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Financial Feasibility Analysis  
 
 
Capital Cost Analysis  
 
Site Location and Configuration 
The proposed intermodal center would be located on the former International Paper Mill Site in 
Millersburg, OR. As described earlier, the site is situated with direct access to I-5 and two rail lines. 
 
The proposed center will have a main office, parking lot, space for approximately 100 trucks to park 
overnight, amenities for truck drivers, an intermodal center capable of handling both domestic and 
international containers, and a storage warehouse and docks to support reloading and transloading onto 
rail, with capacity for longer-term storage of product. The three business lines (intermodal, reload and 
warehousing, and truck parking) are described individually below. The site is big enough to allow for 
future expansion either by connecting existing rail lines or adding additional warehousing and storage. 
 

Intermodal Services 
The intermodal center would provide rail access and lifting equipment to transfer intermodal 
containers from truck to rail and vice-versa. Both domestic containers and international intermodal 
containers would be able to use the intermodal center. This operation is designed to receive and 
send both empty and full containers, either by truck or by rail. 
 
As a rail facility, it is anticipated that inbound intermodal trains will arrive heading westbound 
(compass south) and set inbound cars onto one of two of the onsite support tracks and use the 
other track to pull outbound cars and leave heading eastbound. The intermodal center operator 
will move inbound cars onto working tracks for intermodal operations and then move outbound 
cars back onto one of two support tracks, leaving one of these two support tracks open for 
inbound cars from the mainline railroad and utilizing the other track for placing outbound cars. 
Sufficient switching length is provided to clear any of these four tracks with a full cut of cars and 
shove them onto another track while staying clear of the mainline. The outbound intermodal train 
will move north to Portland, with the northbound business being added to the intermodal facilities 
there. 
 
Reload Operation and Warehouse 
The reload operation and warehouse would provide a convenient location for loading intermodal 
containers and trucks bound for both domestic and international export. It would allow both 
unloading and reloading of product at the same time without long-term storage, and could also 
provide longer-term storage for producers without their own storage facilities. The warehouse 
could also become a certified USDA inspection facility, offering shorter-term storage and 
quarantining for imported agricultural products. The site configuration has existing rail 
infrastructure adjacent to the storage warehouse, which could allow shippers to load railcars 
bound for domestic markets throughout the U.S. in a future expansion. 
 
The reload operation would utilize the existing 60,000 square foot warehouse. It is assumed that 
half of the warehouse could be used for long-term storage: approximately 30,000 square feet of 
lateral storage space with an assumed height of 25 feet would provide about 750,000 cubic feet of 
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storage. This warehouse has the potential to expand dry-storage capacity for agricultural 
commodity producers in the Willamette Valley. 
 
Product moving through the reload operation and warehouse could arrive containerized, in totes, 
or palletized. It would have staff available for hand stacking product and forklifts for moving totes 
or palletized product around the warehouse. 
 
Overnight Truck Parking 
A portion of the site would be dedicated to long-haul truck parking, providing a safe and secure 
location for drivers to rest and queue to avoid peak congestion times in the Portland metropolitan 
region. The site is expected to be built to accommodate 100 semi-trucks needing to park 
overnight. This parking could complement a new truck stop just north of the site on Old Salem 
Road. In addition, the intermodal center will have refrigerated hookups and amenities for truckers. 
 
Existing studies demonstrate that the availability of truck parking in Oregon is limited. According 
to a 2014 Federal Highway Administration survey, Oregon had approximately 4,520 truck spaces 
in public and private facilities across the state. There are approximately 81 parking spaces per 
100,000 daily truck vehicle miles traveled (VMT)—about 71 are provided by private facilities and 
10 provided by public facilities. When ranked by this measure, Oregon has the 15th fewest 
number of spaces per 100,000 daily truck VMT. When ranked by the number of parking spaces 
per 100 miles of national highway system, Oregon has the 18th fewest with 100 spaces per 100 
miles. 
 
Overnight parking and truck staging have the potential to greatly improve the timing for when 
trucks drive through the Portland metro area. In addition, for product heading to the Port of 
Portland and the intermodal center near the Port’s Terminal-6, parking has become an issue in 
neighborhoods and communities. The Port terminal operates from 8 am to 5 pm Monday through 
Friday. Since trucks can arrive at all hours of the day, there is not currently an adequate parking or 
staging area close by to accommodate trucks that arrive early. 

 
Capital Costs 
The capital to purchase and construct the facility will be provided by ODOT’s Keep Oregon Moving 
funds. These funds are only available for capital costs and will not be used for operating costs. Hard 
construction costs will be used to purchase the site land, prep and grade it for construction, construct the 
rail lines, switches, and infrastructure, construct the office, pave and stripe the parking lot, and buy 
equipment and machinery. Soft construction costs will include architecture, engineering, legal, and 
accounting costs. 
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Operating Model  
To evaluate the possible financial feasibility and sustainability of the proposed intermodal center, an 
operating proforma is constructed to examine potential revenues, costs, and profits. The analysis is done 
quarterly to adjust for seasonal differences in demand and track seasonal profitability. The model includes 
three sources of revenue: 
 

1. Intermodal center revenues consisting of lift fees for international and domestic containers and a 
transportation fee for international containers leaving the center on rail; 

2. Reload and warehousing fees charged per hundred-weight; and 
3. Truck parking revenues. 

 
The model allows for line-item data inputs, projects revenue and expenses over a five-year time horizon 
and differentiates between different levels of demand (baseline, high- and low-demand states). 
 
Data is sourced from the Bureau of Labor Statistics, internet research, and interviews with potential 
intermodal center users, agricultural producers in the Valley, rail and intermodal industry experts, and the 
proposed operations manager of the intermodal center who manages a similar facility in Boardman, 
Oregon. The following assumptions are employed across a five- year time frame and three-year build-out: 
 

• The intermodal center operates five days a week.  
• Shifts are eight hours long. 
• Each quarter has 13 weeks. 
• Once operating at estimated demand, rail car quantities neither increase nor decrease.  
• Fixed and labor costs appreciate at 3 percent per year. 
• No allowances for increased fees are included. 

 
Five-Year Horizon and Three-Year Build-Out 
The operating proforma evaluates the intermodal center over a five-year time period, but it is 
assumed that the intermodal center will take three years to become fully operational. During this 
build-out, year one is estimated at 30 percent of demand, year two at 60 percent of demand and 
years three through five at 100 percent of demand. 
 
The warehousing revenues are not adjusted for the build-out period, but truck parking and total 
container movements are adjusted. The truck parking is adjusted because it is assumed that it will 
take a few years for the trucking industry to become aware of the parking spaces, and the 
intermodal center is not expected to advertise (advertising costs are not modeled). The intermodal 
container movements are adjusted assuming that the intermodal center needs to ramp up 
production, staff, and capacity over time. 
 
Fixed costs are not adjusted for the build-out, but variable costs relating to the intermodal center 
are measured on a per-container basis and are thus increased with the build-out in the number of 
containers. In years one and two, the intermodal center is operating with full fixed costs and lower 
revenues and is thus less profitable than in years three through five. 
 
Revenues 
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The intermodal center is expected to operate three lines of business: intermodal services, reload 
and warehousing services, and overnight truck parking and staging. Revenues and expenses for 
each are described below. 
 

Intermodal Services 
The primary service that the intermodal center offers is rail access and the equipment 
needed to transfer containers across modes of transport. The intermodal center will use 
special equipment to ‘lift’ containers from trucks and then onto the rail. A lift is defined as 
moving a container from a truck to a rail car (or vice-versa) or movement within a rail yard. 
It is assumed that each container is lifted twice, in two possible scenarios: 

 
• Full containers could be lifted once from a truck to a stack and again from the stack 

to the rail. It is logistically impossible for each container to arrive exactly when it 
needs to be loaded onto a train, so stacking and storage are inevitable. 

 
• Empty containers could be lifted from truck to rail (or rail to truck) upon entering 

the intermodal center, and again when arriving full and moving from truck to train 
to its final destination. 

 
Research and interviews with the proposed operations manager identified that there are 
different charges for international and domestic containers. Volumes coming through the 
intermodal center are based on the number of international and domestic containers 
projected in the demand section of this report. 
 
International containers are charged a $20.00 lift fee when empty, and a $30.00 lift fee 
when full. International containers are also charged a transportation fee to cover the cost of 
shipping by rail to the port. 
 
For the purposes of this analysis, this fee covers additional costs of transporting containers 
on rail less the payment made to the railroads. This transportation fee fluctuates with the 
market and is expected to be set in-line or slightly below the cost of shipping by truck. The 
prices charged by the railroads are proprietary and subject to change. This analysis uses a 
$50.00 per container transportation charge (net of the railroad fee) as a starting point. 
Analysis for truck and rail transportation rates indicate that these operating fees are 
reasonable and supportable by the market. Figure 25 below shows the predicted total truck 
and rail prices for transits of one loaded to Seattle for customers of varying distance from 
Millersburg at proposed operating fees. For all customers south and within 250 miles, there 
is a potential cost savings from using the intermodal center. 
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Domestic containers are charged a $50 lift fee (both empty and full) but are not charged 
the transportation fee. Interviews suggest that domestic shippers generally arrange their 
own transportation costs to their final destinations and work directly with the railroad 
provider. 
 
Total quarterly and annual revenues from both international and domestic containers 
moving through the intermodal center services in are listed in Figure 26 below, including 
the three year build out schedule. 
 

 
 

Reload and Warehousing Services 
The primary service that the reload operation would offer is loading docks and equipment 
to unload products (palletized or in totes), storage, and services to reload or transload 
product onto rail. The warehouse capacity is assumed to be 30,000 square feet, half the 
floor space of the existing warehouse. This assumption is made to allow sufficient space for 
equipment, forklift maneuvering, and space for short-term reloading of product. It is 
assumed that product will be stacked 25 feet high, for a total of 750,000 cubic square feet 
of storage capacity at the warehouse. 
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Interviews suggest that the commodity most likely to use longer-term storage is grass seed 
destined for international export. Because the Mid-Willamette Valley has other 
warehousing facilities nearby that offer blending and other services, and because some 
grass seed producers have their own storage and warehousing facilities, the model assumes 
this warehouse will operate at 75 percent capacity. This number could be considered a 
conservative value, as interviews with stakeholders in the region indicate that there is a 
high likelihood that this warehouse, which provides the added benefit of proximity to rail 
access, may operate at full capacity. Figure 27 demonstrates the translation from volumes 
to hundred-weight to arrive at the revenue stream for this business line. 

 

 
 

Warehousing handling fees are charged when product moves in and out of the warehouse. 
The model assumes products are stored for an average of six months and the total volume 
in the warehouse turns over twice per year. Longer term storage fees are charged per 
hundred-weight per month. 
 
Interviews suggest that the price for long-term storage for agricultural products in the Mid- 
Willamette Valley ranges between $0.18 and $0.50 per hundred-weight (cwt). Handling 
fees upon entry and exit of the storage warehouse were suggested to vary between $0.05 
and $0.25 per cwt (each direction). As a conservative measure, the model assumes storage 
fees of $0.18 per cwt and handling fees of $0.05 per cwt each direction ($0.10 total). 
Should proximity to rail be viewed as a positive attribute of this warehouse, it may be 
possible to charge slightly higher fees. 
 
Total quarterly and annual revenues from the reload and warehousing operation are listed 
in Figure 28 below. Since the warehouse structure already exists, no build-out period is 
assumed. 

 

 
 

Overnight Truck Parking 
Based on the current site design and layout, the intermodal center is expected to have 
room for 100 semi-trucks to park overnight as well as amenities for drivers. An average 
overnight truck parking fee of $20.00 is assumed. While the rest of the intermodal center is 
expected to operate five days a week, truck parking will be available seven days a week. 
This line of business is expected to grow with the intermodal center build-out, as it will 
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take time for the trucking industry to gain awareness of the parking options. This revenue 
source is modeled to operate at 75 percent capacity due to the presence of other truck 
parking facilities nearby. No seasonality is built into the model. Figure 29 below 
demonstrates expected annual revenues for truck parking at the intermodal center. 
 

 
 
Total Intermodal Center Revenues 
Figure 30 below demonstrates the three-year build-out schedule and projected annual 
revenues for the full intermodal center over five years. After the intermodal center is built 
out to 100 percent capacity, revenues of approximately $2.4 million per year are expected, 
assuming no change (increase or decrease) in container volumes, truck parking, lift fees, or 
prices for truck parking and warehousing. 
 

 
 

Operating Costs 
Operating three lines of business, the intermodal center has numerous fixed and variable operating 
costs. Each component of the intermodal center requires different equipment and different levels of 
staffing. As there is not a meaningful difference in shipping volumes across seasons, variable 
staffing levels and fuel and equipment costs do not change significantly. Additionally, the model 
assumes efficiencies of scale exist between the reload and intermodal facilities, with some costs 
shared across the full site. The model includes the fixed and variable costs listed in Figure 31. 
Property taxes are omitted due to the non-profit status of the intermodal center owner/operator. 
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Variable costs for the intermodal center are modeled on a per-container basis, using the total 
estimated volume of international and domestic containers expected to pass through the 
intermodal center. These costs were estimated from operating data supplied by the proposed 
operations manager of the intermodal center who manages a similar intermodal facility in 
Boardman, Oregon. All operating costs (including labor) are modeled to increase 3 percent per 
year. 
 

Equipment 
Intermodal 
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The intermodal center requires unique lifting equipment to stack containers and move 
them from truck to rail. It is assumed that this is included in capital costs for construction 
spending. 
 
Reload and Warehousing 
The reload and warehousing operation will require forklifts and forklift batteries since 
gasoline cannot be used in enclosed warehouse spaces. It is assumed that the operation 
would need two forklifts to operate in peak season. Data from a reload center in 
Boardman, Oregon was scaled for the number of container-equivalent loads expected to 
run through this operation. With a maximum of 73 containers per quarter in peak seasons, 
one forklift could likely service all needs. A second one would provide backup. The model 
assumes one forklift and two batteries are purchased in Q1 of year one, and another forklift 
and two batteries are purchased in Q1 of year two. The model assumes prices increase 3 
percent in year two. 
 
Industry experts suggest that forklifts have a five-year warranty. Since this is the time period 
modeled, no additional maintenance expenses were included. Research demonstrates that 
forklift batteries can last up to five years, assuming they run eight-hour shifts 300 days a 
year.74 The model assumes two batteries per forklift to ensure power beyond an eight-hour 
shift and for backup. Interviews with industry experts suggest forklifts cost $25,000 each 
and batteries $5,000. 
 
The model assumes a straight line 20-year depreciation schedule on all equipment and 
machinery that will be replaced. Replacement prices are not included in the model’s five-
year horizon. 
 
Truck Parking 
The truck parking business line item would have truck hookups and amenities for truck 
drivers. Hookups and facilities are expected to be part of capital costs during construction. 
There would not be much additional equipment associated with this part of the intermodal 
center. Utilities are included in shared expenses. 
 
Staffing 
The model assumes the reload and intermodal facilities would have separate managers. 
Bureau of Labor Statistics estimates are used to determine salary and benefits. 
 
Intermodal  
The intermodal manager would carry out day-to-day operations, handle logistics with the 
rail lines, coordinate with the local agriculture producers, and oversee accounting, payroll, 
and other administrative functions as well. Contract staff shifts are assumed to be eight 
hours. Interviews with the proposed manager demonstrate that the intermodal center 
would likely need three full time staff to operate the lift equipment. These staff are included 
in the intermodal center build out, with two hired in year one and a third hired in year 
two. 
 
Reload and Warehousing  
The reload operation manager would coordinate imports and exports, arrange long-term 
storage, and oversee the staff needed to unload and reload containers. Data from a reload 
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center in Boardman, Oregon was scaled for the number of container-equivalent loads 
expected to run through this operation to determine staffing and equipment levels needed 
for operations. With limited movements estimated to occur within the facility, one forklift 
operator could likely service all needs. 
 
Truck Parking 
No staff are modeled with the truck parking business line. 
 
Total Operating Costs 
Figure 32 below demonstrates total operating costs for the five-year time period, by 
business line. Fixed costs increase in years one and two as the equipment is purchased, 
then increase in years four and five due to a 3 percent increase built into the model. 
Variable costs (intermodal) increase during the build-out through year three, then increase 
3 percent in years four and five. 
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Financial Feasibility 
The financial operations for each business line at the proposed MWVIC are displayed in Figure 33 below. 
Operating profits vary across each business line, with the intermodal center and truck parking businesses 
more profitable than the reload operation, based on pricing, demand estimates and informed assumptions 
about how each will operate. The intermodal center and the truck parking business line are built out over 
the three-year build-out schedule but are operating with full fixed costs in years one and two. This greatly 
impacts the profitability of the intermodal center but has a smaller effect on the truck parking business 
because it has so little in operating costs. Further, because the model assumes prices and volumes do not 
change, but includes 3 percent annual cost increases, the profitability of each business line declines after 
year three. 
 

 
 
Although the reload and warehousing services operate as an individual business line loss, the operation 
serves to direct additional containers through the facility, thus supplementing the intermodal center 
business line. 
 

Financial Sensitivity Analysis 
The model allows financial sensitivity testing for different levels of demand. Using the high and 
low demand estimates from the sensitivity analysis in section 5.7.1 (page 44), the model shows the 
financial outcomes if production volumes, gas prices, or market prices for the goods transported 
increase or decrease. The estimates in Figure 33 are the baseline. As Figure 34 below 
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demonstrates, the model assumes the proposed intermodal center would see positive net income 
in each demand state. 

 

 
 

Breakeven Analysis 
The model also allows for a breakeven analysis on each business line. Given that lift prices, 
warehousing prices, and truck parking prices vary with the market, the model allows a goal to seek 
to determine the prices each operation needs to charge to break even. 
 

• For the intermodal center, the transportation fee charged on the international containers 
headed to port can be assessed using the breakeven analysis. Using all the assumptions 
and model structure previously discussed and keeping lift fees fixed, the model 
demonstrates that this fee could be set to zero and the business line would still make a 
small profit. 

 
• The reload and warehousing operation as structured does not make a profit but the 

presence of reload and storage capacity near the intermodal center benefits the container 
movement business line. A breakeven analysis can determine the necessary volume of the 
warehouse that needs to be occupied at current prices to become profitable. The model 
currently assumes the 75 percent of available warehouse storage area (50 percent of the 
floor area) is occupied, which does not generate a profit at the business-line level. 
Breakeven analysis indicates that this operation becomes profitable at 83% utilization. 
However, if container movement revenue is accounted for, the business line at these 
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assumed storage and handling fees would become profitable if greater than 77 percent of 
the warehouse storage area is occupied. Interviews with stakeholder in the region indicate 
belief that utilization at this level is feasible. 

 
• The truck parking business line is highly profitable, due to the number of stalls and very 

limited operating costs. The breakeven analysis demonstrates that charging any price 
(above zero) could create profit for this business line as it is structured. 
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MID-WILLAMETTE VALLEY INTERMODAL CENTER
Forecasted Receipts & Disbursements
First Five Years of Operations

YEAR YEAR YEAR YEAR YEAR
1 2 3 4 5

Receipts
Facility Lease 60,000$         60,000$         60,000$         60,000$         60,000$         
Lift Fee 126,259         252,518         420,864         420,864         420,864         

Total Cash Receipts 186,259$       312,518$       480,864$       480,864$       480,864$       

Disbursements
Insurance 26,000$         26,780$         27,583$         28,411$         29,263$         
Maintenance 40,000           40,000           40,000           40,000           40,000           
Security 1,200             1,236             1,273             1,311             1,351             
Accounting  and Legal 12,000           12,360           12,731           13,113           13,506           

Total Cash Disbursements 79,200$         80,376$         81,587$         82,835$         84,120$         

Cash From Operations 107,059$       232,142$       399,277$       398,029$       396,744$       

See accompanying Summary of Significant Assumptions. 



MID-WILLAMETTE VALLEY INTERMODAL CENTER
Forecasted - Cash Flow
First Five Years of Operations

YEAR YEAR YEAR YEAR YEAR
1 2 3 4 5

Cash at Beginning of Year -$              107,059$       339,202$       738,478$       1,136,507$    

Cash Generated by Operations 107,059         232,142         399,277         398,029         396,744         

Cash at End of Year 107,059$       339,202$       738,478$       1,136,507$    1,533,251$    

See accompanying Summary of Significant Assumptions. 



MID-WILLAMETTE VALLEY INTERMODAL CENTER
Summary of Significant Assumptions
First Five Years of Operations

NOTE A - Summary of Significant Assumptions

Facility Lease
Monthly lease: 5,000$          

Lift Fee
Year Year Year Year Year

1 2 3 4 5
Lift Fee per container 12.00$          12.00$          12.00$          12.00$          12.00$          
Number of Lifts per container 2                   2                   2                   2                   2                   
Maximum Annual Container 
Capacity 17,536          17,536          17,536          17,536          17,536          
Estimated Capacity Usage 30% 60% 100% 100% 100%

Maintenance 
Year  Year  Year  Year  Year  

1 2 3 4 5
Linear Feet of Rail 16,000          16,000          16,000          16,000          16,000          
Estimated Cost per Linear Foot 2.50$            2.50$            2.50$            2.50$            2.50$            

Insurance
Annual insurance: 26,000$        
Estimated annual increase: 3.0%

Security 
Monthly security expense: 100$             
Estimated annual increase: 3.0%

Accounting and Legal
Monthly accounting and legal: 1,000$          
Estimated annual increase: 3.0%

The set of assumptions below are used to derive a forecast of the net lease income of Mid-Willamette Valley Intermodal 
Center.  It is expected the facility will be leased by a third party, for-profit lessee.

This financial forecast presents, to the best of management's knowledge and belief, the Company's expected receipts and 
disbursements and cash flow for the forecast period.  Accordingly, the forecast reflects management's judgment as of 
September 25, 2018, the date of this forecast, of the expected conditions and its expected course of action.  The assumptions 
disclosed herein are those that management believes are significant to the forecast.  There will usually be differences between 
the forecasted and actual results, because events and circumstances frequently do not occur as expected, and those differences 
may be material. 

Certain items of assumptions were derived by management based on an ECONorthwest report dated September 20, 2018.  A 
copy of this report may be obtained from management. 


