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EXECUTIVE SUMMARY
The La Entrada al Pacifico Trade Corridor is a concept initially developed and promoted
by the Midland-Odessa Transportation Alliance in 1995. The concept of the La Entrada
al Pacifico Trade Corridor envisions an ultimate multi-modal corridor that will ultimately
provide an opportunity for freight that originates in Pacific Rim countries to move from
the Port of Topolobampo, on the western coast of Mexico, to points in the United States
through West Texas. This future global trade depends on the improvements of railroads
and highways in western Mexico and Texas.
The purpose of this study is to provide the basic information platform related to potential
travel demand and environmental factors required to undertake the future feasibility
study. Steps to prepare this information include validating the previous economic model
developed for the La Entrada al Pacifico Corridor and reviewing other relevant
information available from state, federal, and Mexican agencies. The scope of this study
was to identify a possible study area for the future feasibility study. The scope also
includes, through various literature reviews, identifying relevant data related to potential
travel demand and various environmental factors along the designated route in Texas,
taking into consideration the economic and demographic growths both in Texas and
Mexico.
Interviews with representatives of manufacturing and trucking companies found that
there is definitely interest in using the La Entrada al Pacifico Corridor. Manufacturers
that are not tied to warehousing and/or distribution centers in the El Paso-Ciudad Juarez
area are more likely to use the corridor. Development of warehousing infrastructure in
the Presidio-Ojinaga area may also make the corridor more attractive to a wider variety of
manufacturers. Trucking companies are interested in the opportunity to increase
efficiency by making two round trips per day between the Chihuahua City area and the
Presidio-Ojinaga area. Some companies also expressed interest in making round trips
farther into Texas.
A cursory review of environmental issues yielded a database of issues in each Texas
county through which the La Entrada al Pacifico Corridor passes. The environmental
review did not reveal issues related to environmental impacts that cannot be mitigated
along the corridor. A future feasibility study will further investigate specific
environmental issues at specific locations.
Previous economic studies by The Perryman Group (TPG) contain substantial amounts of
information related to potential economic impacts of the La Entrada al Pacifico Corridor
and the section of the Ports to Plains Corridor between Lamesa and Lubbock. This study
compared the projected additional truck volumes yielded by these reports to estimated
truck volumes that may be diverted from other ports of entry to Presidio-Ojinaga. The
truck volumes from the TPG reports are in the same range as the estimates developed in
this study. The TPG study assumes a potential demand of truck volumes irrespective of
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the infrastructure improvements which may be required at the port of entry or to the
current highway segments designated as La Entrada al Pacifico Corridor.
The findings of this study create a platform of information, including environmental
issues resources, aerial photographs, traffic volumes, roadway cross-sections, and
potential locations for relief route and intersection improvements, which can be used in a
future feasibility study.
The corridor offers the option for freight traffic to cross the international border at
Presidio-Ojinaga, instead of at crossings in the El Paso-Ciudad Juarez area. Recent
highway improvements between Chihuahua City and Ojinaga make it possible for trucks
to traverse that route, whereas the previous highway was so mountainous it prevented
most truck traffic. The corridor provides time and mileage savings for travel between
Chihuahua City and points in the Midwest, eastern, and southern United States, compared
to driving through El Paso. Travel time savings are important to manufacturers who
depend on just-in-time delivery of products. Time and distance savings are important to
all companies, given rising fuel costs. The La Entrada al Pacifico Corridor provides the
opportunity to decrease fuel consumption through decreased mileage and shorter idling
times at an uncongested international port of entry at Presidio, Texas.
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1.0

1.1

INTRODUCTION

PURPOSE OF STUDY

The purpose of this study is to provide the basic information platform related to potential
travel demand and environmental factors required to undertake a future feasibility study
for the designated La Entrada al Pacifico Corridor. Steps to prepare this information
include validating the previous economic model developed for the La Entrada al Pacifico
Corridor and reviewing other relevant information available from state, federal, and
Mexican agencies. This project was also intended to provide technical assistance and
technology transfer to the Midland-Odessa Metropolitan Planning Organization (MPO)
staff to enable them to undertake future feasibility studies and to develop the scope of the
future feasibility study for the La Entrada al Pacifico Corridor. Another goal of this study
is to provide additional information related to the La Entrada al Pacifico Corridor that the
United States Department of Transportation may use in considering its eligibility a
candidate for designation as an additional United States High Priority Corridor.
1.2

SCOPE OF STUDY

The scope of this study was to identify a possible study area for the future feasibility
study. The scope also includes, through various literature reviews, identifying relevant
data related to potential travel demand and various environmental factors along the
designated route in Texas, taking into consideration the economic and demographic
growths both in Texas and Mexico.
1.3

BACKGROUND

The origins of the La Entrada al Pacifico concept date back to 1995, when the MidlandOdessa Transportation Alliance (MOTRAN) began promoting the idea of a highway
trade corridor between the Port of Topolobampo in Mexico and the Ports to Plains
Corridor. The Port of Topolobampo is a natural deepwater port located on the coast of
the Gulf of California, in the state of Sinaloa.
The more immediate terminus of the corridor is Chihuahua City, located in the central
part of the state of Chihuahua, Mexico. The La Entrada al Pacifico Corridor provides a
viable alternate route for trucks that currently cross the international border in the El Paso
area and are destined for points east and north of Midland-Odessa.
Local, state, and federal officials in Mexico have coordinated with MOTRAN and the
Texas Department of Transportation (TxDOT) to participate in the cooperative effort to
develop this corridor.
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In 1997, the Texas Legislature passed House Bill (HB) 2115. This act officially
designated the La Entrada al Pacifico Corridor as being comprised of a specific series of
existing highway segments between Lamesa and Presidio. The legislation also contained
a provision for signs denoting the corridor to be erected along it.
1.4

PURPOSE AND NEED OF THE LA ENTRADA AL PACIFICO
CORRIDOR

1.4.1

Purpose

The purpose of the designated La Entrada al Pacifico Corridor is to ultimately provide an
efficient, contiguous trade route from Presidio to Lamesa, which will also be concurrent
with the west leg of the Ports to Plains Corridor from Midland to Lamesa. In Mexico the
designated La Entrada al Pacifico Corridor extends from Ojinaga southwest to the
deepwater Pacific Port of Topolobampo. This will provide an alternate port of entry to
the goods shipped to and from the Pacific Rim countries to the existing Pacific Ports of
Los Angeles and Long Beach, California.
1.4.2 Need
Current ports of entry along the Texas-Mexico border experience frequent delays for
automobiles and trucks crossing the U.S.-Mexico border, which also causes traffic
congestion in and around the border cities. Also, the Pacific port of entry at Los Angeles,
California, experiences delays at the port and the highway network leading inland. The
designated La Entrada al Pacifico Corridor establishes a north-south trade route through
West Texas which will provide relief to the currently congested ports of entry along the
U.S.-Mexico border in West Texas and will ultimately provide an economically viable,
alternate trade route directly from the Pacific Port of Topolobampo, Mexico, into the
United States. Figure 1.1 shows the La Entrada al Pacifico Corridor from Topolobampo
to Midland-Odessa.
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Figure 1.1. La Entrada al Pacifico Corridor
from Topolobampo to Midland-Odessa.
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2.0

STUDY AREA

2.1 West Texas Study Area
One of the goals of this project was to identify the overall study area for the La Entrada al
Pacifico Corridor. This study area, shown below in Figure 2.1, includes state highway
routes from Presidio to Lamesa. This area is bounded on the west by connections
between Presidio and Pecos (US 67 and SH 17), on the north by IH 20 (including SH 349
from IH 20 to Lamesa), on the east by US 385 from Odessa to McCamey, and on the
south by US 67 from McCamey to Presidio.

Figure 2.1. Study Area.
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House Bill 2115, approved by the Texas Legislature and signed by the governor in 1997,
officially designates the La Entrada al Pacifico Corridor, shown below in Figure 2.2, as
being comprised by the following segments:
•
•
•
•

SH 349 from Lamesa to Midland;
IH 20 from Midland to Odessa;
US 385 from Odessa to Fort Stockton (including those portions that
parallel US 67 and IH 10); and
US 67 from Fort Stockton to Presidio (including those portions that
parallel US 90 and IH 10).

Figure 2.2. Designated La Entrada al Pacifico Corridor Route.
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The segment from Midland-Odessa to Lamesa that has already been designated includes
a proposed relief route that will become part of SH 349. The proposed 16-mile long
relief route will provide an alternate truck route north and west of Midland. It will extend
north from the intersection of IH 20 and FM 1788 and eventually connect with SH 349,
approximately 5 miles north of Loop 250 in City of Midland.
2.2

EXISTING CROSS-SECTIONS OF DESIGNATED CORRIDOR

The La Entrada al Pacifico Corridor, as designated by the Texas Legislature, is comprised
of existing two- and four-lane highway segments. These segments are described in Table
2.1. The majority of the route (approximately 252 miles) is two lane, with the remainder
(64 miles) being four lane divided. The four lane divided segments include portions of
IH 10, IH 20, and US 385. The first phase of the proposed SH 349 relief route around
Midland is to be two lane, but will eventually be constructed as a four lane rural divided
freeway. As Table 2.1 also shows, all segments of the designated route are on the Texas
Trunk System. The Texas Trunk System is a network of highways (that will ultimately
be four-lane, divided) that connects all urban areas with populations of at least 20,000. A
map of the Texas Trunk System is included in Section 5 of this report.
Table 2.1. Designated Corridor Existing Cross-Sections.
HIGHWAY SEGMENT

PRIMARY
CROSSSECTION1
2-lane
2-lane

DISTANCE
(miles)

NATIONAL
HIGHWAY
SYSTEM

US 67 Presidio to Marfa
61
US 67/90 Marfa to US
35
67/90 split east of Alpine
US 67 split to IH 10 west of 2-lane
48
Fort Stockton
IH 10 US 67 to US 67/385,
4-lane divided
24
X
east of Fort Stockton
US 67/385 IH 10 to
2-lane
32
McCamey
US 385 McCamey to Crane 2-lane
21
US 385 Crane to IH 20 in
4-lane divided
30
Odessa
IH 20 Odessa to FM 1788
4-lane divided
10
X
FM 1788 IH 20 to proposed 4-lane
5
SH 349 relief
SH 349 relief FM 1788 to
2-lane
16
existing SH 3492
SH 349 north of Midland to 2-lane
55
Lamesa
1
Some of the 2-lane segments include short portions that have a third lane on steep grades.
2
The SH 349 relief route in the planning stages.

TEXAS
TRUNK
SYSTEM
X
X
X
X
X
X
X
X
X
X
X

The segment of the La Entrada al Pacifico Corridor from the IH 20/FM 1788 in Midland
County intersection to Lamesa is also concurrently designated as the west leg of the Ports
to Plains Corridor, which splits into the east and west legs on SH 158 at Sterling City.
The two legs of the Ports to Plains Corridor converge at the intersection of SH 349 and
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US 87 in Lamesa. The overall Ports to Plains Corridor extends from Laredo to Denver,
Colorado. As shown in Figure 2.3, the Ports to Plains Corridor in Texas includes:
• US 83 from Laredo to Carrizo Springs;
• US 277 from Carrizo Springs to San Angelo; and
• US 87 from San Angelo to the New Mexico border.
The Ports to Plains Corridor also includes the following segments:
• SH 158 from US 87 in Sterling City to IH 20 in Midland;
• IH 20 to FM 1788/proposed SH 349 Relief Route; and
• SH 349 to US 87 in Lamesa.
The segments of SH 349 run concurrent with the La Entrada al Pacifico Corridor.
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Figure 2.3. Ports to Plains Corridor and La Entrada al Pacifico Corridor.
2.3 POTENTIAL ALTERNATIVE ROUTE OPTIONS
Within the study area identified in this project, there are four potential alternative routes
that can be analyzed in a future feasibility study. Figure 2.4 presents those alternative
routes, which were not considered in this project. None of these alternative routes are
completely on the Texas Trunk System.
This planning study is limited in its scope to address issues along the designated La
Entrada al Pacifico Corridor only. A future feasibility study may address issues along
potential alternatives described in Figure 2.4.

9

Figure 2.4. Designated Route and Potential Alternative Route Options.
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3.0
3.1

METHODOLOGY, APPROACH, AND LIMITATIONS OF
STUDY
LITERATURE AND INDICES

A literature review was conducted on an ongoing basis to scan for relevant documents
and information resources. The literature review included searches of bibliographic and
literature indices of both government and non-government documents. Literature relating
specifically to “La Entrada al Pacifico” was limited. More numerous resources relating
to border, freight, and trade were identified and reviewed.
The initial searches were conducted using LexisNexis™, which includes indices in the
following categories:
•
•
•
•
•
•
•
•

academic research,
current news and events,
business news,
environmental news and research,
congressional research,
legal research,
government periodicals, and
statistics.

Additional literature searches were conducted using the following resources:
•
•
•
•
•
•

Transport Data Base (1988 – 2002),
http://spweb.silverplatter.com/c2455?sp.nextform=mainfrm.htm&sp.usernumber.
p=7292868;
Transportation Research Information Service (TRIS) through the Transportation
Research Board, and http://trisonline.bts.gov/sundev/search.cfm;
National Transportation Library at the Bureau of Transportation Statistics (BTS)
http://ntl.bts.gov/index.cfm;
Environmental Impact Statement Registry;
Searches for all of the indices were conducted using key words and topics related
to border crossing, freight and border issues, environmental, and specific
references to “La Entrada al Pacifico;”
Environmental Impact Study (EIS) Search - the search of the EIS registry found
no EISs relevant to the area. A list of the nearest (and recent) EISs appears
below.
o Designation of critical habitat for Rio Grande Silvery Minnow, Bernadillo,
Sandoval, Soccoro, and Valencia Counties, New Mexico. (USFW)
o El Camino Real de Terra Adentro National Historic trail Between El Paso,
Texas and San Juan, New Mexico: Comprehensive Management Plan.
(Dep. of Interior, National Park Service)
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o Rangeland grasshopper and Mormon Cricket Suppression Program,
Western United States. (U.S. Department of Agriculture; USDA)
o Texas Natural Resource Information System (TNRIS)
In addition to the guide document referenced above, Texas Transportation Institute (TTI)
staff identified relevant photographic and mapping resources for problem environmental
issues for further review. MPO staff will be able to use the same approaches, maps, and
photography on future studies. The primary source for the maps and photographic
resource is the Texas Natural Resources Information System (TNRIS), a Division of the
Texas Water Development Board. TNRIS is the state’s clearinghouse for maps, aerial
photos, and digital natural resources data. TNRIS also serves as a distribution center for
U.S. Geological Survey maps. TTI staff provided technology transfer assistance to the
MPO in use and retrieval of the various planning data available at TNRIS and other online spatial data resources. http://www.tnris.state.tx.us/DigitalData/1mdoqs.htm.
The applicable findings from the literature search are detailed in Section 4.4 of this
report.
3.1.1

Review of The Perryman Group Reports

This project included reviews of two reports by The Perryman Group:
•
•

The Economic Impact of the Proposed Freeway Corridor from Lubbock to
Interstate 10 – A Comparative Assessment of Three Alternative Routes
(September 1995); and
The Economic Potential of the “La Entrada al Pacifico” Routes for Expanded
Trade in Texas and Western Mexico” (December 1997).

The reviews found valid sets of economic analyses and findings. However, these reports
include no environmental reviews or analyses. The data within the report will be useful
in subsequent analyses. These reports are discussed in greater detail in Section 4.1.1.
3.1.2

Resource CD-ROMs

A CD-ROM that contains a compendium of documents, reports and white papers related
to freight management and border issues was provided to the MPO. An annotated
bibliography was prepared for most of the documents reviewed and is presented at the
end of this document.
3.1.3

Supplemental Environmental Information Sources

Several supplemental environmental information sources were searched for the purposes
of a planning level preliminary environmental review. The results of these limited
reviews are provided to give a preliminary indication of potential environmental issues
that may occur. The various environmental issues identified in the review do not
necessarily indicate the issue will affect corridor development. This type of information
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search and review is usually conducted during much later stages of a project’s
development. These searches are not intended to be a project-level analysis, or to replace
environmental data searches that would be conducted during an environmental
assessment, after segments of independent utility are established. There was no on-site
confirmation or any attempts made to locate the occurrences within the project right-ofway. All of these information sources should be reviewed again prior to undertaking a
future feasibility study.
3.1.4

Texas Superfund Registry

The Texas Commission on Environmental Quality (TCEQ) maintains a registry of state
Superfund sites identifying those facilities that are listed and have been determined to
pose an imminent and substantial endangerment to public health and safety or to the
environment due to a release or threatened release of hazardous substance into the
environment. A search of the counties in the “La Entrada” corridor revealed that six
Texas state Superfund sites exist in Ector County. Three of the sites are active. The
presence of a Superfund site in Ector County does not necessarily indicate an impact on
corridor development; none of the following sites are immediately adjacent to the
designated route.
•
•
•
•
•
•

Andrews Highway: EPA-(Odessa Chromium 2)-(Deleted)
Odessa Chromium 1: EPA-(Active)
Odessa Chromium 2: (Andrews Highway)-(Deleted)
Permian Chemical Company: (Deleted)
Precision Machine & Supply: (Active)
Sprague Road Ground Water Plume: EPA-(Active)

The registry is available on line at http://www.tceq.state.tx.us/nav/data/,
or searchable by county at
http://www.tnrcc.state.tx.us/permitting/remed/superfund/city.html.
3.1.5 CERCLIS
The Comprehensive Environmental Response, Compensation, and Liability Information
System (CERCLIS) database contains general information on sites across the nation and
U.S. territories including location, status, contaminants, and actions taken. The
CERCLIS site is located at http://www.epa.gov/superfund/sites/siteinfo.htm. The results
of the search indicate Superfund sites exist in Ector and Lubbock Counties. The results of
the search are provided in a separate document, titled La Entrada al Pacifico Study –
Environmental and Demographic Findings.
3.1.6

Texas Environmental Profile

A search of the Texas counties within the corridor was performed. Environmental
profiles for Texas counties are available at http://www.texasep.org/index.html. The
environmental profile provides links to several environmental information sources related
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to county demographics, occurrence of endangered species, water resources, leaking
petroleum storage tanks, hazardous material treatment storage and disposal (TSD)
facilities, along with many other environmental condition indicators. The results of the
search are provided in a separate document, titled La Entrada al Pacifico Study –
Environmental and Demographic Findings.
.
3.1.7 Leaking Petroleum Storage Tanks
A search of the TCEQ database revealed numerous occurrences of leaking petroleum
storage tanks (LPST) in the counties within the corridor. This would be expected for any
county in Texas. The presence of an LPST does not necessarily indicate a threat to
corridor development. The majority of the LPST sites have do no require any corrective
action. The database is located at
http://www.tnrcc.state.tx.us/permitting/remed/rpr/linkspst.html. The results of the search
are located in a separate document, titled La Entrada al Pacifico Study – Environmental
and Demographic Findings.
.
3.1.8 Texas Historical Commission – Texas Historic Sites Atlas
The Texas Historic Sites Atlas features more than 200,000 historic site records, including
data on Texas Historical Markers and National Register of Historic Places properties in
Texas, as well as museums and sawmills. The counties within the corridor were searched
for potential occurrences of historic sites. The occurrence of a historic site revealed in
this search does not necessarily affect corridor development. The atlas is available online
at http://atlas.thc.state.tx.us/. Coordination with the Texas Historical Commission is
recommended for future project level assessments. The results of the search are located
in a separate document, titled La Entrada al Pacifico Study – Environmental and
Demographic Findings.
.
3.1.9 National Wetlands Inventory
The National Wetlands Inventory is available online at http://wetlands.fws.gov/. A
wetlands search was not conducted in this review. This reference is only provided for
possible future assessment activity.
3.2

METHODOLOGY AND FEASIBILITY

3.2.1

Potential Truck Traffic Diversion to Ojinaga-Presidio

The project team developed a methodology to estimate the number of trucks originating
in Chihuahua City that may potentially divert to the Ojinaga-Presidio port of entry from
the Ciudad Juarez-El Paso ports of entry (that methodology and preliminary findings are
discussed in Chapter 4 of this report). TTI interviewed representatives of manufacturing
and trucking companies in the Chihuahua City area. These interviews yielded
information used to develop potential truck volumes that may initially cross the border at
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Ojinaga-Presidio. The interviews also identified obstacles that may prevent or delay
some companies from using the crossing.
3.2.2

Applicability to Future Feasibility Study

This study was performed to provide the basic information platform related to travel
demand and environmental factors that can be used in the next feasibility study. This
study also yielded a draft scope of work to be undertaken for a formal feasibility study.
3.3

LIMITATIONS OF STUDY

While this project included gathering existing and potential truck traffic information, the
scope of this project did not include developing a traffic model for the corridor. The
project did include development of a methodology to estimate the number of trucks that
may divert to the Presidio-Ojinaga border crossing from crossings in the El Paso-Ciudad
Juarez area (and other) crossings. This estimation was developed using limited
information obtained through interviews with manufacturing company representatives in
the Chihuahua City area. The future feasibility study may be able to obtain more
information about truck origins and destinations and refine the estimates yielded in this
project.
This project focused primarily on the La Entrada al Pacifico Corridor alignment
designated by the Texas Legislature; therefore it did not evaluate alternative route
alignments. However, the project team did identify and describe four potential alternate
routes within the study area. These alternatives, and/or others, may be considered, as
necessary, when the formal feasibility study is performed. The report does not contain a
recommendation stating that any specific route is preferred over another.
This study identified and reviewed general environmental issues that exist in each county
along the designated corridor. The future feasibility study will be able to investigate
environmental issues at specific locations in an in-depth manner.
The future feasibility study will also include investigations and recommendations on
issues related to locations of relief routes around towns along the corridor, traffic
modeling, and roadway design.
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4.0

CORRIDOR ISSUES

This report discusses a number of issues surrounding the La Entrada al Pacifico Corridor.
These issues include economic and trade issues from the broadest perspective to the
border crossing at Presidio, and specific issues along the designated La Entrada Al
Pacifico Corridor through West Texas.
4.1

ECONOMIC AND TRADE ISSUES

4.1.1

Analysis of Previous Economic Studies

The Perryman Group (TPG), an economic and financial analysis firm, has performed two
studies related to the La Entrada al Pacifico Corridor. Both of these reports use
established and recognized economic models to determine potential economic impacts of
roadway improvements and international trade. Neither of these reports addresses
environmental issues.
In September 1995, TPG published The Economic Impact of the Proposed Freeway
Corridor from Lubbock to Interstate 10 – a Comparative Assessment of Three Alternative
Routes. That report presents the findings of analyses performed on three potential
connections between IH 27 in Lubbock and IH 10. The alternative routes compared in
the report are:
•
•
•

Midland-Odessa route,
San Angelo route, and
Abilene route.

The Midland-Odessa route ties directly into the La Entrada al Pacifico Corridor. It is
important to note, however, that the executive summary of that report states, “although it
was not used as a factor in the comparative assessment, the Midland-Odessa route is also
a critical link in the proposed ‘La Entrada al Pacifico’ . . .” The report also states that the
Midland-Odessa route “offers the greatest overall contributions to state economic activity
by a substantial margin with regard to both domestic and international commerce.” The
1995 TPG report also “focuses on only a single element of the evaluation process – the
potential economic impact of the alternative routes on business activity in Texas.”
The scenarios in the 1995 TPG report are based on a project completion date of 2005 for
a freeway connection between Lubbock and IH 10 and a long-term outlook for 2020.
Since roadway improvement construction has not yet begun, the projection years and
related data can be translated to later years, according to TxDOT plans.
There is an important statement in the 1995 TPG report, “. . . the mere existence of export
capacity does not in and of itself define the viability of the corridor.” It goes on to
explain that there needs to be a balanced flow of goods and resources between two areas.
This statement is validated by the interviews TTI performed with representatives of
maquiladoras, trucking companies, and government officials in the Chihuahua City area.
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In December 1997, TPG published The Economic Potential of the “La Entrada al
Pacifico” Route for Expanded Trade in Texas and Western Mexico. The 1997 TPG
report focuses on economic impacts of the La Entrada al Pacifico Corridor. Its economic
impact projections are based on the assumption that the overall benefits of the North
American Free Trade Agreement (NAFTA) would be realized within a 25-year time
frame.
One of the findings of the 1997 TPG report is an estimation of 69,278 additional truck
trips per year along the La Entrada al Pacifico Corridor, by 2020 – the anticipated full
maturity of the trade patterns. This volume, which does not consider impacts of eventual
freight traffic originating in Asia and passing through the Port of Topolobampo, equates
to approximately 190 trips per day (based on the volume being spread evenly over each
day of the year). The volume of 190 truck trips per day falls within the ranges of
potential near-future truck diversion (from other ports of entry to Presidio-Ojinaga)
estimations made by TTI. The TTI estimations are explained in Section 4.3.7 of this
report. The TPG report contains higher projected truck volumes if maritime freight
traffic begins to pass through the Port of Topolobampo and along the La Entrada al
Pacifico Corridor.
4.1.2

Economic Feasibility Based on TTI Interviews

Introduction to Interview Results
One of the vital issues related to the viability of a proposed route is whether it will be
used. It is important to keep in mind that many of the potential corridor users are
manufacturers and transportation companies with facilities in Mexico. The project team
addressed this issue by interviewing stakeholders who would be potential users of the La
Entrada al Pacifico Corridor between Presidio and the Midland-Odessa area. These
stakeholders included representatives of maquiladoras, trucking companies, and customs
brokers. Other stakeholders interviewed include state and local officials, including
county judges in Texas, as well as the State of Chihuahua Public Works and Industrial
Development Offices. The interview process addressed several issues related to the
viability of the corridor:
•
•
•

•

knowledge of the corridor (including recent and imminent road improvements);
knowledge of time and cost savings from using the corridor compared to other
routes and ports of entry;
ability of individual manufacturers to switch from other ports of entry to PresidioOjinaga:
o current warehousing and/or drop yards at other ports of entry,
o allowance of products to pass the Presidio-Ojinaga port of entry, and
o destination of goods being exported to the United States; and
balance of goods (trailer) movement.
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The project team attempted to interview as many stakeholders as possible, in order to
gain enough data from which usable conclusions could be drawn. Obviously, the more
data that are collected, the more reliable the findings are.
Interviewed manufacturers included companies who export parts for final assembly, final
products, and repaired products to the United States. Figure 4.1 shows an example of a
maquiladoras in Chihuahua City.
The interviews showed that decisions guiding the movement of goods from Chihuahua
City area maquiladoras are often made by the manufacturer, but in some cases by a
contracted transportation company. Decisions of routing of exported goods are based on
cost and/or time of travel. Travel time is typically the primary concern related to
movement of parts destined for factory assembly lines. Modern assembly lines depend
on “just-in-time delivery” of parts. This process relies on parts being delivered to a
factory and basically placed directly into the assembly line, with little or no warehousing
of these parts at the factory. Parts delivery delays can cause significant hardships to
assembly lines, including temporary shutdowns. Therefore, manufacturers that are
exporting parts may be more willing to change their transportation route if it will save
time in delivery. This fact was supported by manufacturing representatives interviewed
in this project. However, there may be other factors that influence the routing decisions
made.

Figure 4.1. Maquiladora in Chihuahua City.
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The interviews also indicated that routing of final products may more often be a factor of
cost than of travel time. When a final product is destined to a distribution center for
sorting and delivery to retail stores, timing is not as important as parts reaching an
assembly line. In these cases manufacturers may be more willing to consider routes that
require lower transportation costs, even if the travel time is longer. Again, several issues
are involved.
Many large corporations have maquiladoras in both the Ciudad Juarez and Chihuahua
City areas. In some of these cases, companies consolidate goods being exported at
warehouses in Ciudad Juarez and/or El Paso prior to final delivery at another U.S.
destination. These situations may override potential travel time and/or cost savings of
using alternative routes.
4.1.3

Projected Economic Development

The report by TPG, The Economic Potential of the “La Entrada al Pacifico” Route for
Expanded Trade in Texas and Western Mexico, provides detailed information about
potential economic benefits in both Texas and Mexico. This document is included in
Appendix C. Examples of economic impacts from the TPG study are presented below.
That document suggests that by 2005, the maximum effects in Texas of trade (related to
exports to Mexico) along the La Entrada al Pacifico Corridor are:
•
•
•
•
•
•

$21.961 billion in annual total expenditures;
$9.501 billion in gross area product;
$5.311 billion in personal income;
$4.025 billion in annual wage and salary income;
$2.032 billion in annual retail sales; and
187,146 permanent jobs

These projections were made in 1997 with the assumption that “various aspects of the
North American Free Trade Agreement (NAFTA) move forward and the growth stimulus
associated with expanding trade opportunities is attained.” The model also assumed that
2005 was “a plausible date for the opening of substantial portions of an enhanced
corridor.” More important than the dates of potential impacts being realized are the
potential impacts themselves. As highway improvements continue to be made in Texas
and Mexico, more of these impacts can be realized.
A key statement in that TPG report is “. . . the economic opportunities are substantial and
would be greatly facilitated by the catalyst of improved infrastructure.” This statement
lends credence to the theory that highway improvements along the La Entrada al Pacifico
Corridor will have positive economic impacts in the region.
While the projected economic impacts are based on a sound model, they were derived in
1997. Consideration should be given to updating the projections.
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4.2

BORDER CROSSINGS ISSUES

Ciudad Juarez and El Paso have two ports of entry (Bridge of the Americas and Ysleta)
where trucks cross the international border. Delays at the crossings in El Paso vary
according to season, day of week, and time of day. Various studies have documented
average delays at the El Paso crossings in the range of 30 to 45 minutes. However,
anecdotal data indicate that trucks wait in lines of up to 2 hours or more at times. There
are also instances where trucks select specific times of day to approach the crossings;
these issues are being investigated further at this time. Transportation and manufacturing
representatives interviewed in the Chihuahua City area indicated that they leave
Chihuahua City very early in the morning in order to arrive at the international crossing
early in the day to avoid the longest lines. Some interviewees stated that they have begun
using the nearby Santa Teresa crossing in New Mexico because of the congestion at the
El Paso crossings.
TTI monitored a web site (http://apps.cbp.gov/bwt/) operated by the U.S. Customs and
Border Protection for almost 3 months. This web site displays updated wait times for
each of the international ports of entry between the U.S. and Canada and Mexico. The
delays listed for the El Paso and Laredo crossings never exceeded 55 minutes.
Discussions with staff at one port of entry indicated that the delay times listed are based
on various observations made by staff and may not reflect actual total delay times.
4.2.1

Specific Issues at Presidio-Ojinaga

Port of Entry Facilities
The port of entry facilities in Presidio and Ojinaga are both undergoing improvements.
The Port of Presidio has opened the back area of the facility, which is a 10-bay truck
processing center that also provides direct access to the truck inspection center. This
improvement frees all lanes on the front area of the building for automobiles, keeping all
trucks in a fenced and secured processing area. There are currently three lanes for
automobiles and the facility can easily be expanded to five lanes. The Port of Presidio
also anticipates being fully staffed in the immediate future.
At the time of this study, the Ojinaga Port of Entry is being reconstructed. The improved
facility will have a 25-acre parking and staging area for trucks. Currently, the port is
classified as a Type 2 port in Mexico and is working to become a Type 1 port. This
change will allow more types of goods to be processed through the port without requiring
special permits. The port has a capacity to process approximately 150 trucks per day.
The Presidio and Ojinaga facilities have coordinated recently to synchronize hours of
operation. This change has provided a greater window of time in each day that trucks can
be processed across the border in either direction. Though both ports are closed on the
weekends, they do open when necessary to process trucks.
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4.3

DESIGNATED CORRIDOR TRANSPORTATION ISSUES

4.3.1 Travel Demand
Table 4.1 presents traffic volumes for the years 1999 – 2003 at selected locations along
the designated route. This table also provides projected volumes for 2023, as well as the
percentages of the volumes that are trucks. The traffic volumes presented are from
TxDOT’s published traffic volume maps and the percent trucks are from the 2002 truck
flow band map. The projected volumes are derived from linear projections based on
historical data back to 1990. In some cases there were higher volumes observed in 1990
than in 1995 and later years. In such instances, historical data dated back to 1995, in
order to use a continually increasing set of traffic volumes. As Table 4.4 shows, percent
trucks along the designated route range from 15.6 on US 67 to 47.2 on IH 10 near Fort
Stockton. It is likely that truck percentages may increase in the near future, depending on
how quickly and how many trucks divert from other ports of entry to Presidio-Ojinaga.
4.3.2

Freight Movement

The central issue related to the La Entrada al Pacifico Corridor is freight movement.
Currently, large amounts of freight are moved by trucks from manufacturing facilities in
Chihuahua City, Chihuahua through Ciudad Juarez to El Paso. There has been no
documentation of the volumes of trucks that travel from Chihuahua City and cross into
the United States in El Paso. In addition to the freight traffic originating in Chihuahua
City, numerous factories in Ciudad Juarez generate truck traffic across the international
border into El Paso. From El Paso, trucks and trains carry the freight in many directions
to all parts of the United States.
Freight traffic, measured by loaded truck containers, entering Texas from Mexico
increased by 51.7 percent from 1996 to 2003. During the span of 1999 to 2001, the
volume of loaded truck containers entering Texas from Mexico leveled off, before
increasing again.
Table 4.2 presents the volumes of loaded truck containers entering the United States from
Mexico at selected Texas cities, as well as for the entire state. These data show that
incoming loaded truck containers peaked at a volume of 5813 in Presidio in 2000. In
2003, a total of 3863 loaded truck containers entered the United States (an average of just
more than 10 per day). Construction of the new highway in Mexico affected traffic
volumes at the Ojinaga-Presidio port of entry during 2001 and 2002.
Bureau of Transportation Statistics data also show that 2266 loaded containers have
crossed the border at Presidio through May 2004. At that pace, it is conceivable that at
least 5438 loaded containers could cross in 2004. That volume would only be exceeded
by the 2000 volume of 5813 loaded containers. The 2004 volumes indicated that the
Ojinaga-Presidio crossing may be in the beginning stages of a growth trend.
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Table 4.1. Traffic Volumes and Projection
COUNT LOCATION
US 67 - Presidio - near border
US 67 - Presidio - north of FM 170
US 67 - south of FM 169
US 67 - Marfa - south of US 90
US 67 - Marfa - east of SH 17
US 67 - Alpine - east of FM 1703
US 67 - Alpine - east of SH 118
US 67 - west of US 90
US 67 - north of US 90
US 67 - south of IH 10
IH 10 - Fort Stockton - west of Bus IH 10
IH 10 - Fort Stockton - west of SH 18
IH 10 - west of US 67/385
US 67/385 - north of IH 10
US 67/385 - Girvin - west of FM 11
US 67/385 - McCamey - east of FM 1901
US 385 - McCamey - north of US 67
US 385 - south of Crane
US 385 - Crane - north of SH 329
US 385 - north of FM 1233
US 385 - north of FM 1787
US 385 - Odessa - near FM 2227/1882
US 385 - Odessa - south of IH 20
IH 20 - Odessa - west of US 385
IH 20 - Odessa - east of East LP 338
FM 1788 - north of IH 20
FM 1788 - north of Bus IH 20
FM 1788 - south of SH 191
SH 349 - south of Martin Co line
SH 349 - north of SH 176
SH 349 - south of SH 115
SH 349 - south of FM 2052

COUNTY
Presidio
Presidio
Presidio
Presidio
Presidio
Brewster
Brewster
Brewster
Brewster
Pecos
Pecos
Pecos
Pecos
Pecos
Pecos
Upton
Upton
Crane
Crane
Crane
Ector
Ector
Ector
Ector
Ector
Midland
Midland
Midland
Midland
Martin
Dawson
Dawson

1990
4,600
680
630
740
1,200
3,600
7,300
1,500
750
750
4,600
4,200
4,600
600
1,000
1,550
2,200
1,300
7,400
3,200
4,700
4,300
4,000
15,000
15,100
4,400
3,900
4,200
2,200
1,700
1,650
2,300

1995
2,600
800
720
730
1,600
4,900
8,900
1,750
890
880
5,600
5,200
5,300
460
750
1,350
2,300
2,200
6,700
3,400
4,600
4,700
3,600
18,700
16,200
5,100
4,500
4,600
1,900
1,700
1,700
2,400
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2000
3,500
1,000
890
1,100
2,300
5,800
9,600
2,500
1,100
1,100
4,900
5,500
5,900
710
890
1,250
1,950
1,800
5,400
3,200
4,200
5,500
4,500
20,000
19,000
6,100
4,400
5,100
2,200
1,800
1,900
2,400

VOLUMES
2001
2002
02 % Trk
3,800
3,800
1,300
1,350
1,150
990
15.6
1,250
1,000
1,800
2,100
22.2
5,600
5,800
8,900
8,200
2,300
2,100
25.6
1,200
1,200
1,100
1,150
23
4,800
5,100
47.2
5,400
4,400
5,900
5,600
620
620
750
750
880
1,200
1,850
1,900
16.3
1,650
1,750
6,200
6,300
4,300
3,800
19.5
4,500
4,900
5,300
6,000
4,900
4,600
21,000
23,000
29.9
19,600
19,800
32.2
6,100
6,600
4,100
5,000
6,200
5,500
2,300
2,300
1,950
2,000
18.8
2,100
2,100
2,600
2,600

2003
4,100
1,350
1,100
1,340
2,300
6,600
11,200
2,400
1,300
1,130
4,500
4,700
4,700
470
630
1,200
2,200
1,850
5,500
3,600
4,600
5,400
4,400
23,000
19,600
6,400
4,600
5,700
2,600
2,300
2,100
2,600

2023
7,756
2,441
1,841
2,093
3,806
10,254
13,419
3,805
2,090
1,810
4,673
5,759
6,641
617
540
561
1,282
2,251
3,540
4,745
4,456
7,894
5,954
34,475
27,968
9,893
5,617
8,389
2,924
2,792
2,886
3,059

Table 4.2. Number of Loaded Truck Containers Entering the United States.
City

1996

1997

1998

1999

2000

2001

2002

2003

Eagle
34,582
43,161
51,015
57,039
59,909
54,869
54,810
54,838
Pass
El Paso
280,867
297,663
256,236
360,982
361,412
360,517
382,193
368,562
Laredo
563,145
477,545
648,147
756,045
757,978
757,574
807,291
825,626
Presidio
2,018
3,262
4,020
5,012
5,813
3,932
3,607
3,863
Texas
1,138,826
1,112,423
1,300,778
1,589,282
1,582,995
1,595,814
1,692,375
1,727,628
Total
Source: U.S. DOT, BTS based on data from U.S. Customs Service, Mission Support Services, Office of Field Operations,
Operations Management Database.

Laredo, the busiest city in Texas for international crossings, has experienced significant
growth of 46.6 percent between 1996 and 2003. The volumes of loaded truck containers
entering in Laredo leveled off from 1999 to 2001 (the same general time when volumes in
Presidio peaked). Laredo volumes began to rise again in 2002 and 2003.
Loaded truck containers entering in El Paso increased by 31.2 percent between 1996 and
2003. Just as in Laredo, El Paso volumes leveled off from 1999 to 2001. However, after
experiencing some growth in 2002, volumes declined in 2003.
Table 4.3 presents the volumes of unloaded truck containers entering the United States at
selected Texas cities, as well as the entire state. These data show that while there was a
21.6 percent increase in volumes from 1996 to 2003, there was not consistent growth or
decline. The volumes peaked twice, in 1999 and 2001.
Table 4.3. Number of Unloaded Truck Containers Entering the United States.
City

1996

1997

1998

1999

2000

2001

2002

2003

Eagle Pass
El Paso
Laredo
Presidio
Texas Total

21,234
287,479
404,771
1,010
904,079

33,376
296,006
504,214
1,432
1,051,701

43,473
163,036
697,298
3,376
1201,580

43,525
305,394
737,198
3,846
1,414,693

46,986
326,812
593,793
2,929
1,312,708

42,785
306,638
647,109
3,206
1,318,278

34,823
332,738
630,289
2,806
1,318,245

33,434
296,860
519,473
1,228
1,127,586

Source: U.S. DOT, BTS based on data from U.S. Customs Service, Mission Support Services, Office of Field
Operations, Operations Management Database.

Volumes of unloaded truck containers entering in other cities also peaked between 1996
and 2003. There is no documented explanation of this situation. The drop in volume of
unloaded containers is apparently due to a better balance of loads created by transportation
logistics companies.
Previous Travel Surveys
In May 2003, the Texas Transportation Institute conducted a roadside travel survey on US
67 between Presidio and Marfa. This survey asked drivers of commercial and noncommercial vehicles about their trip origins and destinations. Most significant to this
study are the results of commercial vehicle driver responses. The survey results indicate
that the largest percentage (38 percent) of commercial vehicles were empty; 11 percent of
the commercial vehicles were carrying manufactured goods; and 11 percent were carrying
farm products (which includes livestock, fertilizer, dirt, etc.). The survey also showed that
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this segment of US 67 carries mostly regional traffic, with the greatest percentages of
commercial traffic traveling between Presidio and Marfa as origins and destinations. Table
4.4 presents the four cities that had the highest percentage of cargo origins.
Table 4.4. Cargo Pick-Up Locations for US 67.
Cargo Pick-Up
Percent of
Location
Respondents
Presidio
21
Marfa
21
Odessa
16
Alpine
11
In addition to the cities listed in Table 4.4, other cities listed as points of cargo pick-up
were El Paso, Seminole, Abilene, Fort Stockton, Center Point, and Long Beach, California.
There was only one truck that came from out of Texas.
Table 4.5 shows the most common points of cargo destinations. In addition to the cities
listed in Table 4.5, other delivery locations included El Paso, Muleshoe, Alpine, Shafter,
Lajitas, Midkiff, Buffalo, Cibolo, and Chihuahua City. Only two trucks were destined for
Mexico.
Table 4.5. Cargo Delivery Locations for US 67.
Cargo Delivery
Percent of
Locations
Respondents
Presidio
32
Marfa
11
Winters
11
Additional detailed information about the travel survey and results are available in the
report titled, U.S. 67 – Presidio/Marfa 2003 Travel Survey Technical Summary, prepared
by TTI in December 2003.
In June 2001, TTI conducted a roadside travel survey on US 90, approximately 5 miles
east of Sanderson. While this road segment is not on the La Entrada al Pacifico Corridor,
it is in the same region of the state and provides additional insight into freight movement in
the area. Similar to the findings from the US 67 survey, almost 40 percent of the trucks
surveyed on US 90 were empty. No single category of freight being carried comprised
more than 10percent of the overall traffic. However, the traffic on this segment of US 90
is somewhat less regional in nature than the US 67 surveyed segment, with more freight
coming from or going to other states and countries. Table 4.6 provides the points of
origins for eastbound cargo on US 90.
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Table 4.6. Points of Origin for Eastbound Cargo on US 90.
Point of
Percent Of
Origin
Respondents
Texas
50
California
40
Arizona
10
Table 4.7 shows the points of origin for westbound cargo on US 90.
Table 4.7. Points of Origin for Westbound Cargo on US 90.
Point of
Percent of
Origin
Respondents
Texas
79
Florida
8
Arizona
4
Canada
4
California
4
Of the cargo pick-up locations within Texas, the greatest percentage (33 percent) were in
Laredo. The next most common point of freight origin within Texas was El Paso (16
percent). No other cities had more than 10 percent of the freight originations. The most
common freight destinations within Texas were Laredo (38 percent), El Paso (19 percent),
and Sanderson (14 percent).
Additional details about the US 90 survey are available in a report titled, Travel Survey
Summary for U.S. 90 Near Sanderson, Texas, prepared by TTI in August 2002.
4.3.3

Distance

When comparing distances from Chihuahua City to the Midland-Odessa area, Odessa was
used as a destination because it is the first common point on I-20 for all potential
alignments. The distance from Chihuahua City to Odessa through El Paso is
approximately 515 miles. This route consists of Mexico Route 45 from Chihuahua City to
Ciudad Juarez, IH 10 from El Paso to IH 20 near Kent, and IH 20 to Odessa, as shown in
Figure 4.2. These roads are currently used for freight movement and provide a very
accurate distance for comparison purposes.
The distance from Chihuahua City to Odessa through Presidio is approximately 385 miles.
This distance may vary, depending on the construction of relief routes. The greatest
reduction to this distance would come from a relief route connection between US 67/385
southwest of McCamey and US 385 north of McCamey. The final distance along this
general path should most likely not exceed 385 miles, however, since it follows existing
roads along the greatest potential total distance. The roads used in this calculation include
Mexico Route 16 from Chihuahua City to Ojinaga, US 67 from Presidio to McCamey, and
US 385 from McCamey to IH 20 in Odessa. This route also passes through towns such as
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Marfa, Alpine, Fort Stockton, and Crane. The actual alignment may follow other roads
and/or consist of new segments, resulting in a shorter total distance.
The comparisons of distances between Chihuahua City and Odessa illustrate that the La
Entrada al Pacifico Corridor would be at least 130 miles shorter than routes currently being
used. While road conditions and posted speed limits will dictate the ultimate time savings
along the La Entrada al Pacifico Corridor, there should be considerable time savings.
Figure 4.2 shows the corridor segments between Chihuahua City and Ojinaga (including a
railroad that runs parallel to a segment that is too new to be included on this map), as well
as the current path that freight travels from Chihuahua City to El Paso. This figure also
shows how the La Entrada al Pacifico traverses both West Texas and Chihuahua.
4.3.4

Travel Time

Modern freight movement is based on “just-in-time delivery.” This concept depends on
trucks being able to move freight from origin points to destinations in time segments with
very low tolerances for delays. The three factors that directly affect travel times are
distances, road (geometrics and pavement) conditions, and congestion. One would
typically assume that the shortest distance between two points will provide the quickest
travel time. While this is generally true, there are exceptions.
Some geometric and topographic conditions exist in West Texas along the various
potential corridor alignments. These conditions include somewhat mountainous terrain
and related horizontal curvature on roadways through those areas. Topography of the
designated routes is discussed in detail later in this section.
Likewise, in Mexico, there are segments of road that traverse relatively mountainous
terrain. These segments are primarily located between Ojinaga and La Mula (the point at
which the corridor turns west on the new toll road toward Chihuahua City). The new toll
road bypasses a previous highway segment that traversed very mountainous terrain that
severely limited truck traffic along the corridor. This road, as seen in Figure 4.3, has good
lane and shoulder width.
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Figure 4.2. La Entrada al Pacifico Corridor in Eastern Chihuahua.
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Figure 4.3. Typical Cross-Section of Chihuahua Toll Road.
Travel time from one country into another country consists of two primary elements – time
spent driving and time spent crossing the international border. Time spent driving on
different routes can be difficult to compare because it is dependent on several variables.
These variables include posted speed limits, road (geometric and pavement) conditions,
and interaction of through traffic and local traffic in cities and towns.
One improvement that affects travel time on the Mexico side of the border is the
construction of a new road segment that bypasses a mountain just west of Ojinaga, as
shown in Figure 4.4. The new road bypasses the previous road that includes several
sections of curves that are too dangerous for tractor-trailer trucks to traverse. The new
road segment was completed in 2004 and makes truck traffic much more viable through
this area.
While the designated route of the La Entrada al Pacifico Corridor can immediately provide
travel time savings compared to crossing the border in the El Paso area, there are
opportunities to improve the travel time along the designated route. Table 4.8 presents
locations along the designated route, including intersections and towns, where direct
connections and relief routes may provide a more seamless corridor.
Although the current traffic volumes do not cause significant delays at the intersections
listed in Table 4.8, a more contiguous route, which gives preference to through
movements, with improved signage, would offer a more efficient and time-saving
alternative to truck traffic. Roadway improvements may include intersection
improvements, extensive direct connections, and new location relief routes. Direct
connections at these intersections will benefit truck movements, as they would not have to
stop or decelerate as much as current conditions demand. The relief routes would prevent
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Figure 4.4. New Corridor Segment in Chihuahua.
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Table 4.8. Potential Travel Time Improvements along Designated Route.
HIGHWAY
US67

NEAREST
CITY
Presidio

ISSUES

US 67

Marfa

Corridor changes direction
Central Business District

US67/90

Alpine

Llow vertical clearance
underpass structures- 2

US 67/90

Alpine

Central Business District

US 67/US 90 Split
US 67, 22.5 miles north of
US67/ US90 split

Alpine
Brewster County

Corridor changes direction
at-grade South Orient Railroad
(SORR) crossing

US 67/IH 10 Intersection
IH 10/US 67/385 Intersection
US 67/385

Fort Stockton
Fort Stockton
McCamey

Corridor changes direction
Corridor changes direction
Corridor changes direction
Central Business District

US 385

Crane

Central Business District

US 385/IH 20 Intersection
IH 20/FM 1788 Intersection
SH 349

Odessa
Odessa
Midland

Corridor changes direction
Corridor changes direction
Corridor changes direction
Local highways

SH 349

Patricia

Central Business District

SH 349

Lamesa

Central Business District

Start of La Entrada al Pacifico
added capacity required

POTENTIAL
IMPROVEMENT
Increase capacity
onUS67, including
frontage roads
Direct Connections
new location Relief
Route
Reconstruct u’pass
structures, or relief
route, new location
New location relief
route
Direct Connection
Ggrade separation
between US 67 and
SORR
Direct connection
Direct connection
Direct connections
New location relief
route
New location relief
route
Direct connection
Direct connection
Direct Connection
New location relief
route
New location relief
route
New location relief
route

trucks from driving through central business districts of towns along the corridor. Relief
routes would also minimize through-truck traffic mixing with local traffic in these towns.
Furthermore, trucks would be able to maintain a higher speed as they passed these towns
on relief routes than if they had to traverse the towns. Relief routes are discussed in greater
detail in Section 4.3.6 of this report. Potential travel time savings will also be realized by
improved horizontal and vertical alignment of US 67 between Presidio and Marfa. All of
these types of improvements will provide for overall travel time savings by sustaining
higher travel speeds along the La Entrada al Pacifico Corridor.
4.3.5

Topography/Geography

This project included a cursory review of the topography in the immediate area of the La
Entrada al Pacifico Corridor’s designated route. The topography between Presidio and the
Midland-Odessa area varies among segments of the designated route. While the areas
nearest Midland-Odessa are relatively flat, there are mountainous areas in the general
vicinities of Alpine and Shafter. The existing roads through some of the areas that have
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relief have some segments with climbing lanes for slower moving vehicles, such as large
trucks. These features help minimize the impacts of large trucks on traffic flow. The
climbing lanes are also a safety feature, allowing opportunities for faster moving vehicles
to pass slower vehicles safely on highways that are primarily two lane. The following
discussion provides more detail of the topography along various segments of the
designated route. Topographic maps of the corridor are included in Appendix B.
The southern end of the designated route is in Presidio, at an elevation of 2570 ft. The
route, following US 67, increases in elevation as it leaves the Rio Grande River going
north. US 67 immediately north and south of Shafter (between Presidio and Marfa) has a
significant amount of relief. This topography exists further north of Shafter than south of
Shafter. Several miles south of Marfa, the topography along US 67 flattens. The ground
elevation at Marfa is 4698 ft. The difference in elevation between Presidio and Marfa is
more than 2100 ft. over a 61 mile distance. Marfa is the location of highest elevation along
the designated La Entrada Al Pacifico Trade Corridor. In Marfa, the designated route turns
east, following US 67/90 toward Alpine, at an elevation of 4485ft.
From Marfa to just west of Paisano Pass (just west of the Presidio/Brewster County line)
the designated route remains relatively flat. Upon entering Brewster County, the terrain
becomes relatively mountainous until reaching the west side of Alpine. US 67/90 through
Alpine is relatively flat, though at least two significant topographic features exist in the
area. Hancock Hill lies on the northeast edge of Alpine and Alpine Hill is on the south
edge of town. Another area of relief exists along the route a few miles east of Alpine, until
the route turns north along US 67.
US 67 from US 90 (east of Alpine) to IH 10 (west of Fort Stockton) is relative flat for most
of this segment. One area of some relief is approximately midway between the US 67/US
90 split and the Brewster/Pecos County line. Another small area of relief lies midway
between the Brewster/Pecos County line and IH 10.
IH 10, from US 67 (west of Fort Stockton) to US 67/385 (east of Fort Stockton), is
relatively flat, though there are several mesas that lie some distances north and south of the
highway.
As the designated route turns northeast, following US 67/385, it passes through some areas
of relief. While there are mesas on either side of the highway, the relief along the route is
not as significant as on segments previously described. This topography continues across
the Pecos/Upton County line, into McCamey.
In McCamey, the designated route turns north, following US 385. Mesas and other relief
features lie east of US 385 between McCamey and Crane, in some cases adjacent to the
highway. However, the land on the west side of the highway where these features exist is
relatively flat. Between Crane and Odessa, the route passes through land that is relatively
flat. The primary exception is a very short segment north of the FM 1233 intersection and
south of the Crane/Ector County line.
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The designated route turns east in Odessa, following IH 20 for approximately 10 miles
where it turns north at FM 1788. The route will follow the planned SH 349 relief route
from FM 1788, turning east until it intersects with the existing SH 349, north of Midland.
This entire portion of the corridor, until it crosses SH 176, has relatively little relief. This
condition prevails, with minor exceptions, into Lamesa. There are constraints such as the
two low bridge clearances on US 67/90 on the west side of Alpine, which would require
major detouring of truck traffic.
4.3.6 Potential Relief Routes
Relief routes provide an alternate route around a city for through traffic. Relief routes are
typically built with limited access, often with grade separations at major intersections.
There are at least seven likely locations for relief routes along the La Entrada al Pacifico
Corridor – Marfa, Alpine, McCamey, Crane, Midland, Patricia, and Lamesa.
While relief routes provide alternative roads for trucks and other through traffic to use,
they can be sources of concerns for small towns. The primary concern is that businesses
will leave the central business districts (CBDs) and relocate along the relief routes. Other
related concerns are that national chains will locate stores on the relief routes, causing
locally owned businesses to close.
The Center for Transportation Research (CTR) of the University of Texas recently
completed a thorough study of the economic impact of relief routes on small towns in
Texas. While the study does not provide exact predictions of what will happen when relief
routes are built, it does give very useful insight into what some towns have experienced
and what others might expect. The study also discussed other factors that may affect
businesses in small towns where relief routes are built.
The study found that most small towns did experience decreases in retail business activity,
though all decreases are not directly attributed to the construction of relief routes. Some of
the other issues that should be considered include:
•
•
•
•

whether the relief route is located within city limits:
o affects zoning and other land use controls, and
o affects provision of city utilities;
whether the town is a natural stopping point for through traffic:
o includes distances from other significant towns and cities, and
o includes presence of tourist needs (food, fuel, lodging);
whether the town already has a tourism-based economy:
o includes type of tourism (historical); and
presence of chain stores.

The towns and TxDOT working together can directly affect the amount of development
along the relief routes. According to the CTR study, the presence of frontage roads is not a
significant issue, since most development on these relief routes tends to be located at
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interchanges. Therefore, the number and locations of interchanges may be a strategic
decision that the towns and TxDOT may want to consider cooperatively.
Another issue that can directly affect development is whether the relief route is located
within the city limits. When the relief route is within the city limits, the town can enforce
land development regulations, such as zoning, that can regulate development. Presence
within city limits also increases the chances that city services, specifically water and sewer
utilities, will be provided. Therefore, towns can play very active roles in development
along relief routes. TxDOT can affect development patterns on the relief routes based on
decisions of obtaining access rights and whether to build frontage roads. If frontage roads
are not built, any development would most likely be built in the immediate vicinity of any
intersections or interchanges.
A north-south relief route has been proposed around the east side of Lamesa. This relief
route would lie between the convergence of the Ports to Plains Corridor (US 87) and the
La Entrada al Pacifico Corridor (SH 349) and a point on US 387 north of Lamesa.
An additional relief route may be necessary in the future around the town of Patricia.
Patricia is on SH 349 at the southern edge of Dawson County.
The relief route around the northwest side of Midland is proposed to be a new alignment
for SH 349. This segment is approximately 16 miles long, extending from SH 349,
approximately 5 miles north of Loop 250 in Midland, to FM 1788, between SH 158 and
SH 191. This relief route is proposed to prevent adding truck traffic from the La Entrada al
Pacifico Corridor to Loop 250 in Midland. This relief route is in advanced stages of
planning and environmental studies and is anticipated to be let for construction in fiscal
year (FY) 2006. This relief route will be designed for trucks to travel at high speeds.
Benefits of this relief route include the reduction of interaction between truck traffic and
local traffic compared to what would occur on Loop 250 in Midland, which is designed for
lower speeds. Constructing the relief route is also less expensive than improving Loop 250
and will have fewer environmental impacts.
A relief route will around McCamey would be beneficial. McCamey is located at the point
where the corridor turns north from US 67/385 to US 385, approximately 50 miles south of
IH 20 in Odessa. This study found no significant cultural or historical issues that would
likely affect development of the La Entrada al Pacifico Corridor in the McCamey area.
Future studies should determine how far from McCamey the relief route should be located.
There is an opportunity to shorten the corridor length by connecting US 67/385 and US
385 with a connector that lies within Crane County. The feasibility of this scenario, as
well as other alignments around McCamey, will depend on issues such as topography,
right-of-way acquisition, and construction costs.
Crane is located on US 385, approximately 30 miles south of IH 20 in Odessa. Crane is
somewhat similar in nature to McCamey regarding cultural and historical issues.
However, the options for relief routes around Crane are simpler, since the corridor passes
through the town on a north-south alignment. A relief route around Crane would most
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likely be located to the east or west of the town, depending on right-of-way and
construction cost issues.
There are two towns, Alpine and Marfa, where relief routes are likely to be built in the near
future. Relief routes around these towns would provide an alternative road on which
trucks and other through traffic could travel to avoid passing through the CBDs. Potential
traffic congestion, particularly that caused by increased truck traffic, is a major concern in
Alpine and Marfa. Both of these towns have developing tourism industries, based in part
on the environment of the central business districts. The concerns in these towns are that
increased truck traffic could disrupt the quiet, rural environments in their CBDs.
Marfa and Alpine are located on US 90, concurrent with US 67 in this area, which runs
parallel to IH 10 between El Paso and San Antonio. IH 10 is definitely the more
commonly traveled route of the two; therefore neither Alpine nor Marfa are likely to be as
significant of stopping points as towns located on IH 10. However, there are tourism
draws to both towns, which may divert some traffic from IH 10 to US 90. This diverted
traffic is likely to be composed primarily of people who are not concerned about how long
it takes them to get between cities. Still, both towns should consider all of the issues that
may contribute to impacts on their local economies when relief routes are built.
Of these two towns, which are located approximately 20 miles apart, Alpine is likely to be
more of a stopping point than Marfa. Alpine has more than twice the population of Marfa,
a state university, a developed tourist-based economy, and the presence of national motel
chains. The La Entrada al Pacifico Corridor runs east and west through Alpine, along US
67/90. There are at least two major issues related to building a relief route around Alpine –
topography and railroads. Mountainous terrain abuts the south edge of the town, which
will restrict potential relief route alignments close to town. An alignment around the north
side of Alpine will be affected by the presence of the railroad, requiring grade separations.
The current grade separations of US67/90 under the railroad are below minimum vertical
clearance at 14 ft., 9 inches and 13 ft., 7 inches at the west approach to Alpine. Discussions
with the Brewster County Judge indicated that there are reasonable options to build the
relief route around Alpine. The judge also expressed a strong desire of the local
community to work with TxDOT in planning the relief route.
There are fewer physical features to consider in Marfa than in Alpine. The topography is
mainly level in the immediate vicinity, providing few alignment restrictions. The La
Entrada al Pacifico Corridor approaches Marfa from the south, along US 67, and leaves the
town to the east, along US 67/90. This corridor pattern suggests that a logical location for
the relief route would be around the southeast corner of the town, as seen in Figure 4.5,
which is looking west on US 67/90, east of Marfa. Discussions with the Presidio County
Judge indicate that there will be few obstacles to selecting an alignment and building a
relief route around Marfa. This town continues to develop a tourism-based economy, of
which the CBD is the focal point. Therefore, there is a desire to minimize increased truck
traffic through the CBD, as shown in Figure 4.6. This study found no evidence of public
opposition to building a relief route around Marfa.
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Figure 4.5. Potential Relief Route Location in Marfa Area.
There is also an existing at-grade signalized railroad crossing on US 67 with the South
Orient Railroad (SORR). The railroad crossing is located approximately 25.2 miles north
of the junction of US 67 and US 90, at an elevation of 3484 ft. Currently, trains do not use
these tracks. Texas Department of Transportation had recently purchased the SORR rightof-way and has leased it to a private company to rehabilitate the tracks for eventual use by
freight trains. Ultimately, a grade separation at this location is foreseen.

Figure 4.6. Mix of Truck and Local Traffic in Marfa CBD.
4.3.7

Potential Travel Demand

This project included development of a methodology to estimate the number of trucks that
may be diverted from other international crossings (primarily those in the El Paso-Ciudad
Juarez area) to Presidio-Ojinaga. The methodology began with interviewing
representatives of maquiladoras in the Chihuahua City area. Those interviews asked a
variety of questions, but focused on the numbers of inbound and outbound trucks at the
maquiladoras each day, as well as their origins and destinations. The interviewees were
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also asked about their likeliness to use the Presidio-Ojinaga Port of Entry, instead of ports
of entry in the El Paso-Ciudad Juarez area. Follow-up questions inquired about obstacles
that prevent or minimize the opportunities to crossing the border at Presidio-Ojinaga. Two
types of analyses were performed on the resulting data, each of which are described in this
section.
It is important to keep in mind that this process was used not as a substitute for traffic
modeling. The process was used to develop an estimated range of trucks that might divert
to the Presidio-Ojinaga crossing. This estimated range of trucks provides some insight into
the type of truck volumes that might be observed on the La Entrada al Pacifico Corridor in
the near future. The full feasibility study to be performed after this study can refine these
estimates.
Expansion Factor Process
Through this process, TTI interviewed representatives of 20 maquiladoras in the
Chihuahua City area including the cities of Camargo, Delicias, and Jiminez. There are
approximately 100 maquiladoras in the area, so an expansion factor of 5 was used to
normalize the data to represent all of the maquiladoras:
20 maquiladoras interviewed * 5 expansion factor = 100 total maquiladoras
For each maquiladora interviewed, the number of trucks per day was multiplied by the
expansion factor of 5. Each of these products yielded an estimated representative portion
of the total for all 100 maquiladoras.
The numbers of outbound trucks per day, provided by the interviewees, were then each
multiplied by a probability factor that quantifies the subjective potential for each
maquiladora to use the Presidio-Ojinaga crossing. Those products were then summed to
obtain a total number of outbound trucks from the Chihuahua City area that may
potentially use the Presidio-Ojinaga crossing. The resulting sum of estimated outbound
trucks per day that might use the Presidio-Ojinaga crossing is 70. In order to create high,
medium, and low estimates, that sum was cut in half to get a low estimate of 35 trucks per
day; used 70 as the medium; and added 50 percent to it to get a high estimate of 105 trucks
per day.
Statistical “Bootstrapping” Analysis Process
Statistical analysis was also performed on the truck volume data provided by the
interviewees. Medians and averages are considered location measures of central tendency.
In other words, these are measures of the center of the data points. For data that have
symmetrical distributions (i.e., normal distribution or bell curve), the average and the
median are equal. For data that have a skewed distribution, the average and the median are
not equal. The disparity between the average and the median depends on the skewness of
the data.
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Confidence intervals on the average usually assume that data are normally distributed and
use the standard deviation based on the average. The less symmetrical (more skewed) the
data, the less likely the confidence interval is appropriate. Confidence intervals based on
the median can be found using bootstrapping methods and can be used for skewed data as
well as symmetrical data.
The standard deviation is a widely used measure of variability designed for roughly
symmetric, bell-shaped distributions. Figure 4.7 shows that the distribution of the factored
equivalent truck volumes is skewed to the right. Therefore, using the standard deviation for
this data set is not appropriate.
The bootstrap algorithm works by drawing many (in our case 10,000) independent random
samples with replacement from the data, and then finding the mean and median for each
sample and estimating a 95 percent confidence interval for each estimate.
Using the bootstrapping process, two ranges of truck volumes were derived – one based on
the mean (average) of trucks per day at interviewed maquiladoras and one based on the
median of trucks per day at those same maquiladoras. The range based on the mean was
86 to 292; the range based on the median was 30 to 130. These volume ranges are very
similar to the range derived from the expansion factor process (35 to 105).
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Figure 4.7. Histogram of Factored Equivalent Truck Volumes.
Not all maquiladoras experience a perfect balance of inbound and outbound trucks, due to
the densities of the inbound and outbound loads. An inbound load of raw materials to
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manufacture high-pressure hoses, for example, is typically denser than the outbound load
of hoses. Therefore, a maquiladora’s manufacturing high-pressure hoses would typically
receive fewer trucks than it sends. However, for the sake of developing an estimate of the
range of truck traffic that might divert from the El Paso-Ciudad Juarez area crossings to the
Presidio-Ojinaga crossing, the low, medium, and high outbound estimates were simply
doubled. Table 4.9 provides the estimates based on the processes used.
Table 4.9. Potential Truck Diversion Volumes to Presidio-Ojinaga.
Process
Low Volume
Mid Volume
High Volume
Expansion Factor
35
70
105
Bootstrap - Median
30
80
130
Bootstrap - Mean
86
189
292
It is important to keep in mind that these estimations are based on conservative
assumptions and limited amount of interview data from maquiladoras in the Chihuahua
City area. Actual volumes may be significantly higher, especially in later years as the
corridor matures. The truck volume estimates provided represent a potential demand for
the La Entrada al Pacifico Corridor designated route for the near future (within next 5
years). This demand will rise with upgrading of the corridor both in Mexico and Texas,
efficient and longer hours of operations at the Ojinaga-Presidio border crossing, and
establishment of infrastructure, such as warehousing, on both sides of the border.
4.4

ENVIRONMENTAL ISSUES

The environmental review portion of this study included: (1) a review of existing literature
to identify potential environmental issues that would affect corridor development, and (2)
technology transfer in the form of a Preliminary Environmental Review Process
Guidebook for the MPO. This guidebook, provided as a separate deliverable through this
project, is designed to allow the MPO to further study the social and environmental issues
within the corridor and is not included in this report, but was made available.
The environmental review for this study was limited to environmental information
resources on the Internet and agency contacts and interviews. No on-the-ground
assessments of environmental conditions were conducted.
Selected findings of the environmental review are summarized in two matrices (Tables
4.10 and 4.11). Table 4.10 contains selected environmental attributes for counties within
the corridor. Table 4.11 contains selected demographic information on counties within the
corridor.
4.4.1

Natural Environmental Setting

The majority of the La Entrada al Pacifico Corridor lies mostly within the Trans Pecos
natural region at its southern origin and extends northward to the High Plains of Texas.
Both of these natural regions are typified by arid climates. The Trans Pecos has greater
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topographic and habitat diversity, varying from desert valleys and plateaus to wooded
mountain slopes. The High Plains region is characterized by high plateaus, ranges, prairie,
and brushy grasslands.
Table 4.10 contains information on environmental resources and indicators by county for
water quantity, land resource characteristics, wildlife and biodiversity, waste, and historic
sites. The resources and information used to compile Table 4.10 are contained in a
separate document, titled La Entrada al Pacifico Study – Environmental and Demographic
Findings. Please refer to that document for more detailed locations and characteristics for
each county in the corridor.
The environmental matrix (Table 4.10) shows a greater potential for occurrence of
threatened and endangered species in Presidio, Brewster, and Pecos Counties. It is
important to note that these numbers indicate the potential occurrence of a threatened and
endangered species within the county as a whole and do not necessarily indicate their
confirmed presence within the corridor right-of way.
Potential historic sites occur more frequently in Presidio and Brewster Counties. However,
many of these sites are not within the La Entrada al Pacifico Corridor. The only Superfund
sites occur in Ector County.
4.4.2

Demographic Setting

Table 4.11 presents various demographic characteristics for the 12 counties with in the La
Entrada al Pacifico Corridor including: population, race, language, education,
employment, income, and density. In general, the La Entrada al Pacifico Corridor has
experienced slower population growth rates than other parts of Texas, and in some
counties a population decline has occurred. Generally, the corridor is characterized by low
population densities, an aging population, and an increased proportion of Hispanic
population. This trend is typical for rural west Texas and is expected to continue,
according to state demographers.
4.4.3

Environmental Impact Statement Search

The search of the Environmental Impact Statement (EIS) registry found no EISs
relevant to the area. A list of the nearest (and recent) EISs appears below.
•
•
•

Designation of critical habitat for Rio Grande Silvery Minnow, Bernadillo,
Sandoval, Soccoro, and Valencia Counties New Mexico. (USFW)
El Camino Real De Terra Adentro National Historic Trail Between El Paso, Texas
and San Juan, New Mexico: Comprehensive Management Plan. (Dep. of Interior,
National Park Service)
Rangeland grasshopper and Mormon Cricket Suppression Program, Western United
States. (USDA)

The most recent transportation-related environmental assessment document identified
in the literature review associated with corridor development is the DRAFT
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Counties (listed alphabetically)

Brewster

Crane

Crockett

Dawson

Ector

Lubbock

Lynn

Martin

Midland

Pecos

Presidio

Upton

Table 4.10. Environmental Matrix.

Population in 2000
Water Quantity
Surface Water Use, 2000 (Acre-Feet)
Ground Water Use, 2000 (Acre-Feet)
Land
Total Area of County (thousands of
acres)
Area Dedicated to Irrigated Cropland
2000 (acres)
Acres of Private Land Enrolled in
Wildlife Habitat Incentives Program,
2002
Acres of Private Land Enrolled in
Wetlands Reserve Program, 2002
Number of Federal and State
Superfund Sites, 2002
Number of Contaminated Voluntary
Cleanup Program Sites, 2002
Wildlife and Biodiversity*
Number of Federally and State Listed
or Proposed Endangered or
Threatened Animal or Plant Species,
2004
Number of Eco-Regions Found in the
County
Waste

9,126

4,631

4,531

14,900

123,754

231,302

6,650

5,454

118,274

15,984

7,927

3,886

322
3,967

1,442
2,081

487
2,438

2,381
148,393

44,151
17,546

44,866
249,400

7,973
113,756

224
1,340

30,000
32,945

1,873
78,563

14,892
4,827

41
16,098

6,097

809

2,836

890

886

909

886

905

911

4,735

3,859

1,222

145

0

118

72,250

1,220

235,475

92,684

12,162

18,403

27,083

3,777

9,843

0

0

0

0

0

0

0

0

0

0

0

0

0

0

0

0

0

0

0

0

0

0

0

0

0

0

0

0

4

0

0

0

0

0

0

0

0

0

0

0

7

8

0

0

8

0

0

0

33

9

16

5

6

6

6

6

6

23

22

9

1

2

2

1

3

1

1

1

2

2

1

2

0

0

0

0

0

0

0

0

0

0

0

0

17

11

6

35

236

406

18

7

170

42

10

15

11

1

7

1

1

15

1

1

2

3

10

0

Facilities with Permits to Treat, Store or
Dispose of Hazardous Waste, 2002
Number of Leaking Underground
Storage Tanks, 2002
Historic*
Number of historical sites listed on the
National Register (NRL)

NOTES: Data for the shaded row under Wildlife and Biodiversity came from The Texas Parks and Wildlife Department.
Historic data came from The Texas Historical Commission.
All other data came from Texas Center for Policy

41

Dawson

Ector

Lubbock

Lynn

Martin

Midland

Pecos

Presidio

Upton

Texas

Foreign born persons, percent, 2000
Language
Language other than English spoken
at home, pct age 5+, 2000
Education
High school graduates, percent of
persons age 25+, 2000
Bachelors Degree or higher, pct of
persons age 25+, 2000
Employment
Mean travel time to work (minutes),
workers age 16+, 2000
Income
Median household income, 1999
Persons below poverty
Business
Private nonfarm establishments with
paid employees, 2001
Geographic
Persons per square mile, 2000

Crockett

Population
Population, 2003 Estimate
Poulation, percent change, 4/1/20007/1/2003
Persons under 18 years old,
percent, 2000
Persons 65 years old and over,
percent, 2000
Persons per household, 2000
Race
White persons, percent, 2000 (a)
Black or African American persons,
percent, 2000 (a)
Persons of Hispanic or Latino origin,
percent, 2000 (b)

Crane

Counties (listed alphabetically)

Brewster

Table 4.11. Demographic Matrix.

9,247

3,885

3,934

14,411

122,692

250,446

6,182

4,600

118,624

16,039

7,591

3,153

22,118,509

4.3%

-2.8%

-4.0%

-3.8%

1.3%

3.2%

-5.6%

-3.1%

2.3%

-4.6%

3.9%

-7.4%

6.1%

22.2%

31.9%

28.9%

25.6%

30.4%

25.7%

31.2%

33.9%

30.2%

27.7%

32.7%

29.3%

14.6%
2.31

10.9%
2.91

12.9%
2.65

14.3%
2.69

10.9%
2.72

11.0%
2.52

14.0%
2.76

13.3%
2.87

11.6%
2.68

10.8%
2.86

13.9%
2.85

14.2%
2.68

2.74

81.1%

73.7%

76.3%

72.5%

73.7%

74.3%

75.5%

79.0%

77.3%

75.8%

85.0%

77.8%

71.0%

1.2%

2.9%

0.7%

8.7%

4.6%

7.7%

2.8%

0.8%

7.0%

4.4%

0.3%

1.6%

11.5%

43.6%

43.9%

54.7%

48.2%

42.4%

27.5%

44.6%

40.6%

29.0%

61.1%

84.4%

42.6%

32.0%

6.9%

14.4%

10.5%

4.2%

10.6%

3.3%

5.0%

8.1%

7.6%

13.5%

35.8%

11.2%

42.7%

40.6%

48.0%

44.3%

37.1%

22.3%

37.4%

39.3%

25.8%

55.9%

84.4%

38.1%

31.2%

78.6%

68.7%

62.1%

65.2%

68.0%

78.4%

61.9%

65.8%

79.2%

62.5%

44.7%

67.1%

75.7%

27.7%

12.8%

10.4%

10.5%

12.0%

24.4%

13.4%

11.8%

24.8%

12.9%

11.7%

11.8%

23.2%

12.6

18.0

18.4

14.3

18.6

17.1

19.6

19.3

18.5

17.6

17.3

21.0

12.6

$27,386
18.2%

$32,194
13.4%

$29,355
19.4%

$28,211
19.7%

$31,152
18.7%

$32,198
17.8%

$26,694
22.6%

$31,836
18.7%

$39,082
12.9%

$28,033
20.4%

$19,860
36.4%

$28,977
19.9%

$39,927
15.4%

292

84

124

352

2,983

6,508

103

89

4,038

304

116

64

473,868

1.4

5.1

1.5

16.6

134.4

269.7

7.3

5.2

128.9

3.5

1.9

2.7

79.6

NOTES: All data ame from The U.S. Census Bureau at http://quickfacts.census.gov/qfd/states/48/48001.html
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Environmental Assessment (EA) for State Highway 349 – Midland Relief Route.
The Environmental Assessment was conducted in October 2003 for TxDOT and the
Federal Highway Administration. The assessment reported that no significant
impacts on the quality of the human or natural were expected and anticipated a
Finding of NO Significant Impact.
4.4.4

Environmental Summary and Conclusions

Based on this limited literature review of information on both human and natural
environmental conditions, the La Entrada al Pacifico Corridor appears to be viable in
terms of its potential affects on the natural and built environment, as well as socioeconomic and local community concerns. A detailed environmental assessment will
reveal any potential affects to the environment within the corridor study area, and
possible mitigation will then be addressed.
The most noteworthy issues discovered during the review were related to community
impacts concerns in Alpine and Marfa. However, many of these concerns date back
several years and more recent indications, according to interviews with local officials, are
that many of the local community impact concerns have either been addressed, are being
addressed, or do not represent the same level a concern as before. Greater outreach to the
affected communities will be needed at the next level of the study to fully determine the
level of support and concerns in those communities.
4.4.5

Additional Environmental Review in the Planning Process

An early planning-level environmental review process for the La Entrada al Pacifico
Corridor will generally involve a cursory assessment of natural and cultural
resources, community impacts, noise, and potential occurrence of hazardous
materials. Environmental analysis will be a continuing, iterative process that occurs
throughout the life of a transportation project. It will begin as soon as the corridor is
identified for inclusion in the transportation plan and continue through construction
and monitoring.
This level of effort is significantly less than that required for completing an
environmental assessment or an environmental impact statement during later stages of
project development, but is enough to identify early environmental and community
issues.
Environmental analysis in the planning process is designed to accomplish several
outcomes.
•
•
•

Establish a purpose and need for the La Entrada al Pacifico Corridor.
Identify site-specific environmental issues that may prohibit a project from
obtaining environmental clearance.
Initiate and maintain a dialog with affected community members so that their
concerns will be addressed and their needs accommodated in the project planning.

43

4.4.6

Air Quality Issues

The El Paso metropolitan area is currently designated in non-attainment of the National
Air Quality Standards for carbon monoxide (CO), ozone (1-hour) and particulate matter
(PM10). Any efforts that can be made to decrease emissions from large trucks will be
beneficial to the air quality of that area. There are two methods by which large truck
emissions can be decreased – less truck traffic or decreased engine idling. Any trucks
that divert to other ports of entry, such as Presidio-Ojinaga, will reduce truck traffic in the
El Paso area. Less traffic at the ports of entry in the El Paso-Ciudad Juarez area can
reduce engine idling caused by trucks waiting in line to cross the border.
The Midland-Odessa area is in compliance with air quality standards. This condition
means that additional development and vehicular traffic can be accommodated in this
area without jeopardizing the air quality status. Development and traffic may come as a
result of truck traffic being diverted from areas that are not in compliance with air quality
standards.
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5.0 HIGHWAY CLASSIFICATIONS & POTENTAIAL FUNDING
SOURCES AVAILABLE
5.1

STATEWIDE CONNECTIVITY NETWORK

As Figure 5.1 shows, all segments of the designated La Entrada al Pacifico Corridor
between Presidio and Lamesa are included in the Unified Transportation Program (UTP)
Category 4 statewide connectivity network. The UTP Category 4 provides funding for
rural highways outside of metropolitan planning area boundaries. Inclusion in this
network increases the opportunities for potential funding of roadway improvements; road
segments must be in this network to qualify for Category 4 funding. The statewide
connectivity network is comprised of rural road segments that are considered the highest
priority for project selection and funding throughout the state. Segments of highways
such as SH 349/FM 1788, SH 349 Relief Route, IH 20, and part of US 385, are within the
Midland-Odessa MPO boundary and may qualify under the urban mobility program
(UTP Category 3).
5.2

TEXAS TRUNK SYSTEM

The Texas Trunk System, shown in Figure 5.2, is network of highways that connect all
cities with populations greater than 20,000 in Texas. The ultimate plan is for all
segments of the Texas Trunk System to be four-lane divided highways. All segments of
the designated La Entrada al Pacifico Corridor are part of the Texas Trunk System.
5.3

NATIONAL HIGHWAY SYSTEM

The Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA) created a
network of highways throughout the United States that are eligible for a specific category
of federal funding – the National Highway System (NHS). The NHS is comprised of
highways that connect major cities and other modes of transportation, such as airports,
seaports, and rail facilities. Three segments of the La Entrada al Pacifico Corridor along
US 67/US 90, from Marfa to east of Alpine, IH 10 in the Fort Stockton area, and IH 20 in
the Odessa area, are currently on the NHS.
5.4 OTHER SOURCES
Additional funding sources that may be available to segments of the La Entrada al
Pacifico Corridor include TxDOT District Discretionary, and [Texas Transportation]
Commission Discretionary. The TxDOT District and Commission Discretionary funding
are categories in TxDOT’s UTP. The Federal Highway Administration is reviewing a
request to consider designating the La Entrada Al Pacifico Trade Corridor a National
High Priority Corridor. Funding for the designated National High Priority Corridors is
granted by the federal government through earmark funding in legislative acts.
In 2003 the Texas Legislature passed House Bill 3588 (HB 3588), which contains
provisions for funding of highway projects through tolls. Article 2 of the bill states how
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regional mobility authorities (RMAs) may be created and it describes the powers that
RMAs may have. RMAs may develop and finance transportation projects within the
counties that are represented on the RMA board. Article 5 of HB 3588 describes how the
State may issue bonds and other public securities to fund transportation projects. Article
6 discusses the ability of TxDOT to enter into agreements with public or private entities,
as well as with RMAs, regional tollway authorities, or counties to pay for all or portions
of highway projects. Article 15 describes the ability of TxDOT to build and operate toll
facilities.
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Figure 5.1 Category 4 – Statewide Connectivity Map.
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Figure 5.2 Texas Trunk System.
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6.0

CONCLUSIONS

This study found that manufacturers and trucking companies in the Chihuahua City area
have substantial interest in using the La Entrada al Pacifico Corridor. That interest in
using the corridor stems from the potential time and mileage savings that can be realized
by crossing the international border in Presidio-Ojinaga, instead of in the El Paso-Ciudad
Juarez area. The La Entrada al Pacifico Corridor saves approximately 130 miles on a trip
between Chihuahua City and Midland-Odessa. Furthermore, the Presidio and Ojinaga
ports of entry are underutilized and have been improved recently. The two ports have
also synchronized their schedules to provide a greater amount of time each day in which
trucks can be processed and cross the border.
There have been significant roadway improvements made in Mexico. The most notable
is construction of a toll road on a segment of the corridor between Chihuahua City and
Ojinaga. This toll road allows trucks to travel between these two cities since it bypasses
a previous road segment that traverses very mountainous terrain.
Freight movement between Mexico and Texas has been increasing over that last several
years. This trend is expected to continue, making the underutilized port of entry at
Presidio-Ojinaga more attractive to freight traffic.
A cursory review of environmental issues yielded a database of issues in each county
through which the La Entrada al Pacifico Corridor passes. The environmental review
found nothing that indicates there are major obstacles to improving highway segments
along the corridor. A future feasibility study will further investigate specific
environmental issues at specific locations.
The El Paso metropolitan area is designated in non-attainment of air quality standards.
Diversion of truck traffic away from that area to the Presidio-Ojinaga international
crossing would have positive affects on the air quality in El Paso. There are no areas
along the designated route of the La Entrada al Pacifico Corridor that are in nonattainment of air quality standards.
Previous studies by The Perryman Group (TPG) contain substantial amounts of
information related to potential economic impacts of the La Entrada al Pacifico Corridor
and the section of the Ports to Plains Corridor between Lamesa and Lubbock. This study
compared the projected additional truck volumes yielded by these reports to estimated
truck volumes that may be diverted from other ports of entry to Presidio-Ojinaga. The
truck volumes from the TPG reports are in the same range as the estimates developed in
this study. The TPG study also suggests that development of the La Entrada al Pacifico
Corridor (through highway infrastructure improvements) will result in billions of dollars
of economic impact on Texas.
This study also yielded a methodology with which one can estimate possible truck traffic
diversion from other ports of entry to Presidio-Ojinaga. A conservative estimate (based
on two analyses of truck volume data provided by maquiladoras representatives) of
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potential trucks diverting through Presidio-Ojinaga from other ports of entry is in the
range of 35 to 292 per day (total for both directions). This range represents truck
volumes that may be realized on the La Entrada al Pacifico Corridor in the near future
(likely 5 years).
As the La Entrada al Pacifico Corridor is fully developed, roadway improvements will be
necessary. The major types of improvements are relief routes and direct connections.
Relief routes will allow truck traffic to maintain higher speeds, while avoiding local
traffic in towns. Relief routes will also avoid at-grade railroad crossings by routing
around them or providing grade separations. Previous research shows that cities and
TxDOT can work to control the impacts that relief routes have on adjacent towns. At
rural intersections, where the corridor changes highways and/or directions, direct
connections will be beneficial. Direct connections between road segments prevent truck
traffic from having to stop, as well as minimize the need for deceleration, at intersections.
There are also opportunities to eliminate at-grade railroad crossings along the corridor,
which will also improve safety and improve travel times.
Several funding opportunities exist for various segments of the La Entrada al Pacifico
Corridor. Funding sources include rural and urban mobility funds from TxDOT’s unified
transportation program, federal funds designated for use on the National Highway
System, as well as discretionary funding available to TxDOT districts and the Texas
Transportation Commission. In addition, tolling may be considered for some segments of
the corridor.
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APPENDIX A
INTERVIEW SUMMARIES
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SUMMARY OF INTERVIEWS IN MEXICO AND TEXAS
Several people we talked to have at least heard about the new route near Ojinaga, but
only a few have actually experimented with using it. There are still quite a number of
people who are not very aware of the new route. Almost everyone was interested in
hearing about the route, even if they were somewhat tied to the Juarez-El Paso area
crossings.
General Issues:
• A need for some warehousing and drop yard space has been identified in the
Ojinaga-Presidio area (some companies only need a few thousand square feet and
only keep products there for a few hours or a day or two)
• Customs brokers can easily work with the Ojinaga-Presidio crossing (seem to be
ready to open an office or do what is necessary to facilitate crossings there)
• Many companies are transporting goods to the Midwest, South, and Eastern
Seaboard areas of the U.S. (use of the Ojinaga-Presidio crossing would decrease
travel times and costs)
• Some companies own warehouse and/or drop yard space in the Juarez-El Paso
area and would not be able to relocate to Ojinaga-Presidio area very economically
• Some companies have plants in the Juarez area with which they consolidate
export loads
• Some companies lease warehouse and/or drop yard space in the Juarez-El Paso
area and would be able to relocate to Ojinaga-Presidio area
• Primary users of the Ojinaga-Presidio crossing currently are seasonal produce and
livestock related shipment
• Several manufacturers have plans to increase production in the near future
• Companies in Delicias, Camargo, and Jiminez primarily use the Piedras NegrasEagle Pass crossing
• Lack of warehousing facilities in Presidio/Ojinaga limits opportunities to move
freight through that POE
• Customs brokers need to be present at Presidio/Ojinaga
• In some cases, a lack of balance of freight movement into and out of Mexico
through Presidio/Ojinaga was identified
• Crossing times in El Paso/Juarez vary widely, depending on time of day and
source
• Economy of scale exists relative to distance freight moves from border into U.S.
• Many companies interviewed see opportunities to use Presidio/Ojinaga
From Trucking Company Perspectives:
• Need for balance of outbound and inbound loads (trailers) – this affects rates they
charge (lower if they don’t have to dead-head back)
o Some companies have an imbalance – inbound loads (such as raw rubber
materials) may be tighter and more compact, while outbound loads (such
as hoses) may be bulkier and require more space
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•
•

•

Establish goods flow and warehousing and other related infrastructure will
follow(??)
Want drivers to operate for at least 8 hours
o This makes developing warehouse/distribution center space in MidlandOdessa feasible if and when the mileage limits for Mexican trucks
operating in the U.S. are lifted (a Mexican tractor could drop a trailer there
and a U.S. tractor could pick it up)
o This may allow for two round-trips between the Chihuahua City area and
Ojinaga-Presidio per day currently (instead of only making one round-trip
to Juarez-El Paso
Potential use of Ojinaga-Presidio crossing by some companies in Delicias,
Camargo, and Jiminez exists

Specific Final Product Manufacturer Perspectives:
• Cost can be more important than time of travel (example – clothing is going to be
sent to distribution centers and retailers – no final assembly is waiting on these
deliveries)
Specific Parts Manufacturer Perspectives:
• Time can be more important than cost of transportation – don’t want to hold up an
assembly line (just in time delivery)
Lear Electric Systems de Mexico, Subsidiary of Lear Corporation
Lear has 6 manufacturing plants in Chihuahua and 20 in Ciudad Juarez. In Chihuahua
Lear manufactures harnesses for the automobile industry.
Lear imports cables, wires, connectors and other electronic components from the United
States, Japan, Germany and Spain. Material from the U.S. is consolidated in Fort Wayne,
Indiana. Consolidated shipments are sent via rail (piggyback) to El Paso. Approximately
18 trucks from El Paso are received every day by the 6 plants located in Chihuahua.
Lear’s finished products (wiring harnesses) are exported from Chihuahua and Juarez to El
Paso, where shipments are consolidated. From El Paso are shipped by rail (piggyback) to
destinations in Chicago, Atlanta, Cleveland and Detroit. Shipments are exported to El
Paso using the Zaragosa port of entry (POE), using the same truck and trailer all the way
from Chihuahua to El Paso, at times changing the driver only when one that has authority
to cross the border is needed. All paperwork is prepared at the Chihuahua plant.
Lear does not have problems crossing the border at El Paso. Crossings usually take one
hour on average, and the company is a member of the Business Anti-Smuggling Coalition
(BASC).
Potential Routing Changes
Using the Ojinaga/Presidio POE would be difficult for Lear because they have
manufacturing plants in Juarez and product consolidation is done in El Paso.
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Ojinaga/Presidio would require warehousing and other services to make it attractive.
Other issues include the rail service Lear is currently using, which is not available with
the required connections at the Ojinaga/Presidio POE.
American Industries International
American Industries is a “Shelter” company with 15 manufacturing plants in total, 10 of
which are located in southern Chihuahua and the state of Durango. The La Entrada al
Pacifico Project was presented to American Industries International; however, none of the
plants have expressed interest in it so far. The Durango plants use the Laredo-Nuevo
Laredo crossing due to location and connecting transportation system.
Customs brokerage is done by American Industries in most cases, though some plants
have their own in-house broker. American Industries is not a member of the CustomsTrade Partnership Against Terrorism (C-TPAT), but is negotiating for BASC
membership under some type of joint agreement with all the manufacturing plants that
are part of the shelter.
Goodyear
Goodyear de Delicias manufactures low pressure hoses for automobile and industrial
equipment markets in the city of Delicias, located south of Chihuahua City. The plant
produces hoses for both assembly manufacturers and the original equipment
manufacturers (OEM) for the after market services. The process at this location requires
imported rubber and other materials from the Lincoln, Nebraska plant as duty free
imports under the maquiladora program. Three trailers per week are imported through El
Paso-Ciudad Juarez, and the entire trip is made by highway. Goodyear has a distribution
center in El Paso that receives shipments from Nebraska.
The plants export approximately 9 trailers per week to the main auto manufacturers in the
Detroit area. Shipments from this plant are not subject to consolidation at the El Paso
distribution center, trailers change tractors (from Mexican to American) at this location
only. Goodyear uses Expeditors International as its customs broker and logistics provider
at the El Paso facility. Expeditors provides flexible warehousing space and Goodyear
does not own the property.
The Goodyear de Delicias plant is an example of a trailer flow imbalance that is caused
by the difference in freight density between the inbound and outbound loads. The
materials coming to the plant are packed very tightly, while the finished product (hoses)
shipments contain significant quantities of air.
Goodyear has another manufacturing plant in Chihuahua City that manufactures power
transmission products. Shipments for this plan use a different warehouse in El Paso.
Potential Routing Changes
The warehouse does not have to be located at the border. If and when the U.S. opens the
border to Mexican trucks beyond the 20-mile commercial zone, shipment could move
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from the Delicias plant to a facility in Texas along the La Entrada al Pacifico corridor,
where an American long-haul tractor could pick up loads and move them to the final
destination.
Wrangler
Wrangler Delicias manufactures denim jeans for Wrangler and other brands of the Vanity
Fair Group. Shipments with fabric, thread, and other components are sent to this
manufacturing center from El Paso. Thirty two trucks per week are received in this plant
and it is expected that next year this number could reach 38 loads per week. Wrangler
uses the services of Transervicios trucking company located in Juarez.
Finished product (jeans) is shipped to Virginia, Oklahoma (approximately 80%), and a
limited amount (three trailers per week) to El Paso. Wrangler has an average of 32
balanced in-out movements per week using Wrangler-owned trailers.
Export shipments leave early in the morning for a 6six-hour trip to Ciudad Juarez, where
they typically experience crossing time of two to three hours. These trips are time
sensitive, in that the receiving terminal in El Paso closes at 4:00 pm, and trailers need to
reach the terminal before that time. Shipments from plants in Jiminez, Aldama, and
Saucillo are consolidated in Delicias. Wrangler has truck terminals in Greenville and
Saltillo, both of which are located east of Dallas on Interstate Highway 30.
At the time of this report, Vanity Fair is not C-TPAT certified, but is working on the
certification.
The Mexican customs broker has expressed that if Wrangler decides to move through
Ojinaga-Presidio, the customs broker is willing to provide services at this location.
Wrangler has other plant in Torreon (southeast of Chihuahua) that moves 53 loads per
week through the Eagle Pass – Piedras Negras border crossing.
Potential Routing Changes
Use the a Texas location along the La Entrada al Pacifico corridor for a distribution
center for shipments from the Delicias plant and possibly the Torreon plant for shipments
headed to Oklahoma and Virginia. It is notable that approximately 80% of the trailer
shipments from the Delicias plant go to Seminole, Oklahoma.
Potential Follow-up Action
Request information from Chihuahua Public works about specific plans to build the
Aldama-Saucillo bypass.
[NOTE: working on a map figure to show Torreon and Piedras Negras-Eagle Pass
crossing.]
Fletes Mendoza
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Fletes Mendoza is a trucking firm that moves freight from Delicias to the border. The
company has a hazardous materials (HazMat) license, and is applying to obtain CIP and
C-TPAT certifications. The company has 18 tractors and 40 trailers. It has an agreement
with CFI and Werner (freight transportation companies) in the United States to move
Wrangler shipments. The company also moves furniture for DELSA to North Carolina
(approximately three trailers per day), as well as some agricultural products bound for
Louisiana from Camargo.
The current transport rates from Delicias to El Paso, including the border crossing,
average $600, with a crossing time of at least one hour.
Potential Routing Changes
The company would be interested in having another alternative port to the United States.
They moved freight through the Santa Teresa POE and it worked very well because it
avoids excessive crossing times. Crossing using the Presidio-Ojinaga port will give them
an advantage by making more trips. The company believes that there is a potential for
some freight traffic originating in the state of Guadalajara to cross at Presidio-Ojinaga,
instead of Laredo, since crossing times at Laredo are much longer than those at El Paso.
DELSA Muebles (Furniture)
DELSA manufactures bedroom and entertainment furniture in Delicias. It also imports
and distributes within Mexico other furniture from China and Italy. DELSA has a
warehouse in El Paso where imports from China and Italy for the Mexican market are
stored and imported. Other materials from Canada and the United States are also stored
in this warehouse and shipped to Delicias. Approximately three trucks per week are
shipped with material and wood.
Finished products are shipped to the United States by approximately 45 trucks per month.
DELSA shipped 60 to 80 trucks per months two years ago, and this level could be
reached again if demand grows. Terms of sale is FOB Delicias, therefore the buying part
is responsible for transportation costs, routing and border crossing selection.
The company is a BASC member and has no information on C-TPAT and other customs
programs. (This might be due to the fact the DELSA is not really exporting to the US.
The buyer is importing because of the FOB terms if sale).
DELSA has a private truck fleet that is used for domestic distribution.
Jerzees de Jimenez
Jerzees de Jimenez is a plant owned by the Russell Corporation that produces T-shirts,
sweatshirts, crew neck t-shirts and hooded sweatshirts. Materials, including dyed and cut
clothing components, are imported from Alexander City, Alabama (northeast of
Montgomery and southeast of Birmingham) by truck through Eagle Pass and then via
Torreon to Jimenez. Shipments cross at Eagle Pass and are sent directly to the plant,
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there is no warehousing or any other logistics service provided at the border. Current
volume is approximately 10 containers per week (53-feet trailers).
Finished products are trucked also through Eagle Pass to Montgomery, Alabama. The
inbound and outbound container volumes are balanced and the transportation is done in
the United States by Gulf Stream and in Mexico by Jaime Hernandez.
The plant will likely increase volume by about 20% by the end of 2004. This plant is not
a C-TPAT member and doesn’t know if headquarters is applying for membership. It is a
member of the WRAP.
Travel time to Eagle Pass is 12 hours and there is no congestion at that port of entry.
Jerzees is willing to learn about other alternatives and would like to have a distance
comparison. It is notable that Jerzees is shipping final products to be distributed to retail
outlets and does not have the same shipping time concerns as manufacturers who are
shipping assembly components for just in time delivery.
Potential Routing Changes
If shipping costs do not increase, Jerzees may be interested in using the Presidio-Ojinaga
crossing if it would decrease travel times.
Russell Athletic
This plant in Camargo produces athletic clothing made-to-order. Imports cloth and
exports finished product to and from Alexander City, Alabama via truck. Import-export
volumes are balanced totaling 1.5 trucks per week per direction. There is no warehousing
at the border crossing; trailers are transferred from a United States tractor to a Mexico
tractor.
Shipments are made using the Eagle Pass-Piedras Negras border crossing and transported
through Torreon. This route increases the journey length significantly, compared to
crossing at Presidio-Ojinaga. The logistics department made an analysis of potential
shipping routes and decided that this was the most economical route because the portion
of the trip in Mexico is longer. The interviewee indicated that currently the cost of
transportation in Mexico costs enough less than that in the United States that they can
justify shipping over greater distances with longer travel times. However, final decisions
are made in Alabama, including the use of the Gulf Stream and Juan Hernandez trucking
companies and the customs broker at the Eagle Pass-Piedras Negras border crossing. The
interviewee noted that customs brokers have been encouraging the use of the PresidioOjinaga crossing.
This plant is BASC certified and is in the process of becoming C-TPAT certified.
Potential Routing Changes
If shipping costs do not increase, Russell may be interested in using the Presidio-Ojinaga
crossing if it would decrease travel times.
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Lightolier
Lightolier is a Genlyte Thomas Company that manufactured industrial and residental
light fixtures and accessories. Parts are imported from the U.S. and the Far East. Ninetyfive percent of the imports come from the U.S. east coast and 5% from the Far East via
Los Angeles-Long Beach. Approximately 100 trucks are shipped from the El Paso
warehouse to the plant in Camargo each month.
Finished product volume is approximately 110 and 120 trucks per month, and
destinations include California, Texas, Massachusetts, Connecticut and Georgia. The
vast majority of the products are shipped to Texas and points north and east.
Lightolier has been using the Santa Teresa border crossing for the last 14 years because it
is not congested and more reliable. The company leases a 5,000-square-foot warehouse
in El Paso, using only 3,000 square feet of it. Shipments are loaded in the afternoon and
leave the plant at dawn to cross the border before noon, drop the trailer and pick up
another one to be back in Camargo the next morning.
Potential Routing Changes
The interviewees did not indicate a significant interest in the Presidio-Ojinaga crossing;
however, they do not appear to be tied to the El Paso area infrastructure since they only
lease a relatively small warehouse there. This is another example of a manufacturer that
could benefit by decrease travel times and expenses by using the La Entrada al Pacifico
corridor to points north and east of Presidio-Ojinaga.
Anonymous Manufacturer at this time – pending approval of text references in report
This company produces electric fixtures and devices for original equipment
manufacturers and retails sales. This company has three plants in the state of Chihuahua,
located in Ciudad Juarez, Jimenez, and Camargo. Components are imported from Asia
and the U.S. through the 250,000 sqf warehouse located in El Paso, from where
shipments are made to the three plants in Chihuahua. The volume to the Camargo plant
is approximately 1 truck per day.
The export volume from the Camargo plant is 1 truck per day. Some of the exports are
consolidated in El Paso but others pass through the warehouse and go to final destination.
Destinations in the U.S. include California, Nevada, Illinois, Rhode Island, and Georgia.
This company is using the Santa Teresa border crossing because it provides faster
crossing time and the Ciudad Juarez Plant is located near the port of entry.
This company is working on the C-TPAT certification, and they use their own drivers
which are CIP certified.
Potential Routing Changes
Due to the plant structure in the state and the logistics involved in shipping and
consolidation from the three plants, it would be difficult for this company to use the La
Entrada al Pacifico corridor.
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Transportes Combustibles de Camargo
This transportation company, located in Camargo, began operations in 1993 transporting
fuel for gas stations in Chihuahua. In 1998 Transportes Combustibles offered services to
move freight for the maquiladora industry. The company has 9 tractors and 10 trailers.
All the trucks have satellite tracking systems.
According to the interviewees, transit times for a truck using the Camargo-Ojinaga road
(which ties into La Entrada al Pacifico about 25 miles south of Ojinaga) would be
approximately 3 to 4 hours. This two-lane roadway is very narrow and has low traffic
volumes. The road was used in the past to export cattle to the U.S., but that market has
vanished because of the drought. The cost from Camargo to Ojinaga would be $430,
compared to an 8-hour trip to El Paso for $880. The cost used for the calculation is Pesos
$8.5/km.
Potential Routing Changes
Transportes Combustibles is willing to use the Camargo-Ojinaga road to transport freight
to the Presidio-Ojinaga corridor.
[NOTE: working on a map to highlight the Camargo-Ojinaga road]
SEPCE Cd. Chihuahua - Customs Broker
SEPCE is a licensed Mexican customs broker with offices in Chihuahua City, Juarez, and
Santa Teresa. SEPCE used to move cattle trough Ojinaga / Presidio, but that traffic has
reduced, and most of it has moved to the EL Paso-Juarez POEs. SEPCE is analyzing new
commodities for export, and timber seems to have potential because it is produced in
Delicias and exported to the U.S.
Currently SEPCE handles mainly maquiladora industry imports and exports. Border
crossing times at Santa Teresa are typically 15 minutes, compared to 2-3 hours at
Zaragoza. Imports into Mexico are handled at the company’s warehouse in El Paso,
where merchandise is classified.
Potential Routing Changes
SEPCE is open to operate in the Ojinaga/Presidio area; however they would need basic
warehousing infrastructure. Customs broker operations could be implemented relatively
quickly at Ojinaga.
Secretaria de Comunicaciones y Obras Publicas del Estado de Chihuahua (SCOP)
The SCOP recently finalized a study analyzing the influence zone of the Ojinaga/Presidio
POE. Partners International, who performed the study, interviewed manufacturing
companies, customs brokers, transportation providers and other logistics services
providers. Twenty-five interviews were conducted in central and south Chihuahua, 14 in
the Torreon area, 19 in Mochis Sinaloa, four in El Paso, and three in Midland. The study
also included an economic assessment of the new Chihuahua–Ojinaga highway portion of
the La Entrada al Pacifico corridor.
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According to Mr. Barrios, the main issue for the corridor is the customs facilities at
Ojinaga and at Presidio. The U.S. and Mexican federal governments are responsible for
providing the facilities and personnel at the POE, and there are no plans to increase the
capacity. In the last two years, new facilities were built in Presidio, but the facilities in
Ojinaga are limited and currently are shared by passenger and freight vehicles.
Regarding rail transportation, the line in the U.S. portion is not in operation, and a fire
damaged a bridge that has not been rebuilt yet.
A proposal exists for an expanded freight facility at the Ojinaga/Presidio POE with a
highway bypass to the east of the current facility. The problem with this proposal is the
time and negotiations that would be required. Given that this would be considered a new
international POE, the Mexican and U.S. governments would need to agree to support
this project and funding would be required. An interim option is to purchase a piece of
land east of the current Ojinaga POE to process northbound freight trucks, providing for
separation of freight and passenger vehicles.
The roadway between Chihuahua and Ojinaga has 238.6 kilometers (149 miles). From
Chihuahua to Aldama (18 miles) the roadway has four lanes; from Aldama to km post
201 (32 miles), the roadway has two narrow lanes per direction. From this point to km
post 84 of the Camargo-Ojinaga roadway (70 miles) the state government built a twolane (12-meter (39.37 feet)-wide) toll road. The last 29-mile section is a narrow two-lane
roadway that the state is planning to upgrade to a 12-meter width in the next year 20042005.
Motorola
Motorola manufactures cellular phones in the Chihuahua plant. Imported components
come from Asia through the Port of Los Angeles and a consolidation facility in El Paso.
Approximately two trucks per day are received in Chihuahua from El Paso.
Exports go directly to a distribution center in Dallas, without consolidating in Juarez or
El Paso. Motorola is a BASC member and they usually do not experience significant
delays crossing at El Paso.
Potential Routing Changes
Motorola would be interested in time savings using the new roadway and POE at
Ojinaga; however, at some point in 2004, the plant will be under new management with
Taiwanese ownership (Foxcom) and this project would be analyzed then.
Jabil Circuit
Jabil manufactures circuit boards for various electronic manufacturers like Hewlett
Packard, Johnson Controls, and Adtran.
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Jabil consolidates imports at their own warehouse in El Paso and from there, six to eight
trucks per day are sent to Chihuahua City. Jabil has an internal customs broker that
prepares all import documentation in El Paso.
Jabil exports approximately 10 to 12 trucks daily to various locations in Michigan,
Virginia, Alabama, and Arizona. The majority of the trucks go to Arizona. Some urgent
shipments are transported by air to New York and other locations directly from
Chihuahua.
Terms of sale for Jabil are different from other manufacturers and maquiladoras, because
all final products are sold “ex-works,” and the buyer dictates transportation mode and
route, as well as other logistics services. The customers use customs brokers in El PasoJuarez.
Jabil has expansion plans for the near future, and currently operates 24 hours a day. Jabil
is a member of C-TPAT and BASC through the corporate headquarters in Florida.
Shipments are sent in the morning, with the last truck leaving no later than 4:00 pm, to be
able to cross the border in Juarez-El Paso the same day. Trucks leave the facility with all
the required export documentation.
Jabil does not anticipate any changes in the near future to their shipping volumes and
patterns.
The interviewee emphasized the importance of having customs brokers in place at the
POE in order to accommodate just-in-time-delivery.
Potential Routing Changes
There is a chance that the low volumes of trucks headed to points north and east could
use the Presidio-Ojinaga crossing; however, that would require action on the part of the
customers who set up logistics.
Solectron Global Services
Solectron repairs electronic products for various major manufacturers, such as INTEL.
The Chihuahua plant was recently expanded, incorporating activities that were previously
carried out at a Guadalajara plant.
Solectron imports the products to be repaired through Santa Teresa where they have a
consolidating warehouse. Approximately three trucks per day are sent from Santa Teresa
to Chihuahua. A customs broker in Juarez prepares the import and export
documentation, and another customs broker in Chihuahua City prepares air shipment
documentation.
Exports are transported from the Chihuahua plant to Texas (Austin), Tennessee, and
Kentucky. Approximately 40 percent of the export shipments go to Austin (via FedEx
Freight), and the plan is to increase that volume.
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Solectron uses the Santa Teresa Port of Entry (POE) because of the reduced border
crossing time (compared to other El Paso-Juarez area crossings) and the location of a
warehouse close to the POE facilities. The interviewee stated that there is a 70 percent
reduction in crossing time at Santa Teresa compared to the Zaragos Bridge, where it takes
at least 45 minutes to cross. If needed, air shipment could be sent to the El Paso airport
from Santa Teresa without delays. Solectron has initiated the BASC enrollment.
It was also stated that there is a difference between import and export permits, depending
on whether it is for servicing or manufacturing of products.
Potential Routing Changes
While it is currently not feasible to split their current shipping volume between El Paso
and Presidio, Solectron is open to new opportunities and is interested in learning more
about the La Entrada al Pacifico corridor. As the Chihuahua facility grows, the
Ojinaga/Presidio crossing may be more attractive. While a portion of Selectron’s
shipping could at some time travel only a short distance on the La Entrada al Pacifico
corridor, it shows the potential need for warehousing and customs brokers in
Ojinaga/Presidio.
Visteon
The Visteon corporation has selected three POEs for the U.S.–Mexico trade, located in
Laredo, El Paso, and Nogales, Arizona. The Laredo POE handles production from
Queretaro, Monterrey, and Nuevo Laredo. El Paso handles production from the Ciudad
Juarez and Chihuahua plants, and the Nogales POE handles production from Hermosillo.
Visteon manufactures auto parts and has six plants in Ciudad Juarez and one in
Chihuahua. The Chihuahua facility produces electronic and safety devices that are sent to
the El Paso warehouse where they are consolidated with the Juarez production. For
example, multiple companies will combine shipments to create one truckload to a Toyota
plant in California from El Paso.
Approximately 15 trucks per day are exported and five trucks imported to the Chihuahua
facility. Crossing time at the border is 30 to 40 minutes in the morning and 1 to 2 hours in
the afternoon. Visteon is a member of C-TPAT and BASC. Visteon is not fully using the
“fast lane” at El Paso due to just-in-time shipments that could not meet the “advance
electronic information submission” requirement (30 minutes). This scenario has to do
with declaring what time the shipment will arrive at the customs facility. Any variation
from that time will disqualify it from passing through the expedited customs facility.
Potential Routing Changes
Visteon is analyzing using rail transport for non-time sensitive movements because of
lower transportation costs. A boxcar could move the equivalent to 2.5 trucks and the cost
is approximately $2,500 from Mexico to the Detroit area. The proposed Ojinaga Presidio POE could be used for imports, if the conditions meet their time and cost
requirements.
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Director, Marketing Department - Chihuahua Industrial Development Secretariat
Mr. Correa knows about the La Entrada al Pacifico corridor and mentioned that in the rail
portion there is a missing link in the US section of the track. A bridge burned and it has
not being rebuilt. In the Chihuahua to Topolobampo section tunnels and bridges do not
allow for double stack movements. He will check on the maximum capacity with
FerroMex, who has the concession for that rail line.
He mentioned that Ojinaga/Presidio is missing customs brokers.
There is a plan to build a new international bridge in Fabens, however this would not
happen in the near future (2 years or more).
Mr. Ballina, who owns several industries in Chihuahua, is planning on building in-bound
facilities, starting with one in Zaragoza. The state government participated in this project
with land and other permits. There is also an in-bound facility planned for Ojinaga. This
would exist in a duty-free zone/free-trade zone where materials can wait or even be
assembled without paying taxes on them.
Mr. Correa provided us with a list of the maquilas in Chihuahua City and south. There
are approximately 85 maquilas in Chihuahua City. This number is down from 2001, but
has been increasing since. Numerous other maquilas exist in Delicias, Carmago, and
Jiminez, which are south of Chihuahua City and close enough to possibly send shipments
through Ojinaga/Presidio.
There are currently 17 new maquilas planned and 40 more potentially for Chihuahua City
and the area to the south.
Potential Routing Changes
Vitromex tile manufacturing is opening a new plant near the airport and might be very
interested in using the Presidio-Ojinaga POE.
The government of Chihuahua has developed several sites for hydroponics crops and they
are planning to export most of the production, potentially to Dallas and Houston. This
could be another potential user of the Ojinaga POE.
Transportes I. Soto D. e Hijos (Soto and Sons Transportation)
Transportes Soto has 34 trucks and trailers that are used mainly in the Chihuahua-Juarez
corridor. The company has analyzed the proposed corridor and the main problem that
they face is the unbalanced traffic between Chihuahua and Presidio. There is no source
of freight near the border, with the nearest potential source being in Fort Stockton. There
is some shipping through Ojinaga/Presidio to a Purina plant in Marfa.
In Mr. Soto’s opinion, shipments should begin passing through Ojinaga/Presidio first.
These shipments will attract other services, like customs brokers and storage facilities.
The issue for the corridor is how to get the logistics systems to work.
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Mr. Soto also mentioned that there are problems with inspections of Mexican trucks and
that Mexican U.S.
The company is a BASC member and is in the process of being C-TPAT certified. It has
the OP-2 certification from FHWA.
The advantages in time and distance savings that could be accomplished by using the
Chihuahua-Presidio new roadway are minimal for a long distance trip, as shown in the
following table.
Route
Chihuahua-El Paso-Detroit
Chihuahua-Presidio-Detroit
Savings

Distance (miles)
2,102
1,964
138 (6.5%)

Aprox. Driving time
38.2 hours
35.7 hours
2.5 hours (6.5%)

Based on this, Mr. Soto recommends the corridor focus on attracting freight that moves
between central Chihuahua and the Midland-Odessa area and probably as far as Dallas.
Such an effort should focus specifically on getting freight to move southbound into
Mexico. Additional southbound freight would help balance the movement of goods
through Ojinaga/Presidio and prevent deadhead trips back to Chihuahua City from the
border. As the distance a shipment travels from the POE increases, benefits of utilizing
an alternate POE are reduced.
According to Mr. Soto, Interceramic Tile actually tried moving products through
Ojinaga/Presidio (to Garland), but there was no balance of freight movement. However,
more recent investigations reveal that InterCeramic may be open to using the La Entrada
al Pacifico since previous concerns about road smoothness may no longer exist.
Judge Val Beard, Brewster County
According to Judge Beard, the Brewster County Commissioners Court has desired a
reliever route plan prior to the La Entrada al Pacifico Corridor becoming an issue. The
Alpine community has an economy and culture that “sells quality of life – it is based on
more than just tourism.”
Judge Beard indicated that there is a community desire to be more involved in
transportation decisions (specifically regarding truck routes) being made outside the
community that affect Alpine. She also stated that the community desires to be directly
involved in the public involvement process regarding a relief route and other corridor
issues.
Development is occurring outside of the Alpine city limits; therefore, timing may be an
important issue in determining an alignment for a relief route. There are issues related to
trucks traversing newly developing areas to bypass a low-clearance railroad overpass.
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This issue is one of the largest issues the Alpine community is currently facing – there is
a desire for that to be understood by other agencies involved in the process. The
community in general is concerned about truck traffic and there do not appear to be any
direct benefits to the Alpine community from the La Entrada al Pacifico Corridor. Judge
Beard stated that everyone in Alpine realizes that the trucks are coming – people just
want it to be planned for. Specifically, there are concerns that a relief route may do harm
to the downtown businesses. However, Judge Beard suggested that access management
techniques, including TxDOT owning the access rights, could be seen as helping preserve
downtown.
There is a US Clay plant proposed on US 90 east of town. Bentonite is mined in South
Brewster County and trucked into Alpine. The new plant will increase truck traffic, in
addition to any traffic generated by the La Entrada al Pacifico Corridor. There is a desire
to immediately address both issues – bentonite mines and La Entrada al Pacifico traffic.
Judge Agan, Presidio County Judge
Judge Agan stated that there are different issues in the northern and southern parts of the
county. He stated that there is a high unemployment in southern part of Presidio County
and people want jobs that could come from the La Entrada al Pacifico Corridor. This
community envisions jobs from warehousing and other corridor related industries. He
stated that Presidio County is ready to sponsor state grant application to build
warehousing facilities.
In the northern part of the county, there is concern about traffic through Marfa. The
northern Presidio County community does not anticipate any benefit from the corridor.
There is a desire for a relief route to keep truck traffic out of downtown Marfa. Judge
Agan suggested that planning and building a relief route around Marfa would be a fairly
easy undertaking. The Presidio County Commissioners Court has passed a resolution to
support relief route.
Originally there was an outcry from the community, based upon the feeling that the
Marfa community was not being included in discussions related to the corridor. Judge
Agan indicated that there is a strong desire within the community for direct inclusion in
the public involvement process. He also stated that there is some frustration in the
community now based on predictions from Mexico that there will soon be “hundreds of
trucks on the road soon,” but then nothing happens. According to Judge Agan, one of
the biggest questions in the Marfa community is “when will the trucks really come?”
The community wants to be kept apprised of progress related to the corridor, including
anticipated increases in truck volumes on the highways.
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APPENDIX B
TOPOGRAPHIC MAPS OF CORRIDOR
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The Economic Potential of the
"La Entrada al Pacifico" Route for Expanded
Trade in Texas and Western Mexico

Introduction
Transportation systems have long been the vital, life-sustaining arteries of commerce and
economic activity. From the trade routes of ancient civilizations to the space stations of
the future, accessibility has been and will continue to be a defining element for progress
and prosperity. Throughout history, great cities have developed around ports, navigable
waterways, and crossroads. Rivers, cattle trails, and railroads have been key factors in
shaping the economy at critical points in time. More recently, the interstate highway
system in the US and major airport developments have been notable catalysts for
expansion.
Even at the dawn of the Information Age, the concept of a "Superhighway" of bytes, data,
and electronic impulses conjures up images of the epitome of speed, access, and
efficiency.
Today, a strong transportation system remains an essential element of economic
competitiveness. While enhancements in communications technology are eliminating the
necessity for some travel, increasing globalization of business activity, international
sourcing of materials, and emerging inventory management techniques are heightening
the need for a sophisticated, multi- modal capability to efficiently move goods and people
around the world. As the world rapidly evolves to a more complex and integrated set of
transportation requirements, infrastructure investment becomes- a leading determinant of
future patterns of business activity.
This report provides a basic analysis of the potential economic benefits accruing to
Mexico from the development of the "La Entrada AI Pacifico" corridor linking the
Pacific port of Topolobampo with a proposed West Texas transportation corridor from
Presidio through the Odessa-Midland, Lubbock, and Amarillo Metropolitan Statistical
Areas (MSAs). This corridor would provide accessibility to major east-west routes in the
US, thus enhancing the ability of goods produced in western Mexico to reach major
eastern and northern markets. La Entrada would also improve the competitive position of
both Mexico and Texas by capturing a substantial share of expanding trade with Asia.
Summary results will be presented for both Texas and Mexico.
Much of the information in this summary assessment is obtained from a prior study by
The Perryman Group (TPG) which focused on the impacts of the trade corridor in Texas.
The current analysis extends the findings to Mexico. The data for the US segment of the
study were obtained from the US Department of Commerce (Bureau of the Census and
Bureau of Economic
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Analysis) and the US Department of labor (Bureau of labor Statistics). The corresponding
information for Mexico is obtained from the US Department of Commerce; the
Massachusetts Institute for Social and Economic Research (MISER); FOA.Consultores (a
private consulting firm with the requisite databases on Mexico); the National Institute of
Statistics, Geography, and Data Processing- in Mexico; The Bank of Mexico; and several
governmental databases from both countries.
The source materials are translated into appropriate categories for analysis which are
consistent with the US Multi-Regional Impact Assessment System (MRIAS) developed
by The Perryman Group and the Input-Output Model of the United States developed by
the US Department of Commerce. The programs to accomplish these conversions were
developed by The Perryman Group and have been used over the past two decades in
studies involving detailed production data from around the globe. Adjustments to the
models were made as appropriate to reflect wage differentials and other structural
differences associated with production in Mexico.
The methodology essentially involves matching the export potential along the corridor
with the import needs of other regions. Such an approach may be used to yield an
estimate of the maximum level of achievable trade. Once this magnitude is established, it
is possible to define reasonable "value capture” scenarios to project the gains that may be
anticipated as a result of enhanced infrastructure. The overall benefits of the increased
activity can then be assessed via input-output analysis.
In constructing the trade analysis, three alternative time periods are established. Initially,
a 1995 base year calculation is provided. This analysis gives the current potential effects
of trade within the various corridors. A second set of calculations relates to trade volumes
anticipated in 2005, a plausible date for the opening of substantial portions of an
enhanced corridor. The final set of computations is performed for the year 2020, the time
when the projected trade patterns are fully matured and the ultimate effects of the
enhanced infrastructure can be meaningfully evaluated. Forecast values are obtained from
the models maintained by The Perryman Group as well as reliable sources within
Mexico. All values are given in 1995 US Dollars to eliminate the effects of inflation and
currency fluctuations. A summary of key results is presently offered.

Maximum Trade Potential Between Texas and Mexico Associated with the La
Entrada AI Pacifico Corridor
The export potential to Mexico along the route from Amarillo to Interstate 10 through
Midland-Odessa is presently estimated to be $4.689 billion. The capability to provide
support services to facilitate trade is currently estimated at
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$4.440 billion. The corresponding export potential for Mexico is approximately $10.519
billion, with related service activity of $5.681 billion. The economic impacts on Texas
which could be achieved from full realization of this current potential trade with Mexico
are
•

$14.384 billion in annual Total Expenditures;

•

$6.306 billion in annual Gross Area Product;

•
•
•
•

$3.536 billion in annual Personal Income;
$2.683 billion in annual Wage and Salary Income;
$1.352 billion in annual Retail Sales; and
124,594 Permanent Jobs.

The corresponding benefits to Mexico under these conditions would be
•
•
•
•
•
•

$31.286 billion in annual Total Expenditures;
$2.717 billion in annual Gross Area Product;
$1.564 billion in annual Personal Income;
$1.213 billion in annual Wage and Salary Income;
$0.598 billion in annual Retail Sales
280,625 Permanent Jobs

The linkage of the relative needs and capabilities of the proposed Texas ~rridor and
Mexico is obviously quite substantial. Note that much of the production activity in
Mexico involves the assembly of components which are manufactured elsewhere. Thus,
the underlying relationships among Expenditures, Gross Product, Income, Wages, Sales,
and Employment are quite different from those typically observed in the US.
Assuming that the various aspects of the NAFT A initiative move forward and the growth
stimulus associated with expanding trade opportunities is attained, exports to Mexico
from this corridor would have a potential value of $7.171 billion by 2005. The support
service base for exports would be $6.434 billion, and import potential from Mexico (sales
of Mexican products facilitated by the route) would be $14.708 billion. The related
service potential from Mexico total $8.349 billion. Under these conditions, the maximum
effects of trade along the La Entrada route on business activity in Texas are provided
below:
•

$21.961 billion in annual Total Expenditures;

•

$9.501 billion in annual Gross Area Product;

•
•

$5.311 billion in annual Personal Income;
$4.025 billion in annual Wage and Salary Income;
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•

$2.032 billion in annual Retail Sales; and

•

187,146 Permanent Jobs.

With regard to .Mexico, the maximum overall benefit would be
•

$43.912 billion in annual Total Expenditures;

•

$3.810 billion in annual Gross Area Product;

•

$2.191 billion in annual Personal Income;

•

$1.699 billion in annual Wage and Salary Income;

•

$0.838 billion in annual Retail Sales; and

•

391,398 Permanent Jobs.

When the projections in this' analysis are carried forward to 2020, the export potential
rises to $11.387 billion; the related capability to provide distribution, business, and
transportation services is $11.012 billion. The projected economic impact at the project's
maturity is
•

$34.281 billion in annual Total Expenditures;

•

$14.731 billion in annual Gross Area Product;

•

$8.227 billion in annual Personal Income;

•

$6.281 billion in annual Wage and Salary Income;

•

$3.149 billion in annual Retail Sales; and

•

289,025 Permanent Jobs.

Mexico's exports along this corridor could achieve a maximum level of $22.506 billion at
project maturity, with collateral services of $14.781 billion. The resulting aggregate gains
which could conceivably flow to Mexico would rise to
•

$67.334 billion in annual Total Expenditures;

•

$5.859 billion in annual Gross Area Product;

•

$3.379 billion in annual Personal Income;

•

$2.624 billion in annual Wage and Salary Income;

•

$1.293 billion in annual Retail Sales; and

•

601,755 Permanent Jobs.

Note that these benefits are in addition to those which would come from enhanced
domestic trade in both Texas and Mexico as a result of the infrastructure improvements.
With regard to Texas, trade potential along the corridor from Amarillo through Lubbock
and Midland-Odessa is expected to total
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$11.241 billion by 2020. The maximum economic impact of this expanded activity is
projected at
•

$33.467 billion in annual Total Expenditures;

•

$14.546 billion in annual Gross Area Product;

•

$8.099 billion in annual Personal Income;

•

$6.131 billion in annual Wage and Salary Income;

•

$3.105 billion in annual Retail Sales; and

•

283,009 Permanent Jobs.

The analogous domestic trade potential in Mexico would, by 2020, total $13.767 billion.
The resulting possible gains in economic activity are estimated to be
•

$39.472 billion in annual Total Expenditures;

•

$3.538 billion in annual Gross Area Product;

•

$2.079 billion in annual Personal Income;

•

$1.641 billion in annual Wage and Salary Income;

•

$0.792 billion in annual Retail Sales; and

•

371,226 Permanent Jobs.

It is thus obvious that there is an enormous amount of potential business activity that
could be facilitated by the infrastructure investments needed to bring La Entrada al
Pacifico to fruition. An overview of the impacts which could reasonably be anticipated
for the development of this corridor is presently offered.
The Anticipated Benefits of La Entrada AI Pacifico to Texas and Mexico
The rather extensive analysis summarized above indicates that the potential trade which
would be enhanced by the extended freeway corridor is notable on both the domestic and
international fronts. In both instances, the economic opportunities are substantial and
would be greatly facilitated by the catalyst of improved infrastructure. To provide an
evaluation of the likely benefits of developing the La Entrada corridor, it is assumed (1)
the overall benefits of NAFTA (as adjusted for the peso devaluation) will be achieved
over the next 25 years; (2) the enhanced infrastructure would result in a 10% increment in
the value capture of potential trade along the domestic routes in Texas and Western
Mexican states; and (3) the enhanced infrastructure would also result in a 10% gain in the
value capture of trade between Texas and Mexico. Under this rather conservative set of
postulates, it is determined that
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the impact of constructing the freeway corridor on the Texas economy, by its maturity in
2020, would be
•

$6.775 billion in annual Total Expenditures;

•

$2.928 billion in annual Gross Area Product;

•

$1.633 billion in annual Personal Income;

•

$1.241 billion in annual Wage and Salary Income;

•

$0.626 billion in annual Retail Sales; and

•

57,203 Permanent Jobs.

The stimulus to traffic would be 90,269 yearly trips. The overall gains to Mexico from
the La Entrada corridor are found to be
•

$10.681 billion in annual Total Expenditures;

•

$0.940 billion in annual Gross Area Product;

•

$0.546 billion in annual Personal Income;

•

$0.427 billion in annual Wage and Salary Income;

•

$0.209 billion in annual Retail Sales; and

•

97,298 Permanent Jobs.

This activity would stimulate about 147,307 truck trips per annum.
Because it connects with Mexico at Presidio and passes through the industrial area of
Chihuahua, the proposed route opens the potential for substantial trade and distribution
activity that is currently bypassing Texas due to the absence of effective transportation
corridors. At this point, virtually all production from this region comes into the United
States through EI Paso but brings its greatest benefits to more western states.
The Mexican states that would benefit most from the existence of La Entrada al Pacifico
are Chihuahua, Coahuila, Durango, and Sinaloa. These states are presently responsible
for about 22% of Mexican exports to the US and about 10% of imports. Other western
states in Mexico, such as Sonora, are more likely to continue to export primarily through
the western.US (New Mexico and Arizona). The ultimate connections proposed in the La
Entrada corridor, which will stretch from the port city Topolobampo in Sinaloa through
Chihuahua and enter the US at Presidio, would then follow the proposed Midland-Odessa
route, connecting to Interstate Highway 20 and Interstate Highway 40 while providing
access to major markets for goods produced in Mexico. Thus, the proposed north-south
route in Texas would become an integral part of a major east-west trading lane that would
connect the production of western Mexico with its primary potential market areas in the
eastern United States.
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Simultaneously, once the entire system is completed in both countries,
the connection of the port in Topolobampo with a major east-west trading lane would
encourage additional import and export activity from Asia to pass through the port; thus,
the capacity of both Texas and Mexico to capture a larger share of this activity would be
enhanced. At present, Texas has numerous major trading partners in Asia, but the state
exports far less on a proportional basis than its aggregate production would indicate. In
other words, Texas presently has a relatively low “market share" of US exports to major
Asian countries. The same phenomenon is observed with regard to trade between Mexico
and Asia. A western Pacific port with viable linkages to major markets could offer a
competitive alternative to the Los Angeles-Long Beach area.
The export potential of the Midland-Odessa route relative to the pertinent segment of
western Mexico is, at the present time, approximately $1.593 billion. The capability for
support activities is $1.308 billion. The potential imports from Western Mexico along the
proposed route are $8.736 billion, with an additional $5.681 in support activity. The
overall economic impact on Texas at the present time if the trade were maximized would
be •
•

$4.856 billion in annual total Expenditures;
$2.256 billion in annual Gross Area Product;

•

$1.330 billion in annual Personal Income;

•

$1.048 billion in annual Wage and Salary Income;

•

$0.568 billion in annual Retail Sales; and

•

46,544 Permanent Jobs.

The aggregate potential benefits to the relevant states in western Mexico are
•

$16.668 billion in annual Total Expenditures;

•

$1.498 billion in annual Gross Area Product;

•

$0.886 billion in annual Personal Income;

•

$0.698 billion in annual Wage and Salary Income;

•

$0.338 billion in annual Retail Sales; and

•

160,181 Permanent Jobs.

At about the year 2005, it is projected that the expanded trade would yield (1) $2.698
billion in potential exports from the west Texas area, (2) $2.956 billion in support
services from Texas for trade, (3) $8.830 billion in potential imports from western
Mexico to the US that would traverse the corridor, and (4) $8.349 billion in related
services from the Mexican states. The total contributions of the expanded trade to the
economy of Texas are forecast to be
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•

$8.196 billion in annual Total Expenditures;

•

$3.775 billion in annual Gross Area Product;

•

$2.209 billion in annual Personal Income;

•

$1.737 billion in annual Wage and Salary Income;

•

$0.844 billion in annual Retail Sales; and

•

76,610 Permanent Jobs.

The corresponding maximum benefits to western Mexico would be
•

$25.817 billion in annual Total Expenditures;

•

$2.282 billion in annual Gross Area Product;

•

$1.343 billion in annual Personal Income;

•

$1.056 billion in annual Wage and Salary Income;

•

$0.512 billion in annual Retail Sales; and

•

241,123 Permanent Jobs.

This analysis assumes that projected benefits for NAFT A are achieved.
In extending this analysis to 2020, it is projected that the volume of potential trade
flowing from the Midland-Odessa route to western Mexico would be $4.125 billion.
Support service capabilities would be $5.347 billion, and imports from Western Mexico
available from possible transportation over the route would be $13.946 billion. The
support service potential for the four Mexican states would be $14.782 billion. The upper
bound of the economic impact in Texas under these conditions is
•

$12.516 billion in annual Total Expenditures;

•

$5.805 billion in annual Gross Area Product;

•

$3.412 billion in annual Personal Income;

•

$2.692 billion in annual Wage and Salary Income;

•

$1.303 billion in annual Retail Sales; and

•

118,253 Permanent Jobs.

The potential increases in activity for the western segments of Mexico include
•

$39.985 billion in annual Total Expenditures;

•

$3.584 billion in annual Gross Area Product;

•
•

$2.106 billion in annual Personal Income;
$1.663 billion in annual Wage and Salary Income;
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•
•

$0.803 billion in annual Retail Sales; and
376.048 Permanent Jobs.

Note that much of the value capture that could be achieved from this segment would be
incremental to that discussed in the preceding section, as there is presently not a viable
access point to encourage this activity to flow between Texas and western Mexico.
Assuming the achievement of a 10% value capture of this activity, the incremental
benefits by 2020 to the Texas economy (assuming the full achievement of NAFT A
objectives) would be
•

$1.252 billion in annual Total Expenditures;

•

$0.581 billion in annual Gross Area Product;

•

$0.341 billion in annual Personal Income;

•

$0.269 billion in annual Wage and Salary Income;

•

$0.130 billion in annual Retail Sales; and

•

11,825 Permanent Jobs.

Analogously, western Mexico would see impacts of
•

$3.947 billion in annual Total Expenditures;

•

$0.353 billion in annual Gross Area Product;

•

$0.207 billion in annual Personal Income;

•

$0.164 billion in annual Wage and Salary Income;

•

$0.079 billion in annual Retail Sales; and

•

37,123 Permanent Jobs.

This level of activity and associated inputs would support a supplemental volume of
approximately 69,278 truck trips per year along the La Entrada route.
Anticipated Impact of Expanded Trade with Major Asian Nations
As a further illustration of the potential of "La Entrada al Pacifico," trade patterns are
evaluated with several leading Asian trading partners of the United States and Mexico.
These countries include Japan, Taiwan, South Korea, China, Hong Kong, and Singapore.
Texas already has substantial export relationships with each of these nations but is
lagging behind other large states in reaching its full export potential. Mexico also lags
well behind the market share that could be achieved through the availability of a viable,
competitive Pacific port facility. If the availability of an alternative port of entry with
easy
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access to primary eastern markets resulted in (1) a 2.0% diversion of export traffic to
Asia and import traffic from Asia through this route and (2) a gain of even one
percentage point in the market share that Texas and Mexico achieves of export
production activity in relation to these six countries, the overall effects would be
substantial.
At the present time, an increase of one percentage point in the market share of Texas
relative to US exports to these major Asian trading partners would result in aggregate
economic benefits of
•

$3.770 billion in annual Total Expenditures;

•

$1.728 billion in annual Gross Area Product;

•

$0.994 billion in annual Personal Income;

•

$0.775 billion in annual Wage and Salary Income;

•

$0.382 billion in annual Retail Sales; and

•

33,290 Permanent Jobs.

The achievement of this gain, along with the increased port traffic, would generate
164,551 additional yearly trips along the route if La Entrada were a reality today.
If Mexico were to experience comparable gains in trade volumes with Asian nations, the
increases in economic activity are estimated at
•

$11.825 billion in annual Total Expenditures;

•

$1.074 billion in annual Gross Area Product;

•

$0.618 billion in annual Personal Income;

•

$0.481 billion in annual Wage and Salary Income;

•

$0.237 billion in annual Retail Sales; and

•

104,949 Permanent Jobs.

This activity would generate an additional 581,756 daily trips along the corridor.
By 2005, the completion date of the proposed freeway extension, the contribution to state
business activity would rise to
•

$8.494 billion in annual Total Expenditures;

•

$3.878 billion in annual Gross Area Product;

•

$2.224 billion in annual Personal Income;
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•

$1.732 billion in annual Wage and Salary Income;

•

$0.849 billion in annual Retail Sales; and

•

74,006 Permanent Jobs.

The corresponding stimulus to activity in Mexico would likely be
•

$.26.778 billion in annual Total Expenditures;

•

$2.409 billion in annual Gross Area Product;

•

1.382 billion in annual Personal Income;

•

$1.076 billion In annual Wage and Salary Income;

•

$0.531 billion in annual Retail Sales; and

•

233,308 Permanent Jobs.

Additional annual trips under these conditions would, be 1,539,526.
By 2020, when the corridor would be fully mature and the remainder of La Entrada
would likely be completed, the overall impacts on the Texas economy
would be
•

$12.309 billion in annual Total Expenditures;

•

$5.655 billion in annual Gross Area Product;

•

$3.275 billion in annual Personal Income;

•

$2.565 billion in annual Wage and Salary Income;

•

$1.258 billion in annual Retail Sales; and

•

109,468 Permanent Jobs.

The comparable effects of this improved accessibility on business activity in western
Mexico would encompass
•

$38.806 billion in annual Total Expenditures;

•

$3.513 billion in annual Gross Area Product;

•

$2.035 billion in annual Personal Income;

•

$1.594 billion in annual Wage and Salary Income;

•

$0.782 billion in annual Retail Sales; and

•

345,103 Permanent Jobs.
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At this point, the additional yearly trips would be 2,231,062. Thus, even under very
conservative conditions, the true ultimate potential of the proposed major new trade
corridor becomes readily apparent.
Synopsis
"La Entrada al Pacifico" is a visionary initiative which can only be realistically evaluated
within the framework of significant investments made at critical points in history. With
(1) the increasing international nature of production and distribution processes; (2) the
trend toward global reductions in trade barriers; (3) the prospects for explosive growth in
trade with Japan, China, and other Asian countries; and (4) the continuing emergence of
Mexico, it would be wholly inappropriate to examine this corridor solely in terms of the
traditional analysis of existing traffic volumes with modest inducements. Viewed in the
context of the evolving world economy, "La Entrada al Pacifico" offers a unique
opportunity to "seize the moment" and, in so doing, positively impact the prospects for all
the moments to come.
Respectfully submitted,

The M. Ray Perryman, Ph.D., President
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The following Bibliography is divided into three categories of subject relevancy :
1. Transport, Freight Trades
2. Community Assessment
3. Environmental
1.
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Forecast. Prepared for the United States Department of Transportation Office of
Freight Management and Operations. April, 2002.
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Cambridge Systematics, Inc. with Leeper, Cambridge, and Campbell Sydec Inc.
Characteristics and Changes in Freight Transportation Demand: A Guidebook for
Planners and Policy Analysts: Phase II Report. Prepared for the National
Cooperative Highway Research Program Project 8-30. June 19, 1995.
This guidebook is intended to assist transportation planners and others in
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changes in demand for freight transportation are a potentiality significant issue.
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Dickenson, R. W. and J. Guzman. An Investigation into the Relationship Between
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Drug Enforcement Administration Congressional Testimony. Statement of Sandalio
Gonzalez Special Agent in Charge, El Paso Division, Drug Enforcement
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Government Reform Subcommittee on Criminal Justice, Drug Policy, and
Human Resources. April 15, 2003; cited January 12, 2004. 1 screen. Available at
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Handy, S. L. et al. Economic Effects of Highway Relief Routes on Small and MediumSize Communities: Literature Review and Identification of Issues. University of
Texas at Austin Center for Transportation Research. April 2000. Report No.:
FHWA/TX-00/0-1843-1.
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The purpose of this project is to provide TxDOT planners and engineers with
reliable information they can use to address the questions and concerns of local
residents and business leaders. This information will be based on experiences
with previous relief route projects, including a quantitative analysis of the
impacts of these routes on local economies, as well as in-depth case studies of the
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online]; cited February 2, 2004. Available at:
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This paper reports the results of a research study commissioned by the Texas
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truck axle loads undertaken at the Laredo and El Paso ports-of-entry. The WIM
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possibly be used to aid enforcement of size and weight regulations when the next
phase of the North American Free Trade Agreement is implemented
Hickey, Kathleen. “Images; U.S. government tests cargo screening technology at
Mexico-Texas border.” In Journal of Commerce, Inc. [database online]. Traffic
World, August 18, 2003; cited January 28, 2004. 1 screen. Available from
LexisNexis: http://web.lexis-nexis.com.
Hunt, Harold D. “Gateway to the Pacific: La Entrada al Pacifico.” Transportation. A
Reprint from Tierra Grande. Publication 1540. January 2002.
This brief article describes the scope of the project and potential development
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highway infrastructure south of the border.
Hunt, Harold D. “Gateway to the Pacific: La Entrada al Pacifico” [webpage]. Tierra
Grande 9, no. 1 (January 2002); cited January 8, 2004. Available at:
http://recenter.tamu.edu/tgrande/vol9-1/1540.html. Internet.
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March 29, 2004. Accessed March 29, 2004. Available at:
http://www.facilitycity.com/busfac/bf_03_10_cover.asp. Internet.
Kockelman, K. M., S. Srinivasan, and S. L. Handy. Economic Effects of Highway Relief
Routes on Small- and Medium-Size Communities. An Economic Analysis. The
University of Texas at Austin Center for Transportation Research. September
2000, Revised May 2001. Report No.: FHWA/TX-02/1843-2.
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This research report evaluated the impacts of relief routes on small- and mediumsize communities. One common concern was that the reduction in traffic through
town, which has positive benefits for quality of life, may also have negative
impacts on businesses in the community. This report describes the use of
econometric models to test this hypothesis. The models indicate both positive and
negative impacts of relief routes, although for small cities the impacts are mostly
negative. The magnitude of the shift in traffic to the relief route is the most
significant characteristic of the relief route in explaining these impacts. The
marginal influences of city demographics, location and traffic levels, and the
regional trends on the local economy were also identified.
Lau, Samuel W. Truck Travel Surveys: A Review of the Literature and State-of-the-Art.
California: Planning Section Metropolitan Transportation Commission. January
1995.
This paper presents the literature on conducting truck travel surveys in the U.S.
and abroad. It includes past experiences, as well as current practices in
conducting truck surveys. The primary purpose of this paper is to present
compiled information on truck surveys and truck travel demand forecasting
experiences to the Metropolitan Transportation Commission (MTC) to help
evaluate the need for new truck/freight planning tools. The paper reports
truck/freight survey experiences from Councils of Government (COGs),
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complex task. Mexican carriers will also have to address two separate market
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carriers have a significant labor cost advantage, which results in lower overall
costs.
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The goals of this report are to identify the strategic freight corridors (SFC) in the
state of Texas. Freight corridors can be defined for various modes of
transportation. For this project, however, only the truck mode was evaluated. A
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the purpose of data collection, the county was used as the analysis region. The
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