From original e-mail:

-----Original Message-----

From: bwatt1634 <bwatt1634@sbcglobal.net>

To: Burns, Greg <GBurns@tribune.com>

Sent: Mon Mar 27 07:26:51 2006

Subject: Your article, Intermodal Freight, and the Chicago CREATE plan.

Mr Burns:

We read in the Chicago Tribune today your article discussing rail issues in our metropolitan area. We're happy to see your paper take notice of the impact of the rail industry on this area and on the nation. Chicago's participation and control of the rail network provides our area with a

generous supply of meat and potatoes jobs, mostly unseen by most Chicagoans. When people think of Chicago as a transportation hub, they generally envision O'Hare International and its affects. However, in terms of gigantic transportation enterprises, it is the U S rail industry that took the historical lead with respect to impacting our area economy and on the national economy as a whole. As a small case in point, the primary deliverer of goods to rebuild Chicago after the fire of 1871 were the railroads. Today, of the 16,000 import containers handled by US ports every day, better than sixty per cent of those containers handled by the railroads route either to or through Chicago. In terms of all intermodal traffic, roughly 150,000 slots per day of all configurations are offered by the US rail industry. Again, better than sixty per cent of those slots route to or through Chicago. This is not only due to the original construction of the network, but also by railroad

executive fiat. There are five major rail intermodal gateways in the United States. They are Chicago, St Louis, Kansas City, Memphis, and New Orleans. These are the primary connectors between East and West. Chicago supersedes all of the others combined. Chicago, today, has the best assets and connections to handle this traffic. We agree, however, that this asset base

is severely pressed.

Given the rails' pre-existing lines and terminals, we consider it fair to say that siting new facilities within the Chicago Metro area is virtually impossible. Consider the experience of the Union  Pacific. In attempting to reconstruct its intermodal structure, existing facilities at Canal St (south

of the Loop), Wood St (Global I on Chicago's West Side), and Proviso (Global II at Northlake) were specialized and modernized beginning in the mid 1980's. These were changed in order to re-shuffle types of intermodal traffic handled and more efficiently handle specific strings of intermodal cars to/from specific origins/destinations. These "ten-year" plans have been so

highly and quietly successful the Union Pacific has been forced to seek new property adjacent to their railroad for new facilities. However, the city of Chicago has been resistant to expansion in the Canal Street area, not to mention container traffic and yards as a whole. Union Pacific's facilities at Northlake are hemmed in on all sides by manufacturing, industry, and residential areas. NIMBY's and DuPage county officials at West Chicago IL have thwarted Union Pacific's quest for new land. Next, DeKalb IL, and then Maple Grove IL! Finally, their expansion project has been approved and built at Rochelle IL. While we are certain that Union Pacific and the city of

Rochelle will benefit with their partnership, we are concerned that limited impact studies and public discussion to account for altered truck flows from the Chicago Metro area in order to meet train connections have short-changed the greater community. Given that Union Pacific has the Rochelle facility for primarily for import/export traffic, the cost impact on importers, exporters, container operators, not to mention intermodal trucking companies, is totaling in the millions of dollars. As for the highway system, these shifted traffic patterns are affecting BNSF Railway facilities at Cicero via Ogden Avenue or at Chicago via Pulaski Road, or at Elwood via

I-55. Those operations continuing to use the Union Pacific at Rochelle will cause accelerated wear and tear on I-88, I-39, and on I-90.

There are alternatives to this experience. Specifically with regard to terminal facilities, we feel that 

both the BNSF Logistics Park facility at Elwood IL and the Clearing facilities at Bedford Park IL potentially represent a vision of Metropolitan and National policy for intermodal shipping. Elwood is a relatively new development on a brownfield site with ample room for multiple tenants. Bedford Park is a large, developed facility suitable for multiple tenants. Both facilities have existing or easily extended rail access to more than one major US Rail carrier. Both facilities exist in highly industrialized zones with relatively short access mileage to the Interstate system. A key impediment to each location becoming multi-tenant is the railroads themselves. The US airport system has developed within the mandate of federally-assisted funds plus major airline cooperation. The US rail system has remained locked behind private doors dominated by old cultures and dated balkanized thinking. No Federal, State or local mandate forces the railroads to cooperate with each other on land use issues. Therefore, too many smaller and outdated terminals exist in congested areas, where a clean, well-financed slate might better approach

the issues.

Regarding traffic routed through Chicago on multi-carrier routes, presently intermodal flatcars and intermodal boxes are moved either using existing rail connections (aka steel wheel) or via truck (aka rubber). Together they constitute a significant level of crosstown freight traffic for road and

rail systems. Traffic is heavily impacted on the Dan Ryan Expressway (now under rebuild mandate), the Stevenson Expressway, the Tri-State Tollway, Harlem Avenue, Cicero Avenue, Western Avenue, Lake Street, and Mannheim Road. Crosstown traffic occurs between the rail intermodal facilities literally 24 hours a day, 7 days a week. Typically, if you see an intermodal

container on one of the above streets late at night or on a major holiday, chances are it is a crosstown. Professional routers use the rubber tire crosstown to make connections, as the maneuver is more expeditious and discreet. Drivers can enter a rail yard, select a specific container, hook up and deliver to the next rail within an hour. As for steel wheel interchange, generally railroads wait to build up a large enough body of deliverable traffic to connections resulting in considerable dwell time and delay. While both inner belt railroads (the Belt Railway of Chicago and the Indiana Harbor Belt) are significant conveyors of crosstown traffic, demands

on intermodal performance preclude full reliance on these two connectors for through traffic. Additionally, the Chicago Terminal District has a real freight gem not fully used for intermodal traffic in the Elgin, Joliet and Eastern Railroad. While considering the E J & E as a suitable Metra route may be misplaced, certainly this route can be upgraded to handle more through traffic, if only the railroads, industry, and politicians can agree. The "J", as it's known, would have to be double-tracked (again), and re-signaled. Much of this route's double track and signaling was removed during a downgrade in the 1980's. Lastly, the "J" can provide direct connections for all railroads in the Chicago Metro area to and from Logistics Park. The Belt Railway of Chicago operates the Bedford Park "Clearing" facilities.

That we are all paying more for goods delivered because of rail congestion in Chicago is only marginally true. Highway operators presently handle a greater share of overall national tonnage. Intermodal costs directly passed along to the shippers of goods would be in the realm of incrementally higher charges by truckers for crosstowns and for pickups and deliveries  associated with rail terminals located in the suburban Chicago Metro areas. As for the direct costs associated with intermodal trucking companies for pickup and delivery services, these costs are generally the least portion of an intermodal move. Most intermodal truckers will tell you "bottom line, we haven't seen a significant raise in real pay in twenty years." The truest cost of congestion with railroads is borne by intermodal truck drivers spending hours in congested rail terminals, locating intermodal equipment that might not be there, pulling equipment that may not be suitable for the highway. Therefore, productivity and reliable labor is worn down through the effort.

We all enjoy lower prices for goods delivered. Many of us have shopped at discount retailers such as Wal-Mart, K-Mart, Sears, and Venture for the perceived lower cost of purchases. At one time or another, each one of these discount retailers has been among the elite of importers of goods 

into the United States. Therefore, they are (or were) major users of the intermodal system. Given the nature of the freight market, professionals understand the highly competitive nature of such clients. Since a major portion of clients' business costs goals is to drive down and minimize the cost of freight, small wonder there is little revenue left to re-invest in the current intermodal system. The large portion of the US economy's tonnage moving intermodally is thus impacted. That the public may be finally becoming aware of the intermodal system's value to the local and national economy because of "congestion" might be a blessing.

At present, the planning behind CREATE has many flaws not noticed by the public, nor discussed in public. CREATE's support statistics are dominated by railroad consultants geared towards carload (i.e. boxcar, hopper car), while the fastest growing segment in the railroads' market basket is intermodal/international. The statistics sources are from the railroads themselves who have refused and continue to refuse to disclose those same statistics to anyone outside of their own little circle. The railroads' enthusiastic support for CREATE represents more a willingness to do anything for a "free fixer-upper" than it does showing common sense for the true needs and available resources presently in the Chicago Switching District. Daley's enthusiastic backing shows his well-earned reputation as a "Jobs Kingmaker."  The Daley/Ryan land partnership surrounding the Peotone Airport effort is the stuff of legends. You'll notice most of the work planned in this offering occurs within the city limits of Chicago regardless of the merit of projects outside of city limits. We are certain the Federals are happy to donate large sums of cash to those who most gratefully return the favor come election time. Take a look at the list of campaign contributions made by railroad corporations to major political candidates, including President Bush. Conversations we have had with engineering firms already on the job for CREATE will indicate that very little real funding has flowed from Washington to Chicago to those people actually tackling the job of executing this plan. If anyone would like to get a look at Chicago's railroads operating at a heavy pace, don't look a unreliable, perhaps fabricated, data from today's CREATE. Look at the statistics in the archives of the AAR or FRA from 1945. We'll wager Chicago was moving more rail freight then on lesser technology than CREATE purports to improve to using the technology and resources of today.

As these professional issues enter the public debate, our vital rail system might get the attention it richly deserves. With public  knowledge and debate, the railroads, industry, political bodies and the concerned public might come together not just to talk about problems, but to work towards

solutions. Government bodies have poured and continue to pour billions of taxpayer dollars into the highway, air and water systems. Responsible discussion, cooperation, and execution of plans to restore and augment the once-superlative rail systems' ability to deliver goods should be high

priority for our national security.

Thank you!

Brian Watt

Select Logistics Network
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