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Abstract. Intermodal transportation forms the backbone of the world trade and exhibits
significant growth resulting in modifications to the structure of maritime and land-based
transportation systems, as well as in the increase of the volume and value of intermodal
traffic moved by each individual mode. Railroads play an important role within the
intermodal chain. Their own interests and environment-conscious public policy have
railroads aiming to increase their market share. To address the challenge of efficiently
competing with trucking in offering customers timely, flexible, and “low”-cost transportation
services, railroads propose new types of services and enhanced performances. From an
Operations Research point of view, this requires that models be revisited and appropriate
methods be devised. The paper discusses some of these issues and developments
focusing on tactical planning issues and identifies challenging and promising research

directions.
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Service Design Models for Rail Intermodal Transportation

1 Introduction

Intermodal transportation forms the backbone of the world trade and exhibits significant
growth. The value of multimodal shipments in the U.S., including parcel, postal service,
courier, truck-and-rail, truck-and-water, and rail-and-water, increased from about 662
billion US dollars to about 1.1 trillion in a period of nine years (1993 to 2003 [31]). In
the same period, the total annual world container traffic grew from some 113.2 millions of
TEUs (20 feet equivalent container units) to almost 255 millions, reaching an estimated
304 millions of TEUs by 2005.

Intermodal transportation involves, sometimes integrates, at least two modes and ser-
vices of transportation to improve the efficiency of the door-to-door distribution process.
The growth in intermodal traffic thus resulted in significant modifications to the struc-
ture of maritime and land-based transportation systems as well as in major increase of
the volumes and value of intermodal traffic moved by each individual mode. Thus, for
example, in 2003, for the first time ever, intermodal freight surpassed coal as a source of
revenue for major, Class I, U.S. railroads, representing 23% of the carriers’ gross revenue
[31]. The growth of intermodal rail traffic in the U.S., which reached 11 million trailers
(26% of total) and containers (76%) in 2004, is the direct result of the rapid growth in
the use of containers for international trade, imports accounting for the majority of the
intermodal activity [31].

Governmental policy may also contribute to re-structuring intermodal transportation
and shifting parts of the land part of the journey from trucking toward rail and water
(interior and coastal navigation). This is, for example, the main focus of the European
Union as stated in its 2001 White Paper on transportation [20]. The reason for this is to
reduce road congestion and promote environmentally friendlier modes of transportation.
The instruments favored to implement such policies vary from road taxes to penalize
truck-based transportation to the support of new rail services for intermodal traffic.

The performance of intermodal transportation depends directly on the performance of
the key individual elements of the chain, navigation companies, railroads, motor carriers,
ports, etc., as well as on the quality of their interactions regarding operations, informa-
tion, and decisions. The Intelligent Transportation Systems and Internet-fueled electronic
business technologies provide the framework to address the latter challenges. Regarding
the former, carriers and terminals, on their own or in collaboration, strive to continuously
improve their performance. Railroads are no exception. Indeed, for intermodal as for
general traffic, railroads face significant challenges to efficiently compete with trucking
in offering customers timely, flexible, and “low”-cost, long-haul transportation services.

Railroads are rising to the challenge by proposing new types of services and en-

hanced performances. Thus, North-American railroads have created intermodal subdivi-
sions that operate so-called “land-bridges” providing efficient container transportation by
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long, double-stack trains between the East and the West coasts and between these ports
and the industrial core of the continent (so-called “mini” land-bridges). Most North-
American railroads are now enforcing some form of scheduled service. In Europe, where
congestion has long forced the scheduling of trains, the separation of the infrastructure
ownership from service providing increases the competition and favors the emergence of
new carriers and services. Moreover, the expansion of the Community to the east pro-
vides the opportunity to introduce new services that avoid the over-congested parts of
the European network. New container and trailer-dedicated shuttle-train networks are
thus being created within the European Community.

The planning and management processes of these new railroad-based intermodal sys-
tems and operations are generally no different from those of “traditional” systems in
terms of issues and goals, profitability, efficiency, and customer satisfaction. The “new”
operating policies introduce, however, elements and requirements into the planning pro-
cesses which, from an Operations Research point of view, require that models be revisited
and appropriate methods be devised.

This paper aims to discuss some of these issues and developments. It focuses on
the tactical planning of rail intermodal services in North America and Europe and is
based on a number of observations and on-going projects. Its goal is to be informative,
point to challenges, and identify opportunities for research aimed at both methodological
developments and actual applications.

2 Intermodal and Rail-based Transportation

Many transportation systems are multimodal, their infrastructure supporting various
transportation modes, such as truck, rail, air, and ocean/river navigation, carriers op-
erating and offering transportation services on these modes. Then, broadly defined,
intermodal transportation refers to the transportation of people or freight from their
origin to their destination by a sequence of at least two transportation modes. Transfers
from one mode to the other are performed at intermodal terminals, which may be a sea
port or an in-land terminal, e.g., rail yards, river ports, airports, etc. Although both
people and freight can be transported using an intermodal chain, in this paper, we focus
on the latter.

The fundamental idea of intermodal transportation is to consolidate loads for efficient
long-haul transportation performed by large ocean vessels and, on land, mostly by rail
and truck. Local pick-up and delivery is usually performed by truck. Most of the freight
intermodal transportation is performed by using containers. Intermodal transportation
is not restricted, however, to containers and intercontinental exchanges. For instance, the
transportation of express and regular mail is intermodal, involving air and land long-haul
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Figure 1: A Hub-and-Spoke Network [7]

transportation by rail or truck, as well as local pick up and delivery operations by truck
[16]. Moving trailers on rail is also identified as intermodal. In this paper, we focus on
container and trailer-based transportation by railroads.

Intermodal transportation systems and railroads may be described as being based on
consolidation. A consolidation transportation system is structured as a hub-and-spoke
network, where shipments for a number of origin-destination points may be transferred
via intermediate consolidation facilities, or hubs, such as airports, seaport container
terminals, rail yards, truck break-bulk terminals, and intermodal platforms. An example
of such a network with three hubs and seven regional terminals is illustrated in Figure 1
[7]. In hub-and-spoke networks, low-volume demands are first moved from their origins
to a hub where traffic is sorted (classified) and grouped (consolidated). The aggregated
traffic is then moved in between hubs by efficient, “high” frequency and capacity, services.
Loads are then transferred to their destination points from the hubs by lower frequency
services often utilizing smaller vehicles. When the level of demand is sufficiently high,
direct services may be run between a hub and a regional terminal.

Railroads operate most of their services according to a double-consolidation policy
based on a series of activities taking place at rail hubs, the so-called classification or
marshaling yards. The first consolidation activity concerns the sorting and grouping
of railcars into blocks. A block is thus made up of cars of possibly different origins
and destinations, which travel as a single unit between the origin and destination of
the block. Consequently, the only operation that could be performed on a block at
a yard which is not its destination is to transfer it from one service to another. The
second consolidation activity taking place at yards, known as train make up, concerns
the grouping of blocks into trains. Although a hub-and-spoke network structure results in
a more efficient utilization of resources and lower costs for shippers, it also incurs a higher
amount of delays and a lower reliability due to longer routes and the additional operations
performed at terminals. Carriers thus face a number of issues and challenges in providing
services that are simultaneously profitable and efficient for the firm and high quality and
cost effective for customers. Operations Research has contributed a rich set of models
and methods to assist addressing these issues and challenges at all levels of planning and
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management, classically identified as strategic (long term), tactical (medium term), and
operational (short term). A more in-depth treatment of these topics may be found, for
example, in the reviews of Cordeau, Toth, and Vigo [11], Crainic [12, 13], Crainic and
Laporte [17], and Crainic and Kim [16]. In this paper, we focus on tactical planning
issues.

3 New Rail Intermodal Services

Rail transportations systems evolved according to the geographic, demographic, eco-
nomic, and sociological characteristics of the countries and continents they belong to.
North American and European railroads were no exception. Yet, recently, a number
of similar trends emerge. Traditional North American railroad operating policies were
based on long-term contracts for the transportation of high volumes of mostly bulk com-
modities. Cost per ton/mile (or km) was the main performance measure, with somewhat
little attention being paid to delivery performance. Consequently, rail services in North
America, and mostly everywhere else in the world, were organized around loose schedules,
indicative cut-off times for customers, “go-when-full” operating policies, and significant
marshaling activities in yards. This resulted in rather long and unreliable trip times
that generated both inefficient asset utilization and loss of market share. This was not
appropriate for the requirements of intermodal transportation and the North American
rail industry responded through [14]:

1. A significant re-structuring of the industry through a series of mergers, acquisitions,
and alliances which, although far from being over, has already drastically reduced
the number of companies resulting in a restricted number of major players.

2. The creation of separate divisions to address the needs of intermodal traffic, op-
erating dedicated fleets of cars and engines, and marshaling facilities (even when
located within regular yards). Double-stack convoys have created the land-bridges
that ensure an efficient container movement across North America.

3. An evolution toward planned and scheduled modes of operation and the introduc-
tion of booking systems and full-asset-utilization operating policies.

Booking systems bring intermodal rail freight services closer to the usual mode of
operation of passenger services by any regular mode of transportation, train, bus, or
air. In this context, each class of customers or origin-destination market has a certain
space allocated on the train and customers are required to call in advance and reserve
the space they require. The process may be phone or Internet based but is generally
automatic, even though some negotiations may occur when the train requested by the
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Figure 2: Full-Asset-Utilization-Based Service Network and Vehicle Circuit [3]

customer is no longer available. This new approach to operating intermodal rail services
brings advantages for the carrier, in terms of operating costs and asset utilization, and
the customers (once they get used to the new operating mode) in terms of increased
reliability, regular and predictable service and, eventually, better price. A full-asset-
utilization operation policy generally corresponds to operating regular and cyclically-
scheduled services with fixed composition. In other words, given a specific frequency
(daily or every given number of days), each service occurrence operates a train of the
same capacity (length, number of cars, tonnage) and composition, that is, the same blocks
make up all the occurrences of the service, each block displaying a fixed definition: origin,
destination, number of total cars, and number of cars for each origin-destination included
in its composition.

A full-asset-utilization operation policy generally corresponds to operating regular
and cyclically-scheduled services with fixed composition. In other words, given a specific
frequency (daily or every given number of days), each service occurrence operates a train
of the same capacity (length, number of cars, tonnage) and composition, that is, the same
blocks make up all the occurrences of the service, each block displaying a fixed definition:
origin, destination, number of total cars, and number of cars for each origin-destination
included in its composition.

Assets, engines, rail cars and even crews, assigned to a system based on full-asset-
utilization operation policies can then “turn” continuously following circular routes and
schedules (which include maintenance activities for vehicles and rest periods for crews) in
the time-space service network, as schematically illustrated in Figure 2 for a system with
three yards and six time periods [3]. The solid lines in the service-network (left) part
of Figure 2 represent services. There is one service from node 1 to node 3 (black arcs)
and one service from node 3 to node 2 (gray arcs), both with daily frequency. Dotted
arcs indicate repositioning moves (between different nodes) and holding arcs (between
different time representations of same node). One feasible vehicle circuit in the time-
space service network is illustrated in the right part of Figure 2. The vehicle operates
the service from node 3 to node 2, starting in time period 1 and arriving in time period
3. Then from period 3 to period 4 the vehicle is repositioned to node 1, where it is held
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for two time periods. In period 6 the vehicle operates the service from node 1 to node
3, arriving at time 1 where the same pattern of movements starts all over again. The
planning of systems operating according to such policies requires the development of new
models and methods, as described in the next section.

Most Western Europe railroads have for a long time now operated their freight trains
according to strict schedules, similarly to their passenger trains. This facilitated both the
interaction of passenger and freight trains and the quality of service offered to customers.
Particular characteristics of infrastructure (e.g., low overpasses and infrastructure for
electric traction) and territory (short inter-station distances) make for shorter trains
than in North America and forbid double-stack trains. Booking systems are, however,
being implemented and full-asset-utilization and revenue management operating policies
are being contemplated. Moreover, intermodal shuttle-service networks are being im-
plemented in several regions of the European Union to address the requirements of the
European Commission policy and the congested state of the infrastructure (e.g., [1, 27]).

Indeed, European railroads face a number of particular challenges. First, the rail
infrastructure, as almost the entire transportation infrastructure in Europe, is very con-
gested. Second, the liberalization of the rail industry in Europe has led to the separation
of the traditional national rail companies into infrastructure owners and service operators.
The former manage the infrastructure and associated network capacity, while the latter
operate trains according to the capacity acquired from the infrastructure managers. This
liberalization favors the emergence of new rail operators providing specialized services,
in particular intermodal rail shuttle services between cities with high traffic demand.

The limited capacity of most of the infrastructure, at least in the western part of
the network, together with the increasing number of operators, forces the allocation of
capacity according to pre-defined routes and times, which makes planning decisions and
the efficient utilization of resources more difficult. The European Union, the member
states, and the corresponding rail authorities are implementing steps, however, toward
interoperability and an interconnected trans-European rail network for freight trains, the
so-called freight freeways [19]. As a result, one assists at the emergence of large service
networks across the European continent operated by single operators or by alliances of
operators, similar to those seen in the airline industry. The resulting service networks will
be complex to plan and operate and appropriate models and methods must be developed.
Pedersen and Crainic [27] detail the case and propose a first service network design model.

To alleviate the congestion in the “central” part of the network while working toward
the goal of increasing the market share of rail and navigation, new intermodal services
are being studied using the networks of countries that have recently joined the Union.
Andersen and Christiansen [1] describe such a project. The Longchain Polcorridor study
[24] aims to develop a new intermodal transport corridor between Northern and South-
Eastern Europe taking advantage of previously unused railway capacity in Poland, the
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Czech Republic and Austria, and thus create a fast and reliable transport solution than
can compete with the more traditional route through Germany. The authors propose
a formulation to determine an optimal service level and design that accounts for both
operating costs and a number of service quality criteria. An extensive network of in-
land waterways, sea transport, trucking services, and other railway lines will be used as
distribution networks at the extremities of the new network. This requires external syn-
chronization of schedules with partner carriers. Internal synchronization is also required
to account for power-equipment switching at particular borders due to different technical
standards between participating national railroads. Andersen, Crainic, and Christiansen
[3] propose formulations for this case.

4 Impact on Planning Models

A study of the trends observed in North America and Europe, illustrated by the cases
mentioned in the previous section, indicates a number of converging issues. One may
sum up these issues by noticing that the operations and asset management of intermodal
railroads are more and more similar to those of long-haul passenger transportation, air-
lines and fast rail, in particular. Services are thus precisely scheduled and service space
is booked in advance. Moreover, schedules are repetitive (cyclic) and synchronized, both
internally among the railroad’s own services and externally with those of partner carri-
ers. This implies tighter consolidation, classification, transfer, and make-up operations
at terminals, as well as scheduling assets for maximum but efficient utilization.

Traditionally, planning was performed through a series of tasks, planning models be-
ing used one after another to address particular issues: design of the service network and
schedules, power (locomotive) assignment and management, empty railcar repositioning
and fleet management, and so on. This approach was not particular to railroads or freight
transportation; it was typical of the traditional management structure and planning pro-
cesses of most industrial firms facing complex issues. From an Operations Research
point of view, it reflected the limitations of our capabilities in addressing large-scale
combinatorial formulations with complex additional constraints. Managerial structures
evolve, however, and our capabilities are continuously being enhanced, both in terms of
computer power and methodology sophistication. The trend toward integrated models
addressing in a comprehensive formulation several issues previously treated separately,
initially observed within the airline industry (e.g., [5]) is now influencing the develop-
ment of planning methods for railroad operations, most particularly within the field of
intermodal transport.

To briefly illustrate these issues and the corresponding challenges, we turn to service

network design in the context of full-asset-utilization operating policies. We conclude the
section by identifying a number of other “new” planning issues offering exiting research
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perspectives.

4.1 Service Network Design

Recall that service network design is concerned with the planning of operations related
to the selection, routing, and scheduling of services, the consolidation and make-up ac-
tivities at terminals, and the routing of freight of each particular demand through the
physical and service network of the company (see, for example, the surveys of Crainic
for service network design [12] and long-haul land transportation [13], Crainic and Kim
[16] and Macharis and Bontekoning [25] for intermodal transportation, Christiansen et
al. [10, 9] for maritime navigation, and Cordeau, Toth, and Vigo [11] for railroads. These
activities are a part of tactical planning at a system-wide level. The two main types of
decisions considered in service network design address the determination of the service
network and the routing of demand. In the railroad context, the former refers to selecting
the train routes and attributes, such as the frequency or the schedule of each service.
The latter is concerned with the itineraries that specify how to move the flow of each
demand, including the services and terminals used, the operations performed at these
terminals, etc. The objective is generally concerned with the minimization of a global
measure of the performance of the system that includes the operating costs of providing
services, performing yard operations, and moving freight, as well as service-quality mea-
sures usually based on delays to equipment and loads. The term “generalized cost” is
often used in these cases.

The basic service network design mathematical models take the form of deterministic,
fixed cost, capacitated, multicommodity network design (CMND) formulations [26, 12,
16]. Let S represent the service network, defined on a graph representing the physical
infrastructure of the system (yards, stations, and the rail links connecting them), which
specifies the transportation services that could be offered. Each potential service s € S is
characterized by a number of attributes such as its route, capacity measured in number
of vehicles, length, total weight, or a combination thereof, service class indicating the
speed and priority, as well as, eventually power type, preferred traffic or restrictions, etc.
When schedules are to be determined, a time-space network G = {N, A} is introduced
(see Figure 2). Nodes representing the terminals (yards and stations) of the system are
repeated at all periods (e.g., days) of the considered planning horizon (e.g., a week)
yielding the set A'. Nodes in N representing the same terminal at two consecutive time
periods are connected by holding arcs, and departure times from origin, as well as arrival
at and departure times from intermediary stops are associated to each service. Set A
is then the union of the holding and service arcs. The service network is used to move
commodities p € P defined by their origins, destinations, the period of availability at
origin and, eventually the due date at destination, the type of product or vehicle to be
used, priority class, and so on. The demand for product p is denoted d,. Traffic moves
according to itineraries defined within the model as service paths [ € LP for commodity
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p, each specifying the intermediary terminals where operations (e.g., consolidation or
transfer) are to be performed and the sequence of services between each pair of consecutive
terminals where work is performed.

Flow routing decisions are then represented by decision variables A indicating the
volume of product p moved using its itinerary [ € LP, and service selection decision
variables y,, s € S, define whether the particular service is operated (i.e., it will leave
at the associated departure time) or not. Let y = {ys} and h = {h'} be the decision-
variable vectors. Let also f; denote the “fixed” cost of operating service s and ¢} stand
for the unit transportation cost along itinerary [ € LP of commodity p. The core service
network design model minimizes the total generalized system cost, while satisfying the
demand for transportation and the service standards:

Minimize Y fuys+ > > /A + ¢(y. h) (1)

seS pEP lELP

subject to Z h} =d, peP, (2)
lecp
ys € {0,1}, s€S, (3)
hy >0, leLP, peP, (4)
(y.h) € X, (5)

where ¢(y, h) indicates additional restrictions, e.g., service capacity, expressed as utiliza-
tion targets, which may be allowed to be violated at the expense of additional penalty
costs. Relations 5 stand for the classical linking constraints (i.e., no flow may use an
unselected service), as well as for additional constraints reflecting particular character-
istics, requirements, restrictions, and policies (e.g., particular routing or load-to-service
assignment rules) particular to the carrier considered in application.

The class of models represented by the previous formulation does not account for
the utilization of assets. Yet, to adequately plan operations according to a full-asset-
utilization operating policy requires the asset circulation issue to be integrated into the
service network design model. Adding constraints enforcing the conservation of the flow
of vehicles at terminals is the first step in reaching this goal. These constraints take the

form
Zysi“'_zysi—zo, ieN, (6)

seS SES

where si™ indicates the services that arrive and stop or terminate at node (yard) i € N,
while si™ stands, symmetrically, for the services that initiate their journeys or stop and
depart from node ¢. The resulting models, denoted design-balanced capacitated multi-
commodity network design (DBCMND) by Pedersen, Crainic, and Madsen [28], account
for coherent movements in and out of terminals (particularly when“empty” movements
are allowed) and yield cyclic and repetitive schedules for the fleet of vehicles associated
to services.
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This generalization of the CMND model has not been studied much. A few applica-
tions may be found in planning maritime liner [9] or ferry [22] routes and express postal
services, e.g., [6, 21], where vehicles, ships and airplanes, have high acquisition and uti-
lization costs and their management is central to the efficient operation of the system.
For land-based carriers, while empty-vehicle considerations were usually part of the most
comprehensive service network design models, the emphasis was not on the manage-
ment of the fleet. Thus, for example, Powell [29] considered the balance of loaded and
empty truck balance at terminals in a static model for designing Less-Than-Truckload
motor-carrier services that did not consider vehicle schedules. For rail, Crainic, Ferland,
and Rousseau [15] (see also [18]) addressed the issue by adding a product to represent
the demand for empty-car repositioning movements. The model was static and no as-
set schedule or route considerations were explicitly included. More recently, Smilowitz,
Atamtrk, and Daganzo [30] developed a time-dependent formulation similar to the one
presented above for truck operations within an express postal network and proposed a
particularly tailored procedure where, first, the linear programming relaxation of the
problem is solved (approximately, for large problem instances) using column generation
and, second, a feasible solution is obtained by applying repetitively a sequence of round-
ing and cut-generation procedures.

The DBCMND is a difficult problem with an added “complexity layer” compared
to the CMND and much work is required to study it and develop efficient exact and
heuristic solution methods. A few efforts are under way. Pedersen and Crainic [27] stud-
ied the design of a network of shuttle intermodal trains in Europe using a DBCMND
model that included detailed yard operations (excluding car classification). The result-
ing formulation was sufficiently small, however, to allow commercial software to be used.
Pedersen, Crainic, and Madsen [28] introduced arc and cycle-based DBCMND formula-
tions and proposed a two-stage, tabu search-based meta-heuristic that is shown to be
efficient for problem instances up to 700 service arcs and 400 commodities. Andersen,
Crainic, and Christiansen [3] extended the arc-based formulation to account for coordina-
tion of multiple fleets and synchronization of schedules among subsystems. The analysis
was performed within the scope of the design of new north-south intermodal services
in Central Europe and emphasized the benefit of increased inter-system integration and
coordination. The same authors also studied various DBCMND formulations, where
product flows were represented either by arc or path variables, while design decisions
were represented either by arcs or cycle variables [2]. Notice that the latter correspond
to circuits of vehicles, the service selection (design) decisions becoming thus implicit in
the selection of strategies for fleet management. Commercial software was used for ex-
perimentation and results showed a very good computational behavior for cycle-based
formulations in terms of computational efficiency and quality of the final solution (when
the optimal solution could not be reached within the time available). Recently, Ander-

sen et al. [4] proposed a first branch-and-price algorithm for the generic cycle-based
DBCMND formulation.
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The contributions briefly reviewed above are very encouraging, but significant work
is still required on models, algorithms, and applications. Regarding models, we need to
better understand the DBCMND class of formulations and their properties. Initial results
seem to indicate that cycle-based formulations outperform arc-based ones, but more in-
depth studies are required to fully characterize the various formulations and explain their
respective behaviors. Work is also required in developing tighter lower and upper bounds
on the optimal solution to these formulations. Lagrangean relaxation and decomposition
approaches have provided interesting results for other classes of network design problems
and are worthy of investigation in developing good lower bounds for DBCMND problems.
Using the solutions of lower bound methods to compute “good” upper bounds proved
difficult for CMND problems and we expect it to present an even greater challenge for
DBCMND problems for which identifying feasible solutions is proving to be far from
trivial [28].

Turning to applications, stating a DBCMND formulation is generally only the first
step to a complete model. Actual railroad planning applications bring a rich set of ad-
ditional constraints that add both to the realism and the complexity of the formulation.
Pedersen and Crainic [27] thus discussed the need for a more general definition of “pe-
riod” within time-dependent formulations to capture adequately the time intervals when
services overlap at terminals and inter-service transfers may be performed. The authors
also emphasized the need for a more detailed representation of terminal operations than
it is usually the case in service network design models to capture their delay and capacity
impacts on the general performance of the system. This aspect is also emphasized by
Andersen, Crainic, and Christiansen [3] who detailed the operations in terminals con-
necting the system studied to adjacent maritime and land systems, and presented a first
quantification of the benefits of synchronizing services both internally, among services us-
ing possibly different vehicle fleets, and externally with services belonging to neighboring
systems. The authors also examined and quantified the impact of a number of fleet-
management considerations, such as limits on the length of vehicle routes and bounds on
the number of departures for particular services. One need to follow up on these early
efforts by focusing on two main areas. One the one hand, the study of integrating fleet
management and service network design must be continued to identify relevant issues and
the most appropriate modeling approaches, and to analyze their impact on the resulting
transportation plan and, ultimately, on the performance of the rail system. On the other
hand, the models must be enriched to account for other important planning issues, such
as congestion related to yard (and, eventually, line) operations and the management of
more than one class of assets.

Last but not least, significant algorithmic work is required. The methods proposed so
far addressed simple model formulations and have often been tested on problem instances
that do not cover the full dimensions of actual large-scale applications. Both exact
and meta-heuristic solution methods must be developed for the models described above.
Given the dimensions and complexity (e.g., in the number of interacting and possibly
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conflicting components) of these formulations, we expect parallel optimization approaches
to play an important role in addressing real-life applications.

4.2 Additional issues

Many other issues related to the planning and operations of intermodal and, more gener-
ally, consolidation-based freight transportation offer rich research challenges and oppor-
tunities.

Consider, for example, that, although bookings tend to “smooth” out demand, the
variability inherent to the system is not altogether eliminated since regular operations
tend to be disrupted by a number of phenomena. Thus, for example, ocean liner ships
do not always arrive at container port terminals according to schedule and custom and
security verifications may significantly delay the release of containers. When this occurs,
rail intermodal operations out of the corresponding ports are severely strained: there
might be several days without arrivals, followed by a large turnout of arriving containers.
Optimization approaches [14] may be used to adjust service over a medium-term horizon
in such a way that a full-asset-utilization policy is still enforced, but a certain amount
of flexibility is added to services to better fit service and demand. Such approaches may
become even more effective when appropriate information sharing and container-release
time mechanisms are implemented.

Among the other relevant challenging research issues, let’s not forget the explicit
consideration of stochastic elements in tactical planning models. Preliminary results [23]
indicate that the plans thus obtained are different and “better” from a robustness point
of view than those of traditional deterministic models, but much more work is needed in
this field. Terminal planning issues also require attention. While the literature dedicated
to container port terminals is rather rich, there is almost nothing dedicated to rail yards
within the intermodal context (the work by Bostel and Dejax [8] is the only exception
we are aware of and it is directed toward an innovative but as yet not implemented rail
transportation system). On a more operational level, work is required relative to detailed
fleet management procedures to mitigate the impact of incidents and accidents on service
and to guide the process of getting back to normal operations following such disruptions.

5 Conclusions

We have discussed a number of service and operating strategies railroads propose to
improve the performance of their operations, increase their market share of intermodal
traffic, and efficiently compete with trucking in offering customers timely, flexible, and
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“low”-cost transportation services. This evolution, including the advance bookings and
full-asset-utilization policies increasingly implemented by existing and planned railroad
intermodal systems, challenges current models and methods for the design of services
and the management of operations. Focusing on tactical planning issues, we have briefly
examined these impacts and have identified research challenges and opportunities.

Acknowledgments

Partial funding for this project has been provided by the Natural Sciences and Engineer-
ing Research Council of Canada (NSERC) through its Discovery Grants and Chairs and
Faculty Support programs.

References

[1] Andersen, J. and Christiansen, M. Optimal Design of New Rail Freight Services.
Journal of the Operational Research Society, 2007. forthcoming.

[2] Andersen, J., Crainic, T.G., and Christiansen, M. Service Network Design with Asset
Management: Formulations and Comparative Analyzes. Publication CIRRELT-
2007-40, CIRRELT - Centre de recherche sur les transports, Université de Montréal,
Montréal, QC, Canada, 2007.

[3] Andersen, J., Crainic, T.G., and Christiansen, M. Service Network Design with
Management and Coordination of Multiple Fleets. Furopean Journal of Operations
Research, 2007. forthcoming.

[4] Andersen, J., Grnhaug, R., Christiansen, M., and Crainic, T.G. Branch-and-Price
for Service Network Design with Asset Management Constraints. Publication-2007-
55, CIRRELT - Centre de recherche sur les transports, Université de Montréal,
Montréal, QC, Canada, 2007.

[5] Barnhart, C., Johnson, E.L., Nemhauser, G.L., and Vance, P.H. Crew Scheduling.
In Hall, R.W., editor, Handbook of Transportation Science, pages 517-560. Kluwer
Academic Publishers, Norwell, MA, second edition, 2003.

[6] Barnhart, C. and Schneur, R.R. Network Design for Express Freight Service. Oper-
ations Research, 44(6):852-863, 1996.

[7] Bektag, T. and Crainic, T.G. A Brief Overview of Intermodal Transportation. In
Taylor, G.D., editor, Logistics Engineering Handbook. Taylor and Francis Group,
2007. forthcoming.

CIRRELT-2007-63 13


nath
Texte tapé à la machine
.


Service Design Models for Rail Intermodal Transportation

8]

[15]

[16]

Bostel, N. and Dejax, P. Models and Algorithms for Container Allocation Prob-

lems on Trains in a Rapid Transshipment Shunting Yard. Transportation Science,
32(4):370-379, 1998.

Christiansen, M., Fagerholt, K., Nygreen, B., and Ronen, D. Maritime Trans-
portation. In Barnhart, C. and Laporte, G., editors, Transportation, volume 14 of
Handbooks in Operations Research and Management Science, pages 189-284. North-
Holland, Amsterdam, 2007.

Christiansen, M., Fagerholt, K., and Ronen, D. Ship Routing and Scheduling: Status
and Perspectives. Transportation Science, 38(1):1-18, 2004.

Cordeau, J.-F., Toth, P., and Vigo, D. A Survey of Optimization Models for Train
Routing and Scheduling. Transportation Science, 32(4):380-404, 1998.

Crainic, T.G. Network Design in Freight Transportation. Furopean Journal of
Operational Research, 122(2):272-288, 2000.

Crainic, T.G. Long-Haul Freight Transportation. In Hall, R.W., editor, Handbook of
Transportation Science, pages 451-516. Kluwer Academic Publishers, Norwell, MA,
second edition, 2003.

Crainic, T.G., Bilegan, [.-C., and Gendreau, M. Fleet Management for Advanced
Intermodal Services - Final report, Report for Transport Canada. Publication CRT-
2006-13, Centre de recherche sur les transports, Université de Montréal, Montréal,

QC, Canada, 2007.

Crainic, T.G., Ferland, J.-A., and Rousseau, J.-M. A Tactical Planning Model for
Rail Freight Transportation. Transportation Science, 18(2):165-184, 1984.

Crainic, T.G. and Kim, K.H. Intermodal Transportation. In Barnhart, C. and
Laporte, G., editors, Transportation, volume 14 of Handbooks in Operations Research
and Management Science, pages 467-537. North-Holland, Amsterdam, 2007.

Crainic, T.G. and Laporte, G. Planning Models for Freight Transportation. Furo-
pean Journal of Operational Research, 97(3):409-438, 1997.

Crainic, T.G. and Rousseau, J.-M. Multicommodity, Multimode Freight Trans-
portation: A General Modeling and Algorithmic Framework for the Service Network
Design Problem. Transportation Research Part B: Methodological, 20:225-242, 1986.

European Commission. A Strategy for Revitalizing the Communitys Railways.
Whipe paper, Office for official publications of the European Communities, Lux-
embourg, 1996.

CIRRELT-2007-63 14



Service Design Models for Rail Intermodal Transportation

[20]

[21]

[22]

[29]

[30]

European Commission. European Transport Policy for 2010: Time
to Decide. Whipe paper, Office for official publications of the FEu-
ropean Communities, Luxembourg,  2001. Available on line at

http://www.europa.eu.int/comm/energy_transport/en/lb_en.html.

Kim, D., Barnhart, C., Ware, K., and Reinhardt, G. Multimodal Express Package
Delivery: A Service Network Design Application. Transportation Science, 33(4):391—
407, 1999.

Lai, M.F. and Lo, H.K. Ferry Service Network Design: Optimal Fleet Size, Routing
and Scheduling. Transportation Research Part A: Policy and Practice, 38:305-328,
2004.

Lium, A.-G., Crainic, T.G., and Wallace, S. A Study of Demand Stochasticity in
Service Network Design. Transportation Science, 2007. forthcoming.

Longchain Polcorridor Project Description. EUREKA, http://www.eureka.be/.

Macharis, C. and Bontekoning, Y.M. Opportunities for OR in Intermodal Freight
Transport Research: A Review.  Furopean Journal of Operational Research,
153(2):400-416, 2004.

Magnanti, T.L. and Wong, R.T. Network Design and Transportation Planning:
Models and Algorithms. Transportation Science, 18(1):1-55, 1984.

Pedersen, M.B. and Crainic, T.G. Optimization of Intermodal Freight Service
Schedules on Train Canals. Publication CRRELT-2007-51, CIRRELT - Centre de

recherche sur les transports, Université de Montréal, Montréal, QC, Canada, 2007.

Pedersen, M.B., Crainic, T.G., and Madsen, O.B.G. Models and Tabu Search Meta-
heuristics for Service Network Design with Asset-Balance Requirements. Transporta-
tion Science, 2007. forthcoming.

Powell, W.B. A Local Improvement Heuristic for the Design of Less-than-Truckload
Motor Carrier Networks. Transportation Science, 20(4):246-357, 1986.

Smilowitz, K.R., Atamtiirk, A, and Daganzo, C.F. Deferred Item and Vehicle Rout-
ing within Integrated Networks. Transportation Research Part E: Logistics and
Transportation, 39:305-323, 2003.

U.S. Department of Transportation. Freight in America. Technical
report, Research and Innovative Technology Administration, Bureau of
Transportation Statistics, Washington D.C., 2006. Available on line at
http://www.bts.gov /publications/freight_in_america/.

CIRRELT-2007-63 15



	CIRRELT-2007-63-PP
	CIRRELT-2007-63-abstract
	CIRRELT-2007-63



