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Return on Investment Analysis  
 
 
Anticipated Annual Revenue from Operations of Facility  
 
Revenues 
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. 
 



 
 
 

Page 76 
 

 
 
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 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 
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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. 
 

 
 
 
Anticipated Direct and Regional Indirect Job Creation from Facility  
 
The proposed intermodal center in Millersburg can generate positive economic impacts by increasing 
local jobs, incomes, and output. Any increase in economic activity has in the study area has the potential 
to filter through the economy and create downstream benefits in the region. This section performs an 
economic impact analysis of the proposed intermodal center and estimates how the number of jobs, 
profits of certain industries, and government tax revenues might change. 
 
Economic impacts are calculated as marginal impacts that occur as a result of one or more scenarios. For 
the purposes of this analysis, the baseline scenario is considered to be the status quo state of the world, in 
which no intermodal center exists in the mid-Willamette Valley and all goods are transported by truck to 
intermodal facilities in Portland or the seaports in Seattle, Tacoma, of California. The alternative scenario 
includes the construction of the intermodal center in Millersburg that will operate at levels outlined in 
other sections of this report. Although the proposed intermodal center will result in shippers reducing their 
reliance on other shipping alternatives in the baseline scenario, no estimate in the decline in jobs or 
revenue to existing intermodal facilities or the trucking industry is included. Furthermore, the opportunity 
cost of the State of Oregon's contribution to the intermodal center is also not included. To this extent, the 
estimate produced can be considered an estimate of the gross economic contribution of the intermodal 
center. 
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Economic impacts must also be calculated within a defined geography. The effects of the proposed 
intermodal center’s economic activity are quantified relative to the counties adjacent to the site, which for 
this section includes Polk, Marion, Benton, Linn, and Lane counties. 
 
Methodology 
Upon construction of the proposed intermodal center, economic impacts can potentially occur through 
three primary mechanisms: 
 

1. Construction Spending – Expenditures on labor, raw materials, and transportation associated with 
construction of the intermodal center. These are primarily derived from the portion of the State of 
Oregon’s capital investment in the intermodal center. 

2. Intermodal Operations – Expenditures on labor associated with operating the intermodal center. 
These are derived from fees that users will pay. 

3. Grower/Shipper Cost Savings – Cost savings that accrue to users of the intermodal center that are 
then spent on other economic activities in the region. This is conditional on the costs of using the 
intermodal center being lower than existing alternative transportation options. 

 
Items #1 and #2, above, are easily quantified based upon available information. Construction Spending 
impacts are developed based on estimates detailed in section 6.2 on page 49 above. Intermodal 
Operation impacts are developed from the proforma which estimates the labor requirements necessary to 
operate the intermodal center. 
 
Item #3 is more nebulous, difficult to quantify, and is not included as an input in the economic impact 
analysis. Although there are potential direct benefits to growers and shippers in the region if the 
intermodal center offered an unlimited quantity of service at lower costs than currently available from 
alternative transportation means (as described below in section 8.1 on page 66), there is limited available 
information on the investment, spending, and debt patterns of growers and shippers in the region. This 
lack of information makes a reliable calculation of how any cost savings will be spent and the estimation 
of the resulting indirect and induced effects difficult. To the extent that growers and shippers do ultimately 
observe lower transportation costs, additional economic impacts in excess of those estimated here are 
likely to occur.  
 

Input-Output Modeling 
The economic contribution of the proposed intermodal center is calculated using the 2016 version 
of IMPLAN, an input-output model that calculates the increases in jobs, incomes, and output 
statewide that happen as money is spent locally. The increases are the result of the “multiplier 
effect” that occurs as dollars circulate throughout the economy. 
 
Economic contribution studies use specific terminology to identify different types of economic 
effects that can be modeled using input-output tools. More specifically, the IMPLAN model 
provides estimates of the effects of the expenditures on income and employment that follow from 
direct, indirect, and induced expenditures (See Figure 35). 
 

• Direct effects are the output, jobs, and income associated with the immediate effects of 
final demand changes. These are typically described as the “inputs” to the model. 

 
• Indirect effects are production changes in backward-linked industries caused by the 

changing input needs of directly affected industries. Suppliers to the directly involved 
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industry will also purchase additional goods and services; spending leads to additional 
rounds of indirect effects. Because they represent interactions among businesses, these 
indirect effects are often referred to as supply-chain effects. 

 
• Induced effects are the changes in regional household spending patterns caused by 

changes in household income. The direct and indirect increases in employment and 
income enhance the overall purchasing power in the economy, thereby inducing further 
spending by households. Employees in these industries, for example, will use their income 
to purchase groceries or take their children to the doctor. These induced effects are often 
referred to as consumption-driven effects. 

 

 
 

Taken together, these combined economic effects (direct + indirect + induced) describe the total 
contribution to the regional economy from the proposed intermodal center. These effects are 
measured in terms of output, income, and jobs, which are defined as: 
 
Output represents the value of all goods and services produced from an event, and it is the 
broadest measure of economic activity. 
Labor Income consists of employee compensation and proprietor income, and it is a subset of 
output. This includes workers’ wages and salaries, as well as other benefits such as health, 
disability, and life insurance, retirement payments, and non-cash compensation. 
Jobs are measured in terms of full-year-equivalents (FYE). One FYE job equals work over twelve 
months in an industry (this is the same definition used by the federal government’s Bureau of Labor 
Statistics). 
 
Although the intermodal center will be built in Millersburg, not all of the initial expenditures are 
re-spent in the counties specified above. Some spending leaks out of the economy from labor and 
construction expenditures that occur outside the primary study region. The approach utilized here 
does not capture these “spillover” effects, but only includes the gross economic contribution to 
Polk, Marion, Benton, Linn, and Lane counties. 
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Limitations of Input-Output Analysis 
Input-output models are static models that measure inputs and outputs in an economy keeping 
prices and macroeconomic conditions fixed. With this information and the balanced accounting 
structure of an input-output model, an analyst can: 1) describe an economy at one time-period, 2) 
introduce a change to the economy, and then 3) evaluate the economy after it has accommodated 
that change. 
 
This type of “partial equilibrium” analysis permits comparison of the economy in two separate 
states but does not describe how the economy moves from one equilibrium to the next. In partial 
equilibrium analysis, the researcher assumes that all other relationships in the economy remain the 
same (other than the initial economic stimulus). 
 
Contrary to dynamic models, static models assume that there are no changes in wage rates, input 
prices, and property values. In addition, underlying economic relationships in input-output models 
are assumed constant; there are no changes in the productivity of labor and capital, and no 
changes in population migration or business location patterns. All production functions in the 
model are assumed to be linear and substitution effects are generally absent from input-output 
models. Although these simplifying assumptions can misstate the true effects on the economy of a 
project or policy, in situations the applications are relatively small, these models can produce a 
useful approximation. 
 

Data Inputs 
Two primary data sources are necessary to calculate the economic contribution of the construction and 
operations of the MWVIC. Linn Economic Development Group provided preliminary construction cost 
estimates by general category, including site construction, electrical improvements, rail improvements, 
landscaping, renovations of existing structures, and storm sewer construction (summarized in Figure 24 on 
page 49 above). Only a subset of project construction expenditure is assumed to occur within the Oregon 
counties included in the analysis. For example, specialized railroad equipment and labor are assumed to 
come from outside the study area, while other construction activities using local labor and materials are 
included. 
 
Results 
Figure 36 and Figure 37 show the economic contributions of the construction and operations of the 
proposed facility. Construction contributions occur only during the construction period and cease once 
complete. Operational contributions occur every year that the facility operates. 
 

 
 
The construction of the facility and rail line will support $8.7 million in direct output, $3.7 million in 
direct labor income, and 65 direct jobs. Spending circulates through the local economy resulting in 
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indirect and induced effects. Combined with the direct effects, construction generates a total of $13.6 
million in output, $5.4 million in labor income, and 102 jobs. 
 

 
 
The operations of the facility will support $2.4 million in output, $432 thousand in labor income, and six 
jobs every year. Summing the direct, indirect, and induced effects results in $3.1 million in total output, 
$632 thousand in total labor income, and 12 total jobs supported by the facility. 


