each cut of cars.
Column F, "Loads or Empties”; Indicates whether the cars are loaded or empty.

|Column G, "Count of Cars": The number of cars being handled in a given train movment.

|Column H, "From": The [ocation at which the train movement began.

[Column |, "To": The location at which the train movement ended.

|Column J, "Start Date and Time": The date and time at which the individual train movement began.

[Column K, "End Date and Time™: The date and time at which each individual train movement was completed.

16 TREX e-workpaper, “Elapsed Time by Segments & Carrier — Train Sheet Publish.xlsx, tab “Format & Publish,” cells A103:W132.
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Step 1. Loaded BNSF unit train arrives at BNSF’s Valley Yard, Galveston, TX: See
TREX Presentation Slides 1 — 2.7 This is the point from which RLBA began its analysis of the
movement of BNSF unit trains between BNSF and TIT’s facility.

Step 2, BNSF delivers the loaded cars to UP’s Interchange Yard: See TREX Presentation
Slides 3 - 4.'® As referenced, BNSF delivered four trains to UP during the study period. Two
of the trains were delivered in one unit and on the same day as they arrived at BNSF’s Valley
Yard (Exhibit 3 — 1, Train Movement 2, Column J minus Train Movement 1, Column K and
Exhibit 3 ~ 4, Train Movement 2, Column J minus Train Movement 1, Column K).

The other two trains were delivered in a total of five cuts: two cuts for one train (Exhibit
3 — 3, Train Movements 2 and 7, Column D) and three cuts for the other train (Exhibit 3 — 2,
Train Movements 2, 3, and 6, Column D). Where the two trains were delivered in cuts, there
were between 16 and 80 cars in each cut (Exhibit 3 - 3, Train Movements 2 and 7, Column G
and Exhibit 3 - 2, Train Movements 2, 3 and 6, Column G).

Step 3, UP delivers the loaded cars to TIT in TIT’s Industry Track yard: See TREX
Presentation Slides 5, 6, 11 and 12.!° For the four BNSF trains, UP delivered a total of ten cuts
to TIT over a time span between the same day and four calendar days from the day on which UP

received them from BNSF. Most were delivered to TIT one to two calendar days after receipt

17 Appendix 3 - 1, “Providing Connecting Rail Service to Texas International Terminals.pdf”,
Section: Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure, Slides 1
— 3 of 24, pdf pages 6 — 7 of 29, by Texas Railway Exchange LLC.

18 Appendix 3 - 1, “Providing Connecting Rail Service to Texas International Terminals.pdf”,
Section: Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure, Slides 3
— 4 of 24, pdf pages 8 — 9 of 29, by Texas Railway Exchange LLC.

19 Appendix 3 - 1, “Providing Connecting Rail Service to Texas International Terminals.pdf”,

Section: Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure, Slides 5,
6, 11 and 12 of 24, pdf pages 10, 11, 16 and 17 of 29, by Texas Railway Exchange LLC.
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from BNSF. For examples, see a one-day delivery at Exhibit 3 — 1, Train Movement 3, Column
J minus Train Movement 2, Column K and a two-day delivery at Exhibit 3 — 4, Train Movement
3, Column J minus Train Movement 2, Column K.

The ten cuts (and ten switch moves) in which UP delivered the cars to TIT were three
more than BNSF required to deliver the same cars to UP. UP delivered cars from two of the four
loaded BNSF trains to TIT in two cuts of 39 to 57 cars per cut (Exhibit 3 - 1, Train Movements 3
and 8, Column G and Exhibit 3 -4, Train Movements 3 and 7, Column G). The cars from the
other two loaded BNSF trains were delivered to TIT in three cuts of 13 to 59 cars each (Exhibit 3
— 2, Train Movements 4, 8 and 13, Column G and Exhibit 3 — 3, Train Movements 3, 4 and 9,

Column G).

Step 4, TIT pulls the loaded cars from the TIT Industry Track vard and places them on

the TIT Loop tracks® (A and B) for unloading: See TREX Presentation Slides 7, 8, 16 and 17.%!
TIT switched the loaded cars from all four BNSF unit trains into its loop tracks in a consistently
timely manner. Of the thirteen cuts in which TIT switched the four trains’ worth of cars, twelve
were placed on the same day as the cars were received from UP. The remaining cut was
switched by TIT into the loop track one day (the next day) after its cars were received from UP.
Examples are at: Exhibit 3 — 1, Train Movement 4, Column J minus Train Movement 3, Column
K; Exhibit 3 — 2, Train Movement 9, Column J minus Train Movement 8, Column K; and

Exhibit 3 — 3 Train Movement 5, Column J minus Train Movements 3 and 4, Column K.

20 In this step, RLBA and TIT designated the time at which a cut of cars cleared the Port
Industrial Road grade crossing in front of the TIT facility as a proxy for the time at which they
arrived on a TIT Loop track, reasoning that the rear end of the cut is nearly through TIT’s gate
and onto the a loop track.

21 Appendix 3 - 1, “Providing Connecting Rail Service to Texas International Terminals.pdf”’,
Section: Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure, Slides 7,
8, 16 and 17 of 24, pdf pages 12, 13, 22 and 23 of 29, by Texas Railway Exchange LLC.
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The thirteen cuts of cars switched by TIT were three more than required by UP to switch
the same number of cars, but that higher level of activity produced consistently fast service at
least over the short leg of the journey that TIT controls.

TIT placed the cars from one of the loaded BNSF unit trains to the TIT Loop tracks in
two cuts of 54 — 59 cars (Exhibit 3 — 3, Train Movements 5 and 10). Cars from two trains were
delivered in three cuts of 27 — 39 cars and 13 — 54 cars (Exhibit 3 - 1, Train Movements 4, 5 and
10 and Exhibit 3 - 2, Train Movements 5, 9 and 14) and cars from the fourth train were delivered
in five cuts of 3 — 29 cars (Exhibit 3 — 4, Train Movements 4, 6, 8, 10 and 11).

In this step, TIT switched the cars with TIT’s own locomotives, which are lower
powered. By contrast, TIT crews switched the UP unit trains by operating the UP’s higher
powered locomotives which brought in the trains.

Step 5, After unloading. TIT pulls the now empty cars from the TIT Loop tracks and
delivers them to UP in the TIT Industry Track yard: See TREX Presentation Slides 9, 10, 11, 18
and 19.2% TIT pulled the 11 cuts in which it handled the four trains’ worth of empty cars from
the TIT Loop tracks on the same day or on the day following the day on which it placed them for
unloading. See examples at: Exhibit 3 — 1, Train Movement 6, Column J minus Train Movement
4, Column K (1 calendar day) and Exhibit 3 — 2, Train Movement 11, Column J, minus Train
Movement 9, Column K (same day).

TIT’s consistent timeliness in pulling the empty cars should be viewed predominantly as
a function of the consistent timeliness with which TIT unloads the cars given that it is the

primary determinant of when TIT can pull the empties and return them to UP. The simple

22 Appendix 3 - 1, “Providing Connecting Rail Service to Texas Intermational Terminals.pdf”,
Section: Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure, Slides 9,
10, 11, 18 and 19 of 24, pdf pages 14, 15, 16, 23 and 24 of 29, by Texas Railway Exchange LLC.
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calendar day, “same day,” or “next day” metric employed in this discussion somewhat
understates the velocity with which TIT turns the cars at its facility, which is discussed further
below.

TIT pulled the empty cars for each of the four BNSF unit trains in two to five cuts per
train. Two trains were pulled in three cuts, each, with 13 to 54 cars per cut (Exhibit 3 — 1, Train
Movements 4, 5 and 10, Column J and Exhibit 3 — 2, Train Movements 5, 9 and 14, Column J).
One train was pulled in two cuts of 54 and 59 cars (Exhibit 3 — 3, Train Movements 5 and 10,
Column J). The final train was pulled in five cuts of 3 to 29 cars (Exhibit 3 — 4, Train
Movements 4, 6, 8, 10 and 11, Column J).

Step 6, UP pulls the empty cars from TIT Industry Track yard and either: 1) delivers
them to the BNSF Valley Yard or 2) switches them to the UP Interchange Yard from where UP

subsequently delivers them to BNSF Valley Yard: See TREX Presentation Slides 13, 14, 15, 19,
20, 21, 23 and 24.2* UP pulled the empty cars of the four BNSF unit trains from TIT Industry
Track in a total of nine cuts, seven of which it delivered directly to BNSF Valley Yard. Of the
seven cuts delivered directly to BNSF, all but one were delivered on either the same day they
were received from TIT or the next day. See examples: Exhibit 3 — 1, Train Movement 9,
Column J minus, Train Movement 6, Column K (a next day delivery) and Exhibit 3 — 2, Train
Movement 10, Column J minus Train Movement 7, Column K (a same day delivery). The
remaining cut was delivered two days after it was received from TIT (Exhibit 3 — 3, Train

Movement 12, Column J minus Train Movement 11, Column K).

23 Appendix 3 - 1, “Providing Connecting Rail Service to Texas International Terminals.pdf”,
Section: Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure, Slides
13, 14,15, 19,20, 21, 22, 23 and 24 of 24, pdf pages 18, 19, 20, 24, 25, 26, 27, 28 and 29 of 29,
by Texas Railway Exchange LLC.
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The other two cuts, containing 98 cars of a 112-car train, were switched by UP to the UP
Interchange Yard, from where UP then delivered them to BNSF Valley Yard four and six days
after UP received them from TIT (Exhibit 3 — 2, Train Movements 17 and 18, Column J, minus
Train Movements 11 and 15, Column K). In contrast, the other cut of this train, containing the
remaining 14 cars (13 in the TIT - RLBA database), was delivered directly from TIT Industry
Track to BNSF Valley Yard on the same day UP received it from TIT (Exhibit 3 - 2, Train
Movement 10, Column J minus Train Movement 7, Column K).

It also is important to consider the amount of time TIT expended unloading the cars, even
though it is not a “train movement” activity. From a railroad operations perspective, the cars of
a unit train are dwelling at a customer when they are on the TIT Loop tracks. Dwell occurs at
the locations between the train movements depicted in all steps in this six-step process. In the
case of the dwell at TIT Loop tracks, it is an important factor here because improved train
turnaround times for TIT is a primary focus of the subject case. Consequently, RLBA'’s analysis
measured the dwell time of the cars within the TIT facility: the amount of time between the time
a cut of cars was placed on the TIT Loop tracks, in Step 4, and the time that cut of cars was
pulled from the TIT Loop tracks, in Step 5. This dwell time within the TIT facility, which
averaged 13 hours and 6 minutes, is RLBA’s proxy for the amount of time that TIT expended

unloading each cut of cars and is reported below in Exhibit 3 - 5:
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Exhibit 3 -5

Dwell Times (Proxy Unloading Times) at TIT Loop Track for BNSF Unit Trains?*

(June 2018)
BNSF Loaded Total Dwell Time
Unit Train Cut Number - Cut Number- |Dwell Time by Cut by Train
Symbol (1) Primary Secondary {DD:HH:MM:SS) | (DD:HH:MM:SS)
U MNSGAT7 26A 1 1.12 00:23:26:00
U MNSGAT7 26A 1 1.22 00:23:31:00 |
UMNSGAT726A [ 2 211 | 00:1531:00]  02:14:28:00)
G MSIGAT4 31A 1 Al3 00:07:07:00
G MSIGAT4 31A 2 A2.3 00:09:15:CD+
G MSIGAT4 31A 3 B1&(C1 00:06:20:00 00:22:42:00]
MSIGAT4-07A 1&2 Al38A23 00:08:32:0)}
MSIGAT4-07A 3 A3.3&B13 00:11:47:00 00:20:19:00|
MSIGAT4-17A 1 1.11 00:15:01:00
MSIGAT4-17A 1 121 00:06:18:00
MSIGAT4-17A 2 | 2m8&209 _ 00:14:38:00 _
MSIGAT4-17A 2 2.21 00:15:48:00 02:03:45:00]
Average 00:13:06:10 01:15:18:30}
Notes:
(1) Train symbols are shown as reported by TIT and may not exactly match the symbal
employed by the respective railroads.

A2,

Current UP Operations: Description

The purpose of this section is to familiarize the reader with the local Galveston, TX

railroad operations by which UP unit trains are delivered to TIT and retumed from TIT to UP.

Four UP unit trains were delivered to TIT and dispatched empty during the June 2018

study period. UP interchanges its unit trains directly with TIT resulting in a simple, three-step

process. It puts TIT in control of all switching moves of a given train, thus avoiding the dwell

24 TREX e-workpaper, “Elapsed Time by Segments & Carrier — Train Sheet Publish.xlsx,” tab
“Unloading Times,” cells DS:H22,
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time and numerous switching moves which result from interchanging multipie cuts of cars
among three carriers. The three steps are:

Step 1: Loaded UP unit train arrives at a UP/TIT Crew Change location on UP Track 102
or TIT Track 756 in Galveston, TX and is interchanged to TIT;

Step 2: TIT pulls the loaded unit train into its facility. In so doing, TIT breaks the train
into two cuts and places each one separately onto its Loop Tracks. This is made
necessary by the configuration of the Loop Tracks; and

Step 3: TIT re-assembles the train and delivers the resulting empty train to its interchange
with UP at 77" Street on UP Track 102 or TIT Track 756, approximately 1.25
miles west of the inbound interchange point.

The movement of the four UP unit trains that were studied by RLBA displayed little to

none of the variability which was observed in the BNSF unit trains.

Consequently, the following trains sheets {Exhibits 3 — 6 through 3 — 9), which describe
each of the UP unit trains, are shorter and less complex. The train sheets include the appropriate
step number, as described above, on the line of each train movement. When reading the
following train sheets, it is important to keep in mind that multiple train movements may be
associated with a given step due to the sub-dividing of the trains into cuts as they move between
the UP/TIT interchange locations and TIT. The train sheets are followed by a discussion of the

train activity under each of the three steps that UP unit trains experience.
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Exhibit 3 -6
Train Sheet Describing the Load — Empty Cycle for: UP Loaded Unit Train “UEAWTG30"*

Reference A B C D E F G H [ J K
|Cotumn ==>
Cut Cut
Train Handting |Number -| Number - |Loads or |Count of Start Date and End Date and
Movement | Step | Crew | Activity | Primary | Secondary | Empties | Cars From ___To Time (2) Time (3)
1 t |fup Arrive ALL L 106 UP/TIT Crew Change: 6/3/2018 7-28
_ _ East of 77th. St
2 2 [mT Switch 1 L 64| UP/TIT Crew Change: 6/3/2018 10:24] 6/3/2019 UNKN
East of 77th. St TIT Loop
3{1) 2 mT Switch 2 L 42|UP/TIT Crew Change: 6/3/2019 UNKN| 6/3/201811:40
t of 77th. St TIT Loop
4 3 [nT Switch ALL E 106 6/4/20182:19|  6/4/2018 3:00
TIT Loop 77th Street

Key to Reference Columns and Column Headings:
Column A, "Step”: The number corresponds to the three basic steps through which the cars of a UP train flow as described in the report.
Column B, "Handling Railroad": The railroad bringing a unit train into Galveston or performinig a switch move.
Column C, "Activity": The type of train movement performed by the handling railroad. "Arrive” means arrival of the unit train at the BNSF or UP
location, and "Switch” means a movement of cars from one track to another by a BNSF, TIT or UP crew.
Columns D and E, "Cut Number - Primary” and "Cut Number - Secondary": Cut numbers are designations employed by RLBA to identify and group
together all of the switching moves associated with each cut of cars.
Column F, "Loads or Empties": Indicates whether the cars are loaded or empty.
Column G, "Count of Cars": The number of cars being handled in a given train movment.
Column H, "From": The location at which the train movement began.
Column |, "To": The location at which the train movement ended.
Column J, "Start Date and Time": The date and time at which the individual train movement began.
Column K, "End Date and Time™: The date and time at which each individual train movement was completed.
Notes:
{ 1) tn order to correctly reflect TIT's practice of splitting the inbound loaded UP unit trains into two cuts, RLBA inserted an additional train movement
record, Row 3, into the train sheet to relfect the second cut for each train. The train's total car count was then split bewteen the two cuts (Rows 2 and 3)
based upon TIT's description of the manner in which it typically switches UP unit trains. Consequently, the "Start Date and Time" of the first cut, Row 2,
reflects the time at which TIT began to switch the inbound train and the "End Date and Time" of the second cut, Row 3, reflects the time at which TIT completed
- RLBA database was.made because the practice of splitting UP train

placing the trajin on the 71T Lood track [Ns.ad ment to the gata from the

25 TREX e-workpaper, “Elapsed Time by Segments & Carrier — Train Sheet Publish.xIsx, tab “Format & Publish,” cells A140:W167.
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Exhibit3 -7
Train Sheet Describing the Load — Empty Cycle for: UP Loaded Unit Train “UEUMTG06”%

Reference A B c D E F G H 1 ) K
Column ==>
Cut Cut
Frain Handling Number -| Number - | Loads or |Count of Start Date and End Date and
Movement | Step | Crew | Activity | Primary | Secondary | Empties | Cars From To Time (2) Time (3}
1 1 |up Arrive ALL L 106 UP/TIT Crew Change: 6/10/2018 22:20
East of 77th. St
2 2 nT Switch 1 L g4|UP/TIT Crew Change: |TIT Loop 6/11/2018 0:30| 6/11/2019 UNKN}|
East of 77th. St
3(1) 2 T Switch 2 L 42{UP/TIT Crew Change:  [TIT Loop 6/11/2019 UNKN|  6/11/2018 1:40
East of 77th. St
4 3 |nT Switch ALL E 106]TIT Loop 77th Street 6/11/201816:30| 6/11/201817:30

|Key to Reference Columns and Column Headings:
Column A, "Step": The number corresponds to the three basic steps through which the cars of a UP train flow as described in the report.
Column B, "Handling Railroad": The railroad bringing a unit train into Galveston or performinig a switch move.
Column C, "Activity": The type of train movement performed by the handling railroad. "Arrive” means arrival of the unit train at the BNSF or UP
location, and "Switch” means a movement of cars from one track to another by a BNSF, TIT or UP crew,
Columns D and E, "Cut Number - Primary" and "Cut Number - Secondary”: Cut numbers are designations employed by RLBA to identify and group
_together all of the switching moves associated with each cut of cars.
Column F, "Loads or Empties": Indicates whether the cars are loaded or empty.
Column G, "Count of Cars”: The number of cars being handled in a given train movment.
Column H, "From™: The location at which the train movement began.
Column I, "To"; The location at which the train movement ended.
Column J, "Start Date and Time": The date and time at which the individual train movement began.
Column K, "End Date and Time": The date and time at which each individual train movement was completed.
Notes:
{ 1) In order to correctly reflect TIT's practice of splitting the inbound loaded UP unit trains into two cuts, RLBA inserted an additional train movement
record, Row 3, into the train sheet to relfect the second cut for each train. The train's total car count was then split bewteen the two cuts {Rows 2 and 3)
based upon T1T's description of the manner in which it typically switches UP unit trains. Consequently, the "Start Date and Time" of the first cut, Row 2,
reflects the time at which TIT began to switch the inbound train and the "End Date and Time” of the second cut, Row 3, reflects the time at which TIT completed

placing the train on th oD [his ad ment to the data from the TiT - BLBA datapbase was made 0ecd he practice of SnITLin rain

26 TREX e-workpaper, “Elapsed Time by Segments & Carrier — Train Sheet Publish.xlsx, tab “Format & Publish,” cells A171:W198.
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Exhibit3 -8
Train Sheet Describing the Load — Empty Cycle for: UP Loaded Unit Train “UEAWTG12"%

Reference A B c D E F G H [ J K
Column ==>
Cut Cut
Train Handling Number -| Number - |Loads or |Count of Start Date and End Date and
Movement | Step | Crew | Activity | Primary | Secondary | Empties | Cars From ___To Time (2) Time {3)
1 1 |up Arrive ALL L 107 UP/TIT Crew Change: 6/17/2018 13:00}
Eastof 77th, St
2 2 T Switch 1 L 65|UP/TIT Crew Change:  [TIT Loop 6/17/2018 15:09] 6/17/2019 UNKN
East of 77th. St
3(1) 2 |mr Switch 2 L 42|UP/TIT Crew Change:  [TIT Loop 6/17/2019 UNKN| 6/17/201816: 19|
East of 77th. St
4 3 |nr Switch ALL E 107|TIT Loop 77th Street 6/18/20187:56| 6/18/2018 8:48|

[Key to Reference Columns and Column Headings:
Column A, "Step*: The number corresponds to the three basic steps through which the cars of a UP train flow as described in the report.
Column B, "Handling Railroad”: The railroad bringing a unit train into Galveston or performinig a switch move.
Column C, "Activity”: The type of train movement performed by the handling railroad. "Arrive" means arrival of the unit train at the BNSF or UP
location, and "Switch” means a movement of cars from one track to another by a BNSF, TIT or UP crew.
Columns D and £, "Cut Number - Primary” and "Cut Number - Secondary™; Cut numbers are designations employed by RLBA to identify and group
together all of the switching moves associated with each cut of cars.
Column F, "Loads or Empties”: indicates whether the cars are loaded or empty.
Column G, "Count of Cars™: The number of cars being handled in a given train movment.
Column H, "From": The location at which the train movement began.
Column |, "To": The location at which the train movement ended.
Column J, "Start Date and Time”: The date and time at which the individual train movermnent began.
Column K, "End Date and Time": The date and time at which each individual train movement was completed.
Notes:
(1) In order to correctly reflect TIT's practice of splitting the inbound loaded UP unit trains into two cuts, RLBA inserted an additional train movement
record, Row 3, into the train sheet to relfect the second cut for each train. The train's total car count was then split bewteen the two cuts {Rows 2 and 3]
based upon TH s deseription of the manner in which it typically switches UP unit trains. Consequently, the "Start Date and Time" of the first cut, Row 2,
reflects the time at which TIT began to switch the inbound train and the "End Date and Time" of the second cut, Row 3, reflects the time at which TIT completed

placing the train.on the TIT Loop tracks. This ad ment.tothe data from the J11 - BLOA database was. made Decy he practice of splitting =11y

27 TREX e-workpaper, “Elapsed Time by Segments & Carrier — Train Sheet Publish.xlsx, tab “Format & Publish,” cells A203:W230.
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Exhibit 3 -9
Train Sheet Describing the Load — Empty Cycle for: UP Loaded Unit Train “UEAWTG19”%

Reference A B C D E F G H [ J K
Column ==>
Cut Cut
Train Handling |Number -| Number - |loads or |Count of Start Date and End Date and
Movement | Step | Crew | Activity | Primary | Secondary | Empties | Cars From ___To Time (2) Time (3)
1 1 fup Arrive ALL L 107 UR/TIT Crew Change: 6/25/2018 4:45
. East of 77th, St
2 2 |miT Switch 1 L 65| UP/TIT Crew Change:  |TIT Loop 6/25/2018 4:51| 6/25/2019 UNKN
3(1) 2 |nT Switch 2 L 42 rewthange: |yt o0p 6/25/2019 UNKN| 6/25/2018 7:13{
East of 77th. 5t.
4 3 |up Switch ALL E 107|TIT Loop 77th Street 6/25/2018 19:46| 6/25/2018 20:50)

Key to Reference Columns and Column Headings:

Column A, “Step™: The number corresponds to the three basic steps through which the cars of a UP train flow as described in the report.

Column B, "Handling Railroad": The railroad bringing a unit train into Galveston or performinig a switch move.

Column C, "Adtivity": The type of train movement performed by the handling railroad. "Arrive” means arrival of the unit train at the BNSF or UP

location, and "Switch” means a movement of cars from one track to another by a BNSF, TIT or UP crew.

Columns D and E, "Cut Number - Primary” and "Cut Number - Secondary™: Cut numbers are designations employed by RLBA to identify and group

_together all of the switching moves associated with each cut of cars.

Colurmn F, "Loads or Empties": Indicates whether the cars are loaded or empty.

Column G, "Count of Cars": The number of cars being handled in a given train movment.

Column H, "From”: The location at which the train movement began.

Columnn |, "To™; The location at which the train movement ended.

Column J, “Start Date and Time": The date and time at which the individual train movement began.

Column K, "End Date and Time": The date and time at which each individual train movement was completed.

Notes:

( 1) In order to correctly reflect TIT's practice of splitting the inbound loaded UP unit trains into two cuts, RLBA inserted an additional train movement
record, Row 3, into the train sheet to relfect the second cut for each train, The train's total car count was then split bewteen the two cuts (Rows 2 and 3)
based upon TiT's description of the manner in which it typically switches UP unit trains. Consequently, the "Start Date and Time" of the first cut, Row 2,

reflects the time at which TIT began to switch the inbound train and the "End Date and Time" of the second cut, Row 3, reflects the time at which TIT completed

LG IRk 81} [0 O L]

[T Logn tracks. This ad ment to the data from {he - RLBA database was made beca he practice of splittineg [3il

28 TREX e-workpaper, “Elapsed Time by Segments & Carrier — Train Sheet Publish.xlsx, tab “Format & Publish,” cells A236:W263.
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Step 1: Loaded UP unit train arrives at a UP/TIT Crew Change location on UP Track 102
or TIT Track 756 in Galveston. TX and is interchanged to TIT: See TREX Presentation Slide 1
of 4.2 This is the point from which RLBA began its analysis of the movement of UP unit trains

between BNSF and TIT’s facility.

Step 2: TIT pulls the loaded unit train and places it on the TIT Loop tracks: See TREX

Presentation Slide 2 of 439 TIT pulled and placed three of the four UP unit trains on the same
calendar day they were received from UP and the fourth on the following calendar day. More
specifically, all four trains were placed on the TIT Loop tracks between 2 hours and 28 minutes
to 4 hours and 12 minutes of their delivery by UP. See: Exhibit 3 — 9, Train Movement 3,
Column K minus Train Movement 1, Column K (2 hours, 28 minutes) and Exhibit 3 - 6, Train
Movement 3, Column K minus Train Movement |, Column K (4 hours, 12 minutes).

This swift handling results from UP’s direct delivery of the trains to TIT which enables
TIT to closely coordinate with UP regarding a given train’s arrival. TIT is thus able to place its
crew on the train promptly after its arrival and begin switching. For example, TIT began
switching train “UEAWTG30” 2 hours, 56 minutes after its arrival (Exhibit 3 — 6, Train
Movement 2, Column J minus Train Movement 1, Column K) and began switching train
“UEAWTG19” 2 hours, 28 minutes after its arrival (Exhibit 3 — 7, Train Movement 2, Column J

minus Train Movement 1, Column K),

 Appendix 3 - 1, “Providing Connecting Rail Service to Texas International Terminals.pdf”,
Section: Overview of UP Unit Train Arrival and Departure, Slide 1 of 24, pdf page 2 of 29, by
Texas Railway Exchange LLC.

* Appendix 3 - |, “Providing Connecting Rail Service to Texas International Terminals.pdf”,
Section: Overview of UP Unit Train Arrivai and Departure, Slide 2 of 24, pdf page 3 of 29, by
Texas Railway Exchange LLC.

28



TREX: Operations Report

TIT broke each train into two cuts and placed each one separately onto its Loop Tracks.>!
This is made necessary by the configuration of the Loop Tracks in TIT’s facility, but is the only
time that a UP unit train is broken into cuts, unlike the switching of BNSF unit trains.

In this step, a TIT crew switched each train by boarding the UP locomotives and
operating the train. By contrast, a TIT crew switched the cars of each BNSF unit train with

TIT’s own locomotives.

Step 3: After unloading, TIT pulls the entire, now-empty train from the TIT Loop tracks

and delivers it to UP at 77" Street on UP Track 102 or TIT Track 756, approximately 1.25 miles

west of the inbound interchange point; See TREX Presentation Slides 3 and 4 of 432 TIT
delivered all four empty unit trains to UP at 77" Street on the same day it pulled them from the
TIT Loop tracks. More specifically, this step was generally accomplished in approximately one
hour. See examples: Exhibit 3 — 7, Train Movement 4, Column K minus Column J, and Exhibit
3 — 8, Train Movement 4, Column K minus Column J.

By contrast, the nine cuts in which UP returned the BNSF trains to BNSF were returned

inconsistently, over a wide span of time:

e Two were returned on the same day as TIT pulled them from the TIT Loop tracks:

! In order to correctly reflect TIT’s practice of splitting the inbound loaded UP unit trains into
two cuts, RLBA inserted an additional train movement record into the train sheet of each train to
reflect the second cut for each train, and split each train’s total car count between the two cuts
based upon TIT’s description of the manner in which it typically switches UP unit trains.
Consequently, the “Start Date and Time” of the first cut reflects time at which TIT began to
switch the inbound train and the “End Date and Time” of the second cut reflects the time at
which TIT completed placing the train on the TIT Loop tracks. This adjustment to the data from
the TIT — RLBA data was made because the practice of splitting these trains was not correctly
captured in the database.

2 Appendix 3 - 1, “Providing Connecting Rail Service to Texas International Terminals.pdf”,
Section: Overview of UP Unit Train Arrival and Departure, Slides 3 and 4 of 24, pdf pages 4 and
5 of 29, by Texas Railway Exchange LLC.
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o Exhibit 3 — 1, Train Movement 12, Column K minus Train Movement 11,
Column J and
o Exhibit 3 — 2, Train Movement 10, Column K minus Train Movement 7,
Column J.
e Two were returned the next day:
o Exhibit 3 — 1, Train Movement 9, Column K minus Train Movement 6,
Column J and
o Exhibit 3 — 3, Train Movement 8, Column K minus Train Movement 6,
Column J.
¢ Two cuts contained a mix of cars that were returned over a combination of the same
day and next day:
o Exhibit 3 — 4, Train Movement 14, Column K minus Train Movement 12,
Column J (same day) and
o Exhibit 3 — 4, Train Movement 14, Column K minus Train Movement 5,
Column J (next day);
o Exhibit 3 — 4, Train Movement 15, Column K minus Train Movement 13,
Column J (same day) and
o Exhibit 3 — 4, Train Movement 15, Column K minus Train Movement 9,
Column J (next day).
¢ One was returned two days after TIT pulled it from the TIT Loop tracks:
o Exhibit 3 — 3, Train Movement 12, Column K minus Train Movement 11,
Column J.

e One was returned four days after TIT pulled it:
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o Exhibit 3 — 2, Train Movement 17, Column K minus Train Movement 11,
Column J.
¢ One was returned six days after TIT pulled it:
o Exhibit 3 — 2, Train Movement 18, Column K minus Train Movement 15,

Column I.

As with the BNSF trains, it is also important to consider the amount of time TIT

expended unloading the cars of the UP trains, or the dwell time, even though it is not a “train
movement” activity. Dwell occurs at the locations between the train movements depicted in all
steps in this three-step process. In RLBA’s analysis measured the dwell time of the cars within
the TIT facility: the amount of time between the time a cut of cars was placed on the TIT Loop
tracks in Step 2, and the time that cut of cars was pulled from the TIT Loop tracks in Step 3.

This dwell time within the TIT facility is RLBA’s proxy for the amount of time that TIT

expended unloading each cut of cars, and is reported below in Exhibit 3 — 10:
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Exhibit 3 - 10
Dwell Times (Proxy Unloading Times) at TIT Loop Track for
UP Unit Trains (June 2019)%

Total Dwell Time by Train
UP Loaded Unit Train Symbol (1) {DD;HH:MM:SS)
UEAWTG30 00:14:39:00
UEUMTGO6 00:14:50:00
UEAWTG12 00:15:37:00
UEAWTG19 00:12:33:00
Average 00:14:24:45
Notes:
{ 1) Train symbols are shown as reported by TIT and may not exactly
match the symbol employed by the respective railroads.

A.3. Critigue of Current Operations: Poor Service and Inefficient
Operations Demonstrated in Four Metrics

The poor service experienced by TIT and the underlying inefficient railroad operations
were documented consistently by RLBA in the form of four metrics. The first two metrics, Train
Cycle Time and Car Elapsed Time, demonstrate the long and inconsistent cycle times
experienced by BNSF unit trains as compared with UP unit trains serving TIT. The inefficiency
of current rail operations involving BNSF unit trains is also evident when comparing the number
of train movements and crew hours required for handling a BNSF versus a UP unit train. Each
metric is explained below with the analysis and findings associated with each.

A.3.1. Train Cycle Time
Train Cycle Time (“cycle time” or “TCT"} in this study, represents all of the time

between the arrival of a given inbound loaded train in Galveston and the return of its

33 TREX e-workpaper, “Elapsed Time by Segments & Carrier — Train Sheet Publish xlsx”, tab
“Unloading Times”, cells D34:E43.
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corresponding outbound empty train, or the last cut of empty cars®, to the railroad (BNSF or UP)
that brought the loaded train to Galveston. TCT of a BNSF unit train is calculated from the date
and time at which the loaded train arrived at BNSF’s Valley Yard to the date and time at which
the last cut of corresponding empty cars were returned to Valley Yard by UP. TCT of a UP train
is calculated from the date and time at which the loaded train arrived at the UP/TIT Crew
Change on Track 756 (about one train length east of the 77" Street grade crossing) and the date
and time at which the corresponding empty train was returned to UP at 77 Street by TIT. This
time includes time during which the cars were unloaded by TIT.

RLBA’s analysis, as illustrated in Exhibit 3-11 below, found that the average cycle time
experienced by the four, loaded BNSF unit trains analyzed in the June 2018 study period was
more than five days longer than the average cycle time experienced by the four, loaded UP unit
trains during that same month: 5.86 days versus 0.78 days. This finding demonstrates that the
current railroad operations by which BNSF unit trains are moved between BNSF Valley Yard
and TIT’s facility are significantly less efficient than the current operations by which UP unit
trains move between the UP — TIT interchange, on Tracks 756 or 102, and TIT’s facility. The
train cycle times of the four BNSF unit trains varied greatly, between 2.88 and 9.69 days, while
those of the four UP unit trains varied within a much narrower range, between 0.67 and 0.83

days, which also strongly suggests that the current handling of the BNSF unit trains is inefficient.

34 Under current operations, BNSF unit trains are broken into smaller cuts of cars, at times, by
BNSF, TIT and UP, which causes the empty cars of a given train to be retuarned to BNSF
generally on different days. .
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Exhibit 3-11

Train Cycle Times of BNSF and UP Unit Trains between
Galveston Arrival and Departure Locations, via TIT’s Facility (June 2018)**

Empty Train or Last
Empty Cut Returned| Train Cycle
Loaded Unit Train to Originating Time (Days
Origin Loaded Train | Arrived Galveston | Carrier(Dateand | perLoaded
Railroad Symbol {1) (Date and Time) Time) Train)
BNSF U MNSGAT7Z 26A 6/2/18 5:50 AM| 6/7/18 3:51 PM| 5.42
BNSF  |GMSIGAT431A | 6/4/18 7.=_31_,P!V']l, 6/14/18 12:04 PMJ[ 969
BNSF MSIGAT4-07A 6/13/18 4:25 AM 6/18/18 3:08 PM 5.45
BNSF MSIGAT4-17A 6/19/18 8:05 PM| 6/22/185:10 PM 2.88
BNSF Average 5.86
UP UEAWTG30 6/3/18 7:28 AM| 6/4/18 3:00 AM 0.81
up UEUMTGO6 6/10/18 10:20 pM| 6/11/18 5:30 PM 0.80
up  [ueawTG2 6/17/181:00PM|  6/18/188:48AM| 083
up UEAWTG19 6/25/18 4:45 AM 6/25/18 8:50 PM 0.67
up Average | [ | om
Difference, BNSF vs. UP: Average Train Cycle Time |Amount 5.08
S ___|Percent 1 654%
(1) Train symbols are shown as reported by TIT and may not exactly match the symbol
employed by the respective railroads.

Here, train cycle times are illustrative of the overall service issues involving reciprocal
switching operations, but do not identify the extent to which UP, BNSF, or TIT might be the
source of inefficiencies or delays. Therefore, RLBA calculated the Car Elapsed Time to quantify

the amount of time each car was in the possession and control of either UP, BNSF, or TIT.

* TREX e-workpaper, “Elapsed Time by Segments & Carrier.xlsx,” tab “Current Cyc Elapse
ULoad,” cells B5:F23.
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A.J3.2. Car Elapsed Time

Car Elapsed Time in the railroad industry is the amount of time that a railcar is in the
possession (on the track) of a railroad. This measurement is frequently used when it is necessary
to manage the flow of cars through an operational location, such as a yard, or among several
locations within a terminal area, such as the Galveston area in which the TIT facility is located.
Car Elapsed Time also can be employed by a railroad to measure the amount of time a railcar is
in the possession of a customer, such as TIT. Car Elapsed Time is important in RLBA’s analysis
of BNSF unit train service to TIT because it enabled RLBA to measure the amount of time the
cars of a given BNSF unit train were under the responsibility of UP, BNSF, or TIT, as they
moved in both the loaded and empty directions between BNSF’s Valley Yard and TIT’s facility.

Elapsed time is measured in an average number of days per car, and includes: 1) train
switching or running time, and 2) dwell time. Train switching or running time is simply the time
a car spends being moved between locations, such as between a yard and an industry. Dwell
time is incurred by a railcar when it is not moving, most commonly while it is in a yard or on
industry track. Dwell time tends to be the larger of the two components of elapsed time when
car movement is evaluated within a terminal because the travel distances — hence running time -
between locations tends to be much shorter than the time a car spends holding in a yard.

In RLBA'’s experience, differences among the service patterns of each railroad, such as
the one-shift, Monday - Friday service pattern provided by UP vs. the 24/7 service pattern
provided by BNSF and TIT, is a primary cause of significant dwell time because the cars flow

unevenly from one railroad to another. Limits on track capacity and surges in traffic are some
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other factors which can cause congestion in the flow of cars from one railroad to another and
cause significant dwell time.

Car Elapsed Time is reported as the total average number of days that a car takes to
complete a load - empty cycle, and the portion of that total that the car was in the possession and
control of UP, BNSF, or TIT.*® RLBA’s analysis (Exhibit 3 - 12) shows that, on average, a car
which arrived on a BNSF unit train required 4.80 days to complete a load — empty cycle
(“cycle”) between BNSF Valley Yard and TIT’s facility. UP was responsible for most of that
time, 3.69 days (77 percent). BNSF was responsible for 0.41 days (9 percent), and TIT was
responsible for 0.71 days (15 percent). TIT’s Car Elapsed Time includes time switching cars
between the TIT Industry Track yard and the TIT Loop tracks as well as time unloading cars

between their arrival on and departure from the TIT Loop tracks.

3¢ The starting and ending points in Galveston for measuring both TCT and Car Elapsed
Time: BNSF trains - BNSF Valley Yard; and UP trains - UP/TIT Crew Change, and 1.25 miles
east of 77" Street is the starting point and 77" Street is the ending point.
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Exhibit 3 — 12
Car Elapsed Time for BNSF Unit Trains between
BNSF Valley Yard and TIT’s Facility (June 2018)*’

Car Elapsed Time by Handling Crew ( 2)

{Average Days per Car)
Origin Loaded Train | Number of
Railroad Symbol {1) Cars on BNSF nr{3) up Total
Average Number of Days a Car was Controlled
BNSF U MNSGAT7 26A 94 0.10 0.95 3.74 4.79
BNSF G MSIGAT4 31A 112 0.77 0.45 6.19 7.40
BNSF MSIGAT4-07A 112 0.70 0.60 284 414
BNSF MSIGAT4-17A 112 0.07 0.83 1.97 2.87
BNSF Average 0.41 0.71 3.69 4.80

Percentage of Total Days a Car was Controlled

BNSF U MNSGAT7 26A 9 2% 20% 78% 100%
BNSF G MSIGAT4 31A 112 10% 6% 84% 100%
BNSF MSIGAT4-07A 112 17% 14% 69% 100%
BNSF MSIGAT4-17A 112 2% 29% 69% 100%
BNSF Total 9% 15% T7% 100%|
Notes:

{ 1) Train symbols are shown as reported by TIT and may not exactly match the symbol
employed by the respective railroads.
{ 2) Car Elapsed Time includes the time during which a car is loaded and empty during
its cycle between BNSF Valley Yard and the TIT facility.
{ 3) Car Elapsed Time for TIT includes time switching cars between the TIT Industry Track yard
and the TIT Loop tracks, and time unloading cars between their arrival on and departure from
the TIT Loop tracks.

When the total average car elapsed time for BNSF unit trains (4.80 days per car) is
contrasted with the value for UP unit trains (0.78 days per car) (Exhibit 3 — 13 below), it strongly
suggests there are significant inefficiencies in the movement of the BNSF cars, to which UP is
the primary contributor. This reinforces the same conclusion suggested by the preceding

comparison of Train Cycle Times for BNSF and UP unit trains.

3 TRES e-workpaper, “Elapsed Time by Segments & Carrier.xIsx,” tab “Current Cyc Elapse
ULoad”, Cells B27:H50.
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Car Elapsed Time for BNSF and UP Unit Trains between

Exhibit 3 - 13

TIT’s Facility and BNSF Valley Yard or UP/TIT Crew Change (June 2018)*

|Notes:

Car Elapsed Time by Handling Crew (2)
{Average Days per Car)
Number
of Cars on
Origin Loaded Train Loaded
Railroad | Symbol {1) Train BNSF T { 3) up Total
BNSF U MNSGAT7 26A 9 0.10 0.95 3.74 4.79
BNSF GMSIGAT431A | 112 0.77 045 6.19 740 |
BusF  [wsiGAT407A | 112f o070 | 060 | 284 414
BNSF MSIGAT4-17A 112 0.07 0.83 197 2.87
BNSF Average 0.41 0.71 3.69 4.80
wp  Jueawreso | 106) o000 | o8t | 000 081
UP _|UEUMTGO6 106 0.00 080 0.00 080 |
up UEAWTG12 107 0.00 0.83 0.00 0.83
up UEAWTG19 107 0.00 0.67 0.00 0.67
g Average - .00 0.78 0.00 0.78
Difference, BNSF vs. UP: Average Train Elapsed Time JAmount | 402
. |percent | 518%

( 1) Train symbols are shown as reported by TIT and may not exactly match the symbol
____employed by the respective railroads. -
( 2 ) Car Elapsed Time includes the time during which a car is loaded and empty during
___itscycle between the TIT facility and BNSF Valley Yard or UP/TIT Crew Change.
{ 3) Car Elapsed Time for TITincludes time switching cars between the TIT Industry Track yard

and the TIT Loop tracks, and time unloading cars between their arrival on and departure from

the TIT Loop tracks.

The differences in the Car Elapsed Time between BNSF and UP unit trains while on each

carrier, as shown in Exhibit 3 — 13 above, illustrates the significantly different roles of the

38 TRES e-workpaper, “Elapsed Time by Segments & Carrier.xlsx,” tab “Current Cyc Elapse

ULoad”, Cells 054:79.
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carriers in handling BNSF minus UP unit trains. While all three carriers are involved in
switching BNSF unit trains, only TIT is involved in switching the UP trains. UP incurs no
measurable time because its inbound road crews deliver the trains directly to TIT on one of two
tracks at which time the trains becomes the responsibility of TIT until TIT returns the empty
trains to UP - a much more efficient process than BNSF unit trains must navigate. Therefore,
TIT is responsible for all of the Car Elapsed Time, 0.78 days per car in connection with UP unit

trains.

Car Elapsed Time is a useful metric in this study because total Car Elapsed Time
for each train provides a more conservative and reasonable view of the load - empty cycle time
than Train Cycle Time for each train. Car Elapsed Time is more conservative and reasonable,
relative to Train Cycle Time, when applied to the BNSF unit trains because it accounts for the
different dates and times when individual cuts of a BNSF unit train are interchanged to UP by
BNSF and when they are returned empty to BNSF by UP - some earlier or later than others for a
given train®® — while Train Cycle Time is calculated on the date and time on which the last (worst
case) empty cut is returned to BNSF by UP. Consequently, Total Car Elapsed Time for a train

presents a faster (lower) cycle time than Train Cycle Time.

Total Car Elapsed Times and Train Cycle Times for BNSF and UP unit trains are
presented side-by-side below in Exhibit 3 — 14.What is notable is that the Car Elapsed Time and
the Train Cycle Time for UP trains is identical, which is consistent and indicative of a more

efficient process and operation.

39 See preceding Footnote 3.
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Exhibit 3 - 14

Total Car Elapsed Time and Train Cycle Time for BNSF and UP Unit Trains Between
TIT’s Facility and BNSF Valley Yard or UP/TIT Crew Change (June 2018)*

Total Car Elapsed

Time by Train Train Cycle Time
Origin (Average Days per (Days per Loaded
Rallroad Loaded Train Symbol { 1) Car) {2) Train)
BNSF U MNSGAT7 26A 4.79 5.42
BNSF |G MSIGAT431A _ L re ] 96 |
BNSF MSIGATA-07A 4.14 5.45
BNSF MSIGAT4-17A 2.87 2.88
BNSF Average 4.80 5.86
up UEAWTG30 0.81 0.81
UP UEUMTGD6 0.80 0.80
up  Jueawteiz 083 | o
up UEAWTG19 0.67 0.67
UP___ ]Average —eer {078 0718
Difference, BNSF vs. UP: Average Train Elapsed Time 4.02 5.08
518% 654%

Notes:

(1) Train symbols are shown as reported by TIT and may not exactly match the symbol

employed by the respective railroads.

( 2) Car Elapsed Time includes the time during which a car is loaded and empty during

its cycle between the TIT facility and BNSF Valley Yard or UP/TIT Crew Change.

RLBA concludes based on its analysis and comparison of total Car Elapsed Time for

BNSF and UP cars arriving at Galveston on loaded unit trains destined to TIT, that the rail

operations for handling BNSF cars are significantly less efficient than those for handling UP

cars, as evidenced by higher cycle times. On average, a car destined to TIT and arriving at

Gaiveston on a loaded, BNSF unit train incurred 4.80 days to complete the load - empty cycle,

4 TRES e-workpaper, “Elapsed Time by Segments & Carrier xlsx,” tab “Current Cyc Elapse
ULoad”, Cells X55:AA76.
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518 percent longer than a car destined to TIT and arriving on a loaded, UP unit train, which
incurred 0.78 days to complete a cycle. Additionally, UP is primarily responsible for the
inefficient handling of BNSF unit trains. A car which arrived on loaded, BNSF unit trains was
under the control of UP during an average of 77 percent (3.69 days on average) of the cycle time
incurred.

A.3.3. Train Movements by Handling Crew

Activity measures, such as “train movements” and “crew time,” are important to a
railroad’s ability to measure and manage the work effort expended in transporting customers’
freight. Activity measures, when multiplied by unit costs, enable railroads to estimate operating
costs. There are many other activity measures in addition to the two mentioned above, such as
man-hours, tonnage, and number of cars. Train movements and crew time are employed by
RLBA in this analysis because they are most readily calculated from the database developed by
TIT and RLBA.

The term “train movements” as used in this portion of RLBA’s analysis includes two of
the four train movement activities in the train movement database compiled by TIT and RLBA:
“Switch” and “Run Lite.” The other two activities are “Arrive” and “Depart.” All four are
defined in a preceding section of this report,*! and the definitions of Switch and Run Lite are

repeated here:

Switch - movement of cars from one track to another by a BNSF, TIT, or UP crew; and

41 RLBA Operations Report, Section II, Train Operations Data Collection Methodology.
a1
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Run Lite - also known as “lite power move,” is a movement of only a locomotive(s),
without cars, from one location to another. As applied in this analysis, Run Lite includes

the movement of a locomotive(s) between Switch moves.

The train movement counts, summarized below in Exhibit 3-15, represent the total switch
moves and lite power moves made by BNSF, UP, and TIT crews in the course of advancing the
cars of BNSF unit trains between BNSF’s Valley Yard and TIT’s facility. While no less than 19
moves were required to move any particular BNSF unit train, it was observed that on average, 23

train moves were performed in the course of handling the cars of one BNSF unit train.
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Exhibit 3 - 15
Number of Train Moves by Handling Crew*?
For BNSF and UP Unit Trains (June 2018)

Number of Train Moves by Handling Crew
Loaded Unit Train| Number of
Arrived Cars on
Origin Loaded Train Galveston (Date | Loaded
Railroad Symbol {1) and Time} Train BNSF T up Grand Total
BNSF U MNSGAT? 26A 6/2/18 5:50 AM| 94 2 12 5 19
BNSF |G MSIGAT4 31A 6/4/187:31PM| 112 s{u 1 9 \ _%I
BNSF  |MSIGAT4-07A 6/13/184.25AM| 112 4 8 10| 2
BNSF MSIGAT4-17A 6/19/18 8:05 PMl 112 2 14 8 2
BNSF__ |Average 3.5 115 8.0 23.0)
Average Train Movments: Percent Distribution |  15% 50% 35%;  100%)
P |UEAWTG30 6/3/187:28 AM| 108 of 3l o 3
up UEUMTGO6 6/10/1810:20 PMT 106 0 3 0 3
UP_ |UEAWTG12 -,v-_5/17/18,1.59,°£’..M][. tof  of 3 o 3
up UEAWTG19 6/25/18 4:45 AM 107 0 3 0 3
up Average 0.0] 3.0 0.0 3.0
Average Train Movments: Percent Distribution 0% 100% 0% 100%
‘Diference, BNSF vs. UP: Average Total Number of Train Moves Amount 20.0
- R ___|Percent | 700%)

Notes:

{ 1) Train symbols are shown as reported by TIT and may not exactly match the symbol
employed by the respective railroads.

(2) The number of train movements associated with UP unit trains reflect counts that have been manually |

increased, by RLBA, by one train movement above those calculated from the TIT- RLBA database, |

This was done to correctly reflect the fact that TIT splits each inbound loaded UP unit train into two

cuts and switches each cut into its facility separately due to the track configuration within the facility.

A.3.4. Crew Time by Handling Crew

Crew time, as measured by RLBA in this study, is the sum of the running time
incurred by a BNSF, TIT, or UP crew while accomplishing switching and lite power moves related

to handling cars from a BNSF or UP unit train. Therefore, crew time does not include time which

“ TREX e-workpaper, “1 JWM KH 08-27-18 V(2) KH 8-10-18 with BNSF Data Data collection
sheet.xlsx,” tab “Master Summary CURRENT”, cells B12:137.
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a crew incurred switching only cars associated with other customers and a few cars destined TIT
which did not arrive via a BNSF or UP unit train. The UP crew which serves TIT also regularly

serves MI Swaco and Sullivan Land & Cattle Co.

As with the Car Elapsed Time analysis of the UP unit trains, TIT has the sole
responsibility/activity for UP cars as soon as a train is handed off from UP to TIT and is
responsible for these trains until they are returned to UP. TIT’s handling of the UP unit trains
demonstrates a much more efficient operation than that which occurs regarding the transport of
BNSF unit trains, which consume, on average 287 percent more crew time to be advanced

through the load - empty cycle than do UP unit trains, as shown in Exhibit 3 - 16 below.
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Exhibit 3 - 16
Crew Time by Handling Crew for
BNSF Unit Trains (June 2018)*

Crew Time by Handling Crew (HH:MM)
Loaded Unit Train] Number of
Arrived Carson
Origin Loaded Train Galveston (Date | Loaded
Railroad Symbol {1) and Time) Train BNSF mr up Grand Total
BNSF U MNSGAT7 26A 6/2/18 5:50 AM| 94 1:01 2:32 3:28 7:01
BNSF G MSIGAT4 31A 6/4/187:31 PM| 112 1:32 2:53 5:35 10:00
BNSF MSIGAT4-07A 6/13/18 4:25 AM| 112 1:32 2:53 6:02 10:27
BNSF MSIGAT4-17A 6/19/18 8:05 PMl 112 1:11 3:27 5:00 9:38
BNSF Average 1:19 2:56 5:01 9:16
up UEAWTG30 6/3/18 7:28 AM 106 0:00 1:57 0:00 1:57
up UEUMTGO6 6/10/18 10:20 PM 106 0:00 2:10 0:00 2:10
up UEAWTG12 6/17/18 1:00 PM 107 0:00 2:02 0:00 2:02
up UEAWTG19 6/25/18 4:45 AM 107 0:00 3:26 0:00 3:26
up Average 0:00 2:23 0:00 2:23
Difference, BNSF vs. UP: Average Crew Time Amount 6:52
Percent 287%
Notes:
{ 1) Train symbols are shown as reported by TiT and may not exactly match the symbol
employed by the respective railroads.

B. Proposed BNSF Operations Over the TREX Proposed Track

Based upon analysis of the existing operations, an understanding of the proposed

alignment(s) of the TREX proposed track and discussion with BNSF, RLBA composed primary

and secondary proposed operating plans by which BNSF trains would serve TIT directly via the

TREX-proposed track. The primary plan is the focus of the following analysis and discussion

because it reflects how the BNSF unit trains are expected to be handled most of the time. The

43 TREX e-workpaper, “1 JWM KH 08-27-18 V(2) KH 8-10-18 with BNSF Data Data collection

sheet.xlsx,” tab “Master Summary CURRENT?”, cells B45:164.
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purpose of the secondary plan is to establish an alternate approach to handling the BNSF unit
trains when any number of random events (weather, derailment, change in commodity market,
changed ship schedule, etc.) might occur and cause BNSF and/or TIT to change their day-to-day
operating plans. Detailed descriptions of both plans are provided in Appendices 3 — 3 (primary
plan) and 3 — 4 (secondary plan).
B.1. Primary Proposed Operating Plan
RLBA has developed a Proposed Operating Plan in which BNSF crews operate into and
out of the loop tracks in TIT’s facility, and has reviewed this plan with BNSF. In the following
discussion, running times and times during which UP property would be occupied assume trains
operate over TREX’s preferred alignment, Blue Option, “B” Alternate (“Blue — B”).** The
length of the TREX-proposed track in this alignment is 2,823 feet.*> The Proposed Operating
Plan is summarized as follows and envisions that:
L. BNSF crews would operate into the loop tracks in TIT’s facility;
2. TIT would release the empty train back to BNSF within approximately 24 hours of
BNSF completing delivery of the loaded train, so BNSF would leave the locomotives
on the train after delivering it;
3. BNSF would deliver the inbound loaded train to TIT in one cut, as a solid unit train
(0.62 hours running time);

4. BNSF would transport its crew from TIT to Valley Yard;

# Calculations for the Blue — A, Green — A and Green — B alignments are presented in Appendix
3-2.

% Second Verified Statement of R. Lee Meadows, Jr., P.E., on behalf of Texas Railway
Exchange LLC, February 20, 2019, p. 1.
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5. TIT would cut and place the train on its two tracks, “A” Loop and “B” Loop, within
its facility;

6. BNSF would fuel the locomotives and repair bad-ordered cars that have been set out
by TIT, as-needed, at TIT’s facility;

7. After TIT unloads the train, it would re-assemble the empty cars into an outbound
unit train, perform the air brake test and switch-out bad-order cars as-needed. It was
originally anticipated that reassembly would occur east of the proposed diamond
crossing; however, in the final assembly (doubling the train together) of the outbound
train, and based on how UP-TIT unit trains are presently reassembled, the front
portion of the unit train would be pulled westward, out of TIT’s facility onto the
TREX proposed track and occupy the diamond crossings; and

8. A TIT crew would then operate the train and deliver it to BNSF at its Valley Yard.

Since all of the above movements would occur on BNSF track, the TREX proposed track
and track wholly within TIT’s facility, at no time would locomotives or cars of BNSF unit trains

occupy the train landing or railcar storage tracks located on UP property.

This proposed operating plan would entail a total of two train movements (one inbound
movement by BNSF and one outbound movement by TIT) across the TREX proposed diamond
crossings, for each inbound loaded train — outbound empty train cycle. The train movements,
with: 1) estimated running times between BNSF Valley Yard and TIT, 2) amounts of time each
movement would occupy UP’s two diamond crossings, and 3) amounts of time each movement
would occupy UP property, are summarized in Exhibit 3 — 17 below. This analysis shows that a

loaded, 112-car train operating on the TREX-proposed track would occupy the diamond
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crossings of the two UP tracks and one TIT track for 0.47 hours*® (28 minutes), and that its

companion empty train on return would occupy them for 0.87 hours*’ (52 minutes).

% In Table 3 — 7, the sum of the first three values (0.28 + 0.02 + 0.20 hours) under the heading,
“Occupy Diamonds Between Clearance Points,” produces 0.50 hours because they represent the
three train movements required to deliver the inbound loaded train.

7 In Table 3 - 7, the fourth value under the heading, “Occupy Diamonds Between Clearance
Points,” is 0.47 hours, which is the running time of the outbound empty train.
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Exhibit 3 - 17
Run Times and Occupancy Times on UP Property
Under the TREX Proposed Operating Plan Assuming the “Blue —~ B” Alignment*

Train Movements in Proposed Operating Plan Running Times and Distances
Train Operations Time UP Property Occupied
Occupy
Diamonds Segment 2- Segment 3-
Over Entire | Between Diamonds Area | Pelican Island
Lengthof | Clearance | Segmentl- |[toPelicanisland| Causewayto
BNSF Train Car TREX Points | Diamonds Area Causeway | Port Industrial
Status From To Move Type Count | (Hours) {Hours) {Hours) {Hours) Rd. (Hours)
Inbound BNSF Valley Yard |TIT Facility Pull in entire train 112 0.62 0.47] 0.47 0.47 0.48%
loaded
Outbound TIT Facility BNSF Valley Yard {Pull entire train to 112 1.08 0.87 0.87 0.87 0.88
empty depart
Total Time 1.70| 1.34 134 134 1.36|
(Hours)
Total Time 102 801 80 80 82
(Minutes)
Distance 2,823 295 233 370 600
(feet)

48 TREX e-workpaper, “# TREX Conceptual Operating Plan Matrix BNSF 1 cut.xlsx,” tab, “Run & Occupy Times Sumry,” Cells
B5:J10. Calculations for the Blue ~ A, Green - A and Green — B alignments are presented in Appendix 3 - 2.
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This plan is based on the assumption that the longest BNSF unit train consist would not
exceed the length of the longest such train observed in June 2018, 112 cars of fertilizer. It also
reflects the assumption that such trains would be powered by two locomotives on the head-end
and one on the rear, operating in distributed power (“DP” or “DPU”’) mode, based upon BNSF’s
indication that this is the typical locomotive configuration on these trains. TIT indicated that it
also commonly unloads 98-car trains of ethanol, composed of 96 loaded cars and two buffer cars.

The estimated amount of time which BNSF and TIT would require completing the three-
step cycle of delivering a loaded train, unloading it and returning the empty train (Train Cycle
Time) is 31.15 hours (1.30 days). RLBA calls this the “Practical Train Cycle Time” because it
includes an allowance of 4.07 hours (15 percent) for random delays and variability in operations
which are regular factors in day-to-day railroad operations. The components of the 31.15-hour
practical cycle time are summarized below in Exhibit 3 - 18

Exhibit 3 - 18
Summary Components of the Practical Train Cycle Time per

Loaded Train which would be Generated by the Proposed Operating Plan Assuming the
“Blue — B” Alignment*’

Hours per
Components Cycle
Inbound dwell at BNSF Valley Yard 0.06]
Running time: inbound loads 0.62
Unloading 23.23
Air brake test, bad orders & fuel S.87]
Running time: outbound empties 1.08
Crew communication time 0.29]
Total practical cycle time 31.15|

¥ TREX e-workpaper, “# TREX Conceptual Operating Plan Matrix BNSF 1 cut.xlsx,” tab,
“Sumry Cycle Components,” Cells D5S:E11.
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The precursor to Practical Train Cycle Time is Theoretical Train Cycle Time, which

assumes perfect world train operations and includes no allowance for random delays and

variability in train operations.

The amounts of time associated with the individual train and crew movements is

presented in the proposed operating plan matrix (Appendix 3 — 3), and is summarized below:

Inbound dwell time at BNSF Valley Yard is expected to amount to only an
incidental amount of time (0.06 hours, 3 — 4 minutes) during which the BNSF
crews obtain permission or clearance to proceed across the diamond crossings;
Running time on inbound loads reflects the time during which the BNSF crew
would operate the entire train directly from Valley Yard to TIT’s facility in one
trip;

Unloading time is the largest component of estimated train cycle time under the
proposed operating plan. It is calculated on the assumed unloading of 112 cars at
an average unloading rate of 0.18 hours per car. The average rate is based upon
TIT’s experience and seems reasonably proximate to the rate required to unload
UP unit trains (0.14 hours per car);

Air brake test. switch out bad orders and fuel locomotives includes factors which

reflect TIT’s experience performing air brake tests, switching out bad order cars

and fueling locomotives on UP Unit Trains;

Running time on outbound empties includes the running time of just one trip
across the TREX-proposed track by BNSF from TIT’s facility to BNSF’s Valley

Yard, with the entire, assumed 112-car, empty train;
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¢ Crew communication time includes time during which the TIT crew contacts the
BNSF Valley Yard yardmaster to obtain permission into the yard and other
instructions. The TIT crew also would contact UP and or other crews in the area
to obtain permission/clearance to operate across the diamond crossings; and
¢ Allowance for random delays. 15 percent, was determined by RLBA to be
appropriate based upon its railroad operating experience and consulting work in
rail network capacity analysis.
B.2. Control of Train Movements across the Diamond Crossings
While railroads commonly cross one another through the use of overpasses, underpasses,
and bridges, one of the most common methods used by railroads is a crossing at grade, more
commonly referred to as a diamond crossing. Diamond crossings are track configurations that
allow two or more railroad tracks to cross one another, at any angle from 15° to 90°. The point
where the tracks intersect forms the appearance of a diamond within the track structure hence,
the name, diamond crossing.
B.2.1. Control and Permission
The TREX-proposed track would cross three tracks. From south to north, TREX would
cross two tracks owned by UP (#611 and #102) and one track owned by TIT (#756). The
TREX-proposed track will be built as a common carrier rail line and TREX will grant trackage
rights to BNSF which will authorize BNSF to operate over it. TIT is a private industry and its
tracks are designated as “industry track.” TIT would continue to operate over its track to switch
UP unit trains into and out of its facility, so the execution of control and awarding of permission

to occupy the diamond crossings will require coordination among BNSF, UP and TIT.
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In this proceeding, with BNSF operating over TREX, and both crossing UP at-grade, one
railroad was established first at the location of the diamond crossing (UP), followed by a second
(TIT when it acquired the parallel #756 track from UP) and the third railroad (TREX, with BNSF
as an operator) coming along later. The original railroad is normally the one in control of the
crossing and grants access to the other railroad(s) either willingly or by law. These types of
railroad crossings at grade are commonly covered in “joint facilities™ agreements between the
railroads involved. Usually the second railroad, and others to follow if more than one, will carry
the burden and the cost of maintaining the diamond crossing.

Depending upon the signal rules in effect governing train movements on each railroad at
the diamond crossing location, these joint facilities agreements can be complex. Diamond
crossings are technically considered interlockings,*® where the operations of both railroads are
“interlocked” at the crossing location, thereby insuring only one train movement at a time can be
authorized over the crossing. The signal rules in effect at the diamond crossing also will
determine the employee or method by which train movements are authorized over the crossing.
Fortunately, at the location of the proposed diamond location, both UP currently and BNSF and
TREX in the future would operate train movements under the authority of “Yard Limits” as

specified within the General Code of Operating Rules (GCOR)®!, which is explained below. TIT

% GCOR gcor-effective-2015-04-01 most current as of 2018 09-04.pdf, “Interlocking” defined at
General Code of Operating Rules, Seventh Edition, Effective April 1, 2015, "Signal appliances
that are interconnected so that each of their movements follows the other in a proper sequence.
Interlockings may be operated manually or automatically;" p. GL-3

5t The General Code of Operating Rules (GCOR) is authored by a committee comprised of
railroad company representatives, and these rules have been adopted by the Class I Railroads
west of the Mississippi River and by the Class II Railroads.
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operates over Track 756 and its other industry track in the same manner as UP applies to its
crews when operating on industry track.>

RLBA assumes that UP will want to control the two, proposed, diamond crossings on its
tracks and will authorize BNSF movements through permission from its local yardmaster, other
designated employee, or simply apply a “first come — first served™ movement authorization in its
Operating Timetable Instructions using the “Yard Limits” rule. All such authorization and
coordination would occur via radio. RLBA also assumes that TIT would control the one
proposed diamond crossing on its track and, likewise, would authorize BNSF movements via
radio.

B.2.2. Yard Limits

UP General Code Operating (UP — GCOR) Rule 6.13* states: “Within yard limits, trains
or engines are authorized to use the main track not protecting against other trains or engines.
Engines must give way as soon as possible to trains as they approach. Engines must keep posted
as to the arrival of passenger trains and must not delay them. All movements entering or moving
within yard limits must be made at restricted speed unless operating under a block signal
indication that is more favorable than Approach. Yard limits remain in effect continuously unless
otherwise specified by special instructions or track bulletin.”

Further, the UP General Code of Operating Rules (UP - GCOR) Rule 6.28,** Movement

on Other than Main Track, which applies to yard limits states: “Except when moving on a main

32 Krista Hall (TIT) conversations with John McLaughlin (RLBA).

%3 UP Gen Code of Operating Rules 2018.pdf, “UPRR - General Code of Operating Rules,
Seventh Edition, Effective April 1, 2015, Includes Updates as of July 12, 2018, PB-20280,” Rule
6.13: Yard Limits.

#* UP Gen Code of Operating Rules 2018.pdf, “UPRR - General Code of Operating Rules,
Seventh Edition, Effective April 1, 2015, Includes Updates as of July 12, 2018, PB-20280,” Rule
6.28: Movement on Other than Main Track.
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track or on a track where a block system is in effect, trains or engines must move at a speed that

allows them to stop within half the range of vision short of:

Train

Engine

Railroad car

Men or equipment fouling the track
Stop signal or,

Derail or switch lined improperly.”

B.2.3. Signal Rules and Protection

Signal Rules in effect determine the appropriate type of signage and protection at a

diamond crossing. These can be anything from a stop sign on a wooden gate, to an illuminated

signal light, to an automated multi-aspect block, or train movement signal.

Given that yard limits are in effect in and around this location, and the low number of

trains (4.97 per day, on average) passing through the area of the diamond crossings, RLBA

suggests that a simple stop sign or other fixed signal would be appropriate protection of the UP

diamonds.

Once authorized by UP via one of the methods outlined in the Control & Permission

section above, a BNSF crew would advance its trains across the diamond crossings. Once the

movement is complete and, depending upon the method of authorization required by UP, the

BNSF crew may be required to report “clear” or, that they have finished their movement and that

the UP track is no longer blocked.
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B.3. Average Train Speed
RLBA calculated two average speeds to estimate running times in the proposed operating
plan: average speed of switching moves and an average speed of lite power moves. Since a lite
power move has no cars coupled to the locomotive, it generally runs at a faster speed than a
switching move, which is slowed by the weight of cars coupled to the locomotive. The average
speed of TIT switching moves was calculated at 3.40 MPH and the average speed of TIT lite
power moves was calculated at 4.09 MPH.*

RLBA calculated these average speeds by employing the run time from each switch
move and each lite power move in the data collected by TIT and the distances travelled by TIT
crews between the TIT Industry Track yard and the TIT Loop Tracks, as measured in Google
Earth. To be conservative in measuring the travel distances, RLBA assumed that the end-point
in the TIT Industry Track yard always would be the west-end clearance point of Track 811,
which is the third-farthest track, of the four tracks in that yard, from the TIT Loop. The Loop
Track end point is the mid-point at which the TIT lead track crosses Port Industrial Road. The
route and distance that a TIT lite power move would travel between these two points (1,870
feet™) is illustrated in the following Google Earth image, Exhibit 3 - 19, and the track diagram,
Exhibit 3 - 20. This is the first step in the six-step process applied by RLBA to measure the

travel distance so it would vary with the length of the cut of cars handled in each move.

%% The average speeds were developed from TIT switching moves, instead of BNSF moves,
because the TIT — RLBA contains far more switching moves by TIT crews and locomotives than
by BNSF crews and locomotives, which, in RLBA’s judgement, would provide more reliable
estimates of average speeds of switching and lite power moves. Given that operations in the
subject territory are conducted within yard limits at restricted speed over generally short
distances, RLBA would not expect material differences in average speeds between TIT and
BNSF crews and power.

3¢ TREX e-workpaper, “Speed and Run Time WORK .xlsx,” tab “Speeds Work™, cells J23:43.
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Exhibit 3 - 19

Route Applied to Measure Travel Distance of a TIT Lite Power Move®’
The route is the yellow lines with red dots.

L

Exhibit 3 - 20
Route Applied to Measure Travel Distance of a TIT Lite Power Move®®
(Drawing not to scale)

TTLoop A \__/"/
TIT Loop B

Track 813

Port Industrial Rd Track 812
Track 811

TIT Lead
Track 810
%

\

Pelican Istand Causeway

/

_,..---"'"":___._-=-f

37 TREX e-workpaper, “TIT Industry — Loops Lite Pwr run.jpg.”
58 TREX e-workpaper, “LCLORCI13 Ex 3-3.jpg.”
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Second, RLBA calculated the average speed of the lite power moves by identifying 21
lite power moves in which the TIT locomotive traveled between its facility and the TIT Industry
yard during the June 2018 study period.® The 1,870-foot distance between TIT Industry Track
and the TIT facility was divided by the running times of all 21 lite power moves. The range of
the resulting average train speeds is 1.25 to 21.24 MPH®,

Third, the slowest speed and the fastest speed were excluded, leaving 19 moves and a
range of 1.33 to 5.31 MPH,* over which the overall average speed of TIT lite power moves
(4.09 MPH) was then calculated. The overall average and individual average speeds are
conservative because each of the 19 lite power moves included 1n this calculation includes one
instance in which the train had to stop and reverse directions, meaning the train would decelerate
(brake), stop, and accelerate in the opposite direction, which situation would not occur in the
course of a continuous, non-stop move.

Fourth, RLBA then identified 25 switch moves in which TIT moved loaded or empty cars
between its facility and the TIT Industry Track yard®? and calculated the distanced travelled by
each move. The distance travelled by the TIT crew to complete each move has two components:
1) the 1,870 feet that the crew would travel were it simply a lite power move plus 2) the
additional distance that the crew would travel when pulling and shoving the cut of cars handled

in each move, the length of which varies. The length of that cut was calculated as follows:

3 TREX e-workpaper, Speed and Run Time WORK .xlsx, tab “Speeds Work”, cells E23:T43.
0 TREX e-workpaper, Speed and Run Time WORK xlsx, tab “Speeds Work”, cells Q23:Q43.
¢! TREX e-workpaper, Speed and Run Time WORK xIsx, tab “Speeds Work”, cells Q24:Q42.
2 TREX e-workpaper, Speed and Run Time WORK .xlsx, tab “Speeds Work”, cells E44:T68.
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Distance travelled by a TIT crew when transporting a cut of cars between the TIT
Industry Yard and the TIT Loop tracks =

Number of Cars Handled in a Cut of Cars x Typical Length of 1 Car (60 feet5®) x 2
(because the length of each cut is travelled twice when switching from one track to
another: once pulling and once shoving)

+ Distance Travelled by a Lite Power Move (1,870 feet).

Fifth, the average train speed at which each cut was handled is the distance travelled by
each cut of cars divided by the amount of switching time the TIT crew took to complete the
move. The range of the resulting average train speeds is 1.54 to 5.67 MPH.% As noted in the
calculation of the speeds for light power moves, the speeds are conservative because each of the
25 switching moves included in this calculation includes one instance in which the train had to
stop and reverse directions, meaning the train would decelerate (brake), stop, and accelerate in
the opposite direction, which situation would not occur in the course of a continuous, non-stop
move.

Sixth, the slowest speed and the fastest speed were excluded, leaving a range of 1.96 to
5.28 MPH®® over which the overall average train speed (3.40 MPH) was then calculated.

The 3.40 MPH overall average train speed was applied to all of the trips BNSF would
make between its Valley Yard and the TIT facility in the course of delivering one loaded and

pulling its corresponding empty train. It is appropriate to apply the average speed of a TIT crew

to the proposed operation of a train by a BNSF crew because all of these operations occur/will

63 60 feet is the typical length of a covered hopper car in which BNSF transports fertilizer to TIT
and fertilizer was the commodity hauled in the four trains delivered to and pulled from TIT
during June 2018. Tank cars employed to transport ethanol or crude oil, the other two
predominant commodities transported by BNSF to TIT in recent history, are typically 60° 3.5”
long. The 3.5” difference in car length between a covered hopper car and a tank car is not
material in this analysis because the fertilizer trains typically are significantly longer (112 cars
vs. 98 cars) than the ethanol and crude oil trains which TIT has handled.

% TREX e-workpaper, Speed and Run Time WORK .xlsx, tab “Speeds Work,” cells Q44:Q68.

8 TREX e-workpaper, Speed and Run Time WORK xlsx, tab “Speeds Work,” cells Q45:R67.
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occur over track on which speed is governed or will be governed by the same operating rules
regarding yard limits® and movement on other than main track. Both topics were explained in
preceding sub-sections®” and the especially relevant section is repeated here for convenience.
The maximum allowable speed on BNSF and UP in vicinity of the TREX proposed track is
generally very slow as governed by the General Code of Operating Rules (GCOR)::
“Except when moving on main track or on a track where a block
system is in effect, trains or engines must move at a speed that allows them to
stop within half the range of vision short of: train, engine, railroad car, men or
equipment fouling track, stop signal or derail or switch improperly lined.”®®
B.4. Manifest Traffic
RLBA understands that TIT currently expects it will continue to ship outbound loaded
carloads in less-than-unit train (manifest train service) quantities, as it had in the past, and it will
continue to route some of those shipments via BNSF which would require UP’s reciprocal switch
service. This is because it will allow operational flexibility for TIT and permit it to stage
inbound empty railcars, needed to support the outbound loads, in its TIT Industry Track. Should
a future arrangement with BNSF enable TIT to stage empty equipment on BNSF track that is

proximate to the TREX proposed track, TIT would consider moving the BNSF manifest service

traffic directly with BNSF via TREX.

56 UP Houston Area Timetable #4 Eff 2007 07-30.pdf, “Union Pacific Houston Area Timetable
#4, Effective 0900 Monday, July 30, 2007,” Galveston Subdivision, “SI-01 Main Track
Authority, Yard Limits between ...MP43.3 and 46.4,” page 26.

67 Sub-sections B.2.1 Control and Permission and B.2.2 Yard Limits, pp. 53 - 56.

8 GCOR gcor-effective-201504-01 most current as of 2018 09-04 pdf, “General Code of
Operating Rules (GCOR) Seventh Edition, Effective April 1, 2015,” Rule 6.28 Movement on
Other than Main Track, p. 6-13.
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TIT has forecasted that it expects to continue shipping carloads in manifest train service

via UP’s reciprocal switch to BNSF in 2019.9°
B.5. Outbound Loaded Unit Trains at TIT

RLBA also understands that TIT may load outbound unit trains at its facility. TIT has
indicated that it presently expects these trains would be composed of 65 to 85 cars. TIT has not
discussed the specific handling requirements of these trains with BNSF and UP. Consequently,
the number of switching and lite power moves that a typical outbound loaded train, and its
associated inbound empty train, might make across the diamond crossings can only be
considered in “ball-park” terms at this time. RLBA would expect, based upon its experience,
that such a load — empty cycle would require approximately two to eight moves depending upon
TIT’s and the railroads’ requirements.

C. Impacts of the Proposed Operating Plan
The proposed operating plan will result in significant operational efficiencies, including

reduced and improved train cycle times, car elapsed times, train movements, and crew time.

C.1. Reduced and Improved Train Cycle Time
As a result of eliminating inefficient and environmentally damaging dwell time and
switching moves, BNSF operation over the TREX-proposed track would result in an estimated
average train cycle time of 1.30 days per train, 78 percent faster than the 5.86 days per train

average experienced by BNSF unit trains in June 2018, as illustrated in Exhibit 3 — 21 below.

% TREX e-workpaper, “1-27-19 Rail Cargo Totals 2015 — 2019 xlsx,” tab “SUMMARY,” cell
L33.
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Exhibit 3 - 21
Train Cycle Time: BNSF / TREX Proposed Operation of BNSF Unit Trains

Compared with June 2018 Operations™

June 2018 Operations

Proposed Operating Plan

Percentage Change in

Loaded Train Traln Cycle Time Train Cycle Time Train Cycle Time from
Symbol (1) | {Days perLoaded Train) | {Days per Loaded Train) | June 2018 Operations
U MNSGAT7 26A 5.42 1.30 -76%
G MSIGAT4 31A 9.69 1,30 -87%
MSIGAT4-07A 545 1.30 -76%
MSIGAT4-17A 2.88 1.30 -55%
Average 5.86 1.30 -78%
Notes:

{ 1) Train symboils are shown as reported by TIT and may not exactly match the symbol

employed by the respective railroads.

C.z.

Reduced Car Elapsed Time and Improved Cycle Time

Service to TIT and cycle time on the railroad-owned and privately-owned railcars

employed in this service would improve significantly because the operation of BNSF unit trains

directly to and from TIT’s facility would reduce wasteful dwell time and switching moves

incurred under the current operation. Total average car elapsed time (a.k.a. car cycle time) per

car would decline by 73 per cent from 4.80 days per car to 1.30 days per car as illustrated below

in Exhibit 3- 22.

O TREX e-workpaper, “Elapsed Time by Segments & Carrier.xlsx”, tab “Proposed Cyc Elapse

Summary”, cells C16:F26.
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Exhibit 3 — 22

Car Elapsed Time: BNSF / TREX Proposed Operation of BNSF Unit Trains
Compared with June 2018 Operations”'

June 2018 Operations Proposed O :erating Plan
Car Elapsed Time by Handling Car Elapsed Time by Handling
Crew (2) Crew (2) Percent Change in Car Elapsed
(Average Days per Car) {Average Days per Car) Time from June 2018 Operations
Loaded Train
Symbol (1) BNSF |TIT(3)| UP Total | BNSF |TIT (3)]| UP Total | BNSF |TIT(3)] UP Total
U MNSGAT7 26A 0.10 0.95 3.74 4.79 0.03 1.27 0.00] 1300 -70% 34%| -100%| -73%
G MSIGAT4 31A 0.77 0.45 6.19 7.40 0.03 1.27 0.00 1.30f -96%| 182%| -100%| -82%
MSIGAT4-07A 0.70 0.60 2.84 4.14 0.03 1.27 0.00 1300 -96%| 112%| -100%| -65%
MSIGAT4-17A 0.07 0.83 1.97 2.87 0.03 127 0.00 1.30 -57% 53%| -100%] -55%
Average 0.41 0.71 3.69 4.80 0.03 1.27 000 1300 -93% 80%| -100%| -73%
Notes:

{ 1) Train symbols are shown as reported by TIT and may not exactly match the symbol

employed by the respective railroads.

{ 2) Car Elapsed Time includes the time during which a car is loaded and empty during

| its cycle between BNSF Valley Yard and the TIT facility.

|( 3} Car Elapsed Time for TIT includes time switching cars between the TIT Industry Track yard

and the TIT Loop tracks, and time unloading cars between their arrival on and departure from

| the TIT Loop tracks.

I TREX e-workpaper, “Elapsed Time by Segments & Carrier.xlsx”, tab “Proposed Cyc Elapse Summary”, cells H15:T32.
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The primary cause of this improvement would be the elimination of 3.69 days per car in
BNSF unit trains no longer being under the control of UP during the latter’s reciprocal switching
of cars between BNSF and TIT. BNSF also would eliminate nearly all (93 percent) of the car-
days for which it currently is responsible, from 0.41 days per car to 0.03, by delivering the entire
unit train directly to TIT.

Under the TREX operating plan, the elimination of TIT dwell time at its TIT Industry
Track yard and the associated switching between that track and TIT’s Loop tracks will save TIT
some car elapsed time. However, RLBA’s conservative operating plan includes an increase in
Car Elapsed Time, from 0.71 to 1.27 days, attributable in part to being very conservative in
estimating the amount of time which would be required to unload and reassemble a 112-car
fertilizer train, roughly 29 hours.

C.3. Reduced Train Movements and Improved Efficiency

Construction of the TREX-proposed track would enable BNSF to deliver unit trains
directly to TIT and would result in significant reductions in train movements in Galveston which
likely would directly and/or indirectly impact public safety and welfare in Galveston, including
reduced locomotive emissions in this non-attainment region. The reductions in train movements
and associated efficiencies resulting from the new direct rail service would also improve the
efficiency and capacity of the local Galveston train operations and, by extension, that of the
national rail network.

As illustrated in Exhibit 3 — 23, below, the average number of switch movements (train
movements which handle railcars) would decline 85 percent, from 13.25 switch moves per train
in June 2018, to 2.00. The average number of train moves across the Port Industrial Road grade

crossing would decline 83 percent, from 11.50 per train to 2.00 per train and the average total
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number of train movements to handle one BNSF unit train would decline 91 percent, from 23.00
train movements per day to 2.00 per train. (The locations of these values in the exhibit are
highlighted in footnotes 3, 4 and 5 of the Exhibit.)

Exhibit 3 — 23 also illustrates the Proposed Operating Plan’s anticipated elimination of
UP’s switching of BNSF unit train traffic and elimination of switching BNSF unit trains by TIT
outside TIT’s facility. Train movements by BNSF to handle unit trains over the TREX-proposed
track to and from TIT’s facility will result in a 71 percent reduction in the average total number

of moves (from 3.50 to 1.0} required to handle one unit train.

65



TREX: Operations Report

Exhibit 3 -23
Train Movement Counts: BNSF / TREX Proposed Operation of BNSF Unit Trains Compared with June 2018 Operations™

June 2018 Operations Proposed Operating Plan
Number of Train Moves by Handling | Number of Train Moves by Handling Percent Change in Number of Moves
Crew Crew from June 2018 Operations
Loaded Train Symbol
{1) Activity | BNSF [TIT {2} UupP Total |BNSF (2) TIT up Total BNSF T up Tatal
G MSIGAT4 31A |Run Lite 3 6 1 105 0 0 0 0 -100% -100% -100% -100%
Switch 3 6 8 17 1 1 0, 2] -67% -83% -100% -88%
G MSIGATA 31A Total 6| 12 9 27| 1 1 0 ZI -83% -92% -100% -93%;
MSIGAT4-07A Run Lite 2 4 5 11 0 0 0 o -100%| -100%] -100%| -100%
Switch 2 4] 5 11 1 1 0 2l sox|  -7s%]  -100%] 8%
MSIGAT4-07A Total 4 | 10| 22, 1 0| Zi -75% -88% -100% -91%
MSIGAT4-17A Run Lite 1 5 4| 1 0 0 0 of -100%] -100%| -100%] -100%
Switch 1 9 4 14] 1 1 0 2 0% -89%| -100%{  -86%
MSIGAT4-17A Total 2 14 8| 24I i o| 2 50|  -e3%| -100%]  -92%
U MNSGAT7 26A Run Lite 1 6 1 E| 0 0 0 of -100%| -100%| -100%] -100%
Switch 1 6 4 11 1 1 0 2 0% -83% -100% -82%)
U MNSGAT7 26A Total 2 12 5 19 1 0 2 -50% -92% -100% -89%)
Average: Run Lite 175 5.25 2.75 9.75{ 0.00] 0.00 0.00 0.00 -100% -100% -100% -100%
Average: Switch ( 3) 175] 6.25] 5.25 13.25| 100 100 oo 200 -43%| -8a%] -100%| -85%
Average: Total (4) 350 1150] s0o]  23.00 1000 100 o000 200 .7ix| .91% -100%| -91%
| -83% Change in Grade Crossing Train Movements (5}
Notes:
{ 1) Train symbols are shown as reported by TIT and may not exactly match the symbol employed by the respective railroads.
{ 2} All train movements cross the Port Industrial Rd. grade crossing.
{ 3) Percentage change in the Average Total Number of Switch Moves [ -85% ) appears in the "Total” column under "Percentage Change
in Number of Moves...". Switch Moves are train movements which handle railcars.
{ 4) Percentage change in the Average Total Number ot Train Movements ( -91% ) appears in the "Total” column under "Percentage Change
in Number of Moves...".
{ 5] Percentage change in the Number of Movements across Port Industrial Road Grade Crossing per Train ( -83% ).

2 TREX e-workpaper, “1 JWM KH 08-27-18 V(2) KH 8-10-18 with BNSF Data Data collection sheet.xisx.,” tab, “Acty Sumry % Chng Handlg Ca 2,” celis B7:037.
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C4. Reduced Crew Time and Improved Efficiency

On average, the amount of crew time incurred moving a BNSF unit train between Valley
Yard and TIT would decline 72 percent, from 9 hours and 16 minutes to 2 hours and 37 minutes,
under the proposed operating plan, indicating a vast improvement in the efficiency of handling the
TIT traffic moving via BNSF. Please see Exhibit 3 — 24 below. BNSF’s crew time would decrease
26 percent, from an average 1 hour and 19 minutes per train to 58 minutes. TIT’s average crew
time per train would decline 43 percent, from 2 hours and 56 minutes to 1 hour and 39 minutes,
the latter associated with assembling the outbound empty time and delivering the train to BNSF.
In contrast, time dedicated to the handling of BNSF unit trains by UP crews would decline to zero
because UP would no longer handle BNSF unit train traffic between BNSF Valley Yard and TIT

under the proposed operating plan.
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Exhibit 3 - 24
Crew Time: BNSF / TREX Proposed Operation of BNSF Unit Trains
Compared with June 2018 Operations™

June 2018 Operations Proposed Operating Plan
Crew Time by Handling Crew Crew Time by Hanlding Crew Percent Change in Crew Time from
{HH:MM) {HH:MM) June 2018 Operations

Loaded Train

Symbol (1) BNSF | TIT UP | Total BNSF T up Total BNSF T up Total
U MNSGAT7 26A 1:01 2:32 3:28| 7:01 0:58 1:39 0:00 2:37] -5%F -34%| -100%| -63%
G MSIGAT4 31A 1:32 2:53 5:35| 10:00| 0:58 1:39 0:00 2:37] -37%|  -42%| -100%| -74%
MSIGAT4-07A 1:32 2:53 6:02| 10:27 0:58 1:39[ 0:00] 2:37] -37%| -42%| -100%| -75%
MSIGAT4-17A 1:11 3.27 5:00] 9:38 0:58 1:39| 0:00[ 2:37] -18%| -52%| -100%| -73%
Average 1:19)] 2:56 501 9:16 0:58 1:39| 0:00[ 2:37] -26%| -43%| -100%| -72%
{ 1) Train symbols are shown as reported by TIT and may not exactly match the symbol

employed by the respective railroads.

3 TREX e-workpaper, “1 JWM KH 08-27-18 V(2) KH 08-10-18 with BNSF Data Data collection sheet.xlsx,” tab, “Master Summary
PROPOSED,” Cells B44:N54.
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IV. TRACK OCCUPANCY TIME CONSUMED UNDER CURRENT AND
PROPOSED OPERATIONS

The following analysis of track occupancy in the area of the proposed diamond crossings
is the second of three analyses undertaken by RLBA regarding the proposed operation by BNSF
of BNSF unit trains over the TREX proposed track between BNSF’s Valley Yard and TIT’s
facility, both of which are in Galveston, TX. Construction of the TREX-proposed track would
include the construction of three diamond crossings where it would cross two UP-owned tracks
and one TIT-owned track at grade.

“Track occupancy” occurs in railroading when a train operates over a track at a given
point or between two points on a rail line. RLBA determined track occupancy in this analysis by
studying train activity in the area of where the three, existing tracks would be crossed. The train
activity was measured in terms of the number of train movements which traversed (occupied) the
subject area and the amount of time each train movement occupied any of the three tracks {a.k.a.
“track time” or “track occupancy time”) in the vicinity of the proposed, diamond crossings.

The purpose of this analysis is to: 1) determine the extent to which BNSF, TIT, and UP
train movements currently occupy tracks in the area where the proposed diamond crossings
would be built and 2) determine if enough time would be available in which BNSF trains could
operate across the diamond crossings on the TREX proposed track without adversely impacting
the passage of other trains. To this end, RLBA analyzed train movement data collected by TIT,
which documented movements of BNSF, TIT, and UP trains across the area of the proposed
diamond crossings during June 2018, as described in the previous section.

RLBA’s analysis began with segmenting the train movements into three groups called
“traffic types.” Traffic types are employed here by RLBA to assemble the multiple moves of

cuts of cars across the diamond crossings area into three manageable groups for analysis. The
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first two traffic types, BNSF TIT Unit Trains and UP TIT Unit Trains, differentiated between
train movements associated with BNSF unit trains and UP unit trains. The third traffic type, All
Other Trains, represents all other train moves - those which are not associated with either BNSF
or UP unit trains.
A. Track Occupancy Graphs: Plenty of Time Available

RLBA analyzed the current train activity in the form of track occupancy graphs and data
tables. There are seven track occupancy graphs, one for each day of the week (Monday,
Tuesday, Wednesday, etc.), which illustrate a total of 149 train movements identified by TIT and
RLBA during the June 2018 study period. The graph which illustrates Monday train movements

appears below in Exhibit4 — 1.
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Exhibit4 -1

Track Occupancy Graph Depicting Train Activity at the Diamond Crossings Area
On Mondays in June 20187

Monday Track Occupancy

25-Jun-18 | I I

18-Jun-18 | J

11-Jun-18 | ‘ | |

4-un-18 | | || ‘
Monday
Occupled Time
Date Blockages P Legend of Traffic Type
T!'rlun-ls 8 1:44:54 BNSF TIT Unit Trains

18-jun-18 5 2:11:13 UP TIT Unit Trains
11-Jun-18 8 2:33:50 All Qther Trains
4-Jun-18 7 1:29:09

These graphs are important because they illustrate, at a glance, the vast amount of time

during which the area of the proposed diamond crossings is UN-occupied under current

operations. There clearly is plenty of time to accommodate BNSF unit trains crossing on the

TREX proposed track without impairing the remaining UP switch crew service to its other

customers or TIT’s switching of the UP unit trains which serve it.

Each graph illustrates all of the subject train movements (switch moves and lite power

moves) which occurred on that day of the week. Dates on which the train movements occurred

appear on the vertical axis of the graph and the time of day, using the 24-hour clock, appears

™ TREX e-workpaper, “10-23-18 Track Occupancy final data from V(2) KH — 10-18 Data
collection sheet... WORK Z Annotated 8.7.2018 JWM.xIsx,” tab, “Track Occupancy Graphs,”

cells 129:R52.
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across the horizontal axis, so all of the activity on a given date is depicted to the right of that
date.

Each train movement is represented by a horizontal colored bar, the length of which
indicates the amount of time it occupied the diamond crossing area. The blank (white) spaces
between the colored bars indicate the abundance of time during which the diamond crossings
area was not occupied.

Some of these bars are very short, horizontally, and appear as very thin vertical lines
because they represent moves which occupied the area during very brief periods of time,
generally between 30 seconds and 3 minutes.

The brief table below the lower left corner of each graph summarizes the total number
and total duration of those movements on each date. The number of movements are referred to
as “Blockages” in this table.

A complete set of seven track occupancy graphs is presented in Appendix 4 - 1. They
illustrate that there are plenty of time slots under current operations which could accommodate
additional train moves. This is especially significant considering that the number of movements
required to handle each BNSF unit train across the proposed diamond crossings, in loaded and
empty directions, would decline significantly, from an average of 13 moves across the diamond
crossing per BNSF unit train to 2 moves’ (2 green bars) per train. Thus, if the number of BNSF
unit trains were to remain the same and the total number of other moves were to remain the

same, the total number of moves across the diamond crossings would decline significantly.

7S TREX Operations Report by RLBA, Exhibit 4 — 6, “Impact Upon Track Occupancy which
would Arise from Implementing the Proposed Operation of BNSF Unit Trains via the TREX
Proposed Track,” column B, p. 80.
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B. Tabular Data Analysis: Plenty of Time Available

B.1. Overall Use of Available Track Time

RLBA also conducted a tabular analysis of the data used to create the track occupancy

graphs. This analysis shows that the diamond crossing area was occupied on average only five

percent of the available time during the 30 days of June 2018, meaning the remaining 95 percent

of the time was available for other train movements, as illustrated below in Exhibit 4 — 2.

by Day of Week during June 2018

Exhibit 4-2
Track Occupancy Time and Percentage of Track Time Available™

Average Time
Total Time Total Time Track | Percentage of Percentage of | Track Occupled
Available Occupied Time Track Time Track per Day
Day of Week {DD:HH:MM:SS} | {DD:HH:MM:SS) Occupied Available {DD:HH:MM:SS)
Monday 04:00:00.00 00:07:59:06 8% 92% 00:01:59:46
Tuesday 04:00:00:00 00:03:23:13 4% 96% 00:00:50:48
Wednesday 04:00:00.00 00:04:35:31 5% 95% 00:01:08:53
Thursday 04:00:00:00 00:07:20:39 8% 92% 00:01:50:10
Friday 05:00:00:00 00:09:02:12 8% 92% 00:01:48:26
Saturday 05:00:00:00 00:02:01:57 2% 98% 00:00:24:23
Sunday 04:00:00:00 00:00:54:15 1% 99% 00:00:13:34
Total 30:00:00:00 01:11:16:53 5% 95% 00:01:10:34
Total, Monday - Friday 21:00:00:00 01:08:20:41 6% 94% 00:01:32:25

The 21 days of Mondays — Fridays during the month represent the peak activity time at
the diamond crossings area because the only local UP switch crew that serves TIT and
neighboring industries normally works Monday — Friday, approximately 7 AM — 4 PM. Exhibit
4 — 2 shows that even during this peak activity period, the diamond crossing areas is occupied
only six percent of the available time, meaning that it was available for use by other train
movements 94 percent of the time. Further, train activity during the five Saturdays and four

Sundays was virtually non-existent, amounting to only two percent and one percent, respectively,

¢ TREX e-workpaper “Track Occupancy Moves by Carrier.xIsx,” tab “Summry Trk Time Occ
& Avail DOW,” cells A15:F24,
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of the available time. There were no train movements (“blockages”) on two of the five
Saturdays and on two of the four Sundays.”’

Further, in reviewing the peak days in June 2018, there were only two days where the
diamond crossing area was occupied for longer than three (3) hours. On Thursday, June 7, 2018,
the track was occupied for three hours, twenty-five minutes and twenty-seven seconds (3:25:27),
and on Friday, June 15, 2018, the track was occupied for three hours, five minutes and forty-four
seconds (3:05:44). From this, the recorded data in June indicates that even on the busiest days,
the track is available and unoccupied 86% of the time.

The tabular analysis thus supports the same conclusions as the track occupancy graphs:
(i) there is plenty of time available during which BNSF unit trains could operate across the
proposed diamond crossings and not interfere with UP’s local switching service to other
customers; and (ii) operation of BNSF unit trains across the proposed diamond crossing will not
interfere with TIT’s switching of UP unit trains to and from TIT’s facility.

B.2, Track Occupancy by Day of Week and Average Track Occupancy Rates

RLBA identified 149 train movements across the diamond crossings area during the June
2018 study period, which occurred at a very low frequency, an average of 4.97 movements per
day and occupied the diamond crossing area an average of only slightly more than 1 hour and 10
minutes per day. On average, a train movement occupied the diamond crossing area 14 minutes

and 12 seconds per move, as presented below in Exhibit 4 — 3.

77 RLBA Operations Report, Appendix 2 - 1, Track Occupancy Charts, “Saturday Track
Occupancy” graph and “Sunday Track Occupancy” graph.
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Exhibit 4 -3

Track Occupancy Movements and Time by Day of Week during June 201878

Distribution of Train Distribution of Track Occupancy
Moves Time
Average Track
Occupancy Time
Percent Time Percent per Train Move
Day of Week Moves |Distribution| (DD:HH:MM:SS) | Distribution |{ DD:HH:MM:SS)
Monday 28 19%}  00:07.59:06 23%|  00:00:17:07
Tuesday 27 18%| 00:03:23:13 10%|  00:00:07:32
Wednesday 20 13% 00:04:35:31 13%| 00:00:13:47
Thursday 33 22%|  00:07:20:39 21%| 00:00:13:21
Friday 32 21%]  00:09:02:12 26%|  00:00:16:57
Saturday 5 3% 00:02:01:57 6%| 00:00:24:23
Sunday 4 3%| 00:00:54:15 3%| 00:00:13:34
Total 149| 100%| 01:11:16:53 100%{ 00:00:14:12
Total, Monday - Friday 140 94% 01:08:20:41 92%)  00:00:13:52
Average Total per Day 4.97 00:01:10:34
Average Total M - F per Day 6.67 00:01:32;25

As suggested earlier, the train movements are heavily concentrated during Monday -

Friday, with 94 percent (140) of the train movements and 92 percent of the track occupancy time.

When only Monday — Friday are examined, the train movements also occurred at a slightly

higher, but still low average rate of 6.67 movements per day, occupying the diamond crossing

area for slightly more than ! hour and 32 minutes, with an average of 13 minutes and 52 seconds

per train move.

The results of the above analysis indicate a low utilization of the diamond crossing area.

78 TREX e-workpaper “Track Occupancy Moves by Carrier xlsx,” tab “Summry Moves & Trk
Time by DOW?”, cells A2:F17.
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B.3. Track Occupancy by Handling Crew (Railroad)

In this further analysis, RLBA segregated the track occupancy moves and time by
“handling crew” (BNSF, TIT and UP) in the same way that switching moves and lite power
moves were segmented in Section III. This is important because it established a foundation from
which RLBA could understand how the volume of a carrier’s activity at the diamond crossing
would be impacted were the BNSF unit trains to be diverted onto the TREX proposed track as
proposed. Exhibit 4 — 4 below illustrates the number of track occupancy moves made and time
accrued during June 2018. UP had the largest share {58 percent) of the 149 total train
movements and track occupancy time (55 percent) across the diamond crossing area. TIT’s
switch crew accounted for 25 percent of the train movements and 30 percent of the track
occupancy time, while BNSF accounted for 17 percent of the train movements and 15 percent of
the track occupancy time.

The table also illustrates that all of UP’s track occupancy occurred during Monday —
Friday, which, again, is consistent with RLBA’s understanding of the work schedule of the UP

local crew which switches BNSF unit trains and manifest traffic to TIT’s Industry Track.
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Exhibit 4 - 4
Track Occupancy Movements and Time by Handling Crew during June 2018”

Handling Crew
BNSF T UP Total
Track Occupancy Track Occupancy Track Occupancy Track Occupancy
Train Time Train Time Train Time Train Time
item Moves {OD:HH:MM:55) | Moves | (DD:HH:MM:SS} | Moves | {DD:HH:MM:SS) | Moves {DD:HH:MM:SS)

Seven Days of Week 26 00:05:11:51 37 00:10:32:17 86 00:19:32:45 145 01:11:16:53
Each Carrier's Seven Days Track 17% 15% 25% 30% 58% 55% 100% 100%
Occupancy as a Percentage of
Total Track Occupancy
Monday - Friday 22 00:03:26:25 32 00:09:21:31 86 00:19:32:45 140 01:08:20:41
Each Carrier's Monday - Friday 85% 66% 86% 89% 100% 100% 94% 92%
Track Occupancy as a Percentage
of its Seven-Day Track Occupancy

" TREX e-workpaper “Track Occupancy Moves by Carrier.xlsx,” tab “Summry Trk Occ by Handling Carr,” cells A7:114.
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B.4. Track Occupancy by Traffic Type and Impacts of Proposed Operations
As with the track occupancy graphs, the data reflecting three traffic types (BNSF TIT
Unit Trains, UP TIT Unit Trains and All Other Trains) was further analyzed by RLBA to
determine the extent to which cuts of cars from BNSF unit trains and related lite power moves
occupy the diamond crossing area under current operations. RLBA utilized this data to
determine changes in track occupancy at the diamond crossings resulting from diverting BNSF
unit train traffic over the TREX proposed track and the proposed diamond crossing.

As summarized below in Exhibit 4 — 5, fifty-two (35 percent) of the 149 total train
movements observed by RLBA during the study period fell into the BNSF TIT Unit Trains
traffic type. On average, 1.73 such moves occupied the diamond crossing per day for an average
of 17 minutes and 24 seconds per train move. These 52 movements were associated with four
loaded BNSF unit trains, which indicates that, on average, each BNSF unit train generated 13
moves (52 divided by 4) across the diamond crossing area.

Exhibit4 -5
Track Occupancy by Traffic Type during June 20188

Averge Track
Number of Moves Average | Occupancy Time per
Across Diamonds Percent Moves Move
Traffic Type Area-June 2018 | Distribution | perDay (DD:HH:MM:SS)
All Other Trains 84 56% 2.80 00:00:10:16
BNSF TIT Unit Trains 52 35% 173 00:00:17:24
UP TIT Unit Trains 13 9% 0.43 00:00:26:58
Grand Total 149| 100% 4.97 00:00:14:12

In contrast, the proposed operation of BNSF unit trains over the TREX proposed track

would generate approximately only two train movements per loaded train across the diamond

8 TREX e-workpaper, “Track Occupancy Moves by Carrier,” tab “Traffic Type Brief
Summary,” cells B6:F10.
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crossing area, an 85 percent reduction in train movements per loaded BNSF unit train, Similarly,
average track occupancy time per loaded BNSF unit train would decline 65 percent, from 3 hours
and slightly more than 46 minutes to approximately 1 hour and 20 minutes, as presented below

in Exhibit 4 - 6.
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Exhibit 4 -6
Impact Upon Track Occupancy from Implementing the Proposed Operation of BNSF Unit
Trains via the TREX Proposed Track?®!

Reference Column Letter

A B C D
Proposed BNSF
Operations via TREX
Proposed Track Percent Variance:
Current Operations | (assuming June 18 train|Proposed Operations vs.
Item {lune 2018) count) Current Operations

BNSF Unit Train Traffic

Number of Loaded Unit Trains 4 4 %

Handled and Empties Returned { 1)

Train Moves Across Diamond Crossings 52 8 -85%

Areaf2) B S R

Average Number of Train Moves 13.00 2.00 -85%

Across Diamond Crossings Area per

Loaded Unit Train {3)

Average Track Occupancy Time per 00:03:46:07 00:01:20:00 -65%

Loaded Unit Train and Empties
__Returned (DD:HH:MM:SS) (4) 1 | ] !

Total Track Occupancy Time 00:15:04:28 00:05:20:00 -65%
IR CLTETVES N N I S ]
Notes:

I{ 1) Current Operations value, 4, equals the numbe of BNSF unit trains which completed their load - empty cycles
between BNSF Valley Yard and TIT's facility during June 2018, and are a focus of this Operations Report.
{ 2} Current Operations value is from file: Track Occupancy moves by Carrier.xlsx, tab "Handing Carrier
WORK", cell J54.
Proposed Operations value is calculated in the table.
(3) Current Operations value is calculated in the table. 3 —
Proposed Operations value a count of moves from file: TREX Conceptuyal Operating Plan Matrix
BNSF 1 cut.xlsx, tab "TREX Op Plan with BN Handle WRK", cells A1:G17.
{ 4) Current Operations value is calculated in the table.
Proposed Operations value a count of moves from file: TREX Conceptuyal Operating Plan Matrix
BNSF 1 cut.xlsx, tab "Track Occupancy Across Diamonds", cell 122,
{ 5) Current Operations value is from file: Track Occupancy moves by Carrier.xlsx, tab "Handing Carrier
| WORK".cellksa. ===
Proposed Operations value is calculated in the table.

Assuming that the number of TIT-bound BNSF unit trains remains relatively stable and

that the same can be said about the UP unit trains and All Other Trains, the area of the proposed

81 TREX e-workpaper, “Track Occupancy Moves by Carrier,” tab “Track Occ Time Reduced
(2),” cells A3:E27.
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diamond crossing would experience a significant decline in track occupancy were the BNSF unit
trains to begin operating via the TREX proposed track.

Regarding the other two traffic types, only 13 (9 percent) (Exhibit 4 — 5, above) of the
total train movements were associated with the UP TIT Unit Trains. The largest number of
moves, 84 (56 percent of the total) were associated with the All Other Trains traffic group.

B.5. Track Occupancy and Capacify at the Diamond Crossings Area:
Busiest Day

RLBA performed an additional track occupancy time analysis to test the likely impact of
the proposed changes in train operations on a potential “busiest day” scenario. To arrive at the
“busiest day,” RLBA used the recorded June 2018 data, adjusted to account for the reduction in
movements associated with routing the BNSF unit trains over the TREX proposed track, and
added UP unit train movements so that UP traffic would be equivalent to the average monthly
traffic in 2018. From the adjusted June 2018 data, RLBA identified the busiest day of the month,
in terms of track occupancy time at the diamond crossings, as June 6. After identifying the
“busiest day,” RLBA then superimposed additional train movements, reflecting the potential
impact of TIT’s 2019 business levels, on the June 6, 2018 movements to produce the track
occupancy time for what could be characterized as a representative “busiest day” in 2019.

B.5.1. Approach

The initial four-step process started with the same historical train movement and track
occupancy time data that was employed in the preceding track occupancy graph analysis and the
tabular data analysis. The historical data were adjusted to account for changes to the track
occupancy of BNSF unit trains as a result of their operation over the TREX proposed track
instead of via the UP reciprocal switching. The data was also adjusted to compensate for the

relatively below-average number of UP unit trains operating to and from TIT during June 2018.
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A total of seven extra UP loaded trains, and the associated empty trains, were added to the
historical data to make the UP train activity over the diamond crossings more representative of
the UP monthly train activity during the other eleven months of 2018. Key points and
assumptions of the four-step process are explained below.

Step A: Base Time equals the historical track occupancy time of each train movement
observed during June 2018 and compiled in a spreadsheet database by TIT and RLBA 2

At the outset, RLBA segmented the time during which track occupancy time occurred
into two time periods (“time frames™): 1) “UP Local” time frame is the period of time during
which the UP local crew typically operated in the diamond crossing area and 2) “Non-UP Local”
time frame is the period during which the UP local crew does not typically operate. In June
2018, the UP local crew was observed operating within the diamond crossings area generally
between 8 AM and 5 PM, a nine-hour time frame, The remaining 15 hours of a day, when the
UP local crew does not typically operate, is characterized as the Non-UP Local time frame.

Step B: Net Base Time equals Base Time minus all track occupancy time associated with
movements of BNSF unit train cars. This was accomplished by setting track occupancy time of
all such movements to zero (0:00:00) in the database.* RLBA made one exception: the track
occupancy time of UP switching movements which handled BNSF unit train cars and cars of
other customers at the same time was retained in the analysis — not zeroed-out. This is because

while the majority of cars being switched by UP in such moves were from a BNSF unit train, this

82 TREX e-workpaper, “# 10-23-18 Track Occupancy final data sheet Capy Work.xlsx,” tab,
“Galveston 77" ST Camera 2,” cells Z4:176.

¥ TREX e-workpaper, “# 10-23-18 Track Occupancy final data sheet Capy Work xlsx,” tab,
“Galveston 77™ ST Camera 2,” cells AA:176.
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time was preserved because UP will still need to handle the cars of other customers if the BNSF
unit train cars are routed over the TREX proposed track.

Step C: TREX Base Time equals Net Base Time plus the time during which BNSF unit
trains occupy the diamond crossings when operating over the TREX proposed track. Since no
BNSF unit trains currently operate directly, in one unit, between BNSF’s Valley Yard and TIT s
facility, there were no such records in the database. RLBA therefore added four inbound loaded
unit trains into the database and distributed them based upon the dates and times on which they
arrived at BNSF’s Valley Yard. Under the TREX proposed operating plan, these loaded unit
trains would have operated directly into TIT’s facility and not stopped at Valley Yard, so RLBA
assumed that they would have crossed the diamond crossings area on the same dates as when
they arrived at BNSF’s Valley Yard. Four empty BNSF unit trains, counterparts of the loaded
trains, were added on the days after the loaded trains arrived while accounting for the days on
which nine loaded and empty UP unit trains already appeared in the historical data.

As with the extra UP trains discussed in Step D, below, RLBA also considered its general
understanding of TIT’s capacity to unload unit trains, which varies between approximately 14
hours and 30 hours per train, depending upon the commodity, type of railcar, and whether
portions of two different trains must be worked at the same time. Consequently, RLBA
concluded it would be appropriate to assume that, conservatively, an empty train would depart
TIT and operate across the diamond crossings on the day after the loaded train operated over the
crossing. The only exception to this assumption appears in the historical data of June 25 on
which a UP empty train operated over the diamond crossings on the same day as its companion

loaded train.
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The amount of track occupancy time added for each BNSF unit train was based upon
RLBA'’s estimation of the average speed at which the trains would operate over the TREX
proposed track and input from TIT regarding the amount of time outbound empty UP unit trains
occupied the diamond crossings area in June 2018. RLBA applied a track occupancy time of 28
minutes® to each inbound loaded BNSF unit train and 52 minutes®® to each empty train. The
difference between the times for loaded and empty trains is based upon TIT’s explanation of how
the empty UP unit trains are handled and the observed track occupancy times of those trains,
which is summarized in the discussion about UP unit trains in Step D below.

Step D: TREX Base Time Adjusted - UP equals TREX Base Ti e plus the track
occupancy time from fourteen extra UP unit trains which were added to the train list to
compensate for underrepresentation of UP unit trains in June 2018 as compared to the other
months of 2018,

Seven extra loaded UP unit trains were added at intervals of every two or three days
throughout June 2018%¢ while accounting for the days on which nine loaded and empty UP unit
trains already appeared in the historical data, and the days on which the eight BNSF unit trains
operated as described in Step C, TREX Base Time, above. The seven extra empty UP unit trains
associated with the extra loaded UP unit trains were added on the same day, or the day following
the loaded trains, based upon the pattern that RLBA observed in the data of the four pairs of

loaded and empty unit trains.®’ As with the empty BNSF unit trains, the distribution of the extra

% TREX e-workpaper, “# 10-23-18 Track Occupancy final data sheet Capy Work xlsx,” tab,
“Galveston 77 ST Camera 2, cell AB2.

8 TREX e-workpaper, “# 10-23-18 Track Occupancy final data sheet Capy Work xlsx,” tab,
“Galveston 77" ST Camera 2.” cell AB3.

8 TREX e-workpaper, “# 10-23-18 track Occupancy final data sheet Capy Work xlsx,” tab,
“Add 2018 UP trains & BN Empties,” cells A5:H53.

87 See the train sheets for the four UP trains at Exhibits 3—-6,3-7,3 -8 and 3 9.
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UP trains also considered RLBA’s general understanding of the TIT’s capacity to unload unit
trains,

The amount of track occupancy time added for each UP unit train was the average track
occupancy time of the four loaded and five empty UP unit trains observed during June 2018.
The four loaded trains occupied the diamond crossings for an average of 27 minutes, 29 seconds
and the five empty trains occupied the diamonds for an average of 48 minutes, 8 seconds.®® The
average track occupancy time of the loaded trains reflects UP trains being placed in TIT’s
facility in one cut, resulting from the expected installation by TIT of a crossover between its two
loop tracks to enable such a move.

The average occupancy time for the empty trains is higher than for the loaded trains.
First, this is because the diamond crossing area is occupied when unit trains are reassembled
coming out of TIT s facility, which requires first pulling the head end of the train (the first group
of empty cars) westward out of the TIT facility, and then shoving back into TIT to couple to the
rear end of the train (the second group of empty cars). Second, TIT crews may occupy the
diamond crossing area while arming the end-of-train (EOT) device. Lastly, this difference in
occupancy time is in part because the train’s departure from TIT is initially at a very slow speed
while the rear of the train is within TIT’s facility.

B.5.2. Findings
As referenced, the busiest day in June 2018 was determined to be June 6. All 30 days of

June were ranked by the total track occupancy time of each day as calculated at the end of the

88 TREX e-workpaper, “10-23-18 Track Occupancy final data sheet only.xlIsx,” tab, “Analysis,”
cells 119 and H20.
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above four-step approach (Step D: TREX Base Time Adjusted — UP) and as illustrated in Exhibit

4 — 7 below.
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Total Track Occupancy Time Across the Four-Step Process by Date (June 2018)%

Exhibit 4 -7

Step A Step B Step C Step D
TREX 2018 Base Time
Adjusted - UP
Base Time
Base Time on | NET of BNSF | TREX 2018
Day of Crossing Unit Trains Base Time Time
Arr Date Week (H:MM:SS) | (H:MM:SS) | (H:MM:SS) | (H:MM:SS) Rank

6-Jun-18] 4-W 2:36:14 2:24,27 2:24:271 3:12:35 1

15-Jun-18| &F 3:05:44 2:12:20 2:12:20 2:39:49| 2

11-Jun-18] 2-M 2:33:50 2:24:12 224120 22412 3
7-Jun-18| S5-TH 3:25:27 2:20:16 2:20:16]  2:20:16 4

25-Jun-18| 2-M 1:44:54 1:44:54 1:44:54' 1:44:54 5
20-Jun-18] 4w 1:17:11 0:13:28 1:05:28} 1:32:57 6
8-Jun-18| 6-F 1:31:12 1:05:25 1:05:25 1:32:54 7
5-Jun-18 3-T 1:18:30] 0:09:18 ) 1:01:18| 1:28:47| 8
4-Jun-18] 2-M 1:29:09| 0:57:02 1:25:02 1:25:02 9
3-jun- 18| 1-5U 0:32:46 0:32:46 1:24:46 1:24:46 10
21-Jun- 18| 5-TH 1:52:38 0:31:34 (:31:34 1:19:42 11
14-Jun-18] 5-TH 1:56:24 0:23:36 1:15:36 1:15:36] 12
22-Jun-18]  6-F 2:39:15 0:40:56, 0:40:56) 1:08:25 13
30-Jun-18] 7-SA 1:03:52 1:03:52 1:03:52 1:03:52 14
18-lun-18| 2-M 2:11:13 1:03:14 1:03:14] 1:03:14] 15
29-Jun-18 o-F 1:03:01 1:03:01 1:.03:01 1:03:01 16
12-Jun-18 3T 0:33:06 0:33:06 0:33:06 1:00:35 17
28-Jun-18| 5-TH 0:09:31 0:09:31 0:09:31 0:57:39 18
13-Jun-18| 4-W 0:32:57 0:02:44 0:30:44 0:50:52 19
9-jun-18| 7-5A 0:00:00} 0:00:00 0:00:00]  0:48:08 20
16-Jun-18| 7-5A 0:16:31 0:00:00 0:00:00 0:48:08 21
23-Jun-18| 7-SA 0:00:00 0:00:00 0:00:00, 0:48:08 22
1-Jun-18| 6-F 0:43:00 0:43:00 0:43:00; (:43:00| 23
19-jun-18| 3-T 1:13:11 0:11:53] 0:39:53] 0:39:53 24
27-Jun-18| 4-W 0:05:47 0:05:47 0:05:47| 0:33:16 25
2-Jun-18| 7-SA 0:41:34 0:00:00 0:29:06{ 0:29:06 26
17-Jun-18] 1-5U 0:21:29 0:21:29 0:21:29] 0:21:29 27
26-Jun-18 3-T 0:18:26 0:18:26 0:18:26 0:18:26 28
10-Jun-18| 1-5U 0:00:00 0:00:00 0:00:00 0:00:00] 29
24-)un-18] 1-sU 0:00:00 0:00:00! 0:00:00 0:00:00| 30

Total (DD:HH:MM:SS) 01:11:16:52] 00:21:16:17| 01:02:37:23] 01:10:58:42
Total (Hours) 35.28 21.27, 26.62| 34,98

8 TREX e-workpaper “# 10-23-18 track Occupancy final data sheet Capy Work.xlsx,” tab,
“Summary & Rank by Date,” cells B4:H38.
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After determining the busiest day to be June 6, RLBA compared the track occupancy
time with the total amount of track occupancy available — 24 hours. Said another way, RLBA
tested the amount of capacity consumed (track occupancy time estimated for June 6) by the
adjusted train activity, against the capacity of the prospective diamond crossing area. This
analysis employed the UP Local and Non-UP Local time frames that were described under Step
A, above, so RLBA could analyze the extent to which UP’s local crew might be impacted by the
proposed change in operations.

The Theoretical Capacity (in hours of track occupancy) of the diamond crossings for one
day is 24 hours, as there are 24 hours in a day. As referenced above, Theoretical Capacity
assumes perfect world conditions, but railroad operations professionals understand that it is
appropriate to reduce Theoretical Capacity to account for random events which commonly occur
in everyday railroading. Equipment failures, a broken rail, minor derailments, weather events, a
stuck customer gate, etc. cause delays which consume time {capacity), so RLBA has applied a
common rule-of-thumb factor (80 percent) to the Theoretical Capacity to determine the Practical
Capacity. In the case of June 6, the 24 hours of total Theoretical Capacity is discounted to 19.2
hours of total Practical Capacity (24 hours x .80). This portion of the analysis is illustrated

below in Exhibit 4 — 8, at lines 1 — 7 under the “Total” column heading.
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Exhibit4 -8

“Busiest Day” Scenario: Track Occupancy and Capacity at the Diamond Crossings Area (June 6, 2018)*°
Track Occupancy Hours by Typical
Hours of UP Local ration
Day of Non-UP
Line # tem . ~ - | _Week | UPLocal Local Total |
1 m”"“"”a’?‘“"!}'?ﬂm iz - | —==
2 | Capacity in track occupancy hours per D DAY d M-F 9.00 15.00 24.00
3 SA - SU 0.00] 24. 24,
.4 __|Proctical Caparity per Day 3 T @]
5 | Assumed Practical Capacity Factor nn 80% 80%|  80%
6 | Capacity in track occupancy hours per DAY M-F 7.2 12,00 19.2(
7_] SA - SU 000 1920 19,
8 |G Consuined (Track Occupancy Time) on the Buslest Day in June: June 6, 2018 (Adjusted) w
9 |TREX 2018 Base Time Adjusted [hours) w 241 o,g_g
10 | Percent Practical Capacity Consumed w 33% % 17%)|
11 | Percent Practical Capacity Avallable ) 2 e w 67%| 93%)| 83%
12 Consumed (Trock Time) ena Busiest Day in 2019
13 |Representative "Busiest Day” TREX 2019 Time (hours) -
14 . Incremental TIT Business Moves
1. 2019 Potential Incremental TIT Activity: — Activity per Day Across | Handling
15 Count Unit ands Crew
Additional BNSF or UP unit trains (hours) 1 Inbound 1 BNSF 0.46 0.00} 0.464
16 loaded unit
) o™ train A
17 Additional BNSF or UP manifest cuts {hours) 1 Empty 2 up 0.16 0.00] 0.11
inbound cut
18 2 |mT 0,00, 0.08] 0.08]
19 [Total Representative "Buslest Day* TREX 2019 Time (hours) 30|  oss 3.9
20 [ Percent Practical Capacity Consumed g Q% % _20%,
21 | Percent Practical Capacity Available _ns . - y 93% 80%
22 |2 2019 Potentinl incrementai UP Activity:
23 [Percentage increase in track occupancy caused by potential iner mcremental 1Tf business 26% 10%
24 Percentage increase in track occupancy caused by Eotentlai incremental UP business 26% 10% %
25 |Total Representative “Busiest Day" TREX Time + UP Growth (hours) 365] 09 4
26 | PercentPractical Capacity Consumed _ 51% _B% 24%
27 Percent Practical Capacity Available 49% 92% 7%

* TREX e-workpaper “# 10-23-18 track Occupancy final data sheet Capy Work.xlsx,” tab, “Per Day,” cells A4:132.
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The total adjusted 2018 track occupancy for June 6, 2018 is 3.21 hours,” which is 17
percent of the Practical Capacity and leaves 83 percent of the 19.2 hours of Practical track
occupancy capacity available for additional train activity. See rows 8 through 11 in Exhibit 4 —
8.

RLBA also examined the consumption of track occupancy capacity during the typical
hours of operation of the UP local crew that serves TIT and other customers. As mentioned
previously during the explanation of Step A: Base Time on Crossing, RLBA observed that the
UP local crew typically operated across the diamond crossings area roughly between 8 AM and 5
PM, a nine-hour time frame. This nine-hours of Theoretical track occupancy capacity was
discounted to 7.2 hours of Practical track occupancy capacity, employing the 80 percent discount
factor as illustrated in rows 1 — 6 under the sub-heading “UP Local.” The track occupancy time
during the UP Local time frame, 2.41 hours?? (row 9), represents only 33 percent (row 10) of the
Practical track occupancy capacity, leaving 67 percent (row 11) of the time available for
additional train activity. This indicates that it is highly unlikely that the proposed operation of
BNSF unit trains across the diamond crossings on the TREX proposed track would not impair
the operation of UP’s local or the UP — TIT unit trains.

The ability of the diamond crossings to accommodate additional train activity was then
tested. Additional train movements, reflecting the potential impact of TIT’s 2019 business
levels, were superimposed on the June 6, 2018 movements to produce track occupancy times on
what could be characterized as a hypothetical busiest day in a month in 2019. This portion of the

analysis appears in rows 12 through 21 of Exhibit 4 — 8. RLBA reviewed preliminary forecasts

° Converted from the 3 hours, 12 minutes and 35 seconds as expressed in Exhibit 4 — X1.
92 TREX e-workpaper “# 10-23-18 track Occupancy final data sheet Capy Work xlsx,” tab,
“Summary & Rank by Date,” cell G73, converted format to hours.
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of 2019 rail activity from TIT and considered the historical and adjusted track occupancy activity
on June 6,” and estimated that TIT’s forecast may warrant an additional inbound loaded unit
train (row 16) and a cut of inbound empty cars for outbound loading in manifest train service
(rows 17 and 18) on a similar day in 2019,

The additional inbound loaded unit train would create one additional move across the
diamond crossings and occupy the crossings for 0.46 hours® (row 16 under sub-heading UP
Local).

The inbound cut of empty cars would generate two switching moves by UP (one eastward
and one westward) and two switching moves by TIT (one eastward and one westward). UP
would move the cars from its 37" Street Yard or its UP Interchange Yard to the TIT Industry
Track and would occupy the diamond crossing roughly 0.16 hours® (row 17 under sub-heading
UP Local). TIT would pull the cut of empty cars from its TIT Industry Track and shove them
into its facility to be placed for loading, which would occupy the diamond crossing roughly 0.08
hours”® (row 18 under sub-heading Non-UP Local).

RLBA assumed that the additional inbound loaded train and the UP switching of the
inbound cut of empty cars would occur during the UP Local timeframe based upon its review of
the track occupancy activity on June 6 and on the days before and after. RLBA then assumed

that TIT would pull the cut of inbound empty cars on the same day they would be interchanged

% TREX e-workpaper “# 10-23-18 track Occupancy final data sheet Capy Work xlsx,” tab,
“Galveston 77" ST Camera 2.” cells A37:AC46.

% TREX e-workpaper “# 10-23-18 track Occupancy final data sheet Capy Work xlsx,” tab,
“Galveston 77" ST Camera 2,” cell AC2.

% TREX e-workpaper, “# 10-23-18 track Occupancy final data sheet Capy Work.xlsx,” tab,
“Manifest Switching,” cell L82.

% TREX e-workpaper “# 10-23-18 track Occupancy final data sheet Capy Work xlsx,” tab,
“Manifest Switching,” cell L20.
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by UP, but would do so later in the day, during the Non-UP Local time frame, and then would
place them in TIT’s facility for loading.

RLBA finds that the additional track occupancy time generated by the incremental
business activity on this hypothetical busiest day of a month in 2019 would raise total track
occupancy time to 3.91 hours (row 19 under sub-heading Total) which would consume only
twenty percent (row 20 under sub-heading Total) of the Practical track occupancy capacity at the
diamond crossings. During the UP Local time frame, track occupancy time would rise to 3.03
hours (row 19 under sub-heading UP Local) and consume only 42 percent (row 20 under sub-
heading UP Local) of the Practical track occupancy capacity. The total amount of Practical track
occupancy capacity and the amount of Practical capacity which remain when the UP local
typically operate, again indicate it is highly unlikely that the proposed operation of BNSF unit
trains across the diamond crossings on the TREX proposed track would impair the operation of
UP’s local or the UP — TIT unit trains.

RLBA further tested the ability of the diamond crossings to accommodate additional train

activity by examining the impact if UP business growth were to cause track occupancy to
increase at the same rate as the rate which resulted from the potential incremental TIT business
activity. The results of this analysis are at lines 23 — 27 of Exhibit 4 — 8, above. RLBA first
calculated that total track occupancy increased 22 percent (row 23 under sub-heading Total)
from 3.21 hours (row 9) to 3.91 hours (row19) as a result of TIT’s potential incremental change
in business activity in 2019. RLBA then assumed that potential incremental change in business
activity by other UP customers also would cause track occupancy to increase at the same 22

percent rate. The same component growth rates during the UP Local (26 percent at row 23) and
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Non-UP Local (10 percent at row 23) time also were then applied to the same “TREX 2018 Base
Time Adjusted” track occupancy times (row 9).

Under this approach, which doubled the increase in total track occupancy when combined
with the impact of the potential TIT incremental business activity, RLBA found that total track
occupancy would increase to 4.61 hours (row 25 under sub-heading Total) and would consume
only 24 percent (row 26) of Practical Track Occupancy Capacity (19.20 hours at row 6 under
sub-heading Total). The diamond crossing area would still be unoccupied over three quarters
(76 percent, at row 27) of the day. Even under the most stringent test — track occupancy during
the UP Local time frame, only 51 percent (row 26 under sub-heading UP Local) of the Practical
Track Occupancy Capacity would be consumed, leaving the diamond crossing area unoccupied
nearly half of the day. Consequently, RLBA again finds it is highly unlikely that the proposed
operation of BNSF unit trains across the diamond crossings on the TREX proposed track would
impair the operation of UP’s local or the UP — TIT unit trains, because plenty of track occupancy
time (Practical Capacity) exists at the proposed area of the diamond crossings.

V. IMPACT OF PROPOSED CROSSING CONSTRUCTION ON UP TRAIN
OPERATIONS

Collectively, the conclusions of TREX’s railroad engineering expert, R. Lee Meadows,
Jr., P.E,, of RLBA and RLBA'’s track occupancy analysis, indicate that construction of TREX’s
proposed crossing could be scheduled to avoid impairing UP’s local switch service to TIT and its
other customers; TIT’s switching of the UP — TIT unit trains; and the BNSF — UP rail
interchange traffic.

RLBA railroad engineering expert, R. Lee Meadows, Jr., P.E, in his Verified Statement

determined, “[I]t is expected that installation of the diamonds will have minimal impact on UP
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train operations. TREX/UP will only require an estimated window of twenty-four (24) hours
total to construct, with each diamond taking approximately eight (8) hours to install.”’

The track occupancy graphs developed by RLBA depicting train movements recorded in
June 2018 clearly identify large time segments during which the proposed crossing location was
unoccupied.”® Notably, the proposed diamond crossings area was un-occupied by train
operations during 95 percent® of the available time in June 2018. When the busiest time periods
during the month, Monday - Friday, were considered, the diamond crossings area was un-

t100

occupied 94 percent'™ of the available time. Average daily track occupancy during the Monday

- Friday periods a ounted to 6.67 train movements per day and slightly more than 1 hour and 32

minutes of track occupancy time per day.'”!

On average, a train movement occupied the
diamond crossings area for 13 minutes and 52 seconds.'®

Given these conditions, reasonable coordination among TREX on the one hand and
BNSF, TIT, and UP on the other, should produce a work plan which would enable the diamond

crossings to be built with minimal disruptions to daily railroad operations and within a

reasonable amount of time.

%7 Verified Statement of R. Lee Meadows, Jr. on behalf of Texas Railway Exchange LLC, p. 9.
% RLBA Operations Report, Section IV, Part A, Track Occupancy Graphs: Plenty of Time
Available, and Appendix 4 — 1, Track Occupancy Graphs (June 2018).

7 RLBA Operations Report, Section IV Track Occupancy at the Proposed Diamond Crossings,
Exhibit 4 — 2 Track Occupancy Time and Percentage of Track Time Available by Day of Week
during June 2018, page 72.

19 RLBA Operations Report, Section IV Track Occupancy at the Proposed Diamond Crossings,
Exhibit 4 - 2 Track Occupancy Time and Percentage of Track Time Available by Day of Week
during June 2018, page 72.

19 TREX Operations Report by RLBA, Exhibit 4 — 3 Track Occupancy Movements and Time by
Day of Week during June 2018, page 74.
192 TREX Operations Report by RLBA, Exhibit 4 — 3 Track Occupancy Movements and Time by
Day of Week during June 2018, page 74.
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John W. McLaughlin

Director, Market and Network Solutions

Education
BS, Transportation Management, Indiana University, Kelley School of Business, 1979

Years of Transportation Experience
38

Qualifications

Freight shippers, freight railroads, passenger rail systems, law firms, public bodies and investors have engaged
Mr. McLaughlin for his railroad operations and freight market research expertise, since he joined RLBA in 2007.
Mr. McLaughlin’s career prior to RLBA includes eighteen years at a Class 1 railroad which included ten years in
intermodal customer service and marketing. His railroad career featured analytical, supervisory and service
design responsibilities in operations, being the primary 24/7 contact on service issues of major intermodal
customers, and development and implementation of price, service and communications plans for market
expansions. Mr. McLaughlin's clients have benefitted from his freight volume projections, rate analyses and
revenue projections, rail network simulations and capacity determinations, interviews of current and
prospective rail customers, freight service designs and calculations of operating and maintenance costs. They
have employed Mr. McLaughlin’s expertise in: feasibility analyses of prospective new or expanded freight rail
lines and intermodal terminals, due diligence reviews and valuations of prospective rail line acquisitions,
funding applications, proceedings before the U. S. Surface Transportation Board, other litigation and arbitration
cases and strategic planning.

Relevant Railroad Work Experience

Conrail (Consolidated Rail Corporation)

*  Reglonal Supervisor - Train Movemeni, Transportation Department, Detroft, MI Coordinated region-wide
train operations, covering five operating divisions, with system headquarters and division supervisors.

+  Operations Improvement Analyst, Transportation Department, Headquarters Conducted on-site efficiency
studies of five terminals as member of a Terminal Improvement Process (TIP) team.

»  Senior Business Development Analyst, Intermodal Service Group, Headguarters Mr. McLaughlin held a key
marketing role in a primary, growth line of business. He managed intermodal penetration of the truckload
motor carrier market from zero to a $50 million line of business in five years. Developed and implemented

price, service and communications plans for market expansions that generated $11 million of new revenue
in 1996.

»  Service Manager, Customer Service Department/Intermodal Service Group, Headguarters He served as
Conrail’s primary contact on transportation service issues in connection with the U.S. Mail and LTL motor
carrier contracts. Led and provided 24 / 7 service management that established Conrail as a leading
provider of intermodal service to the LTL motor carrier industry. He drove performance of U.S. Mail
account from $50,000 in weekly fines to $10,000 in bonuses over two years, as leader of 24 / 7 service
managementand led an Intermodal Product Design Team thatrestructured train network to accommodate
double stack technology.

»  Senior Operations Improvement Analyst, Transportation Department, Headguartersl.ed analytical team on
a wide variety of service design, cost analysis and field support projects dealing with terminal dwell, on-
time performance, train speeds, and velocity reporting. Collaborated with Automotive and Steel service
groups in design and implementation of mini-trains to support just-in-time demands of those industries.
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Trained and supported operating staff at 15 major classification yards in connection with a monitoring
system, which drove connection performance from mid-80% to mid-90%.

Relevant Project Experience

&

Confidential Rallroad Cllent Provided expert testimony and capacity analysis in an arbitration case
regarding the client's 200+kilometer bulk commodity railroad in support of the client’s take-or-pay
agreement with its customers. Determined the Theoretical Capacity and performance of the client’s
railroad under multiple mainline track and signal configurations by dispatching over 30 cases in the RTC
network simulation model. Rebutted the other side’s capacity analysis.

Twin Cities & Western Railroad Provided a verified statement as part of client's filing with the Surface
Transportation Board regarding his evaluation of the threat of potential traffic diversion that would result
from a Class I railroad acquiring a competing regional railroad. Interviewed customers of the client
railroad and reported on the likelihood that they would divert traffic from client. Calculated the potential
operating margin advantage of the competitor as a metric for the magnitude of the diversion threat, on a
lane and commodity-specific basis. Tested the competitor’s train counts and capacity calculations on a key
main line.

Confldential Rallroad Cllent Provided an expert report about railroad intermodal operating and commercial
issues in an arbitration regarding a question of diversion of intermodal traffic from the plaintiff (client)
railroad by the respondent railroad.

Village of BarringtonTested current and forecasted train volumes submitted by Canadian National Railway
in a control application, and created an independent forecast of train volumes, in support of client’s filing
with the Surface Transportation Board. Created the forecasts using the Freight Analysis Framework
(FAF2.2) Database of the USDOT's Federal Highway Administration. Lead firm’s review of the Class 1
railroad’s work papers, development of discovery questions and assessment of the resulting discovery
documents in connection with this northern suburb of Chicago.

Gulf Coast Rall District Project Manager and railroad expert of a multi-disciplinary consulting team which
ranked three prospective freight rail bypass options in Fort Bend County between Rosenberg, TX and
southwest Houston, TX. The ranking was based upon a benefit-cost analysis (B-CA) to which Mr.
McLaughlin contributed, for each option, an analysis of railroad operational impacts and their associated
costs to the railroads and assisted in the development of raiiroad infrastructure construction costs. The B-
CA also incorporated Mr. McLaughlin's updated operating and maintenance costs of the related prospective
commuter rail operation between Rosenberg and Housten. He also developed 26-year projections of
freight train volumes on the affected BNSF, KCS and UP lines which identified the amount of track network
capacity which would be required to accommodate those volumes.

Harris County, TX Supported Harris County's defense against lawsuits brought by Union Pacific Railroad
(UP) related to Harris County’s plans to construct two new grade crossings and add a lane at an existing
grade crossing across a single track UP line. UP opposed the construction and claimed that it would impact
train operations since UP uses the line to stage trains. Mr. McLaughlin reviewed track layouts and train
operations and determined that there would be no adverse safety impacts at any of the crossings with
those proposed improvements. He also determined that UP's practice of staging trains on the single track
segment instead of on a nearby siding actually hampered train operations in the area. The lawsuits were
dismissed in favor of Harris County.
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Sample views!® from TIT’s cameras are presented below:

View Toward 77" Street

o Looking generally west - southwest, under the Pelican Island Causeway, at the
Harborside Drive overpass and toward 77™ Street in the far distance;
e Three tracks in view, from right to left:
o TIT-owned Track 756;
o UP-owned Track 102 and
o UP-owned Track 611 which connects with Track 102 immediately beyond (west
of) the Harborside Drive overpass. It provides the connection between UP and
BNSF’s Valley Yard and
¢ The TREX-proposed track would cross these three tracks at grade on diamond crossings
approximately  feet beyond the Harborside Drive overpass.

Uh-Z1-201. Y

193 Images provided by TIT.
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View of UP-BNSF Interchange Track

From Left to Right:

TIT Industry Track yard (Tracks 810 — 813) (east — southeast);

UP Interchange Yard (south — southeast);

Lead track to UP’s 37" Street Yard (south); and

UP-owned Track 102 and Track 611 (the connection between UP and
BNSF’s Valley Yard) (southwest — west) and TIT-owned Track 756 (west),
including the area east of the Harborside Drive overpass at which the TREX-
proposed track would cross these three tracks at grade on diamond crossings.
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View along Port Industrial Road
From Left to Right:

e Old Port Industrial Road and the lead track to the TIT Facility;
¢ TIT Industry Track yard (Tracks 810 — 813) (east — southeast); and
¢ UP Interchange Yard (south — southeast).

06—-21-2018 Thu 08:54:05
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure

~ o

Dur_i; _switcr_qn-ng of
BNSF Unit Train, TIT
ser.vic_i:ng;-_suliivafi;_, 2

Land & Cattle and
M1 Swaco

{

PP ACOLIBITION

13,463 af

TIT Industry Track

UP Galveston Island

Mainlines

 UP 37th Street Yard
Lead

\ [
1

b -
P

Slide 8 of 24




Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure

During switching o
BNSF Unit Train, TIT

blocks UP from being =

I

{ able to access Sullivan |

| tand & Cattle and M
_ Swaco

\

]
{

\)»"
UP 37th St
Lead

Slide 18 of 24




Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Overview of UP Reciprocal Switch of BNSF Unit Train Arrival and Departure
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Appendix 3 - 2

Run Times and Occupancy Times on UP Property
Under the TREX Proposed Primary Operating Plan
Assuming Operations Over Proposed TREX
Alignments:
¢ “Blue - A”
¢ “Blue - B”

e “Green— A”

e “Green — B”



TREX: Operations Report

Proposed TREX Alignment: “Blue — A”%

Train Movements in Proposed Operating Plan Running Times and Distances
Train Operations Time UP Property Occupied
Occupy
Diamonds Segment 2- Segment 3-
Over Entire | Between Diamonds Area | Pelican Island
length of | Clearance | Segmentl- [toPelicanisland]| Causewayto
BNSF Train Car TREX Points | Diamonds Area Causeway | Portindustrial
Status From To Move Type Count | (Hours) (Hours) {Hours) (Hours) Rd. (Hours)
Inbound BNSF Valley Yard |TIT Facility Pull in entire train 112 0.63 0.47| 0.47 0.47 0.47|
loaded
Outbound TIT Facility BNSF Valley Yard |Pull entire train to 112 1.09 0.87| 0.87 0.87 0.87
empty depart
Total Time 1.72 1.34 1.34 134 1.34]
|(Hours})
Total Time 103 20 80] 80| 80
{Minutes)
Distance 2,834 295 233 370 344
(feet)

104 TREX e-workpaper, “# TREX Conceptual Operating Plan Matrix BNSF 1 cut.xlsx,” tab, “Run & Occupy Times Sumry,” cells

B19:K28.



TREX: Operations Report

Proposed TREX Alignment: “Blue — B” (Preferred Alignment)'%

Train Movements in Proposed Operating Plan Running Times and Distances
Train Operations Time UP Property Occupied
Occupy
Diamonds Segment 2- Segment 3 -
Over Entire | Between Diamonds Area | Pelican Island
Lengthof | Clearance | Segment1- [toPelican Island| Causeway to
BNSF Train Car TREX Points | Diamonds Area Causeway Port Industrial
Status From To Move Type Count {Hours) (Hours) {Hours} {Hours) Rd. (Hours)
Inbound BNSF Valley Yard |TIT Facility Pullin entire train 112 0.62 0.47| 0.47 0.47 0.48]
loaded
Qutbound TIT Facility BNSF Vailey Yard |Pull entire train to 112, 1.08 0.8 0.87 0.87 0.88]
empty depart 7I
Total Time 1.70| 1.34 1.34 134 1.36|
{Hours)
Total Time 102 80] 80| 80| 82!
{Minutes)
Distance 2,823 295 233 370 600
(feet)

195 TREX e-workpaper, “# TREX Conceptual Operating Plan Matrix BNSF 1 cut.xlsx,” tab, “Run & Occupy Times Sumry,” cells

B6:K15.



TREX: Operations Report

Proposed TREX Alignment: “Green — A”1%

Train Movements in Proposed Operating Plan Running Times and Distances
Train Operations Time UP Property Occupied
Occupy
Diamonds Segment 2 - Segment3-
Over Entire | Between Diamonds Area | Pelican Island
Length of | Clearance | Segment1- |toPelicanisland| Causewayto
BNSF Train Car TREX Points | Diamonds Area| Causeway | Port Industrial
Status From To Move Type Count | (Hours) (Hours) {Hours) {Hours) Rd. (Hours)
Inbound BNSF Valley Yard {TIT Facility Pull in entire train 112 0.63 0.47 0.47 0.00 0.47
loaded
Outbound TIT Facility BNSF Valley Yard {Pull entire train to 112, 1.09| 0.87} 0.87 0 0.87
empty depart
Total Time 172 134 1.34 0.00) 1.34)
{Hours)
Total Time 103 80} 80| 0
[{Minutes)
Distance 2,856 295 233 - 315
{feet}

196 TREX e-workpaper, “# TREX Conceptual Operating Plan Matrix BNSF 1 cut.xIsx,” tab, “Run & Occupy Times Sumry,” cells

B32:K41.



TREX: Operations Report

Proposed TREX Alignment: “Green — B”1%7

Train Movements in Proposed Operating Plan Running Times and Distances
Train Operations Time UP Property Occupied
Occupy
Diamonds Segment 2- Segment 3 -
Over Entire | Between Diamonds Area | Pelican Island
Length of | Clearance | Segment1- |[toPelicanisiand| Causewayto
BNSF Train Car TREX Points | Diamonds Area Causeway | Portindustrial
Status From To Move Type Count } (Hours}) (Hours) {Hours) (Hours) Rd. (Hours)
Inbound BNSF Valley Yard |TIT Facility Pull in entire train 112 0.62 0.47| 0.47 0.00] 0.48
loaded
Cutbound TIT Facility BNSF Valley Yard |Pull entire train to 112 1.08 0.87 0.87 0.00 0.88]
empty depart
Total Time 1.70| 134 1.34 0.00| 1.36§
{Hours)
Total Time 102 | 8o| o| 82
{Minutes)
Distance 2,814 295 233 - 590
(feet)

107 TREX e-workpaper, “# TREX Conceptual Operating Plan Matrix BNSF 1 cut.xlsx,” tab, “Run & Occupy Times Sumry,” cells

B45:K54.



Appendix 3 -3

Proposed Primary Operating Plan Matrix



PROPOSED OPERATING PLAN
BNSF Unit Train Operating Between BNSF Volley Yard ond TTT's Fadlity’*! via TREX Proposed Track - One Cut Approach
&Lmnblw‘mmmi,m
|Version Charateristics:
Crewe by BNSF and TIT Valley Yard Track: Existing
Power by: BNSF TIT Facility Track: Crossover added
Traln Handled In: 1 Cut
Step Load or
No. |Haniding Craw Traffic Empty Activity Location Details Distance Travetied {Miles)
1 BNSF BNSF Unit Train - L ARRIVE BNSF Valley Yard  [Train arrives, with BNSF power and crew, at the TREX Connecting Switch on Track VY-1 in Valley ——
Entire Train Yard. Train'?!
2 BNSF BNSF Unit Train - L LEAVE BNSF Valiey Yard |BNSF crew pauses to secure permission to occupy the diamond crossings from UP and then crew
Entire Train pulls entire train eastward onte the TREX proposed track.
3 BNSF BNSF Unit Train - L ARRIVE TIT Loop Tracks  |BMSF crew pulls entire train eastward ower the TREX proposed track, into TIT's facility and places the 1.85 0.54] 7] |
Entire Train cars on either A-Loop or B-Loop track as instructed by TIT.
4 BNSF Crew Shuttle 1 = LEAVE TIT Facllity BNSF crew departs from TIT's facility via company vehicle {crew shuttie) 1o BNSF Valley Yard/West - =
Yard,
5 BNSF Crew Shuttlel - ARRIVE BNSF Valley Yard  |BNSF crew shuttle arrives BNSF Yalley Yard, — o 0.00;
6 T BNSF Unit Train - L BEGIN UNLOADING|  TIT Loop Tracks —_ _—
Entire Traln
7 nr BNSF Unlt Traln - E END UNLOADING TIT Loop Tracks — 20.204 23.23
Entire Traln
8 nr BNSF Unlt Traln - E AIR BRAKE TEST, TIT Loop Tracks | TIT reassembles the now-empty cars into one train, performs Inspection of traln and air brake test, —_— 5101 5.87
Entire Traln SWITCH OUT BAD switches out bad order cars, fuels locomotives as necessary.
ORDERS & FUEL
LOCOS
9 T BNSF Unit Traln E LEAVE TIT Loop Tracks | TIT crew boards the BNSF power and, before departing, must: 1} secure permission from BNSF 0.25) 0.29)
Entire Train Yardmaster at Valiey Yard to enter the vard and 2 secure permission from UP to occupy the
dlamond crossings._ All of this must be accomplished before departing TIT's facllity so the traln can
operate from TIT's facllity Into Valley Yard and aveld blocking the Old Port Industrial Rosd grade
crossing and the diamond crossings longer than absolutely necessary. TIT crew then departs TIT's
ffacility and operates westward aver the TREX proposed track and Into BNSF Valley Yard.
10 nr BNSF Unit Train - 3 ARRIVE BNSF Valley Yard [TIT crew and train arrive on Track VY-1 at the TREX Connection Switch and pulls westward to 77th. 185 0.94] 1.08]
Entlre Train IStreet and departs a3 instructed by the BNSF Yardmaster.
i1 nr Crew Shuttle 2 - LEAVE BNSF Valley Yard |TIT crew departs from BNSF Valley Yard Lead via company vehicle to TIT's facility. — -
1z nt Crew Shuttle 2 - ARRIVE TIT toop Tracks | TIT crew shuttle arrives at TIT's facllity. —_ o 2.00]
13 BNSF BNSF Unit Train - E NOTIFY TIT THAT BNSF Valley Yard
Entire Train TRAIN HAS
DEPARTED
TOTAL TIMES, Load to Empty| 7. 3L1S)
Allowance for Random Dalays and Varlabillty n Op [ 15%|

1ofl



PROPOSED OPERATING PLAN
BNSF Unit Traln Operating Between BNSF Voiley Yord and TIT's Faditity'/ via TREX Propesed Trock - One Cut Approach

R.L Banks & Associotes, inc, February 7, 2019

Tobl

Version Chorateristics:
Crew by: BNSF and TIT Valley Yard Track: Existing
Power by: BNSF TIT Faciilty Tracke Crossover added
Traln Handled In: 1 Cut
THEORETICAL
Step Load or Traln Cycle Time §
Ho. |Hanlding Crew Tratfic Emprty Activity Location Datalls Distance Traveliad {Miles) {Hours)
INates:
{ 1) Assumptions: mmary of Cycle Time Hours per Cycle
3] Existing track configuration at BNSF Valley Yard is d Inbound dwal! 3t BNSF Valley Yard 0.05] 0.06]
b] Etharol traln length: 98 cars {96 loads + 2 buffer cars), are 3 imately 5,909 feet long, plus locomotives. Each car is 60' 3.5” long over the pulling faces. [Running time: Inbound loads 0.54 0.62|
c) Fertilizer train length: 112 cars, are approximately 6,720 feet long, plus locomotives. Each car Is 60° long over the pulling faces. funiceding 20. 23.23
d) Train control: Yard Limits rules apply. Permission to occupy the dlamands crossing con UP empl In charge of movements on track and/or Jal ingtructions. Jair brake test, bad orders & fusl 5.1 5.87,
| 2) BNSF Valley Yard track designations: RUBA does not know the track designations in BNSF Valley Yard, so RLBA has established the following track bers for the purpose of this |Runnin; time: outbound empties o.94] 1.08
ptual operating plan. They are organized from north to south and lengths In the clear were measured from Google Earth, {Crew communication time OTZ:| 0.29)
Tortal time 27. 3115
Length in the
Track # Clear [feet) Note
-1 — This is the track Into which the TREX proposed track would connect with Valley Yard.
VY-1 3325 A db the track's east end and a point east of the connection to UP Track 611. Crew Time 2.28 2.62
V-1 4320 d bety the track's east and west ends, Crew Tima - BNSF 0.84) 0.97
VY2 3932 £ Crew Time . TIT 1.44) L6
w3 3646 "
VY-4 3414 =
VY5 3180 "
WY-6 3121 "
valley Yard 7826 Length measured between the point 3t which the TREX proposed track would connect with Track VY-1 and 2 point near the west end of the "Vailey Yard
Lead + VY.1 Lead" track, in the clear, east of the 77th. Street grade crossing,



Appendix 3 - 4

Proposed Secondary Operating Plan Matrix



—_—
PROPOSED OPERATING PLAN
‘BAISF Unit Troin Operuting Between BNSF Valley Yard and TIT's Fadﬂtynl wa TREX Proposed Trock - Two Cut Approoch
AL Banks & m Ine. Hﬁm
(Version Choroteristes:
Crew by: TT Valley Yard Track: Existing
Power by: BNSF TIV Facillty Track: Crossover added
Tratn Haneled In: 2 Cuts
—
Step Load or
No. |Ha Crew Traffic Empty Location Datails Distance TraveDed {Milss)
——— —_— —
1 BNSF BNSF Unit Train - L ARRIVE BNSF Valley Yard [Train arrives on West Yard/Valley Yard Lead, BNSF road crew departs from train. !
Entire Train
2 nr Crew Shutte 1 - LEAVE TIT Facility TIT crew departs from TIT's facllity vis company vehicle (crew shuttie) to BNSF Valley Yard/West Yard.
3 TIT Crew Shittle 1 L ARRIVE BNSF Valley Yard |TIT crew arrives BNSF Valn Yard. 0.25) 0.29
4 T BNSF Unit Traln - L LEAVE BNSF Valley Yard | TIT craw boards the BNSF hesd-end power, disables the distributed power unit on the rear and malies 2 0.25) 0.29]
Cutl cut on the head 60 - 70 cars (Cut 1). The TIT crew secures permission to occupy the dlamond crossings
froem UP,
5 T BNSF Unit Traln - L ARRIVE TIT Loop Tracks  [TIT crew on the BNSF power pulls Cut 2 eastwand over the TREX proposed track, into TIT's fadlity and 136| 0. 048]
Cutl places the cars on either A-Loop o B-Loop track a5 instructed by TIT,
] T Crew Shuttle 2 - LEAVE TIT Facility 71T crew departs from TIT's facility via company vehicle {crew shuttie) to BNSF Valley Yard/West Yard. 0
7 nr Crew Shuttle 2 = ARRIVE BNSE Valley Yard _[TIT crew arrives B&! alley Yard. 0,25 0.2
8 nt BNSF Unit Train - L LEAVE BNSF Valley Yard | TIT crew boards the BNSF REAR-end power which i coupled to the 42 - 52 cars remalning {Cut 2] The T 0. 0.2
Cut2 ] crew secures permission to occupy the diamond crossings from UP,
9 nr BNSF Unkt Train - L ARRIVE TIT Loop Tracks ITIT crew on the BNSF power pulls Cut 1 eastward over the TREX proposed track, Into TIT's facility and 1.03f 0.30] 0.35)
Cut2 places the cars on either A-Loop or B-Loop track as instructed by TIT.
) i BNSFUnt Train- | L BEGIN TIT Loop Tracks L —
Entire Train UNLOADING
11 T BNSF Unit Train - E END UNLOADING TIT Loop Tracks — 20 232
Entire Train
12 T BNSF Unit Train - E Alft BRAKE TEST, TIT Loop Tracks | TIT assembles the cuts of cars into one train, performs inspection of train and air brake test. Switches out 5.1 5.7
Entire Train SWITCH OUT BAD bad order cars and fuels locomotives as necessary.
ORDERS & FUEL
LOCOS
13 nr BNSF Unit Train - E LEAVE TIT Loop Tracks | TIT crew boards BNSF power and, before departing, must: 1) secure permission from BNSF Yard at 0.as| l!!‘
Entire Train Valley Yard to enter the yard and 2} secure permission from UP 10 occupy the diamond crossings., All of
this must be lished before d g TIT's facility so the train can operate from TIT's facility inta
Valley Yard and avold blocking the Old Port lndusmal Road grade crossing and the diamond crossings
longer than absolutely necessary. TIT crew then departs TIT's facility and operates westward over the
TREX proposed track and Into BNSF Valkey Yard.
14 w BNSF Unit Traln - E ARRIVE BNSE Valley Yard | TIT crew arrives on Track VY-1 and pulls westward to 77th. Street or as Instructed by the BNSF pE | L& | 108]
Entire Train Yardmaster.
15 nr Crew Shuttle 3 e LEAVE BNSF Valley Yard | TIT crew leaves the BNSF train and departs BNSF Valley Yard via company vehide (crew shutte} to TIT 0.00} a.00}
Facilty SR
16 nr Crew Shuttle 3 ARRIVE TIT Facility TIT crew armves BNSF Valley Yard, 0.00] 0.00!

lofd



PROPOSED OPERATING PLAN
BNSF Unit Train Operating Between BNSF Valiey Yord and TIT's Fociity ||| wa TREX Proposed Track - Two Cut Approoth

u.untw&u-m:,zois

IVGBM Charateristics:
Crew by: TIT Valley Yard Track: Existing
Power by: BNSF TIT Facility Track: Crossover added
Teain Handled in: 2 Cuts
Lk
Step Load or
No. | Handling Crew Traffic Empty Location Dyt s Distance Travelied (Miles)
e o el D LSS —
17 BNSF BNSF Unit Train - E NOTIFY TIT THAT BNSF Valley Yard
Entire Train THAIN HAS
DEPARTED i
TOTAL TIMES, Load to Empty %16 |
Allowance for Random Delays and Variability in Operationsd o%] 15%)

2of3



PROPOSED OPERATING PLAN
BNSF Unit Train Gperating Between BNSF Volley Yard and TIT's Focilty*! via TREX Propsed Track - Two Cut Approah

Version Charoteristics:
Crew by: TIT Vallay Yard Track: Existing
Power by BNSF TIT Facility Track: Crossover added
Train Handled in: 2 Cuts
Swp Load or
No. Haw Traffic Ermpiy Aactivtry Location mk Distance 'I'm.l?od [Mias)
Notes:
1] Ass 2 . Jsummary of Proposed Cycle Time
| a) Existing track configuration at BNSF Valbey Yard Is assumed. bound dwell at BNSF Valiey Yard
| 5] Ethanol train Iength: 58 cars (96 kaads + 2 buffer tar}, are approimately 5,909 feet iong, pius locomotives. Each car i 60'3.5” long over the pulling faces. _ |runcingime:iboundioads
¢| Fertifizer tratn length: 112 cars, sre approimately 5,720 faet long, plus locometives. Each car is B0 lung over the pulling faces. Unloading
d] Train controk Yard Limits rules spply. Permission to ectapy the dlamonds crossing conviyad by UP employee in charge of movements on track and//or by special instructions. . _J i brake test, bad orders & fuel
| 2] BNSF Valkey Yard track designations: RLBA does not know the track designations In BNSF Valley Yard, 50 RL8A has established the following track numbers for the purpase of this | Running time: outhound empties
conceptual operating plan. They are organized from north to south and lengths in the clear were measured from Google Earth. Craw shuttie and communication tme
m § i Jrotal crde time
Length in the
Track # Clear (feet] tta = - B
E -1 — This is the track into which the TREX propaoset! track would connect with Valley Yard.
Vy-1 3325 Measured between the track's sast end and a point east of the connection to UP Track 611 — Total Crew Time: 3.4 61
= VY-1 4320 Measured between the track's east and west ends, ]
-2 3932 2 )
VY-3 3646 b
VY-8 3414 * Il
VY-8 3120 =
- VY-6 3121 g ~ —— |
Valley Yard 7826 Length measured between the polnt at which the TREX proposed track would connect with Track VY-1 and a point near the west end of the "Valley Yard Lead”
Lead + ¥¥:1 trach, o the clear, cazt of the 77th Streetgrade cossng.

LT




Appendix 3 -5
Run Times and Occupancy Times on UP Property
Under the TREX Proposed Secondary Operating Plan
Assuming Operations Over Proposed TREX
Alignments:
e “Blue - A”
e “Blue — B”

o “Green—-A”

o “Green—B”



Proposed TREX Alignment: “Blue — A”%

Train Movements in Proposed Operating Plan Running Times and Distances
Train Operations Time UP Property Occupied
Occupy
Diamonds Segment 2- Segment 3-
Over Entire | Between Diamonds Area | Pelican Island
Length of | Clearance | Segment1- [to Pelicanisland| Causeway to
BNSF Train Car TREX Points | Diamonds Area| Causeway | Portindustrial
Status From To Move Type Count | (Hours) (Hours) {Hours}) (Hours) Rd. (Hours)

Inbound BNSF Valley Yard |TIT Facility Pull in First Cut 701 0.46 0.28} 0.28 0.30 0.30
loaded
Inbound TIT Facility BNSF Valley Yard |[Crew Shuttie 2 {via o 0.00| 0.00: 0.00 0.00 0.00i
loaded highway)
Inbound BNSF Valley Yard |TIT Facility Pull in Second Cut 42 0.36 0.20{ 0.17 0.20 0.20
loaded
QOutbound TIT Facility BNSF Valley Yard |Pull entire train to 112 1.09 0.87 0.87 0.87 0.87
empty depart
Total Time 191 1.35; 1.32 137 137
(Hours)
Total Time 115 81 79| 82 82|
{Minutes)
Distance 2,884 295 233 370 344
(feet)

18 TREX e-workpaper, “# TREX Conceptual Operating Plan Matrix BNSF TIT 2 cut.xlsx,” tab, “Run & Occupy Times Sumry,” cells

B19:K28



Proposed TREX Alignment: “Blue — B” (Preferred Alignment)'®

Train Movements in Proposed Operating Plan Running Times and Distances
Train Operations Time UP Property Occupied
Occupy
Diamonds Segment 2 - Segment3-
Over Entire | Between Diamonds Area | Pelican Isiand
Lengthof | Clearance | Segment1- [toPelicanisland| Causeway to
BNSF Train Car TREX Points | Diamonds Area Causeway Port Industrial
Status From To Move Type Count { (Hours) {Hours) {Hours) {Hours) Rd. {(Hours)

Inbound BNSF Valley Yard |TIT Facility Pull in First Cut 70 0.46 0.28] 0.28| 0.30 0.33|
loaded
inbound TIT Facility BNSF Valley Yard [Crew Shuttle 2 (via O 0.00 0.00 0.00 0.00 0.00
loaded highway)
Inbound BNSF Valley Yard |TIT Facility Pull in Second Cut 42 0.35 0.20] 0.17 0.20 0.22
loaded
Outbound TIT Facility BNSF Valiey Yard |Pull entire train to 112 1.08 0.87] 0.87 0.87 0.88
empty depart
Total Time 1.89 1.35 1.32 137 1.43
(Hours)
Total Time 113 81 79 a2 86|
(Minutes)
Distance 2,823 295 233 370 600
(feet)

19 TREX e-workpaper, “# TREX Conceptual Operating Plan Matrix BNSF TIT 2 cut.xlsx,” tab, “Run & Occupy Times Sumry,” cells

B6:K15



Proposed TREX Alignment: “Green - A™!!0

Train Movements in Proposed Operating Plan Running Times and Distances
Train Operations Time UP Property Occupied
Occupy
Diamonds Segment2- Segment 3-
Over Entire | Between Diamonds Area | Pelican Island
Length of | Clearance | Segment1- |to Pelicanisland| Causeway to
BNSF Train Car TREX Points | Diamonds Area Causeway | Portindustrial
Status From To Move Type Count | (Hours) {Hours) (Hours}) {Hours) Rd. {Hours)
Inbound BNSF Valley Yard |TIT Facility Pull in First Cut 701 0.46 0.28 0.28 Q.00 0.3]
loaded
Inbound TIT Facility BNSF Valley Yard [Crew Shuttle 2 {via of 0.00 0.00, 0.00} 0.00 0.00:
loaded highway)
Inbound BNSF Valley Yard |[TIT Facility [Pull in Second Cut 421 0.35 0.209 0.17 0.17 0.2
loaded
Outbound TIT Facility BNSF Valley Yard |Pull entire train to 112§ 1.09 0.87 0.87 o 0.87
empty depart
Total Time 1.90 135 1.32 0.17 1.37]
{Hours})
Total Time 114 81 79 10 82
{Minutes}
Distance 2,856 295 233 - 315
{feet)

10 TREX e-workpaper, “# TREX Conceptual Operating Plan Matrix BNSF TIT 2 cut.xlsx,” tab, “Run & Occupy Times Sumry,” cells

B32:K41



Proposed TREX Alignment: “Green — B”!!!

Train Movements in Proposed Operating Plan Running Times and Distances
Train Operations Time UP Property Occupied
Occupy
Diamonds Segment 2 - Segment 3-
Over Entire | Between Diamonds Area | Pelican Island
Lengthof | Clearance | Segment1- |toPelicanisland] Causewayto
BNSF Train Car TREX Points | Diamonds Area Causeway Port Industrial
Status From To Move Type Count | (Hours) {Hours) {Hours) {Hours) Rd. {(Hours)

Inbound BNSF Valley Yard [TIT Facility |Pull in First Cut 70 0.46 0.28] 0.28 0.00 0.30]
loaded
Inbound TIT Facility BNSF Valley Yard |Crew Shuttle 2 {via Or 0.00 0.00} 0.00 0.00 0.00}
loaded highway}
Inbound BNSF Valley Yard |TIT Facility Pull in Second Cut 42 0.35 0.20] 0.17 0.17 0.22
loaded
Qutbound TIT Facility BNSF Valley Yard |Pull entire train to 112 1.08 0.87] 0.87 0.00| 0.88
empty depart
Total Time 1.89 1.35r 1.32 0.17 1.40r
{Hours)
Total Time 113 81 10
{Minutes)
Distance 2,814 295 233 - 880
(feet)

m TREX e-workpaper, “# TREX Conceptual Operating Plan Matrix BNSF TIT 2 cut.xlsx,” tab, “Run & Occupy Times Sumry,” cells

B45:K54



Appendix 3 -6

Estimated Revenue Carloads



Table 1

Estimated Revenue Carloads by Customer (June 2018)!?

Customer Carloads % of Total
TIT via BNSF unit train 430 40%
TIT via UP unit train 426 39%
Mi-Swaco 200 19%
Sullivan Land and Cattle (Lime Yard) 23 2%
Total Revenue Carloads 1,079 100%)

Estimated Revenue Carloads by Customer with TIT — UP Volume Adjusted (June 2018)!"3

Table 2

Customer Carloads % of Total
TiT via BNSF unit train 430 24%
TIT via UP unit train (1) 1168 64%
MI-Swaco 200 11%
Sullivan Land and Cattle (Lime Yard) 23 1%
Total Revenue Carloads 1,821 100%

Notes:

{ 1) The "TIT via UP unit train" carloads in this table reflect the addition of 742 carloads

to the carloads listed in Table 1. These additional carloads reflect the addition

of seven UP unit trains because it was concluded the four historical UP unit trains

which appearin the TiT - RLBA database were not representative of typical UP

unit train activity during the rest of 2018. This adjustment - in terms of the number

of UP unit trains - is employed in RLBA's "busiest day" analysis of track occupancy

and capacity on the proposed diamond crossings area, in Section IV of the

Operations Report.

112 TREX e-workpaper, “1 JWM KH 08-27-18 V(2) KH 8-10-18 with BNSF Data Data
collection sheet.xlsx,” tab, “Manifest by Customer,” cells F39:K44.
13 TREX e-workpaper, “1 JWM KH 08-27-18 V(2) KH 8-10-18 with BNSF Data Data
collection sheet.xlsx,” tab, “Manifest by Customer,” cells F48:K63.



Appendix 4 - 1

Track Occupancy Graphs



114 TREX e-workpaper, “10-23-18 Track Occupancy final data from V(2) KH - 10-18 Data collection sheet... WORK Z Annotated

8.7.2018 JWM.xlsx,” tab, “Track Occupancy Graphs,” cells I129:R52.

1

114
Monday Track Occupancy
. ‘ : 1
25-Jun-18 } | | | |‘ ?
T
18-Jun-18 | I I i * ’
| | | |
11-Jun-18 | ' ! | | B
4-lun-18 | I i ]
|
Monday
QOccupied Time
Date Blockages (hh:mm:ss) Legend of Traffic Type
25-Jun-18 8 1:44:54 BNSF TIT Unit Trains
18-Jun-18 5 2:11:13 UP TIT Unit Trains
11-Jun-18 8 2:33:50 All Other Trains
4-Jun-18 7 1:29:09




Tuesday Track Occupancy

: | ‘ 5 |
26-Jun-18 I | \'l { ’
| | | |
| 19-Jun-18 ' ‘ | | f’
| 12-Jun-18 I I | I
‘ 1
S-Jun-18 - ] ! | | ,
- : | | | ] I 1 )
[
- S A
Tuesday
Biak Blocka Occupied Time
e ockages {(hh:mm:ss) |tegend of Traffic Type
26-Jun-18 6 0:18:26 IBNSF TIT Unit Trains
19-jun-18 4 1:13:11 UP TIT Unit Trains
12-jun-18 7 0:33:06 1Al Other Trains
5-Jun-18 10 1:18:30

115 TREX e-workpaper, “10-23-18 Track Occupancy final data from V(2) KH — 10-18 Data collection sheet...WORK Z Annotated
8.7.2018 TWM.xlsx,” tab, “Track Occupancy Graphs,” cells [141:R158.

2



| Wednesday Track Occupancy
| 27-4un-18 | || | | ‘ | | |
20-5un-18 | | | | ! i ‘ %
13-Jun-18 | ﬂ | |

6-Jun-18

-
El
u

v * " © & » ¥ N nS P A uid 0'2
Wednesday
Occupied Time
Date Blockages (hh:mm:ss) Legend of Traffic Type

27-Jun-18 2 0:05:47 BNSF TIT Unit Trains

20-Jun-18 6 1:17:11 UP TIT Unit Trains

13-Jun-18 3 0:32:57 All Other Trains

6-lun-18 8 2:28:42

116 TREX e-workpaper, “10-23-18 Track Occupancy final data from V(2) KH - 10-18 Data collection sheet... WORK Z Annotated
8.7.2018 JWM.xlsx,” tab, “Track Occupancy Graphs,” cells I166:R189.

3



Thursday Track Occupancy v
28-Jun-18; { | |
21-Jun-18 _ “ | | l |
L I e o
1| (mm(in | m| J

o & & & & & $ & & $ Iy & P

Q‘. "’ | G. G. @' 0. .»h' .»b. '@. '»0. ‘{}. ’\?‘ i
_'Fhursday
Occupied Time
Date Blockages (hh:mm:ss) Legend of Traffic Type

28-Jun-18 3 0:09:31 BNSF TIT Unit Trains [

21-Jun-18 12 1:52:38 UP TIT Unit Trains

14-jun-18 10 1:56:24 All Other Trains

7-Jun-18 9 3:25:27

17 TREX e-workpaper, “10-23-18 Track Occupancy final data from V(2) KH — 10-18 Data collection sheet...WORK Z Annotated

8.7.2018 JWM.xlsx,” tab, “Track Occupancy Graphs,” cells 1116:R139.
4



Friday Track Occupancy e

29-)un-18 | . ll I
22-Jun-18 I | |! ll i l
15-Jun-18 | | | Il N | al
8-lun-18 | . . ' I

1-Jun-18 l L | ] i i
, ' [ |
I N Y I e R e A e
Friday
Occupied Time
Date Blockages (hh:mm:ss) Legend of Traffic Type
29-Jun-18 6 1:03:01 BNSF TIT Unit Trains
22-Jun-18 9 2:39:15 UP TIT Unit Trains
15-Jun-18 8 3:05:44 All Other Trains
8-Jun-18 4 1:31:12
1-Jun-18 S 0:43:00

118 TREX e-workpaper, “10-23-18 Track Occupancy final data from V(2) KH — 10-18 Data collection sheet... WORK Z Annotated

8.7.2018 JWM.xIsx,” tab, “Track Occupancy Graphs,” cells [3:R27.
LY



Saturday Track Occupancy v

30-Jun-18 , E=si
| ] | | e
| |
| 23-Jun-18
16-Jun-18 | ]
1 | |
9-Jun-18
1
2-un-18 | ! '_El '
| - AL .i - I A — A A - J
I N I I R e e I I A
Saturday
Occupied Time
Date Blockages (hh:mm:ss) Legend of Traffic Type
30-Jun-18 2 1:03:52 BNSF TIT Unit Trains
23-Jun-18 0 0:00:00 UP TIT Unit Trains
16-Jun-18 1 0:16:31 All Other Trains
9-Jun-18 0 0:00:00
2-Jun-18 2 0:41:34

119 TREX e-workpaper, “10-23-18 Track Occupancy final data from V(2) KH - 10-18 Data collection sheet... WORK Z Annotated
8.7.2018 JWM.xlsx,” tab, “Track Occupancy Graphs,” cells 154:R78.
6



Sunday Track Occupancy

| | | | |
24-jun-18 J :
; ‘ <?
| ‘
| 17-Jun-18 5 |
|
{ 10-Jun-18 | '
| i ;
] L | |
| 3-un-18 \ ' -‘ ,
| | || | | | —
' Q‘@ :\"e g& GSP sgp \9@ '\?@ '&sé \?’SP '\?@ "9'@ '0;@ ’\?;fé
|
Sunday
Occupied Time i 4
Date Blockages (hh:mm:ss) egend of Traffic Type
24-Jun-18 0 0:00:00 BNSF TIT Unit Trains
17-Jun-18 2 0:21:29 UP TIT Unit Trains
10-Jun-18 0 0:00:00 All Other Trains
3-Jun-18 2 0:32:46

120 TREX e-workpaper, “10-23-18 Track Occupancy final data from V(2) KH - 10-18 Data collection sheet...WORK Z Annotated

8.7.2018 JWM.xIsx,” tab, “Track Occupancy Graphs,” cells I80:R114.
7



VYerification



YERIFICATION
I John W, McLaughlin, verify under penalty of perjury that I have read the

Operations Report dated February 22, 2018, that I know the contents thereof, and that the
same are true and correct. 1have also reviewed the Petition of Texas Railway Exchange
LLC for Issuance of a Crossing Order Pursuant to 49 U.S.C. § 10901(d) at Section II(D)
dated February 22, 2018, that I know the contents thereof, and that the same are true and
correct. Further, I certify that 1 am qualified and authorized to file this Verified

Statement.

Executed on February 22, 2019
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