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SUMMARY

S.1 PROPOSED ACTION

The proposed action would provide High-Speed Rail (HSR) passenger service between Chicago and St. Louis,
operating at top speeds of 110 mph (180 kph) through most of the project area, except for a 29-kilometer
(18-mile) segment between Lincoln and Springfield where 125 mph (200 kph) would be achieved.  Service
would consist of eight round trips per day on two-hour headways, with one-way end-to-end travel times of
approximately 3.5 hours.

Existing track would be utilized for the proposed action throughout most of the project area.  Between
Chicago and Dwight, three alternative alignments are evaluated.  One of the alignments — the Illinois
Central/Union Pacific — is the current Amtrak route. Another utilizes Illinois Central mainline and Norfolk
Southern (formerly Conrail) track via Kankakee to provide a better route of entry into Chicago and would
provide access to the proposed South Suburban Airport site in Peotone.  This alignment is referred to as the
Norfolk Southern alignment.  The third alignment, referred to as the Rock Island District alignment, utilizes
Metra Rock Island District track between Chicago and Joliet and Union Pacific track between Joliet and
Dwight.  South of Dwight, one alternative alignment is evaluated.  The alignment matches the existing Amtrak
route between Dwight and Granite City. South of Granite City and into St. Louis, the proposed alignment
would operate on existing track, but on a different route than the one currently used by Amtrak.  For
identification purposes, the Chicago to Dwight alternative alignment names are used to represent an entire
alignment between Chicago and St. Louis.  When Chicago - St. Louis alignments are referred to, the following
names are used: Illinois Central/Union Pacific (IC/UP), Norfolk Southern (NS), and Rock Island District
(RID).  Figure S-1 shows these three Chicago - St. Louis alignments and provides some of the characteristics
of each.

All HSR trains would stop at stations in Chicago, Bloomington/Normal, Springfield, Alton, and St. Louis. 
Between Chicago and Dwight, service on the IC/UP and Rock Island District alignments would stop in Joliet;
service on the Norfolk Southern alignment would stop in Kankakee, and Peotone if the South Suburban
Airport were constructed.  New stations would be required in Joliet with the Rock Island District alignment
and in Kankakee and Peotone with the Norfolk Southern alignment.  Potential limited skip-stop service may
also be provided at most of the other Amtrak stations in the project area.

In addition to potentially adding new stations, provision of HSR service would require construction of 20 to
42 kilometers (12 to 26 miles) of double track; 40 to 43 kilometers (25 to 27 miles) of freight siding; three to
five grade-separated highway-railroad grade crossings; and 24 to 28 kilometers (15 to 17 miles) of service
roads.

The Federal Highway Administration (FHWA) and the Federal Railroad Administration (FRA) are joint lead
agencies for preparation of the documentation required by the National Environmental Policy
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Act (NEPA) of 1969 and related statutes.  The responsibility for direct oversight of the environmental studies
and preparation of appropriate documentation was undertaken by FHWA’s Illinois Division, acting on behalf
of FHWA and FRA.  The FHWA has determined that the utilization of federal funds for this project will
constitute a "major Federal action" according to NEPA.  As such, this document has been prepared pursuant
to 23 CFR Part 771 (Environmental Impact and Related Procedures).

S.2 ALTERNATIVES CONSIDERED

The alternatives selected for evaluation in this Draft Environmental Impact Statement (DEIS) are: 1) the No-
Build alternative consisting of the continuation of existing Amtrak service in the project area, and 2) the High-
Speed Rail alternative.  As part of the HSR alternative, different alignments, double track and freight sidings,
grade crossing treatments, stations, and equipment options were evaluated.

S.2.1 No-Build Alternative

The No-Build alternative is a continuation of existing Amtrak service.  Passenger service will operate on the
current Chicago - St. Louis Amtrak route between Union Station in Chicago and the Amtrak Station in St.
Louis.  Service between Chicago and St. Louis will consist of three daily round trips with scheduled one-way
trip times of between five hours and 30 minutes and five hours and 45 minutes.  No changes in station stops,
equipment, or grade crossing treatments will occur with this alternative. Additionally, only regular
maintenance and rehabilitation will occur in the project area.  No new construction or additional right-of-way
will be required.

This alternative will not meet the purpose and need of the project since it will not enhance the passenger
transportation network in the Chicago - St. Louis corridor.

S.2.2 High-Speed Rail Alternative

High-Speed Rail passenger service is evaluated as an alternative to current Amtrak service that will address the
existing rail passenger service problems in the corridor and that will serve as a more viable alternative to
intercity automobile, air, and bus travel between Chicago and St. Louis. This alternative, as described in
Section S.1, will help provide a more balanced use of the passenger transportation network in the corridor,
resulting in benefits to the human environment.  These benefits to the human environment include reductions
in volatile organic compound and carbon monoxide emissions and energy consumption associated with
intercity travel in the Chicago - St. Louis HSR corridor.

S.3 ALTERNATIVES CONSIDERED AND DISMISSED

High-Speed Rail alternatives providing 140 mph (225 kph) electric and 90 mph (145 kph) diesel service were
evaluated and found not to be prudent.  Added revenues associated with shorter travel times provided by the
140 mph (225 kph) service would not be sufficient to support the additional costs of an electrified system.
The 90 mph (145 kph) service was dismissed from consideration because it was concluded that systems with
maximum operating speeds of less than 110 mph (180 kph) would require capital costs similar to a 110 to 125
mph (180 to 200 kph) system, while providing a much smaller service improvement.



Chicago - St. Louis High-Speed Rail Project Summary
Draft Environmental Impact Statement S-4

S.4 SUMMARY OF IMPACTS

The following is a summary of the impacts associated with the No-Build and High-Speed Rail alternatives.  A
more detailed description of the alternative impacts evaluated and proposed mitigation is provided in Section 5.
 Figures S-2A through S-2C depict the environmental constraints identified in the HSR project area.  A
summary of the impacts identified for the HSR alternative alignments is presented in Table S-1.

S.4.1 Land Use and Farmland

The No-Build alternative will not require any additional right-of-way.  Of the HSR alternative alignments, the
Norfolk Southern alignment will require the most additional right-of-way — 63 hectares (156 acres).  Of this
land, 54 hectares (134 acres) have been classified as prime farmland.  In contrast, the Rock Island District
alignment will require the least amount of additional right-of-way of the alternative alignments — 39 hectares
(97 acres).  Thirty-two hectares (79 acres) of this total have been classified as prime farmland.

S.4.2 Displacements

No displacements will occur with the No-Build alternative.  Displacements associated with the HSR alternative
range from one, with the Rock Island District alignment, to 14, with the IC/UP alignment. Eleven of the
structures that will be displaced by the IC/UP alignment are residences.  This alignment will also displace one
business, a church, and one commercial outbuilding.  The Norfolk Southern alignment will displace 10
structures — three residences, one business, and six outbuildings.

S.4.3 Employment

The No-Build alternative is not expected to have an impact on employment in the corridor. Implementation of
the HSR alternative, however, will result in new jobs from construction and operation.  Annual construction
employment is projected to range from 1,780 to 3,240 employees depending on the alternative alignment and
the year of construction.  Employment increases associated with HSR operation are projected to be over 800
employees in the first year of operation.

S.4.4 Water Resources

Under the No-Build alternative there will be no direct impacts that will degrade water quality or aquatic habitat.
Short-term impacts to water quality and aquatic biota could occur with the Build alternatives. Between 46 and
61 streams and small tributaries could be affected.  Long-term maintenance will be similar to the No-Build. 
Of all HSR alternative alignments, the Rock Island District alignment will have the least impact on water
resources.

S.4.5 Wetlands

With the No-Build alternative no wetland habitat will be lost.  The HSR alternative alignments will require the
loss of from 5.01 to 5.97 hectares (12.38 to 14.74 acres) of wetland.  The build alternative
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High-Speed Rail Alternative Alignment

IC/UP Norfolk Southern Rock Island District

Right-of-Way Acquisition - Hectares (Acres)

Direct Conversion 49 (121) 63 (156) 39 (97)

Agricultural 31 (76) 47 (115) 31 (76)

Prime Farmland 32 (79) 54 (134) 32 (79)

Displacements (Number)  

Residential

Commercial

Institutional

Other Structures

Noise Impacts (Number of Receptors)

Stream and Tributary Crossings (Number)

Wetland Impacts - Hectares (Acres)

Impacts 6 (15) 6 (14) 5 (12)

Mitigation Required 25 (62) 8 (20) 22 (53)

Natural Resource Impacts - Hectares (Acres)

All Upland Vegetation 95 (234) 119 (293) 84 (207)

Native Vegetation (All) 2 (4) 7 (18) 2 (4)

Native Vegetation (Grade C+ or higher) 1 (2) 6 (14) 1 (2)

Floodplains (Projects with floodplain crossings)

Cultural Resources (Number)

Above-ground Resources

Archaeological Resources

Forest Preserves and Parks (Number)

Undetermined Waste Sites (Number)

Highway-Railroad At-Grade Crossings (Number)

Existing

Proposed for Closure - Pedestrian

Proposed for Closure - Vehicular

Railroad-Railroad At-Grade Crossings (Number)

Note:  Impacts listed are for the alignments in their entirety between Chicago and St. Louis.

Table S-1

IMPACT SUMMARY FOR HIGH-SPEED RAIL ALTERNATIVE ALIGNMENTS
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with the least wetland loss will be the Rock Island District alignment. Wetland impacts will be mitigated
through a wetland mitigation plan approved by the Illinois Department of Natural Resources.

S.4.6 Natural Resources

There will be no removal of upland vegetation with the No-Build alternative.  From 84 to 119 hectares (207 to
293 acres) of upland vegetation will be removed by the HSR alternative alignments.  From 78 to 80 percent of
this will be agricultural land, pasture, developed land or forbland.  Of the alternative alignments, the Rock
Island District alignment will have the least impact on all upland vegetation.

Under the No-Build Alternative there will be no direct removal of native vegetation.  The IC/UP and the Rock
Island District alignments will require the loss of 1.59 hectares (3.93 acres) of native vegetation.  The Norfolk
Southern alignment will result in the loss of 7.46 hectares (18.42 acres). Unavoidable impacts to native
communities will be mitigated through a prairie mitigation plan.

No direct loss of wildlife habitat will occur due to the No-Build alternative.  The alternative alignment with the
least impact on all habitat types will be the Rock Island District alignment. The IC/UP alignment will require
the greatest loss of upland forest.  The Norfolk Southern alignment will have the greatest impact on all habitat
types with the exception of upland forest.

Under the No-Build alternative threatened and endangered species and their habitats will not be directly
affected. The IC/UP alignment may have potential impacts on the Federally endangered Hine’s emerald
dragonfly due to the increased frequency of trains and the likely increase in collisions with adult dragonflys
crossing the tracks near Lemont, Illinois.  The Rock Island District and Norfolk Southern alignments do not
pass through this area.

The IC/UP and Rock Island District alignments have the potential to adversely affect the state endangered
Eryngium stem borer, while all alternative alignments have the potential to impact the state threatened red-
veined leaf hopper and the Federally endangered Indiana bat.

All HSR alternative alignments will require the removal of wetland and prairie habitats within and adjacent to
the existing right-of-way.  Some of these are high quality areas providing potential habitat for protected
species. However, only the little green sedge, a state endangered plant, was found during field surveys.

Coordination has been conducted with the U.S. Fish and Wildlife Service and the Illinois Department of
Natural Resources regarding the potential for the project to affect Federal or state threatened or endangered
species.  This coordination and consultation will continue in order to assure that appropriate mitigation
measures are incorporated into the project so that impacts to protected plant and animal species are minimized
or avoided.

S.4.7 Floodplains

Under the No-Build alternative, no impacts to floodplains will occur.  Four to six construction projects
associated with the High-Speed Rail alternative will occur in areas where 100-year floodplains have been
identified.
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S.4.8 Cultural Resources

No impacts to archaeological resources were identified under the No-Build or HSR alternatives.  No historic
above-ground resources will be displaced.  However, visual impacts to historic resources could occur under
the HSR alternative where grade crossing warning devices are installed, grade separations are constructed, or
fencing is added.  The State Historic Preservation Office (SHPO) has determined a no adverse effect finding
can be accomplished through compliance with the Secretary of the Interior’s Standards for the Treatment of
Historic Properties, Standards for Preservation, 1995.

S.4.9 Special Waste

No CERCLIS sites will be involved or impacted by this project.  Ten Preliminary Environmental Site
Assessments (PESAs) for special waste were conducted by the Illinois Department of Transportation, Bureau
of Railroads.  The assessments concluded that the HSR alternative alignments could involve other special
waste sites.  Further investigations should be conducted to determine risks and liabilities of the involvement
prior to land acquisition.

S.4.10 Grade Crossing Treatments

No changes to existing at-grade crossings are proposed for the No-Build alternative.  Between 310 and 350
existing at-grade crossings are located along the HSR alternative alignments.  Twenty-six to 29 percent of
these crossings (85 to 91 crossings) are proposed for closure.  However, 17 to 19 of these crossings service
pedestrian traffic only.

S.5 AREAS OF CONTROVERSY

One of the more prominent issues associated with the implementation of HSR service is related to the
proposed grade crossing treatments.  All of the at-grade crossings in the project area were reevaluated as part
of the preparation of this DEIS.  The recommendations developed and presented in this document supersede
those included in the Chicago - St. Louis HSR Study, Grade Crossing Safety Analysis prepared for the Illinois
Department of Transportation in 1993 and 1994.  Closure of at-grade crossings will disrupt local vehicular
operation and inconvenience frequent users.  While 26 to 29 percent of the crossings are proposed for
closure, these crossings accommodate less than three percent of the average daily traffic (ADT) crossing the
alternative alignments throughout the HSR corridor, and many of these crossings serve pedestrian use only.
As a result of the grade crossing analysis and review conducted for this project, no crossing is proposed for
closure that has an ADT over 2,210 vehicles.

Other areas of controversy include the increase of speeds through small towns where historic buildings or
districts are within close proximity to the track and the fencing of the right-of-way that is recommended for
most urbanized areas where there are at-grade crossings.  The Illinois Department of Transportation will
work with local communities on the detailed design of fencing, as well as crossing treatments, when and if a
HSR alternative alignment is selected.
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S.6 UNRESOLVED ISSUES WITH OTHER AGENCIES

Coordination with the SHPO will continue to determine compliance with the Secretary of the Interior’s
Standards for the Treatment of Historic Properties, Standards for Preservation, 1995, so that a determination
of no adverse effect can be accomplished.

Preliminary Environmental Site Assessments were conducted for ten sites in the project area to determine the
likelihood of construction occurring in areas where there is known hazardous or non-hazardous waste.
Additional testing may be warranted for the special waste locations investigated.  At least six months prior to
land acquisition the PESAs should be validated.  If right-of-way acquisition does not include the ownership or
operation of any aboveground or underground storage tanks or discarded waste and if construction grading
and excavation does not involve any of the documented or suspected sites, then no additional preliminary
testing for the project will be necessary.  If the stipulations can not be met after the scope of involvement has
been determined and after validation, then additional investigation could be required.  In either case, the project
will not be implemented until all risks and liabilities of involvement are known and are acceptable to the Illinois
Department of Transportation.

Additionally, there is a local air quality issue associated with the Norfolk Southern alignment at the proposed
northern terminus in Chicago.  The Chicago 1919 Lake Front Development Ordinance precludes operation of
fossil-fueled locomotives north of Roosevelt Road extended.  If HSR service is to be provided over the most
northerly 1.9 kilometers (1.2 miles) of the Norfolk Southern alignment, this issue must be addressed.  In the
past, dispensations have been given to allow non-electric powered railroad operations into the Randolph Street
station.  However, these dispensations have only been temporary.  Dual-powered locomotives could also be
considered as a mitigation action for operation into Randolph Street Station. If permanent access to the
Randolph Street Station is not available for HSR service, trains will be routed to Union Station as the Chicago
- Carbondale Amtrak route currently is.  This issue can not be resolved at this time.

S.7 PERMITS REQUIRED

There will be permit requirements for construction of the HSR alternative associated with the crossing and
filling of water resources and wetlands.  Section 404 permits will be needed from the U.S. Army Corps of
Engineers for wetlands where filling occurs.  In addition, a Section 401 water quality certification will have to
be obtained from the Illinois Environmental Protection Agency.

Permits from the Illinois Department of Natural Resources, Office of Water Resources, will be required for
construction activity in and around streams and floodplains.

It is anticipated that this project will result in the disturbance of two or more hectares (five or more acres) of
total land area.  Therefore, it will be subject to the requirement of a National Pollutant Discharge Elimination
System (NPDES) permit for stormwater discharges from the construction sites. Permit coverage for the
project will be obtained either under the Illinois Environmental Protection Agency General Permit for
Stormwater Discharges from Construction Site Activities (NPDES Permit No. ILR10) or under an individual
NPDES permit.

If endangered species are identified during project implementation, all activity in the immediate area would
cease.  Coordination with the U.S. Fish and Wildlife Service would be initiated as required by Section 7 of the
Endangered Species Act of 1973, and appropriate state or federal permits would be sought.
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To control local air pollution impacts, a permit may be required for portable bituminous and concrete plants
used in project construction.

S.8 TECHNICAL DOCUMENTS

A series of technical documents were produced to support the development of this document.  They are on
file with the Illinois Department of Transportation and can be reviewed upon request.  They cover the
following areas:

• Grade Crossing Treatments;
• Wetlands;
• Native Vegetation;
• Threatened and Endangered Species;
• Phase I Archaeological Research;
• Above-Ground Cultural Resources;
• Air Quality; and
• Noise and Vibration.

Additionally, documentation regarding the Special Waste Screening and the Preliminary Environmental Site
Assessments is on file with the Geologic and Waste Assessment Unit.
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Section 1
PURPOSE AND NEED

1.1 PURPOSE OF THE PROPOSED ACTION

1.1.1 Purpose

The primary purpose of this proposal is to enhance the passenger transportation network in the Chicago - St.
Louis corridor, resulting in a more balanced use of its components.  The existing network consists of
highway (automobile and bus), air and rail (Amtrak) travel.  Currently, 99 percent of the 35 million trips made
annually in the Chicago - St. Louis corridor are accomplished through automobile and air travel.  This
proposal is intended to result in more balanced use of the network by diverting trips made by automobile and
air.  A more balanced use of the network will also provide benefits to the human environment over the
existing network use.  As identified below, congressional initiative has focused this proposal on the study and
advancement of High-Speed Rail (HSR).

1.1.2 Intermodal Surface Transportation Efficiency Act - Section 1036

The Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA) established as policy that the United
States should develop a National Intermodal Transportation System which is economically efficient and
environmentally sound, provides the foundation for the Nation to compete in the global economy, and moves
people and goods in an energy efficient manner.  Provisions for high-speed ground transportation are set forth
in Section 1036 of this legislation and state that it is the policy of the United States to promote the
construction and commercialization of high-speed ground transportation systems.

As part of ISTEA, Congress authorized funds for a national high-speed ground transportation technology
demonstration program.  Congress provided funding to the Illinois Department of Transportation (IDOT) to
advance the proposed Chicago - St. Louis HSR project as part of an overall Federal effort to research and
develop high-speed ground transportation technologies in order to foster the implementation of high-speed
steel wheel on rail transportation systems as alternatives to existing transportation systems.

1.1.3 Project Description

This proposal involves the development, implementation and operation of HSR service in the approximately
450-kilometer (280-mile) Chicago - St. Louis corridor.  The project area and the alternative alignments
considered for HSR service are shown on Figure 1.1-1.

Currently, the metropolitan population in the Chicago - St. Louis corridor is 10.8 million.  Ninety-seven
percent of this population resides in the metropolitan areas of Chicago and St. Louis.  Ridership
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forecasts developed for high-speed rail service indicate that approximately 50 percent of future trips will
originate and terminate in Chicago and St. Louis, and that projected ridership is predominantly made up of
travelers residing within the corridor.

1.2 PROJECT HISTORY

Prior to the enactment of ISTEA, high-speed rail in the Chicago - St. Louis corridor was first studied in 1979.
 A system consisting of a 150 mile per hour (240 kilometer per hour), electrified, double tracked system was
evaluated.  It was estimated that implementation of this system would cost approximately $2.2 billion in 1994
dollars. At the end of the study, it was concluded that the potential cost of new alignment high-speed rail
service was unaffordable, and that efforts should be concentrated on improving existing passenger train
service instead of implementing high-speed rail using new alignments.

Over the past several years, IDOT has been vigorously pursuing the improvement of passenger train service
between Chicago and St. Louis.  These efforts have involved subsidizing Amtrak operations and investing
capital to upgrade Amtrak facilities.  Extensive rehabilitation of the track between Joliet and East St. Louis
was completed using $40 million in loans and grants provided by IDOT and additional loans from the Federal
Railroad Administration (FRA).  In all, approximately $10 million has been provided in federal loans and grants
for the track upgrade between Joliet and East St. Louis and construction of a new route between Granite City
and East St. Louis.  Additionally, approximately $4 million in Section 1010 funds from the FRA has been used
to test vehicle arresting barriers in the high-speed rail corridor.

In 1992 the Secretary of Transportation designated the Chicago - St. Louis line part of the "Chicago Hub
Network" high-speed rail corridor.  That same year IDOT developed a conceptual plan analyzing HSR service
between Chicago and St. Louis.  In 1992, IDOT, in cooperation with Amtrak, initiated a feasibility study of
high-speed rail passenger service in order to develop a realistic and achievable blueprint for implementation of
HSR service in the Chicago - St. Louis corridor.  During the feasibility study, different alignments were
evaluated using both diesel- and electric-powered trains at different ranges of speed.  At the completion of the
study in May 1994, it was concluded that 110 to 125 mile per hour (180 to 200 kilometer per hour) HSR
diesel-powered service operating primarily on existing rail lines would be viable from both a ridership and
financial perspective.  The findings were documented in the Chicago - St. Louis High Speed Rail Financial and
Implementation Plan (May 1994) and validated in the commercial feasibility study released by the FRA, High-
Speed Ground Transportation for America (August 1996).

As part of the Financial and Implementation Plan, estimates of ridership, revenue and cost were developed.  It
was estimated that implementation of HSR service would cost approximately $400 million.  Approximately
one-fifth of the costs would be required to improve safety conditions at existing highway-railroad at-grade
crossings.  With service consisting of eight daily round trips between Chicago and St. Louis at speeds of up
to 125 miles per hour (200 kilometers per hour), annual operation costs were estimated at $32 million.  Annual
ridership projections were approximately 1.3 million for the year 2010, which would produce approximately
$62 to $64 million in annual revenue. Cost and revenue estimates developed for the Financial and
Implementation Plan are in 1993 dollars.

While the Financial and Implementation Plan study was being conducted, the issue of a third regional airport
in the Chicago area materialized.  As a result of the site assessments conducted, Peotone was selected as the
preferred site for a south suburban airport.  An important element in the viability of a south suburban airport
will be its accessibility to the Chicago metropolitan area.  To serve this proposed airport, HSR service
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alternative alignments were analyzed that could connect Peotone to Chicago and to the Union Pacific line,
south of Joliet.  One of these alternative alignments is still under consideration and is evaluated in this Draft
Environmental Impact Statement (DEIS).  HSR serving the airport would stop north of Peotone and west of
the airport, where shuttle service would be provided between this HSR station and the airport terminal. 
Regardless of whether or not the third airport is constructed, this alternative alignment is considered viable
from a ridership perspective.  Intercity ridership estimates for this alignment, assuming no airport is
constructed, are similar to those on the other alignments.  Additionally, this alignment would impact fewer at-
grade crossings than the other alignments with only three grade crossings in the first 37 miles from Chicago
as opposed to the over 30 on the current Amtrak route to Joliet.

1.3 NEED FOR THE PROPOSED ACTION

According to the ridership estimates prepared in conjunction with the Financial and Implementation Plan, the
1991 mode split for annual person trips in the corridor is 95.5 percent for automobile, 3.1 percent for air, 1.1
percent for rail (Amtrak), and 0.3 percent for bus.  The person trip estimates updated for 1998 indicate a
similar split.  Over 90 percent of the over 35 million corridor trips have origins or destinations in either
Chicago or St. Louis. For there to be a more balanced transportation system in the corridor, trips must be
diverted from the predominant modes of automobile and air.  To achieve this, either a new transportation
mode must be introduced or improvements to an existing, less frequently used transportation mode must be
made. The conditions that will attract travelers from automobile and air travel to a new or improved mode of
transportation are reduced travel time, service reliability, and safety.  In addition to diverting travelers, the new
or improved mode, as part of the entire transportation network, must result in improvements to the human
environment relative to air pollution and energy consumption.  These improvements to the human environment
will be realized through the use of modern, state-of-the-art equipment and efficiency.

This proposal focuses on improving rail transportation by introducing HSR service to replace the existing
passenger rail service.

1.3.1  Reduced Travel Time and Improved Service Reliability

Reducing travel time and improving service reliability are of paramount importance to increasing the viability
of an improved mode of transportation.

The HSR service would reduce travel time between Chicago and St. Louis, resulting in travel times that are
shorter than can be achieved by automobile or bus.  Additionally, downtown-to-downtown travel times by rail
would be comparable to air service.

Reliability, relative to HSR, is a product of frequency of service, on-time performance, and accessibility.  The
HSR proposal advanced would have significant improvements in terms of frequency of service and on-time
performance over the existing Amtrak service and would also be more or as accessible as existing and future
proposed air service.  The HSR service would also not be subject to highway congestion near the Chicago
and St. Louis downtown areas or airports.

1.3.2 Safety

To divert travelers from automobile and air modes, potential HSR passengers must also believe use of the
service is safe, as well as faster and more reliable.  Safety pertains to passengers getting to and using the
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parking facilities at the HSR stations, walking through the stations to board the service, and traveling on the
HSR service.  Safety enhancements included as part of the HSR proposal advanced would result in
improvements to overall rail passenger safety when compared to existing rail service and the other modes of
travel.

1.3.3 Human Environment

Provision of a transportation network with a more balanced use of the different modes would result in
benefits to the human environment.  The HSR proposal would include modern, state-of-the-art rail equipment
that would result in an overall reduction in passenger transportation-related emissions in the corridor when air
quality is considered.  Emissions from existing rail service, with the exception of nitrogen oxides, are less than
either auto or air travel when compared on a passenger-kilometer (passenger-mile) basis.  As a result,
diversions of travel from these modes to HSR service would result in reduced volatile organic compound and
carbon monoxide emission levels in the corridor.

Additionally, implementation of the HSR proposal advanced would result in an overall reduction in energy
consumed by the alternative modes of travel in the corridor.  Existing rail passenger service in the corridor is
currently more efficient than air and automobile travel, in terms of energy consumption per passenger-
kilometer (passenger-mile), and the proposed HSR service would improve upon this efficiency.
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Section 2
AFFECTED ENVIRONMENT

This section describes the existing environmental conditions in the Chicago - St. Louis High-Speed Rail (HSR)
project area.  The communities and counties in the HSR project area are identified in Figure 1.1-1 (in Section
1).  The project area is defined as the area of potential impact along the railroads considered as alternative
alignments for the Chicago - St. Louis HSR project.  (See Section 3 for a description of alternative
alignments.)  The term corridor is also used in a broader sense to describe the affected environment relative to
travel, ridership, general land use and demographics, air quality, and energy.

2.1 EXISTING LAND USE

2.1.1 Development Patterns

Historically, St. Louis and Chicago have served as major continental transportation centers, both tracing their
origins to water and rail transportation routes.  St. Louis originally developed from its role as a port on the
Mississippi River which provided access to domestic and foreign markets.  Chicago prospered from its
strategic location on Lake Michigan and access to eastern markets through the Erie Canal and the Great
Lakes.  During the 19th Century, the addition of railroads linking these cities forged an economic lifeline
between Chicago and St. Louis.  Construction of the rail network spawned the growth of numerous
communities which served as regional centers for the collection and distribution of goods for a rich
agricultural hinterland.  The influence of the railroad remained strong until interstate highways joined the
transportation system in the 1950s and 1960s.  In contrast to the railroads, which created new communities
along their length, interstate highways were constructed around, and bypassed, the existing rural
communities.  Because the interstates had limited points of access, county roads that connected with, or
crossed over them, linking existing communities, became particularly important to the rural areas.  As the
economy of the region and the nature of agribusiness have changed, both highways and railroads have
remained important elements of community life.

Rural communities, which developed along the historic rail corridor, were typically laid out in a grid pattern
consistent with the township-and-range system established by the Land Ordinance of 1785.  As part of this
ordinance, six-mile square townships were designated, each with 36 one-mile square sections.  Since the
railroad is located in a general northeast-southwest direction between Chicago and St. Louis, city and village
streets, typically designed on a north-south/east-west grid system, cross the tracks at sharp angles.  This
configuration was not a serious traffic problem when rail crossings were traversed by pedestrians or horses. 
However, the combination of automobile and truck traffic, at significantly increased volumes, and the diagonal
orientation of intersections, has compromised safety and operational efficiency at rail crossings within rural
communities.  The use of larger agricultural vehicles, which are periodically driven to town to deliver grain to
the local grain elevator, has also contributed to traffic congestion and hazards at highway-railroad at-grade
crossings.  Depending upon the size of the community, the number of highway-railroad at-grade crossings —
those that occur at the same elevation — typically ranges from three to 15, with three to five crossings
typically in the smaller communities and 10 to 15 in the regional centers.
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In the rural areas, the road network follows the national grid system established by the above referenced
ordinance, and primary county highways typically cross at 1.6-kilometer (one-mile) intervals, on section lines.
 Old U.S. Route 66, a historic federal road, runs parallel to the rail corridor between Cook County and
Springfield and serves a unique and important role in providing direct highway access along the railroad to
each corridor community.  Roads crossing the railroad tracks are generally at-grade and are important to the
maintenance of continuity of the roadway system, providing access across the tracks to Old U.S. Route 66,
farmland, rural residences or the interstate.  Private rail crossings have been constructed for privately-owned
parcels which are crossed, or separated from roadway access, by the tracks.  In some instances, private
crossings provide the sole access to a parcel.

The downtown areas of the small rural communities along the corridor developed in a compact pattern along
the railroad.  The location of buildings and uses, determined by railroad accessibility, resulted in a clustering
around the train stations and sidings.  Land uses which relied heavily upon rail service concentrated in this
area and include uses such as: grain elevator, post office, passenger train station, commercial establishments
and industrial plants and mills.  Other facilities important to community life, such as the town hall, a civic
park, school, fire station, post office, hotel and dining establishments, were also often constructed in
proximity to the railroad passenger station.  These facilities continue to play a key role in the economic and
social livelihood of the downtown core while serving residents throughout the community. 

Buildings of historic value help to give an identity to a local community and are therefore noted in the
characterization of land uses.  Within each segment, there are downtown areas that have historic value
recognized at the local, state or federal level.

Eight rural communities along the corridor have developed into regional centers over the past century. These
are: Joliet, Kankakee, Pontiac, Bloomington/Normal, Lincoln, Springfield, Carlinville, and Alton.  Population,
land uses, building density, and the local transportation system distinguish the regional centers from the rural
communities.  The regional centers also typically have a wide range of agricultural, commercial and industrial
services and suppliers; and provide medical facilities and opportunities for higher education not available in the
smaller rural communities.  For example, Springfield, the state capital located near the geographic center of
the state, has expanded from its original core concentration of government uses and major tourist attractions.
 The City of Springfield is home to more than 50 percent of the 195,833 persons living within the Springfield
Metropolitan Statistical Area (MSA) which includes Sangamon and Menard counties.  Bloomington/Normal
has developed into an educational hub with four universities and colleges serving a student population of
24,400.

Interstate highways that generally run parallel to the alternative alignments in the HSR corridor are Interstate
55 and Interstate 57.  They link corridor communities to the major metropolitan areas of Chicago and St.
Louis.  These highways also carry substantial vehicular traffic between the smaller communities along the
corridor. Typically, these interstates have bypassed older communities. Within the regional centers, the
bypasses have stimulated growth in fringe areas where land was available with easy access to an interchange.
 Development in the vicinity of interchanges tends to be large-parcel manufacturing plants, shopping centers
and industrial facilities which rely upon the highway network and employee and consumer accessibility. 
Residential subdivisions and recreational uses also occur in proximity to the interchanges, generally beyond
the immediately adjacent parcels.

The existing land use conditions in the corridor are described by county in Section 2.1.3.
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2.1.2 Agriculture and Prime Farmland

The State of Illinois is an agricultural state, as illustrated by the data provided in Table 2.1-1.  Eighty percent
of the state's total area is farmland used for the production of crops, timber or livestock. With the exception
of the urbanized metropolitan areas of Chicago and St. Louis, agriculture is the primary land use along the
high-speed rail corridor.  Of the 12 corridor counties in Illinois, farmland accounts for over 90 percent of the
total county land area in Livingston, McLean, and Logan counties, and over 80 percent of the total land area in
three others.  Value of agricultural products sold in 1995 was highest in McLean, Livingston and Sangamon
Counties with $251, $209 and $169 million, respectively.  Will, Kankakee, Logan, and Macoupin Counties
generated farm product values over $120 million in 1995.  Since the HSR project area in St. Louis County is
within a completely urbanized area, agriculture data for this county is not presented in Table 2.1-1.

Prime farmland, as defined by the Farmland Protection Policy Act, is "land that has the best combination of
physical and chemical characteristics for producing food, feed, fiber, forage, oilseed, and other agricultural
crops with minimum inputs of fuel, fertilizer, pesticides, and labor, and without intolerable soil erosion, as
determined by the Secretary.  Prime farmland includes land that possesses the above characteristics but is
being used currently to produce livestock and timber.  It does not include land already in or committed to
urban development or water storage" (Farmland Protection Policy Act of 1981, Title 7, Agriculture).

All of the high-speed rail alternative alignments follow and will occur primarily within existing railroad
right-of-way.  Project improvements, including the construction of grade separations, frontage/service roads,
double track, and freight sidings, will occur within or adjacent to the existing rights-of-way. For this reason,
there will be little acquisition of farmland.  Impacts to farmland, including that classified as prime, is described
in Section 5.2.

2.1.3 Existing Land Use Description by County

2.1.3.1 Cook County

Existing Land Use:

Three railroads — the Illinois Central (IC) Joliet Line (with Amtrak tracks), the IC New Orleans Mainline
(with Metropolitan Rail Corporation (Metra) tracks), and the Metra-owned Rock Island District (RID) Line —
that could potentially accommodate HSR service are located in Cook County. Current Chicago - St. Louis
Amtrak service operates on the IC Joliet Line in Cook County.
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Table 2.1-1
AGRICULTURE DATA FOR COUNTIES IN HIGH-SPEED RAIL PROJECT AREA

County
County Land Area
Sq. Km. (Sq. Mi.)

Total Value of
Products Sold*

($1,000)
Land in Farms

Hectares (Acres)

Percent of
Land

Farmed

State of Illinois 144,000
 
(55,593)    6,376,801 11,549,300

  
(28,526,664) 80.20

Cook 2,450 (946)        24,396 17,100 (42,244)   6.97

Will 2,170 (837)      120,653 132,000 (326,054) 60.80

Kankakee 1,760 (678)      141,014 145,300 (358,920) 82.70

Grundy 1,090 (420)        79,849 91,300 (225,506) 80.30

Livingston 2,700 (1,044)      209,032 258,800 (639,149) 95.70

McLean 3,070 (1,184)      251,105 289,800 (715,736) 94.50

Logan 1,600 (618)      134,796 150,100 (370,624) 93.70

Sangamon 2,250 (868)      168,927 181,800 (448,925) 80.80

Macoupin 2,240 (864)      122,583 163,700 (404,382) 73.10

Jersey 960 (369)        47,963 74,000 (182,772) 77.40

Madison 1,880 (725)        83,060 123,000 (303,779) 65.50

St. Clair 1,720 (664)        73,236 107,800 (266,200) 62.60

Source: Illinois Agricultural Statistics, Annual Summary 1997. Illinois Department of Agriculture and USDA.
Compiled by Planning Resources, Inc.

*Based on Annual Livestock Cash Receipts-1995 and Annual Crop Cash Receipts-1995 as reported in Illinois Agricultural Statistics,
Annual Summary 1997.

Illinois Central Joliet Line .  The IC Joliet Line (with Amtrak tracks) extends from Union Station in
Chicago's downtown for approximately 44 kilometers (27 miles) in Cook County, passing through Chicago
and older Chicago suburbs, including Cicero, Forest View, Summit, Bedford Park, Willow Springs, and
Lemont.  Heavy industrial land use is predominant along the tracks in Cook County between Chicago and
Lemont.  In Lemont, the railroad passes through the central business district. Between Chicago Union Station
and the Lemont area, there are three public highway-railroad at-grade crossings.  Five public grade crossings
currently exist within the Lemont village limits.

The existing land uses which occur adjacent to this historic railroad corridor reflect the influence of heavy rail
traffic.  The raised embankment along much of the length allows grade separated roadway crossings at
selected points but creates a physical and visual barrier in the intervening areas.  Within industrial districts,
at-grade crossings are generally private, providing access to large-parcel, heavy industrial facilities.  The
Chicago Sanitary and Ship Canal, which runs parallel to and west of the tracks, and I-55 to the east, also
disrupts road network continuity and limits access across the IC Joliet Line tracks.  Metra commuter rail
stations are located in Summit, Willow Springs, and Lemont; Chicago - St. Louis Amtrak service also stops at
the station in Summit.
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Lemont's business core was originally stimulated by rail service and access to the Illinois and Michigan Canal.
 The central business district in Lemont continues to provide a mixture of retail commercial, institutional and
recreational land uses in proximity to the railroad.  As part of downtown revitilization efforts, Lemont is
working to preserve the historically significant structures located close to the railroad.  Enhancing pedestrian
access and movement is important to this downtown.

Illinois Central New Orleans Mainline .  The IC mainline (with Metra tracks) extends for approximately 48
kilometers (30 miles) in Cook County from Randolph Street Station in Chicago to Richton Park, passing
through several southern suburbs of Chicago, including Homewood, Flossmoor, Matteson, and Olympia
Fields.  The tracks are located entirely within incorporated areas of Cook County.

There is one highway-railroad at-grade crossing, a private crossing located at the south end of the county
near Richton Park, along the IC mainline as the tracks are almost entirely grade separated.

Rock Island District Line .  The Metra-owned Rock Island District Line extends for approximately 42
kilometers (26 miles) in Cook County from the LaSalle Street Station in Chicago to Tinley Park.  In addition to
these two communities, the RID passes through Blue Island, Robbins, Midlothian, and Oak Forest.  While
there are 48 at-grade crossings located along the RID in Cook County, 17 are pedestrian crossings associated
with the Metra stations located throughout the county.

The RID is located primarily within incorporated areas of Cook County.  A variety of land uses are located
along the railroad track throughout the county.

Special Areas: 

Illinois Central Joliet Line .  The Illinois and Michigan Canal National Heritage Corridor, which extends
through Lemont along the IC Joliet Line, is a 190-kilometer (120-mile) long urban cultural park which has
historic value and is a tourist attraction.

2.1.3.2 Will County

Existing Land Use:

Four existing railroads — the IC Joliet Line, the Union Pacific (UP), the IC New Orleans Mainline, and the
Rock Island District Line — that could potentially accommodate HSR service are located in Will County. 
Current Chicago - St. Louis Amtrak service operates on the IC Joliet Line and the Union Pacific in this
county.

Illinois Central Joliet Line and Union Pacific (IC/UP).  In Joliet, the IC Joliet Line switches to the Union
Pacific tracks.  The IC/UP tracks extend for approximately 53 kilometers (33 miles) in Will County, passing
through Romeoville, Lockport, Joliet, Elwood, Wilmington, Braidwood, and Godley.

The IC/UP tracks pass through the center of communities whose business core was originally stimulated by
rail service and access to the Illinois and Michigan Canal.  The central business districts in Lockport, Joliet
and Elwood continue to provide a mixture of retail commercial, institutional and recreational land uses in
proximity to the railroad.  Highway-railroad at-grade crossings occur in the downtown areas of Lockport and
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Elwood.  Joliet has two highway-railroad at-grade crossings located immediately north of its downtown area.
 All highway-railroad crossings within Joliet's downtown are grade separated.

Within the industrial areas along the IC/UP tracks in Will County, highway-railroad at-grade crossings are
generally private, providing access to large-parcel, heavy industrial facilities, such as petroleum tank farms
and chemical plants.  South of Joliet, outside of the incorporated areas of Wilmington, Braidwood, and
Godley, most of the land use adjacent to the tracks is agricultural.

Illinois Central New Orleans Mainline .  The IC mainline extends for approximately 21 kilometers (13
miles) in Will County, passing through agricultural areas and the downtown areas of Monee and Peotone. 
Interstate 57 generally runs parallel to and 1.6 kilometers (one mile) west of the IC mainline through Will
County.

Land uses adjacent to the railroad in Monee and Peotone are characteristic of those found in the small rural
communities.  All of the highway-railroad crossings in Monee are grade separated.  There are five at-grade
crossings in Peotone. 

With the growth of the Chicago Metropolitan area, development has moved outward to the communities and
unincorporated areas within eastern Will County.  These areas already have several large-site facilities along
the railroad, including industry and Governor's State University, in University Park.

Rock Island District Line .  The Metra-owned Rock Island District Line extends for approximately 23
kilometers (14 miles) in Will County, between Mokena and the Union Pacific Railroad in Joliet.  The railroad
passes through Mokena, New Lenox, and Joliet.  There are Metra commuter service stations in all three
communities.  In Will County, there are 16 highway-railroad at-grade crossings along the RID.

Through this county, a variety of residential, commercial, and industrial uses are located along the railroad.

Special Areas: 

Illinois Central Joliet Line and Union Pacific (IC/UP).  In downtown Lockport, there are numerous
buildings concentrated along the railroad with historical significance.  Lockport is working to preserve these
buildings as a part of revitalization efforts.  Enhancing pedestrian access and movement is important in
Lockport.  In addition, the Illinois and Michigan Canal National Heritage Corridor extends through Lockport
and Joliet.

South of Elwood, the railroad passes through the Joliet Arsenal, a 9,500-hectare (23,500-acre) site where
ammunition was once produced for the U.S. Army.  The Arsenal Coordinating Council has been formed to
facilitate a reuse plan that calls for the conversion of 7,700 hectares (19,000 acres) into a prairie parkland. 
This parkland, titled the Midewin National Tallgrass Prairie, is owned by the U.S. Forest Service.  It will serve
as both a nature preserve and a recreational open space with biking and hiking trails.  The Joliet Arsenal
redevelopment plan also includes: construction of a 370-hectare (910-acre) National Veteran's Cemetery on
the west side adjacent to the railroad; two industrial parks; and a 170-hectare (425-acre) county landfill.  In
1995, the Illinois Land Conservation Act of 1995 was introduced to create the Midewin National Tallgrass
Prairie and implement the Joliet Arsenal Land Use Concept Plan.  The Midewin National Tallgrass Prairie will
be the largest prairie east of the Mississippi River.
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An additional special area in this county is the Unicom Braidwood Nuclear Power Plant, located immediately
southeast of Braidwood.  Roadways serving this facility that cross the railroad are designated emergency
evacuation routes.

Illinois Central New Orleans Mainline .  The agricultural area east and north of Peotone has been selected
as the site for the proposed South Suburban Airport.

2.1.3.3 Kankakee County

Existing Land Use:

Two existing railroads — the Illinois Central New Orleans Mainline and the Norfolk Southern (NS) — that
could potentially accommodate HSR service are located in Kankakee County.  Current Chicago - St. Louis
Amtrak service does not operate on either of these railroads.

Illinois Central New Orleans Mainline .  The IC mainline extends for approximately 19 kilometers (12
miles) in this county, between the Will-Kankakee County line and the intersection with the Norfolk Southern
railroad.  In Kankakee County, this railroad passes through Manteno, Bourbonnais, Bradley, and Kankakee. 
Kankakee is a regional center in east-central Illinois.  Interstate 57 generally runs parallel to and west of the
railroad.  In Bourbonnais, Interstate 57 crosses the IC mainline; south of this crossing, it runs east of the
railroad.

The railroad passes through the downtown area of Manteno, where there are four at-grade crossings. Land
uses adjacent to the railroad in Manteno are characteristic of those found in the small rural communities.

With the growth of the Chicago Metropolitan area, development has moved outward to the communities and
unincorporated areas in northern Kankakee County.  Manteno, an agricultural community with 3,500
residents, has experienced industrial growth with commercial traffic generated by Illinois Diversatech and the
Sears and K-Mart distribution centers.  An asphalt plant, a large stone quarry, and a steel plant are located
north of Kankakee.

An urbanized regional center comprised of three contiguous communities — Bourbonnais, Bradley, and
Kankakee — is located along the IC mainline.  Bourbonnais, since its beginning, has functioned as an
educational center with the Olivet Nazarene University, established in 1907.  Residential construction is
occurring in Bourbonnais.  Bradley, once the area known as "North Kankakee", has experienced residential
growth east of Interstate 57.  The Northfield Mall, Wal-Mart, and several restaurants are located in Bradley.

The City of Kankakee, which emerged as an agricultural and manufacturing hub along the IC mainline tracks,
has experienced a recent population increase resulting from the growth and expansion of the transportation,
food and chemical industries.  Land uses include a central business district along the railroad, a regional
shopping center (Meadowview Shopping Center), and industrial development. Industry has concentrated
around the two major railroads within Kankakee, the IC mainline and the Norfolk Southern.  There are two
underpasses on the IC mainline in Kankakee.

Norfolk Southern.  The Norfolk Southern (formerly the Consolidated Rail Corporation Streator Secondary
Line or Conrail) extends for approximately 32 kilometers (20 miles) in Kankakee County in an east-west
direction through the project area.  The railroad passes through the heart of downtown Kankakee and Union
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Hill.  However, most of the Norfolk Southern track in Kankakee County is located in unincorporated
agricultural areas.  There are a total of 29 at-grade crossings of the Norfolk Southern in Kankakee County,
mostly occurring in unincorporated areas.

The Riverside Medical Complex, a regional hospital in Kankakee, is located adjacent to the railroad.
Commercial land uses also surround the railroad in Kankakee.  Further west, outside Kankakee's densely
urbanized areas, the railroad passes near grain elevators, the Norfolk Southern railyard, and Phillips Pipeline
Company, a petroleum distribution company.  Development is occurring within the agricultural areas west of
Kankakee.

Union Hill is a small agricultural community with less than 100 residents.  Grain storage facilities surround the
only rail crossing in this community.

Special Areas:

No special land use areas were identified within the HSR corridor in Kankakee County.

2.1.3.4 Grundy County

Existing Land Use:

The Union Pacific extends for approximately 19 kilometers (12 miles) in the southeast corner of Grundy
County.  Most of the land adjacent to the track is used for agriculture in this county. However, it also passes
along the edge of Braceville and through the center of Gardner.

Residential development occurs along the Union Pacific in Braceville.  In Gardner, numerous institutional and
commercial uses, as well as a grain elevator, are found along the railroad. There are a total of 16 highway-
railroad at-grade crossings, including two in Braceville and six in Gardner, in Grundy County.

Special Areas:

No special land use areas were identified within the HSR corridor in Grundy County.
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2.1.3.5 Livingston County

Existing Land Use:

Two existing railroads — the Union Pacific and the Norfolk Southern — that could potentially accommodate
HSR service are located in Livingston County. Current Chicago - St. Louis Amtrak service operates on the
Union Pacific.

Union Pacific.  The Union Pacific extends for approximately 48 kilometers (30 miles) in Livingston County,
passing through the communities of Dwight, Odell, Cayuga, Pontiac, and Ocoya.  Both the Village of Dwight
and the City of Pontiac serve as regional centers for the Grundy-Livingston County agricultural area. Outside
of the urbanized areas, the railroad passes through agricultural areas where the highway network follows
section lines and rail crossings are commonly spaced at 1.6-kilometer (one-mile) intervals.  Rail crossings
typically occur on section line roads to provide access to farmland and rural residences, and to maintain road
network continuity over the tracks.

The Village of Dwight, located at the north side of the county, is bordered to the west by Interstate 55, and
intersected by two railroads, Union Pacific and Norfolk Southern, and two state highways, Illinois Route 17
and Illinois Route 47.  There are some historically significant buildings near the Union Pacific railroad in
Dwight. These features provide some distinction to the character of the community.

Dwight has experienced growth to the west and north.  The Dwight Correctional Center and the Dwight
Country Club are located approximately three kilometers (two miles) west of the village near the Interstate 55
interchange on Illinois Route 17.  An agricultural area north of Dwight, bounded by Illinois Route 47,
Interstate 55 and the Norfolk Southern, is planned for industrial development.  In addition to agribusiness,
major employers in Dwight include the RR Donnelley & Sons Company, a printing company located within
the developing area north of Dwight, and Coils, Inc., a manufacturer of electrical devices. 

The City of Pontiac, located towards the center of the county, is an important regional trading center with a
blend of agriculture, manufacturing and service industries.  Heartland Community College and St. James
Hospital are among the facilities which distinguish Pontiac from the smaller rural communities.  Major
employers include Caterpillar, Inc., the Pontiac Correctional Center, RR Donnelley & Sons, Inc., Interlake,
Inc., and Johnson Press.

Throughout the Chicago - St. Louis HSR corridor, there are some communities with less than 25 households
which have the identity of a name but are not incorporated.  An example in Livingtston County is
unincorporated Cayuga with a small residential area, a closed grain elevator, and one rail crossing.  The Wolf
Creek Golf Club and Golf Course, located east of and adjacent to the railroad in the Cayuga area, serves as a
regional attraction.  Old U.S. Route 66 and Main Street serve as the primary roadways through Cayuga.

Ocoya functions as an agricultural service stop, with its grain elevator and rail siding.

Norfolk Southern.  The Norfolk Southern extends for approximately 15 kilometers (nine miles) in Livingston
County in an east-west direction through the project area.  The portion of the Norfolk Southern evaluated for
HSR service is located between Reddick and the Union Pacific railroad in Dwight, passing through primarily
agricultural areas.
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The railroad passes through areas where the highway network follows section lines and rail crossings are
commonly spaced at 1.6-kilometer (one-mile) intervals.  Rail crossings typically occur on section line roads to
provide access to farmland and rural residences, and to maintain road network continuity over the tracks.

Reddick, immediately south of the Norfolk Southern tracks, has one at-grade crossing at Illinois Route 17.  A
construction company and stone quarry transport crushed rock over this rail crossing.

Special Areas:

Union Pacific.  There are several stone quarries within the southern portion of Livingston County. County
Route (CR) 8, an east-west road just south of Ocoya, is a designated truck route with an 36,000 kilogram
(80,000 pound) weight limit.  It serves as the primary route to Vulcan Materials, Livingston Stone, Markgraf
Materials and Valley View Industries.  Trucks hauling materials to and from there use the CR 8 railroad
crossing to access Old U.S. Route 66 west of the tracks.

2.1.3.6 McLean County

Existing Land Use:

In McLean County, the HSR corridor extends for approximately 69 kilometers (43 miles) through the center
of the Town of Normal and the City of Bloomington, contiguous communities which together function as an
urbanized regional center. The corridor also passes through unincorporated agricultural areas and rural
communities, including Chenoa, Lexington, Towanda, Funks Grove, and McLean.

Chenoa, Lexington, and Towanda are located north of the Bloomington/Normal area.  Single-family residential
and commercial land uses, including those related to agriculture, are generally located within the HSR corridor
in these communities.  In each of these communities, there are three existing highway-railroad at-grade
crossings.

The Bloomington/Normal area serves as a transportation hub, with a developed transportation system
including three interstate highways (Interstate 39, Interstate 55 and Interstate 74) and the Union Pacific and
Norfolk Southern railroads.  The local road network has 10 highway-railroad at-grade crossings spaced every
one to two blocks within the Town of Normal.  In Bloomington at-grade crossings are less frequent, and
most of the rail crossings are grade separated.  There are three highway-railroad at-grade crossings in
Bloomington.

Land uses in the Bloomington/Normal area reflect the area's economic strength in education, insurance,
agribusiness and industry.  The Illinois State University (ISU) campus is on the west side of the tracks in
central Normal and includes university facilities and student housing within walking distance to the Normal
Amtrak station.  Other institutions of higher education in the Bloomington/Normal urban area include the
Illinois Wesleyan University, Mennonite College of Nursing, and Heartland Community College.
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There are a number of historically significant sites scattered throughout Bloomington/Normal.  Most of these
sites are located on the east side of the corridor within 20 blocks from the railroad.

The Long Range Transportation Plan for the Bloomington/Normal, Illinois, Urbanized Area identifies four
growth areas outside the urbanized area and proposed roadway extensions and improvements to
accommodate this growth.  The two growth areas in proximity to the railroad are northeast of Normal and
southwest of Bloomington. Both are experiencing residential subdivision development.  The northeast growth
area in Normal, situated north of Illinois Route 9 and east of Illinois Route 51, extends along both sides of the
railroad.  Northward extensions of Towanda Avenue and Beech Street are planned to serve the Tramore,
Ironwood, and Pinehurst subdivisions, and the existing Ironwood Golf Course.

The Fox Creek Municipal Golf Course, Fox Creek Country Club Subdivision, Pepperidge Subdivision and the
Palmer property, are the major Bloomington developments south of Illinois Route 9 and west of Illinois Route
51.  New roads are being constructed along the southern edge of Bloomington to facilitate access to
employment centers and shopping from the southwest residential areas.  For example, employees living within
the developing southwest quadrant will be able to access the State Farm Corporate South facility at the
southern edge of Bloomington by traveling on Six Points Road. Six Points Road, a two-lane county highway,
has become increasingly important in this area as it provides a direct east-west transportation link from
residential subdivisions to the interstate highways, the State Farm Insurance offices, and the central areas of
Bloomington/Normal.  Roadway improvements and extensions are also planned for Beich Road, West Oakland
Avenue, Martin Luther King Drive, and Wylie Drive to meet transportation needs within Bloomington's
southwest quadrant. 

Funks Grove and McLean are located south of Bloomington/Normal in McLean County.  Funks Grove is an
unincorporated community with one at-grade crossing.  Land use in the Funks Grove area within the HSR
corridor consists mainly of forested areas.  However, there is some commercial land use near the railroad
tracks in Funks Grove.  The HSR corridor passes through the center of McLean.  Land use is mixed near the
railroad in this community.  Two at-grade crossings are located along the corridor in McLean.

Special Areas:

The Funks Grove Pure Maple Sirup Company, located in Funks Grove Township has been in operation since
1891.  Access to Old U.S. Route 66 is provided by a private grade crossing from this enterprise. This private
crossing is used to transport sap.  During the spring season, this crossing is actively used.

2.1.3.7 Logan County

Existing Land Use:

The HSR corridor extends for approximately 44 kilometers (27 miles) in Logan County and passes through
several rural communities, including Atlanta, Lawndale, Lincoln, Broadwell, and Elkhart.  In the
unincorporated agricultural areas, there are isolated agricultural and industrial facilities adjacent to the railroad.
 These facilities are generally located near a rail crossing providing access to Old U.S. Route 66 and Interstate
55.  The number of highway-railroad at-grade crossings in these communities ranges from one in Elkhart to
nine in Lincoln.  Land uses in Logan County are characteristic of those in predominantly agricultural areas.
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The City of Lincoln serves as the regional center for Logan County.  Two institutions of higher education are
located in the Lincoln area — Lincoln College and Lincoln Christian College. Historically significant buildings
are located one to two blocks from the tracks in Lincoln.  The downtown streetscape is built at a pedestrian
scale which encourages consumer and tourist activity.

Historic resources are also present in the smaller rural communities.  The Village of Atlanta grain elevator and
library are listed on the National Register of Historic Places.

Special Areas:

The City of Lincoln has received a downtown development grant for historic preservation.  The City received
approximately $800,000 in ISTEA funds to restore building facades on structures immediately surrounding
the railroad in the downtown historic district.

The Lincoln and Logan Correctional Facilities are located approximately three kilometers (two miles) south of
Lincoln on CR 1350.  The Township Route (TR) 128 highway-railroad at-grade crossing is the only crossing
used to access these facilities from the west.  Railsplitter State Park is north of the correctional facilities and
generates seasonal traffic on Business Route Interstate 55 and the TR 128 rail crossing.

2.1.3.8 Sangamon County

Existing Land Use:

The HSR corridor extends for approximately 55 kilometers (34 miles) in Sangamon County, passing through
Springfield and the rural communities of Williamsville, Sherman, Chatham, Auburn, and Thayer. Outside of
Springfield, land uses in Sangamon County are characteristic of those in predominantly agricultural areas. 
The number of highway-railroad at-grade crossings in the rural communities ranges from one in Sherman to
seven in Auburn.

Land uses in Springfield, the state capital, are generally mixed around the railroad, with a high concentration
of government buildings and businesses in the downtown district.  The Springfield train station is also located
in the downtown district.  Grade crossings are located every one to two blocks within the urbanized area.

Springfield is the home of five higher level education facilities — SIU School of Medicine, University of
Illinois at Springfield, Lincoln Land Community College, Springfield College in Illinois, and Robert Morris
College.

Special Areas:

The railroad passes near several state historic sites in Springfield, including the Old State Capitol, the
Lincoln-Herndon Law Offices, the Dana-Thomas House, and Lincoln's Home.  The concentration of Lincoln
sites, government institutions, and research and conference facilities generate high levels of tourist activity
throughout Springfield.

2.1.3.9 Macoupin County

Existing Land Use:
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The HSR corridor extends for approximately 66 kilometers (41 miles) in Macoupin County, passing through
mostly agricultural areas, as well as rural communities, including Virden, Girard, Nilwood, Carlinville,
Plainview, and Shipman.  The number of highway-railroad at-grade crossings within these communities range
from one in Nilwood to five in Carlinville.

As the county seat, Carlinville serves as a regional center for Macoupin County.  The Carlinville Area Hospital,
Blackburn College, and the Loveless Park Sports Complex are facilities which distinguish Carlinville as a
regional center for medical, educational and recreational services.  Several historically significant buildings are
located within Carlinville's downtown.

Special Areas:

Four special areas within the HSR corridor are present in Macoupin County.

Beaver Dam State Park, a 300-hectare (737-acre) woodland area located 11 kilometers (seven miles) south of
Carlinville, experiences high seasonal traffic.

Crown Coal Mine No. 2, located on CR 58 2.4 kilometers (1.5 miles) east of the tracks, generates truck
traffic and rail activity.

The Burlington Northern Railroad crosses over the Union Pacific tracks in Girard, creating double track
highway-railroad at-grade crossings through this community.

The Malham Orchard, approximately 4.0 kilometers (2.5 miles) south of Carlinville, is accessed by a private
rail crossing.  The private crossing is used by the public visiting the orchard store and by trucks transporting
produce to markets.

2.1.3.10 Jersey County

Existing Land Use:

The HSR corridor extends for less than five kilometers (three miles) in unincorporated areas in the southeast
corner of Jersey County.  Land use is predominantly agricultural, but there is some single-family residential
land use.  A total of three highway-railroad at-grade crossings are located within the HSR corridor in Jersey
County.

Special Areas:

No special land use areas were identified within the HSR corridor in Jersey County.
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2.1.3.11 Madison County

Existing Land Use:

The HSR corridor extends for approximately 44 kilometers (27 miles) in Madison County, passing through
urbanized, incorporated communities with heavy industrial uses. The Lewis and Clark Community College in
Godfrey, the Alton Square Shopping Center in Alton, and the Explorer Pipeline Company in Hartford, each
located adjacent to the railroad, represent the diversity of land uses within Madison County. Small agricultural
fields remain active in the unincorporated areas.

The railroad right-of-way contains multiple tracks with several at-grade crossings.  All highway-railroad
crossings are grade separated through Alton, the largest community in the River Bend area with approximately
33,000 residents.  The River Bend area, along the Mississippi River, is composed of 11 communities, five of
which are along the high-speed rail corridor.

Traveling south from Alton, the adjacent land use becomes increasingly industrial, comprised of petroleum
tank farms, refineries and rail yards located in East Alton, Wood River, and Hartford. Because these facilities
are near or adjacent to the railroad, hazardous materials are routinely transported over the tracks to access SR
3, a major highway serving this area. The railroad also serves as a division or barrier between residential and
industrial land uses in the East Alton-Wood River area. Small parcels of farmland, located between tank
farms, occur in East Alton and Hartford.  Larger farmland parcels are present farther south in the
unincorporated area between Hartford and Granite City.

In the southerly portion of Madison County, the corridor parallels SR 3 into St. Clair County.  The area
adjacent to the railroad is vacant land surrounding transportation infrastructure.

Special Areas:

No special land use areas were identified within the HSR corridor in Madison County.

2.1.3.12 St. Clair County

Existing Land Use:

The proposed HSR corridor extends for approximately six kilometers (four miles) in St. Clair County, passing
through the City of East St. Louis.  As at the southern end of Madison County, the corridor parallels SR 3 into
East St. Louis.  The area adjacent to the railroad is vacant land surrounding transportation infrastructure. 
There is one highway-railroad at-grade crossing in the HSR corridor in St. Clair County.

Special Areas:

No special land use areas were identified within the HSR corridor in St. Clair County.
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2.1.3.13 City of St. Louis

Existing Land Use:

The proposed HSR corridor extends for approximately three kilometers (two miles) in the City of St. Louis. 
The railroad is located just south of the St. Louis downtown area.  There are no highway-railroad at-grade
crossings along the railroad through this area.

Special Areas:

No special land use areas were identified within the HSR corridor in the City of St. Louis.

2.2 SOCIO-ECONOMIC AND COMMUNITY CHARACTERISTICS

2.2.1 Community Services and Facilities

Schools, medical centers, fire and police stations, and agricultural facilities serve the daily needs of residents
along the high-speed rail corridor.  Access to and from educational, medical and agricultural facilities plays a
critical role in providing these services, and in serving the health, safety and general welfare of those who use
them.  The district boundaries for schools and emergency services extend beyond the limits of municipalities
to cover vast agricultural areas.  Within the communities, public service districts typically overlap the railroad.

In the small rural communities, students either live close enough to walk to the local school or take a bus. 
Students residing on individual farmsteads outside the populated area are bused.  In order to efficiently
transport students, especially those within unincorporated rural areas, school bus routes are generally the
shortest and most direct ones from the service area to the facility site.  Bus routes are redrawn each academic
year to reflect changes in the distribution of the student population.  In the regional centers, institutions of
higher education operate buses between campus facilities and to surrounding residential areas, providing
students and faculty with frequent, convenient and affordable transportation.

Most incorporated villages and cities along the high-speed rail corridor are served by municipal police and fire
departments.  Unincorporated communities and rural areas are served by the county sheriff department and
fire districts.  In times of an emergency, fire district teams from adjacent jurisdictions share equipment and
personnel.  Private ambulance companies also operate in communities along the corridor.  Health care facilities
are generally located in the regional centers and serve broad agricultural areas.

Emergency routes for fire, police and ambulance services provide direct access to medical facilities. Similar to
school bus routes, emergency routes typically incorporate section line roads in rural areas.

Concentrations of agricultural facilities within the rural communities support the agricultural economy along
the high-speed rail corridor.  Grain elevators and seed and fertilizer suppliers, which serve a broad agricultural
hinterland, are typically located adjacent to the railroad with sidings.  These facilities require vehicular access
from the surrounding agricultural areas to remain economically competitive and operational, especially during
peak seasons.

School bus, emergency vehicle and agricultural traffic routes were considered in the evaluation of highway-
railroad at-grade crossings.  As part of the data collection process, meetings were conducted with county
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engineers and representatives from county and regional planning commissions to gather crossing-specific
information.  Land use and socio-economic information helped the team to identify the vehicle use
characteristics at each at-grade crossing and document which crossings and routes have a significant role in
the movement of students, emergency vehicles, and agricultural products and supplies.  Following these
meetings, city planners, school superintendents and county farm bureau managers were contacted to provide
additional information regarding facility operations and transportation needs within their jurisdictions.

2.2.2 Demographics

2.2.2.1 Population and Population Distribution

Table 2.2-1 lists the 1992 populations of the counties within the proposed HSR corridor, the percentage
change in population between 1980 and 1992, and the population density within each county.  Table 2.2-2
provides a population breakdown for each county, listing the 1990 populations of communities located along
the corridor.

Population concentrations are found within the Chicago and St. Louis metropolitan areas, including Cook,
Will, Madison and St. Clair counties, and St. Louis City, Missouri.  Both Cook County and St. Louis City have
experienced population decreases between 1980-1992, 2.2 percent and 15.3 percent, respectively.  However,
the 15.7 percent population increase in Will County evidences a movement outward from Chicago and the
inner ring of suburbs to developing fringe areas.  Will County, once a predominantly agricultural area, is
becoming increasingly urbanized, with a 1992 population density of 160 persons per square kilometer (427
persons per square mile).

Corridor counties with regional centers in the rural areas, including McLean, Sangamon and Kankakee
counties, have relatively higher populations than rural counties with small communities.  However,
countywide population densities within counties with regional centers are still low, ranging between 40 to 80
persons per square kilometer (100 to 200 persons per square mile).  Over the 12-year period between 1980
and 1992, population decreased 3.9 percent in Kankakee County, while increases of 3.0 and 12.0 percent
occurred in Sangamon and McLean counties, respectively.

Three rural counties, Livingston, Logan and Macoupin, have experienced population decreases over the 12-
year period, ranging from 3.3 to 4.1 percent, while the populations of Grundy and Jersey counties have
increased.

2.2.2.2 Racial Composition

The racial composition of the corridor is predominantly white, as illustrated in Table 2.2-3.  However,
minority populations are concentrated within the Chicago Metropolitan (Cook and Will counties) and St. Louis
Metropolitan areas (Madison County, St. Clair County and St. Louis City).  McLean,



Table 2.2-1
COUNTY POPULATIONS AND HOUSEHOLDS

County
Land Area

Sq. Km. (Sq. Mi.)
Total Population

(1992)
Total Population

(1980)
Percent Change

(1980-1992)

Population
Density

Per Sq. Km. (Sq.
Mi.)

Number of
Households

(1990)

State of Illinois 144,000 (55,593) 11,612,906 11,427,409 1.6 80 (206) 4,202,240

Cook 2,450 (946) 5,139,341 5,253,628 -2.2 2100 (5397) 1,879,488

Will 2,170 (837) 375,518 324,460 15.7 160 (427) 116,933

Kankakee 1,760 (678) 98,916 102,926 -3.9 55 (142) 34,623

Grundy 1,090 (420) 33,841 30,582 10.7 30 (77) 11,979

Livingston 2,700 (1044) 39,664 41,381 -4.1 15 (38) 13,737

McLean 3,070 (1184) 133,443 119,149 12.0 42 (109) 46,796

Logan 1,600 (618) 30,667 31,802 -3.6 19 (50) 11,033

Sangamon 2,250 (868) 181,380 176,070 3.0 80 (206) 72,146

Macoupin 2,240 (864) 47,766 49,384 -3.3 21 (55) 18,176

Jersey 960 (369) 20,994 20,538 2.2 22 (56) 7,344

Madison 1,880 (725) 253,260 247,661 2.3 133 (344) 94,857

St. Clair 1,720 (664) 263,124 267,531 -1.6 153 (396) 95,333

St. Louis City 160 (62) 383,733 452,801 -15.3 2470 (6398) 380,110

Source: County and City Data Book, 1994.  U.S. Department of Commerce, Bureau of the Census, August 1994.
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Table 2.2-2
COUNTY AND COMMUNITY POPULATIONS

County
   Community

Total Population
(1990)

State of Illinois 11,430,602

Cook 5,105,067

   Forest View 743

   Summit 9,971

   Willow Springs 4,509

   Lemont 7,348

Will 357,313

   Romeoville 14,074

   Lockport 9,401

   Joliet 76,836

   Elwood 951

   Wilmington 4,743

   Braidwood 3,584

   Godley 322

   Monee 1,044

   Peotone 2,947

Grundy 32,337

   Braceville 587

   Gardner 1,237

Livingston 39,301

   Dwight 4,230

   Odell 1,030

   Cayuga <225

   Pontiac 11,428

   Ocoya <225
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County
   Community

Total Population
(1990)

McLean 129,180

   Chenoa 1,732

   Lexington 1,809

   Towanda 856

   Bloomington 51,972

   Normal 40,023

   Shirley <225

   Funks Grove <225

   McLean 797

Logan 30,798

   Atlanta 1,616

   Lawndale <225

   Lincoln 15,418

   Broadwell <225

   Elkhart 475

Sangamon 178,386

   Williamsville 1,140

   Sherman 2,080

   Springfield 105,227

   Chatham 6,074

   Auburn 3,724

   Thayer 730

Macoupin 47,679

   Virden 3,635

   Girard 2,164

   Nilwood 238

   Carlinville 5,416
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County
   Community

Total Population
(1990)

   Macoupin Station <225

   Plainview <225

   Shipman 624

   Miles Station <225

   Brighton 2,270

Jersey 20,539

Madison 249,238

   Godfrey 5,436

   Alton 32,905

   East Alton 7,063

   Wood River 11,490

   Hartford 1,676

   Granite City 32,862

St. Clair 262,852

   East St. Louis 40,944

Kankakee 96,255

   Manteno 3,488

   Bourbonnais 13,934

   Bradley 10,792

   Kankakee 27,575

   Greenwich <225

   Lehigh <225

   Goodrich <225

   Union Hill <225

   Reddick <225

   Blair <225

St. Louis City 396,685

Source: County and City Data Book, 1994.  U.S. Department of Commerce, Bureau of the Census, August 1994.
Compiled by Planning Resources Inc.
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Table 2.2-3
POPULATION BY RACE/HISPANIC ORIGIN (1990)

County Race

White Black

Am. Indian,
Eskimo or

Aleut

Asian or
Pacific

Islander
Hispanic

(any race)

State of Illinois 8,952,978 1,694,273 21,836 285,311 904,446

Cook 3,204,947 1,317,147 10,289 188,565 694,194
Will 303,420 38,361 692 4,774 19,973
Kankakee 80,194 14,399 150 644 1,946
Grundy 31,864 21 45 113 748
Livingston 36,551 2,115 62 131 826
McLean 121,057 5,563 203 1,624 1,671
Logan 29,223 1,291 37 143 348
Sangamon 162,013 14,364 290 1,377 1,274
Macoupin 47,077 379 94 88 184
Jersey 20,346 96 43 32 103
Madison 230,217 16,136 683 1,420 2,713
St. Clair 187,866 71,275 585 2,007 3,861
St. Louis City 202,085 188,408 950 3,733 5,124

Source:  County and City Data Book, 1994.  U.S. Department of Commerce, Bureau of the Census, August 1994.
Compiled by Planning Resources Inc.

Sangamon and Kankakee counties, with their diversified regional centers, also have relatively higher minority
populations than the predominantly rural counties with small communities.

2.2.3 Economies

The proposed high-speed rail corridor between Chicago and St. Louis passes through 12 counties whose
economies vary dramatically.  Although much of the corridor runs through agricultural land, other sections
pass through areas of intense industrial development.  Some counties along the route have economies that are
dominated by one industry while others have a diversified economic base. 

2.2.3.1 Employment

Employment in the 12 counties along the high-speed rail corridor equaled 58 percent of total Illinois non-farm
employment (excluding government workers) in 1995.  But 83.4 percent of the employment in the corridor
was located in Cook County.  Between 1990 and 1995 employment in the corridor outside Cook county grew
12.2 percent compared to 5.6 percent for the State as a whole.  Growth was strongest in Will and Kankakee
Counties — 26.4 percent and 21.4 percent respectively.  Both of these counties are benefiting from a shift in
development patterns within the northeast Illinois region.  These areas are attractive for development because
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they are now closer to downtown Chicago than other undeveloped areas north and west of the city.  New
highway developments and the potential for the development of a new airport at Peotone are helping to draw
businesses into this portion of the high-speed rail corridor.  Some of this growth is occurring at the expense
of Cook County.  Employment in Cook County declined only 0.5 percent between 1990 and 1995, but this
decline was equal to 45.2 percent of the combined increase in jobs in Will and Kankakee counties. 
Throughout the first half of the 1990s, employment also declined in Logan County in the central portion of the
corridor.

Detailed employment trends for each county, by industry, are shown in Table 2.2-4.  In the northern section
of the corridor, Cook County has the most diversified employment base, but it must compete with
surrounding counties that have lower taxes and newer infrastructure and facilities.  The county has not,
therefore, been able to benefit from the current economic expansion in the region.  Will and Kankakee
Counties are older industrial areas that are expanding their manufacturing employment while continuing to
diversify and increase the share of employment in services and other sectors.   Grundy is one of the counties
expected to be drawn into the orbit of economic activity radiating out from Chicago, but it is still beyond the
focus of activity and experienced only a 1.7 percent increase in employment between 1990 and 1995.  Firms
in the transportation, communication, and public utilities sectors provide a strong economic base for Grundy
County.

In the central portion of the corridor, Livingston County has the highest percentage of its employment in
manufacturing: 38.2 percent, compared to a statewide average of about 20.7 percent.  Its retail trade
employment is below average, primarily because the population in the northern section of the county tends to
patronize retailers in Will and Kankakee counties.  In contrast to Livingston, McClean County has only 14.3
percent of its employment in the manufacturing sector.  The economic base for this county is its finance and
insurance sector.  The headquarters for State Farm Insurance are located in Bloomington.  Bloomington is
also the location of Illinois State University.

In Sangamon County, manufacturing employment accounts for only 6.1 percent of total employment. Like
McLean County, Sangamon shows strength in the insurance category; two insurance companies have
headquarters in Springfield.  Springfield is also the state capital and state government provides the base
employment for the county.  Sandwiched between the two insurance/government/educational service counties
is Logan County, which has a small but diverse workforce that complements its basic agricultural economy. 

The southern segment of the corridor contains four counties.  Macoupin and Jersey are heavily rural and
agricultural while Madison and St. Clair are more urban and industrial.  Only 115 persons, less than four
percent of the non-farm workforce, were employed in manufacturing in Jersey County in 1995.  Macoupin
had about 13.1 percent of its workers in manufacturing.  It also had a high percentage, 5.7 percent
(compared to 0.3 percent statewide) in mining and quarrying, down from 7 percent in 1990.  Approximately
27.9 percent of non-farm employment in Madison County is in manufacturing, while the economic base of St.
Clair County is in the services sector which accounts for 37.3 percent of the county’s employment. 

Employment change in the corridor is shown in Table 2.2-5.  Outside of Cook County and St. Louis City all
sectors of the economy within the HSR corridor showed growth between 1990 and 1995.



Table 2.2-4
EMPLOYMENT BY INDUSTRY (1990 TO 1995)

COVERED EMPLOYMENT 1990
Cook Grundy Jersey Kankakee Livingston Logan McLean Macoupin Madison St.  Clair  Sangamon Will St. Louis City Illinois

Farm, Fisheries, Forestry, Mining and Quarrying 7,657 66 44 583 137 407 730 672 534 1,522 548 1,295 421 45,934
Construction 89,320 358 69 1,580 435 202 1,560 497 4,082 2,875 2,886 6,436 7,769 201,574
Manufacturing 470,616 1,901 114 5,683 3,793 2,204 7,803 1,424 21,968 7,076 4,343 17,651 48,063 985,411
Transportation, Communication & Public Utilities 161,843 2,914 165 2,091 327 298 3,043 538 4,486 3,958 4,350 5,533 23,234 284,350
Wholesale Trade 194,179 390 176 2,032 742 470 2,592 969 3,412 2,735 4,294 3,989 17,855 355,843
Retail Trade 407,746 2,619 1,142 6,544 1,925 2,200 12,142 2,136 15,737 18,221 17,553 17,249 32,737 886,222
Finance, Insurance, and Real Estate 232,791 759 234 1,806 443 385 11,111 662 4,307 3,184 7,970 2,855 22,819 369,357
Services 699,488 1,681 833 8,578 2,267 2,706 13,214 1,906 17,318 18,614 25,544 19,903 78,777 1,264,618
TOTAL 2,263,640 10,688 2,777 28,897 10,069 8,872 52,195 8,804 71,844 58,185 67,488 74,911 231,675 4,393,309

COVERED EMPLOYMENT 1995
Cook Grundy Jersey Kankakee Livingston Logan McLean Macoupin Madison St.  Clair  Sangamon Will St. Louis City Illinois

Farm, Fisheries, Forestry, Mining and Quarrying 7,825 87 55 1,140 237 374 761 600 794 1,180 677 1,742 355 45,388
Construction 72,262 471 140 2,469 486 152 2,278 542 4,357 3,020 3,591 9,001 6,357 194,289
Manufacturing 462,211 2,184 115 7,460 4,260 1,808 8,460 1,206 21,935 7,564 4,383 18,832 42,308 961,891
Transportation, Communication & Public Utilities 160,477 2,522 128 1,817 376 425 2,662 491 4,782 4,452 5,067 6,678 21,690 299,514
Wholesale Trade 168,505 395 207 2,342 599 488 2,938 804 3,328 3,303 4,470 5,517 15,048 350,732
Retail Trade 398,718 2,696 1,108 8,020 2,230 2,391 13,490 2,371 16,899 19,544 17,419 21,344 30,197 939,973
Finance, Insurance, and Real Estate 222,039 443 135 1,581 492 559 12,920 475 4,100 2,826 7,729 3,977 21,660 371,791
Services 759,870 2,075 1,155 10,263 2,465 2,138 15,843 2,689 22,357 24,957 28,734 27,589 84,737 1,474,827
TOTAL 2,251,907 10,873 3,043 35,092 11,145 8,335 59,352 9,178 78,552 66,846 72,070 94,680 222,352 4,638,405

           
Change 1990-1995 (11,733) 185 266 6,195 1,076 (537) 7,157 374 6,708 8,661 4,582 19,769 (9,323) 245,096
Percent Change 1990-1995 -0.5% 1.7% 9.6% 21.4% 10.7% -6.1% 13.7% 4.2% 9.3% 14.9% 6.8% 26.4% -4.0% 5.6%

            
Source: Illinois Department of Employment  Security, "Illinois at Work: Employment by County, 1990-1995."
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Table 2.2-5
EMPLOYMENT CHANGE BY SECTOR (1990 TO 1995)

Industry Sector
Percent Change
(Total Corridor)

Percent Change
(without Cook Co.)

Farm, Fisheries, Forestry, Mining and Quarrying 9.0 17.0

Construction -10.5 26.3

Manufacturing -0.8 5.7

Transportation, Communication & Public Utilities 0.2 6.1

Wholesale Trade -10.7 11.9

Retail Trade 0.2 10.3

Finance, Insurance, and Real Estate -3.5 4.5

Services 10.8 24.6

Source: Illinois Department of Employment Security, “Illinois at Work: Employment by County, 1990-1995."

2.2.3.2 Income

Table 2.2-6 shows 1989 median household and per capita incomes for the corridor counties. Generally, the
northern counties have the highest incomes in each category.  Cook County has the highest per capita income
at $15,520, but Will County has a higher median household income.  This difference results from the larger
average size of households in Will County.  The exception to this generalization is Kankakee County where
employment is still concentrated in lower wage service and manufacturing jobs.  In every corridor county
except Cook, per capita income is exceeded by the statewide median.

2.2.4 Environmental Justice

Data on racial and income composition by county is presented in Sections 2.2.2.2 and 2.2.3.2. Additional,
more detailed information regarding minority and low-income populations in the HSR corridor was compiled
from Bureau of Census 1990 data.  Table 2.2-7 provides the percentage of the population in each community
along the HSR corridor comprised of minority and low-income persons. In this table, Chicago and St. Louis
population data is classified by zip code.  Low-income population represents the number of people with
incomes below poverty level.  Minority populations in communities within the corridor ranged from 0 to just
below 100 percent.  Low-income percentages range from 0 to 62 percent.

2.3 TRANSPORTATION FACILITIES AND SERVICES

The Chicago - St. Louis corridor is currently served by four modes of transportation: highway, air, rail, and
bus.  The total existing (1998) annual person trips estimated within the corridor on these four
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Table 2.2-6
INCOMES IN HIGH-SPEED RAIL CORRIDOR COUNTIES

Counties in Corridor Median Household Income Per Capita Income

Cook $32,673 $15,520

Will $41,195 $14,928

Kankakee $28,284 $11,866

Grundy $35,728 $14,404

Livingston $29,848 $11,521

McLean $31,366 $13,778

Logan $27,528 $11,192

Sangamon $30,350 $14,800

Macoupin $23,913 $11,218

Jersey $27,126 $10,947

Madison $29,861 $13,142

St. Clair $26,813 $11,800

St. Louis City $19,458 $10,798

Illinois $32,252 $15,201

Source: U.S. Department of Commerce, Bureau of Census, 1990.

modes is 35.2 million.  Table 2.3-1 presents a summary of corridor travel by major market pairs of travel and
mode.  Additionally, commuter and freight train operations occur on portions of the alternative alignments
evaluated.  Commuter rail traffic is not included in the 35.2 million person trip estimate.

This section provides a brief overview of the existing transportation facilities and services in the Chicago - 
St. Louis HSR corridor.

2.3.1 Existing Intercity Mass Transportation Service

Intercity mass transportation service between major towns and cities located in the HSR corridor is available
via train, bus, and aircraft.  Air travel is the most predominant of these three modes.  Of the total 1998 person
trips between Chicago and St. Louis, air travel accounts for 3.2 percent of the trips, while rail and bus service
accounted for 1.1 percent combined.



Total Percent Percent
City/Township White Minorities Minorities Total Poverty Poverty

Illinois 8,957,923 2,472,679 21.63 1,326,731 11.61

Illinois Central/Union Pacific Alignment (Chicago to St. Louis)
Chicago (60606) 49 7 12.50 0 0.00
Chicago (60607) 6,538 7,210 52.44 4,804 34.94
Chicago (60608) 29,315 54,980 65.22 26,928 31.94
Chicago (60623) 20,212 91,955 81.98 33,604 29.96
Chicago (60632) 48,989 13,080 21.07 6,410 10.33
Chicago (60638) 47,337 5,948 11.16 4,047 7.60
Forest View 724 12 1.63 47 6.39
Summit 6,702 3,269 32.79 1,392 13.96
Bedford Park 565 12 2.08 22 3.81
Justice 9,161 1,976 17.74 544 4.88
Willow Springs 4,370 139 3.08 115 2.55
Lemont 7,248 100 1.36 188 2.56
Lockport 9,272 137 1.46 443 4.71
Joliet 53,308 23,528 30.62 9,419 12.26
Elwood 948 0 0.00 71 7.49
Wilmington 4,684 59 1.24 313 6.60
Braidwood 3,488 103 2.87 392 10.92
Godley 323 0 0.00 51 15.79
Braceville 589 6 1.01 79 13.28
Gardner 1,228 6 0.49 64 5.19
Dwight 4,128 102 2.41 221 5.22
Odell 1,013 17 1.65 66 6.41
Pontiac 9,521 1,907 16.69 1,088 9.52
Chenoa 1,724 8 0.46 161 9.30
Lexington 1,791 18 1.00 88 4.86
Towanda 849 7 0.82 37 4.32
Normal 37,058 2,965 7.41 6,803 17.00
Bloomington 47,243 4,729 9.10 4,969 9.56
Shirley 323 6 1.82 0 0.00
Funks Grove 297 0 0.00 25 8.42
McLean 801 2 0.25 22 2.74
Atlanta 1,612 4 0.25 127 7.86
Lawndale 177 0 0.00 22 12.43
Lincoln 14,911 507 3.29 1,866 12.10
Broadwell 122 0 0.00 4 3.28
Elkhart 489 3 0.61 33 6.71
Williamsville 1,136 4 0.35 43 3.77
Sherman 2,061 19 0.91 69 3.32
Springfield 90,143 15,084 14.33 13,065 12.42
Chatham 6,007 36 0.60 73 1.21
Auburn 3,707 23 0.62 356 9.54
Thayer 733 2 0.27 96 13.06
Virden 3,606 18 0.50 628 17.33
Girard 2,130 34 1.57 398 18.39
Nilwood 247 2 0.80 37 14.86
Carlinville 5,286 130 2.40 732 13.52
Shipman 599 2 0.33 90 14.98
Brighton 2,271 2 0.09 232 10.21
Godfrey 5,071 365 6.71 225 4.14
Alton 24,912 7,993 24.29 6,370 19.36
East Alton 7,039 24 0.34 1,193 16.89
Wood River 11,332 158 1.38 1,406 12.24
Hartford 1,646 30 1.79 165 9.84

Table 2.2-7
MINORITY AND LOW-INCOME POPULATION



Total Percent Percent

Table 2.2-7
MINORITY AND LOW-INCOME POPULATION

Granite City 32,328 534 1.62 4,275 13.01
Madison 3,565 1,058 22.89 1,470 31.80
East St. Louis 566 40,378 98.62 17,785 43.44
St. Louis (63102) 624 109 14.87 65 8.87
St. Louis (63103) 2,445 4,050 62.36 1,830 28.18

Norfolk Southern Alignment (Chicago to Dwight)
Chicago (60605) 4,797 3,047 38.84 1,287 16.41
Chicago (60616) 12,415 33,321 72.86 13,719 30.00
Chicago (60653) 193 39,896 99.52 24,327 60.68
Chicago (60615) 11,128 33,002 74.78 10,818 24.51
Chicago (60637) 8,285 51,437 86.13 21,425 35.87
Chicago (60619) 609 74,129 99.19 12,928 17.30
Chicago (60628) 3,113 91,103 96.70 17,741 18.83
Chicago (60627) 8,462 16,399 65.96 8,721 35.08
Riverdale 8,016 5,621 41.22 1,902 13.95
Harvey 4,459 25,308 85.02 7,486 25.15
East Hazel Crest 1,141 429 27.32 63 4.01
Homewood 17,674 1,604 8.32 259 1.34
Flossmoor 7,295 1,356 15.67 232 2.68
Olympia Fields 3,256 992 23.35 38 0.89
Matteson 5,871 5,507 48.40 425 3.74
Richton Park 7,839 2,684 25.51 452 4.30
University Park 1,190 5,014 80.82 556 8.96
Monee 1,042 2 0.19 102 9.77
Peotone 2,890 5 0.17 43 1.49
Manteno 3,463 25 0.72 171 4.90
Bourbonnais 13,188 746 5.35 696 4.99
Bradley 10,657 135 1.25 1,019 9.44
Kankakee 17,119 10,456 37.92 6,132 22.24
Union Hill 37 0 0.00 0 0.00

Rock Island District Alignment (Chicago to Joliet)
Chicago (60605) 4,797 3,047 38.84 1,287 16.41
Chicago (60616) 12,415 33,321 72.86 13,719 30.00
Chicago (60609) 26,854 62,989 70.11 38,860 43.25
Chicago (60621) 275 56,273 99.51 24,148 42.70
Chicago (60620) 3,936 88,019 95.72 15,305 16.64
Chicago (60643) 15,451 48,555 75.86 6,682 10.44
Blue Island 16,029 5,174 24.40 1,785 8.42
Robbins 71 7,427 99.05 2,152 28.70
Midlothian 13,691 681 4.74 591 4.11
Oak Forest 25,480 723 2.76 785 3.00
Tinley Park 35,689 1,461 3.93 881 2.37
Mokena 6,097 31 0.51 247 4.03
New Lenox 9,550 77 0.80 437 4.54
Joliet 53,308 23,528 30.62 9,419 12.26
Source: U.S. Department of Commerce, Bureau of Census, 1990.



Table 2.3-1

CHICAGO - ST. LOUIS HIGH-SPEED RAIL CORRIDOR

ANNUAL PERSON TRIPS (1998)

 

 Rail  Air  Bus  Auto

Market Pair Trips Percent Trips Percent Trips Percent Trips Percent Total Trips

Chicago Joliet 3,281 0.0 0 0.0 10,736 0.1 14,542,632 99.9 14,556,649

Chicago Bloomington 39,457 3.9 6,095 0.6 4,335 0.4 954,504 95.0 1,004,391

Chicago Springfield 65,101 8.0 41,900 5.1 17,727 2.2 689,269 84.7 813,997

Chicago Alton 10,614 4.7 26,704 11.8 1,745 0.8 187,078 82.7 226,142

Chicago St. Louis 74,686 3.6 877,137 42.1 41,107 2.0 1,092,493 52.4 2,085,423

Chicago Others 12,854 4.6 2,325 0.8 0 0.0 265,347 94.6 280,527

   

Joliet Bloomington 6,055 1.3 961 0.2 3,478 0.7 458,985 97.8 469,479

Joliet Springfield 8,833 3.1 6,683 2.4 3,755 1.3 261,728 93.1 280,999

Joliet Alton 2,063 4.6 4,318 9.5 365 0.8 38,569 85.1 45,316

Joliet St. Louis 8,292 1.0 140,722 17.3 7,922 1.0 654,433 80.7 811,369

Joliet Others 1,917 0.5 370 0.1 0 0.0 371,215 99.4 373,501

   

Bloomington Springfield 5,926 1.0 0 0.0 1,192 0.2 572,319 98.8 579,437

Bloomington Alton 1,561 3.9 16 0.0 111 0.3 38,569 95.8 40,257

Bloomington St. Louis 5,487 1.9 663 0.2 3,095 1.1 278,354 96.8 287,598

Bloomington Others 3,552 0.4 0 0.0 0 0.0 797,247 99.6 800,800

   

Springfield Alton 4,591 2.2 28 0.0 219 0.1 204,496 97.7 209,335

Springfield St. Louis 7,715 0.9 999 0.1 2,320 0.3 895,915 98.8 906,948

Springfield Others 5,840 1.3 0 0.0 0 0.0 431,626 98.7 437,465

   

Alton St. Louis 1,444 0.0 0 0.0 0 0.0 10,782,987 100.0 10,784,431

Alton Others 347 0.9 0 0.0 0 0.0 39,586 99.1 39,933

    

St. Louis Others 1,223 1.1 52 0.0 0 0.0 108,977 98.8 110,252

   

Others Others 131 1.5 0 0.0 0 0.0 8,836 98.5 8,967

   

TOTAL 270,969 0.8 1,108,975 3.2 98,108 0.3 33,675,165 95.8 35,153,218

Source: IDOT; Wilbur Smith Associates, Chicago - St. Louis High Speed Rail Corridor Study Ridership Forecast Technical Report, June 1994; updated for 1998 by De Leuw, Cather & Company, August 1999.
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2.3.1.1 Passenger Rail Service

Two different Amtrak routes operate through portions of the HSR corridor.  These routes operate between
Chicago and St. Louis and Chicago and Carbondale, Illinois.

The Chicago - St. Louis service operates on Amtrak and IC track between Chicago and Joliet; on UP track
between Joliet and Granite City; and on Terminal Railroad Association (TRRA) track between Granite City
and St. Louis.  Except for the portion of this route south of Granite City, the current Amtrak route is
evaluated as a HSR alternative alignment.  South of Granite City, an alternative route is under construction that
will be used by Amtrak as well as new high-speed rail service, if implemented. Service between Chicago and
St. Louis consists of three trips in each direction per day with scheduled end-to-end operating times between
5.5 and 5.75 hours and service to 11 stations.  The 11 stations between Chicago and St. Louis are: Chicago
Union Station, Summit, Joliet, Dwight, Pontiac, Bloomington/Normal, Lincoln, Springfield, Carlinville, Alton,
and St. Louis Amtrak Terminal.  Annual ridership on this route is estimated at 271,000 (IDOT, 1999).  From
St. Louis, Amtrak service continues to Kansas City, Dallas, Texas, and Los Angeles, California.

The Chicago - Carbondale service operates on Amtrak and the IC mainline between Chicago Union Station
and Kankakee in the HSR corridor.  South of Kankakee, this service is outside the HSR corridor.  Service on
this route consists of two trains daily in each direction.  One train in each direction operates from Chicago to
New Orleans via Carbondale.  In addition to stops in Chicago and Kankakee, this service also stops in
Homewood within the HSR corridor. Scheduled travel times between Chicago and Kankakee range from one
hour and 10 minutes to one hour and 43 minutes.

Amtrak service does not operate on Norfolk Southern or Rock Island District tracks in the HSR project area.

The Amtrak fare (1999) for a round trip between Chicago and St. Louis is approximately $68.00; the fare
between Chicago and Springfield is $60.00.

2.3.1.2 Passenger Air Service

Air travel within the HSR corridor is available from airports in Chicago (O'Hare, Midway, Meigs),
Bloomington, Springfield, and St. Louis (Lambert Field).  Currently, no passenger carriers operate out of
MidAmerica Airport in St. Clair County.  There is substantially more air service than bus or rail service
available in the corridor.  On an average weekday, there are approximately 150 one-way plane trips with
origins and destinations within the corridor.  Approximately 53 percent of these trips are between Chicago and
St. Louis.  Other service is less comprehensive.  Seventy-nine percent of the air person trips in the corridor
are between Chicago and St. Louis, which accounts for 42 percent of all intercity travel between the two
cities.  Table 2.3-2 lists the average number of daily one-way plane trips between origin-destination pairs and
average scheduled flight time in the corridor.  The 1998 annual person trips in the HSR corridor using air
travel was estimated at 1.1 million.

Airline fares fluctuate quite often.  Round trip airfare between Chicago and St. Louis can range from $60.00
to $325.00.  Round trip airfare between Chicago and Springfield can reach $425.00.  Most



Table 2.3-2

EXISTING INTERCITY  DAILY VEHICLE TRIPS AND TRAVEL TIMES (MINUTES) ALONG THE HIGH-SPEED RAIL CORRIDOR
 

 Rail  Air  Bus  Auto
Vehicle Travel Vehicle Travel Vehicle Travel Vehicle Travel

Market Pair Trips Time Trips Time Trips Time Trips Time

Chicago Joliet 6 58   6 60 25,090 50

Chicago Bloomington 6 140 10 50 11 170 1,647 150

Chicago Springfield 6 208 22 55 11 290 1,189 220

Chicago Alton 6 280   323 310

Chicago St. Louis 6 340 76 75 20 400 1,885 320

   

Joliet Bloomington 6 82  6 120 792 110

Joliet Springfield 6 150  4 210 452 180

Joliet Alton 6 222   67 270

Joliet St. Louis 6 282  5 290 1,129 280

   

Bloomington Springfield 6 68  6 90 987 70

Bloomington Alton 6 140   67 170

Bloomington St. Louis 6 200 19 48 9 190 480 180

   

Springfield Alton 6 72   353 100

Springfield St. Louis 6 132 20 35 11 110 1,546 110

    

Alton St. Louis 6 60   18,604 20

 
   

Source:    OAG Pocket Flight Guide, August 1999.
                 Amtrak, October 1999.
                 Greyhound, August 1999.
                 Wilbur Smith Associates, Chicago - St. Louis High Speed Rail Corridor Study Ridership Forecast Technical Report, June 1994; updated for 1998 by De Leuw, Cather & Company, August 1999.
Compiled by De Leuw, Cather & Company.

Notes:
1.   Does not include trips to "other" markets in the corridor (Kankakee, Dwight, Pontiac, Lincoln, and Carlinville).
2.   Auto trips derived from 1998 person trips.
3.   Air, rail, and bus travel times are representative schedule times.
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commonly round trip airfares are approximately $150.00 between Chicago and St. Louis and approximately
$200.00 between Chicago and Springfield.

2.3.1.3 Passenger Bus Service

Greyhound Lines, Inc. and other smaller carriers operate bus service between Chicago and St. Louis. A total
of 28 daily routes operate in the corridor, consisting of eight daily trips from Chicago to St. Louis and 12 daily
trips from St. Louis to Chicago (Greyhound Lines, Inc., 1999).  Of the eight buses to St. Louis, two stop in
both Bloomington and Springfield; two stop in Bloomington; two stop in Kankakee and Springfield; and two
travel through Kankakee, stopping in neither Bloomington nor Springfield.  Of the 12 northbound buses to
Chicago, three stop in Springfield and Bloomington; two stop in Springfield and Kankakee, one stops in
Springfield; one stops in Bloomington; and five stop in neither Springfield nor Bloomington.  Of these five,
two travel through Kankakee, while the other three travel outside of the corridor.  The other eight routes stop
in either Chicago or St. Louis with additional stops in Bloomington, Springfield, or Kankakee.  The additional
communities in the corridor with bus service are Joliet, Dwight, and Pontiac, as well as Illinois State
University.  Scheduled travel times for the southbound end-to-end service range from five hours and five
minutes to eight hours and 25 minutes.  Northbound service scheduled travel times range from five hours and
50 minutes to over 11 hours.  The annual (1998) person trips using bus service for corridor trips was
estimated at 98,000. Bus fares (1999) are typically around $63.00 for round trips between Chicago and
Springfield and around $51.00 for round trips between Chicago and St. Louis.

2.3.2 Existing Intercity Automobile Travel

Of the estimated 35.2 million existing (1998) annual person trips in the HSR corridor, private automobile trips
account for 95.8 percent, or 33.7 million.  However, travel between Chicago and Joliet and between St. Louis
and Alton accounts for 75 percent of these automobile trips.  In comparison, travel between Chicago and St.
Louis accounts for only three percent of all automobile trips in the corridor and 52 percent of trips between
the two destinations.  Interstate 55 accommodates most of the intercity automobile travel in the corridor.

Table 2.3-2 shows travel times and number of vehicle trips per day for the travel markets in the corridor.

2.3.3 Additional Rail Operations

In addition to Amtrak service, freight and commuter rail traffic currently operates on much of the existing
track evaluated for high-speed rail service.  Freight traffic operates on at least some portion of each of the
railroads analyzed.  Commuter rail service operates on the IC Joliet Line and the Rock Island District between
downtown Chicago and the south suburbs and on Metra tracks near the Chicago Randolph Street Station that
will be used as part of the Norfolk Southern alternative alignment.  The Metra Electric District service
parallels the IC route Amtrak uses to Champaign and Carbondale that will be used as part of the Norfolk
Southern alternative alignment.

Table 2.3-3 lists the number of existing intercity passenger, freight, and commuter trains operating on the
alternative alignments in the HSR corridor.
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Table 2.3-3
EXISTING RAIL TRAFFIC ON RAILROADS IN THE HIGH-SPEED RAIL CORRIDOR

Number of Trains Per Day
RAILROAD (Location) Amtrak Freight Metra
IC JOLIET LINE

Chicago to Joliet 6 8 6

UNION PACIFIC (and TRRA)
Joliet to St. Louis 6 8 0

METRA
Randolph St. Station to 31st Street 0 0 181

ILLINOIS CENTRAL MAINLINE
31st Street to Kankakee 4 12 0

NORFOLK SOUTHERN
Kankakee to Dwight 0 5 0

ROCK ISLAND DISTRICT
LaSalle St. Station to Gresham 0 0 68
Gresham to Blue Island 0 0 24
Blue Island to New Lenox 0 3 46
New Lenox to Joliet 0 3 45

Source: Amtrak, October 1999.
Metra and Northern Indiana Commuter Transportation District (NICTD), August 1999.
De Leuw, Cather & Company, August 1999.

2.3.3.1 Freight Traffic

Daily freight train volumes range from 0 to 12 trains per day on the tracks analyzed for high-speed rail
service.  Freight traffic on the IC mainline is higher than any of the other railroads evaluated, with 12 trains
operating daily.  The IC/UP alternative alignment accommodates the second highest number of freight trains
in the corridor, with eight freight trains daily.  Three freight trains operate on the Rock Island District tracks
south of Blue Island, and five freight trains operate on the Norfolk Southern segment.

2.3.3.2 Commuter Rail Service

Four commuter rail lines — Heritage Corridor, Rock Island District, Metra Electric, and South Shore —
operate within the HSR corridor.  Round trip fares (1999) on Metra service range from $3.50 to $9.30.

The Metra Heritage Corridor service consists of three weekday peak direction trains in both the morning and
evening between Chicago Union Station and Joliet on the IC Joliet Line that is part of the IC/UP alternative
alignment. The Metra Rock Island District provides substantially more service between Chicago LaSalle Street
Station and Joliet with up to 68 trains operating per day in the northerly section of the alignment.
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The Norfolk Southern alternative alignment will operate on Metra tracks north of 31st Street in Chicago to
gain access to the Randolph Street Station.  Trains on the Metra Electric Line between Chicago and University
Park and the South Shore Line between Chicago and South Bend, Indiana use these Metra tracks into and out
of the Randolph Street Station.  Average weekday commuter train traffic on these tracks is 181 trains.

2.3.3.3 Clearance Requirements/Issues

Adequate clearance must be provided between adjacent railroad tracks and between railroad tracks and
structures to ensure safe train passage.  Current Illinois Commerce Commission (ICC) standards are provided
in Table 2.3-4.  These requirements are increased in areas where track superelevation or curvature dictate
greater clearance requirements.  No violations of the ICC standards are known to exist along the proposed
high-speed rail alternative alignments evaluated.

Table 2.3-4
ILLINOIS COMMERCE COMMISSION TRACK CLEARANCE REQUIREMENTS

Type of Measurement Required Clearance – meters (feet)

Vertical 6.6 m (21.5’) from the top of the rail*

Horizontal 2.4 m (8.0’) from the track centerline*

Minimum Distance Between Mainline Tracks 4.1 m (13.5’) between adjacent tracks

Minimum Distance Between Mainline Tracks and Sidings 4.6 m (15.0’) between adjacent tracks

Source:  Illinois Commerce Commission.

*  Distance must be increased to account for superelevation and curvature.

2.3.4 Existing Highway-Railroad At-Grade Crossings

A total of 450 highway-railroad at-grade crossings were evaluated along the HSR alternative alignments. 
Table 2.3-5 lists the number and type of existing warning devices at the at-grade crossings in the corridor by
county and alignment.  Twenty percent of the at-grade crossings are private; 113 have no warning devices.

2.4 AIR QUALITY

Transportation sources produce the following pollutants: carbon monoxide (CO), nitrogen oxides (NOx), and
hydrocarbons (also known as volatile organic compounds or VOCs).  Nitrogen oxides and VOCs are
precursors to ozone.  Particulate matter (PM) is emitted primarily by stationary fuel-burning
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 County Alignment Railroad     

Cook IC/UP Illinois Central 7 1 0 0 1 1 0 0 1 2 0 0 5 18

Cook Norfolk Southern ICML 0 0 0 0 0 0 1 0 0 0 0 0 0 1

Cook Rock Island District Rock Island District 14 7 0 0 0 1 2 0 0 0 0 1 23 48

Will IC/UP IC/UP 16 3 0 0 0 12 5 1 0 1 0 0 3 41

Will Norfolk Southern ICML 9 0 0 0 0 0 1 0 0 0 0 0 2 12

Will Rock Island District RID/UP 13 1 0 1 0 11 6 1 0 1 0 0 5 39

Kankakee Norfolk Southern ICML/NS 12 1 0 0 1 11 7 0 0 0 0 0 10 42

Grundy IC/UP, RID Union Pacific 0 0 0 0 1 6 7 0 0 0 0 0 2 16

Livingston IC/UP, RID Union Pacific 16 0 0 0 0 10 5 0 0 1 0 0 9 41

Livingston Norfolk Southern NS/Union Pacific 16 0 0 0 0 12 9 0 0 1 0 0 11 49

McLean All Union Pacific 17 1 0 0 1 14 0 0 0 1 0 0 10 44

Logan All Union Pacific 13 4 0 0 0 4 0 0 0 0 0 0 5 26

Sangamon All Union Pacific 17 10 1 1 5 8 4 0 0 0 1 0 17 64

Macoupin All Union Pacific 13 1 0 0 0 6 10 0 0 1 0 0 13 44

Jersey All Union Pacific 0 0 0 0 0 2 0 0 0 0 0 0 1 3

Madison All Union Pacific 10 5 0 0 0 1 2 0 0 0 0 0 6 24

St. Clair All UP/TRRA 1 0 0 0 0 0 0 0 0 0 0 0 0 1

St. Louis All TRRA 0 0 0 0 0 0 0 0 0 0 0 0 0 0

Totals for Alternative Alignments      

 IC/UP Alignment 110 25 1 1 8 64 33 1 1 6 1 0 71 322

 Norfolk Southern Alignment 108 22 1 1 7 58 34 0 0 3 1 0 75 310

 Rock Island District Alignment 114 29 1 2 7 63 36 1 0 4 1 1 91 350

Source: De Leuw, Cather & Company, December 1996.

EXISTING WARNING DEVICE

Table 2.3-5

EXISTING WARNING DEVICES AT HIGHWAY-RAILROAD

AT-GRADE CROSSINGS IN THE HIGH-SPEED RAIL CORRIDOR
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sources — power plants and industrial sources — and to a smaller extent by transportation sources.
Therefore, the description of existing conditions also includes a discussion of the PM concentrations. PM has
health implications because of its potential to penetrate deep into the human respiratory system.

2.4.1 Regulatory Setting

This section describes the applicable regulations that govern air quality in the project corridor at both the
Federal and state levels and the procedures that will be needed to demonstrate compliance with these
regulations and related criteria.

National Ambient Air Quality Standards (40 CFR part 50):

Under the authority of the Clean Air Act and the 1990 Clean Air Act Amendments (CAAA) [42 U.S. Code
(USC) 7401 et seq.], a set of primary and secondary Ambient Air Quality standards for six criteria pollutants
was established.  These standards are intended to protect the public health and welfare.  The primary
standards are shown in Table 2.4-1, including the new ozone and particulate matter 2.5 microns or smaller in
diameter (PM2.5) standards promulgated in 1997.  Except for sulfur dioxide, the secondary standards are the
same as the primary standards for all pollutants. Illinois's and Missouri’s Ambient Air Quality Standards are
identical to the Federal standards shown in Table 2.4-1.

When levels of pollutants do not exceed the annual average standards and do not exceed the short-term (1-, 3-
, 8-, and 24-hour) standards more than once per year, an area is considered in attainment of the National
Ambient Air Quality Standards (NAAQS).

Clean Air Act Amendments - Title I:

Title I of the CAAA addresses nonattainment issues related to ozone, CO, and PM10.  Nonattainment areas are
progressively ranked according to the severity and type of their air pollution problems.  Each category of
nonattainment has a label such as severe or moderate and a date for meeting the federal air quality standards.

Clean Air Act Amendments - Title II:

Title II of the CAAA addresses mobile sources and stipulates more stringent emission standards for cars,
trucks, and buses.  This title also regulates fuel quality (such as gasoline volatility and diesel sulfur content);
requires reformulated gasoline in the worst ozone areas and oxygenated fuels in the worst CO areas; and
requires clean-fueled vehicles for certain fleets and other pilot programs.

Clean Air Act Conformity:

The 1990 CAAA require Federal agencies to ensure that their actions conform to the appropriate State
Implementation Plan (SIP).  The SIP is a plan that provides for implementation, maintenance, and
enforcement of the NAAQS, and includes emission limitations and control measures to attain and maintain the
NAAQS.  Conformity to a SIP, as defined in the CAAA, means conformity to a SIP’s purpose of reducing the
severity and number of violations of the NAAQS to achieve attainment of such standards.
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Table 2.4-1
SUMMARY OF NATIONAL AND STATE (ILLINOIS AND MISSOURI)

AMBIENT AIR QUALITY STANDARDS

Pollutant Averaging Time Primary Standard

Particulate Matter
10 micrometers (PM10)

2.5 micrometers (PM2.5)**

Annual Arithmetic Mean
24-hour

Annual Arithmetic Mean
24-hour

50 ug/m3

150 ug/m3

15 ug/m3

65 ug/m3

Sulfur Dioxide (SO2) Annual Arithmetic Mean
24-hour
3-hour

0.03 ppm (80 ug/m3)
0.14 ppm (365 ug/m3)
None

Carbon Monoxide (CO) 8-hour
1-hour

9.0 ppm (10 mg/m3)
35.0 ppm (40 mg/m3)

Ozone (O3) 1-hour/day*
8-hour/day**

0.12 ppm (235 ug/m3)
0.08 ppm

Nitrogen Dioxide (NO2) Annual Arithmetic Mean 0.053 ppm (100 ug/m3)

Lead (Pb) Quarterly Arithmetic Mean 1.5 ug/m3

Source: USEPA/IEPA.

Note:  All standards with averaging times of 24 hours or less are not to have more than one actual or expected exceedance per year.

*The 1-hour ozone standard pertains only to the ozone nonattainment counties in the Chicago Metropolitan Area and the St. Louis
Area.

**The final rules for ozone and particulate matter were issued in the July 18, 1997 Federal Register.  The formal designation of
nonattainment for the 8-hour ozone standard will take place in 2000, while the designation for attainment/nonattainment for the
PM2.5  standard is expected to take place in 2002.

The Federal agency responsible for the action is required to determine if its action conforms to thepplicable
SIP.  The U.S. Environmental Protection Agency (USEPA) has developed two sets of conformity regulations

• Transportation projects developed or approved under the Federal Aid Highway Program or Federal
Transit Act are governed by the “transportation conformity” regulation [40 Code of Federal
Regulation (CFR) Part 93, Subpart A]; and

• Other projects, which include the Federal action planned for the Chicago-St. Louis High-Speed Rail
project, are governed by the “general conformity” regulations.  The regulations for Determining
Conformity of General Federal Actions to State or Federal Implementation Plans were published in
the Federal Register on November 30, 1993.  The general conformity rule (40 CFR Part 93, Subpart
B) became effective January 31, 1994. In Illinois, general conformity criteria and procedures are set
forth in 35 Illinois Administrative Code 255.  In Missouri, these criteria and procedures are set forth
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in 10 CSR 10-6.300.  The total emissions for this project (discussed in Section 5) have been prepared
in accordance with the Illinois and Missouri general conformity regulations.

The conformity regulations apply to Federal actions occurring in air basins designated as nonattainment for
criteria pollutants or in attainment areas subject to maintenance plans (maintenance areas).  Federal actions
occurring in air basins that are in attainment with criteria pollutants are not subject to the conformity rule.

Metropolitan Planning Organizations (MPOs) in the Chicago and St. Louis nonattainment areas are required to
analyze the emission impacts of highway and transit projects within their respective areas. To ensure that all
surface transportation improvements are accounted for in the regional emissions analysis, the MPOs will be
including the HSR project and its impacts on the transportation system even though this project is not
considered a highway/transit project as defined under Section 7201(b) of TEA-21.  The Chicago Area
Transportation Study will include the HSR project in the regional analysis for the Regional Transportation Plan
Update which is to be adopted by December 2000.  The East-West Gateway Coordinating Council will be
including the HSR project in their regional analysis for the FY 2001-03 Transportation Improvement Program.

For nonattainment and maintenance areas, the Illinois Environmental Protection Agency’s (IEPA) and the
State of Missouri’s general conformity rules establish maximum annual emissions rates for pollutants,
including for both ozone precursors — VOC and NOx — on the presumption that reductions in these
pollutants will contribute to reductions in ozone formation.  According to these states’ general conformity
regulations, a conformity determination is required for each pollutant where the total of direct and indirect
emissions in a nonattainment or maintenance area caused by a Federal action would equal or exceed the
threshold rates for these areas.  For the nonattainment and maintenance areas in the Chicago - St. Louis HSR
corridor, the following rates apply:

(Tons Per Year)
Area VOC NOx

Chicago Nonattainment Area 25 N/A
Jersey County Maintenance Area 100 100
St. Louis Nonattainment Area (in Illinois) 100 100
St. Louis Nonattainment Area (in Missouri) 100 100

The Clean Air Act Sections 182 (b) and (f) provide waivers for NOx reduction requirements in those
nonattainment areas where the USEPA determines that NOx reductions would not provide net ozone air quality
benefits.  Such is the case in the Lake Michigan area including northeastern Illinois and adjoining
nonattainment areas in Indiana, Wisconsin and Michigan.  The IEPA petitioned the USEPA to issue a NOx

waiver for the Chicago nonattainment area; subsequently, the USEPA published a proposed approval on
March 6, 1995.  Final issuance of the NOx waiver under Section 182 (f), which affects General Conformity,
was published in the January 22, 1996 Federal Register.  Thus, due to the issuance of the NOx waiver, no
threshold rate for NOx is applicable for the Chicago nonattainment area, and the conformity analysis for this
project focuses exclusively on VOC emissions in this area.
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Outside of the ozone nonattainment and maintenance areas, a conformity determination under 40 CFR Part 93
(“Criteria and Procedures for Determining Conformity to State or Federal Implementation Plans of
Transportation Plans, Programs, and Projects Funded or Approved Under Title 23 U.S.C. or the Federal
Transit Act”) is not required.

2.4.2 Affected Environment

Potential air quality impacts of the proposed HSR project include: 1) changes in rail-related emissions due to
an increase in trains operating each day and a change in equipment, 2) changes in the overall emissions from
transportation sources, and 3) changes in local or microscale ambient air quality concentrations.  The latter
impact includes changes from locomotive passbys; potential changes at certain rail crossings that will
accommodate additional traffic that will be diverted from nearby highway-railroad crossing closures;
increases in vehicular delay at highway-railroad crossings near railroad stations due to an increase in the
number of trains stopping to load and unload passengers; and potential changes around railroad stations due to
increased traffic resulting from increased ridership.  In this section, existing ambient air quality conditions and
emissions in the corridor and at specific locations are identified.

2.4.2.1 Ambient Air Quality in the High-Speed Rail Corridor

Nonattainment Areas:

The CAAA of 1990 established nonattainment areas based on data from 1987 to 1989.  In Illinois, the entire
State was declared in attainment for the pollutants lead, nitrogen dioxide, and carbon monoxide. A small
geographical area in the Peoria region was designated nonattainment for sulfur dioxide. However, the area is
now considered in attainment for this pollutant.

Three ozone nonattainment areas — Chicago area, St. Louis area, and Jersey County — were identified in the
state.  The Chicago nonattainment area is classified as severe and includes the Illinois counties of Cook,
DuPage, Kane, Lake, McHenry, and Will; Oswego Township in Kendall County; and Aux Sable and Goose
Lake Townships in Grundy County.  The St. Louis nonattainment area is classified as moderate and includes
the Madison, Monroe, and St. Clair Counties in Illinois and St. Charles, St. Louis, Jefferson, and Franklin
Counties in Missouri.  Jersey County, which had originally been designated marginal, was re-designated
attainment in early 1995 and is subject to a maintenance plan.  Figure 2.4-1 identifies the ozone nonattainment
areas in the HSR corridor. According to the CAAA, ozone standards must be met by 2007 in the Chicago area
and by 1996 in the St. Louis area. However, the St. Louis area is still classified as a moderate ozone
nonattainment area.  The HSR project is located in portions of all three of the originally designated ozone
nonattainment areas.

Lyons Township and Southeast Chicago in Cook County are classified as moderate nonattainment areas for
PM10.

Monitoring Stations:

The IEPA and Missouri Department of Natural Resources maintain networks of monitoring stations which
sample ambient air concentrations and provide data to assess the impact of control strategies.
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The pollutants of concern for this project are those pollutants that are emitted from transportation sources. 
These include ozone, CO, NOx, and PM. However, monitoring stations in Illinois also sample ambient air
concentrations of sulfur dioxide and lead.  The monitoring networks have been designed to measure ambient
air quality levels in the various Air Quality Control Regions (AQCR).  Historically, each AQCR was classified
on the basis of known air pollutant concentrations or, where these were not known, estimated air quality. 
The AQCRs in the Chicago - St. Louis HSR corridor are identified on Figure 2.4-1.

In this section, 1998 monitoring station information for the transportation-related pollutants is presented and
compared to the air quality standards presented in Table 2.4-1.

Ozone.  In Illinois during 1998, hourly ozone concentrations above the 0.12 parts per million (ppm) standard
were recorded at three sites.  Each of the sites recorded only one day with ozone concentrations above 0.12
ppm.  In the HSR corridor, there was one exceedance day recorded in the Chicago area, 12 exceedance days
recorded in the St. Louis area (one in Illinois and 11 in Missouri), and one exceedance day in Jersey County. 
The highest one-hour concentration recorded was 0.140 ppm in East St. Louis.  The highest value recorded in
the Chicago area was 0.133 ppm in Evanston.

Additionally, for the new eight-hour standard, five sites in Illinois (three in the Chicago area, one in the St.
Louis area, and one in Jersey County) had fourth highest values above 0.08 ppm in 1998.  The highest fourth
high value was 0.091 ppm in Jerseyville.  In Missouri, in the St. Louis area, eight sites violated the eight-hour
standard for the three-year period from 1996 through 1998.

Carbon Monoxide .  There were no exceedances of either the one-hour primary standard of 35.0 ppm or the
eight-hour primary standard of 9.0 ppm in 1998.  The highest one-hour average was 10.2 ppm, recorded in
Springfield.  The highest eight-hour average was 6.5 ppm, recorded in Peoria.  The Peoria site is outside of
the HSR project area.

Particulate Matter.  For PM10, no sites exceeded the primary annual standard of 50 ug/m3. The highest
annual average recorded was 46 ug/m3 in Granite City.  One site (Oglesby) recorded an exceedance of the 24-
hour standard of 150 ug/m3; this site is outside of the HSR project area.  The highest 24-hour average
recorded at the Oglesby site was 168 ug/m3.

Nitrogen Dioxide .  There were no violations of the annual primary standard of 0.053 ppm recorded in Illinois
during 1998.  The highest annual average recorded was 0.032 ppm in Chicago.

Pollutant Standards Index:

The Pollutant Standards Index (PSI) is used to report regional (sector) ambient air quality to the public. The
PSI converts ambient air pollution concentration to an index number corresponding to a description of air
quality as good, moderate, unhealthful, very unhealthful, and hazardous.  The PSI is based on the short term
NAAQS for criteria air pollutants.  A short term exceedance of the NAAQS corresponds to a PSI of 100.  A
PSI of less than 50 describes good air quality.  A PSI between 50 and 100 corresponds to moderate air
quality.  A PSI of 200 represents the boundary between unhealthful and very unhealthful air quality.

PSIs are computed for 10 sectors in Illinois.  The HSR corridor is located in four of these sectors. Data for
1998 for these four sectors is listed in Table 2.4-2.
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Table 2.4-2
POLLUTANT STANDARDS INDEX SUMMARIES BY SECTOR

Percent of Days
Sector Good Moderate Unhealthful

Chicago - Chicago 86 14 0

Chicago - South and West 84 16 0

Joliet/Will County 94 6 0

Metro-East (St. Louis) 64 34 2

Source: IEPA, October 1999.

2.4.2.2 Inventory of Existing Intercity Passenger Travel

Emissions inventories are quantities of pollutants emitted over a given time period, which provide information
about contributions from various sources.  They are estimated by multiplying emissions factors (e.g., from a
single locomotive trip from Chicago to St. Louis) by a source activity (number of trips). The inventories
provided in this section were developed to represent existing (2000) annual intercity passenger travel between
Chicago and St. Louis.  The sources taken into account include passenger railroad locomotives, commercial
aircraft, buses, and private automobiles.  Locomotive and aircraft emissions were determined based on the
procedures and data in USEPA's Procedures for Emission Inventory Preparation, Volume IV: Mobile Sources,
hereinafter referred to as the EPA manual.  The methodology for determining bus and private automobile
emissions generally follow the guidelines of the EPA manual as well.

For each mode of travel, a brief description of how the emissions inventory was developed is provided below.

Passenger Rail:

Fuel consumption for the existing diesel-powered Amtrak locomotive, the F40, was estimated for a Chicago –
St. Louis round trip through RAILS, a computer software program used to simulate existing and future
railroad operations for this project.  Annual fuel consumption was developed by multiplying fuel consumption
for a round trip by three (for round trips per day) and by 365 (for days per year). Annual emissions were then
determined by multiplying the annual fuel consumption by the F40 emission rates found in the EPA manual.

Commercial Aircraft:

The Official Airline Guide (OAG) was used to determine the number of flights serving passenger travel in the
corridor per week.  This included flights to and from the three Chicago area airports and to and from the
airports in Bloomington, Springfield, and St. Louis.  The OAG also lists the type of aircraft used for each
flight.  This information was used with data in the EPA manual to develop takeoff and landing emission rates
by aircraft type for flights in the Chicago – St. Louis corridor.  The emission rates were multiplied by the
number of flights by aircraft type, multiplied by 52 (for weeks per year), and summed to estimate annual
emissions.
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Bus:

The Greyhound bus schedule for service between Chicago and St. Louis was used to determine the number
of daily trips operating in the HSR project area.  Annual bus vehicle miles traveled (VMT) were then
calculated by multiplying trip distance by the number of trips and multiplied by 365 (for days per year). 
Emission rates from MOBILE5A were then multiplied by the annual VMT to get annual emissions from bus
travel.

Private Automobile:

Annual automobile VMT was developed based on person trip estimates for the Chicago – St. Louis HSR
corridor presented in Table 2.3-1, updated for the year 2000.  Annual VMT was then multiplied by
MOBILE5A emission rates to determine annual emissions from automobiles. MOBILE5A inputs used for this
analysis were provided by the IEPA.

Table 2.4-3 presents the existing (2000) annual emissions for VOC, CO, and NOx by source estimated for
intercity passenger travel in Chicago - St. Louis HSR corridor.  The results of the emissions analysis indicate
that automobile travel accounts for over 90 percent of the CO and NOx emissions from intercity
transportation sources in the HSR corridor.  For VOCs, automobile emissions account for approximately 80
percent of the intercity transportation source emissions in the corridor.  For all three pollutants evaluated, rail
passenger service accounts for less than five percent of the intercity passenger travel total.

2.4.2.3 Existing Ambient Concentrations at Selected Sites

This section provides the existing or ambient conditions used in the dispersion modeling analysis. Ambient
concentrations analysis is a microscale assessment for a particular small-scale area.  Two different types of
evaluation were considered to determine existing ambient conditions for this project. The first is a microscale
CO concentration assessment that was conducted for sensitive receptors in the vicinity of at-grade crossings.
 The second is an assessment of the impact of locomotive passbys.

Existing Ambient Carbon Monoxide Concentrations:

Since carbon monoxide is a site-specific pollutant, with its major concentrations generally found immediately
adjacent to roadways, it is usually of concern on a local or microscale basis.  Therefore, the study of air
quality impacts as a result of project-generated traffic is typically evaluated through a microscale analysis of
traffic-related CO levels.  In contrast, NOx and hydrocarbons (HC) are not site-specific but of a regional
concern, and therefore, no microscale analysis of these pollutants was conducted.
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Table 2.4-3
ESTIMATED EXISTING (2000) EMISSIONS RESULTING FROM

INTERCITY PASSENGER TRAVEL IN THE HIGH-SPEED RAIL CORRIDOR
(tons per year)

Pollutant Mode of Travel Annual Emissions Percent
Volatile Organic
Compounds (VOC)

Rail
Air

Bus
Auto
Total

8
473

1
1,919
2,401

0.3
19.7
0.1

79.9
100.0

Carbon Monoxide (CO) Rail
Air

Bus
Auto
Total

22
783

3
18,668
19,476

0.1
4.0
0.0

95.9
100.0

Nitrogen Oxides (NOx) Rail
Air

Bus
Auto
Total

246
348

7
5,443
6,044

4.1
5.8
0.1

90.0
100.0

Source: De Leuw, Cather & Company, February 2000.

Microscale CO concentrations are estimated through the use of computerized mathematical models since data
on street level CO concentrations is not available for most projects.  Using the models, worst case CO levels
were calculated for the peak one-hour and eight-hour time periods, corresponding to the averaging periods of
the federal and state ambient CO standards.

The microscale dispersion analysis for this project evaluated local CO levels at receptor sites located along the
roadways that are expected to experience the greatest change in traffic volumes and in the vicinity of the
passenger railroad stations where the greatest increase in vehicular delay is expected.

Microscale CO analyses were performed for the closest receptor (worst-case location) at four highway-
railroad at-grade crossings in the Chicago - St. Louis HSR corridor: Laraway Road (MP 40.36), south of
Joliet; Carpenter Street (MP 184.68) in Springfield; Walnut Street (MP 194.40) in Chatham; and 20th Street
(MP 275.00) in Granite City.  These locations were chosen because they are the highest volume at-grade
crossings that will have more than 100 vehicles per day diverted to them if an adjacent crossing were closed
under the HSR alternative.  Based on existing traffic levels, it is anticipated that approximately 200 to 1200
vehicles per day will be diverted to each of these crossings.

Microscale analyses were also performed at the Bloomington and Springfield passenger railroad stations. 
These are the only two full service (all trains stop) stations in the HSR project area where adjacent highway-
railroad crossings are closed while trains are stopped to load and unload passengers.  The analyses focused on
the impacts of vehicular delay at the closed crossings.
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Figures 2.4-2A through 2.4-2C identify the locations where the microscale analyses were conducted.

In the non-station areas, the one-hour analyses were conducted assuming that one passenger and one or two
freight trains would pass the crossings during the peak hour and that an average delay of three minutes would
occur to allow a freight train to clear the crossing.  For the station analyses, it was assumed that one
passenger train arrives during the one-hour analysis period and that a delay of five minutes and 40 seconds
would occur for the train to clear the crossing.

Maximum existing one-hour CO concentrations were estimated to range from 4.4 to 7.3 ppm.  These equate
to estimated eight-hour concentrations that range from 2.5 to 4.6 ppm.  The estimated concentrations are
below the NAAQS one-hour and eight-hour standards of 35.0 and 9.0 ppm.  A more detailed discussion of the
microscale CO analyses conducted for this project is provided in Section 5.4, Air Quality.

As part of the analysis to estimate existing CO concentrations, estimated 2000 traffic data and worst-case
meteorological data were used.

Existing Air Quality Effect of Locomotive Passbys:

The purpose of this type of assessment is to demonstrate the effect of existing diesel locomotive passbys on
ambient CO and NOx air quality.  Results from locomotive passby assessments on other railroad projects in
the U.S., particularly the Northeast Corridor (NEC) Improvement Project, generally indicated that locomotive
passbys only minimally increase background concentration levels and do not exceed NAAQS standards.  For
example, peak CO concentrations at sites evaluated for the NEC Improvement Project did not exceed 0.03
ppm.  This was converted to a one-hour concentration below 0.01 ppm, which is nominal compared to the
35.0 ppm one-hour NAAQS standard (USDOT, 1994). The assessment for the NEC evaluated trains pulled by
an F40 locomotive, the same type of locomotive used by Amtrak in the Chicago - St. Louis corridor.  Based
on this information, the air quality effects of locomotive passbys were not assessed as part of this project.

2.5 NOISE AND VIBRATION

Existing noise levels in the HSR project area attributable to intercity passenger, commuter, and freight rail
traffic were estimated for this project.  Vibration levels in the project area were also estimated. The interaction
of train wheels on the tracks is the primary source of vibration.

2.5.1 Regulatory Setting

There are no relevant state regulations concerning noise and vibration directly applicable to high-speed rail. 
However, draft Federal Railroad Administration (FRA) noise and vibration impact assessment methods and the
following Federal Transit Administration (FTA) guidelines have been applied in this Draft Environmental
Impact Statement (DEIS).  The regulations listed below also include thresholds for increased traffic and noise
from construction.

Noise impact criteria for transit projects are included in Urban Mass Transit Administration Circular C 5620.1
issued by the FTA (formerly the Urban Mass Transit Administration).  These criteria are based
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on noise increases in terms of either Leq (equivalent sound level) or Ldn (day-night sound level).  The criteria
consider noise increases of three dBA or less to be "generally not significant," noise increases of four or five
dBA to be "possibly significant," and noise increases of more than five dBA to be "generally significant."

The FRA and the FTA have developed guidance manuals, High Speed Ground Transportation Noise and
Vibration Impact Assessment and Transit Noise and Vibration Impact Assessment, that include criteria for
noise and vibration impact evaluation.  These criteria are described in Section 5.5.  For noise, the criteria set
limits for noise increases related to the project based on the existing ambient noise level in terms of Leq or Ldn.
 These criteria reflect an equivalent increase in noise annoyance depending on the existing noise, allowing less
of an increase at locations where existing noise levels are higher. The FRA and FTA vibration criteria include
impact thresholds based on land use and event frequency, in terms of the root mean square (rms) ground
vibration velocity level (VdB, in dB relative to 1 micro-inch per second).  For this project, the general
assessment procedures described in the FRA and FTA manuals were used to develop noise and vibration
estimates.

2.5.2 Affected En vironment

The existing noise and vibration environment in the Chicago - St. Louis HSR project area was evaluated for
the railroad train operations.  Secondary sources of noise along the corridor include motor vehicle traffic on
nearby roadways, aircraft overflights in some areas, and general community activities.  Noise impacts from
secondary sources for this project are expected to be minor and were not estimated. Other than train
operations, there are no significant sources of ground-borne vibration in the project area.

The major sources of existing train noise in the project area are: (1) the locomotive engines; (2) the rolling
interaction of the train wheels on the track rails; and (3) the locomotive horns that are sounded at highway-
railroad at-grade crossings.  The major source of existing ground-borne vibration from trains is the rolling
interaction of the rail vehicle wheels on the rails.  The provision of continuous welded rail (CWR) reduces
noise and vibration levels.  Through approximately 95 percent of the project area, continuous welded rail is
present.  However, even with CWR, there is increased noise and vibration from wheel/rail impacts where
there are jointed rails.  These locations are primarily where there are special track configurations such as
switches and crossovers.

The predominant noise and vibration-sensitive land use in the HSR project area is residential. Additional
sensitive receptors include schools, churches, and other institutional buildings.

2.5.2.1 Measures of Noise and Vibration

Noise Descriptors:

The most commonly used measure of noise is the A-weighted sound level, expressed in decibels (dBA). The
A-weighted sound level is a single-number measure of sound intensity with weighted frequency
characteristics that correspond to human subjective response to noise.  It is widely accepted by acousticians
as a proper unit for describing environmental noise.

Because environmental noise fluctuates from moment to moment, it is common practice to condense all
information into a single number, called the "equivalent" or "energy-average" sound level (Leq). Because many
surveys show that the Leq properly predicts annoyance, this descriptor is commonly used for noise impact
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assessment.  Leq can be thought of as the steady sound level that represents the same sound energy as the
varying sound levels over a specific time period.  Commonly used equivalent noise descriptors are the Leq(h)
measured over a one-hour period, and the Leq(24), measured over a 24-hour period.  For this project, the
Leq(h) was used when evaluating noise at non-residential sensitive receptors.

A widely accepted measure of cumulative noise exposure in residential areas is the Day-Night Sound Level,
abbreviated as Ldn.  The Ldn is the A-weighted equivalent sound level for a 24-hour period with an additional
10-decibel weighting imposed on noise that occurs during the nighttime hours (between 10:00 PM and 7:00
AM).  The Ldn was used in this project to evaluate noise levels at residential receptors.

Vibration Descriptors:

Vibration is an oscillatory motion of an object about some equilibrium position which can be described in
terms of displacement, velocity, or acceleration.  The response of humans, buildings, and equipment to
vibration is more accurately described using velocity or acceleration.  Because vibration velocity amplitude
within the low frequency range is of most concern for environmental vibration (approximately 5 to 100 Hz),
vibration velocity is used in this analysis to describe ground-borne vibration from train operations.

The descriptor used in this analysis for the assessment of ground-borne vibration is the rms vibration velocity
level, VdB, expressed in decibels relative to one micro-inch per second.  The rms amplitude is defined as the
average of the squared amplitude of the signal and is typically evaluated over a one-second period of time.

Vibration impact criteria are based on the effects of a single train passby.  Vibration levels as a result of
passenger train passbys are typically higher than those associated with freight trains because passenger trains
can operate at higher speeds in the project area.  For this analysis, the vibration levels associated with
passenger trains were evaluated.

2.5.2.2 Existing Noise and Vibration Estimates

Existing noise and vibration estimates were calculated using the methods described in the FTA Transit Noise
and Vibration Impact Assessment manual for all existing rail operations in the HSR project area. For high-
speed rail operations (as described in Section 5.5), the methods outlined in the FRA High Speed Ground
Transportation Noise and Vibration manual were used to estimate noise and vibration levels.  Information
regarding train speed, train volume, time of operation, and distance from the track are all used to estimate
noise and vibration levels.

All sensitive receptors located within 75 meters (250 feet) of the track centerline were analyzed in the HSR
project area.  A total of 3529 residential receptors and 71 non-residential receptors (office buildings,
churches, schools, etc.) were identified.  The existing estimated noise and vibration levels are summarized by
county in Table 2.5-1.

Noise Estimates:

Existing noise level estimates for residential receptors analyzed ranged from 52 (in Cook County) to 74 dBA
(in Sangamon County).  At the non-residential receptors analyzed, noise levels ranged from 51 (in Cook
County) to 64 (in Cook County) dBA.  The highest existing noise levels are estimated in Chatham, where
residential receptors are located as close as 8 meters (25 feet) from the centerline of the track.
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Vibration Estimates:

Train vibration estimates for the receptors located in the HSR project area were typically between 65 and 75
VdB.  The overall range of existing vibration levels varied from 53 (in Cook County) to 81 VdB.  The highest
existing vibration levels are also estimated in Chatham.  This is the only location where the ground-borne
vibration impact level for residential receptors of 80 VdB is exceeded.

2.6 WATER RESOURCES

2.6.1 Surface Water

Numerous rivers, streams, lakes, ponds, canals, and wetlands occur in the HSR project area. Discussion of
surface water in this section focuses on characteristics of rivers and streams that could be affected by the
proposed project. Information detailing the characteristics of wetland areas located in the project area is in
Section 2.8.

Flow in streams is affected by the season and weather conditions, especially the amount and frequency of
rainfall.  The season of highest stream flow generally occurs in late winter or early spring corresponding with
snowmelt, while lowest flows occur in late summer and autumn (Beaumont, 1975). Most of the streams,
especially the major streams, have had much of their riparian or streamside vegetation cover altered from
forested vegetation with banks stabilized to agriculture/grass and urbanized land (see Sections 2.8 and 2.9 for
descriptions of wetland and upland vegetation communities).

2.6.1.1 Drainage Basins

The project area intersects five major drainage basins, comprised of several sub-basins (Table 2.6-1) (IEPA,
1994a, 1995a and 1995b).  Figure 2.6-1 shows the relationship between these basins and the project area.  All
of the drainage basins within the project area ultimately flow into the Mississippi River, many via the Illinois
River.  Table 2.6-2 summarizes available information on various physical features of the perennial streams
within the project area.  Numerous minor tributaries and drainageways lie within the project area, but were
not characterized by available references. They were, however, evaluated during the analysis of impacts.



Table 2.5-1

SUMMARY OF EXISTING NOISE AND VIBRATION ESTIMATES

ALONG THE HIGH-SPEED RAIL CORRIDOR

 

  Noise Range Vibration Range

Type of No. of Low Approx. High Approx. Low Approx. High Approx.

County Receptor Receptors (dBA) Railroad Milepost (dBA) Railroad Milepost (VdB) Railroad Milepost (VdB) Railroad Milepost

Cook Residential 1448 52 Rock Island District 12 68 IC mainline 15 53 IC-Joilet Line 3 76 Rock Island District 12

Non-Residential 8 51 Rock Island District 13 64 IC-Joliet Line 22 65 Rock Island District 13 75 IC-Joilet Line 22

Will Residential 379 56 Rock Island District 39 68 Union Pacific 40 59 Rock Island District 40 75 IC-Joilet Line 37

Non-Residential 10 55 IC-Joliet Line 30 61 Union Pacific 30 61 IC-Joilet Line 30 72 IC-Joilet Line 30

Kankakee Residential 103 56 Norfolk Southern 105 66 IC mainline 47 56 IC mainline 105 70 IC mainline 47

Non-Residential 0   

Grundy Residential 28 59 Union Pacific 64 67 Union Pacific 64 61 Union Pacific 64 75 Union Pacific 64

Non-Residential 0

Livingston Residential 124 56 Norfolk Southern 119 67 Union Pacific 73 59 Norfolk Southern 119 75 Union Pacific 90

Non-Residential 3 54 Norfolk Southern 119 57 Union Pacific 73 63 Norfolk Southern 119 67 Union Pacific 73

McLean Residential 261 59 Union Pacific 110 67 Union Pacific 123 61 Union Pacific 110 75 Union Pacific 123

Non-Residential 3 60 Union Pacific 117 61 Union Pacific 123 70 Union Pacific 117 72 Union Pacific 123

Logan Residential 94 59 Union Pacific 146 67 Union Pacific 146 61 Union Pacific 146 75 Union Pacific 146

Non-Residential 0

Sangamon Residential 496 56 Union Pacific 185 74 Union Pacific 194 56 Union Pacific 185 81 Union Pacific 194

Non-Residential 46 52 Union Pacific 185 61 Union Pacific 185 56 Union Pacific 185 69 Union Pacific 185

Macoupin Residential 161 59 Union Pacific 210 68 Union Pacific 223 61 Union Pacific 210 75 Union Pacific 223

Non-Residential 0

Jersey Residential 33 59 Union Pacific 247 66 Union Pacific 247 61 Union Pacific 247 72 Union Pacific 247

Non-Residential 1 63 Union Pacific 247 63 Union Pacific 247 75 Union Pacific 247 75 Union Pacific 247

Madison Residential 402 59 Union Pacific 256 66 Union Pacific 256 60 Union Pacific 256 71 Union Pacific 256

Non-Residential 0

St. Clair Residential 0            

Non-Residential 0

St. Louis Residential 0

Non-Residential 0

TOTAL Residential 3529 52 Rock Island District 12 74 Union Pacific 194 53 IC-Joilet Line 3 81 Union Pacific 194

Non-Residential 71 51 Rock Island District 13 64 IC-Joliet Line 22 56 Union Pacific 185 75 IC-Joliet Line 22

Source: De Leuw, Cather & Company, February 2000.
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Table 2.6-1
MAJOR RIVER BASINS IN THE PROJECT AREA

Major River Basin
Drainage Area

 sq. km. (sq. mi.) Sub-Basins
Percent of

Project Area
Des Plaines/Lake Michigan 3,200 (1,231) Great Lakes/Calumet

Des Plaines
21

Kankakee 13,400 (5,165) Kankakee/Iroquois 17
Illinois 64,300 (24,810) Upper Illinois/Mazon

Vermilion
Middle Illinois
Mackinaw
Lower Illinois/Macoupin

29

Sangamon 14,000 (5,419) Upper Sangamon
Lower Sangamon
Salt Creek of Sangamon

22

Mississippi South Central 2,900 (1,131) Mississippi South Central 11

Source:  IEPA (1994a, 1995a and 1995b)

Most streams in Illinois have been manipulated either directly (i.e., dredging, channelization, construction of
dams) or indirectly (i.e., changes to surrounding land use, resulting in adverse impacts to stream habitats)
(IDNR, 1994a).  Channelization of streams and their tributaries has been common practice in Illinois in
response to agricultural needs.  In some cases, more than 25 percent of the total stream length within a basin
has been straightened.  This is the case for streams in the Sangamon, Des Plaines, and Kankakee basins and
the Vermilion and Mackinaw sub-basins of the Illinois Basin (IDNR, 1994b).  The surrounding land
immediately adjacent to the water body, as well as within the watershed, substantially influences the physical,
chemical, and ultimately the biological aspects of streams and rivers.

Des Plaines/Lake Michigan Basin:

The Des Plaines River enters into Illinois from southern Wisconsin.  The direction of flow is generally south
through Lake and Cook counties.  Near Lyons, Illinois, it parallels the Chicago Sanitary and Ship Canal until
their confluence near Joliet in Will County.  Because of channel modification, rather than into Lake Michigan,
water from this basin drains southwest through the Des Plaines River to where it joins flows from the
Kankakee River to form the Illinois River.

In Illinois, the Des Plaines Basin drains approximately 3,200 square kilometers (1,231 square miles) with most
of this consisting of the greater Chicago Metropolitan Area.  This region has been extensively developed for
urban and industrial use.  Average daily stream flow within the Des Plaines Basin based on a 260 square
kilometer (100 square mile) area varies from 0.02 cms (0.55 cfs) in the north to northwest portion and 0.02
cms (0.80 cfs) in the eastern portion of the basin (IEPA, 1976a). This basin represents approximately 21
percent of the project area length.  The project area parallels the Chicago Sanitary and Ship Canal and crosses
the Calumet Sag Channel and the Little Calumet River.
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Table 2.6-2
SUMMARY OF PHYSICAL FEATURES OF PERENNIAL STREAMS IN THE HIGH-SPEED RAIL PROJECT AREA

Approx.
Milepost

River
Basin1 Water Feature County

Bottom
Substrate

Approx.
Stream
Velocity
(ft/sec)

Approx.
Stream

bed
Width

(ft) Turbidity

Approx
.

Depth
(ft)

Other Features

IC-Joliet Line/Union Pacific Railroad

32-36 DPGL I&M Canal Will n/s n/s n/s n/s n/s

33.80 DPGL Fraction Run Will n/s n/s n/s n/s n/s

38.20 DPGL Hickory Creek Will silt, sand,
gravel

0.3 70 n/s 0.4 pool community, bank stability poor,
stream channelized

38.90 DPGL Sugar Run Will n/s n/s n/s n/s n/s

43.00 DPGL Cedar Creek Will silt, cobble 12 Moderate 0.5 pool community

44.50 DPGL Jackson Creek Will sand, silt,
cobble

0.2 35 n/s 0.5-1.0 riffle/pool community, some channelization,
fair streamside cover

47.30 DPGL Grant Creek Will n/s n/s n/s n/s n/s

49.40 KAN Prairie Creek Will sand,
gravel,
cobble

0.3 10 Low 1.5 bank stability and streamside cover good
east of right-of-way, channel widened west
of right-of-way for cattle watering

52.50 KAN Forked Creek Will silt, cobble 0.5 12 Moderate 1.0 bank stability poor

52.80 KAN Kankakee River Will sand,
gravel

n/s n/s Low n/s riffle community, outstanding fishing
waters, proposed for state wild and scenic
status

64.07 IL Mazon River Grundy n/s n/s n/s n/s n/s

67.26 IL Unnamed
tributary, Mazon
River

Grundy n/s n/s n/s n/s n/s

72.50 IL Gooseberry
Creek

Livingston n/s n/s n/s n/s n/s

86.65 IL Wolf Creek Livingston n/s n/s n/s n/s n/s

91.13 IL North Creek Livingston n/s n/s n/s n/s n/s

92.20 IL Vermilion River Livingston n/s n/s n/s n/s n/s



Approx.
Milepost

River
Basin1 Water Feature County

Bottom
Substrate

Approx.
Stream
Velocity
(ft/sec)

Approx.
Stream

bed
Width

(ft) Turbidity

Approx
.

Depth
(ft)

Other Features

93.87 IL Turtle Creek Livingston n/s n/s n/s n/s n/s

97.35 IL Rooks Creek Livingston n/s n/s n/s n/s n/s

100.30 IL Unnamed
channel

Livingston n/s n/s n/s n/s n/s

111.25 IL Mackinaw River McLean sand, silt,
gravel,
cobble

0.2 50 Moderate 1.0 pool/riffle community, streamside cover
good, bank stability fair, outstanding fishing
waters, proposed for state wild and scenic
status

117.10 IL Money Creek McLean sand, silt n/s 40 High 0.5-1.0 bank stability fair

127.50 SAN Goose Creek McLean silt, cobble n/s 25 Low 1.0-1.5

136.55 SAN Timber Creek McLean sand, silt,
few

cobbles

n/s 40 High n/s bank stability fair-poor, stream channelized
west of railroad tracks

144.05 SAN Clear Creek Logan n/s n/s n/s n/s n/s

149.50 SAN Kickapoo Creek Logan n/s n/s n/s n/s n/s

158.20 SAN Salt Creek Logan silt, sand,
gravel

<0.1 40 High 0.5-1.0 sand bars present, bank stability fair

167.30 SAN Elkhart Slough Logan silt n/s 15 n/s n/s water pooled east of bridge, normal water
level approx. 8" above current water level

172.35 SAN Wolf Creek Logan n/s n/s n/s n/s n/s

176.00 SAN Fancy Creek Sangamo
n

n/s n/s n/s n/s n/s

180.10 SAN Sangamon River Sangamo
n

n/s n/s n/s n/s n/s priority/outstanding fishing waters

192.00 SAN Lake Springfield Sangamo
n

n/s n/s n/s n/s n/s



Approx.
Milepost

River
Basin1 Water Feature County

Bottom
Substrate

Approx.
Stream
Velocity
(ft/sec)

Approx.
Stream

bed
Width

(ft) Turbidity

Approx
.

Depth
(ft)

Other Features

197.80 SAN Panther Creek Sangamo
n

silt, few
cobbles,

debris

n/s n/s n/s n/s no flow, water pooled west side of bridge

202.70 SAN Trib. to Sugar
Creek

Sangamo
n

n/s n/s n/s n/s n/s concrete channel

203.10 SAN Sugar Creek Sangamo
n

silt, gravel,
cobble

<0.1 25 Moderate 0.5 bank stability fair, streamside cover fair

218.10 SAN Anderson Branch Macoupin silt, sand
cobble

n/s 7 n/s n/s no water present at time of site visit

233.60 MSC Macoupin Creek Macoupin n/s n/s n/s n/s n/s priority/outstanding fishing waters

236.10 MSC Coop Branch Macoupin n/s n/s n/s n/s n/s bank stability fair NE bank heavily
deposited, flow only from one section
under bridge

254.00 MSC Coal Branch
Creek

Madison n/s n/s n/s n/s n/s

258.00 MSC Wood River Madison sand & silt n/s n/s n/s n/s

266.70 MSC Cahokia Channel Madison n/s n/s n/s n/s n/s

282.00 MSC Mississippi River St. Clair n/s n/s n/s n/s n/s

Illinois Central Mainline

16.80 &
18.50

DPGL Little Calumet
River

Cook n/s n/s n/s n/s n/s

20.80 DPGL Calumet Union
Drainage Canal

Cook n/s n/s n/s n/s n/s

21.60 DPGL Calumet Sag
Channel

Cook n/s n/s n/s n/s n/s

27.10 DPGL Butterfield Creek Cook n/s n/s n/s n/s n/s

37.25 KAN Rock Creek Will Sand,
gravel,
cobble

1.0 16 Low 0.5 bank stability fair, streamside cover fair



Approx.
Milepost

River
Basin1 Water Feature County

Bottom
Substrate

Approx.
Stream
Velocity
(ft/sec)

Approx.
Stream

bed
Width

(ft) Turbidity

Approx
.

Depth
(ft)

Other Features

47.90 KAN South Branch
Rock Creek

Kankakee silt, few
cobbles

0.5 65 Moderate 1.0-1.5 bank stability fair-poor, riffle community,
streamside cover fair

Norfolk Southern

101.72 KAN Kankakee River Kankakee sand,
gravel,

bedrock

n/s n/s Low n/s outstanding fishing waters, proposed for
state wild and scenic status

110.20 KAN Lehigh Raymond
Run

Kankakee n/s n/s n/s n/s n/s

112.00 KAN Bertrand Branch Kankakee n/s n/s n/s n/s n/s

113.10 KAN E. Branch Horse
Creek

Kankakee silt, sand,
cobble

0.3 15 Moderate 1.5 stream channelized, streamside cover and
bank stability poor, riffle/pool community,
but heavy silt deposits

114.66 KAN W. Branch Horse
Creek

Kankakee sand, silt,
gravel

0.3 25 Moderate 1.0 channelized south of railroad tracks,
streamside cover and bank stability poor to
south, good to north, riffle/pool community

117.80 IL Crane Creek Kankakee n/s n/s n/s n/s n/s

117.80 IL Granary Creek Kankakee n/s n/s n/s n/s n/s

121.00 IL Reddick Run Kankakee n/s n/s n/s n/s n/s

122.50 IL Unnamed
tributary to
Reddick Run

Livingston n/s n/s n/s n/s n/s

123.90 IL E. Fork Mazon
River

Livingston n/s n/s n/s n/s n/s

125.00 IL Gooseberry
Creek

Livingston n/s n/s n/s n/s n/s



Approx.
Milepost

River
Basin1 Water Feature County

Bottom
Substrate

Approx.
Stream
Velocity
(ft/sec)

Approx.
Stream

bed
Width

(ft) Turbidity

Approx
.

Depth
(ft)

Other Features

126.40 IL Unnamed
tributary to
Gooseberry
Creek

Livingston n/s n/s n/s n/s n/s

Source:  Huntington and Echeverria 1991, IEPA 1994a and 1994b, 1995a and 1995b, IDNR 1996c.

1 – Major River Basins:
DPGL - Des Plaines/Great Lake River Basin
KAN - Kankakee River Basin
IL - Illinois River Basin
SAN - Sangamon River Basin
MSC - Mississippi South Central River Basin

n/s – Not surveyed because these areas were outside the areas of proposed construction.
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Five streams are tributaries to the Des Plaines River in areas where potential impacts from the proposed
project may occur.  These are Hickory Creek, Sugar Run, Cedar Creek, Jackson Creek, and Grant Creek.

Kankakee Basin:

The Kankakee Basin in east-central Illinois drains northwest via the Kankakee River to the Illinois River.  The
Kankakee Basin in Illinois drains 5,600 square kilometers (2,169 square miles).  However, the cumulative
basin of the Kankakee in Illinois and Indiana drains 13,400 square kilometers (5,165 square miles).  This basin
represents 17 percent of the project area length.  Snowmelt and convective storms in spring and early
summer are responsible for the majority of surface runoff.  Average daily stream flow varies between the
western and eastern portions of the basin.  For a 260 square kilometer (100 square mile) area, average flow is
0.02 cms (0.60 cfs) in the extreme western part and 0.02 cms (0.80 cfs) in the eastern portion of the basin
(IEPA, 1976b).  Wilmington, located near the western margin of the basin, is the primary urban area near the
project area.

Seven streams are tributary to the Kankakee Basin in areas where potential impacts from the proposed project
may occur.  These are Kankakee River, Rock Creek, South Branch Rock Creek, Prairie Creek, Forked Creek,
East Branch Horse Creek, and West Branch Horse Creek.

Illinois Basin:

The Illinois River Basin represents the largest portion of the project area (29 percent).  The basin drains to the
southwest, ultimately to the Mississippi River.  The average daily stream flow within the Illinois Basin based
on a 260 square kilometer (100 square mile) area varies from 0.01 cms (0.45 cfs) in the far western portion
to 0.02 cms (0.60 cfs) in the northeastern area of the basin (IEPA, 1976c). Most precipitation comes in May
and June as thunderstorms; the mean annual snowfall ranges from 43 to 48 centimeters (17 to 19 inches) a
year (Zuehls, 1987). December and February are typically the driest months.  Macoupin is the primary urban
area near the project area within the lower portion of this basin.

Three streams are tributary to the Illinois Basin in areas where potential impacts from the proposed project
may occur.  These are Mackinaw River, Money Creek, and Granary Creek.

Sangamon Basin: 

The Sangamon River Basin drains 14,000 square kilometers (5,419 square miles) from portions of 16 counties
in central Illinois and represents 22 percent of the project area length.  This basin forms the largest watershed
of any of the tributaries to the Illinois River.  Major streams within the Sangamon Basin include South Fork
Sangamon River and Salt Creek (IEPA, 1994a).  This basin receives from 89 to 97 centimeters (35 to 38
inches) of precipitation yearly.  Most (60 percent) of the precipitation comes between April and September in
the form of spring and summer thunderstorms (Zuehls et al., 1984).  Snowfall ranges from 46 to 61
centimeters (18 to 24 inches) per year.  The average daily stream flow for a 260 square kilometer (100 square
mile) area within the basin ranges from 0.01 cms (0.50 cfs) in the southwestern portion to 0.02 cms (0.70
cfs) in the extreme northeastern portion of the basin (IEPA, 1976d). Springfield, Bloomington, and Normal
are the major urban areas near the project area within this basin.
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Eight streams are tributary to the Sangamon Basin in areas where potential impacts from the proposed project
may occur.  These are Goose Creek, Timber Creek, Salt Creek, Elkhart Slough, Panther Creek, a tributary to
Sugar Creek, Sugar Creek, and Anderson Branch.

Mississippi South Central Basin:

The final major basin, the Mississippi South Central Basin, drains to the Mississippi River for lands
surrounding St. Louis.  The basin represents 11 percent of the project area and receives 97 centimeters
(inches) of average annual rainfall (Zuehls, 1987).  Snowfall averages 43 centimeters (17 inches). February
and December are the driest months.  Average daily stream flows within the Mississippi South Central Basin,
based on a 260 square kilometer (100 square mile area), vary from 0.01 cms (0.50 cfs) in the northern part to
0.02 cms (0.70 cfs) in the south portion of the basin (IEPA, 1976e).

A single stream, Coop Branch, is located in an area where potential impacts from the HSR project may occur.

2.6.1.2 Aquatic Biota

Ponds, lakes, streams, and rivers within the project area support numerous life forms.  Most animals and
organisms require definite types of aquatic habitat to survive, grow and reproduce.  The character of the
substrate may be the primary physical factor influencing the distribution and abundance of benthic
invertebrates (Ivens et al., 1981).  Sedimentation adversely affects the aquatic life of a stream through loss of
habitat, direct mortality, injury, and growth suppression.  The degree of damage correlates positively with the
amount of sediment deposited into the river (Brigham et al., 1981). General water quality aspects of the
various streams and rivers along the project area are described in Section 2.6.1.3.

Among the primary aquatic species that utilize the various water habitats are vertebrates (fishes) and
invertebrates (e.g., annelids, macrocrustaceans, aquatic insects, and mollusks).  Aquatic insects inhabiting
inundated areas along the project area include, but are not limited to, mayflies, damselflies, stoneflies, blackfly,
water beetles, water striders, and various dragonflies.  These species exist as adults or larvae or nymphs
within or directly associated with the water column.  Adult species of most insects are usually more evident
and active during the summer and fall months.  Winter periods can be a time of slowed activity.  In early
spring, many insects resume feeding patterns.  During late spring through summer, many insects emerge into
adults from their larvae or nymph phases.  It is during this period reproduction typically occurs.  Insect life
cycles vary from one species to another, some of them depending indirectly on immature insects as a food
source.

Des Plaines/Lake Michigan Basin:

Extensive modification has occurred to many channels within this basin, particularly those that form the canal
system.  Ninety-four species of fishes, 34 species of mussels, and 17 species of crustaceans have been
reported from this basin (Page et al., 1992).  However, these figures cover a large area beyond the project
area, including Lake Michigan.  Aquatic resources contained within the project area are less diverse than those
of the basin as a whole.

Waterways crossed by the project are dominated by fish species tolerant to pollution, including turbid waters.
 Such waters are non-conducive to the establishment of most native organisms.  Fish species likely to be
found include goldfish, carp, and green sunfish.  Bottom substrates such as gravel, brush piles, and aquatic
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weed beds, which can provide habitat for fish and invertebrates, are limited due to channelization and
sediment deposition.  Data on invertebrate populations is scarce. 

Like fish species, invertebrates that may exist in the project area include organisms that have the ability to
survive a wide range of environmental conditions and are generally capable of thriving in water of extremely
poor quality.  Tolerant invertebrates are often found in great abundance in areas of organic pollution and
typically include annelids (e.g., aquatic earthworms and leeches).  Insects typically associated with polluted
waters include moth flies and mosquitoes.  Most arthropods (e.g., crayfish and sow bugs) are intolerant or
moderately tolerant of pollution and are probably not found in great abundance in this basin.

Kankakee Basin:

Based on current scientific literature reviews and previous field experience of investigators, the numerous
quality streams and creeks of known high quality exist throughout the basin.  These streams play a crucial
role in providing food sources, temporary and permanent shelter and spawning areas for aquatic wildlife. 
Headwaters as well as confluence regions play an important role for the diversification of plant and animal
species within this basin.  In particular, the Kankakee River is an excellent resource in terms of species
diversity and as a fishery.  Seventy-two fish species are present, including several unusual species such as the
ironcolor shiner, weed shiner, blacknose shiner, lake chubsucker, starhead topminnow, northern longear
sunfish, and least darter (Smith, 1971).

The Kankakee River hosts a variety of midges, caddisflies, mussels, and water beetles.  The diversity of
benthic invertebrates increases in areas of complex substrates such as areas having various amounts of sand,
silt, gravel, cobble, and bedrock.  Less diverse substrates typically support from 25 to 28 taxa while more
diverse substrates support from 70 to 80 taxa.  Twenty-seven species of midge flies, 62 species of
caddisflies, and 64 species of water beetle were collected in 1978 in the river upstream of the project area
crossings.  Ten more species of caddisflies were previously recorded for the river and 52 more species of
water beetles are considered likely to occur in the river, giving totals of 72 caddisflies and 116 water beetles
(Brigham et al., 1981).  Thirty-seven species of mussels have been reported in the river.  A dramatic decline
in the mussel fauna of the Kankakee River has occurred over the past 100 years.  This decline is similar to
that documented for other Illinois rivers, including the Illinois, Kaskaskia, Rock, and Vermilion rivers
(Brigham et al., 1981).

Illinois Basin:

From 67 to 100 fish species have been identified within streams in the Illinois Basin, which includes
considerable area beyond the project area.  Mazon Creek system contains 67 fish species.  Habitats include
extensive beds of aquatic vegetation and gravelly riffles and pools.  Habitats in the Mackinaw River are similar
to those of Mazon Creek.  The diversity of habitats along the Mackinaw is reflected in high fish species
diversity (i.e., 100 species of fish) (Smith, 1971).  Unusual species include rosyface shiner, silver redhorse,
and the freckled madtom.  The Vermilion River contains 80 fish species. Habitats within the river include
gravely and sandy riffels and pools as well as aquatic vegetation and rocky riffles.  Unusual fish species
include blacknose dace, redbelly dace, and hornyhead chub (Smith, 1971).

Many of the waters in the Illinois Basin are characterized by populations of pollution worms of the family
Tubificidae.  However, some of the original diversity of benthic organisms, such as immature insects, clams,
snails, leeches, moss animals and the like, exists in some parts of the basin and its lakes (Mills et al., 1966).
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Sangamon Basin:

Ninety-four fish species are present within the Sangamon River system (Smith, 1971).  The headwaters of
the Sangamon River, Kickapoo Creek, and some small tributaries near the mouth of the Sangamon support
particularly rich assemblages of fishes (Smith, 1971).  Some of the unusual species include the rosy face
shiner, silver redhorse, and freckled madtom.  Habitats for aquatic biota in this river system include shallow
and deep water pools, submerged aquatic vegetation, and riffels.  Salt Creek is less altered than the Sangamon
River although both branches of Salt Creek have lost some of the species they once supported.

Mississippi South Central Basin:

The Wood River and the Cahokia Canal are small tributaries to the Mississippi River.  The fish species number
approximately 64 (Smith, 1971).  Problems affecting the diversity of fish species include extensive industrial
pollution, siltation, and desiccation of small streams during drought periods.  The streams lack variety in
aquatic habitats and would not have high species diversity even if they were not polluted and otherwise altered
(Smith, 1971).

2.6.1.3 Water Quality

Water quality standards set by the Illinois Pollution Control Board (IPCB) are based on the degree to which a
water feature provides the "designated use."  Water resources in Illinois are classified by a number of
designated uses.  The General Use category provides for the protection of indigenous aquatic life, primary
(e.g., swimming) and secondary (e.g., boating) contact recreation, agricultural, and industrial uses.  A more
stringent set of water quality standards must be met for aquatic resources designated as Public and Food
Processing Water Supplies.  The least stringent category is for Secondary Contact and Indigenous Aquatic
Life.  This applies only to certain streams and canals in the Chicago area and is not directly related to water
quality restrictions (IEPA, 1994a).

Table 2.6-3 summarizes water quality features of perennial streams within the project area.  This information
was primarily extracted from Illinois Environmental Protection Agency's "The Illinois Water Quality Report
1998 Update" (IEPA, 1998) and from the 1997 water resources data for the State (USGS, 1997).  The IEPA
report provides an evaluation of the water quality of the State's aquatic resources.  In this report water quality
conditions are described in terms of the degree to which the various waters attain their designated uses. 
Good condition indicates that the water body meets alldesignated uses or offers "Full Support."  Fair condition
indicates that the designated uses are met most of the time (i.e., "Partial Support with Minor or Moderate
Impairment").  Poor condition indicates that water quality is severely impaired and that the water feature
offers "No Support" for the designated uses to any degree.  Waters considered "Threatened" are those where
water quality is currently adequate to maintain the designated use, but if a declining trend continues, only
partial support may be attained in the future.



Table 2.6-3
SUMMARY OF WATER QUALITY FEATURES OF PERENNIAL STREAMS IN THE HIGH-SPEED RAIL PROJECT AREA

Approx.
Milepost River Basin1 Water Feature County

Approx.
Drainage

Area
(sq. mi.)

IEPA
Designated

Use2

IEPA
Biological

Stream
Character

Water
Quality3

ACOE
Regulatory
Jurisdictional
Boundaries

IC-Joliet Line/Union Pacific Railroad

32-36 DPGL I&M Canal Will 55 N/A N/A N/A Chicago

33.80 DPGL Fraction Run Will 6 full support N/A good Chicago

38.20 DPGL Hickory Creek Will 109 partial minor Class C fair Chicago

38.90 DPGL Sugar Run Will 15 partial minor Class D fair Chicago

43.00 DPGL Cedar Creek Will 7 full support N/A good Chicago

44.50 DPGL Jackson Creek Will 47 full support Class B good Chicago

47.30 DPGL Grant Creek Will 9 partial moderate Class D fair Chicago

49.40 KAN Prairie Creek Will 45 full threatened N/A good Chicago

52.50 KAN Forked Creek Will 137 full support Class C good Chicago

52.80 KAN Kankakee River Will 4953 full support Class B good Chicago

64.07 IL Mazon River Grundy 524 full support Class A good Rock Island

67.26 IL Unnamed tributary,
Mazon River

Grundy N/A N/A N/A N/A Rock Island

72.50 IL Gooseberry Creek Livingston N/A full support N/A good Rock Island

86.65 IL Wolf Creek Livingston N/A full support Class B fair Rock Island

91.13 IL North Creek Livingston N/A N/A N/A N/A Rock Island

92.20 IL Vermilion River Livingston 1331 partial minor Class A fair Rock Island

93.87 IL Turtle Creek Livingston N/A full support N/A good Rock Island

97.35 IL Rooks Creek Livingston 17 full support Class B good Rock Island

100.30 IL Unnamed channel Livingston N/A N/A N/A N/A Rock Island

111.25 IL Mackinaw River McLean 309 full support Class A good Rock Island

117.10 IL Money Creek McLean 49 full support Class C fair Rock Island

127.50 SAN Goose Creek McLean N/A full support N/A good Rock Island

136.55 SAN Timber Creek McLean N/A partial minor Class C fair Rock Island

144.05 SAN Clear Creek Logan N/A full support Class D good Rock Island

149.50 SAN Kickapoo Creek Logan 31 full support Class B good Rock Island

158.20 SAN Salt Creek Logan 72 full support Class C good Rock Island
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Milepost River Basin1 Water Feature County
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Drainage

Area
(sq. mi.)

IEPA
Designated

Use2

IEPA
Biological
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Water
Quality3
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Jurisdictional
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167.30 SAN Elkhart Slough Logan N/A N/A N/A N/A Rock Island

172.35 SAN Wolf Creek Logan N/A partial minor Class D fair Rock Island

176.00 SAN Fancy Creek Sangamon N/A full support N/A good Rock Island

180.10 SAN Sangamon River Sangamon 655 partial minor Class B fair Rock Island

192.00 SAN Lake Springfield Sangamon N/A full support N/A good Rock Island

197.80 SAN Panther Creek Sangamon 24 full support Class C good Rock Island

202.70 SAN Trib. to Sugar Creek Sangamon N/A N/A N/A fair Rock Island

203.10 SAN Sugar Creek Sangamon 100 partial moderate Class C fair Rock Island

218.10 SAN Anderson Branch Macoupin N/A N/A N/A N/A St. Louis

233.60 MSC Macoupin Creek Macoupin 961 partial minor N/A fair St. Louis

236.10 MSC Coop Branch Macoupin 22 N/A N/A N/A St. Louis

254.00 MSC Coal Branch Creek Madison N/A N/A N/A N/A St. Louis

258.00 MSC Wood River Madison 123 partial minor Class D fair St. Louis

266.70 MSC Cahokia Channel Madison 37 partial minor Class C fair St. Louis

282.00 MSC Mississippi River St. Clair 697,000 partial minor N/A fair St. Louis

Illinois Central Mainline

16.80 & 18.50 DPGL Little Calumet River Cook 231 non support Class D poor Chicago

20.80 DPGL Calumet Union
Drainage Canal

Cook N/A non support Class E poor Chicago

21.60 DPGL Calumet Sag Channel Cook N/A non support Class D poor Chicago

27.10 DPGL Butterfield Creek Cook 9 partial moderate Class C fair Chicago

37.25 KAN Rock Creek Will 12 full support Class B good Chicago

47.90 KAN South Branch Rock
Creek

Kankakee 47 full support Class B good Rock Island

Norfolk Southern

101.72 KAN Kankakee River Kankakee 2159 full support Class B good Rock Island

110.20 KAN Lehigh Raymond Run Kankakee N/A full support Class B good Rock Island

112.00 KAN Bertrand Branch Kankakee N/A full support N/A good Rock Island

113.10 KAN E. Branch Horse Creek Kankakee 73 full support Class C good Rock Island

114.66 KAN W. Branch Horse Kankakee 31 full support Class C good
Rock Island
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Creek

117.80 IL Crane Creek Kankakee N/A N/A Class C N/A Rock Island

117.80 IL Granary Creek Kankakee N/A N/A Class B N/A Rock Island

121.00 IL Reddick Run Kankakee 45 full support N/A good Rock Island

122.50 IL Unnamed tributary to
Reddick Run

Livingston N/A N/A N/A N/A Rock Island

123.90 IL E. Fork Mazon River Livingston 106 full support Class C good Rock Island

125.00 IL Gooseberry Creek Livingston N/A full support N/A good Rock Island
126.40 IL Unnamed tributary to

Gooseberry Creek
Livingston N/A N/A N/A N/A Rock Island

Source:  Huntington and Echeverria 1991, IEPA 1998, 1996, IDNR 1996c.
USGS Water Resources Investigations 13-75.

1 -  Major River Basins:
DPGL - Des Plaines/Great Lake River Basin
KAN - Kankakee River Basin
IL - Illinois River Basin
SAN - Sangamon River Basin
MSC - Mississippi South Central River Basin

2 -  Designated Uses:
Full Support -- water quality meets the needs of all designated uses protected by applicable water quality standards.
Full Threatened -- water quality presently adequate to maintain designated uses, however, if declining trend in water quality continues, partial support may be realized in
future.
Partial Support with Minor Impairment -- water quality has been impaired to a minor degree.
Partial Support with Moderate Impairment -- water quality conditions are impaired; not all designated uses are attained due to exceedances.
Nonsupport -- water quality is severely impaired and inhibits the water body from meeting any of its designated uses.

3 -  Water Quality qualifiers:
Good - full support of designated use:

none or one violation per parameter of acute standards within 5-year period; metals and organochlorine compounds generally occur at non-elevated levels
although some may be at slightly elevated concentrations.

Fair - partial support of designated use:
-  partial/minor:  two violations per parameter of acute standards within a 5-year period; metals or organochlorine compounds occur at elevated levels.
-  partial/moderate:  two violations per parameter of acute standards within 3 consecutive years; metals or organochlorine compounds occur at highly elevated

levels.
Poor - non-support of designated use:

three or more violations per parameter of acute standards within 5-year period; metals or organochlorine compounds consistently occur at extremely high levels.
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Overall stream quality in Illinois has improved over the past two decades.  The water quality trend analysis
reported (IEPA, 1994a) most streams to be either stable or slightly improving.  Some streams have improved
due to a decline of point source impacts.  Other streams continue to show indicators of receiving non-point
source pollution, in particular, increased siltation, phosphorus, and nitrate/nitrite concentrations typically
associated with agricultural runoff.  Streams and rivers within the five basins have fair to good water quality,
although portions near the Chicago metropolitan area have poor quality (IEPA, 1995b).  Elevated levels of
toxics in sediments of Illinois's rivers and streams were apparent in 3,111 stream kilometers (1,929 stream
miles) throughout Illinois (IEPA, 1994a).

Sediment load in rivers and streams is a concern for aquatic resources meeting water quality conditions in
Illinois.  Sediment load is greatest in streams located in west and southwest portions of Illinois.  The
Mississippi South Central Basin is considered within an area of higher sediment loads, while the extreme
northeastern portion of the Sangamon Basin is part of the region that has the lowest sediment load carried by
streams.  Average water flow contributes to, but is not the only determinant of sediment load.  Other factors
influencing sediment load include, the gradient and composition of the basin, land uses, ground cover and the
nature and extent of human activity within the watershed (Bhowmik, 1987).

In 1984, stream biologists from the IEPA and the Illinois Department of Natural Resources (IDNR) developed
the Biological Stream Characterization (BSC), a stream-quality index (Hite and Bertrand, 1989).  The BSC
work group developed a five-tiered classification system based on fish and aquatic macroinvertebrate diversity
and the associated index of biological integrity.  This index assesses the biological condition of streams. The
BSC system contains categories “A” to “E”.  Areas that are Category “A” (Unique Aquatic Resources) are in
excellent condition, comparable to the best situations without human disturbance. Category “B” streams are
Highly Valued Aquatic Resources and are considered good fisheries for important game species; however,
species richness may be somewhat below expectations for the stream size or geographic region.  Category
“C” (Moderate Aquatic Resource) streams are considered to be in fair condition typically with reduced
diversity and a game fish population of sunfishes, bullheads, and carp.  Category “D” streams are in poor
condition, and Category “E” streams are considered to be in very poor condition and support few species,
those of which are the most environmentally tolerant species (IEPA 1994a).

Des Plaines/Lake Michigan Basin:

Most of the Des Plaines/Lake Michigan Basin watershed occurs in the greater Chicago Metropolitan region
and has been extensively urbanized and industrialized.  Water quality in this basin has been degraded due to
urban stormwater runoff, municipal and industrial discharges, and extensive channelization of many of its
small tributaries.  Over enrichment of the water from treated and untreated sewage is a major problem,
particularly since at least 100 waste treatment plants empty their effluent into the Des Plaines Basin (Page et
al., 1992).  The Des Plaines Basin exhibits the highest levels of heavy metals and organics in sediments. 
Contaminants found include, arsenic, cadmium, chromium, lead, mercury, zinc, chlordane, DDT, heptachlor
epoxide, and PCBs.  The sources of these contaminants are municipal and industrial waste waters and urban
runoff (IEPA, 1994a).  Water quality in the metropolitan area for this drainage basin is typically affected to a
greater degree than for the less-urbanized areas.
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Approximately 11.5 percent of the 1163 stream kilometers (721 stream miles) evaluated and/or monitored in
this basin were rated as full support; 26.8 percent showed partial support with minor impairment.  The
majority of the stream kilometers (51.9 percent) were rated as partial support with moderate impairment, and
the remaining 9.8 percent were considered as not supporting overall uses (IEPA, 1994a).  Project area
streams evaluated under the water quality program are rated as full support streams except for the
downstream reaches of Hickory Creek and Sugar Run which were rated partial support with minor
impairment.  Hickory Creek was rated as a Category C stream (Moderate Aquatic Resource) under the BSC
system (IDNR, 1996c), while Jackson Creek was rated as Category B (Highly Valued Aquatic Resource).

Kankakee Basin:

Water quality within the Kankakee Basin has had some degradation due to increased nutrients and siltation
associated with agricultural practices.  However, this degradation has not impaired the designated uses of the
water resources within this basin.  A total of 829 stream kilometers (512 stream miles) in the Kankakee Basin
were evaluated and/or monitored for their water quality conditions.  For the Kankakee Basin, 96.1 percent of
these stream kilometers were rated as full support and 3.9 percent were rated as threatened (IEPA, 1994a). 
This rating is improved from the 1990 Illinois Water Quality Report which identified 88.7 percent of the
stream kilometers as full support and 11.3 percent as partial support with minor impairment (Page et al.,
1992).  Portions of the Kankakee River, from the Illinois/Indiana state line to the confluence of the Iroquois
River and from Davis Creek to just before the confluence with the Des Plaines River, are rated as Category B
(Highly Valued Aquatic Resource). Rock Creek and South Branch Rock Creek are rated Category B (Highly
Valued Aquatic Resource) under the BSC system.  Forked Creek is rated Category C (Moderate Aquatic
Resource).

Illinois Basin:

Within the Illinois Basin a total of 4,656 stream kilometers (2,887 stream miles) were evaluated and/or
monitored for water quality conditions.  A little over half of the stream kilometers assessed (56 percent) were
rated as full support.  Threatened use accounted for less than 1 percent, partial support with minor
impairment occurred on 40.1 percent, and 3 percent of the stream kilometers are rated as partial support with
moderate impairment (IEPA, 1994a).  Generalized impacts to streams in the Illinois Basin include urban
stormwater runoff, municipal discharges, and non-point source pollution from cropland runoff.

Of the streams and rivers crossed in the project area, only the Mackinaw River upstream from Money Creek
is identified as a Unique Aquatic Resource (Category A) under the BSC system.  Other designations that
reflect the excellent quality of the Mackinaw River include a) listing as an official "natural area stream" by the
IDNR, b) consideration as a "high priority river" in Natural Diversity Conservation for the portion from State
Route 51 to Colfax, c) listing as an "Outstanding Fishing Water," and d) proposed inclusion in the State River
Protection System from its confluence with the Illinois River to its source.  Granary Creek is rated a Category
B stream (Highly Valued Aquatic Resource).  Money Creek is rated as Category C (Moderate Aquatic
Resource).

Sangamon Basin:

Point source pollution from municipal sewage treatment plants, non-point source pollution from agricultural
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and acid mine runoff and direct alteration of the riparian environment, including channelization and removal of
riparian vegetation have influenced the decline of water quality of the aquatic resources within the Sangamon
Basin.  A total of 1,771 stream kilometers (1,098 stream miles) were evaluated and/or monitored for water
quality conditions within this basin.  Approximately 23 percent of the stream kilometers were rated as full
support, with another 2 percent of full support stream kilometers listed as threatened.  The majority of the
stream kilometers (65 percent) were rated as partial support with minor impairment.  Another 10 percent of
the stream kilometers were rated as partial support with moderate impairment, and less than 1 percent were
rated as not supporting overall uses.  Timber Creek, Salt Creek, Panther Creek, and Sugar Creek have been
rated as Category C streams (Moderate Aquatic Resource) under the BSC system.  Salt Creek and Panther
Creek have been designated as full support.  Timber Creek has been designated as partial support with minor
impairment, while Sugar Creek has been designated as partial support with moderate impairment (IEPA
1994a, 1998).

Mississippi South Central Basin:

The Mississippi South Central Basin covers the watershed between the lower Illinois Basin and the mouth of
the Kaskaskia River.  Most of the stream kilometers assessed within this basin for water quality conditions
were rated as either partial support with minor or moderate impairment (IEPA, 1994a). General degradation of
water quality within this basin is due to urban stormwater runoff, municipal and industrial wastewater near
the urban areas, and agricultural runoff in rural areas (IEPA, 1994a). Streams identified within the project area
had not been evaluated for their supporting uses.

2.6.1.4 Special Status Streams

The Wild and Scenic Rivers Act of 1968 (as amended) defines a "Wild River" as those rivers or sections of
rivers that are free of impoundments and generally inaccessible except by trail, with watersheds or shorelines
essentially primitive and waters unpolluted.  A "Scenic River" is a river or section of a river that is free of
impoundments, with watersheds or shorelines still largely undeveloped but accessible in places by road.

None of the rivers crossed in the project area are officially identified as either "Wild" or "Scenic" by either the
federal government or the State of Illinois.  However, a segment of the Kankakee River has been listed as
eligible for federal Wild and Scenic River designation, and the Kankakee River from the Indiana state line to
the confluence at the Illinois River has been proposed for State Wild and Scenic status.  Also, the Mackinaw
River, from its source to its confluence with the Illinois River, has been proposed for State Wild and Scenic
status, and a portion of this area, from the town of Colfax to its confluence with the Illinois River, has been
listed as eligible for federal Wild and Scenic River designation.  A segment of Salt Creek crosses the HSR
project area and is listed as being protected under the Railsplitter State Park governance (Huntington and
Echeverria, 1991).

Navigable Waters of the United States are waters administratively defined waters that have been used in the
past, are now used, or are susceptible to use as a means to transport interstate or foreign commerce up to the
head of navigation.  Navigable Waters within the project area include the South Branch Chicago River, South
Fork of South Branch Chicago River, Calumet Sag Channel, Little Calumet River, Kankakee River, Mackinaw
River, Sugar Creek, Salt Creek, Sangamon River, and the Mississippi River.  Of the bridges crossing these
waters in the HSR project area, two are drawbridges. These are both on the IC Joliet Line at the South Branch
Chicago River and the South Fork of South Branch Chicago River.
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Illinois Natural Area Inventory (INAI) streams which are crossed in the project area include the Kankakee
River, Mackinaw River, and Salt Creek.  The Kankakee River is crossed by the Union Pacific Railroad at
milepost 52.8 and by the Norfolk Southern Railroad at milepost 101.7 in Kankakee County.  The Mackinaw
River is crossed by the Union Pacific Railroad at milepost 111.2 in McLean County.  Salt Creek is crossed by
the Union Pacific Railroad at milepost 158.2 in Logan County.

2.6.2 Groundwater

Groundwater occurs in water-bearing units called aquifers.  In Illinois, aquifers are classified as sand-and-
gravel aquifers, shallow bedrock aquifers, and deep bedrock aquifers.  The principal sand-and-gravel aquifers
in Illinois are located in alluvial deposits along the major rivers (e.g., the Des Plaines River and Sangamon
River in the project area) or in major bedrock valleys (Visocky et al., 1987). Recharge in sand-and-gravel
aquifers occurs when water percolates through glacial drift (material deposited by glaciers and glacial
streams, IEPA, 1976b).  Recharge in bedrock aquifers occurs primarily from vertical leakage of water
through the glacial drift and/or overlying formations of bedrock.  The deep bedrock aquifers located in
northeastern Illinois receive their recharge water from southeastern Wisconsin and from areas west to
northwest in Illinois.  The Cambrian-Ordovician aquifers in the Chicago region are the principal bedrock water
source.  However, these deep bedrock aquifers have been overpumped since the late 1950s (Visocky et al.,
1987).  Within the project area, the principal shallow sand and gravel aquifers in Illinois are found in the
counties of Cook, Will, McLean, Logan, and Madison.  The principal shallow bedrock aquifers are located in
the counties of Cook and Will, while the deep bedrock aquifers lie in the northeastern part of the state, north
of Livingston County.

The potential yield of an aquifer is the maximum amount of groundwater that can be continuously withdrawn
from a number of wells without causing critically low water levels or surpassing the natural recharge rate
(Visocky et al., 1987).  Aquifer yields vary from less than 1.7 gps to over 8.3 gps along areas crossed in the
project area.  Yields from bedrock aquifers are often small (less than 1 gps).  The majority of the potential
yield from bedrock aquifers is available from the shallow bedrock, primarily dolomites, in the northern third of
the state.  Wells tapping the dolomites are generally able to provide yields of approximately 100 gpm (IEPA,
1976e).  In the central portion of Illinois, the bedrock aquifers are from thin beds of limestone and sandstone
of Pennsylvanian Age.  In western and southwestern Illinois, the bedrock aquifers are also from limestone and
sandstone, but these are formations of Mississippian Age.  Groundwater yields from both Mississippian and
Pennsylvanian Age rocks are limited.  Flow rates are generally less than 20 gpm, and water quality can be
poor.

The risk for groundwater contamination through the corridor is low to moderate except where the corridor
crosses alluvial deposits where it becomes high (Berg & Kempton, 1984).  The 1987 Illinois Groundwater
Protection Act was implemented to increase protection of groundwater resources from degradation and
prevent difficult and expensive clean-up efforts (IEPA, 1994a, 1995a). The Act allows for the establishment
of both regulated groundwater recharge areas and groundwater protection areas. At this time, there are no
sole source aquifers in Illinois.  No regulated groundwater recharge areas are within the project area.  United
Water Illinois has a source water protection area that is included in the construction zone of the project.  The
zone for the United Water Illinois well field is southwest of Lincoln Lakes outside the city of Lincoln, in
Logan County.  There are several hundred private well-heads that lie within 60 meters (200 feet) of the
project area.  However, this distance is the minimum setback for public water supplies and is too restrictive
for private wells.  All of the private wells are outside of the railroad drainage ditch that should act as adequate
confinement for any diesel fuel spills.
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Overall groundwater quality in the project area is good.  Groundwater quality is dependent in large part on the
physical and chemical composition of overlying the geologic materials.  Chloride, sodium and sulfate are all
usually present in Illinois groundwater.  Data compiled by the Illinois Water Survey (Visocky et. al. 1987) for
the 12-year period (1971 to 1983) showed chloride concentrations in Illinois groundwater ranged 10 to 25
mg/liter.  Sodium and sulfate concentrations ranged 25 to 50 mg/l and 50 to 120 mg/l, respectively.  Total
dissolved solids (a general measure of all mineral constituents) and calcium and magnesium (generally
expressed as “hardness”) were highest in shallow bedrock aquifers and lowest in deep bedrock aquifers. 
Total dissolved solids ranged 425 to 565 mg/l for sand and gravel aquifers.  Shallow bedrock aquifers ranged
485 to 600 mg/l, while deep bedrock aquifers ranged 440 to 530 mg/l.

2.6.3 Water Use

For areas along the project area, the primary uses for water include public water supplies, agriculture,
industry, and recreation.  Non-potable water for agricultural, industrial and recreational uses is derived
primarily from surface water, with groundwater supplying typically less than 15 percent of water uses
(Fitzgerald et al. 1983, Zuehls 1987, Zuehls et al. 1984).  Except for the Greater Chicago Region, which
obtains water from Lake Michigan, potable water is primarily drawn from groundwater sources.
Groundwater is used for domestic supply, industry, and agriculture (IEPA, 1994a, 1995a).  Most wells tapped
in sandstone or limestone formations are generally for farm use (IEPA, 1976e).

Along the Des Plaines River within the project area, five industrial water use locations have been identified. 
The cumulative utilization of river water for these facilities, reduces the 7-day, 10-year low flow by
approximately 0.64 cms (22.5 cfs).  There are no designated municipal water supply sources for the Des
Plaines River (ISWS, 1993).  The Kankakee River has one municipal water use facility, reducing the 7-day,
10-year low flow by approximately 0.41 cms (14.5 cfs).  Also, one industrial water use source is located on
the Kankakee just prior to its confluence with the Des Plaines River.  This facility's consumption reduces the
7-day, 10-year low flow by approximately 0.66 cms (23.4 cfs) (ISWS, 1993). Sugar Creek was dammed by
the City of Springfield in 1931 to create Lake Springfield. This lake is 1,714 hectares (4,234 acres) and is
utilized as a public water supply source, a cooling water source for City Water, Light and Power's generating
plant, and as a recreational lake (Tucker and Ettinger, 1975).

2.7 GEOLOGY

2.7.1 Bedrock and Structural Geology

Underlying surface bedrock is generally older in the north, and is mainly Silurian in Cook, Will and Kankakee
Counties, with an area of Ordovician origin in western Will County.  For most of the remaining length of the
project, the bedrock is Pennsylvanian, except for a Mississippian area near the Mississippi River in Madison
and St. Clair Counties (INHS, 1987).  The precambrian basement rock is at various depths ranging from
about 1,100 meters (3,500 feet) at the northern and southern extremes of the project area to 1,500 meters
(5,000 feet) or more near the center of the State.  Bedrock is not exposed in any large areas along the HSR
corridor.

An area of karst topography exists in the vicinity of the town of Alton, near the Mississippi River. Karst areas
are characterized by a fractured bedrock surface (in this case, Mississippian limestone) and numerous springs
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and sinkholes.  Consequently, the risk of groundwater contamination in such areas is “very high” (ISGS,
1999).  Karst topographically lies outside the affected environment of this project.

2.7.2 Surface Geology and Topography

The entire project area is located on glacial till deposits associated with Wisconsinian, Woodfordian, Holocene,
Altonian or Illinoian glaciers (Schuberth, 1986).  Over most of the project area, a layer of loess exists at the
surface, ranging from less than one meter (three feet) to greater than 30 meters (100 feet) in thickness
(Willman, 1975). Portions of the northern stretch of the project (from Livingston County north) have a
substrate of loess interspersed with lake deposits, sand dunes and glacial outwash. An area of alluvial
deposition occurs in sections of the project near the Mississippi River (Willman, 1975). Soil erosion is a
recognized problem in much of Illinois since 1) loess soils are severely erosion-prone, 2) much of the state is
in agricultural tillage, and 3) rainfall is relatively high.

The project passes through, from north to south, the Chicago Lake Plain, the Wheaton Morainal Country, the
Kankakee Plain, the Bloomington Ridged Plain, and the Springfield Plain of the Central Lowland physiographic
province (INHS, 1987).  With the exception of Cook and Will Counties, the project lies within the Till Section
of this province, a topographically flat accumulation of glacial soils which historically supported tall prairie
grass.  Forest was historically restricted to moraines and sloping hillsides adjoining streams and rivers.

2.7.3 Mineral Resources

Mineral resources that exist in the proposed project area include coal, petroleum (crude oil and natural gas),
stone (limestone, dolomite, sand and gravel), peat, and clay.  Information for this Mineral Resources section
is exclusively from the Illinois Natural History Survey (INHS, 1987).  Since the project follows existing
railways, no new large-scale impacts are expected on mineral resources.

Coal production in Illinois is currently limited to areas where it is near the surface or can be deep-mined
economically.  However, the Eastern Interior Coal Field extends well beyond the current production region
and includes most of the project area from southwest Will County to northwest Madison County.  A high
potential for surface-minable coal is present in the project area within Madison and extreme southwest Jersey
Counties. Large quantities of deep-minable coal are present in the project area in Livingston, Logan,
Sangamon, Macoupin and Madison Counties.

Petroleum production as crude oil and natural gas is heaviest in the southeast portion of the State, although the
proposed project passes through some of the less productive counties.  Crude oil is produced from
Sangamon, Macoupin, Madison and St. Clair Counties, and a relatively small amount of natural gas is
produced from Madison and St. Clair Counties.

Limestone and dolomite are widely quarried in the northern quarter of the State, along the western edge, and
near the southern tip.  The stone is mostly used in the crushed and broken form for construction aggregate
and road-base.  Portland cement and flagstone are other main uses.  Sand and gravel, mostly used in
construction aggregate, are mined heavily from large deposits in Cook, Will, Kankakee and Livingston
counties.

Peat has been produced in all counties the project passes through from Sangamon northward, except Logan
County, with quantities not exceeding 1 million tons per year per county in 1984.
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Clay production in Illinois fell from over 2 million tons per year in the 1950s to less than 300 thousand tons in
1985.  Livingston County is one of the main clay-producing counties in the State, mostly for bricks, portland
cement, and concrete.  Historically, Grundy County has produced refractory clay, but production has almost
completely fallen off in recent years.

2.7.4 Seismic Risk

The ability of seismologists to predict earthquakes as increased greatly over the past few decades, but it is still
possible for an earthquake to occur with little advance warning.  The most powerful earthquakes in U.S.
history occurred in the early 1800s in association with the New Madrid fault in Missouri (Schuberth, 1986),
approximately 240 kilometers (150 miles) from the southern terminus of the project. Earthquakes having an
intensity of V or greater (on the Modified Mercalli Intensity Scale) and an epicenter in the vicinity of the
project area have occurred only in Madison County (Schuberth, 1986).

The corridor is within an area characterized as having no seismic risk in Cook and northern Will Counties,
minor risk southward into northern Madison County, and moderate risk in the remainder (Uniform Building
Code, 1991).  However, depending on the strength of an earthquake, most likely centered in the New Madrid
Zone, and the subsurface profile at a given site, locations in the corridor could be susceptible to earthquake
damage.  A major concern in the corridor would be amplification of earthquake ground motions by alluvial
soils in the Alton to St. Louis portion of the project area.  The concern here would be for lateral spread
damage of embankments and levees since the liquefaction potential of loose sandy materials in the upper part
of the valley fill is typical of the American bottoms area of the Mississippi River (Bauer, ISGS personal
communication).
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2.8 WETLANDS

2.8.1 Wetland Delineations

Wetlands are areas where the vegetation is adapted for life in saturated or shallowly flooded soil conditions. 
Waters of the U.S. include wetlands and all waters that 1) are currently used, 2) were used
in the past, or 3) may be used for interstate or foreign commerce.   Waters of the U.S. also include all
interstate wetlands including intrastate lakes, streams, mudflats, sandflats, sloughs, prairie potholes, wet
meadows, playa lakes, and natural ponds (Goode and Pierce, 1990).

Because of the values of wetlands, the historic losses, and the increase in development pressures, wetlands
are protected under the Federal Clean Water Act (CWA).  The U.S. Army Corps of Engineers (COE), through
Section 404 of the CWA, regulates the discharge of dredged/fill materials into waters of the U.S., including
wetlands.  To be regulated by the COE, a wetland must meet three criteria: 1) contain a dominance of
vegetation adapted to growth in low-oxygen soils (i.e., hydrophytic vegetation); 2) have soils that have
developed over time in a low oxygen environment (i.e., hydric soils); and 3) hydrology that saturates or
inundates the soil for 5 to 12 percent of the vegetative growing season. 

For this project, map sources from the Natural Resources Conservation Service (NRCS), U.S. Fish and
Wildlife Service (FWS), and the Illinois Natural Heritage Program (INHP) were reviewed prior to field
reconnaissance.  Map sources included NRCS’s swampbuster mapping of wetlands for each county, NRCS’s
county soil surveys, and FWS’s National Wetlands Inventory maps.  Because of the scale of resolution and
differences in criteria for identifying wetlands from the current COE methodology, these sources only indicate
the potential for wetlands.  However, they provide useful information for locating wetland area on the
ground. 

Wetland delineation was conducted in all areas of the project area where construction is proposed. Within the
construction zones an area the length of the specified activity and 30 meters (100 feet) out from the center
track line was surveyed.  In those areas designated for service roads, the project area extended to at least 15
meters (50 feet) beyond the edge of right-of-way.  Where new stations or grade separations are proposed, the
project area included the full footprint of the facility.  During the field surveys, wetland investigations were
conducted in accordance with methodology approved by the COE for identifying and delineating jurisdictional
wetlands (Environmental Laboratory, 1987). In addition, all plant species observed in each wetland were listed
on wetland floristic quality assessment forms. The Floristic Quality Assessment (FQA) was used to determine
the relative vegetative quality utilizing methodology presented in Swink and Wilhelm (1994).

The distribution of wetlands and other waters of the U.S. within the existing and proposed rights-of-way
varies.  Such areas are primarily located in railroad drainage ditches and swales.  Additional areas that contain
waters of the U.S. include naturally occurring topographical low area, seeps and springs, river and creek
bottomlands, and excavated channels.  The boundary of each wetland was drawn on 1:2400 scale aerial
photographs.  If the wetland extended outside of the right-of-way or construction limits, the entire wetland
boundary was estimated, based on field observation and aerial photograph interpretation.  All wetlands
observed within 30 meters (100 feet) of the current right-of-way were delineated during the fall 1997 survey.
 Surveyed wetlands with a floristic quality index (FQI) equal to or greater than 20 were revisited in the spring
and summer of 1998 to re-evaluate the wetland and to identify additional plant species to provide a
comprehensive, three season, plant list.  During the fall survey, 112 wetlands were delineated.  Ten wetlands
were revisited during the spring and summer surveys. 
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Currently, the federal government endorses the use of two separate wetland delineation manuals, the 1987
COE Wetlands Delineation Manual and the Food Securities Act Manual.  The 1987 COE methodology is used
on non-agricultural land, whereas the Food Securities Act methodology is used for wetland delineations on
agricultural land.  The Food Securities Act methodology involves the use of annual aerial photography,
“Swampbuster” maps, and/or field confirmation.  This methodology is carried out by representatives of the
U.S. Department of Agriculture, Natural Resources Conservation Service.  Farmed wetlands were determined
using aerial photography, soils mapping and NRCS maps covering those areas of the project where
construction activity is proposed.  Three additional farmed wetlands were identified that were not delineated
using the COE methodology.

2.8.2 Wetland Classification

Wetland communities are distinguished primarily by vegetation type and by the duration of hydrology. Based
on the Cowardin Classification (Cowardin et al., 1979), there are three primary categories of waters of the
U.S. in the project area: palustrine emergent (PEM), palustrine forested (PFO), and palustrine scrub-shrub
(PSS).

The Cowardin Classification system uses a hierarchical system composed of the following categories:
systems, subsystems, and classes.  The five systems are Marine, Estuarine, Riverine, Lacustrine, and
Palustrine.  Classes are based on substrate material and flooding regime. The Palustrine system includes
wetlands commonly known as marsh, swamp, bog, fen, and prairie, which includes all non-tidal wetlands
dominated by trees, shrubs, and persistent emergents (Cowardin et al. 1979).  Palustrine emergent
communities occur most often in ditches and topographic depressions that hold shallow water throughout
much of the growing season. Areas of emergent wetland are typically identified as Palustrine Emergent
seasonally flooded/saturated habitats (PEMC or PEME)

Forested wetland occurs in narrow bands associated with rivers and streams and topographically low areas. 
Cowardin et al. (1979) typically identify this community as a Palustrine Forested Broad-leaved Deciduous
habitat with temporary to seasonal flooding (PFO1A and PFO1C).

The unconsolidated bottom community (PUB) is characterized by having at least 25 percent cover of particles
smaller than stones, and a vegetative cover of less than 30 percent (Cowardin et al., 1979). This community
is typically a pond, borrow pit, or other small open water area.

Shrubs, young trees, and trees or shrubs that are small or have been stunted due to environmental conditions
are all likely species to occur in a scrub-shrub wetland (Cowardin et al. 1979).  This community would most
likely be identified by Cowardin et al. (1979) as Palustrine Scrub-shrub Broad-leaved Deciduous habitat with
temporary to seasonal flooding (PSS1A and PSS1C). 
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2.8.3 Wetlands Within the Project Area

During the field surveys, all areas within the high-speed rail project area proposed for construction activity
were evaluated for the potential presence of wetlands.  Figures 2.8-1A through 2.8-1C illustrate the general
location of wetlands by alignment.  Table 2.8-1 summarizes existing wetlands in the project area.

Table 2.8-2 presents wetlands by alignment and classification, reporting only the existing wetland hectares
(acres) that occur within 30 meters (100 feet) from either side of the track.  While conducting the field
surveys, if a significant portion of an existing wetland crossed the impact zone for a proposed service road,
then a no build alternative was assumed practicable for that project.  Therefore, no impacts would occur
within that proposed service road area, and subsequently, no data was collected for the wetland that would
preclude development or for additional biological resources encountered within that service road area. Because
no data was collected for some of the wetland areas and they are not indicated on the National Wetland
Inventory (NWI) maps, the wetlands cannot be classified. Therefore, these wetlands are categorized as non-
inventoried (N/I).

Table 2.8-2
EXISTING WETLANDS BY COWARDIN CLASSIFICATION

WETLANDS
hectares (acres)

ALIGNMENT PEM PSS PFO PUB N/I TOTAL

IC/UP 7.19 (17.75) 0.50 (1.24) 0.42 (1.03) 1.28 (3.16) 0.13 (0.33) 9.52 (23.51)

Norfolk Southern 17.17 (42.42) 0.98 (2.42) 0.55 (1.36) 1.28 (3.16) 9.08 (22.43) 29.06 (71.79)

Rock Island 6.99 (17.27) 0.06 (0.15) 0.42 (1.03) 1.28 (3.16) 0.13 (0.33) 8.88 (21.94)

Source: Planning Resources Inc., February 2000.

Overall, 112 wetlands were identified within the HSR project area.  Ten wetlands were determined to be high
quality based on the criteria of having an FQI near or greater than 20.00.  The general distribution and
classification of wetlands per alignment is as follows:

IC/UP Alignment
• 38 Wetlands
• 16.19 hectares (39.99 acres)
• Four wetlands with an FQI greater than 20.00

Norfolk Southern Alignment
• 80+ Wetlands
• 51.09 hectares (126.19 acres)
• Six wetlands with an FQI greater than 20.00
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WETLAND LOCATIONS
(Chicago to Pontiac)

MP 29.00 (4 wetlands)
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Milepost Wetland
COE 
District

Plant 
Community

Dominant 
Vegetation Soil Type

NWI 
Classification1 FQI

Percent 
Adventive Functional Values

23.50 A Chicago Marsh Reed canary grass, 
barnyard grass

Romeo silt 
loam

0.02 (0.06) PEM 8.95 33.3

26.50 A Chicago Wet meadow Prairie cord grass, 
great bulrush, cattail

Made land 0.28 (0.70) PEM 7.54 21.4

B Chicago Marsh Cattail Made land 0.28 (0.69) PEM 11.24 17.4

27.25 A Chicago Wet meadow Cattail, prairie cord 
grass, black willow

Made land 0.05 (0.13) PEM 6.43 41.7

29.00 A Chicago Marsh Cattail, prairie cord 
grass, reed canary 
grass

Joliet silt 
loam

0.48 (1.18) PEM 10.85 8.3 American bittern potential habitat

B Chicago Marsh Cattail Made land 0.04 (0.09) PEM 5.37 37.5
C Chicago Marsh Reed canary grass, 

orange jewel weed
Made land 0.02 (0.04) PEM 9.62 33.3

D Chicago Wet meadow Purple loosestrife, tall 
scouring rush, 
common reed

Made land 0.02 (0.06) PEM 7.42 42.9

33.45 A Chicago Wet meadow Silver maple, 
common beggar's 
ticks, small 
duckweed, reed 
canary grass

Romeo silt 
loam

0.02 (0.04) PEM 6.26 16.7

Total Size: 1.21 (2.99)

54.00-
57.00

D Chicago Wet meadow Prairie cord grass Drummer 
silty clay 
loam

0.13 (0.31) PEM 33.20 1.8 FQI>20; Red-veined leaf hopper 
potential habitat

F Chicago Marsh Common tussock 
sedge, water 
heartease, common 
reed

Gilford fine 
sandy loam

0.49 (1.22) PEM 11.49 12.5

J Chicago Marsh Cattail, prairie cord 
grass, marsh 
marigold

Ridgeville 
fine sandy 
loam

3.03 (7.48) PEM 32.91 14.3 FQI>20; Larger than 5 acres; Red-
veined leaf hopper potential 
habitat

Table 2.8-1
EXISTING WETLANDS

IC/UP Alignment North (IC-Joliet Line - Chicago to Joliet)

IC/UP Alignment Central (Union Pacific - Joliet to Dwight)

Size               
hect. (acres)



Milepost Wetland
COE 
District

Plant 
Community

Dominant 
Vegetation Soil Type

NWI 
Classification1 FQI

Percent 
Adventive Functional Values

Size               
hect. (acres)

K Chicago Wet meadow Prairie cord grass Ridgeville 
fine sandy 
loam

0.39 (0.96) PEM 33.20 1.8 FQI>20; Eryngium stem borer 
identified

L Chicago Marsh Common tussock 
sedge, water 
heartease, common 
reed

Ridgeville 
fine sandy 
loam

0.45 (1.12) PEM 11.49 12.5

M Chicago Wet meadow Prairie cord grass Ridgeville 
fine sandy 
loam

0.01 (0.03) PEM 33.20 1.8 FQI>20

65.50 A Rock 
Island

Marsh Giant ragweed, Indian 
hemp, pinkweed, 
cocklebur

Reddick 
silty clay 
loam

0.02 (0.04) PEM 2.31 25.0

Total Size: 4.52 (11.16)

Norfolk Southern Alignment (IC Mainline - Chicago to Kankakee)
31.40 A Chicago Wet meadow 

/marsh
Reed canary grass, 
duckweed, water 
knotweed, chufa, 
eastern cottonwood

Frankfort 
silty clay 
loam

0.78 (1.92) PEM* 11.26 31.1

B Chicago Wet meadow Switch grass, 
barnyard grass, rice 
cut grass, tall 
scouring rush, giant 
foxtail, cattail, 
horseweed

Bryce silty 
clay

0.05 (0.12) PEM 8.75 20.0

C Chicago Marsh Water horehound, 
cattail, spiderwort

Frankfort 
silty clay 
loam

0.15 (0.36) PEM* 4.08 25.0

D Chicago Wet meadow Switch grass, prairie 
cord grass, field 
thistle, common 
cinquefoil

Frankfort 
silty clay 
loam

0.08 (0.20) PEM* 9.55 25.0

E Chicago Wet meadow Squirrel-tail grass, 
great bulrush, redtop, 
slender wheat grass, 
curly dock, water 

Frankfort 
silty clay 
loam

0.02 (0.04) PEM* 9.05 26.7

F Chicago Marsh Cattail, old witch 
grass, fireweed

Bryce silty 
clay

0.24 (0.59) PEM 11.70 17.4



Milepost Wetland
COE 
District

Plant 
Community

Dominant 
Vegetation Soil Type

NWI 
Classification1 FQI

Percent 
Adventive Functional Values

Size               
hect. (acres)

41.00-
55.00

A Chicago Sedge 
meadow

Common tussock 
sedge, pinkweed, 
sawtooth sunflower

Ashkum 
silty clay 
loam

0.12 (0.29) PEM 15.43 16.7

B Chicago Scrub-shrub Sandbar willow, 
prairie cord grass, 
Bebb's oval sedge, 
blue joint grass

Ashkum 
silty clay 
loam

0.14 (0.34) PEM/PSS* 23.20 7.3 FQI>20

C Chicago Wet meadow Giant ragweed, 
monkey flower, 
redtop, rice cut grass, 
reed canary grass, 
black willow, satin 
grass

Ashkum 
silty clay 
loam

0.18 (0.44) PEM 18.45 15.4

D Chicago Wet meadow Bebb's oval sedge, 
redtop, sawtooth 
sawflower, reed 
canary grass

Elliot silt 
loam

0.09 (0.23) PEM 7.54 10.0

E Chicago Wet meadow Blue-fruited dogwood, 
redtop, spike rush, 
Torrey's rush

Elliot silt 
loam

0.05 (0.13) PEM 8.88 13.3

F Chicago Wet meadow Prairie cord grass, 
cattail, lake sedge

Elliot silt 
loam

0.06 (0.16) PEM 11.51 12.0

G Chicago Wet meadow Prairie cord grass, 
mild water pepper

Ashkum 
silty clay 
loam

0.24 (0.59) PEM 16.89 13.2

H Chicago Wet meadow Common mountain 
mint, prairie cord 
grass, redtop, 
beggar's ticks

Ashkum 
silty clay 
loam

0.06 (0.14) PEM 28.71 11.8 FQI>20

I Chicago Wet meadow Prairie cord grass, 
redtop, beggar's ticks

Ashkum 
silty clay 
loam

0.04 (0.09) PEM 13.68 11.1

J Chicago Wet meadow Prairie cord grass, 
sawtooth sunflower, 
common tussock 
sedge, three-seeded 
mercury, slippery elm, 
water horehound

Ashkum 
silty clay 
loam

0.57 (1.40) PEM 37.62 8.4 FQI>20



Milepost Wetland
COE 
District

Plant 
Community

Dominant 
Vegetation Soil Type

NWI 
Classification1 FQI

Percent 
Adventive Functional Values

Size               
hect. (acres)

K Chicago Wet meadow Prairie cord grass, 
switch grass, big 
bluestem, prairie dock

Varna silt 
loam

0.07 (0.17) PEM 13.36 12.5

L Chicago Marsh Prairie cord grass, 
cattail, Indian hemp, 
sawtooth sunflower, 
blue joint grass

Ashkum 
silty clay 
loam

0.47 (1.16) PEM 12.75 23.8

M Chicago Sedge 
meadow

Common tussock 
sedge, prairie cord 
grass, giant ragweed, 
sawtooth sunflower

Ashkum 
silty clay 
loam

0.21 (0.51) PEM 14.00 0.0

N Chicago Scrub-shrub Cattail, sandbar 
willow, sawtooth 
sunflower, common 
tussock sedge, redtop

Andres silt 
loam

0.41 (1.02) PEM 19.70 7.1 FQI>20

O Chicago Wet meadow Sandbar willow, giant 
ragweed, prairie cord 
grass, satin grass

Selma loam 0.64 (1.57) PEM/PSS* 15.98 18.4

P Rock 
Island

Wet meadow Prairie cord grass, 
common tussock 
sedge

Selma loam 0.37 (0.91) PEM 11.36 11.8

Q Rock 
Island

Forested Eastern cottonwood, 
prairie cord grass, 
common tussock 
sedge, green ash

Ashkum 
silty clay 
loam

0.27 (0.67) PEM/PFO 11.30 0.0

R Rock 
Island

Scrub-shrub Sandbar willow, green 
ash, sawtooth 
sunflower, common 
tussock sedge, false 
sunflower

Elliot silt 
loam

0.24 (0.59) PEM/PSS 8.44 0.0

S Rock 
Island

Wet meadow Common reed, 
sandbar willow, 
sedge, sawtooth 
sunflower

Ashkum 
silty clay 
loam

0.07 (0.17) PEM/PSS 14.53 0.0



Milepost Wetland
COE 
District

Plant 
Community

Dominant 
Vegetation Soil Type

NWI 
Classification1 FQI

Percent 
Adventive Functional Values

Size               
hect. (acres)

T Rock 
Island

Wet meadow Eastern cottonwood, 
cattail, common 
tussock sedge, prairie 
cord grass, switch 
grass

Ashkum 
silty clay 
loam

0.17 (0.43) PEM 13.82 5.6

U Rock 
Island

Scrub-shrub/ 
Forested

Common tussock 
sedge, sandbar willow

Ashkum 
silty clay 
loam

0.58 (1.44) PEM/PSS 17.55 16.4

W Rock 
Island

Wet meadow Prairie cord grass, 
heath aster, wild 
bergamot, tall 
goldenrod, New 
England aster

Selma loam 0.06 (0.14) PEM 7.23 25.0

X Rock 
Island

Sedge 
meadow

Common tussock 
sedge, Virginia wild 
rye, sawtooth 
sunflower, prairie 
Indian hemp

Selma loam 0.01 (0.02) PEM 11.26 7.7

Y Rock 
Island

Marsh Cattail, bittersweet 
nightshade, reed 
canary grass

Beecher silt 
loam

0.87 (2.16) PEM 14.30 14.0

Z Rock 
Island

Scrub-shrub Giant ragweed, 
sandbar willow, chufa

Milford silty 
clay loam

0.20 (0.49) PEM/PSS 11.77 7.1

AA Rock 
Island

Wet meadow Prairie cord grass, 
sawtooth sunflower, 
hairy white vervain, 
beggar's ticks, wild 
strawberry

Beecher silt 
loam

0.10 (0.24) PEM 9.38 25.8

BB Rock 
Island

Wet meadow Cattail, brown fox 
sedge, crested oval 
sedge

Beecher silt 
loam

0.03 (0.07) PEM 6.05 36.4

CC Rock 
Island

Marsh Sandbar willow, 
cattail, reed canary 
grass

Ashkum 
silty clay 
loam

0.12 (0.30) PEM/PSS 9.66 14.3

DD Rock 
Island

Scrub-shrub Sandbar willow, reed 
canary grass

Milford silty 
clay loam

0.63 (1.56) PEM/PSS 7.92 11.5



Milepost Wetland
COE 
District

Plant 
Community

Dominant 
Vegetation Soil Type

NWI 
Classification1 FQI

Percent 
Adventive Functional Values

Size               
hect. (acres)

EE Rock 
Island

Wet meadow Cattail, crested oval 
sedge, long-scaled 
nut sedge, switch 
grass

Beecher silt 
loam

0.02 (0.04) PEM 3.40 36.4

FF Rock 
Island

Scrub-shrub Eastern cottonwood, 
spike rush, sandbar 
willow, blue vervain

Beecher silt 
loam

0.75 (1.86) PEM 27.78 16.9 FQI>20

GG Rock 
Island

Marsh Cattail Beecher silt 
loam

2.33 (5.75) PEM* 25.50 21.0 FQI>20; Larger than 5 acres

HH Rock 
Island

Farmed 
wetland

Ashkum 
silty clay 
loam

0.16 (0.39) N/I

Unlabeled 
East Side 
Wetlands

5.37 (13.27)

55.00 A Rock 
Island

Wet meadow Giant ragweed, chufa, 
beggar's ticks

Rockton silt 
loam

0.02 (0.04) PEM 4.91 25.0

Norfolk Southern Alignment (Norfolk Southern - Kankakee to Dwight)
106.59 A Rock 

Island
Forested Silver maple, reed 

canary grass
Gilford fine 
sandy loam

15.54 (38.38) PFO* 6.26 16.7 Larger than 5 acres

B Rock 
Island

Farmed 
wetland

Gilford fine 
sandy loam

0.09 (0.21) N/I

113.00-
118.00

B Rock 
Island

Wet meadow Giant ragweed, reed 
canary grass

Sawmill 
silty clay 
loam

1.13 (2.80) PEM* 1.15 50.0

C Rock 
Island

Wet meadow Giant ragweed, reed 
canary grass

Gilford fine 
sandy loam

0.20 (0.50) PEM 4.49 0.0

D Rock 
Island

Wet meadow Prairie cord grass, 
giant ragweed, green 
foxtail

Reddick 
clay loam

0.21 (0.51) PEM 3.46 0.0

E Rock 
Island

Wet meadow Silver maple, giant 
ragweed

Gilford fine 
sandy loam

0.33 (0.82) PEM 2.89 40.0

F Rock 
Island

Wet meadow Eastern cottonwood, 
giant ragweed, reed 
canary grass

Gilford fine 
sandy loam

0.08 (0.20) PEM 4.50 20.0



Milepost Wetland
COE 
District

Plant 
Community

Dominant 
Vegetation Soil Type

NWI 
Classification1 FQI

Percent 
Adventive Functional Values

Size               
hect. (acres)

G Rock 
Island

Wet meadow Giant ragweed, reed 
canary grass

Sawmill 
silty clay 
loam

1.04 (2.57) PEM* 10.25 15.4

I Rock 
Island

Wet meadow Giant ragweed Reddick 
clay loam

1.98 (4.90) PEM ** **

J Rock 
Island

Wet meadow Prairie cord grass, 
sawtooth sunflower

Gilford fine 
sandy loam

0.24 (0.60) PEM 15.00 13.8

K Rock 
Island

Wet meadow Giant ragweed, prairie 
cord grass

Reddick 
clay loam

0.43 (1.06) PEM* 4.91 12.5

M Rock 
Island

Wet meadow Reed canary grass, 
prairie cord grass, 
sawtooth sunflower

Reddick 
clay loam

0.73 (1.80) PEM* 4.24 33.3

Q Rock 
Island

Wet meadow Prairie cord grass, 
sawtooth sunflower

Reddick 
clay loam

0.07 (0.17) PEM 15.00 13.8

R Rock 
Island

Wet meadow Prairie cord grass, 
sawtooth sunflower

Hoopeston 
fine sandy 
loam

0.03 (0.07) PEM 15.00 13.8

119.70 A Rock 
Island

Marsh Reed canary grass, 
sandbar willow

Reddick 
clay loam

0.35 (0.86) PEM ** **

73.10 A Rock 
Island

Wet meadow Boxelder maple, 
brome grass

Ashkum 
silty clay 
loam

0.98 (2.43) PEM* 9.67 23.1

B Rock 
Island

Wet meadow Boxelder maple, 
brome grass

Ashkum 
silty clay 
loam

0.19 (0.46) PEM 9.67 23.1

Total Size: 40.63 (100.35)
IC/UP Alignment South (Union Pacific - Dwight to St. Louis)

95.00 A Rock 
Island

Wet meadow Prairie cord grass, 
switch grass, grass-
leaved goldenrod

Westland 
clay loam

0.02 (0.06) PEM 14.45 9.5

96.40 A Rock 
Island

Farmed 
wetland

Peotone 
silty clay 
loam

0.13 (0.33) N/I



Milepost Wetland
COE 
District

Plant 
Community

Dominant 
Vegetation Soil Type

NWI 
Classification1 FQI

Percent 
Adventive Functional Values

Size               
hect. (acres)

100.30 A Rock 
Island

Wet meadow Prairie cord grass, 
three-seeded 
mercury, english 
plantain, pink 
milkwort, flowering 
wintergreen, pale 
dock, common 
groundsel, small bur 
reed, sedge

Ashkum 
silty clay 
loam

0.06 (0.14) PEM 3.13 37.5

B Rock 
Island

Wet meadow Prairie cord grass, 
giant ragweed, Queen 
Anne's lace, sawtooth

Ashkum 
silty clay 
loam

0.04 (0.09) PEM 3.13 16.7

106.30 A Rock 
Island

Marsh Cattail, tall beggar's 
ticks, prairie cord 
grass, northern rough 
avens, giant ragweed

Ashkum 
silty clay 
loam

0.02 (0.06) PEM 3.13 37.5

B Rock 
Island

Wet meadow Prairie cord grass, 
giant ragweed, tall 
beggar's ticks

Ashkum 
silty clay 
loam

0.01 (0.03) PEM 2.31 0.0

C Rock 
Island

Wet meadow Cattail, sawtooth 
sunflower, prairie cord 
grass, prairie dock, 
giant ragweed, tall 
beggar's ticks

Ashkum 
silty clay 
loam

0.02 (0.04) PEM 4.49 0.0

D Rock 
Island

Wet meadow Prairie cord grass, tall 
beggar's ticks, giant 
ragweed, pink 
milkwort

Chenoa silt 
loam

0.02 (0.06) PEM 2.00 0.0

134.90 A Rock 
Island

Marsh Common ironweed, 
reed canary grass, 
sawtooth sunflower, 
cattail, cup plant

Catlin silt 
loam

0.18 (0.44) PEM 6.96 23.1

B Rock 
Island

Marsh Cattail, tall beggar's 
ticks, barnyard grass, 
long-scaled nut 
sedge, pink milkwort

Tama silt 
loam

0.01 (0.02) PEM 1.06 20.0



Milepost Wetland
COE 
District

Plant 
Community

Dominant 
Vegetation Soil Type

NWI 
Classification1 FQI

Percent 
Adventive Functional Values

Size               
hect. (acres)

158.50-
168.40

A Rock 
Island

Marsh Duckweed, reed 
canary grass, three-
seeded mercury, false 
nettle

Sawmill silt 
loam

0.02 (0.04) PEM 3.46 40.0

B Rock 
Island

Scrub-shrub Giant ragweed, 
sandbar willow, water 
hemlock

Sable silty 
clay loam

0.06 (0.14) PSS 6.12 14.3

C Rock 
Island

Scrub-shrub Sedge, black willow, 
slender wedge grass

Sable silty 
clay loam

0.01 (0.03) PEM/PSS 8.95 0.0

204.55-
210.60

A St. Louis Marsh Cattail, sedge Virden silty 
clay

0.83 (2.06) PEM 8.52 11.8

B St. Louis Marsh/  
forested

Virden silty 
clay

6.93 (17.12) PEM* Larger than 5 acres

212.55-
218.65

A St. Louis Forested Eastern cottonwood, 
black willow, prairie 
cord grass

Virden silty 
clay

0.23 (0.57) PFO* 9.18 26.9

B St. Louis Marsh Cattail, cocklebur, 
prairie cord grass, 
long-scaled nut 
sedge, giant foxtail, 
sow thistle

Virden silty 
clay

0.39 (0.97) PEM* 4.04 25.0

C St. Louis Scrub-shrub Cocklebur, black 
willow

Virden silty 
clay

0.10 (0.24) PSS* **

D St. Louis Scrub-shrub Black willow, prairie 
cord grass

Virden silty 
clay

0.49 (1.22) PSS* 4.08 14.3

E St. Louis Dumps; 
mines

0.77 (1.89) PEM*

248.00 A St. Louis Marsh Cattail, long-scaled 
nut sedge, giant 
ragweed, tall 
goldenrod, garden 
sunflower, pink 
milkwort

Clinton silt 
loam

0.08 (0.19) PEM 4.00 25.0

B St. Louis Marsh Cattail, pink milkwort, 
pinkweed

Clinton silt 
loam

0.04 (0.10) PEM 4.00 18.2

Total Size: 10.46 (25.84)
Source: Planning Resources Inc., February 2000.

1 - Wetland classifications are based on Cowardin et. al. 1979.                        *Wetland location also noted on NWI  Maps
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Rock Island District Alignment
• 29 Wetlands
• 14.98 hectares (37.00 acres)
• Four wetlands with an FQI greater than 20.00

2.8.4 High Quality Wetlands

The following section discusses individual wetlands occurring within the proposed impact area that are of
exceptionally high quality or functional value.  All wetlands included here have one or more of the following
characteristics:

1) Total wetland area (including off-site sections) is greater than or equal to 2.0 hectares (5.0 acres);
2) The Floristic Quality Index is greater than or equal to 20;
3) Known or potential habitat for an State-listed Threatened or Endangered species has been noted by

the Illinois Department of Natural Resources; and
4) The wetland is listed as an Illinois Natural Areas Inventory site by the Illinois Department of Natural

Resources.

Wetland 54.00 D:

This wetland is a wet meadow community that is dominated by prairie cord grass (Spartina pectinata). It is
0.13 hectares (0.31 acres) in size.  The mapped soil type is Drummer silty clay loam, which is listed locally
and nationally as a hydric soil.  The NWI does not indicate the presence of a wetland at this location.  The
FQI of the wetland is 33.20, and the species composition is 1.8 percent adventive. This wetland has potential
habitat for the red-veined leaf hopper based on the presence of prairie dropseed (Sporobolis heterolepis)
(Glass, 1998). 

Wetland 54.00 J:

This wetland is a marsh community that is dominated by cattails (Typha spp.), prairie cord grass, and marsh
marigold (Caltha palustris).  It is 3.03 hectares (7.48 acres) in size. The mapped soil type is Ridgeville fine
sandy loam, which is not listed as a hydric soil but may contain hydric soil inclusions. The NWI does not
indicate the presence of a wetland in this location.  The FQI of the wetland is 32.91, and the species
composition is 14.3 percent adventive.  Wetland 54.00 J has potential habitat for the red-veined leaf hopper
based on the presence of prairie dropseed (Glass, 1998).

Wetland 54.00 K:

This wetland is a wet meadow community that is dominated by prairie cord grass.  It is 0.39 hectares (0.96
acres) in size.  The mapped soil type is Ridgeville fine sandy loam, which is not listed as a hydric soil but may
contain hydric soil inclusions.  The NWI does not indicate the presence of a wetland in this location.  The
FQI of the wetland is 33.20, and the species composition is 1.8 percent adventive. Wetland 54.00 K is a
known habitation site for the Eryngium stem borer (IDOT, 1999).
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Wetland 54.00 M:

This wetland is a wet meadow community that is dominated by prairie cord grass.  It is 0.01 hectares (0.03
acres) in size.  The mapped soil type is Ridgeville fine sandy loam, which is not listed as a hydric soil but may
contain hydric soil inclusions.  The NWI does not indicate the presence of a wetland in this location. The FQI
of the wetland is 33.20, and the species composition is 1.8 percent adventive.

Wetland 41.00 B:

This wetland is a scrub-shrub plant community that is dominated by sandbar willow (Salix interior, also
commonly known as S. exigua), prairie cord grass, Bebb’s oval sedge (Carex bebbii) and blue joint grass
(Calamagrostis canadensis).  It is 0.14 hectares (0.34 acres) in size.  The mapped soil type is Ashkum silty
clay loam, which is listed locally and nationally as a hydric soil.  The NWI indicates the presence of a
palustrine, emergent, temporarily flooded, farmed (PEMAf) wetland in this location. The FQI of the wetland
is 23.20, and the species composition is 7.3 percent adventive.

Wetland 41.00 H:

This wetland is a wet meadow community that is dominated by common mountain mint (Pycnanthemum
virginianum), prairie cord grass, redtop (Agrostis alba), and common beggar’s ticks (Bidens frondosa). It is
0.06 hectares (0.14 acres) in size.  The mapped soil type is Ashkum silty clay loam, which is listed locally and
nationally as a hydric soil.  The NWI does not indicate the presence of a wetland in this location.  The FQI of
the wetland is 28.71, and the species composition is 11.8 percent adventive.

Wetland 41.00 J:

This wetland is a wet meadow community that is dominated by prairie cord grass, sawtooth sunflower
(Helianthus grosseserratus), common tussock sedge (Carex stricta), three-seeded mercury (Acalypha
rhomboidea), slippery elm (Ulmus rubra) and common water horehound (Lycopus americanus).  It is 0.57
hectares (1.40 acres) in size.  The mapped soil type is Ashkum silty clay loam, which is listed locally and
nationally as a hydric soil.  The NWI does not indicate the presence of a wetland in this location.  The FQI of
this high quality wetland is 37.62, and the species composition is 8.4 percent adventive.

Wetland 41.00 N:

This wetland is a scrub-shrub community that is dominated by cattail, sandbar willow, sawtooth sunflower,
common tussock sedge, and redtop.  This wetland is 0.41 hectares (1.02 acres) in size.  The mapped soil
type is Andres silt loam, which is not listed locally or nationally as a hydric soil.  The NWI does not indicate
the presence of a wetland at this location.  The FQI of this wetland is 19.70, and the species composition is
7.1 percent adventive. 

Wetland 41.00 FF:

This is a scrub-shrub community that is dominated by eastern cottonwood (Populus deltoides), flat-stemmed
spike rush (Eleocharis compressa), sandbar willow and blue vervain (Verbena hastata).  It is 0.75 hectares
(1.86 acres) in size.  The mapped soil type is Beecher silt loam, which is not listed as a hydric soil but may
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contain hydric soil inclusions.  The NWI does not indicate the presence of a wetland in this location.  The
FQI of the wetland is 27.78, and the species composition is 16.9 percent adventive.

Wetland 41.00 GG:

This wetland is a marsh community that is dominated by narrow-leaved cattails (Typha angustifolia).  It is
2.33 hectares (5.75 acres) in size.  The mapped soil type is Beecher silt loam, which is not listed as a hydric
soil but may contain hydric soil inclusions.  The NWI indicates the presence of a palustrine, emergent,
seasonally flooded (PEMC) wetland in this location.  The FQI of the wetland is 25.5, and the species
composition is 21 percent adventive.

2.9 NATURAL RESOURCES

2.9.1 Upland Vegetation

The project area intersects five of the Illinois's fourteen natural divisions (Figure 2.9-1) (Schwegman, 1973). 
These divisions are based on geological character (i.e., bedrock, glacial history, topography, and soils) as well
as wildlife use and types of plants.  The Northeastern Morainal Division's rough topography and farmland
soils are derived from recent glacial activity.  Tracts of farmland dominate the Grand Prairie and the Western
Forest-Prairie Divisions.  Groves and forests and remnant tallgrass prairie communities are interspersed
among the agricultural land.  River bluffs, limestone cliffs, and rugged terrain occur in the Middle Mississippi
Border Division.  The Lower Mississippi River Bottomlands Division occurs on alluvium and is densely
forested except in areas cleared for urban sites and agriculture.

Within the various natural divisions traversed by the project area, there are seven general upland vegetation
communities.  These are forest, shrubland, hedgerow, grassland, forbland, agricultural land, and developed
land.  Vegetation communities were identified using aerial photography, literature from the Illinois Department
of Natural Resources and Illinois Natural Heritage Program, and field surveys.  Field investigations focused on
areas where new impact will occur.  Table 2.9-1 summarizes the magnitude of the general communities
within and adjacent to the project area.  A discussion of upland plant communities follows.  A discussion of
project area wetlands is included in Section 2.8.

Forest:

Forested areas are dominated by tree species and have canopy coverage of 80 percent or greater.  Prior to
settlement, approximately 5.6 million hectares (13.8 million acres) (39 percent) of Illinois was forested
(Iverson and Perry, 1985).  Currently, only 1.6 million hectares (4 million acres) (29 percent) of forested land
remains.  Two types of forest communities, upland and wetland, occur along the project area.  For more
information on forested wetlands see Section 2.8.

Trees found in upland forests vary based on the degree of soil moisture.  Dry-mesic soils typically support
bur oak, white oak, shingle oak, and hickories.  Typical understory shrub species include dogwood and black
haw.  Tree canopy closure is somewhat more open than in forests occurring on mesic soils.  Mesic soils
support relatively dense stands of sugar maple, basswood, red oak, white ash, slippery elm, and American
elm.  Typical shrub associates include highbush cranberry and red elder.
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Table 2.9-1
UPLAND VEGETATION COMMUNITIES IN THE PROJECT AREA

Vegetation Communities Est. Percent
Forest 3
Shrubland 6
Hedgerow 6
Grassland 15
Forbland 25
Agricultural Land 22
Developed Land 23
Source: Planning Resources Inc., August 1999.

Savannas are vegetation communities with a grass understory and a tree overstory canopy between 10 and 80
percent.  This community typically occurs as a transition area between grasslands and forest lands or as
"islands" in prairie or forest areas.  Often, areas of savanna are used as pastureland for livestock.  Bur oak and
white oak are the most characteristic tree species of savannas.  Other trees include post oak, shingle oak, and
black oak.  Understory species include little bluestem, Indiangrass, and porcupine grass, as well as non-native
forage grasses.

Shrubland:

Shrubland areas typically have an understory of forbland or non-native grassland, but there is at least 25
percent cover by shrubs and scattered trees.  This community is common in abandoned fields and pastures,
and in railroad rights-of-way.  Typical shrubs include multifora rose, black raspberry, buckthorn, black
cherry, hawthorn, and Virginia juniper.  Trees may include box elder maple, slippery elm, osage orange, and
honey locust.

Hedgerow:

The hedgerow cover type has a grass understory with scattered trees and shrubs in the overstory.  The
canopy density is often under 65 percent, and areas of hedgerow are not grazed.  Also, the hedgerows, as
their name implies, are generally linear and associated with fencelines and margins of rights-of-way. The
typical woody species include boxelder maple, green ash, locust, slippery elm, black haw, and silver maple. 

Grassland:

The two types of grasslands are native grassland or remnant prairie and non-native grassland.  The native
grassland or prairie community is dominated by grasses, with a tree canopy of less than 10 percent.  Prior to
settlement, prairies covered approximately 55 percent of Illinois or nearly eight million hectares (20 million
acres).  Currently, only 930 hectares (2,300 acres) (approximately 0.01 percent) of these grasslands remain
undisturbed (Schwegman, 1987).  Two types of remnant prairie exist in the project area: mesic and wet
prairie (See Section 2.9.2 Native Vegetation).
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Remnant prairies occur along railroad rights-of-way because many railroads were constructed prior to
cultivation of the pre-settlement landscape (White, 1978).  Prairie remnants have persisted due to frequent
mowing and burning of railroad rights-of-way to control woody vegetation growth. Occasionally, areas of
former farmland are being restored or created as prairie.  Dominant grasses of remnant and restored prairies
include big bluestem, Indiangrass, purplegrass, switchgrass, and Canada wildrye.  Other characteristic plants
include prairie dock, compass plant, cup plant, wild bergamot, mountain mint, New England aster, and rigid
goldenrod.  In the southern portion of the project area, tall dropseed becomes a component of this
community.  The natural quality of the right-of-way prairie areas varies, with most areas having somewhat to
very degraded quality.  Areas of fair to good quality prairie remnants are interspersed throughout the lower
quality areas.

Areas of non-prairie grassland typically occur near road rights-of-way and other locations where non-native
grasses have been planted.  Grasses found in this community include tall fescue, quackgrass, timothy, reed
canarygrass, and smooth brome.  South of Springfield, Johnsongrass and plains three-wan grass becomes
prevalent along the railroad right-of-way.  Non-prairie herbs include goldenrods, Queen Anne's Lace,
dandelion, and chicory.

Forbland: 

Forblands are vegetation communities that support disturbance-adapted broad-leaf plants and cool-season
grasses.  Shrubs may be present but are less than 25 percent of the overall ground cover. Common forbs
include old field and abandoned pasture species such as chickory, Queen Anne’s lace, goldenrod, ragweed,
sweetclover, and smooth brome.  Common shrubs include black raspberry and multiflora rose.  Disturbance-
tolerant prairie plants may persist, including wild bergamot, stiff goldenrod, gray coneflower, and big
bluestem.

Agricultural Land:

Row crop and pasture are the two types of agricultural land.  Row crop communities are comprised of
agricultural crops and volunteer weedy species typical to cultivated fields.  This is the dominant community
adjacent to the project area, particularly within the central part of the state.  The primary row crops are corn
and soybeans; occasionally crops consist of pumpkins, wheat, oats, or orchards. This community also
includes forage crops such as alfalfa.  During some years, fields may not be cropped.  They remain covered
with the residue of the previous years' crop, which is augmented with volunteer vegetation (i.e., weeds).  The
boundaries of row crop fields often have tree-lined fence rows (i.e., hedgerow community type), grassland,
or forested drainageways and streams.

The pasture cover type is limited along the project area.  It occurs in areas used by livestock.  These areas are
typically fenced and may contain small buildings that are used to shelter animals or store material.  This
community is located in areas unsuited for row crop production or adjacent to farm houses.  Pasture areas
often have a grass/herb understory and a sparse shrub or tree overstory.  The grass understory is often
comprised of planted grasses such as fescue, smooth brome, or timothy. Trees include oak, sycamore,
hickory, and elm.  Most pastures have been affected by moderate grazing pressure but have a relatively stable
groundcover.

Developed Land:
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This urban vegetation community occurs on land that has been landscaped or developed and supports
structures such as residences (including farms and ancillary buildings), commercial buildings, roadways, and
cemeteries.  Native and ornamental species dominate the landscape.  Common tree species include large oaks,
hickories, and various pines.  Groundcover varies but is primarily turf grass such as Kentucky bluegrass that
is accented with ornamental flowers and shrubs.  Lawn weeds such as clover and dandelion are common. 
Grassed areas are mowed, and planted trees, shrubs, and flowering plants are pruned and maintained.

2.9.2 Native Vegetation

Field surveys of native vegetation were conducted in all areas of the project area where construction is
proposed.  Within those zones an area the length of the specified activity and 30 meters (100 feet) out from
the center track line was surveyed.  In those areas designated for service roads, the project area extended to
at least 15 meters (50 feet) beyond the edge of the right-of-way.  Where new stations or grade separations are
proposed, the project area included the full footprint of the facility.  All of these potential construction areas
within the high-speed rail project area were surveyed and evaluated for the presence of prairie vegetation. The
protocol established by White (1978) was used to assess the prairie sites grades A through E.  A more detailed
discussion of methodology and the results of the native vegetation surveys including species inventory lists
and presented in the Native Vegetation Report prepared for this project.  The locations of native prairies with
grades C+ or higher are illustrated in Figures 2.9-2A through 2.9-2C.

Each prairie with a grade of C+ or higher was evaluated utilizing the Floristic Quality Assessment
methodology presented in Swink & Wilhelm (1994). The FQI provides a qualitative way to assess the general
floristic quality of an area/site (Swink & Wilhelm, 1994).  If an area or site has an FQI of greater than 35,
then it is likely that the area possesses sufficient conservatism and richness to be of profound importance
from a regional perspective (Swink & Wilhelm, 1994).

A total of 85 prairies were identified within the areas surveyed, 32 were prairies grade C+ or higher and 48
were either grade C or C-.  Most of the native prairie remnants were linear, growing along the railroad right-
of-way.  Overall, there were two grade A prairies, three grade B+, 13 grade B, six grade B- and eight grade
C+.  Of the C+ or higher prairies, 12 had FQI’s of greater than 30.00. Specifically, six prairies had an FQI
between 30.00 to 34.99; four between 35.00 to 39.99, and two had an FQI of greater than or equal to 40.00.
Twenty-nine of the 32 prairies of grade C+ and above were located north and/or east of Dwight
(approximately MP 72.85).  Eleven of the twelve high quality prairies (FQI’s greater than 30.00) also occur to
the north and/or east of Dwight.  South of Dwight, from MP 72.85 to MP 283.70, three native prairie
remnants were identified in the project area along the existing railroad tracks.  Two of these prairies are grade
C+. Despite their relatively low quality, the lack of native prairie remnants in southern Illinois makes these
prairies more significant than some C+ prairies in northern Illinois.  The general distribution of prairies by
alignment is as follows:



30

80

6

57

1
1755

45

52

1

45
52

1

45

57

17

52

290

90

94

90
94

57

80
94

29 4
55

45

80

6

355

47

34

52

47

30

88

30

94

88

SUMMIT

TINLEY
PARK

BLUE
ISLAND

N O RT H

NOT TO SC ALE

C O O K

W I L L

D U P A G E
K A N E

K E N D A L L

K A N K A K E E

L I V I N G S T O N

G R U N D Y

I R O Q U O I S

F O R D

I l l i n o i s R i v e r

L a k e
M i c h i g a n

C h i c a g o R i v e r

K a n k a k e e
R i v e r

1

K E Y M A P

DWIGHT

LEMONT

LOCKPORT

UNIVERSITY
PARK

NEW
LENOXJOLIET

KANKAKEE

CHICAGO

PEOTONEWILMINGTON

MP 113.00 - MP 118.00
(5 native prairie remnants)

FIGURE 2.9-2A
CHICAGO-ST. LOUIS HIGH-SPEED RAIL PROJECT

NATIVE PRAIRIE LOCATIONS (Grade C+ or Higher)
(Chicago to Pontiac)

MP 54.00
(1 native prairie

remnant)

MP 104.90
(1 native prairie

remnant)

MP 66.60
(1 native prairie

remnant) MP 108.20
(1 native prairie

remnant)

MP 41.00 - MP 55.00
(20 native prairie remnants)



122

54

29

29

10

54

10

48

10

54

9

9

29

9

6

26 116

29

251

121

125

74

136

155

155

24

51

150

150

150

24

39

74

150

136

55

24

L O O P
55

74

15 0

55

72

51

51

72

51

7236

55

36

55

L O O P
55

4

74

9

55

K E Y M A P

N O R TH

NOT TO SCALE

M C L E A N

W O O D W A R D
P E O R I A L I V I N G S T O N

T A Z E W E L L

M A S O N

M E N A R D

L O G A N

D E W I T T

S A N G A M O N

C H R I S T I A N

M A C O N

P L A T T

BLOOMINGTON

SPRINGFIELD

LINCOLN

PONTIAC

FIGURE 2.9-2B
CHICAGO-ST. LOUIS HIGH-SPEED RAIL PROJECT

NATIVE PRAIRIE LOCATIONS (Grade C+ or Higher)
(Pontiac to Springfield)

MP 158.50 - MP 168.40
(2 native prairie remnants)



4

16

104

40

55

104

111

108

108

67

16

55

270

64
64

55

5544

270

70

55
70

270

67

267

1 00

159

140

4

140

111

3

127

3 6

255

255

50

40

70

4

48

K E Y M A P

N O R TH

NOT TO SCALE

M O R G A NS C O T T

S A N G A M O N

C H R I S T I A N

M A C O U P I N

M O N T G O M E R Y

G R E E N E

B O N D

S T . C L A I R

J E R S E Y

ST. LOUIS

ALTON

CARLINVILLE

M A D I S O N

FIGURE 2.9-2C
CHICAGO-ST. LOUIS HIGH-SPEED RAIL PROJECT

NATIVE PRAIRIE LOCATIONS (Grade C+ or Higher)
(Springfield to St. Louis)

MP 204.55 - MP 218.65
(1 native prairie remnant)



Chicago - St. Louis High-Speed Rail Project Affected Environment
Draft Environmental Impact Statement 2-98

IC/UP Alignment
• Fourteen total native prairie remnants
• 3.33 hectares (8.22 acres)
• Five native prairie remnants with a grade of C+ or higher totaling 2.03 hectares (5.01 acres)
• Two prairies with an FQI between 30.00 and 34.99
• One prairie with an FQI greater than 35.00

 
Norfolk Southern Alignment

• 80 total native prairie remnants
• 25.03 hectares (61.82 acres)
• 30 native prairie remnants with a grade of C+ or higher totaling 14.94 hectares (36.91 acres)
• Four prairies with an FQI between 30.00 and 34.99
• Six prairies with an FQI greater than 35.00

Rock Island District Alignment
• Fourteen total native prairie remnants
• 3.33 hectares (8.22 acres)
• Five native prairie remnants with a grade of C+ or higher totaling 2.03 hectares (5.01 acres)
• Two prairies with an FQI between 30.00 and 34.99
• One prairie with an FQI greater than 35.00

 
Table 2.9-2 summarizes existing high quality native vegetation by alignment.

Table 2.9-2
EXISTING NATIVE VEGETATION BY ALIGNMENT

GRADE C+ AND ABOVE

NATIVE VEGETATION
Hectares (acres)

ALIGNMENT A B+ B B- C+ TOTAL

IC/UP 0 (0) 0 (0) 1.46 (3.60) 0 (0) 0.57 (1.41) 2.03 (5.01)

Norfolk Southern 1.11 (2.75) 1.00 (2.47) 6.36 (15.71) 3.83 (9.46) 2.64 (6.52) 14.94 (36.91)

Rock Island 0 (0) 0 (0) 1.46 (3.60) 0 (0) 0.57 (1.41) 2.03 (5.01)

Source: Planning Resources Inc., August 1999.
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2.9.3 Terrestrial Wildlife

Railroad rights-of-way and their associated vegetative cover provide habitat for many wildlife species. The
linear characteristic of a rail line offers not only localized habitat value but also important continuity of open
space, linking diverse habitat features.  This linkage can be important, especially where the right-of-way
passes through predominantly agricultural or urban areas that otherwise offer limited habitat value and
diversity. Railroad rights-of-way offer denning sites for small mammals, nesting and roosting structure for
song birds and raptors, and can provide seclusion and ground cover for various species of reptiles and
amphibians.  Due to the early establishment of railroads, relatively undisturbed portions of the right-of-way
hold some of the only remaining vestiges of Illinois prairie, along with the invertebrate and vertebrate species
characteristic of this once-common plant community.

The evaluation of wildlife is based on a survey of habitat availability, wildlife species distribution, habitat
preferences, as well as direct and indirect field observations.  A field reconnaissance was conducted within
the project area, focusing on areas of potential project impact and characterizing typical habitats.  Habitat
availability was then compared with published records for species distribution as well as field observations.  A
total of nine habitats were evaluated.

Habitat utilization varies by species and depends on each animal's biological requirements.  Such requirements
also vary by sex, age and season, etc.  General habitat uses include shelter/cover, breeding, denning and
nesting areas and feeding areas.  The relative success of a given wildlife population depends in part on the
specific combination or interspersion of habitat types available. Other features such as geographic and
climatic condition as well as interspecific competition help determine the likely abundance of a given species
within a given area. 

Due to the extensive length of the project, many animals cited in this section occur only in a portion of the
project area.  The eastern mole is found in well drained soils in more central Illinois.  The meadow vole, least
weasel and western smooth snake occur in grasslands of the northern half of the state.  The plains pocket
gopher is found in sandy soils bordering the southeast edge of the Illinois and Kankakee rivers.  The eastern
box turtle, rough green snake and prairie king snake are generally limited in range to the southern half of the
state.  Wildlife species potentially found in the project area and their principal habitats are listed in Appendix A-
1.

Upland Forest:

Upland forest lies in scattered sites in the project area, most frequently associated with stream crossings or
planted windbreaks near farmhouses.  Upland forest accounts for approximately three percent of the cover in
the project area.  Wildlife species numbers generally increase with the height and complexity of habitats as
well as with interspersion of habitat types.  For this reason, forested areas (with their understory, shrub and
groundcover layers) and savannas (with their high proportion of "edge") frequently support numerous wildlife
species (Ghiselin, 1977).  Oak-maple-elm woods provide dens and nests for many wildlife and a food source
for squirrels and other mast-eating species.  Within the tree canopy of upland forests are the black-capped
chickadee, red-eyed vireo, Coopers hawk, yellow-shafted flicker and tree sparrow.  Tree boles provide
denning and/or foraging sites for the fox squirrel, brown creeper, screech owl, great-horned owl, black-
capped chickadee and southern flying squirrel. Species found in the shrubby understory layer include the
cardinal and mourning dove.  The white-tailed deer, ring-necked pheasant and cottontail rabbit use the brushy
edges between forestland and cropland for food and cover.  The opossum and other mast-eating species
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forage on acorns, roots, berries and seeds associated with the groundcover vegetation.  The forest floor is
ideal habitat for subterranean and ground-dwelling reptiles and amphibians because of the ample shelter and
food. Salamanders, frog and toads live under the leaves, logs and rocks.  They and various mice and shrews
are hunted by snakes, which are in turn preyed upon by raccoons, owls, hawks and foxes.

Large, undisturbed tracts of woods provide seclusion and habitat required by some species.  "Interior" species
include wild turkey, yellow-throated vireo, ovenbird, hooded warblers and American redstart (Herkert et al.,
1993).  Fragmented forest areas have greater sunlight penetration associated with their high proportion of
"edge."  This results in an increased shrub component relative to the wooded arboreal layer.  The combination
of tree, shrub and understory strata, as well as the proximity to other habitats such as meadows, abandoned
field, or croplands benefits a variety of wildlife.  The diversity of cover and food sources support game
species such as white-tailed deer and ring-necked pheasant. Species such as downy woodpecker, red-bellied
woodpecker, blue jay, eastern wood-pewee, brown-headed cowbird, common grackle, northern oriole, rose-
breasted grosbeak, northern cardinal, gray catbird, American robin, black-capped chickadee and house wren
also inhabit areas of highly fragmented forest lands.  Forested areas with intermediate-level fragmentation
provide habitat conducive to the scarlet and summer tanagers, red-eyed vireo, hairy woodpecker, tufted
titmouse, blue-gray gnatcatcher and wood thrush.

Savanna is relatively rare in the project area.  Once common in the Illinois landscape, this habitat supports a
fauna with representatives from both open forest and native grassland.  Mature oaks within the savanna can
provide roosting and nesting sites for red-tail hawks and nesting and feeding structure for eastern fox
squirrels.  The red-headed woodpecker, black-capped chickadee and the white-breasted nuthatch also feed
among mature trees of the savanna.  Species such as the savannah sparrow, least shrew, meadow vole and
the deer mouse are characteristic of the ground layer.

Shrubland:

Shrubland accounts for approximately six percent of the upland vegetation within the overall project area. 
While generally linear in form and following the railroad right-of-way, shrub habitat may be found in masses
covering larger, but more irregular and discontinuous areas than hedgerow habitat. Shrub habitat supports
many of the same species of small mammals, reptiles and amphibians.  This cover type is especially valuable
for avian species, providing an abundant food source for seeds and berries, as well as protected nesting sites.
Typical species include: song sparrow, mourning dove, common yellow-throat, goldfinch and cowbird.

Hedgerow:

This habitat type accounts for approximately six percent of the upland cover.  Hedgerow habitat is
characteristically linear, comprised of early successive trees and shrubs with a high proportion of edge
relative to interior.  The various stages of natural growth offer diverse vegetal cover and structure for wildlife.
 Abundant seed crops produced by grasses and weedy herbs provide a ready food source for rodents and
insects.  Additionally, the non-mowed and ungrazed character of the herbaceous understory provides nest
material for rodents and cover for various terrestrial wildlife.  Small mammals such as woodchucks, skunk,
raccoon and opossum may find this cover suitable for denning sites and burrows. The tree boles and canopy
provide nesting sites for fox squirrel.  Grasses and forbs offer cover for white-footed mice, short-tailed
shrews and cottontail rabbit.  Predominant species such as the red fox may use the hedgerow habitat as a
cover.  Birds such as American goldfinch, black capped chickadee, tufted titmouse, gray cowbird and the
brown-headed cowbird may nest in this cover type.
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Grassland:

This cover type represents approximately 15 percent of the upland cover types. Remnant prairie habitat
occurs in many locations along the existing rail right-of-way.  Species utilization is similar to that of non-
native grassland habitat.  Species considered characteristic of prairie habitats include horned lark, bobolink,
meadowlarks, sparrows (e.g., vesper, savannah and grasshopper), dickcissel and sedge wren (Herkert et al.,
1993).

Despite the lack of shrub and tree overstory, non-native grasslands (e.g., grassed railroad embankments and
pastures) support a diverse array of wildlife associated with the terrestrial surface and subsurface. Grassland
wildlife species have habitat preferences based on vegetation height and composition, soil moisture, grazing
intensity, fire frequency (Herkert et al., 1993) and degree of habitat fragmentation. Killdeer prefer very short,
sparse grass where fire frequency is high and soil moisture is relatively low. The dickcissel, red-winged
blackbird and sedge wren prefer areas having high vegetation and soil moisture, low fire frequency and low
grazing intensity.  The bobwhite and field sparrow prefer sparse shrub cover and a high (50:50) herb:grass
ratio.  Areas of fragmented grasslands support cottontail rabbits, northern bobwhite, red-winged blackbird,
American goldfinch, vesper sparrow, field sparrow, song sparrow, dickcissel and common yellowthroat
(Herkert et al., 1993).  Such locations will not support bobolink or savannah sparrow.  Grassland habitats
with an intermediate degree of fragmentation support eastern and western meadowlarks, grasshopper
sparrows and sedge wrens.

When a tree canopy is present within pasture areas, species found within such habitat include bats (e.g., little
brown bat, silver-haired bat, eastern long-eared bat, hoary bat), perching birds (e.g., red-headed woodpecker,
blue jay, crow) and raptors such as the great-horned owl, screech owl and red-tailed hawk.  Tree boles
provide favored habitats for these raptors and for woodpeckers.

Areas of wet prairie offer habitat similar in structure to upland grassland sites.  In addition to the upland
species, representative inhabitants of this cover type include the red-winged blackbird and swamp sparrow in
areas providing a shrub layer.  Wildlife occupying the ground surface include mink, least weasel, bull frog,
American toad, meadow vole, leopard frog, American bittern and lesser yellowlegs.

Forbland:

Forbland accounts for approximately 25 percent of the upland vegetation within the overall project area. Small
mammals such as the short-tailed shrew, prairie vole and deer mouse utilize this cover type. Where
groundcover is sufficient the vesper sparrow, bob white, grasshopper sparrow and ring-necked pheasant may
be found here also.  This habitat is among the most abundant yet easily replaced within the project area.

Agricultural Land:

This cover type represents 22 percent of the upland cover. Grass cover in meadows and pastures adjacent to
the right-of-way is typically mowed or grazed.  Avian species using this habitat include the American robin,
bobwhite, ring-necked pheasant, killdeer, common grackle, mourning doves, song sparrow and eastern
meadowlark.  Rodents such as the thirteen-lined ground squirrel, house mouse and meadow vole share the
terrestrial surface with a variety of mammals (e.g., opossum, cottontail rabbit, red fox, striped skunk, white-
tailed deer).  Grasslands make good habitat for drought-tolerant snakes, which hunt the abundant rodents and
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insects and bird eggs found near ground level.  The eastern plains garter snake, midland brown snake,
western fox snake, American toad and tiger salamander are representative reptiles and amphibians.

Cropland is the most common habitat type adjacent to the project right-of-way between the urban areas of
Chicago, Bloomington/Normal, Springfield and St. Louis.  Row crop cover is not highly productive for
wildlife because of its lack of diversity, but waste grain can provide food source for many disturbance-
tolerant wildlife species.  Species closely associated with areas of active agriculture include the ring-necked
pheasant, cottontail rabbit, bobwhite, killdeer, eastern meadowlark and red fox.

Developed Land:

Developed land accounts for approximately 23 percent of the upland cover in the project area. In urban areas,
wildlife habitats are considerably altered from the natural state.  Herbaceous vegetation is mowed, shrubs and
trees are pruned and spaced and weeds (which provide an abundant seed food source) are eliminated. 
Nevertheless, disturbance-tolerant wildlife species have adapted to urban areas for their habitat needs.  Skunks
burrow beneath garage foundations or porches; bats nest in attics or garages; raccoons forage in garbage
cans.  The fox squirrel, cottontail rabbit, house mouse and little brown bat are also human-tolerant wildlife. 
Birds residing in urban areas include starlings, crows, American robin, mourning dove, blackbirds, cardinals,
song sparrows and occasionally a great-horned owl.  The Canada goose has become quite habituated to
human presence in urban areas, whereas the red-tailed hawk is only semi-tolerant of human influence.  It can
be observed hunting/soaring over semi-urban areas but avoids human proximity when nesting.

Bottomland Forest:

A profusion of wildlife occurs in wetland areas due to their valuable combination of open water, natural cover
and food availability.  Many wetland species are similar to species in upland community types.  This cover
type occurs along project area streams and accounts for less than five percent of the vegetation.  Raccoons
den in lowland forest trees and graze on available fruit, nuts, insects, birds and frogs.  Mink inhabit the
wooded shorelines and brushy areas near water and prey on a diet similar to that of raccoons.  Wooded
wetlands provide habitat for the wood duck, which inhabits cavities of trees. The wood duck shares the
forested canopy and tree boles with the gray squirrel, belted kingfisher, tree swallow, wood thrush, barn owl
and Coopers hawk.  Beaver prefer younger bottomland forested stands in the early stages of succession as a
source of food and material for constructing their lodges.  Species found within the scrub-shrub layer include
spring peepers, downy woodpecker, yellow warbler, red-winged blackbird, cardinal, song sparrow and house
wren.  Typical terrestrial species include the cottontail rabbit, least weasel, long-tailed weasel, opossum,
skunk, woodchuck and white-tailed deer. The forested subsurface provides habitat for the masked shrew and
other rodents.

Aquatic Bed/Emergent:

Mammals utilizing aquatic bed/emergent wetland areas include beaver, muskrat and mink.  Avian species
include numerous birds and various reptiles and amphibians.  Representative species include killdeer, common
snipe, various rails, bitterns, northern harrier, meadow humping mouse, long-billed marsh wren, western
chorus frog, swamp sparrow, bull frog and numerous species of waterfowl (e.g., blue-winged teal, coot,
mallard, merganser, wood duck and lesser scaup).

2.9.4 Threatened and Endangered Species
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The Federal Endangered Species Act (ESA) of 1973, as amended, was passed in an attempt to control the
loss of at-risk birds, mammals, reptiles, mussels, fish, amphibians, invertebrates, and plants. Section 7 of the
ESA requires that projects being authorized, funded, or carried out by federal agencies demonstrate that the
action will not jeopardize the continued existence of any listed species or modify their critical habitat. If
federally listed species are known to exist on a proposed site, the lead federal agency must initiate Section 7
consultation with the U.S. Fish and Wildlife Service to assure that the species and/or critical habitat will not be
adversely affected by the project.

The Illinois Endangered Species Protection Act (IESPA) of 1972 (as amended) is similar to the ESA but is
implemented at the state level.  The state act protects State-listed animals and plants from unauthorized
actions and requires agencies of the State and local governments to enter into a consultation process through
the Illinois Department of Natural Resources to evaluate whether actions authorized, funded or implemented
by these entities are likely to jeopardize the continued existence of state-protected species or are likely to result
in the destruction or adverse modification of designated essential habitat of the such species.

2.9.4.1 Methodology

Field studies for threatened and endangered plants and animals were conducted in the fall of 1997 and the
spring and summer of 1998. Through early coordination with the Illinois Department of Natural Resources, a
list was developed that included federal and state threatened and endangered species potentially occurring in
the project area.  This list was based on a review of the Natural Heritage Data Base (IDNR, 1996a), as well as
recommendations of the individual Natural Heritage Biologists most familiar with each section of the project
area.  Cover-type mapping was prepared for all areas within the project area through aerial photo
interpretation.  This information was then field verified during the fall of 1997. Plant surveys were timed to
coincide with the optimal identification period for each species, typically the time of flowering.

Field surveys were conducted in all areas of the project area where construction is proposed. Although all
areas were surveyed, special emphasis was placed on locations identified by the IDNR and where appropriate
habitats were determined during the fall field studies. The project area for protected plants encompassed an
area extending from the edge of track to 30 meters (100 feet) on either side. In those areas designated for
service roads, the project area extended to at least 15 meters (50 feet) beyond the edge of right-of-way. 
Where new stations or grade separations are proposed, the project area included the full footprint of the
facility.  Field studies for animal species focused on all appropriate habitats within and adjacent to the
proposed construction zones.  Avian surveys were conducted for all species identified by the IDNR as
potentially occurring in the project area. Available habitats were determined based on field verified cover-type
mapping.

In addition to overall plant and animal surveys within the project area, three special studies were undertaken
for threatened or endangered fauna known to have a high probability of occurring within the project area. 
During the spring and summer of 1998, field studies were undertaken for the Eryngium stem borer
(Papaipema eryngii), the Illinois chorus frog (Pseudacris streckeri illinoensis), and the Hine’s emerald
dragonfly (Somatochlora hineana).

Tables 2.9-3 and 2.9-4 list the protected plant and animal species identified by the IDNR as potentially
occurring within the project area and characterize the habitat requirements of each species. Figures 2.9-3A
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through 2.9-3C illustrate the location of species with potential involvement.  A full discussion of threatened
and endangered species is provided in the March 1999 Technical Report prepared for this project.

2.9.5 Natural Areas

Much of the vegetation within the project area is not high quality.  However, there are 22 Illinois Natural Area
Inventory sites and 7 nature preserves within 1.6 kilometers (one mile) of the project area (Table 2.9-5).  The
INAI sites are ecologically sensitive and require consultation under the Illinois Endangered Species Protection
Act.  Eight of the INAI sites are managed.  There are two additional managed sites (the Stubblefield Woodlots
Nature Preserve and the Illinois and Michigan Canal National Heritage Landmark) that are not listed as INAI
sites.  Nature preserves are protected under the Illinois Natural Preserves System Act of 1963.  The act
stipulates that nature preserves be maintained as much as possible in the natural condition and be used in a
manner consistent with their continued preservation. Types of areas typically included in nature preserves are
forests, prairies, savanna, wetland communities as well as habitats for threatened and endangered species
(Witter, 1987).

Geological natural areas contain outstanding exposures of various geological formations and/or fauna (e.g.,
trilobites or crinoids).  Vegetative natural areas contain sensitive species (see Section 2.9.2) and/or unique
associations of plants.  Such associations include various types of sand prairie (e.g., wet, wet-mesic, mesic,
dry-mesic, and dry), prairie (e.g., wet, wet-mesic, mesic, and dry-mesic), floodplain forest (e.g., wet-mesic,
mesic), upland forest (e.g., mesic and dry-mesic), marsh, and seep.

2.10 FLOODPLAINS

The Federal Emergency Management Agency (FEMA) has mapped areas that would be affected by flooding
for most major waterways along the project area.  Flooding in the Greater Chicago Area primarily occurs in
response to spring snowmelt and to heavy precipitation events.  The rapid rise in the water level inundates the
flat, low-lying areas near the river valley for extended periods.  Besides the flat topography, flooding problems
are exacerbated by urban development, which has increased surface water runoff; channel construction such
as bridges that "back-up" flood waters; and the reduction in the natural floodway due to construction of
levees and channelization, particularly where no compensatory flood storage construction has occurred.

National Flood Insurance Program Maps from FEMA were used to identify and calculate the length of the
100-year floodplains crossed by the HSR alternative alignments.   All of the floodplain crossings identified in
the project area are shown on Figures 2.10-1A through 2.10-1C.  Section 5.10 discusses the potential for
floodplain impacts in the areas where construction is planned.



Table 2.9-3
THREATENED AND ENDANGERED PLANT SPECIES
POTENTIALLY OCCURRING IN THE PROJECT AREA

Species Common Name Habitat Status County
Potential for
Occurrence

Petalostemum
foliosum (Dalea
foliosa)

Leafy prairie clover Mesic dolomitic remnants prairie (Cook, Will,
Kankakee, and northeast Grundy); presently it is
known from four locations along a few miles of the
Des Plaines River.  Re-discovered in prairie
habitat near Lockport in Will County, where the
plants grow on shallow soil prairies where
dolomitic bedrock is near the surface; since then
it has been noted at a few additional dolomite
prairies along the Des Plaines River.

Federal-E
State-E

Cook, Kankakee,
Will

This species is presently
known only from four locations
along the Des Plaines River
corridor in Will County.
Potential habitat occurs
between MP 41.00 and 55.00
along the IC mainline and also
sporadically in a wet prairie
area near MP 29.70 along the
IC Joliet line.  Field surveys
within the railroad rights-of-
way, including these sections,
did not find this species.

Boltonia decurrens Decurrent false
aster

Disturbed alluvial soils. Federal-T
State-T

Madison,
St. Clair

This species may occur in
wetlands associated with the
Mississippi River floodplain at
the extreme southern end of
corridor.

Platanthera
leucophaea

Prairie white fringed
orchid

Mesic to wet prairies. Federal-T
State-E

Northeastern
Illinois

Has potential for occurring in
wet to mesic prairie habitats in
north central Illinois.  However,
three season surveys of prairie
habitats did not find this
species.

Astragalus
crassicarpus var.
trichocalyx

Large ground plum Dry rocky prairies, glades, gravel prairies, open
woods, and blufftops.  Prairies and plains.

State-E Jersey,
Macoupin,
Madison

Although potential habitat
exists within the HSR corridor,
this species is extremely rare
and was not recorded in field
surveys within the railroad
right-of-way.



Species Common Name Habitat Status County
Potential for
Occurrence

Calopogon tuberosus Grass pink orchid Prairies, bogs, and fens. In the Chicago region
the most frequent habitat is in bogs, marly fens,
and peaty meadows; restricted to northeast
counties. Also grows in mesic and wet-mesic
sand prairie.

State-E Cook, Grundy,
Kankakee,
Macoupin, Will

The grass pink orchid
historically has been found in
five counties along the project
corridor but was not found in
early summer surveys of
project area wetlands.

Camassia angusta Wild hyacinth Prairies and moist open woods.  Prairies and
woodlands.

State-E Logan,
Sangamon

Potential habitat exists along
the UP right-of-way, but this
species was not noted in three
season field surveys.  This
species is very rare and may
be extinct in Illinois.

Carex viridula Little green sedge Dune swales, marl flats, disturbed calcareous
sites.

State-E Cook During investigation the study
team identified the state
endangered little green sedge
along the right-of-way of the IC
mainline at approximately MP
45.55 in Kankakee County.

Erythronium
mesochoreum

Prairie trout-lily Mesic prairies in the Western Forest-Prairie
Natural Division (Jersey, Macoupin). Common in
dry to mesic prairies and occasional in open,
sunny woodlands; found in the southern tallgrass
region from eastern Nebraska east into Illinois.

State-E Macoupin The prairie trout-lily is known
from Macoupin County and
has previously been found in
railroad rights-of-way,
cemeteries and pastures.
Spring plant surveys in the
corridor failed to find this
species.

Isoetes butleri Quillwort Seasonably wet spots in thin soil over limestone
and dolomite bedrock in dolomite prairie.

State-E Cook, Will It has been reported in Cook
and Will Counties and was
found in 1991 in the Des
Plaines Conservation Area.
June surveys of the railroad
right-of-way in suitable habitat
areas failed to find this
species.



Species Common Name Habitat Status County
Potential for
Occurrence

Orobanche
ludoviciana

Broomrape Reaches eastern range limit in Illinois, where it
occupies blowouts in dry sand prairies and on
alluvial floodplains along rivers. This species is
parasitic on the roots of various members of the
Asteraceae.

State-E Logan Although it was not found in
late summer surveys, it has
potential habitat within the
project corridor especially in
central Illinois sections of the
UP alignment where giant
ragweed is abundant.

Polygala incarnata Pink milkwort Known from sand prairies, hill prairies, and
barrens in scattered localities throughout Illinois.
Last time this species was seen in project area
was near Godley in Will County in 1989.
Collected in Kenosha County at the Chiwaukee
Prairie in 1966.  Latest Kankakee County
collection in 1939, six miles west of Kankakee in
original prairie.  Dry soil, upland woods, barrens
and prairies.

State-E Cook, Kankakee,
Will

This species has the potential
for occurring within the project
area.  However, summer
surveys including prairie
remnants between MP 54.00
and 57.00 south of Godley did
not find this species.

Silene regia Royal catchfly Dry-mesic barrens and prairies.  In Illinois it is
known from both the Wabash and Lower
Mississippi River drainages. Open woodlands and
roadsides.

State-E Cook, Macoupin,
Madison, Will

The royal catchfly (Silene
regia) is known from dry mesic
barrens and prairies in the
Wabash and Lower
Mississippi River drainages.
Summer surveys did not
record this rare species in the
railroad right-of-way.

Sisyrinchium
atlanticum

Eastern blue-eyed
grass

Reaches its northwest range limit in mesic prairie
habitat in Illinois; found in Macoupin County
railroad prairie in 1971; known to occur in Iroquois
County and DuPage County.  Greatest
concentration of this species is in the Kankakee
River valley in Indiana.  Has been found in a sand
barren in Starke County. Fields, meadows, open
woods.

State-E Kankakee,
Macoupin

A summer survey of suitable
prairie habitats within the
project corridor did not find this
species.



Species Common Name Habitat Status County
Potential for
Occurrence

Tradescantia
bracteata

Prairie spiderwort Dry-mesic silt and sand prairies in western
Illinois, often in disturbed habitats; known from
seven localities in Illinois; several are along
railroad right-of-way.

State-E Logan, Jersey,
Madison

Spring and summer surveys of
the project corridor did not find
this species, however habitat
is present.

Arenaria patula Slender sandwort Dolomite prairies (Cook, Will, Kankakee, and
northeast Grundy) along the Des Plaines, Fox,
and Illinois Rivers.  Rocky soils, barrens, and
meadows.

State-T Cook, Grundy,
Kankakee, Will

Spring surveys of dolomitic
prairies along the IC-Joliet Line
did not find this species.

Cirsium hillii Hill’s thistle Dry open soil in prairies.  Dry open places,
especially with jack pine and oak, but also
prairie-like ground, thin soil over limestone and
sandy banks.

State-T Cook, Grundy,
Kankakee,
Macoupin,
Madison,
Sangamon, Will

Sandy soils and prairie
remnants occur along the IC
mainline between MP 42.00
and MP 52.00 and in three
general sections along the UP.
Summer surveys conducted
within the railroad right-of-way
in these and other proposed
construction areas did not
locate this species.

Drosera intermedia Narrow-leaved
sundew

Peat bogs and wet sand prairies in Illinois.
Characteristic bog species.  Usually in the
wettest parts of bogs and on sandy shores
subject to periodic inundation.

State-T Cook, Grundy,
Kankakee, Will

Summer surveys of wetlands
along the rail right-of-way did
not document the presence of
this species.

Liatris scariosa var.
nieuwlandii

Blazing star Silt loam savannas on Wisconsinan and Illinoisan
aged glacial till or loess soils in the Northeastern
Morainal (Cook, northern Will)  and Western
Forest-Prairie Natural Divisions  (Jersey,
Macoupin).  A plant of savannas in the Chicago
region, growing only on the Morley-Markham-
Ashkum silt soil catena.  Dry sandy prairie
remnants, fields, hillsides; woodlands and
barrens with jack pine, oak, aspen; associated
roadsides and railroads.

State-T Cook, McLean,
Macoupin,
Sangamon, Will

Although this species was not
noted in late summer surveys
of the railroad right-of-way,
potential habitat for this
species exists within the
corridor.



Species Common Name Habitat Status County
Potential for
Occurrence

Tomanthera auriculata
(Gerardia auriculata)

Ear-leaved foxglove Disturbed prairies and savannas.  Rare and local
in dry to moist prairies at scattered locations in
the tallgrass region from Minnesota south and
eastward.  Local in project area in moist prairies.

State-T Cook, Grundy,
Logan,
Macoupin,
Will

Although this is a rare species
not found in late summer field
surveys, possible habitat is
scattered along the existing
railroad right-of-way in prairie
remnants.



Table 2.9-4
THREATENED AND ENDANGERED ANIMAL SPECIES
POTENTIALLY OCCURRING IN THE PROJECT AREA

Species Common Name
Land Use and
Land Covers Environmental Associations Status County

Potential for
Occurrence

Somatochlora
hineana

Hine’s emerald
dragonfly

Water (stream)
Wetland (non-forest)

Inhabits shallow, calcareous seepage marshes or the
marshy margins of small, sluggish, calcareous
streams, which are usually dominated by cattails.
Wetlands typically feature shallow soils overlying
dolomitic bedrock.  Breeding habitat tends to be clear,
silt free, shallow flowages that pass through cattails.
Illinois populations are restricted to Will, DuPage, and
Cook counties; all sites are located within 1.2 miles of
each other and within 2.5 miles of the Des Plaines
River.

Federal-E
State-E

Cook, Will This species is currently
known from 13 sites in
Illinois, all within 2.5
miles of the Des Plaines
River.

Sterna
antillarum

least tern Water (stream, lake,
reservoir)
Barren (beach, sand)

Presence of sandbars; existence of favorable water
levels; availability of food.  In Illinois associated with
large rivers and sandbars.  In the Mississippi River,
least terns nest in shallow depressions on sand
islands.

Federal-E
State-E

Cook,
Madison

There has been no
evidence of this species
nesting in Illinois since
1974.

Myotis sodalis Indiana bat Floodplain Forest
Caves

Caves, mines, small stream corridors with well
developed riparian woods; upland forests.

Federal-E
State-E

Statewide Stream crossings with
mature riparian forest
occur at several
locations along the
corridor.

Myotis
grisescens

Gray bat Upland Forest Caves; feeds over rivers and reservoirs adjacent to
forests.

Federal-E
State-E

Madison Cave habitat is not
present in area adjacent
to the right-of-way.

Scaphirhynchu
s albus

Pallid sturgeon Open Water Rivers. Federal-E
State-E

Madison,
St. Clair

Potential habitat exists
for this species in the
Mississippi River near
St. Louis.



Species Common Name
Land Use and
Land Covers Environmental Associations Status County

Potential for
Occurrence

Gammarus
acherondytes

Illinois cave
amphipod

Subterranean
Stream

Karst caves and streams. Federal-E
State-E

St. Clair Karst habitat is not
present in the area
immediately adjacent to
the railroad right-of-way.

Haliaeetus
leucocephalus

Bald eagle Upland Forest Breeds and winters along major rivers and large
reservoirs; old trees with high branches.

Federal-T
State-T

Grundy,
Jersey,

Madison,
St. Clair,

Sangamo
n, Will

Large river habitat in the
corridor is limited to the
Des Plaines, Kankakee,
and Mississippi Rivers;
no roosting or nesting
trees were observed
during the avian survey.

Accipiter
striatus

sharp-shinned
hawk

Agricultural (crop,
pasture)
Urban
Forest (deciduous,
evergreen, mixed)
Wetland (forest)

Occurs in deciduous and coniferous forests and open
woodlands.  Prefers open woodland, edges of woods,
clearing, hedgerows, bushy pastures, and shorelines
where small birds are found. Usually selects mature
forest and stream habitats for nesting.

State-E Cook Field surveys and cover
type analysis indicates
that in the study area
prime habitat for this
species lies outside of
the railroad right-of-way.

Ammodramus
henslowii

Henslow’s sparrow Agricultural (crop,
pasture)
Wetland (forest, non-
forest)

Occurs in grassy wet areas, marshy openings, and
wet meadows. Taller, dense grassland mixes. Open
grasslands with wet areas favored.  Clover,
orchardgrass, and Queen Anne’s lace listed as cover
species.  Originally nested in prairie habitat, but now
also nests in abandoned fields and hayfields with tall-
dense cover.  In Illinois Henslow’s sparrow also are
dependent upon relatively large grassland areas for
nesting, rarely occurring on grasslands less than 50
hectares in size.

State-E Cook,
Grundy

Habitat occurs
sporadically and
adjacent to the railroad
corridor.



Species Common Name
Land Use and
Land Covers Environmental Associations Status County

Potential for
Occurrence

Asio flammeus short-eared owl Agricultural (crop,
pasture)
Wetland (forest, non-
forest)
Barren (sand)

In Illinois, prefers wet prairies.  Ground nester, raising
young in same habitat. 55% nest in grasslands
(prairies), 24% in grain stubble, and 14% in hayfields.
Nests on the ground in open country including prairies,
meadows, marshes, savanna and dunes.  Nearly all of
the recent nest records for Illinois are from grassland
areas at least 50 hectares in size.

State-E Cook,
McLean

Asio otus long-eared owl Agricultural (crop,
pasture, orchards,
groves, nurseries)
Forestland
(deciduous, evergreen,
mixed)

Illinois populations are generally migrants. High value
habitats, then, are those for roosting; stands of
evergreen trees (pines, junipers) and hunting; open
areas (pastures, grassy areas, forest edges).  Found
in light broad-leaved and coniferous forests, riverine
forests, and parks.

State-E Cook The single site with
mixed conifers within the
project area proved too
sparsely wooded and
offered only marginal
habitat for this species.

Bartramia
longicauda

upland sandpiper Agricultural (crop,
pasture)
Urban (Transportation/
communication, other)

Reported in open grasslands near airports, schools,
roadsides, and other areas. Prefers pastures and
hayfields (alfalfa and clover).  In Illinois, associated
with open grassland habitats such as pastures,
hayfields and prairie remnants with an average grass
height less than 30 cm.

State-E Cook,
Grundy,

Kankakee,
McLean,
Madison,

Sangamo
n, Will

Field surveys identified
moderate habitat for this
species along the IC
mainline near MP 30.00.
Other areas may occur
near the railroad right-of-
way especially in rural
areas.

Botaurus
lentiginosus

American bittern Wetland (forest) In Illinois this bittern usually inhabits tall grasses in a
wet area (i.e., freshwater marshes and marshy lake
shores) for feeding, nest construction and protection.
Reported using prairie sloughs as nest sites and
reported nesting among cattails, bulrushes, and
sedges just above the water level at a marsh edge.
Nesting has also been noted at woodland ponds.

State-E Cook,
Grundy,
St. Clair,

Will

Potential habitat for this
species was identified at
several locations in the
corridor, including
wetlands along the IC-
Joliet Line near MP
29.70 and also south of
Wilmington along the UP
between MP 54.00 and
55.00.



Species Common Name
Land Use and
Land Covers Environmental Associations Status County

Potential for
Occurrence

Buteo lineatus red-shouldered
hawk

Agricultural (crop,
pasture, orchard,
groves, nurseries)
Forestland
(deciduous)
Wetland (forest, non-
forest)

The red-shouldered hawk inhabits moist and riparian
forests including wooded swamps.  It is often seen
foraging along the forest edge and open woodland.
Large trees are required for nesting.

State-E Cook, Will Potential nesting and
feeding habitat occurs at
several locations
adjacent to the rail right-
of-way, including MP
114.56 along the Norfolk
Southern alignment in
Kankakee County and
MP 209.00 on the UP
alignment in Macoupin
County.

Circus cyaneus northern harrier Agricultural (crop,
pasture)
Wetland (non-forest)

In Illinois, harriers are most often observed during
migration as they hunt over pastures and fallow fields.
Nesting is usually restricted to relatively large
undisturbed grasslands and marshes, among low
shrubby vegetation, tall weeds or reeds, or shelter
site.  Most harrier nests in Illinois occur in grasslands
at least 60 hectares in size and include a variety of
cover types such as prairie grasses, brome, timothy,
and fallow fields and even wheat fields. The nest is
usually placed on the ground in a mound of dead
reeds or grasses.

State-E Grundy,
Will

Within the project
corridor northern harrier
nesting and hunting
habitat are adjacent to
the right-of-way, with
hedgerows providing
shelter for potential prey.
Moderate habitat exists
along the IC mainline
near MP 53.00 to 55.00.

Egretta
caerulea

little blue heron Agricultural (crop,
pasture)
Wetland (forest, non-
forest)
Water (stream, lake,
reservoir)

Occurs in lakes, ponds, marshes, sloughs, marshy
shores of streams, and coastal estuaries.  In Illinois,
this species typically nests in association with other
herons. Nests are often placed in stands of young
trees, primarily black willows and cottonwoods forming
dense thickets.  Feeding takes place in shallow
waters of lagoons, marshes, and swampy areas.

State-E Jersey,
Madison,
St. Clair

No nesting colonies of
heron were noted along
the project corridor.
Foraging habitat is
available within wetlands
adjacent to the corridor.



Species Common Name
Land Use and
Land Covers Environmental Associations Status County

Potential for
Occurrence

Egretta thula snowy egret Agricultural (crop,
pasture)
Water (stream, lake,
reservoir)
Wetland (forest, non-
forest)

In Illinois, snowy egrets nest in lowland thickets or
forest in association with other species of colonial
herons, especially little blue herons.  Foraging is
generally restricted to lagoons and marshes of the
American Bottoms. Willow species and buttonbush
stands are common nesting places; prefer wetlands
that afford a dense thicket of small trees or shrubs
near water’s edge for nesting.

State-E Madison,
St. Clair

Foraging habitat is
available within the
corridor adjacent to the
right-of-way.

Ixobrychus
exilis

least bittern Wetland (forest, non-
forest)
Water (stream, lake,
reservoir, bay)

The least bittern inhabits shallow freshwater lakes and
marshes, primarily in cattail marshes, where it nests
among tall dense vegetation.  Nests in dense growth
of marsh emergents, above shallow water but near
open water.

State-E Cook,
Grundy,

Sangamo
n, Will

Wetland habitat is
scattered along the
project corridor but
limited in the right-of-
way.

Nycticorax
nycticorax

black-crowned
night heron

Wetland (forest, non-
forest)
Water (stream, lake,
reservoir, bay)

Seems adapted to nearly every conceivable habitat in
which a wading bird may exist.  Nests are placed in a
wide variety of bottomland forest trees although willow
or cottonwood thickets are sometimes used. Also
reported nesting in herbaceous marsh vegetation in
Illinois.

State-E Cook,
Kankakee,
McLean,
Madison,
St. Clair,

Sangamo
n, Will

Currently only four
sizable colonies remain
in Illinois.  Although an
uncommon summer
resident, there is
potential habitat for this
species along the
corridor.



Species Common Name
Land Use and
Land Covers Environmental Associations Status County

Potential for
Occurrence

Papaipema
eryngii

Eryngium stem
borer

Grassland (prairie) Occurs only in large prairie areas that have abundant
populations of rattlesnake master (Eryngium
yuccifolium), its larval host plant.  In Illinois, only
known populations occur in Will and Grundy counties.

State-E Grundy,
Will

The presence of the
eryngium stem borer
was confirmed at three
locations within the
study area:  in Will
County between MP
54.00 and MP 54.85 on
the UP; in Grundy
County at MP 66.60 on
the UP; and in Kankakee
County from MP 42.75 to
MP 43.30 on the IC
mainline.

Sistrurus
catenatus

Eastern
massasauga

Wetland (forest, non-
forest)
Forestland

Occurs in wet prairies, bogs, swamps, and rarely dry
woodlands. May hide in underground cavities or
crayfish holes.

State-E Cook,
Logan,

McLean,
Madison,

Will

Potential habitat is
available in the study
area.

Sterna forsteri Forster’s tern Wetland (non-forest)
Water (stream, lake,
reservoir)
Barren (beach)

In the Midwest, this species occupies freshwater sites
usually inhabiting marsh-bordered lakes (slightly larger
than those preferred by black terns) associated with
the marshes vegetated with Phragmites spp., Typha
spp., and Scirpus grasses. Cattail stands and detrial
cattail mat seem an important factor of breeding
habitat.  It prefers to nest on high, dry substrates,
such as muskrat houses, where they construct large
nests from marsh vegetation. A stable water level may
be important as many nests are lost to flooding.

State-E Cook Overall habitat potential
for this species is low
due to the small size of
water bodies.



Species Common Name
Land Use and
Land Covers Environmental Associations Status County

Potential for
Occurrence

Tyto alba common barn owl Urban (residential)
Agricultural (crop,
pasture, orchard,
groves, nurseries)
Wetland (non-forest)

The barn owl occurs in open and partly open areas
often near human habitation, such as residential and
agricultural areas, old fields and woodland edges.
Nests are placed in silos, steeples, grain elevators,
abandoned buildings, and hollow trees.

State-E Cook While actual nesting
sites would not be
available in the right-of-
way, grassland and
hedgerow habitat would
support small mammals
and other food sources.

Aflexia
rubranura

red-veined leaf
hopper

Grassland (prairie) Occurs in large prairie area that have populations of
prairie dropseed (Sporobolis heterolepis).  It is known
to occur near Midewin Tallgrass Prairie, and it can
survive in small patches along the railroad.

State-T Will Its presence has been
correlated with plant
populations of prairie
dropseed (Sporobolis
herterolepis).  Within the
project corridor
concentrations of prairie
dropseed were noted at
25 locations.

Phalacrocorax
auritus

double-crested
cormorant

Wetland (Forest)
Water (Stream, lake,
reservoir)
Barren (rock)

This species occupies lakes, rivers, swamps, and
coasts depending primarily upon open water for
fishing. In Illinois, it prefers large lakes and rivers,
where it nests in trees and occasionally on artificial
structures. Barren, rocky islands of lakes and rivers or
the tops of cliffs overlooking open water may also be
useful nesting sites.

State-T Cook, Will Abandoned stripmine
lakes along the UP
alignment from MP 54.00
to 57.00 offer moderate
habitat potential.  Open
water near MP 31.50 on
the IC mainline offers
potential fishing areas.

Catharus
fuscescens

veery Water (stream, lake)
Wetland (forest)
Forestland
(deciduous, evergreen,
mixed)

In Illinois the veery usually occurs in moist deciduous
woods with relatively dense understory, but it also has
nested in savannas, bogs, and successional fields. It
is estimated that at least 20 hectares of forest habitat
is needed to maintain viable populations of this
species.

State-T Cook,
Kankakee,
McLean,

Will

Moderate habitat
potential was found for
this species along the IC
mainline alignment near
MP 30.00.  Many other
areas along the UP offer
wooded habitat, but of
more limited size.



Species Common Name
Land Use and
Land Covers Environmental Associations Status County

Potential for
Occurrence

Clonophis
kirtlandii

Kirtland’s snake Wetland (forest)
Water
Urban
Grassland (meadow)

Occurs in wet meadows, open swamp-forests,
reservoirs, and occasionally wet, vacant urban areas.

State-T Cook,
McLean,

Sangamo
n, Will

In the project area it is
restricted to Sangamon
and County.

Hesperia ottoe ottoe skipper Sandy areas, including sand prairies, dune, and loess-
sand hill prairies.  Dependent upon relatively
undisturbed sand-prairie habitat.  In Illinois, the larval
food plant is suspected to be little blue stem
(Andropogon scoparius), and adults feed on blazing
star (Liatris spp.), pearly everlasting (Anaphalis
margaritacea), and purple coneflower (Echinacea
purpurea).

State-T Although not recently
recorded in the study
area, potential habitat
may be present.

Lanius
ludovicianus

loggerhead shrike Agricultural (crop,
pasture)
Urban (residential)
Forestland
(deciduous, evergreen)

In the Midwest, this species inhabits open, agricultural
area interspersed with grassland habitat.  The use of
wheat, hay and abandoned fields is limited by the
presence or absence of surrounding preferred
hedgerows and trees, mainly osage orange.  Most of
the nests found in Illinois are in osage orange, honey
locust, red cedar, and rose.

State-T Cook,
Grundy,
Logan,

McLean,
St. Clair,

Sangamo
n, Will

Moderate to good
loggerhead shrike habitat
is available in scattered
areas of central Illinois.
These include sections
of the UP near MP
208.00, 212.00, and
213.00.

Nyctanassa
violacea

yellow-crowned
night heron

Agricultural (crop,
pasture)
Forestland
Wetland
Water

Wetlands for foraging and bottomland forest for
nesting.

State-T Cook,
Jersey,
St. Clair,

Will

Possible habitat exists
in the woodlands
interspersed with
wetlands along the UP
south of Wilmington
between MP 54.00 and
57.00.



Species Common Name
Land Use and
Land Covers Environmental Associations Status County

Potential for
Occurrence

Podilymbus
podiceps

pied-billed grebe Wetland (non-forest)
Water (stream, lake,
reservoir, bay)

Found on freshwater ponds, streams, and marshes
with emergent water plants; also found along open
waters in marshes and shores of inlets and bays.
Prefers ponds less than 7 hectares especially with
dense stands of emergent vegetation. Associated with
both seasonally and flooded wetlands. Uses cattail,
bulrush, burreed, spike rush, arrowhead.

State-T Cook,
Grundy,
McLean,
Madison,
St. Clair,

Sangamo
n, Will

This habitat type occurs
in areas south of
Wilmington on the UP
alignment, as well as
other small wetland
pockets along the
corridor but is generally
adjacent to of outside
the right-of-way.

Pseudacris
streckeri
illinoensis

Illinois chorus frog Open sandy areas of river lowlands.  Ideal habitat of
this type is available on the central Illinois sand
prairies, adjacent to the Illinois River.

State-T Madison A threatened species in
Illinois; has been
documented at a
location in the general
area of Pontoon Road
(MP 272.70) along the
UP in Madison County.
However, field monitoring
during 1998 determined
that this species was not
present.

Rallus elegans king rail Agriculture (crop,
pasture)
Water (stream, lake,
bay)
Wetland (non-forest)

Found in marshes, shrub swamps, ponds, stream
side, roadside ditches, mudflats or upland fields.

State-T Cook,
Grundy,

Madison,
St. Clair,

Will

Potential habitat for this
species is scattered
along the project corridor
in areas bordering and
adjacent to the right-of-
way.
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Table 2.9-5
NATURAL AREAS WITHIN 1.6 KILOMETERS (ONE MILE) OF THE PROJECT AREA

Status Type of Site1

Natural Area Managed
Non-

managed INAI INP NNL NHL

Alton Geological Area x x

Braceville Railroad Prairie x x

Braidwood Dunes and Savanna x x x

Carlinville Railroad Prairie x x

Carpenter Park x x x

Denby Prairie x x x

Elkhart Hill x x

Funks Grove
   National Natural Landmark
   Nature Preserve
   State Park

x x x x x

Godley Railroad Prairie x x

Hitts Siding Prairie x x

Illinois & Michigan Canal x x

Joliet Army Ammunition Plant x x

Kankakee River x x

Lemont Bluff Geological Area x x

Lemont East Geological Area x x

Lockport Prairie East x x

Long Run Seep x x x

Mackinaw River x x

Mazonia Railroad Prairie x x

Ocoya Geological Area x x

Paw Paw Woods x x x

Salt Creek x x

Stubblefield Woodlots Nature Preserve x x

Wilmington Geological x
Source:  IDNR 1996a.

1 - INAI = Illinois Natural Areas Inventory, INP = Illinois Nature Preserve, NNL = National Natura l Landmark,
NHL = National Heritage Landmark
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2.11 HISTORIC AND ARCHAEOLOGICAL RESOURCES

2.11.1 Historic Sites and Resources

2.11.1.1Methods for Determining Historical Significance

The methodology used for determining historical significance for this project contained two primary facets. 
First, a literature search and background research was conducted.  Resources reviewed included standard
county histories, studies on the various communities along the alternatives and any available historic maps,
including Sanborn fire insurance maps and plat maps.  Additional sources consulted included the various site
inventory files at the Illinois Historic Preservation Agency and the National Register of Historic Places (NRHP)
listings.  This historical material chronicles the development within the HSR corridor and helps identify what
historical processes, events or activities may have occurred. This information is critical because it identifies
cultural resources that could be eligible for the National Register under Criterion A or B that exist within the
project's Area of Potential Effect.

The second facet focused on the visual impact of the buildings adjacent to the various crossings and proposed
construction areas where additional right-of-way will be required. Accordingly, potential impact areas were
surveyed and buildings noted that offered some visual interest or potential for National Register eligibility
under Criterion C.

2.11.1.2Potentially Affected Historic Resources

The above-ground resources review consisted of an evaluation of the areas surrounding those construction
projects that will require additional right-of-way and the areas surrounding each highway-railroad at-grade
crossings in the project area.  Outside of these areas, no surveys were conducted because there is no potential
for impact to above-ground resources.  The results of above-ground resources review conducted for this
project are documented in a report entitled Literature Search and Preliminary Historic Resources Survey, High
Speed Rail: Chicago to St. Louis.  The conclusions in this document recommend further study at 61 locations
in the project area where there could be impacts to resources that may be eligible for listing on the NRHP.

Of the 61 locations, 40 are in the vicinity of highway-railroad at-grade crossings where improvements are
proposed that will not require additional right-of-way (e.g., pedestrian bell and flashers, electric lock gates,
conventional gates, vehicle arresting barriers, and two pedestrian grade separations).  At five other locations,
the recommendations for grade crossing treatment improvements have been subsequently modified to projects
that will not require additional right-of-way.
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100-YEAR FLOODPLAIN CROSSINGS
(Chicago to Pontiac)
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Six locations were recommended for further study in areas where full site access was not available at the time
of initial field review to determine the presence of any above-ground structures.  Subsequent review of aerial
photography and field review indicate there are no above-ground structures in any of these six locations.  Ten
additional locations are in areas where no historic resources will be displaced but where impacts to the
structure’s or district’s historic setting could occur as a result of the provision of a frontage/service road,
grade separation, or station.  See Section 5.11 for discussion of potential impact.

2.11.2 Archaeological Resources

2.11.2.1Methods for Determining Archaeological Significance

Two methods were utilized to determine archaeological significance in the HSR project area. First, an
examination of the Illinois Archaeological Survey (IAS) files housed at the University of Illinois in Champaign-
Urbana and at the Illinois State Museum in Springfield was conducted to determine the location of previously
recorded sites within the project area.  Additional information such as soil studies; reports of regional
geography; consultation of regional archaeologists; and personal interviews with local land owners was
referenced prior to field investigation.  Second, field investigations were conducted within the HSR project
area.  Three field techniques, which are described below, were used when conducting these investigations.

1. Potential impact areas located in highly developed urban areas and other locations, where substantial
disturbances or total destruction of original soils (e.g. grading, paving or landfill) has occurred, were
subject to visual inspection.

2. In areas of plowed agricultural fields, where ground surface visibility exceeded 50 percent, visual
inspection of the crossing area was conducted by pedestrian survey method at intervals ranging from
five to 15 meters (15 to 50 feet).

3. In areas where ground surface visibility was less than 50 percent, shovels and posthole diggers were
utilized to excavate small sampling pits below the ground surface at intervals ranging from five to 15
meters (15 to 50 feet).

2.11.2.2Known Archaeological Sites and Resources

As of September 1998, the HSR area in its entirety was subject to a Phase I archaeological survey. Ten
previously reported sites were relocated within the project area.  Of these ten, only two are recommended for
Phase II archaeological testing.  One site, located within the vicinity of TR 234 (MP 231.00) in Macoupin
County has a potential for subsurface features.  Another site located within Madison County in the vicinity of
Maryville Road (MP 270.70) is a high probability area.  The remaining eight sites are not recommended for
further archaeological testing.

During the course of the surveys conducted for this project, no archaeological sites associated with known
American Indian tribal units were encountered.  Additionally, there were no mounds or cemeteries identified
within the project area.

2.12 FOREST PRESERVES AND PARKS
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An inventory of forest preserves and parks within 1.6 kilometers (1.0 mile) of the railroads in the HSR project
area was conducted.  Approximately 320 forest preserves and parks are located within 1.6 kilometers (1.0
mile) of these railroads.  Of these, approximately 70 are directly adjacent to one of the railroads considered as
part of an alternative alignment.  Table 2.12-1 provides a summary of the number of parks and forest
preserves by county.  A complete listing of these facilities is provided in Appendix A-2.

Table 2.12-1
FOREST PRESERVES AND PARKS

within 1.6 kilometers (one mile)/adjacent to tracks

RAILROAD

COUNTY IC-Joliet Line Union Pacific IC Mainline
Norfolk

Southern
Rock Island

District
Cook 29/6 75/20 60/11

Will 12/3 15/4 4/4 7/2

Kankakee 9/1 6/1

Grundy 4/1

Livingston 18/3 0/0

McLean 20/3

Logan 10/2

Sangamon 19/2

Macoupin 10/1

Jersey 0/0

Madison 10/2

St. Clair 1/0

St. Louis 11/0

Source: De Leuw, Cather & Company, August 1999.

Section 4(f)/6(f) Resources:

Section 4(f) of the 1966 Department of Transportation Act (49 U.S. Code Sec. 1653(f)) specifies that
publicly owned land from a park, recreation area, or wildlife and waterfowl refuge of national, state or local
significance, or any land from an historic site of national, state or local significance, may not be used for
transportation projects unless:  1) there is no feasible and prudent alternative to the use of such land; and 2)
proposed projects include all possible planning to minimize harm.  Public school properties are typically not
classified as Section 4(f), unless their facilities support an organized public recreational activity such as youth
soccer or serve a community recreational purpose (e.g., a playground that serves a neighborhood recreational
need after school hours).
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Section 6(f) of the Land and Water Conservation (LAWCON) Act (PL 88-578 [16 U.S. Code Sec. 460L-4 -
460L-11]), as amended, was enacted to ensure that property acquired or developed with LAWCON assistance
is retained and used for public outdoor recreation use.  Any property so acquired or developed shall not be
wholly or partly converted to other than public outdoor recreation uses without the approval of the Secretary
of the U.S. Department of the Interior.

Many of the properties discussed in this section, as well as in Sections 2.9.5, Natural Areas, and 2.11,
Historic and Archaeological Resources, can be classified as Section 4(f) resources.  Additionally, some of the
properties can be classified as Section 6(f) resources.  However, acquisition of Section 4(f) or Section 6(f)
property will not occur as part of this project.  See Sections 5.9.5, 5.11, and 5.12 for the discussion on
impacts to these resources.

2.13 ENERGY CONSUMPTION

Current energy consumption by the four basic transportation modes — air, rail, bus, and automobile — used
for intercity travel in the HSR corridor was calculated for this project.  This section describes the methods
used and the assumptions made to estimate the current energy use and presents the current energy use
estimates.  Estimates of energy consumption for the project alternatives are presented in Section 5.13.

2.13.1 Methods and Assumptions

The basic data were either obtained from previous studies or generated as described below:

• Ridership Estimates.  Existing (1998) person trip information was estimated by updating the 1991
person trip information provided in the Ridership Forecast Technical Report, prepared by Wilbur
Smith Associates (1994), and is shown in Table 2.3-1.

• Person-Kilometers (Person-Miles) of Travel.  The annual person-kilometers (person-miles) of
travel were estimated by multiplying the distance between the respective primary rail service cities
(Chicago, Joliet, Bloomington, Springfield, Alton and St. Louis) by the total number of person trips,
by mode, traveling between these cities.  The distances to "other" cities were based on the average of
distances to the four secondary cities with rail service (Dwight, Pontiac, Lincoln and Carlinville).

 
• Energy Consumption.  Energy consumption estimates for rail were derived by simulating existing

operations.  Energy consumption rates were used to calculate annual consumption for the other three
modes.  The rates were obtained from the FEIS prepared for the NEC Improvement Project
(USDOT, 1994).

The distance measures used to calculate person-kilometers (person-miles) of travel are those used for the
operational simulation of the high-speed rail alternative alignments (Corporate Strategies, Inc., 1996). These
distances, while used for all four modes, represent distances by rail from downtown railroad station to
downtown railroad station.  In actuality, distances vary slightly by mode. Additionally, local travel required to
reach the main line of each mode is not included.  The difference between reaching a rail or bus station, an
airport, or a freeway within the same community was considered to be negligible as far as these calculations
were concerned.
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Since each of the four modes uses a different type of fuel, comparison of the energy consumed by each
required conversion to a common base unit.  The British Thermal Unit (BTU) was the measure used to
compare the total annual energy consumed by each mode. 

Because of the nature of alternative modes and the way they were evaluated, energy consumption estimates
for rail were derived somewhat differently from the other three modes.  The frequency of trains, or
headways, typically define the rail service.  Capacity is further varied by changing the train consists.  This
makes it somewhat more difficult for rail service to precisely match the capacity to the actual demand.  For
this reason, the rail energy consumption estimates were based on simulation of projected rail operations and
use of particular equipment.  The rail energy consumption rate as calculated for Chicago - St. Louis Amtrak
service is 1,630 BTUs per person-kilometer (2,620 per person-mile).

Energy consumption by other modes was developed based on the estimated person-kilometers (person-miles)
of travel and the energy consumption rates for these modes; the consumption rates used are shown below
(USDOT, 1994).

• Passenger Automobile: 2,200 BTUs per person-kilometer (3,600 per person-mile)
• Intercity Bus: 600 BTUs per person-kilometer (1,000 per person-mile)
• Aircraft: 2,900 to 5,700 BTUs per person-km (4,600 to 9,200 per person-mile)

For air travel energy consumption, an average rate of 4,300 BTUs per person-kilometer (6,900 per person-
mile) was used.  Using these rates, the overall energy consumption rate for intercity travel in the HSR corridor
was estimated at 2,500 BTUs per person-kilometer (4,000 per person-mile).

2.13.2 Current Energy Use

The annual person-kilometers (person-miles) of travel by mode are summarized in Table 2.13-1.  The figures
in this table indicate that in 1998, Amtrak passengers traveled a total of 81 million person-kilometers (50
million person-miles), or two percent of the total person-kilometers (person-miles) traveled in the corridor, via
rail. Approximately 84 percent of the total 3,829 million corridor person-kilometers (2,374 million person-
miles) were made by automobile.  Airlines attracted 13 percent of the total person-kilometers (person-miles)
of travel.

The estimate of current usage of energy by Amtrak diesel train service was developed assuming three round
trips daily between Chicago and St. Louis.  Operational simulation showed that with the F40 locomotive
pulling a four car train, an average round trip between Chicago and St. Louis consumes approximately 3.3
kiloliters (858 gallons) of diesel fuel, depending on the number of stops made. Using these simulation results,
it was estimated that rail service consumes approximately 3,600 kiloliters (940,000 gallons) of fuel per year. 
At 534 BTUs per kiloliter (141,000 per gallon) of diesel fuel, the current energy use by rail service was
estimated at 132 billion BTUs per year.
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Table 2.13-1
EXISTING (1998) ANNUAL PERSON-KILOMETERS (PERSON-MILES) OF TRAVEL

AND ENERGY CONSUMPTION

Air Rail Bus Automobile Total

Person-Km. (Person-Miles)
(millions)

482 (299) 81 (50) 32 (20) 3234 (2005) 3829 (2374)

Energy Consumption
(billions of BTUs)

2062 132 20 7217 9432

Source: De Leuw, Cather & Company, August 1999.

For the other three modes — automobile, bus, and aircraft — the current energy use in the corridor was
estimated by multiplying the total person-kilometers (person-miles) traveled in the corridor in 1998 for each
mode by the respective energy consumption rate for that mode.  Annual existing energy consumption for the
HSR corridor is listed by mode in Table 2.13-1.

The rail system consumes approximately 1.4 percent of all energy used for intercity passenger service in the
HSR corridor while serving two percent of all person-kilometers (person-miles) of travel.

2.14 SPECIAL WASTE

Environmental Site Assessments for man-made hazards in the HSR project area were conducted in
accordance with “A Manual for Conducting Preliminary Environmental Site Assessments for Illinois
Department of Transportation (IDOT) Highway Projects” except that no subsurface investigation was
authorized since it is unlikely that the testing would be valid at the time of land acquisition or construction.
The sites (numbered from 1 to 10) where preliminary environmental site assessments were conducted are
discussed below and shown on Figures 2.14-1A through 2.14-1C.  As of August 1997, soils contaminated
from petroleum products only can be managed as municipal waste.  Known hazardous waste sites are
identified in the Comprehensive Environmental Response Compensation and Liability Information System
(CERCLIS).

2.14.1 Hazardous Waste

The USEPA listing (February 2, 2000) of potential, suspected and known hazardous waste or hazardous
substances sites in the project area (i.e., the CERCLIS list) has been reviewed to ascertain whether the
proposed project will involve any listed sites.  As a result of this review, it has been determined that
improvements associated with this project will not require right-of-way or an easement from a listed
CERCLIS site.

2.14.2 Undetermined Waste Status

Ten Preliminary Environmental Site Assessments (PESA) for special waste were conducted by the Illinois
Department of Transportation, Bureau of Railroads.  The assessments concluded that an
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alternative could involve special waste sites.  Further investigations should be conducted to determine risks
and liabilities of the involvement prior to land acquisition.  A summary of the findings for each site is provided
below.

Sites 1 and 2:

The Citgo Refinery and Citgo gasoline station are located in the vicinity of the 135th Street/Romeoville Road
crossing of the IC Joliet Line, just south of Lemont.  There have been four documented leaking underground
storage tank (LUST) incidents on the refinery site property.  These incidents included the removal of 15
underground storage tanks (UST) from various locations. Property owners received a “No Further Action”
letter in connection with one of the LUST incidents in February of 1991.  The gasoline station retails fuel
from three gasoline USTs and one diesel UST.  In the vicinity of the Refinery, seven active and three
abandoned petroleum pipelines were identified. Additionally, the site of a former sand and gravel mining
operation, known as Romeo Sand and Gravel, is located on the southwest corner of the 135th Street/IC Joliet
Line crossing.

Site 3:

This site is located at the Stuenkel Road crossing of the IC mainline near University Park.  The EMRO
Marketing Gasoline Station is located on the southwest corner of this crossing where there have been two
LUST incidents.  There are four registered USTs at this site.  There is also an abandoned UST at the
southeast corner of this crossing.  Additionally, there is a petroleum pipeline located in the area, and four
residences that may be impacted may contain asbestos-containing materials.

Site 4:

This site is located in Kankakee where the IC mainline and the Norfolk Southern cross.  A large pile of
railroad ties is located on the northeast portion of this site.  It is approximately 5 meters (15 feet) high and 60
meters (200 feet) long.  Two separate piles of garbage, one containing construction debris and roofing
materials, are also located on this site.  This site does not appear on any of the landfill databases checked for
this project.

Site 5:

This site is located along the Norfolk Southern, west of the IC mainline.  Phillip’s Pipeline Storage is located
within this area.  No USTs with a status of “active” are registered to this facility.

Site 6:

This site is located in the area where the Norfolk Southern and the Union Pacific cross.  There are two
businesses — Crop Production Services and Hydrochem Industrial Service — located in this area with above-
ground storage tanks (AST), containing liquid fertilizers and liquid and dry chemicals.  The Hydrochem
Industrial Service parcel is also listed as containing four active USTs.  However, other information indicates
that these tanks have been removed.  A diesel fuel spill occurred near the intersection of Illinois Route 47 and
the Union Pacific in September of 1992.  Additionally, some of the buildings in the area that may be displaced
may consist of asbestos-containing materials.
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Site 7:

This site is located along the Union Pacific Railroad, south of Elkhart.  The Elkhart Fertilizer Service Company
is located on this site on the southeast corner of CR 600N and Route 66 in Logan County. No USTs are listed
for this site; there are numerous ASTs, containing herbicides, nitrogen, ammonia, and diesel fuel.  The ASTs
appear to be well maintained, and no evidence of leaks or releases into the environment was apparent.  There
may also be a shaft that once provided access to Elkhart Mine towards the south end of the project area.

Site 8:

This site is located south of Auburn in Sangamon County between Union Pacific MP 201.7 and 202.1. No
USTs are listed for this site.  The site consists of numerous locations where random dumping has occurred. 
Fuel spills on this site may have occurred in the past.  The entire area may also be undermined, and buildings
may consist of asbestos-containing materials.

Site 9:

Site 9 is located in Madison County between St. Louis Avenue (MP 259.05) and Illinois Route 143/Madison
Avenue (MP 262.90).  Two gas stations were formerly located in the vicinity of the Illinois Route 143
crossing.  When the property was vacated, the USTs were removed; this site is not on the most recent UST
list.  Several CERCLIS and LUST sites are also listed in this area. However, the improvements planned for
this area will occur within the existing railroad right-of-way.

Site 10:

This site is located at the Pontoon Road crossing in Granite City.  The site of a former business where four
aboveground oil tanks were located is on the northwest corner of the Pontoon Road crossing.  On the
southeast corner of this crossing, there is a gas station that appears on the most recent LUST list. The
northeast corner of this crossing is not listed on the most recent LUST and UST lists. However, historical
records and interviews with adjacent property owners indicate that this parcel may contain an UST.
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Section 3
ALTERNATIVES

Most of the previously proposed high-speed rail (HSR) systems in the United States have been modeled on the
European and Japanese experience, with top speed capabilities of at least 150 miles per hour (mph)/240
kilometers per hour (kph) on dedicated right-of-way.  These systems are very expensive to develop with
estimated costs ranging from $5 to $9 million per kilometer ($8 to $15 million per mile). They frequently
require new rights-of-way, extensive new track construction, installation of overhead catenary lines for
electric-powered trains, and complete elimination of highway-railroad at-grade crossings.  A 140 mph (225
kph) electric HSR system was evaluated during the preparation of the Financial and Implementation Plan.  At
the conclusion of that study, it was determined that the added revenues associated with the shorter travel
times provided by the 140 mph (225 kph) service would not be sufficient to support the additional costs of an
electrified system.  As a result, a 140 mph (225 kph) electric HSR system is not evaluated as an alternative in
this Draft Environmental Impact Statement (DEIS).

Following the release of the Financial and Implementation Plan, the Federal Railroad Administration (FRA)
conducted a commercial feasibility study on HSR for the U.S. and published its findings in High-Speed
Ground Transportation for America.  It was concluded in this report that 90, 110, and 125 mph (145, 180,
and 200 kph) HSR service would be commercially feasible in the Chicago - St. Louis corridor.  Travel time
estimates prepared for the Financial and Implementation Plan indicated that the present end-to-end passenger
rail travel time of 5.5 to 5.75 hours between Chicago and St. Louis could be reduced to 3.3 hours with 125
mph (200 kph) as the maximum operating speed. However, after further analysis, it was determined that
proposed maximum operating speeds should not exceed 110 mph (180 kph) through most of the HSR
corridor because at speeds in excess of 110 mph (180 kph), positive protection, such as providing vehicle
arresting barriers and closing or grade separating the crossings, is required at all retained at-grade crossings in
accordance with FRA guidelines. Approximately 75 grade crossings in the corridor would be impacted if
maximum operating speed were greater than 110 mph (180 kph). All of the crossings could not be closed
because this would violate Illinois Commerce Commission (ICC) guidelines.  Also, doing so would disrupt
traffic flows and community cohesion as many of these crossings accommodate over 2,500 vehicles per day.
 Providing vehicle arresting barriers at all of the crossings would increase project costs by approximately $30
million.  Grade separations have even a greater impact, as they can cost approximately $3 million per
crossing; require land acquisition; and potentially displace structures.  Reducing the maximum operating speed
to 110 mph (180 kph) from 125 mph (200 kph) through most of the corridor would result in an end-to-end
travel time increase of less than 10 minutes.  For evaluation, the 110 and 125 mph (180 and 200 kph) systems
were combined in to one alternative.

The 90 mph (145 kph) service was not evaluated in this DEIS because it was concluded in the Financial and
Implementation Plan that systems with maximum operating speeds of less than 110 mph (180 kph) would
require capital costs similar to a 110 to 125 mph (180 to 200 kph) system, while providing a much smaller
service improvement. (See Section 3.2 for a more detailed discussion on alternatives dismissed.)

Based on conclusions presented in the Financial and Implementation Plan and other previous studies, the
Illinois Department of Transportation (IDOT) developed an initial conceptual plan of Chicago - St. Louis HSR
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passenger service which will operate on existing track with limited modifications thereby avoiding the
extensive initial costs of the other high-speed rail systems.  The premise underlying IDOT's high-speed rail
concept as evaluated in this DEIS is that customers are sensitive to overall travel time, not maximum top
speed.  In Illinois, HSR implementation will consist of project elements that are cost effective but still produce
major travel time reductions.  These include:

• Use of existing rail infrastructure where possible (eliminating the need for all new track and right-of-
way).

• Use of diesel-powered trains with top operating speeds of 110 to 125 mph (180 to 200 kph) rather
than electric trains with top speeds of 150 mph (240 kph) or more (eliminating the need for the
provision of overhead catenary wires and extensive grade crossing modifications).

• Improvements and additions to enhance track capacity and train operations that are cost effective,
such as provision of new train control and communication systems; provision of limited areas of
double track to allow for HSR trains traveling in opposite directions to pass each other with minimal
delay; provision of additional siding track, as well as upgrading and extending existing siding track;
and treatment of selected highway-railroad at-grade crossings.

• Modification in dispatching procedures to reduce conflict with freight traffic by giving priority to
HSR trains.

The alternatives selected for evaluation in this DEIS are: 1) the No-Build alternative that includes the
continuation of existing Amtrak service in the corridor, and 2) the Build alternative that includes a high-speed
rail system with top operating speeds of 110 to 125 mph (180 to 200 kph) and three alignment options. As
documented in this section, the alternatives were evaluated to determine if they meet the purpose and need for
this project as defined in Section 1.  The HSR alternative alignments will meet the purpose and need equally
and therefore are evaluated in terms of environmental impacts, costs, service, and institutional viability.  After
a complete evaluation of each alternative's impacts and of comments received on the DEIS and at the public
hearings, a decision will be made selecting a preferred alternative and, if appropriate, alignment.

3.1 ALTERNATIVES SELECTED FOR EVALUATION

3.1.1 No-Build Alternative

The No-Build alternative is comprised of the existing plus committed improvements to the existing intercity
passenger rail system and the complementary intercity highway and aviation services and facilities in the
Chicago - St. Louis corridor.  The No-Build alternative is used as the baseline for comparison with the HSR
alternative.
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Amtrak, a quasi-public entity that leases track usage, operates the intercity passenger rail service in the
corridor.  Existing service consists of three daily round trips between Chicago and St. Louis with stops in
Summit, Joliet, Dwight, Pontiac, Bloomington/Normal, Lincoln, Springfield, Carlinville, and Alton. From St.
Louis, Amtrak service continues to Kansas City, Dallas, and Los Angeles.  From Chicago, Amtrak service
extends to all three coasts and Canada.  Scheduled one-way travel times on the 453-kilometer (281-mile) route
between Chicago and St. Louis range from five hours and 30 minutes to five hours and 45 minutes.

The Union Pacific Railroad (formerly the Southern Pacific Chicago St. Louis Corporation - SPCSL) tracks
that Amtrak uses between Joliet and East St. Louis have recently been rehabilitated (new ties and continuously
welded rail - CWR) with the assistance of $40 million in loans and grants provided by IDOT, additional loans
from the FRA, and significant railroad investment.  Additionally, the FRA has provided funds for a new route
that is under construction between Granite City and East St. Louis that is scheduled for completion in the year
2000.  No additional major improvement projects are planned for the tracks used along the Amtrak route. 
Therefore, no new construction, no grade crossing treatment modifications, and no acquisition of additional
right-of-way will be required with the No-Build alternative.  The only improvements to be made will consist of
regular maintenance and rehabilitation of the track.  If additional rail capacity is needed in the future to
accommodate projected overall travel growth in the Chicago - St. Louis corridor, it is assumed that this will
be accomplished by adding cars to existing trains, rather than adding additional trains.

The majority of intercity automobile travel in the Chicago - St. Louis corridor is accommodated on Interstate
55, which primarily runs parallel to the Chicago - St. Louis Amtrak route.  Additionally, Interstate 57 connects
Chicago, Peotone, and Kankakee.  A typical automobile trip between Chicago and St. Louis takes
approximately 5.5 hours.  The only major improvement currently committed to either of these highways is
major rehabilitation of Interstate 55 between Interstate 90/94 (Dan Ryan Expressway) and Interstate 294 (Tri-
State Tollway) in the Chicago area.  This project, however, does not include capacity expansion of the
facility.  Normal maintenance and minor highway improvements will continue as part of the No-Build
alternative, but no major improvements such as adding lanes will be undertaken.

Approximately 150 daily flights are operated in the corridor among O'Hare, Midway, and Meigs Field in
Chicago, Lambert Field in St. Louis, and the airports in Bloomington and Springfield (Official Airline Guide,
1999).  Currently, no passenger carriers operate out of MidAmerica Airport in St. Clair County.  Scheduled
one-way flight time between Chicago and St. Louis is typically around 1.25 hours. No long-range planning
information is available that could be used to project the number of future flights in the corridor.  For the
purpose of evaluation in this project, it is assumed that the number of corridor flights will increase
proportionately to the projected air travel demand growth in the corridor.

Greyhound Lines, Inc. and other smaller carriers operate bus service in the Chicago - St. Louis corridor.  A
total of 28 routes operate daily in the corridor, with eight trips from Chicago to St. Louis and 12 trips from
St. Louis to Chicago (Greyhound, 1999).  Scheduled travel times for end-to-end service range from five
hours and five minutes to over 11 hours.  In addition to Chicago and St. Louis, intercity bus service in the
corridor is also available from Joliet, Kankakee, Dwight, Pontiac, Bloomington (including Illinois State
University), and Springfield.  As with air travel, no long-range planning data is available to estimate the future
number of bus trips that will operate between Chicago and St. Louis. Therefore, it is assumed that the number
of bus trips will increase proportionately to the projected bus travel demand growth in the corridor.

Detailed discussions of the existing and future intercity transportation characteristics are provided in Section
2.3, Transportation Facilities and Services, and Section 4, Transportation Impacts.
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The No-Build alternative will not meet the purpose and need of this project.  The purpose of this proposal, as
described in Section 1, is to enhance the passenger transportation network in the Chicago - St. Louis corridor,
resulting in a more balanced use of its components.  To achieve this, there must be a new or improved
transportation mode with shorter travel times and enhanced reliability and safety. As described above, the No-
Build alternative will be a continuation of existing Amtrak service and will not provide any operational or
service improvements. Committed rail improvements in the corridor only consist of normal maintenance and
rehabilitation.  Additionally, this alternative will not alleviate any of the current problems regarding conflicts
with freight traffic, grade crossing accidents, outdated signals and communication systems, and operating
costs.  Amtrak scheduled travel times between Chicago and St. Louis are comparable to travel times
achievable by automobile and bus travel and over four times greater than air travel.  On-time percentage for
Amtrak service in the corridor is lower than the national average on-time percentages for Amtrak service and
air travel, which are 72 and 82 percent, respectively.  Without reductions in travel time or improvements to
reliability and safety, the viability of rail passenger service as an alternative to air and automobile travel will not
increase, and subsequently, travelers will not divert from those two modes.

There are no direct environmental impacts associated with the No-Build alternative (i.e., the environmental
impacts associated with the current array of transportation choices and service attributes in the corridor will
continue).  However, this alternative is not considered an adequate solution to meet the existing and
anticipated transportation needs of the corridor.

3.1.2 Build Alternative (High-Speed Rail)

High-Speed Rail passenger service is evaluated as an alternative to current Amtrak service that will address the
existing rail passenger service problems identified in the corridor and that will serve as a more viable
alternative to automobile, air, and bus intercity travel between Chicago and St. Louis. Passenger rail service,
as evaluated in this document as part of the HSR alternative, will employ diesel-powered trains, possibly
equipped with tilt suspension technology, with top operating speeds of 110 to 125 mph (180 to 200 kph). 
Rail passenger cars with tilt suspension can "lean" while traversing curves and as such sustain higher speeds
than cars with "non-tilt" suspension.  Cars with tilt technology, while more expensive than those without this
technology, are more energy efficient and allow for shorter trip times, a more comfortable ride through
curves, and potential economies associated with linkages to other high-speed rail corridors on which tilt
technology may be required for efficiency, such as Chicago - Detroit.

Existing Amtrak trainsets consist of three- or four-car Horizon or Amfleet equipment, pulled by a standard
Amtrak locomotive (PF40s or newer P32s) with 3000 horsepower engines.  These locomotives are not
capable of achieving speeds of 125 mph (200 kph).  For the proposed HSR system, three different trainsets
were evaluated. The first HSR trainset consists of three or four Horizon or Amfleet cars (the same as the
current Amtrak trains) modified to permit 125 mph (200 kph) speeds and pulled by an F70 locomotive.  The
F70 is designed by the ElectroMotive Division of General Motors Corporation and has a 4000 horsepower
engine.  The second trainset consists of Talgo tilting passenger cars that would also be pulled by the F70
passenger locomotive.  The third trainset includes a non-tilting RTL-2 Turboliner trainset powered by
Turbomeca gas turbines (1600 horsepower per engine) on both ends of the train.

Diesel locomotive technology is changing rapidly in the U.S.; a 6000 horsepower freight locomotive is
currently produced.  Passenger applications have lagged due to lack of commercial demand.  For evaluation in
this document, the F70, the most powerful passenger locomotive designed, is considered. It is assumed that
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the actual locomotive used for HSR service will have similar characteristics. Technologies that are still in the
conceptual design stage, such as advanced locomotive propulsion systems, which utilize flywheels to "bank"
energy to dramatically improve the acceleration and deceleration of high-speed trains, were not evaluated in
this project.  Insufficient data is available to project their operating characteristics, as is also true for the
hypothetical "lightweight" 125 mph (200 kph) diesel locomotives.

HSR service will consist of eight round trips per day between Chicago and St. Louis with stops in
Bloomington/Normal, Springfield, and Alton.  An additional stop will be made in Joliet, Kankakee, or Peotone
depending on the selected alignment and whether or not the South Suburban Airport (SSA) is developed. 
Some trains could also stop in Dwight, Pontiac, Lincoln, and Carlinville.  Computer simulation was conducted
assuming that maximum speeds through most of the corridor will be 110 mph (180 kph).  Based on this
analysis, estimated end-to-end travel times for HSR service are approximately 3.5 hours.  Under speeds
currently proposed, 125 mph (200 kph) service will only be provided between Lincoln and Springfield.  The
Lincoln - Springfield segment is the most cost effective area for provision of 125 mph (200 kph) service. 
There are only 15 highway-railroad grade crossings, three of which are pedestrian, in this 29-kilometer (18-
mile) segment.  Throughout the corridor, the average number of crossings per kilometer ranges from 0.7 to
0.8 (1.1 to 1.2 per mile).

The existing plus committed improvements planned for the complementary highway and aviation facilities and
services are also included as part of the HSR alternative.

Implementation of the 110 to 125 mph (180 to 200 kph) HSR alternative will meet the defined purpose of this
project — to enhance the passenger transportation network in the Chicago - St. Louis corridor, resulting in a
more balanced use of its components.  HSR service is projected to attract approximately 1.3 million riders by
the year 2010.  Approximately two-thirds of this ridership will consist of travelers diverting from other modes
of transportation.  As a result, the rail passenger mode share in the corridor will increase from 0.8 percent to
nearly 3.0 percent.  (See Section 4, Transportation Impacts.)

This increase in rail passenger ridership will be a result of reduced rail travel times and improvements in the
reliability and safety of rail service.  Along with these enhancements, improvements in air quality and a
reduction in energy consumption are also expected.

Reduced Travel Time and Improved Service Reliability:

Rail passenger travel time between Chicago and St. Louis will decrease from the currently scheduled 5.5 to
5.75 hours to approximately 3.5 hours with implementation of HSR.  This is at least two hours shorter than
travel times achievable by automobile and bus.  With the passenger rail stations located in the downtowns of
Chicago and St. Louis, downtown-to-downtown rail passenger travel time between these two cities will be
comparable to air travel.

The number of passenger rail daily round trips between Chicago and St. Louis will increase from three to
eight with HSR.  Results of a sensitivity analysis conducted as part of the Financial and Implementation Plan
indicated eight would be the optimal number of daily round trips when comparing projected HSR ridership to
operating costs.  Higher service levels would not yield concomitant higher ridership, while lower service levels
would result in a significant reduction in projected patronage. Trains will operate on two-hour headways,
beginning at approximately 6:00 AM in both Chicago and St. Louis with the last train departing each
downtown station at 8:00 PM.  Under these conditions, a total of four high-speed trains (two in each
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direction) will operate in the corridor simultaneously between 8:00 AM and 9.30 PM, while two high-speed
trains will operate simultaneously between 6:00 AM and 8:00 AM and 9:30 PM and 11:30 PM.  The last trains
operating each day will arrive in Chicago and St. Louis by approximately 11:30 PM.

Additionally, the rail communication and signal systems will be upgraded and changes in the operating policies
regarding mixed train operations, including giving priority to HSR trains over freight traffic, will occur with
the implementation of HSR.  With these improvements, HSR will be more reliable, and as a result, on-time
performance will be better than that of the current Amtrak service.  HSR passenger service, with better on-
time performance and that is less affected by adverse weather, will also be more competitive with air travel in
terms of reliability.  Passengers traveling on the improved rail service will also avoid the unpredictable
automobile traffic congestion conditions in the Chicago and St. Louis areas.  Therefore, there will be reliability
improvements relative to automobile and bus travel as well.

Safety:

In general, fatality rate trends show that commercial air and rail continue to be the safest modes of travel in
the U.S. (USDOT, 1996) and that automobile travel has injury and fatality rates approximately 10 times that of
intercity rail systems.  As travelers divert from automobile to rail, overall passenger safety in the corridor will
increase.  Station improvements that will accompany provision of HSR service, such as additional attendants
and increased lighting, will also improve safety and security for rail passengers.

Other improvements will be made as part of the HSR alternative that will enhance the safety of those who live
and travel near and across the proposed facility.  Warning devices and other protection devices at many of the
highway-railroad at-grade crossings in the corridor will be upgraded in accordance with FRA guidelines. 
According to the accident predictions developed for this project, the proposed improvements will result in
fewer at-grade crossing accidents than with the No-Build alternative.  The accident predictions developed for
this project are discussed in greater detail in Section 4.6.4, Safety. 

Fencing that will direct pedestrians to warned crossings is also proposed in urbanized areas as part of the
HSR alternative.  Negotiations between IDOT and the affected communities will take place if HSR is
implemented to determine the location, style, and height of the proposed fencing as well as whether the
fencing will be on one or both sides of the railroad tracks.  Community cohesiveness and aesthetics will be
balanced with increased safety in a cooperative fashion.

Human Environment:

The HSR alternative will result in lower volatile organic compound and carbon monoxide emissions from
passenger transportation sources in the corridor than under No-Build conditions.  Projections developed for
this project indicate that emissions associated with the HSR alternative will be up to two percent lower than
those associated with the No-Build alternative for these pollutants.  (See Section 5.4, Air Quality.)

Energy consumption with the proposed HSR system will be approximately 700 British Thermal Units (BTUs)
per person-kilometer (1130 per person-mile).  At this consumption rate, HSR will be more energy efficient
than Amtrak service under the No-Build alternative; will improve upon rail passenger service's energy
efficiency over air and automobile travel; and will be more competitive with bus travel's energy consumption
rate.  With HSR, total annual energy consumption for all passenger travel in the corridor will also be lower
than with the No-Build alternative.  (See Section 5.13, Energy Consumption.)
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3.1.2.1 Alignment Options

Three different alignments are evaluated for passenger rail service under the HSR alternative; each of which
will meet the purpose and need defined for the project equally.  Therefore, if HSR were to be implemented in
the Chicago - St. Louis corridor, selection of a preferred alignment will be based on the evaluation of each
alignment's environmental impacts, costs, and service, as well as their institutional viability.  In this section,
the three alternative alignments are described, along with the proposed locations for double track and freight
sidings, grade crossing treatment recommendations, and stations. Figure 3.1-1 provides an overview of the
alternative alignments analyzed for HSR.

To assist in identifying locations throughout the corridor along the alternative alignments, the existing railroad
mileposts were used.  The mileposts are in ascending order from north to south and east to west in the
corridor and are shown on Figure 3.1-1.

The difference between the three alternative alignments lies between Chicago and Dwight at the northern end
of the corridor.  One of the alignments through this area would utilize the current Amtrak route.  Another
would operate through Kankakee on the Illinois Central mainline and the Norfolk Southern, and the third
would utilize the Metropolitan Rail Corporation (Metra) Rock Island District line between Chicago and Joliet
and follow the existing Amtrak route south of Joliet.  The alternative alignments between Chicago and Dwight
will utilize existing track and are shown on Figure 3.1-2.

South of Dwight, one alignment is evaluated for HSR service.  Between Dwight and Granite City, this
alignment will match the existing Amtrak route, operating on Union Pacific (UP) track.  South of Granite City,
an alignment different from the one used by existing Amtrak service is proposed (see Section 3.3.2 for
rationale for not using the current Amtrak route between Granite City and St. Louis). This alignment,
currently under construction, consists of Gateway Eastern/UP track between 19th Street in Granite City (MP
275.17) and MP 280.80 near Missouri Avenue in East St. Louis, and Terminal Railroad Association (TRRA)
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track between MP 280.80 and the St. Louis passenger terminal. Use of this alignment will include crossing the
Mississippi River via MacArthur Bridge which is located immediately south of the Interstate 55/64/70 river
crossing.  Figure 3.1-3 shows the current Amtrak route and the proposed HSR route in the St. Louis area.

Between Dwight and Alton, the UP alignment is primarily single track; south of Alton, the route is double
track.  The existing railroad right-of-way is generally 30 meters (100 feet) wide between Dwight and St.
Louis.  The line is comprised of the remnants of a former double track railroad that was scaled back to a
single track by the former railroad owners.  Since the alternative alignment south of Dwight is comprised of
existing track, no new right-of-way will be required except where grade separations and frontage/service
roads are proposed in the treatment of highway-railroad at-grade crossings.  New track construction will
occur within the existing right-of-way and only in those areas where double track and freight sidings will be
added, upgraded, or extended.  The proposed double track and freight sidings and the highway-railroad at-
grade crossing improvements for the proposed alignment south of Dwight, as well as for the three alternative
alignments between Chicago and Dwight, are described later in this section.

Between Dwight and the St. Louis passenger terminal, the distance on the HSR alternative alignment is
approximately 335 kilometers (208 miles).  Through this area, there are 11 locations where other railroads
cross at grade.  These are listed in Table 3.1-1.

Table 3.1-1
RAIL/RAIL CROSSINGS – BETWEEN DWIGHT AND ST. LOUIS

Location Milepost
Crossing
Railroads

Existing Level of
Crossing Traffic*

Controlling
Institution

Chenoa 102.30 TPW Light UP

Bloomington 126.54 Norfolk Southern Light UP

Lincoln 156.80 Illinois Central Light UP

Ridgley 182.80 IM Light UP

Iles 187.40 IC/NS/GWWR Moderate NS

Girard 210.50 BNSF Moderate UP

Godfrey 252.00 GWWR Light UP

Lenox 269.50 GWWR/UP Moderate UP

WR 275.40 Norfolk Southern Heavy TRRA

Jughandle 280.57 GWWR Light TRRA

Q Tower 280.80 TRRA Moderate TRRA

* Light Traffic: less than 10 trains per day; Moderate Traffic: 10 to 50 trains per day; Heavy Traffic: greater than 50 trains per day.

A more detailed description of the alternative alignments evaluated between Chicago and Dwight is provided
below.
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Amtrak Route (Illinois Central/Union Pacific Alignment).  The first alignment will utilize the existing
Amtrak route with a terminus at Chicago Union Station and operate on Amtrak and Illinois Central Joliet Line
tracks between Chicago and Joliet and on UP tracks between Joliet and Dwight. This alignment is double
track between Chicago and Joliet and single track between Joliet and Dwight. Between Chicago and Dwight,
there are approximately 118 route kilometers (73 route miles) of track along this alignment.

Since this alignment is comprised of existing track, no new right-of-way will be required except where grade
separations or frontage/service roads are proposed at existing highway-railroad at-grade crossings.  The
existing right-of-way on this alignment is generally 30 meters (100 feet) wide.  New track construction will
occur within the existing right-of-way and only in the area where a freight siding will be extended. 
Additionally, high-speed rail service on this alignment will not require the construction of any new track
connections.

There are seven locations along this alignment where other railroads cross at grade.  These are listed in Table
3.1-2.

Table 3.1-2
RAIL/RAIL CROSSINGS - ILLINOIS CENTRAL/UNION PACIFIC ALIGNMENT

Location Milepost
Crossing
Railroads

Existing Level of
Crossing Traffic*

Controlling
Institution

Bridgeport 3.50 IC west line Moderate Illinois Central

Panhandle Jct. 5.20 CSX Heavy CSX

Corwith 6.60 BNSF Heavy Illinois Central

LeMoyne 7.90 Belt Railway of
Chicago

Heavy Belt Railway of
Chicago

Argo 13.00 Indiana Harbor
Belt Railroad

Heavy Indiana Harbor
Belt

Joliet 37.50 Metra Rock Island
District

Moderate Metra

Dwight 72.85 Norfolk Southern Light UP

* Light Traffic: less than 10 trains per day; Moderate Traffic: 10 to 50 trains per day; Heavy Traffic: greater than 50 trains per day.

Illinois Central Mainline/Norfolk Southern (Norfolk Southern Alignment).  The Norfolk Southern
alignment will provide access to the proposed SSA site in Peotone.  HSR service on this alignment will operate
on Metra Electric line tracks between downtown Chicago and a point between 23rd Street and 31st Street in
the City of Chicago; Illinois Central (IC) New Orleans mainline tracks between that junction with the Metra
Electric line tracks and Kankakee; and Norfolk Southern (formerly Conrail or Consolidated Rail Corporation
Streator Secondary Line) tracks between Kankakee and Dwight.  At Dwight, this alignment will connect to
the UP tracks.  The distance between the Chicago Randolph Street Station (end of the Metra line) and the UP
tracks in Dwight on this alignment is approximately 137 route kilometers (85 route miles) — five kilometers
(three miles) on Metra Electric track, 84 kilometers (52 miles) on IC track, and 48 kilometers (30 miles) on
Norfolk Southern track. The Metra Electric line consists of three to four tracks through the area where HSR
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service will operate on it.  The IC mainline between the Metra Electric line tracks and Kankakee consists of
one to four main tracks at present.  It originally had four main tracks to Monee and three main tracks from
Monee to Kankakee.  The Norfolk Southern line is single track between Kankakee and Dwight. Figure 3.1-2
shows the number of tracks along this alignment.  The Metra Electric District tracks are located west of and
adjacent to the IC tracks between 18th Street in Chicago and University Park, where the Metra Electric service
terminates.  North of 18th Street, the IC tracks turn to the west and no longer proceed into downtown
Chicago.  There is a separate plan under consideration that would end all IC operations on this corridor north
of around 72nd Street.  If this plan were implemented, the City of Chicago would own the current IC right-of-
way north of the new dividing point.

New track construction will be required to provide a connection between the Metra Electric line and the IC
mainline between 23rd and 31st Streets.  This construction will occur within the existing rights-of-way of
these two lines.  In Kankakee, construction of a new connection will be required to provide access between
the IC and Norfolk Southern tracks.  Construction of this new connection will also require yard modification
and improvements.  The track in this area is currently in poor condition, and coordination with the railroads
will be required for the necessary improvements to be made.  Provision of a connection that will allow trains
to travel at speeds up to 40 mph (65 kph) as well as the other yard improvements would be accommodated
within the existing right-of-way.  In Dwight, a new connection will also be required.  A new 70 mph (110
kph) connection between the Norfolk Southern and UP tracks is proposed that will require additional right-of-
way.  This proposed connection is shown on Figure 3.1-4. A reduction in design speed on this connection
will not substantially reduce the amount of additional right-of-way required.

With the exception of the new track connections, this alignment is comprised of existing track.  In addition to
the new right-of-way that will be required for the Norfolk Southern/UP track connection in Dwight, new
right-of-way will be required for a new freight siding, a new station, and where grade separations or
frontage/service roads are proposed at existing highway-railroad at-grade crossings. Existing railroad rights-
of-way on this alignment are generally 30 meters (100 feet) wide outside of Chicago.  In Chicago, the right-
of-way is wider, but the corridor is shared with Metra trackage.  New track construction will also be required
in the area where new double track will be added.

Along the Illinois Central mainline on this alignment, there is one location where other railroads cross at grade.
 This location is at Kensington/115th Street in Chicago (MP 14.60), where moderate (10 to 50 trains per day)
Chicago, South Shore, and South Bend Railroad traffic, including the Northern Indiana Commuter
Transportation District electric service to South Bend, crosses.  Metra controls this crossing.

Metra Rock Island District Line/Union Pacific (Rock Island District Alignment).  The third alternative
alignment will use the Metra Rock Island District line between the Chicago LaSalle Street Station and Joliet. 
At Joliet, this alignment will switch to the UP and operate on it between Joliet and Dwight.  The distance
between the Chicago LaSalle Street Station and Norfolk Southern/UP junction in Dwight is approximately 123
route kilometers (76 route miles) — 65 kilometers (40 miles) on Rock Island District track and 58 kilometers
(36 miles) on UP track.  The Rock Island District line is double track for its entire length between Chicago
and Joliet.
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Since this alignment is comprised of existing track, no new right-of-way will be required except for a new
station and where frontage/service roads are proposed at existing highway-railroad at-grade crossings.  The
existing right-of-way on this alignment is generally 30 meters (100 feet) wide.  New track construction will
occur within the existing right-of-way and only in the area where a freight siding will be upgraded and
extended.  Additionally, high-speed rail service on this alignment will not require the construction of any new
track connections.  There is an existing connection between the Rock Island District Line and the UP in Joliet.

There are four locations along this alignment where other railroads cross at grade.  These are listed in Table
3.1-3.

Table 3.1-3
RAIL/RAIL CROSSINGS - ROCK ISLAND DISTRICT ALIGNMENT

Location Milepost
Crossing
Railroads

Existing Level of
Crossing Traffic*

Controlling
Institution

16th Street 1.10 Illinois Central Heavy Illinois Central

Englewood 6.70 Norfolk Southern Heavy Metra

Joliet 38.90 Elgin, Joliet &
Eastern Railroad

Moderate Metra

Dwight 72.85 Norfolk Southern Light UP

* Light Traffic: less than 10 trains per day; Moderate Traffic: 10 to 50 trains per day; Heavy Traffic: greater than 50 trains per day.

Alignment Identification:

Although south of Dwight only one alternative alignment is evaluated, frequently throughout this document
when describing issues and impacts, the Chicago to Dwight alternative alignment names are used to represent
an entire alignment between Chicago and St. Louis.  When Chicago - St. Louis corridor alignments are
referred to, the following names are used: Illinois Central/Union Pacific (IC/UP), Norfolk Southern (NS), and
Rock Island District (RID).  Figure 3.1-5 shows these three Chicago - St. Louis alignments and provides
some of the characteristics of each.

Projected travel times through the corridor, based on computer simulation, for each of the alternative
alignments under the HSR alternative, as well as for the No-Build alternative, are listed in Table 3.1-4. The
maximum speeds simulated through each community in the corridor to achieve the projected travel times are
provided in Table 3.1-5.

Double Track and Freight Sidings:

Much of the new construction that will occur with the implementation of HSR service will be that associated
with the provision of double track and freight sidings through portions of the corridor. Additional double track
and freight sidings will be required so that future high-speed trains will be able to meet and pass other high
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Table 3.1-4

NO-BUILD AND HIGH-SPEED RAIL ALTERNATIVE TRAVEL TIMES

High-Speed Rail Alternative High-Speed Rail Alternative

No-Build Existing Scheduled No-Build

(Amtrak) IC/UP Norfolk Southern Rock Island Station Stops (Amtrak) IC/UP Norfolk Southern Rock Island
00:00 00:00 00:00 00:00 Chicago 05:30 03:27 03:29 03:26
00:22 00:20  Summit 04:53 03:07

00:29 Peotone 02:59
00:50 00:37 00:37 Joliet 04:28 02:48 02:48

00:42 Kankakee 02:46
01:24 01:01 01:03 01:01 Dwight 03:53 02:26 02:26 02:26
01:41 01:11 01:14 01:11 Pontiac 03:36 02:15 02:15 02:15
02:10 01:30 01:33 01:30 Bloomington 03:08 01:55 01:55 01:55
02:43 01:53 01:56 01:53 Lincoln 02:35 01:33 01:33 01:33
03:20 02:12 02:15 02:12 Springfield 02:05 01:12 01:12 01:12
04:00 02:40 02:42 02:40 Carlinville 01:20 00:47 00:47 00:47
04:30 03:01 03:04 03:01 Alton 00:50 00:24 00:24 00:24
05:35 03:26 03:29 03:26 St. Louis 00:00 00:00 00:00 00:00

Source: Amtrak, October 1999.
             Sverdrup Civil, Inc., June 1996.

1. No-Build alternative times are for existing Amtrak service trains 305 (Chicago to St. Louis) and 300 (St. Louis to Chicago).  Scheduled Amtrak one-way travel times range from 5:30 and 5:45.
2. High-Speed Rail travel times were estimated assuming an F70 locomotive with Talgo trainset.



 

Chicago 79 (127) 106 (171) 110 (177) 79 (127)

Summit 79 (127) 109 (176)

Willow Springs 79 (127) 104 (168)

Lemont 79 (127) 70 (113)

University Park 79 (127) 110 (177)

Blue Island 79 (127) 90 (145)

Robbins 79 (127) 90 (145)

Midlothian 79 (127) 90 (145)

Oak Forest 79 (127) 90 (145)

Tinley Park 79 (127) 90 (145)

Monee 79 (127) 110 (177)

Peotone 79 (127)  110 (177)

Mokena 79 (127) 90 (145)

New Lenox 79 (127) 90 (145)

Lockport 79 (127) 110 (177)

Joliet 25 (40) 24 (39) 40 (65)

Elwood 79 (127) 93 (150) 93 (150)

Wilmington 60 (97) 85 (137) 85 (137)

Braidwood 79 (127) 110 (177) 110 (177)

Godley 79 (127) 110 (177) 110 (177)

Manteno 79 (127) 110 (177)

Bourbonnais 79 (127) 110 (177)

Bradley 79 (127) 110 (177)

Kankakee 25 (40) 45 (73)

Union Hill 40 (65) 110 (177)

Braceville 79 (127) 110 (177) 110 (177)

Gardner 79 (127) 110 (177) 110 (177)

Dwight 79 (127) 90 (145) 70 (113) 90 (145)

Odell 79 (127) 110 (177)

Cayuga 79 (127) 110 (177)

Pontiac 79 (127) 100 (161)

Chenoa 79 (127) 94 (152)

Lexington 79 (127) 110 (177)

Towanda 79 (127) 110 (177)

Normal 79 (127) 59 (95)

Bloomington 50 (81) 42 (68)

McLean 79 (127) 110 (177)

Atlanta 60 (97) 100 (161)

Lawndale (unincorporated) 70 (113) 109 (176)

Lincoln 79 (127) 99 (160)

Broadwell 79 (127) 122 (197)

Elkhart 79 (127) 124 (200)

Williamsville 79 (127) 124 (200)

Sherman (unincorporated) 79 (127) 125 (202)

Springfield 40 (65) 40 (65)

Chatham 79 (127) 110 (177)

Auburn 79 (127) 110 (177)

Thayer 79 (127) 110 (177)

Virden 79 (127) 110 (177)

Girard 79 (127) 95 (153)

Nilwood 79 (127) 110 (177)

Carlinville 79 (127) 110 (177)

Plainview (unincorporated) 60 (97) 80 (129)

Shipman 79 (127) 105 (169)

Brighton 79 (127) 110 (177)

Unincorporated Jersey County 79 (127) 95 (153)

Godfrey 79 (127) 107 (173)

Alton 70 (113) 95 (153)

East Alton (unincorporated) 79 (127) 100 (161)

Wood River 79 (127) 91 (147)

Hartford 79 (127) 108 (174)

Granite City 79 (127) 110 (177)

Madison 40 (65) 83 (134)

East St. Louis 25 (40) 20 (32)

Source: IDOT, August 1999.

Note:  No-Build speeds represent speed limits; HSR speeds are from computer simulation.

Table 3.1-5
TRAIN SPEEDS ALONG THE HIGH-SPEED RAIL CORRIDOR

in mph (kph)

South of Dwight, High-Speed Rail Service will operate on the same alignment.

No-Build IC/UP NS RID
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-speed trains and freight trains operating in the corridor without slowing down.  This capability is essential if
predicted travel times are to be met.

Between Chicago and Dwight, a section of double track is proposed for the Norfolk Southern alignment on
the IC mainline between MP 41.00 in Peotone and MP 55.00 in Kankakee.  Since the IC/UP and Rock Island
District alignments are currently double track between Chicago and Joliet, no additional areas of double track
will be required with these alignments north of Dwight.  South of Dwight, regardless of which alignment is
used to the north, double track will be required in two locations — between MP 126.35 and MP 126.50 in the
Bloomington/Normal area and between MP 204.55 in Thayer and MP 218.65 near Carlinville.  Construction of
the proposed double track will occur within existing rights-of-way; no additional right-of-way will be
required.

The extension of an existing freight siding will be required for the IC/UP and Rock Island District alternative
alignments along UP track in Wilmington.  The improved siding will extend from MP 54.00 to MP 57.00.  On
the Norfolk Southern alignment, a freight siding is proposed between MP 113.00 and 118.00 on Norfolk
Southern track, primarily through unincorporated Kankakee County.  It is assumed that an additional 15
meters (50 feet) of right-of-way on the south side of the track will be required to accommodate this proposed
freight siding along the Norfolk Southern alignment.  South of Dwight, regardless of which alignment is used
to the north, three areas were identified for future freight sidings.  The first is between MP 158.50 in Lincoln
and MP 168.40 near Elkhart; the second is between MP 238.65 in Shipman and MP 249.30 in Godfrey; and
the third is between MP 259.05 in East Alton and MP 262.90 in Wood River. With the exception of the
proposed freight siding on the Norfolk Southern alignment in Kankakee County, the proposed freight sidings
will be constructed within existing rights-of-way; no additional right-of-way will be required.

Figure 3.1-6 shows the locations of the proposed double track and freight sidings.  Existing freight siding
locations in the corridor are also shown on this figure.

Grade Crossing Treatment:

Regardless of which alternative alignment is analyzed between Chicago and Dwight, at least 310 existing
highway-railroad at-grade crossings will be affected in the Chicago - St. Louis corridor with the
implementation of HSR service.  Between Chicago and Dwight, there are 76 at-grade crossings on the IC/UP
alignment; 64 crossings on the Norfolk Southern alignment; and 104 crossings on the Rock Island District
alignment.  South of the UP/Norfolk Southern junction in Dwight, there are 246 existing at-grade crossings.

Increases in train speed associated with the HSR alternative warrant an increase in the level of grade crossing
protection.  Each of the highway-railroad at-grade crossings in the corridor was reevaluated for this project to
determine what type of warning device or protection should be provided if HSR service were implemented. 
Crossing treatments for locations where train speed is less than 110 mph (180 kph) will generally conform to
the rules and requirements of the ICC, the Manual on Uniform Traffic Control Devices for Streets and
Highways, and Chapter 7 of IDOT’s Bureau of Design and Environment Manual.  FRA guidelines require
“positive protection” (e.g., closure, an approved barrier, or grade separation) be provided at grade crossings
where trains operate between 110 and 125 mph (180 and 200 kph).  The vehicle arresting barrier under
development by IDOT may meet these requirements.  A summary of the methodology used to evaluate and
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recommend a treatment for each at-grade crossing in the corridor is provided in Appendix B. The High-Speed
Rail Corridor: Rail Crossing Analysis (December 1996 and amended in February 2000) describes in complete
detail the analysis of the at-grade crossings in the corridor.  This document is available to interested persons
for review at the IDOT Central Office in Springfield and supersedes the Chicago - St. Louis HSR Study,
Grade Crossing Safety Analysis, prepared for IDOT in 1993 and 1994.

The grade crossing treatments proposed for this project can generally be broken into two categories: close
and open.  Redundant or unnecessary crossings are proposed for closure.  For crossings recommended for
closure where adequate alternative access is not available, a frontage/service road is also proposed. Crossings
that were determined to be necessary are suggested to remain open.  Some of these crossings currently have
adequate warning devices (those that actively warn but do not physically prohibit intrusion), and “no change”
is suggested at these locations.  At other locations, enhanced warning devices will be required.  Enhanced
warning device recommendations include pedestrian bell and flashers, conventional gates, and electric lock
gates.  Protection devices — vehicle arresting barriers — are also suggested for crossings that will remain
open where train speeds exceed 110 mph (180 kph). All at-grade crossings proposed for retention, including
those recommended for “no change”, will be equipped with Constant Warning Time (CWT) circuits, which
measure the speed of an approaching train and activate the warning devices so that they will operate (or the
gates will be down) for the required 20 seconds before the train is at the crossing, regardless of the train
speed. Additionally, at a few locations, grade separations are suggested where traffic volumes are considered
high or where grades are conducive to a separation.

Depending on which alternative alignment is evaluated, two or three grade separations are proposed at existing
highway-railroad at-grade crossings.  Between Chicago and Dwight, a grade separation is proposed on the
IC/UP alignment at 135th Street/Romeoville Road (MP 29.00) near Romeoville and on the Norfolk Southern
alignment at Illinois Route 17 (MP 106.59), west of Kankakee.

South of Dwight, grade separations are proposed at Lazy Row Road (MP 147.60) near Atlanta and at Pontoon
Road (MP 272.70) in Granite City.  Diagrams of the potentially impacted areas at the proposed grade
separation locations are provided on Figure 3.1-7.

Additionally, at two locations in the corridor, grades are conducive for the provision of a corrugated metal
pipe under the railroad tracks, resulting in a grade separation.  The crossings where this type of improvement
is proposed are at MP 33.45, a pedestrian crossing in Lockport along the IC/UP alignment, and at MP 179.60,
a private crossing north of Springfield.  No additional right-of-way will be required to accommodate these
improvements.

A summary of the grade crossing treatment recommendations by county and alignment is provided in Table
3.1-6.  Approximately 26 to 29 percent of the existing at-grade crossings are proposed for closure.  However,
19 to 21 percent of these crossings are for pedestrian use only, and of the vehicular crossings proposed for
closure, approximately 46 to 55 percent are private crossings; twenty-seven to 32 public roads are proposed
for closure.  Table 3.1-7 provides a listing of all the crossings recommended for "close w/frontage road"
along with the length of the proposed frontage/service road.





Table 3.1-6
SUMMARY OF PROPOSED ACTIONS
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County Alignment Railroad      

Cook IC/UP Illinois Central 0 0 1 0 2 8 3 0 4 0 0 0 18

Cook Norfolk Southern ICML 0 0 0 0 0 0 0 1 0 0 0 0 1

Cook Rock Island District Rock Island District 0 0 8 0 0 22 17 0 1 0 0 0 48

Will IC/UP IC/UP 0 6 2 0 1 18 1 0 10 1 0 2 41

Will Norfolk Southern ICML 1 3 0 0 1 5 0 0 1 0 1 0 12

Will Rock Island District RID/UP 0 6 4 0 0 14 4 0 11 0 0 0 39

Kankakee Norfolk Southern ICML/NS 1 10 0 1 5 9 0 0 12 3 0 1 42

Grundy IC/UP, RID Union Pacific 0 5 0 1 2 0 0 0 8 0 0 0 16

Livingston IC/UP, RID Union Pacific 2 3 1 0 4 13 1 1 15 1 0 0 41

Livingston Norfolk Southern NS/UP 2 6 1 0 4 13 1 1 18 3 0 0 49

McLean All Union Pacific 1 3 2 0 4 17 1 0 15 1 0 0 44

Logan All Union Pacific 3 1 0 1 1 11 0 0 2 1 5 1 26

Sangamon All Union Pacific 7 4 0 1 5 27 0 0 9 5 5 1 64

Macoupin All Union Pacific 4 2 1 2 6 12 0 0 15 2 0 0 44

Jersey All Union Pacific 0 0 0 1 0 0 0 0 2 0 0 0 3

Madison All Union Pacific 0 2 1 0 2 12 0 0 4 2 0 1 24

St. Clair All UP/TRRA 0 1 0 0 0 0 0 0 0 0 0 0 1

St. Louis All TRRA 0 0 0 0 0 0 0 0 0 0 0 0 0

Totals for Alternative Alignments  

 IC/UP Alignment 17 27 8 6 27 118 6 1 84 13 10 5 322

 Norfolk Southern Alignment 19 32 5 6 28 106 2 2 78 17 11 4 310

 Rock Island District Alignment 17 27 17 6 24 128 23 1 82 12 10 3 350

Source: De Leuw, Cather & Company, February 2000.

(1) Conventional gates are recommended as an initial safety device.  At many locations, more sophisticated enhanced warning devices could be

      installed depending on local conditions.

(2) Total Crossings:  Total number of crossings for which there are recommendations as of February 2000.

2000 SUGGESTED ACTION



Table 3.1-7

LENGTH OF PROPOSED SERVICE ROADS FOR AT-GRADE CROSSING CLOSINGS

ALONG THE HIGH-SPEED RAIL ALTERNATIVE ALIGNMENTS

in kilometers (miles)

 

Milepost Address County

23.50 Boyer Street Cook 0.2 (0.1)

26.50 Castle Flagstone Cook 1.1 (0.7)

27.25 Unocal Will 0.2 (0.1)

65.50 Maher Road Grundy 0.6 (0.4) 0.6 (0.4)

66.60 Farm Grundy 0.5 (0.3) 0.5 (0.3)

67.95 Farm Grundy 0.6 (0.4) 0.6 (0.4)

42.75 Private Road Will 1.0 (0.6)

51.35 McKnight Road Kankakee 1.0 (0.6)

104.90 Private Road Kankakee 0.3 (0.2)

106.20 Private Road Kankakee 0.5 (0.3)

108.20 Private Road Kankakee 1.1 (0.7)

110.00 Private Road Kankakee 1.3 (0.8)

119.70 Private Road Kankakee 0.6 (0.4)

  South of Dwight, High-Speed Rail Service will operate on the same alignment.

95.00 Farm Livingston 0.5 (0.3)

96.40 Farm Livingston 1.0 (0.6)

96.60 Farm Livingston 0.3 (0.2)

100.30 Farm Livingston 1.0 (0.6)

104.30 Farm McLean 1.0 (0.6)

106.30 Farm McLean 0.6 (0.4)

114.80 Private McLean 0.6 (0.4)

134.90 Farm McLean 1.9 (1.2)

166.20 Farm Logan 1.0 (0.6)

169.80 TR 50A Logan 1.6 (1.0)

193.00 Farm Sangamon 0.6 (0.4)

193.80 Farm Sangamon 0.6 (0.4)

198.10 TR 371 Sangamon 0.8 (0.5)

201.20 Farm Sangamon 0.3 (0.2)

201.70 Farm Sangamon 0.6 (0.4)

202.10 Farm Sangamon 0.3 (0.2)

227.50 Farm Macoupin 0.3 (0.2)

230.10 Farm Macoupin 0.5 (0.3)

234.60 TR 238 Macoupin 1.0 (0.6)

235.60 Farm Macoupin 1.6 (1.0)

236.80 Farm Macoupin 0.6 (0.4)

237.40 Farm Macoupin 0.3 (0.2)

240.60 Farm Macoupin 1.1 (0.7)

244.30 TR 32 Macoupin 1.0 (0.6)

248.00 Terpening Lane Jersey 0.8 (0.5)

266.25 Farm Madison 1.0 (0.6)

268.20 Farm Madison 0.6 (0.4)

TOTAL 25.0 (15.5) 27.6 (17.1) 23.5 (14.6)

Source: De Leuw, Cather & Company, August 1999.

IC/UP Norfolk Southern Rock Island District
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A complete listing of the proposed treatments for each at-grade crossing in the corridor is provided in
Appendix B.

Stations:

All HSR trains will stop at existing stations in Chicago, Bloomington/Normal, Springfield, Alton, and St. Louis.
 It is also possible that some trains will stop at existing stations in Dwight, Pontiac, Lincoln, and Carlinville. 
In Chicago, service on the IC/UP alignment will stop at Union Station; service on the Norfolk Southern
alignment will stop at Randolph Street Station; and service on the Rock Island District alignment will stop at
LaSalle Street Station.  Existing available parking facilities associated with or in the vicinity of these stations
will be sufficient to accommodate the projected parking demand. Since Amtrak operates out of Union Station
in Chicago, passenger connections with other Amtrak routes will be less convenient with the Norfolk
Southern and Rock Island District alignments.

Between Chicago and Dwight, there will be at least one additional stop on each of the alternative alignments. 
Under the IC/UP and the Rock Island District alignments, HSR service will stop at Joliet Union Station.  Under
the Norfolk Southern alignment, there will be a stop in the Peotone area if the SSA is constructed.  HSR
service will also stop at a new station in Kankakee along the Norfolk Southern alignment.

With the Rock Island District alignment at Joliet Union Station, provision of new platforms, access to the
station, and approximately 60 parking spaces will be required, as no direct access to the tracks proposed for
HSR service is currently available.  Stops in either Peotone or Kankakee with the Norfolk Southern alignment
will require construction of a new station.  The Peotone station site will be on the east side of the IC mainline
tracks, north of Peotone, and part of the airport development.  The Kankakee station site is proposed for the
northwest quadrant of the IC mainline/Norfolk Southern crossing and will require approximately 60 parking
spaces.  Potential impacts associated with the construction of new or improved station facilities in Joliet and
Kankakee are addressed in this document.  Figure 3.1-8 shows the areas that will potentially be impacted by
station construction in Joliet and Kankakee.

All of the current Amtrak stop locations are being considered for either complete service or partial service,
except for Summit.  Ridership demand at the Summit station, less than 11 boardings and alightings per day in
1996, was considered too low to warrant a stop.

Summary of Construction Requirements by Area:

Table 3.1-8 summarizes the construction and additional right-of-way that will be required with the HSR
alternative for each alignment.

3.1.2.2 Costs

Capital costs were developed for each HSR alternative alignment.  Projected costs for construction, grade
crossing treatment improvements, rolling stock, a maintenance facility, and right-of-way acquisition are
presented in Table 3.1-9.  These costs are in 1998 dollars and range from $289.4 million for the Rock Island
District alignment to $369.9 million for the Norfolk Southern alignment.





Table 3.1-8

SUMMARY OF CONSTRUCTION REQUIREMENTS BY AREA

Item IC/UP Norfolk Southern Rock Island District

CHICAGO - DWIGHT

Track Connections

Location None 31st St./Kankakee/Dwight None

Additional Right-of-Way - Hectares (Acres) 0 (0) 0/0/3 (0/0/8) 0 (0)

Stations    

Location None Kankakee - New Station Joliet - Platform/Parking

Additional Right-of-Way - Hectares (Acres) 0 (0) 1 (3) 1 (2)

Double Track

Kilometers (Miles) 0 (0) 22.6 (14.0) 0 (0)

Additional Right-of-Way - Hectares (Acres) 0 (0) 0 (0) 0 (0)

Freight Sidings

Kilometers (Miles) 4.8 (3.0) 8.1 (5.0) 4.8 (3.0)

Additional Right-of-Way - Hectares (Acres) 0 (0) 12 (30) 0 (0)

Grade Separations

Number 2 1 0

Additional Right-of-Way - Hectares (Acres) 9 (21) 2 (5) 0 (0)

Service Roads

Number 6 7 3

Kilometers (Miles) 3.2 (2.0) 5.8 (3.6) 1.7 (1.1)

Additional Right-of-Way - Hectares (Acres) 5 (12) 9 (21) 3 (7)

DWIGHT - ST. LOUIS

Double Track

Kilometers (Miles) 19.8 (12.3) 19.8 (12.3) 19.8 (12.3)

Additional Right-of-Way - Hectares (Acres) 0 (0) 0 (0) 0 (0)

Freight Sidings

Kilometers (Miles) 35.3 (21.9) 35.3 (21.9) 35.3 (21.9)

Additional Right-of-Way - Hectares (Acres) 0 (0) 0 (0) 0 (0)

Grade Separations

Number 3 3 3

Additional Right-of-Way - Hectares (Acres) 3 (8) 3 (8) 3 (8)

Service Roads

Number 27 27 27

Kilometers (Miles) 21.8 (13.5) 21.8 (13.5) 21.8 (13.5)

 Additional Right-of-Way - Hectares (Acres) 33 (81) 33 (81) 33 (81)

Total Additional R/W Required - Hectares (Acres) 49 (121) 63 (156) 39 (97)

Source: De Leuw, Cather & Company, February 2000.



Chicago - St. Louis High-Speed Rail Project Alternatives
Draft Environmental Impact Statement 3-28

Table 3.1-9
ESTIMATED CAPITAL COSTS FOR HIGH-SPEED RAIL ALIGNMENTS

(1998 - $Millions)

Alignment

IC/UP Norfolk Southern Rock Island

Civil (1) 148.3 207.7 132.3

Grade Crossing Treatment 37.2 37.4 33.0

Rolling Stock (2) 108.5 108.5 108.5

Maintenance Facility (2) 15.1 15.1 15.1

Right-of-Way 3.2 1.2 0.5

Total 312.3 369.9 289.4

Source: Illinois Department of Transportation, September 1998.
De Leuw, Cather & Company, February 2000.
Sverdrup Civil, Inc., January 1997.
Applied Real Estate Analysis, Inc., January 1997.

(1) Includes earthwork, structures, track, and signals.
(2) Chicago - St. Louis High Speed Rail Financial and Implementation Plan costs modified and adjusted to 1998 dollars.

3.2 ALTERNATIVES CONSIDERED AND DISMISSED

As introduced at the beginning of this section, 140 mph (225 kph) electric and 90 mph (145 kph) diesel
alternatives for the Chicago - St. Louis corridor were analyzed in this study or previous studies and dismissed
because they would result in greater adverse impact, would be too expensive to construct, or would not
provide service as effective as the HSR alternative still under consideration.  A discussion of these alternatives
and the reasons for their dismissal is provided below.

3.2.1 140 MPH (225 KPH) Electric Service

A 140 mph (225 kph) electric high-speed rail system would require the installation of an overhead catenary
system to provide power to electric locomotives.  To provide power to the catenary system, substations
would be required along the corridor.  Together, these two items alone would add over $400 million to the
capital costs.  Additionally, all highway-railroad at-grade crossings in areas where train speeds exceed 125
mph (200 kph) would have to be closed or grade separated in accordance with FRA guidelines.

A 140 mph (225 kph) system would allow for shorter travel times than the 110 to 125 mph (180 to 200 kph)
system still under consideration.  Trip time estimates developed for the Financial and Implementation Plan
indicate that a Chicago - St. Louis corridor one-way trip under the 140 mph (225 kph) system would take six
minutes less than a one-way trip with 125 mph (200 kph) service. However, capital costs associated with the
140 mph (225 kph) system were projected to be twice as much as the 110 to 125 mph (180 to 200 kph) non-
electric system, primarily because of the cost associated with electrifying the corridor.  Closing or grade
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separating approximately 50 percent of the at-grade crossings in the corridor would also disrupt traffic, as
many of these crossings accommodate over 2,500 vehicles per day, and add substantially to the cost of this
system, with a typical grade separation costing approximately $3 million.

Ridership and financial analyses prepared for the Financial and Implementation Plan indicate that the added
revenues associated with the six minute time savings between Chicago and St. Louis would not be sufficient
to support the additional costs of an electrified system.  The 140 mph (225 kph) electric system was dropped
from further consideration because of the substantially higher costs associated with electrification of the
corridor and the grade crossing treatments.  These additional costs were projected to result in only nominal
HSR service improvements.

3.2.2 90 MPH (145 KPH) Diesel Service

A 90 mph (145 kph) high-speed rail service was also evaluated as an option for the corridor. However, this
system would require many of the improvements associated with the 110 to 125 mph (180 to 200 kph)
alternative, while providing a much smaller service improvement.  Projected end-to-end travel time with a
maximum speed of 90 mph (145 kph) is approximately 4.25 hours.  Of the estimated capital costs listed in
Table 3.1-9 for the 110 to 125 mph (180 to 200 kph) HSR alternative, only costs associated with grade
crossing treatments would be reduced with the 90 mph (145 kph) alternative. With a top operating speed of
90 mph (145 kph), no vehicle arresting barriers would be required between Lincoln and Springfield, where
125 mph (200 kph) service is proposed with the 110 to 125 mph (180 to 200 kph) alternative.  Provision of
conventional gates, instead of VABs, in this area would reduce costs by approximately one percent ($4
million).

Based on this information, the 90 mph (145 kph) alternative was dropped from further consideration.

3.3 ALIGNMENTS CONSIDERED AND DISMISSED

In addition to the three alignments described in Section 3.1.2.1, Alignment Options, several other alignments
were evaluated for this project and dismissed because they would result in greater environmental impacts or
would not provide service as effective as the other alignments.  A discussion of the dismissed alignments and
the reasons for their dismissal is provided below.

3.3.1 Atchison Topeka & Santa Fe Alternative Alignment through Lockport

As a modification to the IC/UP alternative alignment, an alignment was considered to avoid impacting the
downtown historic district and existing highway-railroad at-grade crossings in Lockport. Three connection
alternatives between IC tracks and the Atchison Topeka & Santa Fe (ATSF, now merged with Burlington
Northern and called BNSF) tracks were evaluated between Lemont and Lockport to essentially provide a
bypass of Lockport.  This alternative alignment would use the same tracks as proposed under the IC/UP
alignment north of Lemont and south of Joliet as the BNSF rejoins the IC south of Lockport in Joliet. 
Implementation of any of these connections would require the addition of a single track on the BNSF mainline
to avoid conflict with existing freight operations and a new crossing of the Illinois and Michigan (I&M) Canal.
 Figure 3.3-1 shows the location of these alternatives.  The estimated cost for these options ranged from
$15.1 million to $16.7 million (in 1996 dollars).

Portions of the I&M Canal were designated as a National Historic Landmark and placed on the National
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Register of Historic Places (NRHP) in 1966.  Since then, the original boundaries of the historically significant
areas have not been amended, although it is generally acknowledged that other segments of the I&M Canal in
Cook and Will Counties are eligible for listing as a National Historic Landmark on the NRHP.  The first two
BNSF connection alternatives just outside of Lemont would cross the I&M Canal in areas not listed, but
eligible for listing, on the NRHP.  (See coordination from the Deputy State Historic Preservation Officer in
Appendix C-1.)  The third connection alternative, south of 135th Street, would cross the I&M Canal and
recreation trail/bike path in an area that has been designated as a National Historic Landmark and placed on the
NRHP.

Impacts associated with a new crossing of the I&M Canal, with the potential impact areas either listed or
eligible for listing on the NRHP, would result in impacts to 4(f) property and prohibit selection of this
alternative if a reasonable and prudent alternative to the alignment exists.  The IC/UP alternative alignment
selected for evaluation under the HSR alternative in this DEIS is considered a reasonable and prudent
alternative, and no 4(f) property will be impacted by this alignment between Lemont and Joliet.

The BNSF alternative alignment options were not considered further because of the potential impacts to the
I&M Canal and the additional costs associated with crossing the Canal and adding a third track to the BNSF
mainline.  Use of the BNSF between Joliet and Chicago would eliminate the need for an I&M Canal crossing. 
However, a single track would still have to be added to the mainline throughout the entire alignment.  The
physical and financial constraints associated with the provision of an additional track were determined to be
prohibitive.

3.3.2 Merchants Bridge/Amtrak Alternative Alignment into St. Louis

The current Amtrak route between Granite City and St. Louis was considered as a HSR alternative alignment.
 This route uses Merchants Bridge to cross the Mississippi River (See Figure 3.1-3). Operational analyses
indicate that service on this alignment would be 20 minutes slower than the HSR alternative alignment using
MacArthur Bridge currently considered.  This is primarily because of the circuity of the alignment and the
numerous (about 20) highway-railroad at-grade crossings in Missouri. Therefore, this alternative was
dismissed from further consideration.

3.3.3 Toledo Peoria & Western Peotone Alternative Alignment

The Toledo Peoria & Western (TPW) alternative alignment is one of two additional alignments evaluated that
could provide access to the SSA site in the Peotone area along the IC New Orleans mainline through Peotone.
This alignment would consist of the Metra Electric tracks between downtown Chicago and a point between
23rd Street and 31st Street in the City of Chicago and the IC mainline between the junction with the Metra
Electric line and Gilman, located approximately 32 kilometers (20 miles) south of Kankakee.  At Gilman, this
alignment would proceed west using a 65-kilometer (40-mile) segment of TPW track to connect with the UP
in Chenoa.  South of Chenoa, the same track as proposed for use under the three alternative alignments still
under consideration would be used.  Figure 3.3-2 shows the location of this alternative alignment between
Chicago and Chenoa.
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The TPW route is approximately eight kilometers (five miles) longer than the Norfolk Southern alignment and
would require substantially more upgrading to safely carry high-speed passenger trains. Trains using the
current track are restricted by a 40-mph (65-kph) speed limit. Track upgrading costs associated with this
alignment were estimated to be approximately $9 million more than for the Norfolk Southern alignment.  The
TPW tracks also pass through the center of an additional seven small communities, in Ford, Livingston, and
McLean Counties, and approximately 10 to 15 more grade crossings would be impacted under this option
than with the Norfolk Southern.  Since projected end-to-end travel time and estimated capital cost are greater
than those projected for the Norfolk Southern alignment, this alignment was dismissed from further
consideration.

3.3.4  New Alternative Alignment between Peotone and Wilmington
 
This alignment is the second of the additional alternative alignments evaluated and dismissed that could
provide access to the proposed SSA site in Peotone.  This alignment would consist of the same track —
Metra Electric and IC New Orleans mainline — as proposed for the Norfolk Southern alignment between the
downtown Chicago Randolph Street Station and a point approximately 2.4 kilometers (1.5 miles) north of
Peotone. Between this point north of Peotone and Wilmington, a new railroad alignment, approximately 32
kilometers (20 miles) in length, was evaluated.  South of Wilmington, the same track as proposed for use with
the IC/UP and Rock Island District alignments would be used. This new alignment between Chicago and
Wilmington is shown on Figure 3.3-2; a more detailed depiction of the alignment between Peotone and
Wilmington is provided on Figure 3.3-3.

For the proposed new alignment between Peotone and Wilmington, new track construction would be
required, with a minimum right-of-way width of 30 meters (100 feet) identified.  As part of this construction,
connections to the IC mainline north of Peotone and to the UP in Wilmington would be required. Additionally,
the new alignment would cross 21 existing roadways and two private driveways.  Thirteen of these potential
crossings were identified as locations for potential grade separations, and 10 were identified for closure.

This alignment would be eight kilometers (five miles) shorter than the Norfolk Southern alignment between
Chicago and St. Louis. With each crossing either grade separated or closed, trains could also operate at 125
mph (200 kph) between Peotone and Wilmington.  As a result, end-to-end travel times on the new alignment
would be approximately six to nine minutes less than along any of the three alignments still under
consideration.  However, in comparison to the Norfolk Southern alignment which would provide similar
service with access to the SSA site, the new alignment was estimated to cost an additional $50 million while
resulting in more environmental impacts, particularly relative to agriculture and land acquisition.

The associated environmental impacts and additional capital investment required with this alignment were
determined to be greater than the benefits of reducing end-to-end travel time by six to nine minutes. 
Therefore, the new alignment was dismissed from further consideration.
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Section 4
TRANSPORTATION IMPACTS

This section summarizes the transportation impacts expected under the No-Build and High-Speed Rail (HSR)
alternatives.  Year 2010 ridership projections and operating revenues for passenger rail service are presented
for each alternative.  Projected annual person trips for air, bus, and automobile intercity travel are also
presented.  Information on operating costs per person-kilometer (person-mile) is presented and used to
compare the different travel modes in the HSR corridor under each alternative. In addition to the intercity
passenger information, impacts to future freight and commuter rail operations and vehicular traffic are
discussed, including impacts from construction and vehicular impacts associated with the changes proposed
at the highway-railroad at-grade crossings in the corridor.

4.1 PROJECTED RIDERSHIP AND OPERATING REVENUE
FOR RAIL PASSENGER SERVICE

4.1.1 Projected Ridership

Ridership projections for the High-Speed Rail alternative were developed as part of the Financial and
Implementation Plan and were presented in the Ridership Forecast Technical Report (Wilbur Smith
Associates, 1994).  These forecasts were used when evaluating alternatives in this Draft Environmental
Impact Statement (DEIS).  The model used to develop the HSR projections predicted the total traffic
generated along each alignment based on growth factors that reflected change in socio-economic factors such
as population, employment, and income, as well as travel growth factors for different modes.  For each HSR
alternative alignment, trips were distributed among travel modes based on access/egress cost, access/egress
time, terminal time, in-vehicle travel time, frequency of departure, and fares.  Since the HSR forecasts were
developed, additional computer simulation of HSR operations has been conducted. As a result of this
additional analysis, simulated end-to-end running times have increased from six to 11 minutes on the
alternative alignments.  Ridership forecasts, however, were not adjusted to reflect this change in operating
time.

No-Build alternative projections were not developed as part of these earlier efforts.  For the evaluation
presented in this document, 2010 No-Build forecasts were developed.  Future person trips in the corridor
under the No-Build alternative were assumed to be the same as the total person trips projected for the Illinois
Central/Union Pacific (IC/UP) alignment under the HSR alternative minus the induced HSR travel.  The
existing mode share factors, as described in Section 2.3 Transportation Facilities and Services, were assumed
to be similar for the 2010 No-Build alternative and were applied to the total person trips to determine person
trips by mode.

Additionally, when the HSR alternative ridership forecasts were developed, the Rock Island District alignment
was not considered.  Therefore, no forecasts were developed for this alignment.  For the purpose of
evaluation in this document, projected ridership on the Rock Island District alternative alignment is assumed to
be the same as that projected for the IC/UP alternative alignment.  The difference in Chicago - St. Louis HSR



Chicago - St. Louis High-Speed Rail Project Transportation Impacts
Draft Environmental Impact Statement 4-2

travel times between the IC/UP alignment and the Rock Island District alignment is approximately one minute,
and service on either of these alignments would stop at the same stations.  Therefore, ridership forecasts
should be similar between the two alignments.

No-Build Alternative:  Based on the developed forecasts, rail passenger ridership in the corridor will increase
50 percent from 1998 by the year 2010 to 406,000 annual passengers under the No-Build alternative. This
ridership increase reflects overall population and travel demand growth in the corridor.  The No-Build
alternative is not projected to divert additional travelers from other modes, as this alternative is a continuation
of existing Amtrak service.

High-Speed Rail Alternative:  Under each of the three HSR alternative alignments, projected rail passenger
ridership is substantially higher than ridership projected under the No-Build alternative. Projected ridership is
approximately 1.3 million annual passengers under each of the HSR alternative alignments.

The projected HSR ridership level is over three times greater than for rail passenger service projected for the
No-Build alternative.  Increased train speeds will result in rail passenger service being a more viable
transportation mode in the corridor.  As such, most of this additional ridership can be attributed to travelers
diverting from other modes of travel to HSR because of the enhancements in service.  HSR implementation on
any of the proposed alternative alignments will not substantially change the total number of person trips along
the corridor.  It is projected that approximately 65 percent of HSR passengers in the year 2010 will be
travelers diverted from other modes.  Thirty-two percent of the ridership will be generated from existing rail
ridership and projected growth, while approximately three percent will be realized from induced demand.  The
three largest rail market pairs along the corridor are Chicago to St. Louis, Chicago to Bloomington, and
Chicago to Springfield for all of the alignments under consideration.

Table 4.1-1 lists the 2010 ridership projections for the No-Build alternative and each of the HSR alternative
alignments.

4.1.2 Operating Revenue

Projected year 2010 operating revenues were developed based on the ridership forecasts.  Fare data and
projected revenues are in 1991 dollars.

No-Build Alternative:  Operating revenue under the No-Build alternative was estimated to be $7.8 million
using fares ranging from $5.00 to $19.50 per passenger trip.  One-way fares between Chicago and St. Louis
and between Chicago and Springfield were both $19.50 per passenger trip (Wilbur Smith Associates, 1994). 
As with the current Amtrak fare structure, no differentiation in fare was assumed for business and non-
business travel.  This compares with 1999 one-way fares of $34.00 between Chicago and St. Louis and
$30.00 between Chicago and Springfield.



Table 4.1-1
2010 ANNUAL RAIL RIDERSHIP PROJECTIONS

Alternative
High-Speed Rail

Type of Trips No-Build IC/UP Norfolk Southern Rock Island District

Business  
     Base 69,300 69,300 70,300 69,300
     Growth 42,700 42,700 43,300 42,700
     Diverted 310,800 311,000 310,800
     Induced 16,400 15,800 16,400
Sub-Total 112,000 439,200 440,400 439,200

Non-Business
     Base 201,700 201,700 204,500 201,700
     Growth 92,300 92,300 93,600 92,300
     Diverted 534,600 531,800 534,600
     Induced 27,900 27,900 27,900
Sub-Total 294,000 856,500 857,800 856,500

Total Ridership 406,000 1,295,700 1,298,200 1,295,700

Source: Wilbur Smith Associates, Chicago - St. Louis High Speed Rail Corridor Study Ridership Forecast Technical Report, June 1994; updated by DCCO, August 1999.

Notes:
1.     The No-Build alternative assumes the same growth rate as for the IC/UP alternative alignment.
2.     High-Speed Rail ridership estimates assume travel times between Chicago and St. Louis of 3:21 on IC/UP and 3:18 on Norfolk Southern.
3.     Rock Island District projections assumed to be the same as IC/UP.
4.     Rail fares for the Chicago - St. Louis trip: $65 (Business) and $47 (Non-business).
5.     Air fares for the Chicago - St. Louis trip: $150 (Business) and $115 (Non-Business).
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High-Speed Rail Alternative:  A two-tier fare structure was assumed for the HSR alternative with one-way
business fares per passenger trip ranging from $15.00 to $65.00 dollars and one-way non-business fares
ranging from $13.00 to $47.00.  The business and non-business fares assumed for Chicago to Springfield
service were $62.00 and $39.00 dollars, respectively, and were only slightly lower than the fares between
Chicago and St. Louis.  Revenue projections for the HSR alternative alignments were approximately eight
times greater than the No-Build alternative and were approximately $62 million annually (Wilbur Smith
Associates, 1994).  Among the HSR alternative alignments, the revenue projections are proportional to the
ridership projections.

4.2 PROJECTED OPERATING COSTS

Data on operating costs per person-kilometer (person-mile) were obtained for each of the four modes of
travel evaluated in the HSR corridor.  The operating costs for automobile, air, and bus are based on national
averages.  The rail operating costs assumed for the No-Build alternative are current Chicago - St. Louis
Amtrak costs.  For the HSR alternative, operating costs were calculated by dividing the $32 million (1994
dollars) operating cost estimate from the Financial and Implementation Plan by the approximately 460 million
person-kilometers (285 million person-miles) of travel projected for the corridor, derived from ridership
estimates.  A three percent annual escalation rate could be used to convert these costs to current year dollars.
 The operating costs per person-kilometer (person-mile) in 1994 dollars are listed below.  For automobile, the
operating cost reflects the cost of gasoline only.

Rail:
No-Build Alternative $0.11 ($0.17)
High-Speed Rail Alternative $0.07 ($0.11)

Air: $0.07 - $0.11 ($0.11 - $0.18)

Bus: $0.04 - $0.10 ($0.06 - $0.16)

Automobile: $0.04 ($0.07)

These figures indicate that rail operating costs under the HSR alternative will be more competitive with the
other three modes of travel than with the No-Build alternative.

4.3 IMPACTS TO INTERCITY PASSENGER SERVICE

Total person trips in the corridor are projected to increase to 45 to 47 million by the year 2010.  This
represents an approximately 27 percent increase over existing (1998) corridor person trips.  Projected annual
person trips in the corridor for the year 2010 are presented by mode in Table 4.3-1.

4.3.1 Passenger Rail Service

No-Build Alternative:  Under the No-Build alternative, the Amtrak routes operating in the HSR corridor will
remain unchanged.  Although ridership is projected to increase on these routes, the increases will be
proportional to travel demand growth in the corridor.  Therefore, it is anticipated that



Table 4.3-1
EXISTING AND PROJECTED (2010) ANNUAL PERSON TRIPS

HIGH-SPEED RAIL PROJECTIONS FOR ALL TRAVEL MODES (1,000'S) WITH CHICAGO - JOLIET AND ST. LOUIS - ALTON MARKETS

Alternative
High-Speed Rail

Existing (1998) No-Build IC/UP Norfolk Southern Rock Island District
Mode Trips Percent Trips Percent Trips Percent Trips Percent Trips Percent

Rail 271 0.8 406 0.9 1,296 2.9 1,298 2.8 1,296 2.9

Air 1,109 3.2 1,391 3.1 875 2.0 871 1.9 875 2.0

Bus 98 0.3 211 0.5 178 0.4 171 0.4 178 0.4

Auto 33,675 95.8 42,750 95.5 42,454 94.8 44,640 95.0 42,454 94.8
TOTAL 35,153 100.0 44,758 100.0 44,803 100.0 46,980 100.0 44,803 100.0

HIGH-SPEED RAIL PROJECTIONS FOR ALL TRAVEL MODES (1,000'S) WITHOUT CHICAGO - JOLIET AND ST. LOUIS - ALTON MARKETS
Alternative

High-Speed Rail
Existing (1998) No-Build IC/UP Norfolk Southern Rock Island District

Mode Trips Percent Trips Percent Trips Percent Trips Percent Trips Percent

Rail 271 2.8 406 3.5 1,296 11.2 1,298 10.8 1,296 11.2
Air 1,109 11.3 1,391 12.0 875 7.5 871 7.3 875 7.5
Bus 98 1.0 211 1.8 178 1.5 171 1.4 178 1.5
Auto 8,350 85.0 9,552 82.6 9,265 79.8 9,662 80.5 9,265 79.8
TOTAL 9,828 100.0 11,560 100.0 11,614 100.0 12,002 100.0 11,614 100.0

Source: Wilbur Smith Associates, Chicago - St. Louis High Speed Rail Corridor Study Ridership Forecast Technical Report, June 1994; updated by DCCO, August 1999.
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passenger rail service will continue to account for a similar share — approximately one percent — of the
annual corridor person trips.

High-Speed Rail Alternative:  With the implementation of high-speed rail service, the three Chicago - St.
Louis Amtrak round trips will be replaced by eight HSR round trips between these two cities.  HSR ridership
is projected to be approximately three times greater than under the No-Build alternative.  It is expected that
this additional ridership will come primarily from travelers diverting from other modes of travel. As a result,
2010 intercity passenger rail service is projected to account for nearly three percent of the annual corridor
person trips.

The Chicago to Joliet and St. Louis to Alton travel markets are comprised of short, largely commuter based
trips taken almost exclusively by automobile.  If these markets are not included in the annual person trip
analysis, HSR trips will account for approximately 11 percent of corridor trips.  This number provides a more
accurate representation of the intercity travel market between Chicago and St. Louis.

It is not anticipated that implementation of high-speed rail service will result in a change in the number of
trains operating daily on the Amtrak Chicago - Carbondale - New Orleans route.  However, if the Norfolk
Southern alignment were chosen, scheduling modifications may be necessary to eliminate conflicts between
HSR and Amtrak Chicago - Carbondale - New Orleans service.

4.3.2 Passenger Air Service

No-Build Alternative:  Under the No-Build alternative, air travel in the corridor is projected to increase 25
percent from existing (1998) conditions to approximately 1.4 million trips for the year 2010.  Based on this
projection, air travel will continue to account for approximately three percent of the annual corridor person
trips.

High-Speed Rail Alternative:  If HSR service were implemented, 2010 projections indicate that approximately
58 percent of the additional rail passengers will be those diverting from air travel.  As a result, total air travel
person trips in the corridor are projected to be approximately 870,000 to 875,000 and will account for
approximately two percent of the annual corridor person trips.

These projections indicate that HSR passenger service will provide a viable alternative to air travel in the
corridor from the intermediate airports at Springfield and Bloomington and, to a lesser extent, from St. Louis.

4.3.3 Passenger Bus Service

No-Build Alternative:  Under the No-Build alternative, bus ridership is projected to increase 115 percent to
211,000 annual person trips in the year 2010.  Even with this substantial increase, bus travel will only account
for 0.5 percent of the total annual person trips in the Chicago - St. Louis corridor. This represents a slight
increase from its current share of 0.3 percent of total person trips.

High-Speed Alternative:  If HSR service were implemented, some of the projected bus travellers will divert to
enhanced passenger rail service.  Projected bus ridership under the HSR alternative range from 170,000 to
180,000 annual person trips.  At these levels, bus travel will account for approximately 0.4 percent of the total
annual person trips in the corridor.
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4.4 IMPACTS TO AUTOMOBILE TRAVEL

No-Build Alternative:  Intercity travel by automobile is projected to increase by approximately 27 percent by
the year 2010.  With this projected increase, automobile travel will continue to account for approximately 95
percent of travel in the Chicago - St. Louis corridor.  Table 4.3-1 lists the projected 2010 automobile person
trips in the HSR corridor for each alternative.

High-Speed Rail Alternative:  High-speed rail projections indicate that approximately 33 percent of additional
rail ridership will be from travellers diverting from automobile travel.  While this is a substantial percentage of
additional rail travellers, automobile travel will still account for approximately 95 percent of annual person trips
in the HSR corridor.

4.5 ADDITIONAL IMPACTS TO RAIL OPERATIONS

4.5.1 Freight Traffic

No-Build Alternative:  No changes to existing freight operations will be required with the No-Build alternative.
 Except on the IC/UP alignment, existing freight traffic was assumed for the year 2010.  As part of the Union
Pacific (UP)/Southern Pacific (SP) merger, freight traffic on the IC/UP alignment is planned to be decreased
in the HSR corridor (Surface Transportation Board, 1996).  These planned changes are reflected in Table 4.5-
1 which shows the number of trains that will operate in the corridor in the year 2010 on tracks that could be
used by HSR trains.  Between Chicago and Joliet and Springfield and East St. Louis, six freight trains will
operate each day.  Between Joliet and Springfield, no more than three freight trains are planned each day.

High-Speed Rail Alternative:  Implementation of HSR is not expected to result in a change in the number of
freight trains operating in the Chicago - St. Louis corridor daily.  The same number of daily freight trains
assumed under the No-Build alternative is assumed for the HSR alternative.  Some freight train scheduling
modifications may be required to prevent conflicts with HSR service.  Following standard railroad operating
procedures, high-speed passenger trains will receive scheduling priority over freight trains.  The increased
frequency of passenger trains will further restrict rail time available for freight movements.  Since high-speed
operations will occur primarily during the daytime, some new or existing freight trains may have to be
rescheduled for nighttime travel.

4.5.2 Commuter Rail Service

No-Build Alternative:  Commuter rail service in the Chicago area currently operates on the Illinois Central
(IC) Joliet Line, IC mainline, and the Rock Island District.  No other commuter rail service operates in the
corridor.  Since Amtrak service will remain the same under the No-Build alternative, no impacts to commuter
rail service are anticipated.  Future commuter rail service is assumed to be the same as existing service for the
purpose of this analysis.



Table 4.5-1
FUTURE NUMBER OF DAILY TRAINS OPERATING IN HIGH-SPEED RAIL CORRIDOR

Alternative

High-Speed Rail

No-Build  IC/UP Norfolk Southern Rock Island District

Railroad (Location) Passenger Freight Metra Passenger Freight Metra Passenger Freight Metra Passenger Freight Metra

IC-Joliet Line       
Chicago to Joliet 6 6 6 16 6 6

Union Pacific (and TRRA)
Joliet to Dwight 6 2 16 2  16 2
Dwight to Bloomington 6 2 16 2 16 2 16 2
Bloomington to Springfield 6 3 16 3 16 3 16 3
Springfield to St. Louis 6 6 16 6 16 6 16 6

Metra Electric Line
Randolph St. to 31st Street   181 16  181    

Illinois Central Mainline   
31st Street to Kankakee 4 12 20 12

Norfolk Southern  
Kankakee to Dwight 5 16 5

Rock Island District Line
LaSalle St. to Gresham 68  16 68
Gresham to Blue Island 24  16 24
Blue Island to New Lenox 3 46  16 3 46
New Lenox to Joilet 3 45  16 3 45

Compiled by De Leuw, Cather & Company, August 1999.
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High-Speed Rail Alternative:  Implementation of HSR service will not result in changes in the number of
commuter trains operating daily.  However, under the HSR alternative, additional intercity passenger trains will
operate, potentially impacting commuter rail service.  Commuter rail schedules were evaluated to determine
how much of an impact HSR service will have on commuter service. HSR operation on the IC/UP alignment
will operate on the same tracks as the Metropolitan Rail Corporation (Metra) Heritage Corridor Line between
Chicago Union Station and Joliet.  With the Norfolk Southern alignment, HSR service will operate on the
tracks used by the Metra Electric Line and the South Shore Line between Chicago Randolph Street Station
and 31st Street in Chicago.  Additional conflicts could occur with the Norfolk Southern alignment where HSR
trains will switch between IC mainline tracks and Metra tracks and where the South Shore service crosses
the IC mainline at Kensington.  HSR service on the Rock Island District alignment will operate with Metra
Rock Island District service between Chicago LaSalle Street Station and Joliet.

Rail simulation conducted for this project indicates that one evening peak hour commuter train on the Metra
Electric Line will have to be rescheduled to eliminate a potential conflict under the Norfolk Southern
alignment.  No rescheduling of Metra commuter trains will be required for HSR service on the IC/UP or Rock
Island District alternative alignments.

4.5.3 Construction Related Impacts on Railroad Operations

No-Build Alternative:  Under the No-Build alternative, construction will be limited to regular maintenance
activities.  Therefore, impacts to railroad operations will be minimal.

High-Speed Rail Alternative:  In general, construction activities for HSR improvements will result in two
types of impacts.  The first impact will be the requirement to reduce the operating speeds through the
construction zones that will add to rail travel time and cost.  The second impact will be the need to adjust the
schedule of existing operations to create windows of opportunity for construction activities which require
temporary shut down of rail operations on selected track sections for limited time.

Since the main UP track between Joliet and East St. Louis has been recently upgraded, the primary
construction activity that will impact rail operations is the construction of double track passing sections, new
freight sidings, new track connections, and grade separations and work related to improvement of the
remaining at-grade crossings.  Slow orders will be imposed in the areas where these improvements will be
made.

Schedule adjustments will be required when construction activities will either directly impact the mainline
track, such as when the new turnouts are being placed for the passing sections and new sidings, or when
there is a potential safety risk, such as during the construction of the highway bridge superstructure over the
tracks.  Some of these activities may require up to eight hours of continuous track closure.

The extent of delays and the frequency of disruptions to the existing rail operations will depend on the type of
improvements recommended and the proposed schedule for the implementation of these improvements.  If an
aggressive schedule is adopted, there will be substantial impact for a relatively short time period of two to
three years, before the new service is fully operational.  On the other hand, if a slow, incremental approach is
adopted, whereby the improvements are spread out over a 10 to 15 year period, the impact of each individual
improvement may not be much greater than that of the normal maintenance activity under existing conditions.

The exact nature of these impacts will vary depending on which alignment is selected.
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4.6 ADDITIONAL IMPACTS TO VEHICULAR OPERATIONS

4.6.1 At-Grade Crossings

No-Build Alternative:  Under the No-Build Alternative, no major traffic impact is expected.  No modifications
to the existing at-grade crossings in the corridor are proposed.

High-Speed Rail Alternative:  All of the at-grade crossings in the project area were reevaluated as part of the
preparation of this DEIS.  The recommendations developed and presented in this document supersede those
included in the Chicago - St. Louis HSR Study, Grade Crossing Safety Analysis, prepared for the Illinois
Department of Transportation (IDOT) in 1993 and 1994.  The High Speed Rail Corridor: Rail Crossing
Analysis (December 1996 and amended in February 2000) describes in complete detail the analysis of the at-
grade crossings in the corridor.  A summary of the current at-grade crossing recommendations is presented
in Section 3.1.2.1 and Table 3.1-6.  Table 3.1-7 provides a list of the crossings where closure is
recommended with the provision of a frontage/service road. Specific recommendations for each crossing are
provided in Appendix B.

Implementation of the grade crossing treatment recommendations as part of the HSR alternative will impact
vehicular traffic throughout the corridor.  However, impact will be limited mostly to low volume roads
because almost all major, high volume roads that were built or substantially upgraded over the years have
included grade separations with the existing railroads.  Also, only grade crossings on lower volume roads have
been selected for closure.  While approximately 26 to 29 percent of the at-grade crossings are suggested for
closure, these crossings only accommodate around two to three percent of the average daily traffic (ADT)
crossing the alternative alignments throughout the HSR corridor.  Average daily traffic on the existing at-grade
crossings range from one to 41,000 vehicles (95th Street (MP 10.80) - Rock Island District alignment).  Of
the crossings proposed for closure, none have an ADT greater than 2,210 vehicles.  Table 4.6-1 summarizes
this information.  In all instances where crossing closures are proposed, adequate reserve capacity exists on
the adjacent crossings to handle the diverted traffic.

Most of the higher volume crossings are located within the urbanized areas of the corridor.  Springfield has
14 grade crossings where ADT exceeds 5,000 vehicles, while Bloomington/Normal has six such crossings.  A
number of the smaller towns also have one or two crossings in the higher volume range, but none of these are
proposed to be closed under the HSR alternative.  Closure of these streets would have caused undue
disruption to local traffic circulation and negatively impact land use access.

Because of the low volumes noted above, alternative access, rather than capacity, was the primary
consideration in determining which crossings could be closed.  In this regard, the Illinois Commerce
Commission (ICC) regulation governing the maximum allowable adverse travel became one of the key
criterion used for evaluation of potential closures.  This criteria specifies 6.5 kilometers (4.0 miles) of adverse
travel as maximum allowable in unincorporated areas and 1.21 kilometers (0.75 miles) as the
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Table 4.6-1
IMPACT OF CROSSING CLOSURES ON AVERAGE DAILY TRAFFIC

ALONG THE HIGH-SPEED RAIL CORRIDOR

High-Speed Rail Alternative
IC/UP Norfolk Southern Rock Island District

ADT on Existing
At-Grade Crossings

617,000 606,000 783,000

ADT on At-Grade
Crossings Proposed for
Closure

11,551 15,148 11,060

Percent of Total Traffic
Using At-Grade Crossings
Proposed for Closure

1.9 2.5 1.4

Highest Volume
Crossing Proposed for
Closure

22nd Street (MP
274.80)

Granite City
ADT=1,200

McKnight Road (MP
51.35)

Bourbonnais
ADT=2,210

22nd Street (MP
274.80)

Granite City
ADT=1,200

Source:  De Leuw, Cather & Company, February 2000.

maximum in incorporated areas. The travel distance is measured as the shortest, usable path from one side of
the closed crossing to the other.  A summary of adverse travel that will result if the proposed crossing
closures were implemented is presented in Table 4.6-2.  As shown in this table, average adverse travel as a
result of the proposed at-grade crossing closures on the alternative alignments ranges from 1.39 kilometers
(0.86 miles) on the IC/UP alignment to 1.59 kilometers (0.99 miles) on the Norfolk Southern alignment.  With
adverse travel averaging less than 1.6 kilometers (1.0 mile) for each alignment, the impacts associated with
changes in access are expected to be minor.

The use of grade separations will be limited to locations where grades are conducive to separation and where
land use impacts will be minimal.  These opportunities typically occur on the edge of urban areas where
development is less dense than in the center of the town.  No more than three existing public vehicular
crossings are proposed for separation along any one alignment.  Average daily traffic on the grade crossings
proposed for separation ranges from 100 (MP 147.60 - Lazy Row Road) to 12,300 vehicles (MP 272.70 -
Pontoon Road).

4.6.2 Station Access

No Build Alternative:  Under the No-Build alternative, no major changes to station access will occur.

High-Speed Rail Alternative:  If HSR service were implemented, the existing Amtrak stations will be used. 
New stations may be constructed in Peotone and/or Kankakee if the Norfolk Southern alternative alignment is
selected.  It is anticipated that the station site(s) selected will have excellent access.  All



Table 4.6-2
ADVERSE TRAVEL SUMMARY

FOR VEHICULAR CROSSINGS SUGGESTED FOR CLOSURE ON THE HIGH-SPEED RAIL ALTERNATIVE ALIGNMENTS

  Number of Total Total Additional   
Adverse Vehicular Average Vehicle Miles Average
Travel Crossings Daily Traveled Distance

Alignment kilometers (miles) Closed Traffic kilometers (miles) kilometers (miles)

IC/UP 0.0 - 0.8 (0.0 - 0.5) 16 5,467 3,444 (2,135) 0.63 (0.39)
0.8 - 1.6 (0.5 - 1.0) 17 3,863 4,681 (2,902) 1.21 (0.75)
1.6 - 3.2 (1.0 - 2.0) 19 1,115 2,376 (1,473) 2.13 (1.32)
3.2 - 4.8 (2.0 - 3.0) 9 464 1,777 (1,102) 3.83 (2.38)
4.8 - 6.5 (3.0 - 4.0) 7 642 3,785 (2,347) 5.90 (3.66)

 TOTAL 68 11,551 16,063 (9,959) 1.39 (0.86)
 

Norfolk Southern 0.0 - 0.8 (0.0 - 0.5) 15 5,371 3,684 (2,284) 0.69 (0.43)
0.8 - 1.6 (0.5 - 1.0) 14 5,159 5,897 (3,656) 1.14 (0.71)
1.6 - 3.2 (1.0 - 2.0) 18 2,719 5,834 (3,617) 2.15 (1.33)
3.2 - 4.8 (2.0 - 3.0) 11 1,223 4,661 (2,890) 3.81 (2.36)
4.8 - 6.5 (3.0 - 4.0) 13 676 4,076 (2,527) 6.03 (3.74)
TOTAL 71 15,148 24,152 (14,974) 1.59 (0.99)

 
Rock Island District 0.0 - 0.8 (0.0 - 0.5) 22 5,081 3,319 (2,058) 0.65 (0.41)

0.8 - 1.6 (0.5 - 1.0) 17 3,749 4,585 (2,843) 1.22 (0.76)
1.6 - 3.2 (1.0 - 2.0) 18 1,115 2,376 (1,473) 2.13 (1.32)
3.2 - 4.8 (2.0 - 3.0) 10 473 1,808 (1,121) 3.82 (2.37)
4.8 - 6.5 (3.0 - 4.0) 7 642 3,785 (2,347) 5.90 (3.66)
TOTAL 74 11,060 15,874 (9,842) 1.44 (0.89)

Source: De Leuw, Cather & Company, February 2000.

Notes:
1.     Adverse travel is the ICC definition of rerouted travel from one side of a suggested closed crossing to the other.
2.     Average daily traffic is the sum of the traffic using the suggested closed crossing in each adverse distance category.
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current Amtrak stations in the corridor have excellent access, except the St. Louis station which is located on
the edge of downtown between an elevated freeway and the existing railroad tracks.  The new multi-modal
transportation terminal planned for St. Louis with the associated circulation plan will substantially improve
access to this station.

In Chicago, where public transportation is much more important for station access, the three potential HSR
stations are well served by Metra commuter trains, Chicago Transit Authority (CTA) elevated rapid transit
lines, and CTA buses.  Taxi service is also readily available.  The City of Chicago is planning a new
downtown transportation center.  If plans are adopted, the IC/UP and Rock Island District alignments could
terminate at this new center.

The rail stations in other communities are all located in or near the heart of the town which they serve and are
easily accessible to the local patrons.  Drop-off and pick-up by friends and relatives is a very common mode
of access.

Since much of the increase in rail ridership is projected to come by the way of diversion from air travel, the
availability of car rental and taxi pick-up/drop-off service will be more important in the future in smaller towns
and cities.

4.6.3 Parking

In Chicago, Amtrak owns the 1700-space West Loop Parking structure and a surface lot with 100 spaces just
south of Union Station.  These facilities are used primarily by daily commuters who drive to work in
downtown Chicago.  No special facilities have been provided for rail passengers.

In St. Louis, there is a surface lot with approximately 100 spaces that are shared by Amtrak passengers and
employees.  The City of St. Louis has obtained a federal grant for the development of a multi-modal
transportation center on the current site that may include a major parking structure.  The conceptual design is
complete for this project and provides for an additional 150 parking spaces.  In both of these large urban
centers, good public transportation is readily available for access to the HSR stations, and demand for parking
by the rail passengers is minimal.

At the suburban stations in Joliet and Summit, Amtrak passengers may use the Metra parking facilities. In the
seven other cities and towns serviced by Amtrak, parking designated for Amtrak patrons is available near the
stations.

No-Build Alternative:  No changes to parking at the Amtrak stations are proposed under the No-Build
alternative.

High-Speed Rail Alternative:  Parking demand at each of the proposed HSR stations was estimated for each
alternative alignment for the year 2010.  The estimated demand by station ranges from 45 to 245 spaces as
shown below.  These figures represent the highest demand for each station.  The estimated number of spaces
for each station varied by fewer than five, regardless of which alignment was evaluated.
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2010 Estimated Parking
Station Demand (spaces)
Chicago 60
Joliet or Kankakee 60
Bloomington 85
Springfield 120
Alton 45
St. Louis 245

Existing parking facilities are adequate to meet this projected demand.  The multi-modal transportation center
in St. Louis will include enough additional parking to meet demand when completed.  If new stations are
developed in Joliet, Peotone, or Kankakee, adequate parking will be provided.

4.6.4 Safety

Accident estimates were developed for highway-railroad at-grade crossings in the HSR corridor to evaluate
the potential effect of the proposed warning and protection device improvements for at-grade crossings that
are included as part of the HSR alternative.  The U.S. Department of Transportation's procedures, as
presented in the Railroad-Highway Grade Crossing Handbook, were used to develop these estimates.  These
procedures evaluate the vehicular and train traffic using the crossing, train speed at the crossing, warning
device type, highway type, and other crossing characteristics to estimate the number of accidents that will
occur at a single crossing.  The accident estimates were developed for existing conditions, the No-Build
alternative, and each of the HSR alternative alignments.

The results of this analysis indicate that implementation of HSR service with proposed grade crossing
treatments will reduce the projected number of accidents occurring at highway-railroad at-grade crossings. 
As shown in Table 4.6-3, the estimated number of accidents at at-grade crossings per year under the HSR
alternative is projected to decline between 13 and 18 percent, or approximately one accident per year.  When
conducting this analysis, future traffic growth was not considered when developing estimates for the No-
Build and HSR alternatives. As a result, the estimated number of accidents is also lower under the No-Build
alternative than under existing conditions because the number of freight trains operating in the corridor in the
future will be reduced as a result of the UP/SP merger.  If traffic growth were considered in this analysis, the
estimated accidents for the No-Build and HSR alternatives would be higher.  However, estimated accidents
along the HSR alternative alignments would still be lower than under existing and No-Build conditions.

4.6.5 Construction Related Impacts on Vehicular Traffic

No-Build Alternative:  Under the No-Build alternative, construction will be limited to regular maintenance
activities.  Therefore, impacts to vehicular traffic will be minimal.

High-Speed Rail Alternative:  Under the HSR alternative, vehicular traffic will be temporarily impacted to
varying degrees at locations where at-grade crossings will be improved or new grade separations will be built
for the HSR project.  The grade crossing improvements will, at a minimum, require traffic to slow



Table 4.6-3
GRADE CROSSING SAFETY ANALYSIS

 
Percent Change

 Estimated Accidents Per Year From Existing Conditions
Existing No-Build High-Speed Rail No-Build High-Speed Rail

County - Alignment Conditions Alternative Alternative Alternative Alternative
Cook - IC/UP Alignment 0.5 0.5 0.4 -3.6% -13.9%
Cook - Norfolk Southern Alignment (IC mainline track) 0.0 0.0 0.0 0.0% -34.7%
Cook - Rock Island District Alignment 2.1 2.1 2.1 0.0% 3.2%
Will - IC/UP Alignment 1.5 1.3 1.1 -11.4% -22.1%
Will - Norfolk Southern Alignment (IC mainline track) 0.4 0.4 0.4 0.0% -5.3%
Will - Rock Island District Alignment 0.5 0.5 0.5 0.0% -1.2%
Kankakee - Norfolk Southern Alignment (IC mainline track) 0.4 0.4 0.4 0.0% -7.2%
Kankakee - Norfolk Southern Alignment (NS track) 0.5 0.5 0.4 0.0% -11.4%
Grundy - IC/UP and Rock Island District Alignments 0.3 0.2 0.1 -22.1% -53.9%
Livingston - IC/UP and Rock Island District Alignments 0.9 0.8 0.8 -18.6% -18.2%
Livingston - Norfolk Southern Alignment (NS track) 0.1 0.1 0.1 0.0% -3.6%
McLean - All Alignments 1.1 0.9 0.9 -17.6% -19.2%
Logan - All Alignments 0.5 0.4 0.5 -15.0% -7.2%
Sangamon - All Alignments 1.6 1.4 1.5 -11.9% -5.8%
Macoupin - All Alignments 0.7 0.7 0.6 -6.9% -22.2%
Jersey - All Alignments 0.0 0.0 0.0 -7.3% -47.0%
Madison - All Alignments 0.8 0.8 0.7 -5.6% -18.0%
St. Clair - All Alignments 0.0 0.0 0.0 -7.5% -100.0%
St. Louis - All Alignments 0.0 0.0 0.0 0.0% 0.0%

ALIGNMENT TOTALS
IC/UP Alignment 8.0 7.0 6.6 -12.3% -17.5%
Norfolk Southern Alignment 7.2 6.4 6.2 -10.1% -13.4%
Rock Island District Alignment 9.4 8.5 8.2 -10.0% -13.3%

  
Source: De Leuw, Cather & Company, February 2000.

Notes:
1.   For accident estimates, vehicle arresting barriers and electric lock gates were assumed to have the same effectiveness as standard crossing gates.
2.   Private roads are classified as rural/urban local roads.
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down as it passes through the construction zone while new warning devices and other improvements are
installed.  In some cases, temporary diversion of traffic to adjacent crossings might be required.

In case of new grade separations, traffic may have to be diverted to adjacent roadways for up to four months
for the construction of foundations, superstructure and approach roadways.  Another option, where adequate
right-of-way is available, will be to construct a temporary detour around the construction site.  This will
reduce the amount of adverse travel but add to the total project cost.  For the Rock Island District alignment,
two grade separations are proposed at public vehicular crossings; three grade separations are proposed with
both the IC/UP and Norfolk Southern alignments.

These impacts to vehicular traffic could affect emergency services, schools, businesses, local festivals, and
other activities requiring vehicular access.

4.7 IMPACTS TO OPERATIONS ON NAVIGABLE WATERS

There are two drawbridges along track in the HSR project area.  They are both located in the City of Chicago
along the IC/UP alignment and both cross Navigable Waters.  The first crosses the South Branch Chicago
River at approximately MP 1.90.  The second crosses the South Fork of South Branch Chicago River at
approximately MP 3.60.  Information on vessel traffic and the number of times these bridges are raised is not
readily available.  For the bridge at MP 1.90, it is likely that the peak traffic seasons are in the spring and fall
when recreational boats pass through this area.  During these times, the bridge is typically raised two times
during the week and two times per day on weekends for a duration of approximately 10 minutes.  It is
unlikely that the bridge at MP 3.60 is ever raised because in its lowered position it is at approximately the
same height as the adjacent and parallel CTA Orange Line bridge which is not movable.

HSR trains would be required to yield to vessel traffic.  However, since the number of times these bridges are
raised is limited, this impact is expected to be minor.
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Section 5
ENVIRONMENTAL CONSEQUENCES

Environmental impacts considered relevant to this project have been assessed for the No-Build and High-
Speed Rail (HSR) alternatives.  Where appropriate, direct, indirect, secondary, and cumulative impacts are
described in this section.  Impacts associated with the HSR alternative are typically categorized by alternative
alignment.  For some issues, however, impacts associated with HSR in general are presented, while Clean Air
Act conformity, air quality impacts, and energy are described by alternative alignment and equipment options.

The Federal Highway Administration (FHWA) and the Federal Railroad Administration (FRA) are directed by
the National Environmental Policy Act of 1969 to address not only potential direct impacts from transportation
projects, but also impacts which may be indeterminate and not easily recognized. Such impacts are grouped
into general categories of indirect, secondary, and cumulative impacts. Indirect impacts are those which
occur as a result of the project but are removed from the immediate right-of-way.  Secondary impacts are
those that are caused by an action and are later in time or farther removed in distance, but are still reasonably
foreseeable. Generally, these impacts are induced by the initial action.  They comprise a wide variety of
secondary effects such as changes in land use, water quality, economic vitality and population density.
Cumulative effects are impacts that result from the incremental consequences of an action when added to
other past and reasonably foreseeable future actions.  The cumulative effects of an action may be
undetectable when viewed in the individual context of direct and even secondary impacts but, nonetheless,
can add to other disturbances and eventually lead to a measurable environmental change (FHWA, 1992).

5.1 LAND USE AND DEVELOPMENT

Land use and development impacts are described in this section.  Since the No-Build alternative is a
continuation of existing Amtrak service, no land use and development impacts are expected. Therefore, only
impacts associated with the HSR alternative are described.

5.1.1 Regional Implications

The proposed HSR service will utilize existing rail lines which serve established cities and villages.  As a
result, no direct major influences in land use are anticipated at the regional level.  The direct impact on land
use and development will be a function of: land available for development or redevelopment; regional and local
markets; and the plans, zoning ordinances and economic development programs of local government.  These
potentials will occur in each of the cities where there will be a station stop for high-speed rail service.

The proposed high-speed service, regardless of the alignment, will provide an alternative to driving or flying
for business or personal activities and reduce travel time for thousands of trips along the corridor.  Over 1.5
million residents live within an eight-kilometer (five-mile) radius of six proposed stations: Chicago, Joliet (or
Kankakee), Bloomington/Normal, Springfield, Alton, and St. Louis.  Each of these communities offer unique
economic, educational, medical and cultural opportunities.  By facilitating access to these corridor
communities, high-speed rail service could enhance the way people live, work, shop, go to school, interact
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with other businesses and services, and choose to participate in cultural and recreational activities.  Some
examples of the opportunities and markets within the eight-kilometer (five-mile) radius are as follows:

• 59 institutions of higher education with over 107,000 full-time and 91,000 part-time students;
• 39 hospitals or medical centers;
• 100 cultural attractions or historic sites;
• 36 major recreational areas and public event locations;
• 669,000 person work force; and
• Over 600,000 households with a mean household income of $34,995 (1990) and a total income of

$21 billion.

Quick and frequent rail service will increase the opportunities and convenience of attending universities or
visiting medical centers.  Decreased commuting time could provide part-time students with options for living
at home to save money, and opportunities for people to obtain work in other communities along the corridor. 
Students and workers may also use high-speed rail service for weekend trips and for traveling to research and
conference centers, such as in Springfield.  Similarly, since Bloomington will be 1.5 hours and Springfield
2.25 hours from Chicago, the way some businesses view these areas as places to locate and to market will
change.  Access to major medical centers will be enhanced, especially for those traveling long distances for
specialized and/or frequent medical care.  High-speed rail service will also expand possibilities for one-day
field trips for school and special interest groups. The presence of these opportunities will also create an
environment favorable for new economic activity and investment.  New businesses considering relocation in
Illinois stress the importance of local transportation options, the work force within a reasonable commuting
time, and access to nearby cities and markets.

Economic impacts from construction and operation will also occur under the HSR alternative.  These are
described in Section 5.3.3 Economic Impacts.

5.1.2 Rural Areas and Small Communities

The principal concerns of rural and small communities are the potential impacts of road closures. Examples of
local concerns about closing highway-railroad crossings include: increased travel distance and time,
particularly for emergency and school bus services; traffic and physical changes to crossings that remain
open; changes in access to homes and businesses; barriers to community growth; and changes to existing
traffic patterns.  The approach to analyze grade crossing treatments and make recommendations was intended
to be responsive to these concerns and to minimize impacts.  The approach and recommendations are
described in Section 5.3.1, Grade Crossing Impacts.

Freight trains currently pass through all of the communities where high-speed rail will pass.  Freight trains are
significantly longer and heavier than the proposed high-speed rail trains.  Impacts from sixteen passenger
trains (eight round trips) per day are comparatively nominal when evaluated against the No-Build alternative,
where there will be two (between Chicago and Kankakee) or three (between Chicago and St. Louis )
passenger round trips per day, considering freight train traffic will be the same with either the No-Build or
HSR alternative.

The cost of maintaining frontage/service roads on public property that will be constructed to provide access
for some at-grade crossings suggested for closure is an area of concern for this project.  The responsibility
for maintenance and the options for funding will be negotiated between the Illinois Department of
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Transportation (IDOT) and the applicable local governmental units after selection of a preferred alternative. 
In general, roads built on the railroad right-of-way will be maintained by the railroad; new roadways on public
property will be maintained by the local governmental unit; and roadways on private property will be
maintained by the private property owners.  The capital costs of improvements to grade crossings will be
borne by the project and require no local funding. 

Concern has been expressed about safety where there are established land uses on either side of the railroad
tracks which attract pedestrian movement across or along the right-of-way.  Of particular concern are
children who are used to walking to school or recreational activities by trespassing on the railroad right-of-
way.  The same intrusion problems have been addressed with interstate highways and urban transit systems
with various types of positive barriers.  Fencing is proposed within the urbanized areas of the HSR project
area along each of the alternative alignments.  Where fencing is provided it will be designed to provide the best
possible protection to discourage trespassing and to direct pedestrians to a nearby warned crossing, usually
within one block of the existing crossing.

IDOT will work with local communities on the detailed design of fencing and crossing treatments once an
alternative is selected.  Communities with historic qualities and unique architecture may request more
decorative fencing along the railroad.

5.1.3 Station Area Impacts

Since implementation of the high-speed rail system is an incremental program, the need for additional parking
and/or local circulation improvements at or near HSR stations will evolve as the number of passengers
increases.  IDOT and the project operators will work with local communities to meet their needs for
circulation improvements to support the expanded passenger ridership.  As discussed in Section 4.6.3,
available parking is sufficient to meet the projected demand.

All of the alternatives will utilize the new station facilities in Saint Louis.  There is discussion of a new
downtown transportation center in the City of Chicago, and if such plans are adopted, the Illinois
Central/Union Pacific (IC/UP) and Rock Island District (RID) alignments could be linked with the new center.
 The key differences between the HSR alignments in terms of station locations are noted below. See Section 3
for a detailed description of each alternative.

IC/UP Alignment.  This alignment will furnish service to station areas that already have Amtrak service.

Norfolk Southern Alignment.  The Norfolk Southern (NS) alignment would serve the proposed South
Suburban Airport (SSA), if constructed, from a new station in the vicinity of Peotone.  The Peotone station
site will be on the east side of the IC mainline tracks, north of Peotone, and part of the airport development. 
A new station is also proposed for Kankakee that will be developed in the IC yards in the northwest quadrant
of the IC mainline/Norfolk Southern crossing.  The stop in Kankakee would, in effect, replace the Joliet stop
on the IC/UP alignment.

Rock Island District Alignment.  In Joliet, service on this alignment would stop at Joliet Union Station.
Currently, no direct access to the tracks proposed for HSR service is available.  Therefore, provision of new
platforms, access to the station, and additional parking would be required in the southeast quadrant of the
Union Pacific/Rock Island District rail/rail crossing.
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5.2 SOIL RESOURCES AND AGRICULTURAL IMPACTS

The No-Build alternative will neither require the acquisition of farmland nor affect farm operations, therefore,
it is not discussed in this section. The effects of HSR alternatives on individual farm units are presented in
Tables 5.2-1 through 5.2-4 for each alternative alignment.  Impacts to farm operations, such as severed
farms, adverse travel, displacement of farm residences and agricultural buildings, and loss of agricultural
income were assessed, in addition to the taking of prime and important farmland via fee simple acquisition. 
Hectares (acres) that could be acquired for each of the proposed improvements were determined by
measuring right-of-way from aerial mapping (scale: 1:6000). Soils information, including capability
classifications, prime and important farmland, etc., was obtained from soil maps (scale: 1:15840) and
correlated with soil mapping units identified by the United States Department of Agriculture (USDA) and
Natural Resource Conservation Service (NRCS) as qualifying as prime farmland or farmland of statewide
importance.  The accuracy of these measurements is affected by normal distortion associated with aerial
photographs.  Consequently, totals presented in this section have been rounded to the nearest acre and
converted to hectares.  All three of the high-speed rail alternative alignments involve some direct conversion
of agricultural land to non-agricultural uses.

5.2.1 Hectares (Acres) of Farmland Acquired for Proposed Improvements

The amount of agricultural land that will be converted for new railroad right-of-way, highway grade
separations, or frontage/service roads designed to maintain access to individual farmsteads, has been
summarized into three categories: row crops, pasture, and other (see Table 5.2-1).  Row crops and pasture
were selected because they produce income and are indicative of the use of active farmland in the project
corridor.  The "other" category that appears in Table 5.2-1 includes hedgerows, wetlands, abandoned fields,
and land immediately surrounding farm residences that is not productive farmland, but which is part of an
individual farm unit.  This classification also includes farm ponds, equipment buildings, lawns, gardens, etc.

Table 5.2-1 shows that the Norfolk Southern alignment will require 47 hectares (115 acres) of agricultural
land for high-speed rail improvements.  Of these 47 hectares (115 acres), 45 hectares (112 acres) of land is in
row crops, and one hectare (three acres) are pasture.  This compares to the IC/UP and Rock Island District
alignments, which will require 31 hectares (76 acres) of agricultural land, of which 30 hectares (74 acres) are
active row crops and one hectare (two acres) are pasture. Although the Rock Island District and IC/UP
alignments differ in the total amount of land that will be converted to railroad improvements, the direct
conversion of agricultural land is the same. This is because land north of Joliet that would be affected by
either of these alternatives is already developed with non-agricultural uses. The larger impacts associated with
the Norfolk Southern alignment are due to the fact that this alignment includes right-of-way acquisition for
eight kilometers (five miles) of freight siding in areas of rural Kankakee County that are actively farmed.



IC/UP Alignment:
Milepost

Segment (Range)
IC/UP 0.00-283.70 0 (0) 37 (92) 12 (29) 0 (0) 49 (121) 32 (79) 5 (13) 12 (29) 49 (121) 30 (74) 1 (2) 18 (45) 49 (121)
Total, IC/UP Alignment: 0 (0) 37 (92) 12 (29) 0 (0) 49 (121) 32 (79) 5 (13) 12 (29) 49 (121) 30 (74) 1 (2) 18 (45) 49 (121)

Norfolk Southern Alignment:
Milepost

Segment (Range)
IC Mainline 0.00-55.30 0 (0) 3 (7) 0 (0) 0 (0) 3 (7) 3 (7) 0 (0) 0 (0) 3 (7) 2 (4) 0 (0) 1 (3) 3 (7)
NS 101.00-130.30 15 (38) 6 (14) 2 (5) 1 (3) 24 (60) 22 (54) 2 (4) 1 (2) 24 (60) 16 (40) 0 (1) 8 (19) 24 (60)
UP 72.85-283.70 0 (0) 33 (81) 3 (8) 0 (0) 36 (89) 30 (73) 5 (13) 1 (3) 36 (89) 28 (68) 1 (2) 8 (19) 36 (89)
Total, NS Alignment: 15 (38) 41 (102) 5 (13) 1 (3) 63 (156) 54 (134) 7 (17) 2 (5) 63 (156) 45 (112) 1 (3) 17 (41) 63 (156)

Rock Island Alignment:
Milepost

Segment (Range)
Rock Island 0.00-40.10 0 (0) 0 (0) 0 (0) 1 (2) 1 (2) 0 (0) 0 (0) 1 (2) 1 (2) 0 (0) 0 (0) 1 (2) 1 (2)
UP 37.50-283.70 0 (0) 35 (87) 3 (8) 0 (0) 38 (95) 32 (79) 5 (13) 1 (3) 38 (95) 30 (74) 1 (2) 8 (19) 38 (95)
Total, Rock Island Alignment: 0 (0) 35 (87) 3 (8) 1 (2) 39 (97) 32 (79) 5 (13) 2 (5) 39 (97) 30 (74) 1 (2) 9 (21) 39 (97)

Source: Planning Resources Inc., August 1999.
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5.2.2 Prime and Important Farmlands

The USDA divides farmland into four principal categories: prime farmland; unique farmland, other than prime;
additional farmland of statewide importance; and additional farmland of local importance.  Unique farmland
and additional farmland of local importance are not present within the project area (Natural Resource
Conservation Service, 1996). Therefore, these soils are not discussed in this report.

The USDA defines prime farmland as land that has the best combination of physical and chemical
characteristics for producing food, feed, forage, fiber and oilseed crops.  It may exist as cropland,
pastureland, rangeland, forest land, or other land, but is not designated in urbanized areas or in bodies of
water.  Prime farmland produces the highest yields when treated and managed according to acceptable
farming methods. Additional farmland of statewide importance is defined by the USDA as land, other than
prime farmland, that is valuable for the production of food, feed, forage, fiber and oilseed crops.

The construction of the Norfolk Southern alignment will require the most prime farmland (54 hectares/134
acres), while the IC/UP and Rock Island District alignments will take the least, 32 hectares (79 acres) (see
Table 5.2-1). The number of hectares (acres) of additional farmland of statewide importance is similar for all
alternatives and is five hectares (13 acres) with the IC/UP and Rock Island District alignments and seven
hectares (17 acres) with the Norfolk Southern alignment. Not all of the prime farmland or farmland of
statewide importance is in agricultural use.  (See row crops and pasture totals in Table 5.2-1).

5.2.3 Soils Capability Grouping

The soil capability grouping adopted by the USDA shows the suitability of soils for most kind of field crops. 
According to the USDA, soils are grouped according to their limitations when used for field crops, the risk of
damage when they are used, and the way they respond to treatment.  Eight capability classes are used to
describe the general suitability of soils for most kinds of field crops.  These capability classes are listed below:

• Class I soils have few limitations that restrict their use;

• Class II soils have moderate limitations that reduce the choice of plants or require moderate
conservation practices; 

• Class III soils have severe limitations that reduce the choice of plants, require special conservation
practices, or both;

• Class IV soils have very severe limitations that reduce the choice of plants, require very careful
management, or both;

• Class V soils are subject to little or no erosion but have other limitations, impractical to remove, that
limit their use largely to pasture, range, woodland, or wildlife habitat;

• Class VI soils have severe limitations that make them generally unsuited to cultivation and limit their
use largely to pasture or range, woodland, or wildlife habitat;
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• Class VII soils have very severe limitations that make them unsuited to cultivation and restrict their
use largely to pasture or range, woodland, or wildlife habitat; and

• Class VIII soils and landforms have limitations that preclude their use for commercial plants and
restrict their use to recreation, wildlife habitat, water supply, or aesthetic purposes.

Table 5.2-2 presents a summary of agricultural land required for the HSR alignments by soils capability
classes.

Table 5.2-2
AGRICULTURAL LAND REQUIRED FOR HIGH-SPEED RAIL ALIGNMENTS

BY LAND CAPABILITY CLASSES
hectares (acres)

ALIGNMENT

Soil Capability
Classification IC/UP Norfolk Southern Rock Island

I 6.9 (17) 11.3 (28) 6.9 (17)
II 19.8 (49) 28.0 (69) 19.8 (49)
III   3.2 (8) 6.1 (15)   3.2 (8)
IV   0.4 (1) 0.8 (2)   0.4 (1)
V   0.0 (0) 0.0 (0)   0.0 (0)
VI   0.0 (0) 0.0 (0)   0.0 (0)
VII   0.4 (1) 0.4 (1)   0.4 (1)
VIII   0.0 (0) 0.0 (0)   0.0 (0)

Total 30.7 (76) 46.6 (115) 30.7 (76)

Source: United States Department of Agriculture, Soil Conservation Service. Champaign, Illinois. “Prime Farmlands Important
Farmlands.” September 1, 1991.

Soils within the project area vary from Class I to Class VIII.  Normally, prime and statewide important soils
are classified in one of the first three categories. All alignments will impact Class I, II and III soils
predominantly.  The Norfolk Southern alignment will affect 45 hectares (112 acres) of soils classified as I, II
or III.  This compares to the IC/UP and Rock Island District alignments, which will convert 30 hectares (74
acres) of Class I, II or III soils to non-farm uses.

5.2.4 Illinois Agricultural Land Evaluation and Site Assessment System

The Illinois Department of Agriculture uses the Land Evaluation and Site Assessment (LESA) system to
assess overall impacts to agriculture caused by state and federal projects.  The LESA system consists of two
parts — land evaluation and site assessment:
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• The land evaluation system is used to rate the agricultural productivity of farmland, as indicated by
soils information.  The Natural Resource Conservation Service determines and provides this
information on U.S. Department of Agriculture Form AD-1006, which is derived from the Federal
Farmland Protection Policy Act (7 USC 4201, et seq.); and

• The site assessment system considers all other factors relevant to agricultural concerns, such as
compatibility of a proposed improvement with agricultural operations, benefits to agriculture, and
compatibility with local comprehensive land use plans.

Coordination with the Natural Resource Conservation Service was initiated in February of 1997.  The U.S.
Department of Agriculture Form AD-1006 was completed by the State of Illinois Agricultural Department and
the U.S. Department of Agriculture, Natural Resource Conservation Service. Individual scores for each
alternative alignment are presented in Appendix A-3 of this Draft Environmental Impact Statement.

5.2.5 Severed Farm Units

A farm unit is defined as one or more parcels of land that are farmed as a single operation.  It is farmed under
one management, although it may be under multiple ownership.   A severed farm operation is an operation in
which the farmland is bisected either laterally or diagonally by proposed railroad right-of-way or highway
grade separations, thereby dividing a parcel of land into two or more individual plots.  The limits of farm
properties were obtained from tract maps provided by the Will County Tax Assessor's Office and plat maps
for each of the 12 counties located in the project corridor.

Severed farm parcels are summarized in Table 5.2-3.  One farm parcel, along the Norfolk Southern alignment,
will be severed in the project area, where additional right-of-way is required to connect the Norfolk Southern
with the Union Pacific.

5.2.6 Severance Management Zones

Severance management zones are those areas of a farm, which, after being diagonally intersected by a
proposed improvement (such as a frontage/service road, highway grade separations, or new railroad
right-of-way), are adversely affected by the resulting triangular shape. These zones often cause problems for
continued farming. The resulting triangular design makes it difficult to turn a tractor and farm implements
without damaging or removing plants or causing the misapplication of farm chemicals.  This often results in
production loss.  When the operational disruption caused by diagonal severance is substantial, or when the
slope of the land allows planting in one direction only, a farmer may be forced to change from row crops to
pasture.  This may have an adverse economic impact.

For the purpose of this analysis, severance management zones have been defined as two or more hectares
(five or more acres) in size.  It is assumed that farming could be continued on parcels of two hectares or
more. Fields less than two hectares (five acres) in area have been identified as uneconomic remnants (see
Section 5.2.7, below).  No severance management zones will result from any of the high-speed rail alternative
alignments.



Displaced Displaced Parcel Severance Uneconomic
Ag. Res. Ag. Bldgs. Severance Mgt. Zones Remnants

IC/UP Alignment:
Milepost

Segment (Range)
IC/UP 0.00-283.70 0 (0) 37 (92) 12 (29) 0 (0) 49 (121) 0 0 0 0 0 26 (16)
Total, IC/UP Alignment: 0 (0) 37 (92) 12 (29) 0 (0) 49 (121) 0 0 0 0 0 26 (16)

Norfolk Southern Alignment:
Milepost

Segment (Range)
IC Mainline 0.00-55.30 0 (0) 3 (7) 0 (0) 0 (0) 3 (7) 0 0 0 0 0 2 (1)
NS 101.00-130.30 15 (38) 6 (14) 2 (5) 1 (3) 24 (60) 0 0 1 0 1 16 (10)
UP 72.85-283.70 0 (0) 33 (81) 3 (8) 0 (0) 36 (89) 0 0 0 0 0 24 (15)
Total, NS Alignment: 15 (38) 41 (102) 5 (13) 1 (3) 63 (156) 0 0 1 0 1 42 (26)

Rock Island Alignment:
Milepost

Segment (Range)
Rock Island 0.00-40.10 0 (0) 0 (0) 0 (0) 1 (2) 1 (2) 0 0 0 0 0 0 (0)
UP 37.50-283.70 0 (0) 35 (87) 3 (8) 0 (0) 38 (95) 0 0 0 0 0 26 (16)
Total, Rock Island Alignment: 0 (0) 35 (87) 3 (8) 1 (2) 39 (97) 0 0 0 0 0 26 (16)

Source: Planning Resources Inc., August 1999.

Adverse
Travel

OPERATIONAL EFFECTS
ON FARM UNITS
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Table 5.2-3
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5.2.7 Uneconomic Remnants

Uneconomic remnants have been defined as severed parcels that are less than two hectares (five acres) in size
that will be created from the construction of new railroad right-of-way or grade separations. Uneconomic
remnants also will include any parcel of real property in which the owner is left with an interest after the
partial acquisition of the owner’s property, and which the acquiring agency determines has little or no value or
utility to the owner, and the acquiring agency will offer to acquire any such identified uneconomic remnants. 
These remnants will be considered a "taking", due to the economic constraints that will be placed on the land
and the owner/operator for continued farming.

One uneconomic remnant will be created under the Norfolk Southern alignment.  This remnant is the result of
new right-of-way planned to connect the Norfolk Southern with the Union Pacific.  No uneconomic remnants
will be created from the IC/UP or Rock Island District alignments since neither of these alternatives includes
frontage/service roads, new railroad right-of-way, or highway grade separations that sever farmland.

5.2.8 Landlocked Parcels

A landlocked parcels is a portion of land that has been isolated by the proposed construction of improvement
associated with a project alternative, thereby rendering it inaccessible by public road, existing or proposed
easements, proposed frontage/service roads, or relocated driveways.  The Illinois Department of
Transportation intends to maintain access to all farm properties affected by a project alternative.  Therefore,
no property will be landlocked by any of the project alternative alignments. This includes properties severed
and parcels affected by proposed grade-separated crossings.

5.2.9 Adverse Travel

Adverse travel is the measurement of the additional kilometers (miles) traveled by a farmer to reach a severed
or otherwise affected parcel of land created by the new railroad right-of-way or the construction of a
highway grade separation.  Grade crossing consolidations occur with all of the proposed alternative
alignments.  The closing of a private farm or public road crossing can prevent a farmer from accessing an
operation by the customary route.  The frontage/service roads proposed as part of this project are planned to
maintain access to all affected properties.

The number of kilometers (miles) of adverse travel associated with each alternative is presented on Table 5.2-
3.  Adverse travel has been calculated by determining the shortest route necessary to travel from the edge of
the field of one severed parcel via a public road, existing easement or frontage/service road, to the field of a
second severed parcel under the same ownership.  This distance was then doubled to account for one round
trip.  Existing kilometers (miles) traveled to currently access the same field is also calculated, by round trip,
and subtracted from the larger figure.  The resulting number is the measure of adverse kilometers (miles)
traveled.

The maximum number of kilometers (miles) traveled will result from the construction of the Norfolk
Southern alignment.  If implemented, this alignment will add a total of 42 kilometers (26 miles) to normal daily
traveled routes of affected farmers.  This compares to the 26 kilometers (16 miles) of adverse travel that
would be incurred if either the IC/UP or Rock Island District alignments were implemented.  The estimated
number of adverse kilometers (miles) traveled by the owner/operator may change with the final engineering of
the railroad right-of-way, grade separations and freight sidings.
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5.2.10 Agricultural Zoning

Five of the 12 counties in the corridor currently have some form of agricultural zoning.  These counties
include Will, McLean, Logan, Sangamon, and Madison Counties.  Will County has adopted agricultural zoning
that includes a four-hectare (10-acre) minimum lot size, designed to protect properties from converting to
non-agricultural uses.  McLean County requires all non-agricultural uses in an agricultural district to be
processed as special uses, and Logan County has established a minimum two-hectare (five-acre) lot size in
the agricultural district as a method of discouraging non-agricultural uses. Agriculture is an important
economic component of all of these counties (Section 2.1.2, Agriculture and Prime Farmland).

The Norfolk Southern alignment has the greatest impact on properties zoned for agricultural use of the three
alternative alignments under consideration.  This is because this alternative will convert the most land for new
railroad right-of-way (including freight sidings and the proposed connection with the Union Pacific railroad),
frontage/service roads and grade separations.  Also, it is the only alternative that severs a farm parcel (see
Tables 5.2-1 and Table 5.2-3).  A portion of this alignment extends between Dwight and Kankakee through
Kankakee and Livingston Counties.  It is not expected that either the Norfolk Southern alignment or any of the
other HSR alternative alignments will induce development that will convert land planned and zoned for
agricultural uses.

5.2.11 Designated Agricultural Protection Areas

The Agricultural Areas Conservation and Protection Act was enacted in 1980.  This act allows for parcels of
land greater than 142 hectares (350 acres) in size to be designated as agricultural protection areas.  These
agricultural protection areas were established to conserve, protect and encourage the development and
improvement of agricultural lands for the production of food and other agriculture products.

Contact was made with each of the 12 counties in the high-speed rail corridor to request information related
to the location of agricultural protection areas.  No known designated agricultural protection areas will be
affected by any of the proposed alignments.

5.2.12 Agricultural Income Loss

An estimate of the loss of agricultural income, by alternative, is presented in Table 5.2-4.  Average agricultural
income per acre values were derived by dividing the total number of farm acres in each county into the total
agricultural receipts from each county presented in Section 2.1.2, Agriculture and Prime Farmland.  The
resulting figure gives an approximate annual income estimate for a hectare (acre) of land in each county.  The
income loss figures generated for each of the alignments were obtained by multiplying the number of acres
that would be acquired within each county by the average per acre income value.  Only that land currently
used for row crops or pastureland were included in this analysis.
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Table 5.2-4
ESTIMATED ANNUAL AGRICULTURAL INCOME LOSS

ALIGNMENT
HECTARES (ACRES)

CONVERTED ESTIMATED LOSS

IC/UP: 31 (76) $25,683

Norfolk Southern: 47 (115) $40,377

Rock Island District: 31 (76) $25,683

Source: Planning Resources Inc., August 1999.

The Norfolk Southern alignment has the largest number of agricultural hectares (acres) converted for project
improvements and, therefore, the greatest income loss from farmland conversion. Most of the hectares
(acres) that will be taken out of production are associated with service/frontage roads and freight sidings.  An
estimated $40,377 will be lost annually due to implementation of this alignment under the HSR alternative,
based on cash receipts reported for 1995. Both the IC/UP and Rock Island District alignments have less
agricultural land that would be converted than the Norfolk Southern alignment.  Therefore, their estimated
annual agricultural income loss is lower, at $25,683.

5.2.13 Mitigation

Agriculture is a predominant land use within the project area, south of the urbanized Chicago metropolitan
area. The majority of the hectares (acres) that will be acquired for the IC/UP, Norfolk Southern and Rock
Island District alignments result from the planned construction of frontage/service roads, proposed to
maintain access to a farm unit or parcel affected by a proposed crossing closure. Planned grade separations
also result in the conversion of farmland to transportation uses (see Tables 5.2-1 and 5.2-3). The number of
these separations has been kept to a minimum, to lessen impacts on surrounding properties. Also, a freight
siding along the Norfolk Southern alignment and station area improvements proposed result in the direct
conversion of agricultural land to non-farm land uses.  The following management and design practices have
been incorporated into this project to help minimize disruptions to agricultural activities, as well as minimizing
adverse effects to prime and important farmlands:

• Project alignments primarily use existing railroad right-of-way.  Agricultural land that would be
acquired for project alternatives is primarily limited to grade separations, service/frontage roads,
freight sidings, and station areas.

• Only the Norfolk Southern alignment would sever agricultural land. The one farm unit potentially
severed by the Norfolk Southern alignment is the result of new right-of-way planned to connect the
Norfolk Southern with the Union Pacific.

• Constructing frontage/service roads, as planned with each of the HSR alternatives, ensures that
access to farm properties affected by crossing consolidation or closure is maintained.
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• Frontage/service roads and grade-separated crossings have been proposed in areas where crossing
consolidation will occur, to minimize the number of additional distance traveled for the movement of
agricultural products to markets.   The total additional vehicle kilometers (miles) that might result
from the HSR alternative alignments was reviewed with more than 1,250 local officials at a series of
14 open houses held throughout the corridor.  Proposals for crossing consolidation were
subsequently refined, based on input received during these meetings, to ensure that impacts to the
farming community were mitigated to the maximum extent possible.

• The amount of agricultural land affected by high-speed rail alignments has also been kept to a
minimum by proposing frontage/service roads within 15-meter (50-foot) wide rights-of-way adjacent
to the existing railroad right-of-way.

• No farm residences or agricultural buildings will be affected by any of the high-speed rail alignments.
 This is because alternatives are located on existing railroad right-of-way. 

5.2.14 Irreversible and Irretrievable Commitment of Resources

Hectares (acres) converted to new railroad right-of-way or highway grade separations as part of this project
will be irretrievably lost.  Similarly, the one parcel that has been identified as an uneconomic remnant, due to
the parcel severance associated with the Norfolk Southern alignment, will be lost because its resulting size and
shape makes continued farming impractical.

New access across railroad right-of-way could be provided in the future to serve new development via a
grade separation. If this occurs, frontage/service roads created to provide access between an individual farm
unit and a previously closed grade crossing could be converted back to agricultural uses, and farmed.

5.3 SOCIO-ECONOMIC AND COMMUNITY IMPACTS

5.3.1 Grade Crossing Impacts

Increases in train speeds along high-speed rail corridors warrant an increase in the level of grade crossing
warning or protection.  Yet, increases in train speeds are not projected over the entire corridor due to the long
deceleration and acceleration requirements at stations or due to alignment restrictions. Nonetheless, consistent
with FRA guidelines and good engineering practice, a number of crossings should be eliminated; the remaining
ones should be warned or protected as appropriate.  Whether a crossing is eliminated or improved is generally
based on the number and speed of trains, vehicular usage and nearby availability of alternate crossings that are
adequate or can be improved to meet projected needs.  The evaluations and recommendations recognize that
the type of traffic as well as the volume and speed influence the ability of a crossing to safely handle the shift.

The treatment of highway-railroad at-grade crossings is a major impact to local socio-economic and
community factors.  The recommendations for crossing treatments are, therefore, a primary concern to the
local communities within the Chicago - St. Louis corridor.  All of the at-grade crossings in the project area
were reevaluated as part of the preparation for this Environmental Impact Statement (EIS). The
recommendations developed supersede those included in the Chicago - St. Louis HSR Study, Grade Crossing
Safety Analysis, prepared for IDOT in 1993 and 1994.  A summary of the current at-grade crossing
recommendations is presented in Section 3.1.2.1.
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Information on ambulance, police, fire and school district service areas and routes; hospitals; regional grain
elevators; and major agri-businesses was considered when the grade crossing treatment recommendations
were developed.  Additionally, field reviews of the crossings, evaluating land use, recent developments, and
wetlands, were conducted to provide additional background information about each crossing that was used to
determine the appropriate treatment recommendation.  Finally, operational adjustments, such as limiting the
maximum speed to 110 mph (180 kph) through much of the corridor, were made to allow more crossings to
remain open.

For each grade crossing, a summary sheet was prepared summarizing the factors and conditions that were
the basis for the treatment recommendations.  Each sheet contained information on: milepost (MP); county;
township; incorporated versus unincorporated; the railroad that owns the trackway; the alignment alternative;
vertical alignment; public or private ownership; land use; train speed, both existing and proposed; existing
warning devices; highway speed limit; average daily traffic; changes projected in vehicular volume; adverse
travel of closure if proposed; total additional vehicle miles of travel if a crossing is proposed for closure;
crossing treatment recommendation from the 1994 study; and the current crossing treatment recommendation
developed for this project as documented in this EIS.  An explanation was given for each recommendation
and where closure was proposed, the alternative crossing was identified.

Over 1,250 local officials were invited to review and comment on the draft grade crossing treatment
recommendations at a series of 14 open houses held throughout the length of the corridor.  The
recommendations were refined as a result of input from these workshops, attended by 260 persons
representing the majority of the communities and agencies which were invited.  Later, additional modifications
to the grade crossing treatment recommendations were made so that potential impacts to cultural resources,
wetlands, and other natural areas were minimized.  The recommendation for each of the crossings contained
in Table 3.1-6 in Section 3 are a result of this process.  Additional refinements may be made following the
official public hearings.  Copies of each crossing evaluation and details on the process and recommendations
are contained in the High Speed Rail Corridor: Rail Crossing Analysis.  Specific recommendations for each
crossing are provided in Appendix B.  A summary of the recommended treatments by alternative alignment is
contained in Table 3.1-6; Table 3.1-7 provides a list of the crossings where closure is recommended with the
provision of a frontage/service road.

Potential impacts to residents’ access have been minimized through the methods described in this section and
in Appendix B.  Sixty-eight to 74 vehicular crossings are proposed for closure as part of the HSR alternative. 
Of these, 33 to 38 are public crossings. Access is maintained to all properties, and recommendations for
closure primarily focused on redundant crossings.  Crossings proposed for closure are either low volume
roadways or private crossings.  The Illinois Commerce Commission (ICC) regulation governing the maximum
allowable adverse travel was adhered to and was one of the key criterion used for evaluation of potential
closures.  This criteria specifies 6.5 kilometers (four miles) of adverse travel as maximum allowable in
unincorporated areas and 1.21 kilometers (0.75 miles) as the maximum in incorporated areas.  The travel
distance is measured as the shortest, usable path from one side of the closed crossing to the other.  Average
adverse travel as a result of the proposed at-grade crossing closures on the alternative alignments ranges from
1.39 kilometers (0.86 miles) on the IC/UP alignment to 1.59 kilometers (0.99 miles) on the Norfolk Southern
alignment.

5.3.2 Displacement and Relocation

5.3.2.1 Displacements



Chicago - St. Louis High-Speed Rail Project Environmental Consequences
Draft Environmental Impact Statement 5-15

No-Build Alternative: Under the No-Build alternative, no displacements will occur.

High-Speed Rail Alternative: For the HSR alternative, displacements will result from three proposed grade
separations and the Norfolk Southern/Union Pacific track connection in Dwight. The displacements for each
HSR alignment are listed in Table 5.3-1.

Table 5.3-1
STRUCTURE DISPLACEMENTS BY PROPOSED HIGH-SPEED RAIL ALTERNATIVE ALIGNMENT

Alignment
  Railroad (MP) Residential

             
Commercial

    Institutional
Other

Total
Displacements

IC/UP
  IC Joliet Line (MP 29.00)
  UP (MP 272.70)
  Total

11
0
11

1
0
1

1
0
1

0
1
1

13
1
14

Norfolk Southern
  NS (MP 106.59)
  NS (MP 130.10)
  UP (MP 272.70)
  Total

3
0
0
3

1
0
0
1

0
0
0
0

2
3
1
6

6
3
1
10

Rock Island District
  UP (MP 272.70)
  Total

0
0

0
0

0
0

1
1

1
1

Note: For Special Waste Assessment Screening Process, both “other” structures at Norfolk Southern MP 106.59 are benign. 
Preliminary Environmental Site Assessments were conducted at MP 29.00, MP 130.10, and MP 272.70.  (See Section 2.14,
Special Waste.)

Agricultural.  No displacements of farm residences and other agricultural buildings are anticipated from
implementation of any of the HSR alignments.

Residential.  Eleven single-family residences will be displaced with the IC/UP alignment.  All 11 of the
displacements are located within the potential impact area of the proposed grade separation at Romeoville
Road/135th Street (MP 29.00).  The homes appear to be owner-occupied, with two to four bedrooms and one
to two bathrooms; estimated market value of these homes range from $100,000 to $150,000.

Along the Norfolk Southern alignment, three single-family residences will be displaced.  These displacements
are located within the potential impact area of the proposed grade separation at Illinois Route 17 (MP 106.59).
 These homes appear to be owner occupied, with two or three bedrooms and one bathroom and prices
ranging from $75,000 to $125,000.

The Rock Island District alignment will not displace any residences.

Commercial.  The IC/UP alignment will displace one business at the proposed grade separation at 135th
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Street/Romeoville Road (MP 29.00).  The business consists of a gas station with a “mini-mart” and employs
approximately eight to 10 people.

One business — a small general store — will be displaced along the Norfolk Southern alignment at MP
106.59, where a grade separation is proposed at the Illinois Route 17 crossing.  The store employs
approximately six to eight people.

The Rock Island District alignment will not displace any businesses.

Institutional.  The High Road Bible Church is located within the potential impact area of the proposed grade
separation at 135th Street/Romeoville Road (MP 29.00) and will be displaced by the IC/UP alignment.

Neither the Norfolk Southern nor the Rock Island District alignments will displace any institutional structures.

Other Displacements.  Several other outbuildings will be displaced in the project area under the HSR
alternative.  One of these structures will be displaced at the proposed grade separation at Pontoon Road (MP
272.70) under all three alignments.  This structure is located on property that includes a gas station.  Five
other outbuildings will be displaced along the Norfolk Southern alignment at the proposed grade separation at
Illinois Route 17 (MP 106.59) and at the proposed Norfolk Southern/Union Pacific connection in Dwight (MP
103.10).  The two structures at MP 106.59 are concrete block storage buildings on residential property.  The
three structures at MP 103.10 are storage buildings affiliated with two businesses — Crop Production
Services and Hydrochem Industrial Service.

5.3.2.2 Mitigation

The "Uniform Relocation Assistance and Real Property Acquisition Act of 1970, as amended", applies to all
federal or federally assisted activities that involve the acquisition of real property or the displacement of
persons or businesses.  Just compensation is provided for each property that will be acquired as a result of
this project.  Both the United States and Illinois Constitutions require this.  The courts have defined "just
compensation" as monetary payment that is equivalent to the "fair market" value of the property.  Fair market
value has been defined as the highest price estimated in terms of money that the property will bring, if
exposed to sale on the open market, with a reasonable time allowed to find a buyer, buying with the
knowledge of all of the uses to which it is adapted, and for which it is capable of being used.  Mitigation of
relocation impacts or displaced structures is usually in the form of financial remuneration or compensation for
property loss and relocation expenses, as outlined in the "Uniform Relocation and Real Property Acquisition
Act, as Amended."  The Bureau of Land Acquisition of the Illinois Department of Transportation will
determine the availability and cost of relocation sites and planned remuneration.  Additional or unusual
circumstances may warrant other mitigation measures on a case-by-case basis, although none are anticipated
for this project.

Relocation of businesses, residences, and the High Road Bible Church should be possible in the same general
vicinity where displacements will occur.  There is no shortage of replacement housing in these areas. 
Property remaining after acquisition and construction of the proposed grade separation at MP 29.00 could be
used to relocate the business and church displaced in this area.  Additionally, there are vacant parcels in the
area where relocation will occur.  Relocation services will be available to all individuals affected by project
displacements, without discrimination.  No difficulties in successfully relocating any displaced families,
businesses, or the church are anticipated.
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5.3.3 Economic Impacts

The expenditure of funds for transportation infrastructure has both direct and indirect economic impacts. 
The direct impact can be measured by the number of jobs created, both in the production of materials and
equipment used in the project and in the actual on-site construction activities. Development of high-speed rail
between Chicago and St. Louis will require the employment of persons to upgrade the road bed, install signal
and safety devices, build frontage/service roads, improve grade crossings, or build bridges to replace grade
crossings.  Additional jobs will be created in firms that produce the signal and safety devices, steel rails, and
the rolling stock for the route.  The wages that these individuals receive are then recycled throughout the
economy as the new workers buy houses, furniture, groceries, and clothes.  These expenditures, in turn,
create new jobs, producing a multiplier effect on the economy.  The geographic distribution of that impact
will depend upon the location of firms supplying the labor and materials needed on the project.  A similar,
two-tiered set of impacts is generated by post-construction operating expenditures.  This section on economic
impacts discusses the broader employment impacts of the project and then addresses potential changes in
local economic activity.

5.3.3.1 Employment Impacts of Construction and Operations

No-Build Alternative: The No-Build alternative will not result in any construction-related employment
impacts.  Also, no changes in operations-related employment is expected.

High-Speed Rail Alternative: The economic impacts of the HSR alternative will be dispersed throughout
Illinois and, to some extent, throughout the Midwest.  IDOT retained the Regional Economics Applications
Laboratory (REAL) of the University of Illinois to develop estimates of the employment that will be generated
by the construction and operation of the system.  Using IDOT cost estimates as inputs into an Illinois-specific
regional econometric model, REAL estimated that total direct and indirect employment will peak at about
2,900 in the third year of construction for the IC/UP alignment.  The Norfolk Southern alignment is estimated
to create an additional 3,240 jobs during the same year.  If this alignment were to serve a new SSA, the peak-
year construction employment is estimated to reach 4,230. Employment increases during the construction
period are shown in Table 5.3-2. Employment projections were not developed for the Rock Island District
because it was not being considered as an alternative alignment at the time that the REAL study was
conducted.  For the purposes of evaluation, it is assumed that the employment impacts associated with the
Rock Island District alignment will be the same as for the IC/UP alignment.
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Table 5.3-2
TOTAL EMPLOYMENT INCREASE DURING HIGH-SPEED RAIL CONSTRUCTION

Alignment

Construction
Year

IC/UP or
Rock Island

Norfolk Southern
without SSA Airport

Norfolk Southern
with SSA Airport

1 1,780 2,100 2,940

2 2,390 2,720 3,670

3 2,900 3,240 4,230

Source: Regional Economics Applications Laboratory, Economic Impacts of the Chicago-St. Louis High Speed Rail Line: Evaluation
and Sensitivity, Report 1, 1996.

The multiplier effect in the peak employment year during construction is 1.90 for all routes.  Thus each dollar
spent during construction generates an additional $0.90 in system-wide economic activity.  The multiplier
impact is greater during years of operation because the costs are more labor intensive; a smaller portion of the
costs are spent on materials and supplies.  However, the absolute impact on employment is much smaller
because operational costs are a fraction of construction costs.  The REAL model is year specific and thus can
accommodate a variety of fluctuations in economic activity.  For seven years of operation (years 4 through
10 of the project), the multiplier varies between 2.23 and 2.28 but averages about 2.26.  Thus, it is projected
that each dollar spent on operations will generate another $1.26 in system-wide economic activity.  As shown
in Table 5.3-3, operation of the system over the IC/UP alignment will result in an increase of approximately
800 new jobs over current employment levels.  The Norfolk Southern alignment will increase total
employment by about 830, but the increase in employment will exceed 1,100 with trains operating on these
alignments with service to a new airport.  As with construction-related employment, projected operation-
related employment increases for the Rock Island District alignment are assumed to be the same as for the
IC/UP alignment.

The employment projections were originally run for years 1996 through 2005.  The projections, if redone for
another ten-year period, might vary slightly from year to year but will be reasonably similar overall.  However,
the projections probably represent an upper limit estimate because of the assumption used in the model that all
initial expenditures will occur in Illinois.  Given the small number of producers of signals, rails, and rolling
stock, this is probably an unrealistic assumption.  It is quite likely that some equipment will be supplied by
firms outside of Illinois.
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Table 5.3-3
TOTAL EMPLOYMENT INCREASE DURING HIGH-SPEED RAIL OPERATION

Alignment

Operation
Year

IC/UP or
Rock Island

Norfolk Southern
without SSA Airport

Norfolk Southern
with SSA Airport

1 810 840 840

2 800 830 830

3 800 830 830

4 790 820 1,120

5 790 830 1,130

6 790 820 1,120

7 780 820 1,110

Source: Regional Economics Applications Laboratory, Economic Impacts of the Chicago-St. Louis High Speed Rail Line: Evaluation
and Sensitivity, Report 1, 1996.

The impacts were only run for seven years of operations but the operations will continue, and possibly be
expanded, in the future.  The impacts from operations will gradually increase as additional expenditures are
required to maintain the tracks and rolling stock in top condition.

5.3.3.2 Changes in Regional and Local Economic Activity

No-Build Alternative: The No-Build alternative is not expected to result in any changes in regional and local
economic activity.

High-Speed Rail Alternative: The employment and economic impacts discussed above will occur somewhere
in Illinois.  The precise location of those impacts, especially the construction-period impacts, will depend on
which companies receive contracts to do the work.  It is estimated that a high proportion of the new
employment will occur in the six-county Chicago metropolitan area in the northeast section of the state.  The
concentration of major engineering, construction, and manufacturing firms in this section of the state makes it
highly probable that this region will benefit substantially, both directly and indirectly, from construction period
expenditures.  During the actual construction period, some of the secondary impacts will be felt in
communities along the route as construction crews spend money in local hotels, restaurants, and shops. 
Some firms outside of the Chicago area are also likely to receive contracts and/or subcontracts that will help
spread the overall impacts throughout the state.

The impacts of expenditures from operations will probably be more concentrated, with the majority of new
jobs created in communities that will primarily be served by the system: Chicago, Joliet or Peotone/Kankakee,
Bloomington, Springfield, Alton, and St. Louis.  Ticket agents and other railroad personnel will be located in
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these communities, and the secondary impacts of their employment will be spread throughout the counties in
which the communities are located.  Again, however, the majority of the new employment is likely to be
located in the Chicago area.  Because Chicago is likely to be the focus for several high-speed rail lines
radiating throughout the Midwest, it is likely that the administrative offices for the Chicago - St. Louis line will
be in Chicago.  Similarly, although the yards and repair facilities for the line could be located almost anywhere
along the line, the fact that there are existing locations in the Chicago/Joliet area that could accommodate
maintenance facilities for all lines entering the city makes it likely that the major maintenance facilities will be
located in northeastern Illinois.

In addition to the impacts from direct expenditures on system construction and operation, the HSR alternative
will increase the flow of travelers between cities along the route and thus enhance economic activity in those
communities with stations on the line.  The majority of the projected ridership will involve mode transfers and
is thus travel that will have occurred whether or not the high-speed rail were in place.  However, induced
ridership could account for 5 percent to 15 percent of total riders, and a high proportion (possibly as much as
80 percent) of the induced ridership is likely to be pleasure oriented.  For pleasure travelers, the train ride itself
becomes part of the experience of a weekend shopping trip to Chicago or a short vacation that includes a tour
of historic sites in Springfield associated with Abraham Lincoln.  Assuming ridership of at least one million
passengers and an induced ridership of 100,000 (10 percent of total), there is considerable potential for
additional economic activity in communities along the route that is not directly related to expenditures from
the railroad operations.  In Chicago, the average visitor stays two days and spends about $200 per day.
Applying these averages to the induced ridership numbers, there is a potential for up to $20 million in new
economic activity in communities along the route.  This assumes that each “trip” on the train is actually one-
half of a round trip.  Thus, 100,000 person days times $200 per day equals $20 million in new economic
activity.

The impacts from induced travel will be heavily concentrated in the end-point cities, Chicago and St. Louis. 
Springfield, with its historic attractions and the State Fair, will also benefit.  The other communities with
stations will probably experience comparatively small increases in economic activity from induced-ridership
expenditures.   

There may also be some very localized negative impacts resulting from the implementation of high-speed rail
service between Chicago and St. Louis.  Several small communities that are currently served by Amtrak may
lose passenger rail service.  These communities are Summit, Dwight, Pontiac, Lincoln, and Carlinville. 
Traffic through these stations is very light and the impacts will likely be a reduction in convenience rather
than true economic loss.  Since there are no ticket agents on duty at these stations, no jobs will be lost as a
result of loss of service.

Right-of-way will be required for each of the three HSR alternative alignments.  The alignments will require
65 hectares (160 acres) or less of additional right-of-way, with the IC/UP alignment requiring 49 hectares
(121 acres); the Norfolk Southern alignment requiring 63 hectares (156 acres); and the Rock Island District
alignment requiring 39 hectares (97 acres).  Loss of property tax revenue due to conversion of property to
transportation use was estimated for the three alignments.  Loss of approximately $58,000 (1997 dollars)
annually is estimated for the IC/UP alignment.  The estimated loss for the Norfolk Southern alignment is
$17,000 per year.  The Rock Island District alignment is estimated as having the least impact on tax revenue,
resulting in a loss of $6,000 annually.  Most of these losses will occur in Cook, Will, and Kankakee Counties.
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Mitigation for partial loss of property of secondary impact related to access will be discussed with each
affected property owner to arrive at adequate compensation.

5.3.4 Environmental Justice

Potential disproportionate impacts to low-income and minority populations were evaluated in accordance with
Executive Order 12898 “Federal Actions to Address Environmental Justice in Minority Populations and Low-
Income Populations”.  In response to this Executive Order, the project corridor was evaluated to identify the
presence of low income and minority residents and the potential impacts to them.

No-Build Alternative: No disproportionately high and adverse human health or environmental effects on
minority or low-income populations were identified for the No-Build alternative.

High-Speed Rail Alternative: No disproportionately high and adverse human health or environmental effects
on minority or low-income populations were identified for the HSR alternative, regardless of alignment.

Of the activities associated with the HSR alternative, proposed grade crossing closures have the greatest
potential to impact minority or low-income populations.  A field review was conducted in August of 1999 to
evaluate all crossings proposed for closure in regards to community cohesion and environmental justice.  In
the project area, 85 to 91 crossings are proposed for closure.  Of these, 19 to 21 percent (17 to 19 crossings)
are pedestrian crossings, with other useable crossings in very close proximity.  Of the 68 to 74 vehicular
crossings proposed for closure, the majority are in rural areas at either a private farm crossing or a township
or county road. Within the villages and towns in the project area, up to one vehicular crossing may be closed
with useable crossings located within a block or two.  Table 5.3-4 lists the number of crossings proposed for
closures in communities where the percentage of the population classified as minority or low-income exceeds
the statewide average.  (See Table 2.2-7 in Section 2.)  Based on the information provided in Table 5.3-4, it
was determined that none of the HSR alternative alignments will have disproportionately adverse impacts on
minority or low-income populations.  One additional vehicular crossing is proposed for closure in a low-
income area under the IC/UP and Rock Island District alignments.  This crossing is Main Street (MP 61.06)
in Braceville, where the low-income population is estimated at 13.3 percent, compared with the 11.6 percent
statewide average.

The HSR alternative will not displace any minority or low-income populations.

No noise or vibration impacts were identified for this project.  Therefore, no disproportionate noise or
vibration impacts to minority or low-income populations will occur.

No disproportionate transportation impacts to the minority or low-income populations identified in the corridor
are projected.
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Table 5.3-4
PROPOSED CROSSING CLOSURES IN MINORITY OR LOW-INCOME AREAS

ALIGNMENT

IC/UP Norfolk Southern Rock Island DistrictType of
Crossing Minority Low-Income Minority Low-Income Minority Low-Income
Pedestrian 0 7 0 7 0 7

Vehicular 1 8 1 7 1 8

Source: De Leuw, Cather & Company, February 2000.

5.4 AIR QUALITY

This section describes the air quality analysis conducted for this project evaluating the No-Build and High-
Speed Rail alternatives.  Based on the analysis conducted, no adverse impacts will occur with either the No-
Build or High-Speed Rail alternative.

5.4.1 Conformity

5.4.1.1 Air Quality Impacts from Passenger Rail Service in the Nonattainment/Maintenance Areas

Annual volatile organic compound (VOC) and nitrogen oxide (NOx) emissions from intercity passenger rail
service were estimated for the No-Build and HSR alternatives using the same methodology described in
Section 2.4.  However, only the fuel that would be consumed in each of the ozone nonattainment and
maintenance areas and the resultant emissions was accounted for as part of the conformity analysis.  For the
No-Build alternative, although it is a continuation of existing Amtrak service, a NOx emission rate different
than the one used for existing conditions was used.  Recently adopted U.S. Environmental Protection Agency
(USEPA) emission standards for Tier 0 diesel-powered locomotives (manufactured between 1973 and 2001)
were compared to those reported in the USEPA's Procedures for Emission Inventory Preparation, Volume IV:
Mobile Sources (the EPA manual) for the F40 locomotive.  For all pollutants except NOx, the emission rates
for the F40 locomotive were lower than the USEPA standards.  So for this and subsequent analyses, the
emissions rates from the EPA manual were used for all pollutants other than NOx.  For NOx, the USEPA
emission rate standard was used because the F40 locomotive used for Amtrak service in the Chicago – St.
Louis project area will have to comply with this standard.  For the HSR alternative, annual emissions were
developed for the ozone nonattainment and maintenance areas for the three alternative alignments and for the
three different equipment options considered.  It was assumed that the HSR locomotives will be subject to the
USEPA Tier 1 (locomotives manufactured between 2002 and 2004) emission rate standards.

Tables 5.4-1 and 5.4-2 list the annual VOC and NOx emissions calculated for the ozone nonattainment and
maintenance areas in the project area to assist in determining the net impact of implementation of HSR
service.  Emission estimates for the HSR alternative are listed in one column (emissions from high-speed rail
service).  The emissions from Chicago - St. Louis Amtrak service under the No-Build alternative are listed in
another column (reductions from other modes – Amtrak) and taken as a credit as part of the conformity
analysis.



Additional
Emissions Vehicle Net Change State
from High- Kilometers in Emissions General

Nonattainment/Maintenance Area Speed Rail (Miles) with High- Conformity
Alternative Alignment and Equipment Option Service Amtrak Bus Auto Traveled Speed Rail Threshold

Chicago Nonattainment Area
High-Speed Rail Alternative - IC/UP

F-70/Talgo 5.9 1.5 0.1 3.8 1.5 2.0 25
F-70/4-Car 7.3 1.5 0.1 3.8 1.5 3.4 25
Turbomeca 11.1 1.5 0.1 3.8 1.5 7.2 25

High-Speed Rail Alternative - Norfolk Southern
F-70/Talgo 4.4 1.5 0.1 3.4 1.0 0.4 25
F-70/4-Car 5.3 1.5 0.1 3.4 1.0 1.3 25
Turbomeca 8.2 1.5 0.1 3.4 1.0 4.2 25

High-Speed Rail Alternative - Rock Island District
F-70/Talgo 5.2 1.5 0.1 3.8 1.4 1.2 25
F-70/4-Car 6.4 1.5 0.1 3.8 1.4 2.4 25
Turbomeca 9.7 1.5 0.1 3.8 1.4 5.7 25

Jersey County Maintenance Area
High-Speed Rail Alternative - All Alignments

F-70/Talgo 0.2 0.1 N/A N/A 0.2 0.3 100
F-70/4-Car 0.3 0.1 N/A N/A 0.2 0.4 100
Turbomeca 0.4 0.1 N/A N/A 0.2 0.5 100

St. Louis Nonattainment Area (Illinois)
High-Speed Rail Alternative - All Alignments

F-70/Talgo 3.3 1.1 0.0 2.6 1.3 0.9 100
F-70/4-Car 4.1 1.1 0.0 2.6 1.3 1.7 100
Turbomeca 6.3 1.1 0.0 2.6 1.3 3.9 100

St. Louis Nonattainment Area (Missouri)
High-Speed Rail Alternative - All Alignments

F-70/Talgo 0.2 0.1 0.0 0.1 0.0 0.0 100
F-70/4-Car 0.2 0.1 0.0 0.1 0.0 0.0 100
Turbomeca 0.3 0.1 0.0 0.1 0.0 0.1 100

Source: De Leuw, Cather & Company, February 2000.

N/A = Not Applicable

Table 5.4-1
GENERAL CONFORMITY ANALYSIS OF VOC EMISSIONS IN NONATTAINMENT AND MAINTENANCE AREAS

(tons)

Reductions from other modes



Additional
Emissions Vehicle Net Change State
from High- Kilometers in Emissions General

Nonattainment/Maintenance Area Speed Rail (Miles) with High- Conformity
Alternative Alignment and Equipment Option Service Amtrak Bus Auto Traveled Speed Rail Threshold

Chicago Nonattainment Area
High-Speed Rail Alternative - IC/UP

F-70/Talgo 83.0 36.7 0.4 9.8 2.2 38.3 N/A
F-70/4-Car 102.9 36.7 0.4 9.8 2.2 58.2 N/A
Turbomeca 156.5 36.7 0.4 9.8 2.2 111.8 N/A

High-Speed Rail Alternative - Norfolk Southern
F-70/Talgo 62.2 36.7 0.4 8.7 1.5 17.9 N/A
F-70/4-Car 74.6 36.7 0.4 8.7 1.5 30.3 N/A
Turbomeca 115.8 36.7 0.4 8.7 1.5 71.5 N/A

High-Speed Rail Alternative - Rock Island District
F-70/Talgo 72.8 36.7 0.4 9.8 2.1 28.0 N/A
F-70/4-Car 90.3 36.7 0.4 9.8 2.1 45.5 N/A
Turbomeca 137.2 36.7 0.4 9.8 2.1 92.4 N/A

Jersey County Maintenance Area
High-Speed Rail Alternative - All Alignments

F-70/Talgo 3.1 1.3 N/A N/A 0.2 2.0 100
F-70/4-Car 3.9 1.3 N/A N/A 0.2 2.8 100
Turbomeca 5.9 1.3 N/A N/A 0.2 4.8 100

St. Louis Nonattainment Area (Illinois)
High-Speed Rail Alternative - All Alignments

F-70/Talgo 47.1 27.5 0.2 6.0 1.7 15.1 100
F-70/4-Car 58.3 27.5 0.2 6.0 1.7 26.3 100
Turbomeca 88.7 27.5 0.2 6.0 1.7 56.7 100

St. Louis Nonattainment Area (Missouri)
High-Speed Rail Alternative - All Alignments

F-70/Talgo 2.2 1.3 0.0 0.2 0.0 0.7 100
F-70/4-Car 2.8 1.3 0.0 0.2 0.0 1.3 100
Turbomeca 4.2 1.3 0.0 0.2 0.0 2.7 100

Source: De Leuw, Cather & Company, February 2000.

Note: The Chicago nonattainment area has a NOx waiver, published in the January 22, 1996 Federal Register .  Therefore, no threshold is listed.

N/A = Not Applicable

Table 5.4-2
GENERAL CONFORMITY ANALYSIS OF NOx EMISSIONS IN NONATTAINMENT AND MAINTENANCE AREAS

(tons)

Reductions from other modes
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The figures listed in these tables indicate that the net increase (HSR emissions minus No-Build emissions) in
VOC and NOx emissions will not exceed the thresholds set forth in Illinois’s and Missouri’s general
conformity regulations.

5.4.1.2 Air Quality Impacts from Diversion from other Modes of Travel

Ridership projections available for this project (from Wilbur Smith Associates - St. Louis High Speed Rail
Corridor Study Ridership Forecast Technical Report) for the year 2010 indicate that over 60 percent of HSR
passengers will be travelers diverted from other modes.  As a result, pollutant emissions from buses and
private automobiles under the HSR alternative will be lower than those projected for the No-Build alternative. 
To account for this reduction, emissions were calculated for these modes, using the same methodology
described in Section 2.4 for both the No-Build and HSR alternatives.  The differences in VOC and NOx

emissions in the ozone nonattainment and maintenance areas between the No-Build and HSR alternatives were
taken as credits as part of the conformity analysis.  (See Tables 5.4-1 and 5.4-2, reductions from other
modes – bus and auto.)  As part of these calculations, it was assumed that the pollutant emissions from buses
will decrease proportionately with the reduction in trips between the No-Build alternative and the HSR
alternative.

Since Interstate 55, the primary facility used for intercity automobile and bus travel in the Chicago - St. Louis
corridor, is not located in Jersey County, it is assumed that the diversion of automobile and bus trips to HSR
will not reduce VOC or NOx emissions in the Jersey County maintenance area.

No reduction in pollutant emissions from commercial aircraft as a result of air passengers diverting to high-
speed rail was assumed for this project.  Although much of the projected HSR ridership is from travelers
diverting from air travel, it is assumed that even if the number of flights in the corridor is reduced, additional
flights to cities outside of the corridor will be added, particularly at the airports in Chicago and St. Louis.

5.4.1.3 Air Quality Impacts from Additional Vehicle Kilometers (Miles) Traveled from Crossing
Closures

As part of the HSR alternative, some highway-railroad at-grade crossings will be closed. These closures will
result in additional vehicle kilometers (miles) being traveled and, subsequently, an increase in vehicle
emissions.  An analysis of projected 2010 traffic (consistent with the methodology described in Section 2.4)
was conducted to determine the impact of these additional vehicle kilometers (miles) traveled.  In the three
ozone nonattainment/maintenance areas, none of the projected VOC or NOx emissions increases are greater
than 2.2 tons per year.  (See Tables 5.4-1 and 5.4-2, additional vehicle kilometers (miles) traveled).

5.4.1.4 Conformity Determination

Based on the emission analysis provided in this section, this project is categorized as “exempt” under the
general conformity regulations because no net increases in VOC or NOx emissions are projected in the ozone
nonattainment or maintenance areas that exceed the rates set forth in Illinois’s or Missouri’s general
conformity regulations.

Proposed construction in the nonattainment areas is limited and would occur over a minimum of a three-year
period.  Pollutant emissions associated with construction will not exceed the annual threshold rates set forth in
Illinois’s general conformity regulations.  No construction is proposed for Missouri as part of this project.
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5.4.2 Air Quality Impacts in the High-Speed Rail Corridor

An analysis of future mobile source emissions (VOC, CO, and NOx) was conducted for this project to
evaluate intercity passenger travel in the corridor based on the 2010 ridership forecasts. Calculations were
based on the methodology described in Section 2.4.  Results of the analysis found that future annual
emissions in the corridor will decrease under either the No-Build or HSR alternative compared to existing
conditions.  Additionally, no increases (compared to the No-Build alternative) in the annual mobile source
emissions of VOCs and carbon monoxide (CO) are projected for the HSR alternative, regardless of alignment
or equipment option.  The lower annual emissions with HSR can be attributed to diversions from buses and
automobiles to HSR.  NOx emissions are projected to increase under the HSR alternative for all alignments and
equipment options. Actual data on pollutant emissions from the high-speed rail engines is not available. 
Emissions were calculated using the USEPA Tier 1 standards. It is possible that emissions from the high-
speed rail engines will be lower than the standards, but since no data is available, the more conservative
approach was used to calculate emissions.  As with the conformity analysis, reductions in pollutant emissions
from commercial aircraft were not assumed for this project.

Table 5.4-3 lists the estimated existing (2000) and future (2010) annual mobile source emissions in the HSR
corridor.  Since the 2010 forecasts for the Norfolk Southern alignment include automobile travel to and from
the Peotone/Kankakee market (as opposed to the Joliet market under the IC/UP alignment), a separate set of
No-Build forecasts were developed for this alignment to account for the difference.

For each alignment, annual corridor VOC emissions will be up to one percent lower, CO emissions will be
two percent lower, and NOx emissions will be between one and seven percent higher (depending on
equipment) than those under the No-Build alternative.

Annual VOC, CO, and NOx emissions from the operation of HSR trains will be higher than from Amtrak trains
under the No-Build alternative because more HSR trains will be operating in the project area.  Additional VOC
and CO emissions from the operation of HSR trains will be offset by reductions from other sources as a
result of passengers diverting to HSR.

5.4.3 Local Air Quality

5.4.3.1 Short-Term Effects

Construction-related activities can result in short-term impacts to ambient air quality in the vicinity of the
construction site.  These potential impacts include fugitive dust emissions, direct emissions from construction
equipment and truck exhausts, increased emissions and dust from construction vehicles on the streets, and
emissions from re-routed vehicular traffic.

No-Build Alternative: Since the No-Build alternative will not require any construction, there are no short-term
air quality impacts associated with this alternative.



Table 5.4-3
SUMMARY OF ESTIMATED 2010 AIR EMISSIONS (TONS)

FROM INTERCITY PASSENGER TRAVEL IN THE HIGH-SPEED RAIL CORRIDOR
 

VOC CO NOx

Alternative Rail Bus Auto Total Rail Bus Auto Total Rail Bus Auto Total

Existing (2000) 8 1 1,919 1,928 22 3 18,668 18,692 246 7 5,443 5,696

No-Build - IC/UP and RID 8 2 1,725 1,734 22 6 14,688 14,715 183 12 4,797 4,992
No-Build - Norfolk Southern 8 2 1,881 1,890 22 6 16,106 16,133 183 12 5,261 5,456

IC/UP - F70 w/ Talgo 24 2 1,689 1,715 66 5 14,361 14,432 346 10 4,693 5,050
IC/UP - F70 30 2 1,689 1,721 82 5 14,361 14,448 429 10 4,693 5,133
IC/UP - Turbomeca 46 2 1,689 1,737 125 5 14,361 14,491 653 10 4,693 5,356

Norfolk Southern - F70 w/ Talgo 26 2 1,844 1,871 69 5 15,762 15,836 363 10 5,153 5,525
Norfolk Southern - F70 31 2 1,844 1,876 83 5 15,762 15,850 435 10 5,153 5,598
Norfolk Southern - Turbomeca 48 2 1,844 1,893 129 5 15,762 15,896 676 10 5,153 5,838

Rock Island District - F70 w/ Talgo 24 2 1,689 1,715 66 5 14,361 14,432 344 10 4,693 5,047
Rock Island District - F70 30 2 1,689 1,721 82 5 14,361 14,447 427 10 4,693 5,130
Rock Island District - Turbomeca 46 2 1,689 1,737 124 5 14,361 14,490 648 10 4,693 5,352

Source:  De Leuw, Cather & Company, February 2000.
              Sverdrup Civil, Inc., September 1998.
              Corporate Strategies, Inc., April 1996.
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High-Speed Rail Alternative: Under this alternative, regardless of which alignment is evaluated, there will be
some local air quality impacts. Fugitive dust emissions vary with the nature of the operations, the type of
equipment, soil characteristics, the speed at which construction vehicles are operated, and the fugitive dust
control methods employed.  Much of the fugitive dust generated by construction consists of particulates of
relatively large size that fall to the ground within a short distance of where they are generated.  Some
windborne particulates may settle on nearby buildings and vehicles.  People outdoors near a construction site
will be exposed to higher than average amounts of inhalable particulates.  However, the impacts associated
with construction activities are normally negligible, local, and temporary.  Substantial concentrations of
pollutants require sustained vehicular traffic volumes in the thousands, which is not characteristic of the type
of construction that will be associated with this alternative.

Construction associated with the HSR alternative will occur in areas where new railroad and station
construction is planned; double track and freight sidings will be upgraded, extended, and added; new track
connections will be added; grade crossing improvements, including grade separations, will be made;
frontage/service roads will be constructed; and track improvements will be made.

5.4.3.2 Long-Term Effects

Microscale carbon monoxide analyses were performed for the years 2000 (existing), 2003 (estimated time of
completion), and 2013 (estimated time of completion plus 10 years) at four highway-railroad at-grade
crossings in the HSR corridor.  These locations were chosen because they are the highest volume at-grade
crossings that will have more than 100 vehicles per day diverted to them from an adjacent rail crossing
proposed for closure.  Microscale CO analyses were also conducted at the Bloomington/Normal and
Springfield rail passenger stations, where vehicular delay will increase under the HSR alternative as a result of
additional trains stopping to load and unload passengers.

Microscale dispersion modeling was used to estimate both one- and eight-hour CO concentrations to
determine if any violations of the National Ambient Air Quality Standards (NAAQS) would occur as a result of
this project.  The carbon monoxide microscale analysis was prepared in accordance with procedures
contained in the IDOT Air Quality Manual, dated May 1982.  These procedures were adopted as standard
after coordination with the Illinois Environmental Protection Agency (IEPA), Division of Air Pollution Control,
and the Federal Highway Administration, Illinois Division Office. The analysis is consistent with the latest
mobile source emissions factors issued by the USEPA known as MOBILE5A and conformity regulations
dated November 11, 1993, (40 CFR Part 93).  The calculations of CO concentrations for each receptor were
performed using the CAL3QHC (Version 2.0) model (USEPA, 1992).  Data inputs include composite vehicle
emissions factors, traffic volumes, detailed roadway geometry, background CO concentrations, and
meteorological information.

The results of the air quality analysis indicate that neither alternative will produce CO concentrations in excess
of the one-hour or eight-hour NAAQS of 35.0 ppm and 9.0 ppm, respectively.  The CO concentrations
calculated for this project are listed in Table 5.4-4. Under the HSR alternative, one-hour CO concentrations at
the locations analyzed are projected to increase from between 0.0 and 1.5 ppm when compared to the No-
Build alternative.  Eight-hour CO concentrations under the HSR alternative are projected to be between 0.0
and 1.0 ppm higher at these locations.  The highest future one-hour and eight-hour CO concentrations are
projected at the Bloomington/Normal Station under the HSR alternative in the year 2013.
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Table 5.4-4
MAXIMUM ONE-HOUR AND EIGHT-HOUR CO CONCENTRATIONS

AT SELECTED RECEPTORS (in ppm)

Location
Existing
(2000)

No-Build
(2003)         (2013)

High-Speed Rail
(2003)          (2013)

One-Hour

Laraway Road (MP 40.36) 4.8 4.7 4.7 4.7 4.7

Bloom./Normal Station (MP 124.10) 7.3 7.0 7.4 8.5 8.6

Carpenter Street (MP 184.68) 4.7 4.6 4.8 4.8 4.8

Springfield Station (MP 185.14) 6.7 6.4 6.6 7.5 7.6

Walnut Street (MP 194.40) 4.4 4.2 4.4 4.4 4.4

20th Street (MP 275.00) 5.5 5.4 5.4 5.6 5.5

Eight-Hour

Laraway Road (MP 40.36) 3.1 3.0 3.0 3.0 3.0

Bloom./Normal Station (MP 124.10) 4.6 4.4 4.6 5.4 5.5

Carpenter Street (MP 184.68) 2.8 2.7 2.8 2.8 2.8

Springfield Station (MP 185.14) 4.2 3.9 4.1 4.7 4.8

Walnut Street (MP 194.40) 2.5 2.4 2.5 2.5 2.5

20th Street (MP 275.00) 3.2 3.1 3.1 3.3 3.2

Source:  De Leuw, Cather & Company, February 2000.

Results of the microscale CO analyses indicate that under the HSR alternative, there will be a slight
degradation of air quality when traffic is diverted to another crossing.  However, the projected concentrations
are well below the NAAQS.

5.4.4 Mitigation

Results of the air quality analysis conducted for this project indicate that the project is considered exempt
under the general conformity regulations of Illinois and Missouri.  Additionally, according to results of the
microscale CO analysis, no new violations of the NAAQS will occur.  Therefore, each of the improvements is
consistent with both the Federal Clean Air Act and its amendments and the provisions of the current State
Implementation Plans (SIP).

No long-term air quality impacts are expected at either the local or regional level.  Air quality mitigation
measures are only discussed for construction-related impacts associated with the HSR alternative. During
construction, adequate dust-control measures will be maintained so as not to cause detriment to the safety,
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health, welfare, or comfort of any person, or cause damage to any property or business. Fugitive dust will be
generated during periods of intense construction activity and will be accentuated by windy and/or dry
conditions.  Good housekeeping practices, such as wetting and chemically treating exposed earth areas,
covering dust-producing materials during transport, and limiting construction activities during high wind
conditions, will minimize the dust impacts.  Direct emissions from construction equipment and trucks are
generally not expected to require mitigation. However, exhaust emissions from diesel-powered trucks are a
distinct source of odor and a potential source of fugitive dust emissions.  Keeping the trucks clean and routing
them away from residential and other sensitive receptor locations will alleviate these impacts.  Trucks can be
kept cleaner by installing a grating at the entrance and exit ways to the construction site to "shake" loose dust
that adheres to the truck surfaces. Watering down the trucks on an as-needed basis will also be effective. 
Covering trucks and rail cars carrying excavated material will further reduce fugitive dust emissions.

Additionally, there is one related local air quality issue associated with the Norfolk Southern alignment at the
proposed northern terminus in Chicago.  The Chicago 1919 Lake Front Development Ordinance precludes
operation of fossil-fueled locomotives north of Roosevelt Road extended.  If HSR service is to be provided
over the most northerly 1.9 kilometers (1.2 miles) of the Norfolk Southern alignment, this issue must be
addressed.  In the past, dispensations have been given to allow non-electric powered railroad operations into
the Randolph Street station.  However, these dispensations have only been temporary.  Dual-powered
locomotives could also be considered as a mitigation action for operation into Randolph Street Station. If
permanent access to the Randolph Street Station is not available for HSR service, trains will be routed to
Union Station as the Chicago - Carbondale Amtrak route currently is.  This issue can not be resolved at this
time.  Therefore, it remains as an unresolved issue and is included as such in the Summary Section of this
document.  (See Section S.6.)

5.5 NOISE AND VIBRATION

This section contains a summary of results of the noise and vibration analysis performed for this project.

5.5.1 Evaluation Criteria

5.5.1.1 Train Noise Criteria

Train noise impacts were evaluated based on projected noise increases relative to existing conditions at noise
sensitive receptors.  Depending upon the land use, this increase was measured in terms of either the one-hour
equivalent sound level Leq(h), which accounts for the moment-to-moment fluctuations in A-weighted sound
levels during one hour, or the day-night sound level Ldn, which represents the total dose of noise energy at a
given outdoor location over a 24-hour period.  Both descriptors are measured in terms of the A-weighted
sound level in decibels (dBA).  Leq(h) is applied for noise sensitive land uses where sensitivity does not depend
on the time of occurrence, such as schools, places of worship, and recreational areas.  Ldn includes an added
10-decibel weighting imposed on sound levels occurring during the nighttime and is applied for residences,
hospitals and other buildings where people sleep. Section 2.5.2.1 provides more information on these
descriptors.

Evaluation criteria for train noise impacts are based on those described in the Federal Rail Administration
manual, High Speed Ground Transportation Noise and Vibration Impact Assessment. These criteria, presented
in Table 5.5-1, are based on Federal noise standards and well-documented criteria and research into human
response to noise.
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5.5.1.2 Vibration Criteria

Vibration impacts from train operations in the project area were evaluated based on the projected root mean
square (rms) ground vibration velocity level (VdB), expressed in decibels relative to a reference velocity of
one micro-inch per second.  The criteria are given in terms of velocity because the sensitivity of humans,
buildings, and equipment to vibration has typically been found to correspond to a constant level of vibration
velocity amplitude within the low-frequency range of most concern for environmental vibration
(approximately 5 to 100 Hz).  Criteria for ground-borne vibration impact are based on those outlined in the
FRA manual and are presented in Table 5.5-2.

Table 5.5-2
GROUND-BORNE VIBRATION IMPACT CRITERIA

Ground-Borne Vibration Impact Levels
(VdB re 1 micro inch/sec)

Land Use Category
Frequent1

Events
Infrequent2

Events

Category 1: Buildings where low ambient
vibration is essential for interior operations.

65 VdB3 65 VdB3

Category 2: Residences and buildings where
people normally sleep.

72 VdB 80 VdB

Category 3: Institutional land uses with
primarily daytime use.

75 VdB 83 VdB

Source: FRA High Speed Ground Transportation Noise and Vibration Impact Assessment Manual, December 1998.

Notes:
1. "Frequent Events" is defined as more than 70 vibration events per day.
2. "Infrequent Events " is defined as fewer than 70 vibration events per day.
3. This criterion limit is based on levels that are acceptable for most moderately sensitive equipment such as optical microscopes. 

Vibration sensitive manufacturing or research will require detailed evaluation to define the acceptable vibration levels. 
Ensuring lower vibration levels in a building often requires special design of the HVAC systems and stiffened floors.

5.5.2 Methodology for Assessing Noise and Vibration During Operation

A total of 3,529 residential receptors and 71 non-residential receptors were identified in the HSR project area.
 Table 5.5-3 lists the number of sites analyzed by land use category and alignment.  No noise receptors where
quiet is an essential element of their intended purpose or vibration receptors where low ambient vibration is
essential for interior operations were identified for this project.



Table 5.5-1
NOISE LEVELS DEFINING IMPACT FOR HIGH-SPEED RAIL PROJECTS

Existing
Noise Project Noise Impact Exposure, Leq or Ldn (dBA)

Exposure
Leq(h) or Ldn Residential and Other Sensitive Receptors Non-Residential Receptors

(dBA) No Impact Impact Severe Impact No Impact Impact Severe Impact
<43 < Ambient + 10 Ambient+10 to 15 >Ambient+15 < Ambient+15 Ambient+15 to 20 >Ambient+20
43 <52 52-58 >58 <57 57-63 >63
44 <52 52-59 >59 <57 57-64 >64
45 <52 52-59 >59 <57 57-64 >64
46 <52 52-59 >59 <57 57-64 >64
47 <52 52-59 >59 <57 57-64 >64
48 <53 53-59 >59 <58 58-64 >64
49 <53 53-59 >59 <58 58-64 >64

50 <53 53-60 >60 <58 58-65 >65
51 <54 54-60 >60 <59 59-65 >65
52 <54 54-60 >60 <59 59-65 >65
53 <54 54-60 >60 <59 59-65 >65
54 <55 55-61 >61 <60 60-66 >66
55 <55 55-61 >61 <60 60-66 >66
56 <56 56-62 >62 <61 61-67 >67
57 <56 56-62 >62 <61 61-67 >67
58 <57 57-62 >62 <62 62-67 >67
59 <57 57-63 >63 <62 62-68 >68

60 <58 58-63 >63 <63 63-68 >68
61 <58 58-64 >64 <63 63-69 >69
62 <59 59-64 >64 <64 64-69 >69
63 <60 60-65 >65 <65 65-70 >70
64 <60 60-66 >66 <65 65-71 >71
65 <61 61-66 >66 <66 66-71 >71
66 <61 61-67 >67 <66 66-72 >72
67 <62 62-67 >67 <67 67-72 >72
68 <63 63-68 >68 <68 68-73 >73
69 <64 64-69 >69 <69 69-74 >74

70 <64 64-69 >69 <69 69-74 >74
71 <65 65-70 >70 <70 70-75 >75
72 <65 65-71 >71 <70 70-76 >76
73 <65 65-72 >72 <70 70-77 >77
74 <65 65-72 >72 <70 70-77 >77
75 <65 65-73 >73 <70 70-78 >78
76 <65 65-74 >74 <70 70-79 >79
77 <65 65-75 >75 <70 70-80 >80

>77 <65 65-75 >75 <70 70-80 >80

Source: FRA High Speed Ground Transportation Noise and Vibration Impact Assessment Manual, December 1998.

Notes:
1. Ldn is used for land uses where nighttime sensitivity is a factor; Leq during the hour of maximum rail noise exposure is used for land uses involving only daytime activities.



Table 5.5-3
SUMMARY OF PROJECTED NOISE AND VIBRATION ESTIMATES

ALONG THE HIGH-SPEED RAIL CORRIDOR
 

No-Build Alternative High-Speed Rail Alternative

  Noise Range Vibration Range Noise Range Vibration Range

Type of No. of Low Approx. High Approx. Low Approx. High Approx. Low Approx. High Approx. Low Approx. High Approx.

County Alignment Receptor Receptors (dBA) Milepost (dBA) Milepost (VdB) Milepost (VdB) Milepost (dBA) Milepost (dBA) Milepost (VdB) Milepost (VdB) Milepost

Cook IC/UP Residential 338 56 3 67 22 53 3 75 12 57 3 69 22 53 3 78 12

 Non-Residential 5 56 22 62 22 67 22 75 22 55 22 62 22 70 22 78 22

Norfolk Southern Residential 338 63 28 68 15 61 28 70 15 63 28 69 15 64 7 73 15

 Non-Residential 0

Rock Island District Residential 775 52 12 65 9 59 4 76 12 53 10 65 9 59 12 78 12

 Non-Residential 3 51 13 58 18 65 13 68 18 53 13 59 18 67 13 72 18

Will IC/UP Residential 110 55 44 67 37 61 30 75 37 56 44 69 37 64 30 78 37

Non-Residential 10 53 30 60 30 61 30 72 30 53 30 59 30 64 30 75 30

Norfolk Southern Residential 35 62 33 66 33 63 40 70 33 63 33 67 33 66 33 73 33

 Non-Residential 0

Rock Island District Residential 234 56 39 64 31 59 39 73 27 56 39 65 31 63 39 76 27

 Non-Residential 0

Kankakee Norfolk Southern Residential 103 56 105 66 47 59 105 70 47 59 105 67 47 64 105 75 105

Non-Residential 0   

Grundy IC/UP, RID Residential 28 55 64 64 64 61 64 75 64 56 64 64 64 64 64 78 64

Non-Residential 0   

Livingston IC/UP, RID Residential 109 55 73 64 73 61 73 75 73 56 73 64 73 64 73 78 73

Non-Residential 2 51 73 51 73 67 73 67 73 52 73 52 73 70 73 70 73

Norfolk Southern Residential 124 55 73 64 73 59 119 75 73 56 73 64 73 64 119 78 73

Non-Residential 3 51 73 54 109 63 119 67 73 52 73 54 109 68 119 70 73

McLean All Residential 261 55 110 64 140 61 110 75 123 55 123 64 140 64 110 78 123

Non-Residential 3 53 117 55 123 70 117 72 123 55 117 56 123 73 117 75 123

Logan All Residential 94 56 146 64 146 61 146 75 146 56 146 64 146 64 146 78 146

Non-Residential 0

Sangamon All Residential 496 56 171 73 194 56 185 81 194 56 181 75 194 56 185 84 194

Non-Residential 46 51 185 60 185 56 185 69 185 50 185 58 185 56 185 72 176

Macoupin All Residential 161 59 210 67 222 61 210 75 223 60 210 69 222 64 210 78 223

Non-Residential 0

Jersey All Residential 33 59 247 65 247 61 247 72 247 60 247 67 247 64 247 75 247

Non-Residential 1 62 247 62 247 75 247 75 247 61 247 61 247 78 247 78 247

Madison All Residential 402 59 256 65 256 60 256 71 256 60 256 66 256 63 256 74 256

Non-Residential 0

St. Clair All Residential 0           

Non-Residential 0

St. Louis All Residential 0

Non-Residential 0

Source: De Leuw, Cather & Company, February 2000.



Chicago - St. Louis High-Speed Rail Project Environmental Consequences
Draft Environmental Impact Statement 5-34

5.5.2.1 Analysis of Train Noise

The general assessment methods described in the FRA and Federal Transit Administration (FTA) manuals
were used to project future train noise for the No-Build and HSR alternatives.  As with the existing noise
estimates, future noise estimates were calculated throughout the project area for receptors located within 75
meters (250 feet) from the track centerline.  The noise estimates account for the projected change in train
volume (including freight), operating speed, and time of operation throughout the project area.

5.5.2.2 Analysis of Train Vibration

Train vibration was projected based on the general assessment methods outlined in the FRA and FTA
manuals.  The same receptors analyzed for potential noise impacts were analyzed for potential vibration
impacts.  Vibration levels are estimated based on a single passby of a train.

5.5.3 Noise and Vibration Impacts

This section describes noise and vibration impacts of the No-Build and HSR alternatives that could exceed the
evaluation criteria thresholds.

5.5.3.1 Train Noise

Table 5.5-1 lists the noise impact and severe noise impact thresholds for high-speed rail projects.  For this
project, no impacts or severe impacts were identified.  Projected noise levels by county for the No-Build and
HSR alternatives for the year 2010 are listed in Table 5.5-3.

No-Build Alternative: Projected noise levels under the No-Build alternative are either the same or lower than
those estimated for existing conditions because freight traffic is expected to decline through much of the
project area as a result of the Union Pacific/Southern Pacific merger (Surface Transportation Board, 1996). 
No noise impacts are projected for the No-Build alternative.

High-Speed Rail Alternative: Noise levels associated with the HSR alternative for any of the alternative
alignments will be slightly higher than those projected for the No-Build alternative throughout most of the
project area.  Implementation of HSR service will result in higher operating speeds than currently experienced
along most of the project area, and at greater than 80 mph (130 kph), the major source of train noise is the
rolling interaction of the train wheels on the track rail.  The noise resulting from this interaction increases with
greater speeds.  This factor, combined with the increased frequency of the intercity service (from the No-
Build's three round trips to the HSR's eight round trips daily), will result in a greater total dose of noise energy
at a given location over a 24-hour period.  At some receptor locations, noise levels could also be affected by
the more frequent sounding of locomotive horns at grade crossings.  However, as with the projected No-Build
noise levels, projected noise levels for the HSR alternative are generally lower than the estimated existing levels
on the IC/UP alignment and on the other alignments south of Dwight because fewer freight trains will be
operating on Union Pacific tracks in the project area.  The noise analysis for the HSR alternative assumes
some freight activity will shift to nighttime hours.

Noise increases of less than three dBA are generally considered “not significant.”  No projected noise levels
under this HSR alternative exceed their corresponding estimated existing or No-Build noise level by more than
2.6 dBA.
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Project noise exposure from HSR trains alone is projected to range between 44 and 62 dBA.  At these levels,
no impacts were identified in the HSR project area based on the criteria presented in Table 5.5-1.

5.5.3.2 Train Vibration

The major source of train vibration is the rolling interaction of the train wheels on the track rail.  The vibration
resulting from this interaction increases with greater speeds.  This factor, combined with the increased
frequency of service, would result in a greater total dose of vibration energy at a given location over a 24-
hour period.  However, improved technology associated with HSR equipment reduces vibration effects,
offsetting some of the increases resulting from higher speeds.  Projected vibration levels in the project area
for the No-Build and HSR alternatives are listed in Table 5.5-3.

No-Build Alternative: Projected vibration levels under this alternative are the same as those estimated for
existing conditions.  The projected vibration levels under the No-Build alternative at the receptors analyzed
range from 53 to 81 VdB.  Based on these projections, no non-residential receptors will be impacted.  Sixteen
residential receptors will exceed the vibration impact criterion of 80 VdB.  These receptors are located in
Chatham (MP 194.00).

High-Speed Rail Alternative: In areas where projected HSR operating speed is greater than No-Build speed,
projected vibration levels for the HSR alternative are slightly higher than for the No-Build alternative.  Under
the HSR alternative, regardless of alignment, the vibration impact criteria will be exceeded at one location —
the residential receptors in Chatham identified above.  The projected vibration level at these receptors is 84
VdB.  In Sherman (MP 178.00), the vibration level approaches the impact criterion for residential receptors at
one location.  For the HSR alternative, projected vibration levels at the receptors analyzed range from 53 VdB
to 84 VdB.

5.5.4 Mitigation

5.5.4.1 Mitigation During Construction

As with any construction project, areas around the construction site will likely experience varied periods and
degrees of noise impact if the HSR alternative were selected.  Under normal circumstances, construction
activity will be confined to the hours between 7:00 AM and 6:00 PM, on weekdays. Therefore, critical time
periods in which sleep or outdoor recreation occur will not be subject to noise intrusion from construction
activities should the HSR alternative be selected.

Construction noise impacts can be reduced by including specific noise control requirements in the
construction contract specifications.  The specifications should require contractors to:  1) select the
equipment and techniques that generate the lowest noise levels; 2) use equipment with effective mufflers; 3)
certify compliance with noise monitoring; 4) select haul routes that minimize truck noise in residential areas;
and 5) select air compressors that meet federal noise level standards and locate them away from or shield
them from residences and other sensitive noise receptors. 

Vibration impacts during construction are generally limited to annoyance effects and not to building damage
effects.  As mentioned above, construction will normally be limited to the daytime. Construction vibration
impacts could be mitigated by restricting the procedures and time permitted for vibration-intensive activities,
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such as pile-driving and by requiring vibration monitoring to certify compliance with vibration limits.  In
addition, an active community liaison program could be implemented to ensure residents are kept informed of
construction activities and have a means to register complaints.

For the more vibration-intensive activities, care will be taken to prevent vibration damage to adjacent
structures.  In areas where construction-related vibration is anticipated, basement surveys could be conducted
before construction begins to document any damage caused by construction.

5.5.4.2 Mitigation During Operation

No specific noise or vibration mitigation measures are required for the HSR alternative.

Noise Mitigation:

No noise impacts were identified for this project.  Therefore, no specific mitigation is proposed.

Vibration Mitigation:

Vibration impacts will continue to occur at sixteen residential receptors in Chatham if HSR service were
implemented.  Estimates of existing conditions indicate that current vibration levels at these receptors
currently exceed the residential impact criterion.

Since the primary source of ground-borne vibration from trains is wheel/rail contact, an enhanced track and
vehicle maintenance program could minimize vibration from wheel/rail interaction.  Vibration levels could be
further reduced by any of these four measures:  1) installation of ballast mats; 2) installation of floating
concrete slabs; 3) switching from concrete to wood ties; or 4) construction of deep trenches parallel to the
tracks between the tracks and sensitive receptors.  The ballast mats could be installed under the existing
ballast at the locations where the greatest vibration impact is expected. These mats have been shown to be
effective in Europe and along rapid transit lines in Boston.

5.6 WATER RESOURCES

5.6.1 Impact Assessment Methodology

The evaluation of impacts to water resources considered the proximity of the water feature to the
construction area, anticipated construction methodology, existing quality and condition of project area streams
as well as the specific types of impact.

The following assumptions were made regarding project construction.  No new bridge construction will
occur on areas of proposed double track, but existing bridges may be widened.  Where there is an existing
facility, all work for bridge widenings will be conducted from the existing track, limiting the impact to a zone
extending eight meters (25 feet) back from the top of stream bank.  No channel relocation will occur with the
proposed project.  No new bridge or existing bridge modifications will occur at any of the crossings of
Navigable Waters of the U.S., including the Kankakee River.  At new stream crossings for service roads,
either culverts will be installed within the stream or the streams will be bridged.  There will be no anticipated
changes in stream bed elevation due to culvert installation. Culverts will be three- or four-meter (10- or 12-
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foot) long cast-in-place.  Riprap will be placed along a 12-meter (40-foot) strip on streambanks in all areas of
new and widened bridges to assist with bank stabilization.

5.6.2 Direct and Indirect Impacts

The construction and maintenance of the HSR alternative can potentially affect water resources in a variety of
ways.  Short-term construction impacts can result most directly from clearing, excavation and fill activities
that expose soils to erosion and elevate turbidity levels and siltation in receiving waters.  Increases in
suspended solids also can result in elevated levels of coliform bacteria, total phosphorus, heavy metals and
organic chemicals, such as pesticides and herbicides.  Construction areas will be graded, seeded and stabilized
as soon as possible after construction is completed.  These activities will be governed by IDOT Standard
Specifications for Erosion and Sediment Control, thus minimizing this impact. 

Long-term maintenance activities include the management of right-of way vegetation, the cleaning of ballast,
periodic repair and replacement of ties and tracks and the maintenance of bridge facilities. These actions can
result in the temporary and localized discharge of pollutants.  Some direct contact to streams from chemicals
may occur due to wind drift.  However, the majority of sprayed and/or applied chemicals will be filtered out
or adsorbed as surface runoff flows through vegetated swales and wetlands within the right-of-way.  Runoff
from newly constructed access and frontage/service roads will also contain deicing chemicals, particulates
and traffic related heavy metals.  The slight increase in runoff and pollutants associated with these facilities
will be negligible relative to existing conditions.

Stream and river encroachments can modify flow hydraulics in turn causing minor morphological changes to
the stream channel.  Morphological changes can cause bank instability, increase water velocity, decrease
natural settling of particulate matter, impact pool/riffle habitat, and ultimately increase sedimentation
downstream of the impacted area reducing aquatic habitat.  Where rail alignments exist, direct morphological
changes are not expected to occur at the stream channel crossings since only minor fills will be necessary to
extend pilings for bridge widenings.  These encroachments to perennial or intermittent streams identified as
waters of the U.S. will require coordination with the U.S. Army Corps of Engineers (COE) in regard to an
Individual Permit under Section 404.

The HSR alternative alignments also have the potential to inhibit or redirect shallow groundwater movement
due to the compaction nature of the construction activities of bridge installation, and road and railroad
construction.  Impacts will be most apparent where construction activities will be on a new location, since it
is assumed that groundwater flows and volumes have reached an equilibrium with the existing railroad
alignment.  Flow patterns for major drainage will not be affected. 

During the project construction activities, there is a relatively low risk of chemical and petroleum product
spills; however, if this did occur, water quality of the streams would be adversely affected.

Fish and Aquatic Resources:

Site construction could physically alter waters of the U.S. by increasing sediment, turbidity, and toxin levels,
or by removing riparian habitat.   Increased sediment and turbidity levels could result from surface erosion of
cuts and fills.  Wash out areas, and increased scour regions at culvert outlets could also increase sediment and
turbidity levels.
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Sediments in water reduce the chances of successful spawns and overwintering of fish.  Sediments suffocate
eggs of native fish and decrease food levels for vertebrates and invertebrates alike by covering habitat
substrates.  Decreases in macroinvertebrate populations will directly affect food availability to fish and other
species.  Toxin pollution could occur if petroleum products or other chemicals are released into the water
during construction or maintenance of the railway.  Toxins entering water bodies can affect fish and
macroinvertebrate populations directly and indirectly.  A direct impact could result in fish kill while an indirect
impact could result in a species' inability to reproduce or properly function.

Disturbance to the riparian vegetation can also be harmful to fish and invertebrate populations. Vegetation
stabilizes soils and provides a buffer against sediments and chemical transport to water bodies.  It also
provides a food source and substrate for invertebrates which are in-turn used as food by fish.  Riparian
vegetation shades the water, modulating water temperatures during summer months.

5.6.2.1 Surface Water Impacts

No-Build Alternative: Under the No-Build alternative there will be no additional siltation and sedimentation to
the stream environments due to project construction activities.  Thus, there will be no direct impact degrading
water quality and aquatic habitat.  Changes to channel morphology and the indirect impacts associated with
this modification will not occur.  Those areas presently exhibiting poor bank stabilization and erosion in
conjunction with the railroad right-of-way, will not benefit from placement of riprap to provide bank
stabilization, since bridge widenings will not take place under this alternative.

High-Speed Rail Alternative:

IC/UP Alignment.  A total of 56 streams, small tributaries and drainageways will be potentially affected by
the IC/UP alignment.  Of these, 42 streams or tributaries will be crossed by double track or siding
construction requiring bridge or culvert widening to accommodate the additional track.  Also, a total of 14
new crossings will be constructed in conjunction with frontage/service road development. From Chicago to
Joliet, 10 crossings are anticipated to be required under the IC/UP alignment. From Joliet to Dwight, this
alignment will affect one stream crossing.  From Dwight to St. Louis, 33 crossings are expected to require
widening, and 12 new bridges will need to be built for frontage/service road development.

The construction activities, whether bridge widening or new bridge construction, all have the potential to
temporarily degrade the stream water quality due to erosion/siltation.  This impact will increase turbidity and
lower dissolved oxygen to levels that may temporarily violate state water quality standards.  For those streams
within the IC/UP alignment construction areas characterized by IEPA for their designated uses (see Table 2.6-
3), five are listed as full support and one as full support but threatened. The most sensitive stream to
erosion/siltation impact will be the Mackinaw River, due to its classification as a Unique Aquatic Resource,
and Prairie and Forked Creeks due to their confluence with the Kankakee River immediately downstream from
where construction activities will take place. Anticipated impacts from operation and maintenance will be
similar to existing conditions, except for minor road runoff impact from the new frontage/service road
development.  Given the extensive length of the project area, pollutant loading associated with additional
runoff from 14 new frontage/service roads will be negligible.

Fish and Aquatic Resources.  Potential for impact to fish and aquatic resources along the IC/UP alignment is
greatest at and immediately downstream from stream crossings.  The primary impact to fish and aquatic
invertebrates will likely be habitat displacement and direct mortality associated with siltation and erosion. 
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These impacts will be directly related to sedimentation and physical and chemical change to water quality. 
Given the mitigation measures proposed, these will be short-term impacts, not measurably affecting aquatic
resources.

Norfolk Southern Alignment.  A total of 61 streams, tributaries or drainageways will be potentially affected
by the Norfolk Southern alignment.  Of these, 47 stream crossings will have bridge widenings and 14
crossings will have new bridges constructed.  From Chicago to Dwight there will be 16 crossings.  From
Dwight to St. Louis, this alignment will require 33 crossings be widened and 12 new bridges be constructed,
the same as the IC/UP alignment.

Construction related impacts for the Norfolk Southern alignment will be similar to those presented for the
IC/UP alignment.  In proposed construction areas along this alignment, there are six streams characterized as
full support for their designated uses.  The Mackinaw River and four tributaries to the Kankakee River will be
the most sensitive streams to water quality impacts.  As with the IC/UP alignment, anticipated impacts from
operation and maintenance will be similar to existing conditions.  Impacts from additional runoff from
constructed frontage/service roads will also be negligible.

Fish and Aquatic Resources.  Potential impacts to fish and aquatic resources along the Norfolk Southern
alignment will be similar to those along the IC/UP alignment although more wet prairie exists along this
alignment than the other alignments.  Additionally, one aquatic bed wetland occurs within the construction
limits.  Wetland habitat loss will occur along the full length of this alignment, generally in increments of 0.04
to 0.12 hectares (0.1 to 0.3 acres).  In most cases this will remove habitats from the edge of existing
wetlands, thus reducing the overall size of the systems.  Although not directly measurable, these changes will
constitute a permanent incremental loss.  Siltation and erosion will be the primary impacts to invertebrate and
fish populations.

Rock Island District Alignment.  This alignment will have slightly less impact to the IC/UP alignment, with
respect to impacts to water resources.  A total of 46 streams and small tributaries will be potentially affected.
 Of these, 33 waterways will be crossed by double track or siding construction requiring bridge or culvert
widening.  As with the IC/UP alignment, the most sensitive streams to erosion/siltation impacts will be the
Mackinaw River, and Prairie and Forked Creeks.

Fish and Aquatic Resources.  Impacts to fish and other aquatic resources will be similar to those associated
with the IC/UP alignment since all stream crossings south of Joliet are common to both.  No improvement
projects are proposed along the Rock Island District alignment north of Joliet.

Comparison of Alternatives.  The build alignment with the lowest potential impact to water resources is the
Norfolk Southern.  Although this alignment could potentially affect four tributaries to the Kankakee River, two
of the four streams have intermittent flow and the distance of the impact area to all the streams' convergence
with the Kankakee River will likely limit the amount of sedimentation and siltation reaching the Kankakee
River.

5.6.2.2 Groundwater Impacts

None of the build alignments will measurably alter groundwater flow patterns since all improvements will lie
adjacent to and parallel with existing railroad facilities.  During construction, potential, but limited risk may be
present for the release of motor fuel, oils, or other contaminants onto ground surfaces adjoining the HSR
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alternative alignments.  Although minimal, the potential for impact will be the greatest where the alignments
pass within a well-head protection area for a public water supply. All alignments pass through the United
Water Illinois recharge area.  During operation, none of the high-speed passenger trains will carry cargo or
freight that will be toxic or hazardous to groundwater supplies, except the 94 to 98 tons of on-board diesel
fuel in the engine which has been easily contained in previous spills.

5.6.3 Mitigation Summary

The greatest potential for degrading water quality will likely occur as a result of soil disturbance, and
associated erosion and siltation.  Transport of eroded material to the stream environment will result in
increased turbidity, suspended solids, and sedimentation and reduced available dissolved oxygen.  In order to
minimize this type of impact, an erosion and sediment control plan will be incorporated into the final plans and
implemented as part of the construction process.  This plan will require erosion control inspections weekly, as
well as after each 1.3-centimeter (0.5-inch) rainfall event.  Best management practices (BMP) will be utilized
to protect aquatic resources.  Visual inspections will identify critical erosion control and maintenance needs,
assure that turbidity is minimized and that the project complies with Section 404 and National Pollutant
Discharge Elimination System (NPDES) permits. Mitigation measures will include the stabilization of stream
banks immediately following construction activities, the diversion of surface water runoff from directly
entering stream environment during construction activities, and avoidance of working within stream channels
during periods of high flow. 

A 12-meter (40-foot) long strip of riprap will be placed along streambanks to provide bank stabilization for
those areas where construction activities such as bridge widenings and construction of new bridges will take
place.  Application of a generally accepted fugitive dust control method will be implemented. Encroachment
on stream environments will be designed and implemented to minimize disturbance of the streams'
characteristics (i.e., channel morphology, flow hydraulics, stream bed elevation, etc.). BMP will be
implemented for work in association with the Mackinaw River, due to its high rating as a Unique Aquatic
Resource, and to the tributaries to the Kankakee River, where the construction zones occur in close proximity
to their confluence with the Kankakee River.

During the design phase of this project, the construction limits will be defined and minimized in those areas of
stream crossings.  Erosion, sedimentation and bank stabilization measures will be employed, consistent with
IDOT’s Bureaus of Construction and Design and Environment Policy and Procedure Memorandum dated
September 15, 1998.  Mitigation measures outlined for vegetation and wetlands in Section 5.8.4 will
contribute to stream protection. 

Water withdrawal for construction activities will be controlled so as to prevent dewatering of any streams.
Coordination with the Illinois Department of Natural Resources (IDNR), Office of Water Resources, will be
conducted for any water withdrawal during the construction phase.

Fish and Aquatic Resources:

Mitigation measures to minimize effects on fish and aquatic resources include the use of appropriate runoff,
erosion, sedimentation, and pollution control measures as described above.  The effectiveness of these
measures will be monitored during project construction and until disturbances have become stabilized.  Visual
assessments of turbidity will be made to identify a potential sedimentation problem relating to project
construction.  Mitigation measures identified for water resources will also apply to fish and aquatic resources.
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5.6.4 Unavoidable Adverse Impacts

It is unlikely that erosion or sedimentation impacts can be completely avoided during the construction phase
of the project.  Given the magnitude of the stream kilometers (miles) within the project area, for most
streams, the project construction activities occur in small isolated portions of the streams.  The temporary
impact will not appear to be comparable to the already existing conditions of many of the streams within the
project area.  Many have already had their stream characteristics and water quality compromised through
channelization, and utilization for discharge, whether it be for point source or nonpoint source.  The
implementation of erosion and sediment control measures and stormwater pollution prevention measures at
stream crossings will be part of the overall project as required by the NPDES and Section 404 permits.

5.6.5 Cumulative Impacts

Cumulative impacts are defined as those impacts contributing to the degradation of water resources in the
project area from past, present, and conceivable future activities.  Historically, streams and rivers with
substantial flow have been used as flushing systems to dispose of aqueous wastes — municipal and industrial.
 The larger rivers had been dammed and many small streams and tributaries had been channelized for
agriculture and drainage.  These utilizations of the water resources, in turn, degraded the quality of the
resource.  Today, all of the streams within the project area have been impaired to some degree by point and
nonpoint source pollution.  However, the overall water quality of streams in Illinois has steadily been
improving for the past 24 years (IEPA, 1994a).  There has been an observable reduction in heavy metal
concentrations and other typical pollutants along with increases in dissolved oxygen; this coincides with a
reduction of point source impacts.  Conversely, nonpoint source pollutant loads associated with agriculture
have shown an upward trend.

If land usage remains similar to present day conditions, soil erosion of the cropland will continue to occur
within portions of the stream environments via storm runoff.  Localized changes in land use may convert
cropland and increase impervious areas due to development.  This situation, will increase sheet flow runoff to
stream environments.  Also, with increased development, further utilization of streams for discharge effluents
from both municipal and industrial sources will be expected.

5.6.6 Irreversible and Irretrievable Commitment of Resources

It is not anticipated that long-term irretrievable and irreversible commitments of water resources will occur
under the HSR Alternative.

5.6.7 Water Related Permits

Section 404 - Construction of any of the HSR alternative alignments will require the acquisition of water
related permits under various state and federal laws.  Section 404 of the Federal Clean Water Act regulates the
discharge of dredged or fill materials into waters of the U.S., including wetlands.  The introduction of fill or
other materials (other than pre-cast structures) below the ordinary high water line of surface waters such as
rivers, streams, ponds or wetlands will require a permit from the U.S. Army Corps of Engineers.  The
unavoidable filling of wetlands, as well as the construction of new stream crossings by the proposed project,
will require the acquisition of a Section 404 permit.
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The NEPA/404 merger process is a cooperative effort among review and regulatory agencies to expedite
decision making by affecting a single and unified public interest decision as it relates to waters of the U.S. 
Coordination with the U.S. Army Corps of Engineers, U.S. Fish and Wildlife Service (FWS), U.S.
Environmental Protection Agency, and the Illinois Department of Natural Resources has been on-going as part
of the project development.  Coordination will continue to involve these agencies in the development of
measures to mitigate adverse effects in order to assure that the project meets current regulations including
Section 404(b)1 guidelines.

Section 10 of the Rivers and Harbors Act of 1899 regulates any construction, obstruction, excavation or
filling affecting navigable waterways.  No construction activity is planned at any of the crossings of navigable
waterways in the project area.  Therefore, neither U.S. Coast Guard Bridge Permits nor Permit Amendments
will be required for this project.

Section 401 - Water quality certification will be required for all activities requiring a Section 404 permit. This
certification issued by the Illinois Environmental Protection Agency will attest that the proposed action will not
significantly degrade surface water quality.

It is anticipated this project will result in the disturbance of two or more hectares (five or more acres) of total
land area. Accordingly, it is subject to the requirement for a NPDES permit for stormwater discharges from
the construction sites.  Permit coverage for the project will be obtained either under the IEPA General Permit
for Stormwater Discharges from Construction Site Activities (NPDES Permit No. ILR10) or under an
individual NPDES permit.  Requirements applicable to such a permit will be followed, including the
preparation of a Stormwater Pollution Prevention Plan.  Such a plan shall identify potential sources of
pollution which may reasonably be expected to affect the quality of stormwater discharges from the
construction site and shall describe and ensure the implementation of practices which will be used to reduce
the pollutants in discharges associated with construction site activity and to assure compliance with the terms
of the permit.

5.7 GEOLOGY

Project construction will require the use of industrial minerals such as rock, gravel, clay, and soil. Therefore,
some impacts to geological natural resources will occur as a result of the project since construction materials
will be needed and grading will occur.  Construction materials will be obtained from approved and licensed
sources.  Grading will occur within a defined construction zone, modifying surface geology and affecting
local ecology.  (See impact discussion in Section 5.6, Water Resources.) Since the proposed project will be
constructed on existing rail alignment, the project will not restrict future geological natural resource extraction
or the transmission of natural gas and petroleum products.

Railroad rails, embankments, and structures will be constructed in accordance with IDOT Specifications (or
AASHTO and AREMA standards as appropriate) to avoid seismic-induced failure. Portions of the corridor
including embankments and structures will be above grade.  To reduce potential seismicity/soils impacts,
elevated structures will be supported on deep foundations.  Elevated areas on fill material will be constructed
with light-weight fill and drains and surcharges (loading) to hasten the settlement process and reduce the
long-term, post construction settlement.  Cement or chemical grouting will be used to increase the cohesive
strength of the underlying soils and thus reduce the liquefaction potential.  Geotechnical and materials studies
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will be performed in the design phase to ascertain the best available technology to apply to reduce the risk to
an acceptable level.

5.8 WETLANDS

5.8.1 Impact Assessment Methodology

Quantitative evaluations of wetland communities potentially affected by the proposed alternative alignments
were derived through preparation of 1:2400 resources mapping.  Wetland communities were identified on
these maps during field surveys and by using aerial photograph interpretation when the wetland extended
beyond the project area. Wetland impacts were determined following an environmentally conservative
approach wherein a worst case area of impact was used.  Direct impacts to wetlands will come from three
types of activities: construction, operation, and maintenance.
 
Impacts caused by construction activity will depend on the type of proposed construction and existing track
conditions at the specific location.  Where double track or sidings will be placed on an existing double-wide
base with only a single track present, the impact evaluation used the assumption of a six-meter (20-foot) wide
disturbance zone extending from the edge of track.  Where new track will be placed on an existing single-
wide base, the assumption of a 20-meter (65-foot) wide disturbance area was used. Actual impacts within
this disturbance zone are unlikely to affect the entire area as construction of new track will be done from the
existing track to the maximum degree possible.  Where construction of new service roads are proposed, an
impact zone 15 meters (50 feet) wide was assumed extending beyond the edge of the right-of-way.  Impacts
to grade separation and station areas were based on the area of construction, assuming a 100 percent impact
within that zone.  The dimensions of the area of construction varied with each grade separation and station
area.

5.8.2 Direct and Indirect Impacts

Impacts to wetland communities include removal of vegetation, filling wetlands, and altering hydrology. The
duration and severity of impacts will depend on the success of mitigation measures and the time required for
natural succession to return disturbed areas to pre-disturbance conditions of diversity and productivity.  The
proposed project will cause direct impacts through construction and associated activities and indirect impacts
through altering the hydrology of wetlands and through future impacts associated with the operation of high-
speed rail service.  The primary effect on wetland resources will be due to project construction; minimal
effect will occur due to project operation and maintenance (e.g., changes in the number of trains operating,
train velocity, cleaning of tracks, herbicide management of vegetation, etc.).  Table 5.8-1 summarizes direct
wetland impacts by alignment.

Direct impacts will include short-term and long-term losses of wetlands (modification of structure, species
composition, and areal extent of cover types) through clearing, excavating, filling, and re-grading of the
improved railroad base, grade separations, and frontage/service roads.  Disposal of trees, shrubs, and other
vegetative material cleared from the project work areas will be in accordance with the state regulations
governing solid waste disposal.  BMPs to reduce impacts from vegetation clearing will include minimizing the
zones of construction and re-vegetating/mulching areas disturbed.

Impacts from the daily operation of trains will come from the increase in the number of trains using the
tracks.
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Currently, maintenance activities along the existing tracks consist of applying herbicides and the cutting of
vegetation within the right-of-way (approximately 15 meters/50 feet from the center line of the track). It is
anticipated that no change will occur in the type and frequency of maintenance activities as a result of
implementing high-speed rail service.  Currently, high quality wetland communities exist and survive
successfully along the existing railroad tracks.  Hence, it is likely that these existing wetland communities, if
not impacted by construction, will not be further impacted by future maintenance.

A qualitative evaluation of indirect impacts was based on anticipated construction and operation procedures
and current environmental literature. Indirect adverse impacts will include the short-term and long-term
increased potential for weed invasion, establishment, and expansion; reduction in plant photosynthetic
capacity due to coverage by fugitive dust; exposure of soils to accelerated erosion; shifts in species
composition and/or changes in vegetative density away from a more desirable condition (e.g., native
communities); loss of natural biodiversity; and reduction of wildlife habitat. Construction activities and
increased disturbance could introduce and provide conditions conducive to the spread of non-conservative or
weedy plants in the railroad corridor.  During revegetation weeds often out- compete the more desirable
species, rendering a site less productive as a source of forage and/or habitat for wildlife.

No-Build Alternative: With the No-Build alternative, no wetland habitat will be lost.  Track maintenance will
continue within existing rights-of-way, including mowing, clearing and herbicide treatment.  However no
filling or grading will  take place.



23.50 A Chicago Des Plaines River 0.02 (0.06) 0.01 (0.03) SA 2:1 0.02 (0.06)

26.50 A Chicago Des Plaines River 0.28 (0.70) 0.09 (0.23) SA 2:1 0.19 (0.46)

B Chicago Des Plaines River 0.28 (0.69) 0.28 (0.69) D 2:1 0.56 (1.38)

27.25 A Chicago Des Plaines River 0.05 (0.13) 0.00 (0.00) -- -- 0.00 (0.00)

29.00 A Chicago Des Plaines River 0.48 (1.18) 0.48 (1.18) D 5.5:1 2.63 (6.49)

B Chicago Des Plaines River 0.04 (0.09) 0.04 (0.09) SA 2:1 0.07 (0.18)

C Chicago Des Plaines River 0.02 (0.04) 0.02 (0.04) SA 2:1 0.03 (0.08)

D Chicago Des Plaines River 0.02 (0.06) 0.02 (0.06) SA 2:1 0.05 (0.12)

33.45 A Chicago Des Plaines River 0.02 (0.04) 0.02 (0.04) SA 2:1 0.03 (0.08)

Total Size: 1.21 (2.99) 0.96 (2.36) 0.00 (0.00) 0.00 (0.00) 0.00 (0.00) 3.58 (8.85)

54.00-57.00 D Chicago Kankakee & Iroquois 
Rivers

0.13 (0.31) 0.13 (0.31) SA 5.5:1 0.69 (1.71)

F Chicago Kankakee & Iroquois 
Rivers

0.49 (1.22) 0.49 (1.22) D 1:1 0.49 (1.22)

J Chicago Kankakee & Iroquois 
Rivers

3.03 (7.48) 3.03 (7.48) D 5.5:1 16.66 (41.14)

K Chicago Kankakee & Iroquois 
Rivers

0.39 (0.96) 0.39 (0.96) D 5.5:1 2.14 (5.28)

L Chicago Kankakee & Iroquois 
Rivers

0.45 (1.12) 0.35 (0.86) D 1:1 0.35 (0.86)

M Chicago Kankakee & Iroquois 
Rivers

0.01 (0.03) 0.01 (0.03) SA 5.5:1 0.07 (0.17)

65.50 A Rock Island Upper Illinois River 0.02 (0.04) 0.00 (0.00) -- -- 0.00 (0.00)

Total Size: 4.52 (11.16) 4.40 (10.86) 0.00 (0.00) 0.00 (0.00) 0.00 (0.00) 20.39 (50.37)

41.00-55.00 A Chicago Kankakee & Iroquois 
Rivers

0.12 (0.29) 0.00 (0.01) SA 1:1 0.00 (0.01)

WetlandMilepost COE District

Norfolk Southern Alignment (IC Mainline - Chicago to Kankakee)

IC/UP Alignment Central (Union Pacific - Joliet to Dwight)

IC/UP Alignment North (IC-Joliet Line - Chicago to Joliet)

Watershed
Type of 

Alteration1
Ratio on 

Site2
Size hectares 

(acres)

Required 
Compensation 

hectares (acres)PEM PUB PSS PFO

WETLAND IMPACTS
Table 5.8-1

Wetland Loss -  hectares (acres)



WetlandMilepost COE District Watershed
Type of 

Alteration1
Ratio on 

Site2
Size hectares 

(acres)

Required 
Compensation 

hectares (acres)PEM PUB PSS PFO

Wetland Loss -  hectares (acres)

B Chicago Kankakee & Iroquois 
Rivers

0.14 (0.34) 0.00 (0.01) 0.00 (0.00) SA 5.5:1 0.02 (0.06)

C Chicago Kankakee & Iroquois 
Rivers

0.18 (0.44) 0.01 (0.03) SA 1:1 0.01 (0.03)

D Chicago Kankakee & Iroquois 
Rivers

0.09 (0.23) 0.00 (0.01) SA 1:1 0.00 (0.01)

E Chicago Kankakee & Iroquois 
Rivers

0.05 (0.13) 0.00 (0.00) -- -- 0.00 (0.00)

F Chicago Kankakee & Iroquois 
Rivers

0.06 (0.16) 0.00 (0.00) -- -- 0.00 (0.00)

G Chicago Kankakee & Iroquois 
Rivers

0.24 (0.59) 0.24 (0.59) D 1:1 0.24 (0.59)

H Chicago Kankakee & Iroquois 
Rivers

0.06 (0.14) 0.00 (0.00) -- -- 0.00 (0.00)

I Chicago Kankakee & Iroquois 
Rivers

0.04 (0.09) 0.00 (0.00) -- -- 0.00 (0.00)

J Chicago Kankakee & Iroquois 
Rivers

0.57 (1.40) 0.06 (0.15) SA 5.5:1 0.33 (0.83)

K Chicago Kankakee & Iroquois 
Rivers

0.07 (0.17) 0.00 (0.00) -- -- 0.00 (0.00)

L Chicago Kankakee & Iroquois 
Rivers

0.47 (1.16) 0.00 (0.00) -- -- 0.00 (0.00)

M Chicago Kankakee & Iroquois 
Rivers

0.21 (0.51) 0.04 (0.10) SA 1:1 0.04 (0.10)

N Chicago Kankakee & Iroquois 
Rivers

0.41 (1.02) 0.04 (0.10) SA 5.5:1 0.22 (0.55)

O Chicago Kankakee & Iroquois 
Rivers

0.64 (1.57) 0.00 (0.00) 0.00 (0.00) -- -- 0.00 (0.00)

P Rock Island Kankakee & Iroquois 
Rivers

0.37 (0.91) 0.00 (0.00) -- -- 0.00 (0.00)

Q Rock Island Kankakee & Iroquois 
Rivers

0.27 (0.67) 0.00 (0.00) 0.00 (0.00) -- -- 0.00 (0.00)

R Rock Island Kankakee & Iroquois 
Rivers

0.24 (0.59) 0.04 (0.10) 0.00 (0.00) SA 1:1 0.04 (0.10)

S Rock Island Kankakee & Iroquois 
Rivers

0.07 (0.17) 0.00 (0.00) 0.00 (0.00) -- -- 0.00 (0.00)

T Rock Island Kankakee & Iroquois 
Rivers

0.17 (0.43) 0.00 (0.00) 0.00 (0.00) -- -- 0.00 (0.00)

U Rock Island Kankakee & Iroquois 
Rivers

0.58 (1.44) 0.00 (0.00) -- -- 0.00 (0.00)

W Rock Island Kankakee & Iroquois 
Rivers

0.06 (0.14) 0.00 (0.01) SA 1:1 0.00 (0.01)

X Rock Island Kankakee & Iroquois 
Rivers

0.01 (0.02) 0.00 (0.00) -- -- 0.00 (0.00)



WetlandMilepost COE District Watershed
Type of 

Alteration1
Ratio on 

Site2
Size hectares 

(acres)

Required 
Compensation 

hectares (acres)PEM PUB PSS PFO

Wetland Loss -  hectares (acres)

Y Rock Island Kankakee & Iroquois 
Rivers

0.87 (2.16) 0.00 (0.01) SA 1:1 0.00 (0.01)

Z Rock Island Kankakee & Iroquois 
Rivers

0.20 (0.49) 0.02 (0.06) 0.00 (0.00) SA 1:1 0.02 (0.06)

AA Rock Island Kankakee & Iroquois 
Rivers

0.10 (0.24) 0.02 (0.05) SA 1:1 0.02 (0.05)

BB Rock Island Kankakee & Iroquois 
Rivers

0.03 (0.07) 0.03 (0.07) SA 1:1 0.03 (0.07)

CC Rock Island Kankakee & Iroquois 
Rivers

0.12 (0.30) 0.02 (0.04) 0.00 (0.00) SA 1:1 0.02 (0.04)

DD Rock Island Kankakee & Iroquois 
Rivers

0.63 (1.56) 0.00 (0.00) 0.00 (0.00) -- -- 0.00 (0.00)

EE Rock Island Kankakee & Iroquois 
Rivers

0.02 (0.04) 0.00 (0.00) -- -- 0.00 (0.00)

FF Rock Island Kankakee & Iroquois 
Rivers

0.75 (1.86) 0.04 (0.09) SA 5.5:1 0.20 (0.50)

GG Rock Island Kankakee & Iroquois 
Rivers

2.33 (5.75) 0.00 (0.00) -- -- 0.00 (0.00)

HH Rock Island Kankakee & Iroquois 
Rivers

0.16 (0.39) 0.00 (0.00) -- -- 0.00 (0.00)

Unlabeled East 
Side Wetlands

Rock Island Kankakee & Iroquois 
Rivers

5.37 (13.27) 0.00 (0.00) -- -- 0.00 (0.00)

55.00 A Rock Island Kankakee & Iroquois 
Rivers

0.02 (0.04) 0.02 (0.04) SA 1:1 0.02 (0.04)

106.59 A Rock Island Kankakee & Iroquois 
Rivers

15.54 (38.38) 0.00 (0.00) 0.46 (1.14) D 1.5:1 0.69 (1.71)

B Rock Island Kankakee & Iroquois 
Rivers

0.09 (0.21) 0.09 (0.21) D 1:1 0.09 (0.21)

113.00-
118.00

B Rock Island Kankakee & Iroquois 
Rivers

1.13 (2.80) 0.46 (1.14) D 1:1 0.46 (1.14)

C Rock Island Kankakee & Iroquois 
Rivers

0.20 (0.50) 0.20 (0.50) SA 1:1 0.20 (0.50)

D Rock Island Kankakee & Iroquois 
Rivers

0.21 (0.51) 0.11 (0.27) SA 1:1 0.11 (0.27)

E Rock Island Kankakee & Iroquois 
Rivers

0.33 (0.82) 0.28 (0.69) D 1:1 0.28 (0.69)

F Rock Island Kankakee & Iroquois 
Rivers

0.08 (0.20) 0.08 (0.20) SA 1:1 0.08 (0.20)

G Rock Island Kankakee & Iroquois 
Rivers

1.04 (2.57) 0.47 (1.17) D 1:1 0.47 (1.17)

I Rock Island Kankakee & Iroquois 
Rivers

1.98 (4.90) 0.19 (0.47) SA 1:1 0.19 (0.47)

Norfolk Southern Alignment (Norfolk Southern - Kankakee to Dwight)



WetlandMilepost COE District Watershed
Type of 

Alteration1
Ratio on 

Site2
Size hectares 

(acres)

Required 
Compensation 

hectares (acres)PEM PUB PSS PFO

Wetland Loss -  hectares (acres)

J Rock Island Kankakee & Iroquois 
Rivers

0.24 (0.60) 0.24 (0.60) D 1:1 0.24 (0.60)

K Rock Island Kankakee & Iroquois 
Rivers

0.43 (1.06) 0.06 (0.14) SA 1:1 0.06 (0.14)

M Rock Island Kankakee & Iroquois 
Rivers

0.73 (1.80) 0.37 (0.92) D 1:1 0.37 (0.92)

Q Rock Island Kankakee & Iroquois 
Rivers

0.07 (0.17) 0.07 (0.17) SA 1:1 0.07 (0.17)

R Rock Island Kankakee & Iroquois 
Rivers

0.03 (0.07) 0.03 (0.07) SA 1:1 0.03 (0.07)

119.70 A Rock Island Upper Illinois River 0.35 (0.86) 0.00 (0.00) -- -- 0.00 (0.00)

73.10 A Rock Island Upper Illinois River 0.98 (2.43) 0.98 (2.43) D 2:1 1.97 (4.86)

B Rock Island Upper Illinois River 0.19 (0.46) 0.19 (0.46) D 2:1 0.37 (0.92)

Total Size: 39.32 (97.12) 4.42 (10.91) 0.00 (0.00) 0.00 (0.00) 0.46 (1.14) 6.92 (17.09)

95.00 A Rock Island Vermilion River 0.02 (0.06) 0.00 (0.00) -- -- 0.00 (0.00)

96.40 A Rock Island Vermilion River 0.13 (0.33) 0.04 (0.11) SA 2:1 0.09 (0.22)

100.30 A Rock Island Vermilion River 0.06 (0.14) 0.03 (0.08) SA 2:1 0.06 (0.16)

B Rock Island Vermilion River 0.04 (0.09) 0.00 (0.00) -- -- 0.00 (0.00)

106.30 A Rock Island Mackinaw River 0.02 (0.06) 0.00 (0.00) -- -- 0.00 (0.00)

B Rock Island Mackinaw River 0.01 (0.03) 0.00 (0.00) -- -- 0.00 (0.00)

C Rock Island Mackinaw River 0.02 (0.04) 0.00 (0.00) -- -- 0.00 (0.00)

D Rock Island Mackinaw River 0.02 (0.06) 0.00 (0.00) -- -- 0.00 (0.00)

134.90 A Rock Island Sangamon River 0.18 (0.44) 0.08 (0.19) SA 2:1 0.15 (0.38)

B Rock Island Sangamon River 0.01 (0.02) 0.01 (0.02) SA 2:1 0.02 (0.04)

158.50-
168.40

A Rock Island Sangamon River 0.02 (0.04) 0.01 (0.03) SA 2:1 0.02 (0.06)

B Rock Island Sangamon River 0.06 (0.14) 0.00 (0.00) 0.04 (0.09) SA 2:1 0.07 (0.18)

C Rock Island Sangamon River 0.01 (0.03) 0.01 (0.03) 0.00 (0.00) SA 2:1 0.02 (0.06)

IC/UP Alignment South (Union Pacific - Dwight to St. Louis)



WetlandMilepost COE District Watershed
Type of 

Alteration1
Ratio on 

Site2
Size hectares 

(acres)

Required 
Compensation 

hectares (acres)PEM PUB PSS PFO

Wetland Loss -  hectares (acres)

204.55-
210.60

A St. Louis Lower Illinois River 0.83 (2.06) 0.23 (0.57) D 2:1 0.46 (1.14)

B St. Louis Lower Illinois River 6.93 (17.12) 0.00 (0.00) -- -- 0.00 (0.00)

212.55-
218.65

A St. Louis Lower Illinois River 0.23 (0.57) 0.00 (0.00) 0.01 (0.03) SA 2:1 0.02 (0.06)

B St. Louis Lower Illinois River 0.39 (0.97) 0.04 (0.10) SA 2:1 0.08 (0.20)

C St. Louis Lower Illinois River 0.10 (0.24) 0.02 (0.04) SA 2:1 0.03 (0.09)

D St. Louis Lower Illinois River 0.49 (1.22) 0.00 (0.00) -- -- 0.00 (0.00)

E St. Louis Lower Illinois River 0.77 (1.89) 0.00 (0.00) -- -- 0.00 (0.00)

248.00 A St. Louis Lower Central 
Mississippi River

0.08 (0.19) 0.05 (0.13) SA 2:1 0.11 (0.26)

B St. Louis Lower Central 
Mississippi River

0.04 (0.10) 0.04 (0.10) SA 2:1 0.08 (0.20)

Total Size: 10.46 (25.84) 0.57 (1.40) 0.00 (0.00) 0.04 (0.09) 0.01 (0.03) 1.23 (3.05)

Source: Planning Resources Inc., February 2000.

1- MA = Minimal Alteration; SA = Significant alteration; D = Destruction.

2- The 1:1 ratio applies to all wetlands other than those which have woody vegetation.

    The 1.5:1 ratio applies to wetlands in which the vegetation is woody.

Note: The ratios listed above apply unless one or more of the following factors are applicable to the wetlands.  If any of the factors described in A through D below apply, the applicable compensation ratio is 5.5:1. If A through D are not met, but E applies, the applicable 
compensation ratio is 2:1.

E)     A wetland which will be mitigated for outside of its watershed.

A)     The presence of a state- or federally-listed threatened or endangered species.

B)     The presence of essential habitat of a state- or federally-listed threatened or endangered species.

C)     The presence of an Illinois Natural Area Inventory (INAI) Site.

D)     A wetland which scores a value of 20 or more using the procedure described in unpublished data cited as A. Taft, J.D. Ladd, G.S. Wilhelm, and L.A. Wetstein, 1993, "Floristic Quality Assessment database for the State of Illinois.
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High-Speed Rail Alternative:

IC/UP Alignment.  The IC/UP alignment will impact 27 of 38 wetland communities, with palustrine
emergent (PEM), palustrine scrub-shrub (PSS), and palustrine forested (PFO) communities being affected. 
Total impacts to wetlands will be 5.97 hectares (14.74 acres).  Of this impact, 5.92 hectares (14.62 acres)
are to palustrine emergent wetland communities, 0.04 hectares (0.09 acres) are to palustrine scrub-shrub, and
0.01 hectares (0.03 acres) are to palustrine forested (Table 5.8-2).  Within this alignment, 0.30 hectares (0.74
acres) of impact are attributed to double track, 4.46 hectares (11.01 acres) from freight siding, 0.64 hectares
(1.58 acres) from service roads, and 0.57 hectares (1.41 acres) from grade separations.

Table 5.8-2
WETLAND LOSS BY ALIGNMENT AND COWARDIN CLASSIFICATION

Wetland Loss - hectares (acres)

Alignment PEM PSS PFO Total

IC/UP 5.92 (14.62) 0.04 (0.09) 0.01 (0.03) 5.97 (14.74)

Norfolk Southern 4.98 (12.31) 0.04 (0.09) 0.47 (1.17) 5.49 (13.57)

Rock Island 4.96 (12.26) 0.04 (0.09) 0.01 (0.03) 5.01 (12.38)

Source: Planning Resources Inc., February 2000.

Four high quality wetland areas will be filled for the construction of a freight siding between MP 54.00 and
MP 57.00. Wetland 54.00 D, a 0.13 hectares (0.31 acres) wet meadow, will be filled.  This wetland has a
Floristic Quality Index (FQI) of 33.20, indicating exceptional floristic quality.  It is also potential habitat for
the state threatened red-veined leaf hopper because of the presence of prairie dropseed (Sporobolis
heterolepis).

Wetland 54.00 J is a 3.03 hectare (7.48 acre) emergent wetland with and FQI of 32.91.  This wetland also is
potential habitat for S. heterolepis.  All 3.03 hectares (7.48 acres) of this wetland will be filled by the IC/UP
alignment. 
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Wetland 54.00 K is a wet meadow dominated by prairie cord grass. This 0.39 hectares (0.96 acres) wetland
has an FQI of 33.20 and is known habitat for the state endangered Eryngium stem borer.  This wetland will
be filled by the IC/UP alternative alignment.

A final wetland, Wetland 54.00 M, is a 0.01 hectares (0.03 acres) wetland, also dominated by prairie cord
grass.  This wetland will be filled by the IC/UP alignment.

Norfolk Southern Alignment.  The Norfolk Southern alignment will impact all three types palustrine
wetland communities: emergent, scrub-shrub, and forested.  The impacts to each individual community will
include 4.98 hectares (12.31 acres) of emergent wetland, 0.04 hectares (0.09 acres) of scrub-shrub wetland,
and 0.47 hectares (1.17 acres) of forested wetland (Table 5.8-2).  Of the 98 total wetlands along this
alignment, 46 will be impacted, totaling 5.49 hectares (13.57 acres) of lost wetlands.

Four high quality wetlands will be affected by the Norfolk Southern alignment for the construction of a
segment of double track between MP 41.00 and MP 55.00.  Wetland 41.00 B is a 0.14 hectare (0.34 acre)
scrub-shrub wetland with an FQI of 23.20.  A small portion of this wetland, 0.004 hectares (0.01 acres) will
be filled with the Norfolk Southern alignment.

Wetland 41.00 J is a 0.57 hectare (1.40 acre) wet meadow with an FQI of 37.62. Approximately 0.06
hectares (0.15 acres) of this very high quality wetland will be filled with the Norfolk Southern alignment.

Wetland 41.00 N is a scrub-shrub wetland 0.41 hectares (1.02 acres) in size with a sedge meadow
component.  Its FQI is 19.70.  The Norfolk Southern alignment will fill approximately 0.04 hectares (0.10
acres) of this wetland.

Wetland 41.00 FF is a 0.75 hectare (1.86 acre) scrub-shrub wetland with native forbs such as flat-stemmed
spike rush and blue vervain.  The FQI for this wetland was 27.78. Approximately 0.04 hectares (0.09 acres)
of this wetland will be filled with the Norfolk Southern alignment.

Within this alignment, 0.89 hectares (2.21 acres) of impact are attributed to double track, 2.63 hectares (6.49
acres) from freight siding, 0.26 hectares (0.63 acres) from service roads, 1.17 hectares (2.89 acres) from the
Norfolk Southern/UP connection, and 0.55 hectares (1.35 acres) from grade separations.

Rock Island District Alignment.  Impacts from this alignment will be similar to the IC/UP alignment,
except this alignment will require the loss of less total wetland habitat.  This alignment will impact 19 of the
29 total wetlands.  This loss of wetlands will include 4.96 hectares (12.26 acres) of emergent wetland, 0.04
hectares (0.09) acres of scrub-shrub, and 0.01 hectares (0.03 acres) of forested wetland for a total wetland
loss of 5.01 hectares (12.38 acres). Within this alignment, 0.30 hectares (0.74 acres) of impact are attributed
to double track, 4.46 hectares (11.01 acres) from freight siding and 0.26 hectares (0.63 acres) from service
roads.

All high quality wetlands filled for the IC/UP alignment will also be filled under the Rock Island since the area
of impact is between Joliet and Dwight.

Comparison of Alternative Alignments.  For all HSR alternative alignments, the direct impacts to wetland
communities include removal of vegetation, deposition of fill material, and alteration of hydrology. Impacts
that could affect other resources include soil erosion and sedimentation, reduction in wildlife habitat, and
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introduction of noxious and undesirable weedy species.  The duration and severity of impacts to wetlands will
depend on the degree of disturbance, the success of mitigation measures, and the time required for the
revegetation process to adequately revegetate disturbances. 

The alignment with the least impact to wetland communities is the Rock Island District (5.01 hectares/12.38
acres).  The IC/UP alignment has the greatest impact to wetland resources (5.97 hectares/14.74 acres).

5.8.3 Cumulative Impacts

Cumulative impacts are those impacts that contribute to wetland loss in the project area in the past, are
contributing in the present, and may contribute in the reasonably foreseeable future.  Ideally, a wetland
cumulative impact analysis should be based on individual drainage basins.  However, because the project
occurs over 400 kilometers (250 miles) and in eight drainage basins (i.e., Des Plaines River and Lake
Michigan Tributaries, Kankakee and Iroquois Rivers, Upper Illinois River, Vermilion River, Mackinaw River,
Sangamon River, Lower Illinois River, and Lower Central Mississippi River) (Illinois Register, 1995), a
watershed analysis is not meaningful because of size.

The cumulative historical loss of wetlands in the state is from 85 to over 95 percent (Mohlenbrock, 1988,
Dahl, 1990).  Most of the historic loss resulted from conversion to agriculture. An estimated 3,325,000
hectares (8,212,000 acres), or 12 to 25 percent of the State, was wetland during the 1780s (Dahl, 1990).  In
the mid-1950s, there were approximately 173,000 hectares (427,000 acres) of wetland (Shaw and Fredine,
1956).  A 1982 survey by Interstate Water Pollution Control Administrators (ASIWPCA) (1984) estimated
20,000 hectares (50,000 acres) of wetland remaining. Because the surveys used different techniques for
obtaining wetland estimates, the results should not be directly compared. The Office of Technology
Assessment reports that over the 28-year period from 1954 to 1982, 75,670 hectares (186,905 acres) of
wetland (or 23 percent of the wetland present during the mid-1950s) were lost in the State (OTA, 1984). 
This equates to an average annual loss rate of 2,700 hectares (6,675 acres).  This cumulative impact analysis
assumes that wetland loss rates over areas covered by the proposed project area are comparable to current
loss rates for Illinois.  If the current trends in wetland protection and mitigation at the state and federal levels
continue, the annual wetland loss rate in the immediate future should remain the same.

Implementation of the project is not expected to substantially alter development patterns in the corridor or
near stations.  Consequently, additional impacts to wetlands will not occur at an increased rate due to induced
development.  While this project will add to the cumulative loss of wetlands in the project area, with
implementation of the Section 404 permit process, including maximum wetland avoidance and compensation,
the potential for this project to add to the cumulative wetland loss will be minimized.
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5.8.4 Mitigation

The design and development of this project has and will continue to follow a three step impact mitigation
process prioritized as follows:  1) impact avoidance; 2) impact minimization; and 3) compensation including
the repair, rehabilitation, and restoration of former wetland areas; preservation of existing wetland sites; and
replacement of affected wetland area (40 CFR 1508.20).  Illinois Department of Transportation compensation
ratios for wetland impacts are applicable to this project.

Wetland Impact Avoidance:

Given the linear nature of the project, the ability to avoid wetland resources by relocating the project footprint
is limited.  Mitigation via avoidance will be maximized by 1) using the existing railroad embankment as the
base for new track, 2) constructing within the existing right-of-way, 3) where additional right-of-way is
required, constructing in new right-of-way that is contiguous to the existing right-of-way, and 4) using the
existing embankment to access construction areas and/or build new embankment.  Where the right-of-way
must be used for access, wetland areas will be avoided.

Wetland Impact Minimization:

Where avoidance is not possible, the area of disturbance (direct and indirect, temporary and permanent) will
be minimized.  Impact minimization measures will use the best technology currently available.  Such practices
include the following elements, which will be incorporated into the mitigation program:

a. During the final design phase additional design elements will be incorporated to further minimize
impacts.  These will include options such as steepening side slopes, building retention walls and/or
bridging wetland areas.

b. During the final design phase and as part of the process for developing optimal wetland mitigation, a
site-specific evaluation will be made of each wetland affected by project activities. This evaluation
will focus on 1) identifying optimal locations for placing construction fences and erosion and siltation
controls, 2) evaluating the source of wetland hydrologic support and generating site-specific
recommendations to minimize dewatering or detaining excess water in the wetland, and 3) avoiding
impacts to wetlands with a native mean C-value of 4.0 or greater, a native FQI value of 20 or greater,
and/or wetlands that are particularly difficult to replace (e.g., dolomitic wet prairie).

c. Prior to commencement of construction activities, erosion control fencing will be placed at the limits
of construction.  Zones of fill, grading, compaction or equipment movement will be restricted to
areas outside the protective fencing.  Impacts from silt and sedimentation will be minimized through
adherence to erosion control measures presented in IDOT’s Bureaus of Construction and Design and
Environment Policy and Procedure Memorandum dated September 15, 1998.

d. All solid waste material, including cleared vegetation, will be disposed in approved upland areas or
licensed solid waste disposal sites, in accordance with state and federal regulations.
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e. All culverts, bridges, and other drainage structures in the vicinity of wetlands will be sized and
located in a manner that maintains the existing flow regime.

f. The day-to-day enforcement of wetland mitigation provisions will be provided by experienced
resident professional engineers.  Special conditions set forth in the Section 404 permit will be adhered
to.

Wetland Compensation:

In addition to these design and construction actions to maximize avoidance and impact minimization of
wetlands, a conceptual wetland mitigation plan will be prepared.  This document will incorporate all
practicable measures to minimize harm to wetlands.  As part of the EIS process, this plan will be reviewed by
the U.S. Army Corps of Engineers, the U.S. Fish and Wildlife Service, the U.S. Environmental Protection
Agency, the Illinois Department of Natural Resources, and the Illinois Environmental Protection Agency.

Compensation will occur for all adverse impacts to wetlands.  IDOT’s Wetlands Action Plan contains the
guidelines for compensation ratios for wetland impacts.  The Illinois Department of Natural Resources has
approved IDOT’s Wetlands Action Plan.

Minimal Alteration.  Where wetland impacts result in minimal alteration, compensation for permanent
impacts will occur through conversion of non-wetland areas to wetlands.  As indicated previously, restoring
an area that was formerly wetland is preferred to creating wetland in an area that was never a wetland. 
Compensation will be performed at the site of impact at a ratio of 1.0:1 for PEM wetlands and 1.5:1 for PSS
and PFO wetlands.  If that is not practicable, off-site compensation will occur within the same county and/or
drainage basin as the wetland impact at a ratio of 1.5:1, or at a ratio of 2.0:1 if outside the drainage basin.  If
construction of wetland is not practicable, compensation will occur at the approved wetland bank nearest to
the site of impact using a ratio of 1.5:1 or 2.0:1 as appropriate.

Where wetland impacts result in minimal alteration of a temporary nature, mitigation involves reestablishing
the wetland in accordance with IDOT’s “minimal alteration” compensation ratio and implementing best
management practices to prevent siltation and compaction.

Significant Alteration/Destruction.  Where wetland impacts result in significant alteration and/or wetland
destruction, progressive levels of compensation will be used.  This system requires increased compensation
based on the level of adverse impact to a wetland and the location of the compensation wetland relative to the
affected wetland.  Progressive compensation ratios range from 1.5:1 to 5.5:1 as indicated in Table 5.8-1.  The
highest ratio is used to compensate wetland destruction where replacement occurs out-of-basin.  In addition,
the highest ratio is used for the following situations: 1) presence of state- or federally-listed threatened or
endangered (T&E) species, 2) presence of essential habitat for a state- or federally-listed T&E species, 3)
presence of an Illinois Natural Area Inventory (INAI) Site, and 4) native FQI of 20+ and/or a native mean C-
value of 4.0 or more. 

Wetland Creation. The actual acreage of created wetland required for mitigation on this project will vary
depending in where the mitigation is along the project.  As currently proposed, all replacement wetland would
be constructed in the Kankakee/Iroquois River basin.  The alignment with the greatest mitigation requirement
is the IC/UP at 25.21 hectares (62.27 acres).  The Norfolk Southern alignment will require 8.15 hectares
(20.14 acres) of mitigation, and the Rock Island District alignment will require 21.63 hectares (53.42 acres). 
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If possible, all mitigation will take place at a single site.  Initial mitigation studies will focus on those areas
nearest the project with existing, drained hydric soils, flat topography and the potential for easily restoring
hydrology by severing drainage tiles or impeding surface drainage.  A detailed plan will be prepared specifying
grading, hydrological modifications and wetland plantings.  All plantings will be comprised of native Illinois
species.  Design and implementation will be conducted in cooperation with the U.S. Army Corps of
Engineers, U.S. Fish and Wildlife Service and the Illinois Department of Natural Resources.

Monitoring.  Monitoring will occur for all wetland compensation areas of 0.10 hectares (0.25 acres) or
greater.  Monitoring will be performed according to IDOT’s Wetlands Action Plan and any conditions
stipulated by the U.S. Army Corps of Engineers.  Greater details on the monitoring program will be developed
as part of the conceptual wetland mitigation plan.

5.9 NATURAL RESOURCES

5.9.1 Upland Vegetation

5.9.1.1 Impact Assessment Methodology

Quantitative evaluations of vegetation resources potentially affected by the proposed alternative alignments
were derived through the preparation of 1:2400 resources mapping.  Vegetation communities were identified
on these maps using field notes and aerial photograph interpretation. Vegetation impacts were determined
following an environmentally conservative approach wherein a worst case area of impact was used.  Direct
impacts to vegetation will come from three types of activities: construction, operation, and maintenance.

Impacts caused by construction activity will depend on the type of proposed construction and existing track
conditions at the specific location.  Where double track or sidings will be placed on an existing double-wide
base with only a single track present, the impact evaluation used the assumption of a six-meter (20-foot) wide
disturbance zone extending from the edge of track.  Where new track will be placed on an existing single-
wide base, the assumption of a 20-meter (65-foot) wide disturbance area was used. Actual impacts within
this disturbance zone are unlikely to affect the entire area as construction of new track will be done from the
existing track to the maximum degree possible.  Where construction of new service roads are proposed, an
impact zone 15 meters (50 feet) wide was assumed extending beyond the edge of the right-of-way.  Impacts
to grade separation and station areas were based on the area of construction, assuming a 100 percent impact
within that zone.  The dimensions of the area of construction varied with each grade separation and station
area.

5.9.1.2 Direct and Indirect Impacts

Impacts to vegetation communities include both removal of vegetation and changes in vegetation community
composition.  The duration and severity of impacts will depend on the success of mitigation measures and the
time required for natural succession to return disturbed areas to pre-disturbance conditions of diversity and
productivity.
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While certain site-specific vegetation impacts will be associated with individual alternative alignments, some
effects and considerations will be common to all alignments.  For the most part, vegetation impacts will be
restricted to existing (or new) railroad right-of-way.  The primary effect on vegetation resources will be due
to project construction; minimal effect will occur due to project operation and maintenance (e.g., changes in
the number of trains operating, train velocity, cleaning of tracks, herbicide management of vegetation, etc.). 

Direct impacts will include short-term and long-term losses of vegetation (modification of structure, species
composition, and areal extent of cover types) through clearing, excavating, filling, and regrading of the
improved railroad base, grade separations, and frontage/service roads.  Disposal of trees, shrubs, and other
vegetative material cleared from the project work areas will be in accordance with the state regulations
governing solid waste disposal.  Heavy construction equipment could potentially damage roots of large trees
and shrubs immediately outside the right-of-way.  These impacts will be localized because forested areas are
limited and could be mitigated by trimming tree crowns to compensate for root damage.  BMPs to reduce
impacts from vegetation clearing will include minimizing the zones of construction and revegetating/mulching
areas disturbed.

A qualitative evaluation of indirect impacts was based on anticipated construction and operation procedures
and current environmental literature.  Indirect adverse impacts will include the short-term and long-term
increased potential for weed invasion, establishment, and expansion; reduction in plant photosynthetic
capacity due to coverage by fugitive dust; exposure of soils to accelerated erosion; shifts in species
composition and/or changes in vegetative density away from a more desirable condition (e.g., native
communities); loss of natural biodiversity; and reduction of wildlife habitat.  Construction activities and
increased disturbance could introduce and provide conditions conducive to the spread of non-conservative or
weedy plants in the railroad corridor.  During revegetation weeds often out-compete the more desirable
species, rendering a site less productive as a source of forage and/or habitat for wildlife.

Fugitive dust generated during project construction and operation could adversely affect vegetation due to the
reduction in photosynthetic capacity of dust-covered leaves.  Although such deposition could have adverse
effects, the magnitude of such impact will likely be minimal since wind and rain remove dust on leaves, a
relatively small area in close proximity to the dust source will be affected, and fugitive dust control will be
implemented as part of BMP for construction operations.

Subtle to dramatic shifts in vegetation could occur through project activities impeding surface and shallow
groundwater flows, redirecting them, and/or causing a build-up on the upflow side.  Careful placement and
installation of culverts and/or bridge crossings will help minimize impacts and maintain existing surface and
groundwater flow patterns (see Section 5.6 for additional detail on Water Resources).  Impacts to upland
vegetation from each HSR alternative alignment are summarized in Table 5.9-1.

No-Build Alternative: Under the No-Build alternative, the vegetation conditions for upland communities will
remain similar to the conditions described in Section 2.9.  There will be no removal of existing plant
communities by project construction.  However, track maintenance will continue to affect the adjacent
vegetation for existing railroad rights-of-way.  Also, existing successional trends will continue until modified
by future maintenance or development, if any.
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Table 5.9-1
IMPACTS TO UPLAND VEGETATION

hectares (acres)

Alignment
Community IC/UP Norfolk Southern Rock Island District
Forbland 28.22 (69.71) 31.98 (79.00) 27.36 (67.59)

Pasture 0.31 (0.77) 0.31 (0.77) 0.31 (0.77)

Agricultural 27.79 (68.64) 34.66 (85.60) 27.79 (68.64)

Developed 17.27 (42.65) 25.34 (62.60) 11.94 (29.49)

Hedgerow 3.36 (8.30) 3.89 (9.60) 2.64 (6.52)

Shrubland 5.38 (13.28) 5.42 (13.38) 5.13 (12.68)

Non-Native 3.78 (9.33) 5.89 (14.56) 3.69 (9.12)

Native 1.59 (3.93) 7.46 (18.42) 1.59 (3.93)

Upland Forest 7.21 (17.81) 3.64 (8.98) 3.30 (8.14)

Total   94.91 ( 234.42)  118.59 ( 292.91)   83.76 ( 206.88)

Source: Planning Resources Inc., August 1999.

High-Speed Rail Alternative:

IC/UP Alignment.  A total of 95 hectares (234 acres) of terrestrial vegetation will be affected by the IC/UP
alignment.  From Chicago to Joliet, the IC/UP will affect 11 hectares (27 acres) of terrestrial vegetation. 
From Joliet to Dwight, the IC/UP will affect 8 hectares (19 acres) of terrestrial vegetation. From Dwight to
St. Louis, the IC/UP will affect 76 hectares (188 acres) of terrestrial vegetation.

With the exception forest and hedgerow areas and high quality remnant prairies, a permanent reduction in the
areal cover of the various upland vegetation communities due to clearing and filling for project facilities will
represent a minor impact because the cover types are relatively common in and adjacent to the project area
are readily replaceable.  The loss of hedgerow, shrubland and upland forest will constitute a greater resource
loss.  Replacement of hedgerow and shrubland requires on the order of 15 to 25 years.  Replacement of
upland forest communities requires time frames in the range of 15 to 150 years. Also, the restored habitat is
often less diverse than similar natural communities of the same cover type.

Modifications at grade crossings (i.e., closure, installation of protection devices, installation of warning
devices, and/or installation of electrical lines as needed) will have minimal impacts on vegetation resources. 
Nearly all grade crossings are in disturbed land or urban land communities.

Norfolk Southern Alignment.  The Norfolk Southern alignment will impact approximately 119 hectares
(293 acres) of terrestrial vegetation.  From Chicago to Dwight, the Norfolk Southern alignment will affect 43
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hectares (105 acres) of terrestrial vegetation.  From Dwight to St. Louis there will be 76 hectares (188 acres)
of terrestrial vegetation potentially affected.

Rock Island District Alignment.  Approximately 84 hectares (207 acres) of terrestrial vegetation will be
affected by the Rock Island District alignment.  The loss of forest, shrubland, hedgerow, and remnant prairie
will constitute a long term and important impact due to the length of the replacement time necessary for these
areas and the difficulty in fully restoring native communities. Other cover types are more common in the
project area and can be replaced in much shorter time frames, thus the loss of these areas will be considered a
minor impact.  Impacts to natural areas will be similar to those associated with the IC/UP alignment.

Comparison of Alternative Alignments.  For all HSR alternative alignments, the direct impacts to
vegetation communities include removal of vegetation and shifts in vegetation community composition.
Impacts that could affect other resources include soil erosion and sedimentation, reduction in wildlife habitat,
and introduction of noxious and undesirable weedy species.  The duration and severity of impacts to
vegetation will depend on the degree of disturbance, the success of mitigation measures, and the time required
for the revegetation process to adequately revegetate disturbances. 

The alignment with the least effect on upland vegetation cover types is the Rock Island District (84
hectares/207 acres). This alignment has the least impact on all upland vegetation, including the communities
with the longest replacement times.  The alignment with the greatest impact on upland vegetation is the
Norfolk Southern alignment.  However, relative to the IC/UP alignment, the Norfolk Southern alignment will
take more agricultural land and developed land, while the IC/UP will remove nearly twice as much upland
forest.

5.9.1.3 Mitigation Summary

A linear feature such as a railroad has limited flexibility to be shifted to avoid impacts to a particular vegetation
resource.  However, to the extent possible, the side on which the vegetation disturbance will occur was
determined based on the types of vegetation that will be affected (as well as on other resources such as
threatened and endangered species, natural areas, etc.).  Doing so avoided impacts to Hitts Siding Prairie
under the IC/UP and Rock Island District alignments.

Where it is not possible to avoid disturbance to vegetation, the area of disturbance will be minimized,
particularly in forested sites.  This will include constructing additional track from the existing embankment
rather than from within the right-of-way adjacent to the embankment.  Where the right-of-way must be used
for access, the smallest portion of the right-of-way will be disturbed as part of the construction zone.

Per Council on Environmental Quality (CEQ) policy, restoring and enhancing environmental quality is
proposed for all impact areas (40 CFR 1500.2, 1502.14, and 1502.16).  All disturbed areas not occupied by
project facilities will be immediately revegetated and mulched to stabilize disturbed soils, minimize erosion, and
enhance the productivity and aesthetics.  Cut and fill slopes will constitute the major areas requiring
revegetation.  Revegetation will involve use of plant materials that meet site-specific revegetation objectives in
terms of soil erosion control, soil protection and stabilization, aesthetics, and compatibility with native
vegetation adjacent to the disturbance areas.  Species included in the seed mixes will 1) be adapted to the site
of application, 2) provide immediate soil protection, 3) be sufficiently aggressive to preclude the establishment
of invasive weeds (but not so aggressive as to hamper natural succession), 4) not visually contrast with the
surrounding undisturbed vegetation, and 5) be commercially available at economically reasonable prices.
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5.9.1.4 Unavoidable Adverse Impacts

Loss of terrestrial vegetation and waters of the U.S. will be an unavoidable adverse impact due to the linear
nature of the project.  However, revegetation will reduce the magnitude of this impact.  Active cropland, non-
native grassland, forbland and developed land are abundant in the project area and can be readily replaced. 
Hedgerows, once common in the agricultural landscape, are now a diminishing cover type.  Hedgerows
require from 15 to 25 years to regrow, so the loss of this habitat will be an unavoidable adverse impact that
will extend into the long term. 

5.9.1.5 Cumulative Impacts

Vegetation along the project corridor is not pristine; the degree of nativeness and quality of vegetation varies,
with natural areas having higher quality.  The reduction in native vegetation communities will be minimal
compared to historic losses on a local or regional scale.  However, because of the extensive historic losses
and the relative importance of railroad rights-of-way as refuge for habitat-specific species, additional
conversion of upland forest, savanna, remnant prairie, and wetland communities has an additive effect greater
than the actual impact.

5.9.1.6 Irreversible and Irretrievable Commitment of Resources

Although it is technically feasible to remove a railroad embankment and restore the landscape, one must
assume that the utility of the project right-of-way will warrant its indefinite maintenance and operation to
serve the transportation need.  Construction of the proposed project will necessarily involve the clearing of
terrestrial vegetation and placing fill within the right-of-way.  The loss of agricultural crops, urban, disturbed
land, and non-prairie grassland communities will be retrievable as these areas are readily replaceable.  Impacts
to high quality remnant prairie communities will be irreversible. The loss of woody vegetation, particularly
mature trees and large shrubs, will be irreversible in a reasonable time-frame as the successional process
requires from 15 to 25 years for the development and growth of hedgerow woody species and from 15 to
150 years for forested communities to reach a level as areas that will be removed during construction.  Also,
the restored habitat is often less diverse than similar natural communities.

5.9.2 Native Vegetation

5.9.2.1 Impact Assessment Methodology

Quantitative evaluations of native vegetation resources potentially affected by the proposed alternative
alignments were derived through preparation of 1:2400 resources mapping. Native vegetation communities
were identified on these maps using field notes and aerial photograph interpretation. Native vegetation impacts
were determined following an environmentally conservative approach wherein a worst case area of impact
was used.  Direct impacts to native vegetation will come from three types of activities: construction,
operation, and maintenance.
 
Impacts caused by construction activity will depend on the type of proposed construction and existing track
conditions at the specific location.  Where double track or sidings will be placed on an existing double-wide
base with only a single track present, the impact evaluation used the assumption of a six-meter (20-foot) wide
disturbance zone extending from the edge of track.  Where new track will be placed on an existing single-
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wide base, the assumption of a 20-meter (65-foot) wide disturbance area was used. Actual impacts within
this disturbance zone are unlikely to affect the entire area as construction of new track will be done from the
existing track to the maximum degree possible.  Where construction of new service roads are proposed, an
impact zone 15 meters (50 feet) wide was assumed extending beyond the edge of the right-of-way.  Impacts
to grade separation and station areas were based on the area of construction, assuming a 100 percent impact
within that zone.  The dimensions of the area of construction varied with each grade separation and station
area.

5.9.2.2 Direct and Indirect Impacts

While certain site-specific native vegetation impacts will be associated with individual alternative alignments,
some effects and considerations will be common to all alignments.  For the most part, vegetation impacts will
be restricted to existing (or new) railroad right-of-way.  The primary effect on vegetation resources will be
due to project construction; minimal effect will occur due to project operation and maintenance (e.g., changes
in the number of trains operating, train velocity, cleaning of tracks, herbicide management of vegetation, etc.).

Direct impacts will include short-term and long-term losses of native vegetation through clearing, excavating,
filling, and regrading of the improved railroad base, grade separations, and frontage/service roads.  BMPs to
reduce impacts from vegetation clearing will include minimizing the zones of construction and
revegetating/mulching areas disturbed.

Indirect adverse impacts will include the short-term and long-term increased potential for weed invasion,
establishment, and expansion; reduction in plant photosynthetic capacity due to coverage by fugitive dust;
exposure of soils to accelerated erosion; shifts in species composition and/or changes in vegetative density
away from a more desirable condition (e.g., native communities); and a loss of natural biodiversity. 
Construction activities and increased disturbance could introduce and provide conditions conducive to the
spread of non-conservative or weedy plants in the railroad corridor.  Where prairie is not well established or is
disturbed by construction, weeds out-compete the more desirable species.

Fugitive dust generated during project construction and operation could adversely affect vegetation due to the
reduction in photosynthetic capacity of dust-covered leaves.  Although such deposition could have adverse
effects, the magnitude of such impact will likely be minimal since wind and rain remove dust on leaves, a
relatively small area in close proximity to the dust source will be affected, and fugitive dust control will be
implemented as part of BMP for construction operations.

Currently, maintenance activities along the existing tracks consist of applying herbicides and the cutting of
vegetation within the right-of-way (approximately 15 meters/50 feet from the center line of the track). It is
anticipated that no change will occur in the type and frequency of maintenance activities as a result of
implementing high-speed rail service.  Currently, high quality vegetation communities exist and survive
successfully along the existing railroad tracks.  Hence, it is likely that these existing prairie communities, if not
impacted by construction, will not be further impacted by future maintenance.

No-Build Alternative: Under the No-Build alternative, there will be no direct removal of native vegetation
within or adjacent to the right-of-way. Native vegetation within the right-of-way will be allowed to exist,
subject only to standard mowing, clearing and herbicide treatment consistent with current right-of-way
management.  Native prairie remnants will remain unprotected.
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High-Speed Rail Alternative:

IC/UP Alignment.  A total of 14 native prairie remnants encompassing 3.33 hectares (8.22 acres) were
identified along the IC/UP alignment.  A total of 1.59 hectares (3.93 acres) will be removed for construction
(Table 5.9-2).  This alignment will impact three of five grade C+ or higher native prairie remnants in the
project area, two grade B prairies and one C+ prairie.  Total impacts to grade C+ or higher prairies is 0.64
hectares (1.58 acres) (Table 5.9-3), with 0.61 hectares (1.51 acres) of grade B prairies impacted and 0.03
hectares (0.07 acres) of grade C+ impacted.  Overall, 0.15 hectares (0.38 acres) of high quality prairie (FQI >
35.00) will be affected.  Within this alignment, 0.15 hectares (0.38 acres) of impact to grade C+ or higher
prairies are attributed to double track, and 0.49 hectares (1.20 acres) are attributed to freight siding.  

Table 5.9-2
SUMMARY OF IMPACTS TO ALL PRAIRIE REMNANTS

Alignment

No. of
A/C+

Prairie
Remnants

Total
Prairie

Remnants

Existing 
A/C+ Prairie
hect. (acres)
Remnants

Total Existing
Prairie

hect. (acres)
Remnants

Impacted
A/C+ Prairie
hect. (acres)
Remnants

Total Impacts
to all Prairie
hect. (acres)
Remnants

IC/UP 5 14 2.03 (5.01) 3.33 (8.22) 0.64 (1.58) 1.59 (3.93)

NS 30 80 14.94 (36.91) 25.03 (61.82) 5.85 (14.45) 7.46 (18.42)

Rock Island 5 14 2.03 (5.01) 3.33 (8.22) 0.64 (1.58) 1.59 (3.93)

Source: Planning Resources Inc., August 1999.

Norfolk Southern Alignment.  A total of 80 native prairie remnants encompassing 25.03 hectares (61.82
acres) were identified along the Norfolk Southern alignment. A total of 7.46 hectares (18.42 acres) will be
removed for construction.  This alignment will affect 16 of 30 grade C+ or higher native prairie remnants.
These 30 native prairies are comprised of two grade A, three grade B+, 11 grade B,
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Table 5.9-3
IMPACTS TO GRADE C+ OR HIGHER NATIVE PRAIRIE REMNANTS BY ALIGNMENT

Impacts to Native Prairie Remnants – hectares (acres)

Alignment A B+ B B- C+ Total

IC/UP 0.00 (0.00) 0.00 (0.00) 0.61 (1.51) 0.00 (0.00) 0.03 (0.07) 0.64 (1.58)

NS 0.06 (0.16) 0.14 (0.35) 3.18 (7.86) 1.75 (4.33) 0.71 (1.75) 5.85 (14.45)

Rock Island 0.00 (0.00) 0.00 (0.00) 0.61 (1.51) 0.00 (0.00) 0.03 (0.07) 0.64 (1.58)

Source: Planning Resources Inc., August 1999.

six grade B-, and eight grade C+.  One of the two grade A prairies will be impacted for a loss of 0.06 hectares
(0.16 acres).  Two of the three grade B+ prairies will be affected for a loss of 0.14 hectares (0.35 acres). Six
of the eleven grade B prairies will be impacted for a loss of 3.18 hectares (7.86 acres).  Three of the six grade
B- prairies will be impacted for a loss of 1.75 hectares (4.33 acres). Four of the eight grade C+ prairies will
be impacted for a loss of 0.71 hectares (1.75 acres).  Overall, 0.35 hectares (0.87 acres) of high quality
native prairie remnants (FQI > 35.00) will be impacted and 2.30 hectares (5.68 acres) of prairies with FQI’s
between 30.00 and 34.99 will be impacted.  Within this alignment, 0.63 hectares (1.56 acres) of impact to
grade C+ or higher prairies are attributed to double track, 4.49 hectares (11.10 acres) to freight siding, and
0.72 hectares (1.79 acres) to service roads, for a total of 5.85 hectares (14.45 acres).

Rock Island District Alignment.  The Rock Island District alignment shares the same 14 native prairie
remnants with the IC/UP. Impacts to native vegetation from this alignment will be the same as the impacts
from the IC/UP alignment.

Comparison of Alternative Alignments.  For all HSR alternative alignments, the direct impacts to native
prairie remnant communities include removal of vegetation and shifts in vegetation community composition.
Impacts that could affect other resources include soil erosion and sedimentation, reduction in wildlife habitat,
and introduction of noxious and undesirable weedy species.  The duration and severity of impacts to
vegetation will depend on the degree of disturbance, the success of mitigation measures, and the time required
for the revegetation process to adequately revegetate disturbances. 

The alignments with the least impact on native prairie communities are the IC/UP and Rock Island District
(1.59 hectares/3.93 acres).  The Norfolk Southern alignment has the greatest impact on prairies (7.46
hectares/18.42 acres). 
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5.9.2.3 Cumulative Impacts

Cumulative impacts are those impacts that have contributed to prairie loss in the project area in the past, are
contributing in the present, and may contribute in the reasonably foreseeable future.  Ideally, a cumulative
impact analysis of prairie would be based on biological boundaries rather than artificial boundaries such as
counties or states.  However, data for each drainage basin is not available, and information was not
consistently available by county.

The majority of the vegetation along the project corridor is not high quality; the degree of nativeness and
quality of vegetation varies, with natural areas such as prairie having the highest quality.  Before settlement,
approximately half of Illinois supported prairie (Neely and Heister, 1987).  The state has an estimated 930
hectares (2,300 acres) of prairie that remains relatively undisturbed, such as within cemeteries, forest
preserves, and railroad rights-of-way.  Of this acreage, less than 530 hectares (1,300 acres) is high quality
prairie (Runkel and Roosa, 1989).  The majority of the loss occurred during conversion to agriculture in the
late 1800s and up to the mid-1900s.  Current and predicted future losses occur mostly from industry and
residential development.

This cumulative impact assessment assumes that prairie losses in the immediate future will reflect similar
trends to losses today.  Losses may be countered by actions to preserve existing prairies and restore degraded
prairies.

Historic losses of prairie have been extensive.  This increases the relative importance of remaining areas of
prairie.  Because of the historic losses and the relative importance of remaining prairies, impacts from this
project have an additive effect greater than the actual impact.  However, with mitigation of C+ and higher
quality prairie areas in the counties in which impacts occur, the proposed project is not anticipated to add to
the cumulative loss of prairie, particularly of high quality prairie.

5.9.2.4 Mitigation

The design and development of this project has and will continue to follow a three step impact mitigation
process prioritized as follows:  1) impact avoidance; 2) impact minimization; and 3) compensation including
repair, rehabilitation, and restoration of affected areas; preservation of existing prairies; and replacement of
affected prairie areas in kind.

Prairie Impact Avoidance:

Given the linear nature of the project, the ability to avoid prairie areas by relocating the project footprint is
limited.  Avoidance will be maximized by 1) using the existing railroad embankment as the base for new track;
2) limiting clearing activities to only those areas required for actual construction; and 3) performing track-side
work from the existing railroad embankment.  Where the right-of-way must be used for access, prairie areas
will be avoided. 

Prairie Impact Minimization:

Where avoidance is not possible, the area of disturbance (direct and indirect, temporary and permanent) will
be minimized.  Impact minimization measures will use the best technology currently available.  Such practices
include the following elements, which will be incorporated into the mitigation program:
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a. During the final design phase and as part of the process for developing optimal mitigation, a site-
specific evaluation will be made of each prairie affected by project activities.  The evaluation will
focus on 1) identifying optimal locations for placing construction fences and erosion and siltation
controls, and 2) identifying additional measures to avoid impacts to prairies with grades C+ and
higher and/or prairies that are particularly difficult to replace (e.g., dolomitic prairie).

b. Prairie sites will be included in the erosion and sediment control plan prepared for the project. The
zones of filling and/or grading will be accounted for and appropriate best management practices will
be designed to protect the sites.  Prior to commencement of construction activities, erosion control
fencing will be placed at the limits of construction.  Zones of fill, grading, compaction or equipment
movement will be restricted to areas outside the protective fencing.  Impacts from silt and
sedimentation will be minimized through adherence to erosion control measures presented in IDOT’s
Bureaus of Construction and Design and Environment Policy and Procedure Memorandum dated
September 15, 1998.

c. All solid waste material, including cleared vegetation, will be disposed in approved upland areas or
licensed solid waste disposal sites, in accordance with state and federal regulations.

d. The day-to-day enforcement of prairie mitigation provisions will be provided by experienced resident
professional engineers.

e. Per CEQ policy, restoring and enhancing environmental quality is proposed for all impact areas (40
CFR 1500.2, 1502.14, and 1502.16).  Disturbed areas not occupied by project facilities will be
promptly revegetated and stabilized with mulch.  Plants used for revegetation will: 1) be adapted to
the site of application; 2) provide immediate soil protection; 3) be sufficiently aggressive to preclude
the establishment of invasive weeds (but not so aggressive as to hamper natural succession); and 4)
be commercially available at economically reasonable prices.

Compensation:

In addition to these design and construction actions to maximize avoidance and impact minimization of
remnant grade C+ through A prairies, during final site design, a conceptual prairie mitigation plan will be
prepared.  This document will incorporate practicable measures to minimize harm and compensate for
impacts to high quality prairie areas and identify site-specific locations for compensating prairie impacts.  The
following measures will be incorporated:

a. A compensatory mitigation prairie site will be located near the site of impact.

b. Compensatory mitigation will utilize the Key to Restoration Options prepared by Packard and Mutel
(1997).  Restoration options likely to be implemented include options F through J. These are as
follows: option F (prairie management), option G1 (prairie restoration through interseeding), option
G2 (prairie maintenance), option H1 (restoring prairie conservatives in an old field), option H2
(restoring prairie in an old field), option I1 (restoring prairie on bare soil), option I2 (restoring prairie
conservatives on bare soil), and option J (restoring prairie on stable soil).
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c. Unless a higher ratio is required due to presence of high quality wetland flora, etc., compensation for
direct adverse impacts (temporary and permanent) to prairies of grade C+ and higher will occur at a
1:1 ratio.  Further, compensation will occur in-kind (i.e., wet prairie for wet prairie, mesic prairie,
sand prairie, dolomitic prairie, etc.).

d. Following compensation, the total amount of prairie will not be reduced below the total prairie
amounts identified in Table 5.9-2.  Also, the proportion of each prairie grade will shift toward the
higher grades or at least be the same as the existing amounts.

e. Seed and/or pads of sod will be collected from affected prairies prior to earth disturbance. This
material will be stored in an appropriate manner for subsequent use to create new prairie communities
and/or enhance low grade prairies.

f. If seed is not available from the unaffected portion of the prairie or immediately adjacent prairie, seed
will be obtained from within 240 kilometers (150 miles) of the impact site.

g. Where the impact is less than or equal to 25 percent of a prairie, reseeding of the disturbed area with
native plants will occur, followed by management of the entire prairie.

h. Where the impact affects more than 25 percent of a prairie, a new prairie area will be created or a
lower-grade prairie not affected by the project will be managed to produce a comparable (or better)
prairie grade.

Monitoring and Management.  Monitoring will occur for each created or enhanced prairie area of 0.10
hectares (0.25 acres) or greater as well as all grade B+ and grade A prairies, regardless of size. Monitoring
will involve photographic documentation from the same vantage point each year for a three-year period or
until 80 percent ground cover by native, perennial prairie plants is achieved (whichever is later). Results of
monitoring will be documented in an annual report submitted to IDOT and IDNR.  This report will 1) present
the floristic quality assessment (FQA) developed from a meander survey of each prairie area, 2) document
quantitative FQA results from 0.65 square kilometer (0.25 square mile) quadrats, 3) identify percent ground
cover by desirable plants, and 4) specify remedial actions.  Further detail on the prairie monitoring program
will be developed as part of a prairie mitigation plan prepared following final design.

Management practices for prairie areas will focus on prescribed burn management and removal of invasive
plants.  Annual monitoring and long-term maintenance will identify whether removal of invasive plants will be
performed by manual or chemical  methods.  The decision will be based on the growth characteristics of the
species targeted for removal and the extent of invasion.

For long-term management, interagency agreements will establish cooperative management for each created,
preserved, and enhanced prairie.  These agreements will allow access to and management of the existing C+
and higher prairie areas within the right-of-way as well as lower grade prairies being managed to improve
vegetative quality by IDOT, IDNR, or their designated representative.

5.9.3 Terrestrial Wildlife

5.9.3.1 Impact Assessment Methodology
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The analysis of impacts to terrestrial wildlife and aquatic resources is based upon anticipated effects on the
relative quality and quantity of habitat.  The initial quantification and characterization of habitats available
within the project area was based upon resource mapping, aerial photo interpretation and supplemental field
verification and inventory.  Published accounts of local fish and wildlife utilization were also consulted.

Relative habitat values were established considering resource availability, diversity and interspersion of cover
types, replacement times required, level of existing utilization and disturbance, as well as overall size and
continuity with other habitat areas.  Impacts were quantified based on actual or anticipated direct loss of
physical habitat and indirect effects anticipated as a result of standard construction, maintenance and
operation procedures.

5.9.3.2 Direct and Indirect Impacts

Railroad site construction along the HSR alternative alignments has the potential to cause adverse impacts on
terrestrial wildlife.  Some effects and considerations will be common across the alternative alignments.  Such
effects are discussed below, prior to the description of alignment-specific impacts.

Direct adverse impacts to terrestrial wildlife will occur principally through the removal or significant
modification of habitat within or immediately adjacent to existing or proposed railroad right-of-way. This will
be most important for cover types that are either relatively uncommon in the project area and/or will have a
long replacement time.  Active cropland, non-native grassland, disturbed land and urban land are abundant in
the project area and also can be readily replaced.  Hedgerows, once common in the agricultural landscape, are
now a diminishing cover type due to the gradual increase in farm units and the elimination of fence lines.  This
cover type consisting primarily of shrubs and early successional trees requires from 15 to 25 years to replace,
so the loss of this habitat will constitute a long-term impact.  From a practical standpoint, the loss of
emergent wetland, wet prairie, mesic prairie, upland forest and savanna will constitute a long-term to
permanent impact.  These cover types are relatively uncommon in the project area.  While it is technically
feasible to replace these habitats, in reality, the time frame required ranges from five to 150 years and the
restored habitat is likely to be less diverse than similar natural communities of the same cover type (adapted
from Graber and Graber, 1976).

Indirect wildlife impacts can occur through disruption of secluded areas, through habitat fragmentation, and
through severance of wildlife trails.  Physical disturbance can occur in the short term such as that associated
with construction, or in the long term such as the activities related to facility operation. Operational impacts
such as the noise emanating from the passage of trains are already a part of the existing environment along the
HSR project area.  Wildlife populations that exist along the alignment presumably have adapted to this
intrusion.  Although the affects on wildlife behavior resulting from the various types and recurrence
frequencies of noise are not well known, there is evidence that some species may become acclimated to
regular disturbances, such as those that might be experienced in habitats along an active rail line (Adams,
1994).  However, increased disruptions during breeding or nesting season could adversely affect wildlife,
especially those generated by construction activities. Vos, Ryder and Graul (1985) concluded that Great Blue
Herons may habituate to repeated, non-threatening activities, while responding to unexpected disturbances. 
Similarly, this species was shown to be most responsive to human intrusions early in the breeding season,
becoming less likely to leave the nest later in the season when nestlings were older and trees were full of
foliage.
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Habitat fragmentation occurs when portions of otherwise usable habitat are severed from a larger contiguous
system.  The results are normally habitat loss and habitat insularization.  The habitat value of the severed
parcels is greatly reduced by the isolation of the parcel.  Progressive fragmentation occurs where habitat is
removed from one direction and the usable edge of the habitat is pushed back. This type of impact will be
common where clearing will be necessary to add parallel trackage and/or frontage/service and access roads to
the railroad facility.

Linear habitat units offer travel corridors for small mammals and facilitate access to food resources and other
habitats in adjacent fields.  The construction of railroad facilities that sever these corridors can have long-term
adverse effects on wildlife.

No-Build Alternative: With this alternative, no direct habitat loss due to project activities will occur to
terrestrial wildlife or fish and aquatic resources.  Routine maintenance and operation of the existing railroads
will continue to have infrequent and short-term disturbance on wildlife and fish habitats. Relatively uncommon
and irreplaceable habitats such as wetlands, remnant prairie, and savanna will remain undisturbed.  Hedgerow
areas also will remain and continue along the successional path.  As no railroad improvement will occur under
this alternative, the opportunity to more effectively manage wetlands and other waters of the U.S. and their
associated aquatic resources will be foregone.  Current sedimentation and turbidity in the rivers and streams
due to small areas of naturally and poorly vegetated cut and fill slopes will continue.

High-Speed Rail Alternative:

IC/UP Alignment.  Table 5.9-1 shows the estimated loss of wildlife habitat by cover type.  A total of five
hectares (13 acres) of native and non-native grassland and seven hectares (18 acres) of upland forest will be
cleared for the construction of this alignment.  Approximately three hectares (eight acres) of hedgerow and
five hectares (13 acres) of shrubland will be lost.  Wetland loss will be approximately six hectares (15 acres).
 The loss of prairie is most important from a floristic standpoint since this cover type is already a narrow
remnant, and its value for prairie species is significantly reduced for area sensitive species such as the
Savannah sparrow, bobolink or Eastern meadowlark.  However, various species of insects depend on this
specific habitat type for feeding and reproduction. The loss of upland forest habitat will constitute progressive
habitat fragmentation by moving the forest edge away from the railroad right-of-way.

The IC/UP alignment will clear hedgerow habitat in 9 locations. While linear remnants of hedgerow habitat
will remain in many areas, clearing will change the character of this cover type and will reduce its value for
wildlife.
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Shroeder (1986) correlates avian species diversity with physical characteristics of windbreaks. Reductions in
total area, the number of rows, height, canopy closure and diversity of woody plants all were positively
correlated with lowered wildlife species diversity.  Where hedgerow habitat is cleared, species such as
Northern orioles, house wrens, song sparrows, goldfinches and mourning doves will be reduced in numbers.

Mammalian species highly dependent on hedgerow habitat such as the Eastern cottontail, gray squirrel, fox
squirrel and white-footed mouse also will be affected.  In time, a reduction in the local population of these
species will affect predators such as hawks, owls and fox.

Norfolk Southern Alignment.  Construction of this alignment will require the clearing of 13 hectares (33
acres) of grassland, and four hectares (nine acres) upland forest.  Wetland loss will be approximately five
hectares (14 acres). Remnant prairie loss will occur in a linear band along existing track.  Thus, wildlife
species closely associated with prairie will be minimally affected due to the limited extent of habitat present. 
A more important impact will result from the loss of approximately four hectares (10 acres) of hedgerow
habitat.  Most of this loss will occur in the southern 240 kilometers (150 miles) of the proposed facility where
this cover type is prominent in an otherwise largely agricultural setting. Small mammals and numerous avian
fauna will be affected by the loss of nesting, feeding and cover areas.

Rock Island District Alignment.  A total of three hectares (eight acres) of upland forest, five hectares (13
acres) of shrubland and three hectares (seven acres) of hedgerow habitat will be cleared.  Wetland loss will be
approximately five hectares (12 acres).  All other impacts will be similar to those resulting from the IC/UP
alignment.

Comparison of Alternative Alignments.  The alternative alignment with the least impact to all habitat types
will be the Rock Island District.  The IC/UP alignment will require the largest habitat loss of upland forested
(7 hectares/18 acres).  The Norfolk Southern alignment will remove the greatest area of all habitat types with
the exception of upland forest habitat.

5.9.3.3 Mitigation Summary

Mitigation for wildlife habitat loss will consist of both minimization of habitat loss as well as active
management to encourage the return of desirable habitats.  Wetland loss will be compensated through a
comprehensive wetland mitigation process as described in Section 5.8.4.  Where the loss of remnant prairie
habitat is unavoidable, prairie remnants will be inventoried in more detail and the seed bank made available for
relocation and use by public agencies for prairie restoration.  Hedgerow habitat clearing will be kept to the
minimum necessary for construction.  In all cases only one side of the railroad embankment will be disturbed.
 Following construction, right-of-way management will encourage the restoration of woody species.

5.9.3.4 Unavoidable Adverse Impacts

The loss of wildlife habitat will be unavoidable due to the length and linear nature of the project and the limited
ability to alter the horizontal geometry of the alternative alignments.  Habitat replacement will be addressed
through a wetland mitigation program as part of the Section 404 permitting process and by allowing the
vegetation within the railroad rights-of-way to reestablish through natural succession. However, the
replacement of hedgerow, forest, and wetland habitats will take many years.
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Total control of all project-related erosion and sedimentation is unlikely.  Therefore, unavoidable sedimentation
and erosion could adversely affect fish and aquatic resources.  Implementation of best management practices
and other mitigation measures defined under Water Resources (Section 5.6) and under Wetlands (Section 5.8)
will reduce the potential for unavoidable adverse impacts. Encroachment into wetlands and streams could
impact the fish and aquatic resources downstream of disturbances. Aggressive BMPs and mitigation will be
implemented to restore disturbances and functional values in locations that contain fish or invertebrates where
habitat could not be practicably avoided.  Full mitigation of these sensitive areas will be feasible within the
railroad corridor.  The implementation of mitigation measures will potentially mitigate or reduce the level of
impacts under all alternative alignments.

5.9.3.5 Cumulative Impacts

Habitat loss due to the proposed project will be minor compared to historic changes in the landscape. Since
the 1850s major losses of forest, wetlands and prairie have taken place in Illinois.  Future habitat losses are
not likely to be significant as a result of the project since the facility is not likely to significantly induce
development. 

As indicated in the Water Resources cumulative impacts discussion (Section 5.6.5), most streams crossed by
the project are not in pristine condition.  This stream quality and condition is reflected in the numbers and
types of aquatic inhabitants.  With incorporation of BMPs and proposed mitigation measures, impacts to fish
and aquatic resources will be minimized.

The cumulative historical loss of wetlands in Illinois since settlement is estimated at 85 percent.  The
magnitude of such loss and impairment of the functional value of remaining wetlands has been so large that
wetland impacts are now regulated.  Consequently, the potential loss of waters of the U.S. (or functional
value impairment) caused by the implementation of this project, as well as by other past, present, and
reasonably foreseeable potential projects in the area, will add to the cumulative loss of wetlands.  However,
implementation of the Section 404 permit process, including maximum wetlands avoidance and effective
impact minimization, will reduce the potential for cumulative impacts.

5.9.3.6 Irreversible and Irretrievable Commitment of Resources

Wetlands lost due to the project will be replaced, albeit in a different location and over a five to 30 year time
span depending on the type of community.  As the right-of-way is allowed to revegetate, hedgerow and
grassland habitats will reestablish themselves over periods of 15 to 25 years and two to three years,
respectively.  Other habitats will be irretrievably lost in those areas where the rail embankment is widened for
additional tracks or access roads and grade crossings are constructed.

Temporary impacts to aquatic habitat from expansion of existing bridge structures will be reversible in a
relatively short-term.
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5.9.4 Threatened and Endangered Species

5.9.4.1 Impact Assessment Methodology

Evaluations of potential impacts to threatened and endangered species were conducted by correlating available
information on species distribution and habitat preferences, with habitat availability.  Where specific habitats
or plant communities were identified in association with protected species, potential impacts were quantified
through relative loss of habitat. Impacts to vegetation or cover types were determined following an
environmentally conservative approach wherein a worst case area of impact was used.

Impacts caused by construction activity will depend on the type of proposed construction and existing track
conditions at the specific location.  Where double track or sidings will be placed on an existing double-wide
base with only a single track present, the impact evaluation used the assumption of a six-meter (20-foot) wide
disturbance zone extending from the existing edge of track.  Where new track will be placed on an existing
single-wide base, the assumption of a 20-meter (65-foot) wide disturbance area was used. Actual impacts
within this disturbance zone are unlikely to affect the entire area as construction of new track will be done
from the existing track to the maximum degree possible.  Where construction of new service roads are
proposed, an impact zone 15 meters (50 feet) wide was assumed extending beyond the edge of the right-of-
way.  Impacts to grade separation and station areas were based on the area of construction, assuming a 100
percent impact within that zone.  The dimensions of the area of construction varied with each grade
separation and station area.

5.9.4.2 Direct and Indirect Impacts

Because of the development history of existing railroad rights-of-way, the project area holds valuable natural
resources not found in the otherwise disturbed surrounding landscape. Native prairie is extremely rare in
Illinois and offers some of the last remaining habitat available for many protected plants and animals.  Even
though many of the prairie remnants are partially degraded, they may be regionally significant in representing
some of the last remaining fragments of this native ecosystem. Many protected plant and animal species also
are associated with wetland habitats.  This habitat has been significantly depleted in Illinois, and with it
organisms that depend on it for all or part of their life stages. Although the proposed improvements for the
HSR alternative are generally located within or adjacent to the existing right-of-way, the proposed project,
regardless of alignment, will require the loss of some wetland habitat for implementation.

Direct adverse impacts to protected plant and animal species can occur due to habitat loss or direct removal
through vegetative clearing and earth-moving activities.  Indirect impacts may result from construction
disturbances during sensitive breeding periods, or through on-going maintenance activities such as the
mechanical or chemical removal of woody species. For all project alternative alignments, total avoidance of
suitable habitats will be difficult and/or infeasible because of the linear nature of the project and the lack of
ability to shift alignments following existing rail lines.  Opportunities to avoid impacts rest primarily in the HSR
alternative’s ability to limit construction areas and/or shift the location of facility improvements. 
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5.9.4.3 Species with No Habitat in Construction Areas

Tables 2.9-4 and 2.9-5 list threatened and endangered species identified by the U.S. Fish and Wildlife Service
and the Illinois Department of Natural Resources as potentially occurring in the project area.  For the
following species no habitat is available within the areas of proposed construction.

The Decurrent false aster (Boltonia decurrens) is listed as Federally and State Threatened.  This species has
been found in St. Clair and Madison counties, generally in disturbed alluvial soils associated with the
Mississippi River floodplain.  No floodplain or wetland habitat will be affected south of Jersey County.

The Least Tern (Sterna antillarum) is listed as Federally and State Endangered. It is associated with large
rivers, nesting on sandbars in shallow depressions.  No new bridges will be constructed across large rivers.

The Gray Bat (Myotis grisescens) is listed as Federally and State Endangered.  It  nests in caves and feeds
over rivers and reservoirs adjacent to forested habitat.  Cave habitat is not present in or adjacent to the railroad
right-of-way. 

The Pallid Sturgeon (Scaphirhynchus albus) is listed as Federally and State Endangered.  Potential habitat
exists for this species in the Mississippi River near St. Louis.  No construction will occur in this area.

The Illinois cave amphipod (Gammarus acherondytes) is listed as Federally and State Endangered. This
species inhabits karst caves and associated subterranean streams.  Karst habitat is not present immediately
adjacent to the railroad right-of-way.

The Bald Eagle (Haliaeetus leucocephalus) is listed as Federally and State Threatened.  The Bald Eagle breeds
and winters along major rivers and large reservoirs, roosting in old trees with high branches. Large river and
reservoir habitat is limited in the project area to the Des Plaines, Kankakee, and Mississippi Rivers.  No
roosting trees were observed during the avian survey conducted for this project.

5.9.4.4 Impacts

No-Build Alternative: Under the No-Build Alternative, threatened and endangered species and their habitats
will not be directly affected. Wildlife habitat will remain in its present condition, subject to the influences of
future maintenance activities that include the removal of woody species and the application of herbicide to
vegetation within 15 meters (50 feet) of the edge of  track.  There will be no alteration of existing plant
communities by construction.  However, track maintenance will continue to affect the adjacent vegetation,
and existing successional trends will continue until modified by future maintenance or development, if any.
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High-Speed Rail Alternative:

IC/UP Alignment.

Federally Endangered Plant Species. The Federally and state endangered leafy prairie clover (Petalostemum
foliosum) occurs in mesic dolomitic prairie and has been recorded in three counties in the project area.  Field
surveys within the project area did not find this species, however dolomitic prairie occurs along the alignment.
 Dolomitic prairie areas at MP 23.50 and 26.50 are highly degraded and are not likely to support this species.
The IDNR has noted the presence of leafy prairie clover between MP 29.00 to 29.70.  Field surveys indicated
that prairie areas at MP 27.25 and 29.00 have potential habitat but did not reveal this species in current
surveys.  No prairie loss will occur in any of these areas.  Therefore, no impact is anticipated from this
alignment.

Federally Endangered Animal Species. The Federally and state endangered Hine’s emerald dragonfly
(Somatochlora hineana) also has been located in the general vicinity of the northern section of this alignment
in the Des Plaines River valley near Lemont.  Detailed studies did not locate the larvae of this species, but
adult dragonflies were documented on the alignment near New Avenue and Long Run Seep (MP 30.10). 
During the period studied, ten adult S. hineana were documented flying between 0 to 4.6 meters (0 to 15 feet)
over the railroad tracks.

No breeding habitat will be taken by this alignment.  Those adults observed in the project area were exhibiting
breeding behavior.  Therefore, the only potential impact of the project on this species will be through collision
with trains or through disrupted movement due to train traffic.  The importance of increased train/dragonfly
collisions on the continued health of S. hineana population will depend, in part, on the actual mortality level
versus population size. Studies conducted to date have documented that individual dragonflies do cross the
tracks, but their relative numbers and likely exposure to collisions is not known. The size of the local
population is not known at this time, nor is it known whether the documented crossings are of single
individuals or multiple crossings by fewer individuals.

Individual dragonflies do appear to attempt to cross the tracks while trains are present.  However, the impact
of disturbed or disrupted travel on individuals or the overall population cannot be assessed based on research
conducted to date.

Pending the availability of additional research data, relative impact to S. hineana can best be assessed based on
the habitat’s additional exposure to train activity.  Adult dragonflies are present in the area beginning as early
as June and continuing through September of each year.  They are most active during daylight hours, with
peak activity typically between 9:00 AM and 2:00 PM.

Currently 20 trains per day pass through this section of the alignment, eight freight, six Metra, and six
Amtrak. With the project, an additional ten passenger trains per day will pass through this area, eight during
daylight hours (i.e., 6:30 AM to 8:30 PM), but only one additional between 9:00 AM and 2:00 PM, the peak
period of activity.  Based on this analysis, it is unlikely that this alignment will jeopardize the continued
existence of this species.

The Indiana bat (Myotis sodalis) winters in colonies in caves and mines.  In Illinois there are three wintering
colonies.  Summer habitat includes woodlands, especially riparian areas with mature, dead trees with
exfoliated bark.  Roosting sites may be used by pregnant and lactating bats, which frequently utilize tree
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cavities and loose bark on living trees.  Within the project area, this species has recent records in Macoupin
County and historic records in Cook, Sangamon and Madison Counties.  Although no habitat exists along this
alignment for M. sodalis hibernation, potential roosting habitat occurs in several areas along the IC/UP
alignment.  The construction of a pedestrian grade separation at MP 33.45 in Will County will remove 0.23
hectares (0.57 acres) of mature upland forest.  This area includes many mature and/or dead trees and lies
along a small creek.  Double track will be constructed in the area of MP 209.00 in Macoupin County.  Here,
woodland habitat will be removed in an area of open water surrounded by floodplain forest with mature trees.

Subsequent investigation of these sites will be conducted to assess the likelihood of the Indiana bat utilizing
the habitat.  If it is determined that Indiana bats roost in the area, then the scheduling of any construction in
these areas would be timed to avoid disturbance during nesting and rearing.

Federally Threatened Plant Species.  Also endangered in the state of Illinois, the prairie white fringed orchid
(Platanthera leucophaea) is a tuberous perennial orchid growing to one meter (three feet) high. It was
formerly a characteristic plant of wet to mesic prairies in Illinois but is now rare and local, known almost
exclusively from northeastern Illinois.  While the IC/UP alignment will require the loss of 1.59 hectares (3.93
acres) of native prairie and 0.53 hectares (1.30 acres) of wet meadow habitat, the presence of Platanthera
leucophaea has not been recorded along the alignment.  Three season plant surveys did not find this species
within the areas of proposed construction. The likelihood of impact to this species is therefore low.

State Endangered Plant Species. State endangered plant species such as the large ground plum (Astragalus
crassicarpus), prairie trout-lily (Erythronium mesochoreum), pink milkwort (Polygala incarnata), royal
catchfly (Silene regia), Eastern blue-eyed grass (Sisyrinchium atlanticum), and prairie spiderwort
(Tradescantia bracteata) are found in dry to mesic prairie. None of these species were documented in field
surveys of the project area.  However, remnant prairies within the right-of-way of this alignment offer
potential habitat.  Of the 3.33 hectares (8.22 acres) of prairie mapped within the IC/UP alignment,
approximately 1.59 hectares (3.93 acres) will be removed for the construction of grade separations, freight
sidings, double track and/or service roads. The IDNR has noted the possible presence of the royal catchfly in
the section of the alignment near MP 267.80. The service road proposed for this section will be outside of the
current right-of-way and therefore will not involve the loss of prairie habitat.  The IDNR also noted the
presence of prairie trout-lily at MP 227.30.  The service road proposed in this area will be constructed from
MP 227.30 to MP 227.50 and will be outside of the current right-of-way and should not impact prairie
habitat.  Based on those determinations, these species will not be adversely affected by this alignment.

The state endangered quillwort (Isoetes butleri) is known to prefer seasonally wet dolomitic prairie. This type
of habitat was mapped and surveyed along the IC/UP alignment at MP 29.00. A proposed grade separation at
this location will require the removal of 0.55 hectares (1.37 acres) of wetland.   No individual specimens were
found.  Therefore, no impact is anticipated.

Broomrape  (Orobanche ludoviciana) is endangered in the state of Illinois.  It prefers dry sand prairies and
alluvial floodplains where it is parasitic on the roots of various species of Asteraceae, as well as giant
ragweed.  This species is known historically from Logan County.  The IC/UP alignment will require the
removal of 0.03 hectares (0.07 acres) of grade C+ prairie remnant in this county at MP 158.50 to MP 168.40
for the provision of a freight siding. Plant surveys in the project area did not document this species. 
Therefore, no impact is anticipated.  
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The little green sedge  (Carex viridula) prefers marl flats and disturbed calcareous sites and has been found
in Cook County in the project corridor.  Potential habitats along the IC/UP alignment, including sections
between MP 23.50 and MP 33.45, were surveyed for this species. No occurrences were documented.

Wild hyacinth (Camassia angusta) is endangered in Illinois and has been known to occur in Macon County
(outside of the project area) where it prefers prairies and moist woods.  It could occur in degraded prairie
habitats in central Illinois.  Approximately 0.35 hectares (0.87 acres) of prairie habitat will be removed for
construction of the IC/UP alignment through McLean, Logan and Sangamon Counties.  C. angusta was not
located in plant surveys of the project area.  Therefore, no impact is anticipated.

The state endangered grass pink orchid (Calopogon tuberosus) has a broad range of habitats, occurring in
northeastern Illinois most often in bogs and acid soils. It also has been documented in fens and mesic and
wet-mesic sand prairies.  It has been reported in the Hitts Siding Prairie now owned by the IDNR.
Approximately 0.46 hectares (1.13 acres) of grade B prairie will be lost from the right-of-way on the opposite
side of the Hitts Siding Prairie under the IC/UP alignment.  This species was not found in the area of proposed
construction.

State Endangered Animal Species.  Potential habitat for the red-shouldered hawk  (Buteo lineatus) includes
riparian forest with large trees for nesting.  This type of habitat occurs along the IC/UP alignment at MP
33.45 in Will County and at MP 209.00 in Macoupin County. No forested habitat will be removed in these
areas, and no red-shouldered hawks were noted utilizing the right-of-way during field surveys.  Therefore, no
impact to this species is anticipated.

The state endangered sharp-shinned hawk  (Accipiter striatus) occurs in deciduous and coniferous forests
and open woodlands, selecting mature forest near stream habitats for nesting.  A detailed survey along the
alignment showed limited habitat potential for this species adjacent to the railroad tracks.  Therefore, this
species will not be adversely affected by this alignment.

Henslow’s sparrow (Ammodrammus henslowii), the short-eared owl (Asio flammeus) and the northern
harrier (Circus cyaneus) are listed as endangered in Illinois.  These species occur in grasslands and wet
meadows, nesting in areas generally greater than 50 hectares (125 acres) in size. The IC/UP alignment will
remove approximately 5.37 hectares (13.26 acres) of native and non-native grassland.  All habitat loss will be
in linear strips along existing railroad rights-of-way and be scattered at 10 locations in the project area.  Large
grassland areas suitable for nesting will not be affected. Therefore, this alignment will not measurably impact
these species.

The long-eared owl (Asio otus) is generally a migrant in Illinois, roosting in stands of conifers often adjacent
to open grasslands for hunting.  Field surveys of mixed forest habitats near this alignment indicated that
habitat availability within the project area is limited.  Therefore, this species will not be impacted by the IC/UP
alignment.

The upland sandpiper (Bartramia longicauda) occurs in grassland, pastures and hay fields often associated
with developed and agricultural lands.  This type of habitat is available along the IC/UP alignment as well as in
many rural areas throughout the corridor. Approximately 34 hectares (84 acres) of native and non-native
grassland, pasture and forbland habitat will be removed for this alignment. All habitat loss will be in a linear
band within and adjacent to the existing right-of-way.
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The American bittern (Botaurus lentiginosus) prefers wet meadows and emergent wetlands of cattail,
bulrushes and sedges for feeding and nesting.  Similar habitat is utilized by the least bittern (Ixobrychus exilis).
Wetland habitat occurs at many locations adjacent to this alignment. Moderate quality habitat for this species
occurs between MP 54.00 and MP 57.00.  However, no direct habitat loss will occur since the construction
of a freight siding in this section will take place on the opposite side of the tracks.

The snowy egret (Egretta thula) and the little blue heron (Egretta caerulea) typically nest with other heron
in stands of immature trees near shallow waters of marshes, lakes and ponds.  No nesting colonies of heron
were found in field surveys of this alignment. Thickets of trees and shrubs adjoining marshy habitat between
MP 54.00 and MP 57.00 could serve as potential habitat for this species.  However, this habitat is on the west
side of the tracks, opposite from the construction area.  Approximately 4.40 hectares (10.86 acres) of
wetland will be removed from this section for the construction of a freight siding.  While this wetland could
serve as foraging habitat, its loss and replacement through mitigation is not likely to adversely impact the
continued existence of this species.

The black-crowned night heron (Nycticorax nycticorax) is widely adapted to various emergent and forested
wetland habitats. Nesting occurs in bottomland forest as well as occasionally in herbaceous marsh habitat. 
Potential habitat exists between MP 54.00 and MP 57.00 but will not be directly affected by construction.  A
total of 2.6 hectares (6.4 acres) of floodplain forest habitat will be removed for this alignment.  All will be
within or immediately adjacent to the railroad right-of-way.

Forster’s tern (Sterna forsteri) usually prefers marsh habitat bordering large lakes.  It nests on high dry
areas within the wetlands.  This combination of habitat is not available immediately adjacent to the IC/UP
alignment.  Therefore, no impact is anticipated with this alignment.

The common barn owl (Tyto alba) is an occasional permanent resident in southern Illinois and has been
sighted during breeding season in northeastern counties.  It generally nests in silos, steeples, grain elevators,
as well as hollow trees.  While this species was not found during surveys, moderate nesting habitat,
consisting of mature woodlands adjacent to fallow fields, was identified at two locations: between MP 201.70
and MP 202.10 and between MP 227.30 and MP 227.50.  Provision of service roads in these areas will
require habitat loss.

The Eastern massasauga (Sistrurus catenatus) occurs in wet prairies, bogs and swamps.  This habitat type
is available in the project area but is widely distributed.  Overall, a total of 5.97 hectares (14.74 acres) of
wetland will be removed by this alignment.  However, this alignment is not likely to affect the Eastern
massasauga due to the limited distribution of known population.

The Eryngium stem borer (Papaipema eryngii) utilizes the prairie plant rattlesnake master as a host for
larval development. Prior to recent surveys the only known populations of this species were in Will and
Grundy Counties. Based on 1997 field surveys of proposed construction areas for the HSR alternative,
populations of rattlesnake master were identified and located at ten sites along the IC/UP alignment.  The
presence of the Eryngium stem borer was confirmed at four of these locations along the IC/UP alignment in
Will County between MP 54.00 and MP 57.00 and at one location in Grundy County at MP 66.60. The
proposed freight siding on the east side of the alignment will impact one of the Will County sites supporting
populations of the Eryngium stem borer. A total of 0.46 hectares (1.13 acres) of prairie will be removed at
this location.  No impact will occur at the Grundy County site.
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State Threatened Plant Species.  The slender sandwort (Arenaria patula) is threatened in the state of Illinois
and occurs on limestone flats and dolomitic prairies along the Des Plaines River.  It is known to occur in the
Lemont area.  The area south of Romeoville Road at MP 29.00 includes a large expanse of dolomitic wet
prairie with scattered drier uplands. Although the proposed grade separation at this location will require the
removal of 0.55 hectares (1.37 acres) of wetland, a survey of this location did not find this species. 

The narrow-leaved sundew (Drosera intermedia) is listed as threatened in Illinois.  This plant prefers bog
habitats with acid soils.  It is known from four counties in the project area, but neither this species nor its
habitat were found within the project area.  Impacts to this species are not anticipated. 

The state threatened plant species Hill’s thistle  (Cirsium hillii) is found in dry open prairies and the savanna
blazing star (Liatris scariosa var. nieuwlandii) and ear-leaved foxglove  (Tomanthera auriculata) are found
in prairies and savannas.  The IDNR has noted the likelihood of the blazing star between MP 235.60 and
237.40.  The service roads proposed for this area will be outside the right-of-way and therefore not require
the loss of prairie.  The ear-leaved foxglove also has been reported in the Hitts Siding Prairie. This species
was not found in surveys along the area between MP 54.00 and MP 57.00. The freight siding proposed for
this section will require the removal of 0.46 hectares (1.13 acres) of grade B prairie from the right-of-way on
the opposite side of the Hitts Siding Prairie.  Therefore, this alternative will not adversely affect these species.

State Threatened Animal Species.  The red-veined leaf hopper (Aflexia rubranura) is listed as threatened in
Illinois.  This insect occurs in large prairie areas and has an affinity for populations of prairie dropseed
(Sporobolis heterolepis).  No specific studies were undertaken to locate A. rubranura. However, field surveys
of the IC/UP alignment identified nine locations where populations of prairie dropseed occur.  Two of these
will be affected by construction of this alignment.  Approximately 3.15 hectares (7.79 acres) of prairie or
wetland habitat containing prairie dropseed will be removed for this alignment.  The potential exists for impact
to this species through the removal of habitat. 

The Illinois chorus frog (P. streckeri illinoensis) is listed as threatened in Illinois. It prefers open sandy areas
of river lowlands and has been known to be found in the vicinity of the proposed grade separation at Pontoon
Road (MP 272.20) in Madison County.  John K. Tucker of the Illinois Natural History Survey conducted a
survey of this site between February 22, 1998 and March 25, 1998, on seven nights when this species was
active at other locations.  The Illinois chorus frog was not identified at the subject location.  Therefore, it is
unlikely that the IC/UP alignment will adversely affect this species.

The Ottoe skipper (Hesperia ottoe) is a butterfly listed as threatened in Illinois.  It is a prairie insect
dependent on undisturbed sand prairie habitat. No specific distributional studies of this insect were conducted.
The IC/UP alignment is not likely to affect this species because no sand or hill prairies are present in the
impact areas along this alignment.
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Kirtland’s snake (Clonophis kirtlandii) occurs in wet meadows, open swamp forests, reservoirs and
occasional wet vacant urban areas.  Potential habitat may exist within the project area.  However, no wetland
loss will occur within Sangamon County, its known distribution within the project area. 

The double-crested cormorant (Phalacrocorax auritus) occupies lakes, rivers and open water areas for
fishing.  It prefers large trees adjacent to open water for nesting.  This type of habitat will not be affected by
this alignment.

The veery (Catharus fuscescens) usually occurs in moist deciduous woods with relatively dense understories.
 It is estimated that at least 20 hectares (50 acres) of habitat is needed to maintain a viable population. Habitat
of this type and size is limited in the project area. Field surveys investigated deciduous woodlands along the
IC/UP alignment and found all to provide only low habitat potential. In all situations worst case impacts will be
limited to vegetation loss in a narrow strip along the existing right-of-way. No forest fragmentation will result
from the IC/UP alignment.  Potential impacts to the veery will be negligible.

The loggerhead shrike (Lanius ludovicianus) inhabits open agricultural and grassland areas with hedgerows
of osage orange, honey locust and red cedar.  Moderate habitat potential occurs at numerous locations along
the alignment, including at MP 201.70 and between MP 212.55 and MP 213.10.  The Illinois Breeding Bird
Atlas has confirmed records of the loggerhead shrike in the vicinity of MP 201.70. The Atlas has no records
of the loggerhead shrike near the area between MP 212.55 and MP 213.10. However, the Macoupin County
surveys are only 1 to 25 percent complete. The railroad embankment itself may serve as an important habitat
element in that it functions as a continuous hedgerow. Approximately 5.38 hectares (13.28 acres) of shrub
habitat and 3.36 hectares (8.30 acres) of hedgerow habitat will be removed for construction on the IC/UP
alignment.  Given the broad habitat available in the project area, it is unlikely that this alignment will adversely
affect the continued existence of this species.

The yellow-crowned night heron (Nyctanassa violacea) nests in bottomland forest with water and shallow
marsh near for feeding.  Although no heron colonies were found during field studies, potential habitat was
identified between MP 54.00 and MP 57.00 near Wilmington. A proposed freight siding in this section will be
constructed on the east side of the right-of-way.  The construction of this improvement will occur on the
opposite side of the potential habitat and, therefore, is not expected to adversely affect this species.

The pied-billed grebe  (Podilymbus podiceps) prefers hemi-marsh and ponds less than seven hectares (17
acres) with dense emergent vegetation.  The IC/UP alignment passes many wetland areas with small patches
of open water.  However, at most this habitat type will be affected peripherally, and no hemi-marsh will be
removed.  

The king rail (Rallus elegans) is found in a variety of habitats, including shallow marsh, shrub-carr,
swamps, ditches, mudflats and upland agricultural fields.  Potential habitat is available in many areas along the
IC/UP alignment.  Given the extent of habitat available and the relatively small amount of habitat loss expected,
the direct impacts to this species will be minimal.

Norfolk Southern Alignment.  Impacts associated with the Norfolk Southern alignment would be different
than the IC/UP alignment between Chicago and Dwight.  South of Dwight (MP 72.85), the potential impacts
associated with the two alignments are the same.
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Federally Endangered Plant Species. The Federally and state endangered leafy prairie clover (Petalostemum
foliosum) occurs in mesic dolomitic prairie and has been recorded in three counties in the project area.
Shallow dolomitic bedrock occurs in several locations in the northern section of the Norfolk Southern
alignment.  Dolomitic prairie areas at MP 49.75 and MP 52.80 are highly degraded and are not likely to
support this species.  Field surveys within the project area did not find this species. 

Federally Endangered Animal Species.  The Federally and state endangered Hine’s emerald dragonfly
(Somatochlora hineana) is not known to occur along the Norfolk Southern alignment.

No winter habitat for hibernation for the Indiana Bat (Myotis sodalis) lies within the area that will be
impacted by the Norfolk Southern alignment.  Two locations along this alignment have potential to serve as
summer roosting habitat for this species.  A freight siding is proposed between MP 113.00 and 118.00
between Kankakee and Dwight.  At MP 114.56 in Kankakee County the alignment crosses Horse Branch
Creek, a perennial stream with mature woodland and some dead trees.  The second location with potential
habitat lies within a zone of proposed double track at MP 209.00.  Here, forest habitat will be removed in an
area of open water surrounded by floodplain forest with mature trees. The Indiana bat has been recorded in
Macoupin County.

Federally Threatened Plant Species.  Also endangered in the state of Illinois, the prairie white fringed orchid
(Platanthera leucophaea) is a tuberous perennial orchid growing to one meter (three feet) high. It was
formerly a characteristic plant of wet to mesic prairies in Illinois but is now rare and local, known almost
exclusively from northeastern Illinois.  While the Norfolk Southern alignment will require the loss of 7.46
hectares (18.42 acres) of native prairie and 0.06 hectares (0.15 acres) of wet meadow habitat, the presence
of Platanthera leucophaea has not been recorded along the alignment. Three season plant surveys did not find
this species within the areas of proposed construction.  The likelihood of impact to this species is therefore
low.

State Endangered Plant Species.  State endangered plant species such as the large ground plum (Astragalus
crassicarpus), prairie trout-lily (Erythronium mesochoreum), pink milkwort (Polygala incarnata), royal
catchfly (Silene regia), Eastern blue-eyed grass (Sisyrinchium atlanticum), and prairie spiderwort
(Tradescantia bracteata) are found in dry to mesic prairie.  None of these species were documented in field
surveys of the project area. However, remnant prairies within the right-of-way of this alignment offer
potential habitat.  Of the 25.03 hectares (61.82 acres) of prairie mapped along the Norfolk Southern
alignment, approximately 7.46 hectares (18.42 acres) will be removed for the construction of grade
separations, freight sidings, double track and/or service roads.  The IDNR has noted the possible presence of
the royal catchfly in the section of the alignment near MP 267.80.  The service road proposed for this section
will be outside of the current right-of-way and therefore will not involve the loss of prairie habitat. The IDNR
also noted the presence of prairie trout-lily at MP 227.30.  The service road proposed in this area will be
constructed from MP 227.30 to MP 227.50 and will be outside of the current right-of-way and should not
impact prairie habitat.  Based on those determinations, these species will not be adversely affected by this
alignment.

The state endangered quillwort (Isoetes butleri) is known to prefer seasonally wet dolomitic prairie. Neither
this type of habitat nor this species was found along the Norfolk Southern alignment.

Broomrape  (Orobanche ludoviciana) is endangered in the state of Illinois.  It prefers dry sand prairies and
alluvial floodplains where it is parasitic on the roots of various species of Asteraceae, as well as giant
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ragweed.  This species is known historically from Logan County.  The Norfolk Southern alignment will
require the removal of 0.03 hectares (0.07 acres) of grade C+ prairie remnant in this county at MP 158.50 to
MP 168.40 for provision of a freight siding.  Plant surveys in the project area did not document this species.
Therefore, no impact is anticipated.

The little green sedge  (Carex viridula) prefers marl flats and disturbed calcareous sites and has been found
in Cook County in the project corridor.  During the plant surveys, the study team identified C. viridula along
the right-of-way of the IC mainline at approximately MP 45.55. The population of C. viridula was found in a
sedge meadow approximately 15 meters (50 feet) east of the existing IC mainline tracks.  All improvements in
this area will be on the opposite side of the tracks from the location where this species was found.  No
changes will take place that will adversely affect this population.  Other wetlands occur along the alignment
between MP 41.00 and MP 55.00 that could provide potential habitat, but plant surveys did not document this
species.

Wild hyacinth (Camassia angusta) is endangered in Illinois and has been known to occur in Macon County
where it prefers prairies and moist woods. It could occur in degraded prairie habitats in central Illinois. 
Approximately 0.35 hectares (0.87 acres) of prairie habitat will be removed for construction of the Norfolk
Southern alignment through McLean, Logan and Sangamon Counties.  C. angusta was not located in plant
surveys of the project area. Therefore, no impact is anticipated.

The state endangered grass pink orchid (Calopogon tuberosus) has a broad range of habitats, occurring in
northeastern Illinois most often in bogs and acid soils.  It also has been documented in fens and mesic and
wet-mesic sand prairies.  While the potential exists for this species to occur in the project area, it was not
found in summer surveys of the Norfolk Southern alignment.

State Endangered Animal Species.  Potential habitat for the red-shouldered hawk  (Buteo lineatus) includes
riparian forest with large trees for nesting.  This type of habitat occurs along the Norfolk Southern alignment
at MP 114.56 in Kankakee County and at MP 209.00 in Macoupin County.  No forested habitat will be
removed in these areas, and no red-shouldered hawks were noted utilizing the right-of-way during field
surveys.  Therefore, no impact to this species is anticipated.

The state endangered sharp-shinned hawk  (Accipiter striatus) occurs in deciduous and coniferous forests
and open woodlands, selecting mature forest near stream habitats for nesting.  A detailed survey along the
alignment showed limited habitat potential for this species adjacent to the railroad tracks.  Therefore, this
species will not be adversely affected by this alignment.

Henslow’s sparrow (Ammodrammus henslowii), the short-eared owl (Asio flammeus) and the northern
harrier (Circus cyaneus) are listed as endangered in Illinois.  These species occur in grass lands and wet
meadows, nesting in areas generally greater than 50 hectares (125 acres) in size.  The Norfolk Southern
alignment will remove 13.35 hectares (32.98 acres) of native and non-native grassland.  All habitat loss will be
in linear strips along existing railroad rights-of-way.  Large grassland areas suitable for nesting will not be
affected.  Therefore, this alignment will not measurably impact these species.

The long-eared owl (Asio otus) is generally a migrant in Illinois, roosting in stands of conifers often adjacent
to open grasslands for hunting.  Field surveys of mixed forest habitats near this alignment indicated that
habitat availability within the project area is limited.  Therefore, this species will not be impacted by the
Norfolk Southern alignment.
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The upland sandpiper (Bartramia longicauda) occurs in grassland, pastures and hay fields often associated
with developed and agricultural lands.  This type of habitat is available along the Norfolk Southern alignment
as well as in many rural areas throughout the corridor. Approximately 46 hectares (113 acres) of native and
non-native grassland, pasture and forbland habitat will be removed for this alignment.  All habitat loss will be
in a linear band within and adjacent to the existing right-of-way.

The American bittern (Botaurus lentiginosus) prefers wet meadows and emergent wetlands of cattail,
bulrushes and sedges for feeding and nesting.  Similar habitat is utilized by the least bittern (Ixobrychus
exilis). Wetland habitat occurs at many locations adjacent to this alignment.  A total of 4.98 hectares (12.31
acres) of emergent wetland will be lost for this alignment.  All will be within and adjacent to existing railroad
right-of-way.

The snowy egret (Egretta thula) and the little blue heron (Egretta caerulea) typically nest with other heron
in stands of immature trees near shallow waters of marshes, lakes and ponds.  No nesting colonies of heron
were found in field surveys of this alignment.  While feeding and foraging habitat is available, any loss to this
habitat will be replaced.

The black-crowned night heron (Nycticorax nycticorax) is widely adapted to various emergent and forested
wetland habitats. Nesting occurs in bottomland forest as well as occasionally in herbaceous marsh habitat. A
total of 3.1 hectares (7.6 acres) of floodplain forest habitat will be removed for this alignment.  All will be
within or immediately adjacent to the railroad right-of-way.

Forster's tern (Sterna forsteri) usually prefers marsh habitat bordering large lakes.  It nests on high dry areas
within the wetlands.  This combination of habitat is not available immediately adjacent to the Norfolk Southern
alignment.  Therefore, no impact is anticipated with this alignment.

The common barn owl (Tyto alba) is an occasional permanent resident in southern Illinois and has been
sighted during breeding season in northeastern counties.  It generally nests in silos, steeples, grain elevators,
as well as hollow trees.  While this species was not found during surveys, moderate nesting habitat,
consisting of mature woodlands adjacent to fallow fields, was identified at two locations: between MP 201.70
and MP 202.10 and between MP 227.30 and MP 227.50.  Provision of service roads in these areas will
require habitat loss.

The Eastern massasauga (Sistrurus catenatus) occurs in wet prairies, bogs and swamps.  This habitat type
is available in project area but is widely distributed.  Overall, a total of 5.49 hectares (13.57 acres) of wetland
will be removed by this alignment.  However, this alignment is not likely to affect the Eastern massasauga due
to the limited distribution of known populations.

The Eryngium stem borer (Papaipema eryngii) utilizes the prairie plant rattlesnake master as a host for
larval development.  The presence of the Eryngium stem borer was confirmed at one location along the
Norfolk Southern alignment between MP 42.75 and MP 43.30.  The proposed service road on the west side
of the alignment at this location will be constructed outside of the existing right-of-way and will therefore not
result in the loss of habitat for this species.
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State Threatened Plant Species.  The slender sandwort (Arenaria patula) is threatened in the state of Illinois
and occurs on limestone flats and dolomitic prairies along the Des Plaines River.  It is known to occur in the
Lemont area, outside of the Norfolk Southern alignment project area.  Dolomitic outcrops exist at various
locations along the Norfolk Southern alignment between MP 41.00 and MP 55.00.  Most of these areas are
disturbed.  A dolomitic prairie was identified at MP 52.80; however, no prairie loss will occur at this location.

The narrow-leaved sundew (Drosera intermedia) is listed as threatened in Illinois.  This plant prefers bog
habitats with acid soils. It is known from four counties in the project area, but neither this species nor its
habitat were found within the project area.  Impacts to this species are not anticipated.

The state threatened plant species Hill’s thistle  (Cirsium hillii) is found in dry open prairies and the savanna
blazing star (Liatris scariosa var. nieuwlandii) and ear-leaved foxglove  (Tomanthera auriculata) are found
in prairies and savannas.  The IDNR has noted the likelihood of the blazing star between MP 235.60 and MP
237.40.  The service roads proposed for this area will be outside the right-of-way and therefore not require
the loss of prairie.

State Threatened Animal Species.  The red-veined leaf hopper (Aflexia rubranura) is listed as threatened in
Illinois.  This insect occurs in large prairie areas and has an affinity for populations of prairie dropseed
(Sporobolis heterolepis).  No specific studies were undertaken to locate A. rubranura.  However, field
surveys of the Norfolk Southern alignment identified 12 locations where populations of prairie dropseed
occur.  Six of these will be affected by construction of this alignment.  Approximately 2.91 hectares (7.20
acres) of prairie or wetland habitat containing prairie dropseed will be removed for this alignment.  The
potential exists for impact to this species through the removal of habitat. 

The Illinois chorus frog (P. streckeri illinoensis) is listed as threatened in Illinois. It prefers open sandy areas
of river lowlands and has been known to be found in the vicinity of the proposed grade separation at Pontoon
Road (MP 272.20) in Madison County.  John K. Tucker of the Illinois Natural History Survey conducted a
survey of this site between February 22, 1998 and March 25, 1998, on seven nights when this species was
active at other locations.  The Illinois chorus frog was not identified at the subject location.  Therefore, it is
unlikely that the Norfolk Southern alignment will adversely affect this species.

The Ottoe skipper (Hesperia ottoe) is a butterfly listed as threatened in Illinois.  It is a prairie insect
dependent on undisturbed sand prairie habitat. No specific distributional studies of this insect were conducted.
The Norfolk Southern alignment is not likely to affect this species because no sand or hill prairies are present
in impact areas along this alignment.

Kirtland’s snake (Clonophis kirtlandii) occurs in wet meadows, open swamp forests, reservoirs and
occasional wet vacant urban areas.  Potential habitat may exist within the project area.  However, no wetland
loss will occur within Sangamon County, its known distribution within the project area.
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The double-crested cormorant (Phalacrocorax auritus) occupies lakes, rivers and open water areas for
fishing.  It prefers large trees adjacent to open water for nesting.  This type of habitat will not be affected by
this alignment.

The veery (Catharus fuscescens) usually occurs in moist deciduous woods with relatively dense understories.
 It is estimated that at least 20 hectares (50 acres) of habitat is needed to maintain a viable population. Habitat
of this type and size is limited in the project area.  Field surveys found moderate habitat for the veery at MP
31.40 where a mixture of upland forest and shrub cover lie on the east side of the IC mainline. Other areas
along the alignment were investigated and evaluated but were determined to be of low habitat potential. In all
situations worst case impacts will be limited to vegetation loss in a narrow strip along the existing right-of-
way.  No forest fragmentation will result from the Norfolk Southern alignment.  Potential impacts to the veery
will be negligible.

The loggerhead shrike (Lanius ludovicianus) inhabits open agricultural and grassland areas with hedgerows
of osage orange, honey locust and red cedar.  Moderate habitat potential occurs at numerous locations along
the alignment, including at MP 201.70 and between MP 212.55 and MP 213.10. The Illinois Breeding Bird
Atlas has confirmed records of the loggerhead shrike in the vicinity of MP 201.70. The Atlas has no records
of the loggerhead shrike near the area between MP 212.55 and MP 213.10. However, the Macoupin County
surveys are only 1 to 25 percent complete.  The railroad embankment itself may serve as an important habitat
element in that it functions as a continuous hedgerow. Approximately 5.42 hectares (13.38 acres) of shrub
habitat and 3.89 hectares (9.60 acres) of hedgerow habitat will be removed for construction on the Norfolk
Southern alignment.  Given the broad habitat available in the project area, it is unlikely that this alignment will
adversely affect the continued existence of this species.

The yellow-crowned night heron (Nyctanassa violacea) nests in bottomland forest with water and shallow
marsh near for feeding. No heron nests or rookeries were found during field studies.  Field surveys rated all
areas of the Norfolk Southern alignment as low to none with respect to potential habitat for this species.

The pied-billed grebe  (Podilymbus podiceps) prefers hemi-marsh and ponds less than 7 hectares (17 acres)
with dense emergent vegetation.  The Norfolk Southern alignment passes many wetland areas with small
patches of open water.  However, at most this habitat type will be affected peripherally, and no hemi-marsh
will be removed.  

The king rail (Rallus elegans) is found in a variety of habitats, including shallow marsh, shrub-carr,
swamps, ditches, mudflats and upland agricultural fields.  Potential habitat is available in many areas along the
Norfolk Southern alignment.  Given the extent of habitat available and the relatively small amount of habitat
loss expected, the direct impacts to this species will be minimal.

Rock Island District Alignment.  Impacts associated with the Rock Island District alignment would be less
severe than with the IC/UP alignment between Chicago and Joliet and identical to the IC/UP alignment
between Joliet and St. Louis.

Federally Endangered Plant Species. No impacts are expected to occur to the Federally and state endangered
leafy prairie clover (Petalostemum foliosum).  All potential habitat for this species occurs north of Joliet in
the mesic dolomitic prairies of the Des Plaines River valley; no construction projects are proposed for the
Rock Island District alignment north of Joliet.
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Federally Endangered Animal Species. The Federally and state endangered Hine’s emerald dragonfly
(Somatochlora hineana) also has been located in the northern section of the IC/UP alignment in the Des
Plaines River valley near Lemont.  The Rock Island District alignment does not pass through this area.
Consequently, this alternative will not affect the Hine’s emerald dragonfly.

No winter habitat for the Indiana bat (Myotis sodalis) lies within the area affected by the Rock Island
District alignment. However, double track will be constructed in the area of MP 209.00 in Macoupin County.
 Here, forest habitat will be removed in an area of open water surrounded by floodplain forest with mature
trees. The Indiana bat has been recorded in Macoupin County; this habitat could serve as summer roosting
area for this species.

Federally Threatened Plant Species.  Also endangered in the state of Illinois, the prairie white fringed orchid
(Platanthera leucophaea) is a tuberous perennial orchid growing to one meter (three feet) high. It was
formerly a characteristic plant of wet to mesic prairies in Illinois but is now rare and local, known almost
exclusively from northeastern Illinois.  The loss of prairie and wet meadow habitat with the Rock Island
District alignment will be the same as with the IC/UP – 1.59 hectares (3.93 acres) and 0.53 hectares (1.30
acres), respectively.  However, the presence of Platanthera leucophaea has not been recorded along the
alignment, and three season plant surveys did not find this species within the areas of proposed construction.
The likelihood of impact to this species is therefore low.

State Endangered Plant Species. State endangered plant species such as the large ground plum (Astragalus
crassicarpus), prairie trout-lily (Erythronium mesochoreum), pink milkwort (Polygala incarnata), royal
catchfly (Silene regia), Eastern blue-eyed grass (Sisyrinchium atlanticum), and prairie spiderwort
(Tradescantia bracteata) are found in dry to mesic prairie.  Nose of these species were documented in field
surveys of the project area. However, remnant prairies within the right-of-way of this alignment offer
potential habitat.  Of the 3.33 hectares (8.22 acres) of prairie mapped within the Rock Island District
alignment, approximately 1.59 hectares (3.93 acres) will be removed for the construction of grade
separations, freight sidings, double track and/or service roads. The IDNR has noted the possible presence of
the royal catchfly in the section of the alignment near MP 267.80.  The service road proposed for this section
will be outside of the current right-of-way and therefore will not involve the loss of prairie habitat. The IDNR
also noted the presence of prairie trout-lily at MP 227.30.  The service road proposed in this area will be
constructed from MP 227.30 to MP 227.50 and will be outside of the current right-of-way and should not
impact prairie habitat.  Based on those determinations, these species will not be adversely affected by this
alignment

The state endangered quillwort (Isoetes butleri) is known to prefer seasonally wet dolomitic prairie. This type
of habitat is located north of Joliet in the Des Plaines River valley.  The Rock Island District alignment will not
affect this area or potential habitat for I. butleri.

Broomrape  (Orobanche ludoviciana) is endangered in the state of Illinois.  It prefers dry sand prairies and
alluvial floodplains where it is parasitic on the roots of various species of Asteraceae, as well as giant
ragweed.  This species is known historically from Logan County.  The Rock Island District alignment will
require the removal of 0.03 hectares (0.07 acres) of grade C+ prairie remnant in this county at MP 158.50 to
MP 168.40 for provision of a freight siding.  Plant surveys in the project area did not document this species. 
Therefore, no impact is anticipated.
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The little green sedge  (Carex viridula) prefers marl flats and disturbed calcareous sites and has been found
in Cook County in the project corridor.  The potential for impacts to the little green sedge from the Rock
Island District alignment are less than from the IC/UP alignment.  The Rock Island District alignment will
bypass impacts to calcareous wetlands along the IC Joliet line and will have no impact north of the city of
Joliet where the majority of potential habitat exists.

Wild hyacinth (Camassia angusta) is endangered in Illinois and has been known to occur in Macon County
(outside of the project area) where it prefers prairies and moist woods.  It could occur in degraded prairie
habitats in central Illinois.  Approximately 0.35 hectares (0.87 acres) of prairie habitat will be removed for
construction of the Rock Island District alignment through McLean, Logan and Sangamon Counties.  C.
angusta was not located in plant surveys of the project area.  Therefore, no impact is anticipated.

The state endangered grass pink orchid (Calopogon tuberosus) has a broad range of habitats, occurring in
northeastern Illinois most often in bogs and acid soils. It also has been documented in fens and mesic and
wet-mesic sand prairies.  It has been reported in the Hitts Siding Prairie now owned by the IDNR.
Approximately 0.46 hectares (1.13 acres) of grade B prairie will be lost from the right-of-way on the opposite
side the Hitts Siding Prairie under the Rock Island District alignment.  This species was not found in the area
of proposed construction.

State Endangered Animal Species.  Potential habitat for the red-shouldered hawk  (Buteo lineatus) includes
riparian forest with large trees for nesting.  This type of habitat occurs along the Rock Island District
alignment at MP 209.00 in Macoupin County. No forested habitat will be removed in this area, and no red-
shouldered hawks were noted utilizing the right-of-way during field surveys.  Therefore, no impact to this
species is anticipated.

The state endangered sharp-shinned hawk  (Accipiter striatus) occurs in deciduous and coniferous forests
and open woodlands, selecting mature forest near stream habitats for nesting. A detailed survey along the
Rock Island District alignment showed limited habitat potential for this species adjacent to the railroad tracks.
 Therefore, this species will not be adversely affected by this alignment.

Henslow's sparrow (Ammodrammus henslowii), the short-eared owl (Asio flammeus) and the northern
harrier (Circus cyaneus) are listed as endangered in Illinois.  These species occur in grass lands and wet
meadows, nesting in areas generally greater than 50 hectares (125 acres) in size.  The Rock Island District
alignment will remove 5.28 hectares (13.05 acres) of native and non-native grassland.  All habitat loss will be
in linear strips along existing railroad rights-of-way. Large grassland areas suitable for nesting will not be
affected.  Therefore, this alignment will not measurably affect these species.

The long-eared owl (Asio otus) is generally a migrant in Illinois, roosting in stands of conifers often adjacent
to open grasslands for hunting.  Field surveys of mixed forest habitats near this alignment indicated that
habitat availability within the project area is limited.  Therefore, this species will not be impacted by the Rock
Island District alignment.

The upland sandpiper (Bartramia longicauda) occurs in grassland, pastures and hay fields often associated
with developed and agricultural lands.  This type of habitat is available along the Rock Island District
alignment as well as in many rural areas throughout the corridor.  Approximately 33 hectares (81 acres) of
native and non-native grassland, pasture and forbland habitat will be removed for this alignment. All habitat
loss will be in a linear band within and adjacent to the existing right-of-way.
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The American bittern (Botaurus lentiginosus) prefers wet meadows and emergent wetlands of cattail,
bulrushes and sedges for feeding and nesting.  Similar habitat is utilized by the least bittern (Ixobrychus
exilis).  Wetland habitat occurs at many locations adjacent to this alignment.  Moderate quality habitat for
these species occurs between MP 54.00 and MP 57.00.  However, no direct habitat loss will occur since the
construction of a freight siding in this section will take place on the opposite side of the tracks.

The snowy egret (Egretta thula) and the little blue heron (Egretta caerulea) typically nest with other heron
in stands of immature trees near shallow waters of marshes, lakes and ponds.  No nesting colonies of heron
were found in field surveys of this alignment.  Thickets of trees and shrubs adjoining marshy habitat between
MP 54.00 and MP 57.00 could serve as potential habitat for this species.  However, this habitat is on the west
side of the tracks, opposite from the construction area.  Approximately 4.40 hectares (10.86 acres) of
wetland will be removed from this section for the construction of a freight siding. While this wetland could
serve as foraging habitat, its loss and replacement through mitigation is not likely to adversely affect the
continued existence of this species.

The black-crowned night heron (Nycticorax nycticorax) is widely adapted to various emergent and forested
wetland habitats. Nesting occurs in bottomland forest as well as occasionally in herbaceous marsh habitat.
Potential habitat exists between MP 54.00 and MP 57.00 but will not be directly affected by construction.  A
total of 2.6 hectares (6.4 acres) of floodplain forest habitat will be removed for this alignment.  All will be
within or immediately adjacent to the railroad right-of-way.

Forster’s tern (Sterna forsteri) usually prefers marsh habitat bordering large lakes.  It nests on high dry
areas within the wetlands.  This combination of habitat is not available immediately adjacent to the Rock
Island District alignment.  Therefore, no impact is anticipated with this alignment.

The common barn owl (Tyto alba) is an occasional permanent resident in southern Illinois and has been
sighted during breeding season in northeastern counties.  It generally nests in silos, steeples, grain elevators,
as well as hollow trees.  While this species was not found during surveys, moderate nesting habitat,
consisting of mature woodlands adjacent to fallow fields, was identified at two locations: between MP 201.70
and MP 202.10 and between MP 227.30 and MP 227.50.  Provision of service roads in these areas will
require habitat loss.

The Eastern massasauga (Sistrurus catenatus) occurs in wet prairies, bogs and swamps.  This habitat type
is available in project area but is widely distributed.  Overall, a total of 5.01 hectares (12.38 acres) of wetland
will be lost with the alignment.  However, this alignment is not likely to affect the Eastern massasauga due to
the limited distribution of known populations.

The Eryngium stem borer (Papaipema eryngii) utilizes the prairie plant rattlesnake master as a host for
larval development. Prior to recent surveys the only known populations of this species were in Will and
Grundy Counties. Based on 1997 field surveys of proposed construction areas for the HSR alternative,
populations of rattlesnake master were identified and located at ten sites along the Rock Island District
alignment.  The presence of the Eryngium stem borer was confirmed at four of these locations along the
Rock Island District alignment in Will County between MP 54.00 and MP 57.00 and at one location in Grundy
County at MP 66.60.  The proposed freight siding on the east side of the alignment will impact one of the Will
County sites supporting populations of the Eryngium stem borer. A total of 0.46 hectares (1.13 acres) of
prairie will be removed at this location.  No impact will occur at the Grundy County site.
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State Threatened Plant Species. The slender sandwort (Arenaria patula) is threatened in the state of Illinois
and occurs on limestone flats and dolomitic prairies along the Des Plaines River.  No known habitat of this
species is known along the Rock Island District alignment.

The narrow-leaved sundew (Drosera intermedia) is listed as threatened in Illinois.  This plant prefers bog
habitats with acid soils.  It is known from four counties in the project area, but neither this species nor its
habitat were found within the project area.  Impacts to this species are not anticipated.

The state threatened plant species Hill’s thistle  (Cirsium hillii) is found in dry open prairies and the savanna
blazing star (Liatris scariosa var. nieuwlandii) and ear-leaved foxglove (Tomanthera auriculata) are found
in prairies and savannas.  The IDNR has noted the likelihood of the blazing star between MP 235.60 and MP
237.40.  The service roads proposed for this area will be outside the right-of-way and therefore not require
the loss of prairie.  The ear-leaved foxglove also has been reported in the Hitts Siding Prairie. This species
was not found in surveys along the area between MP 54.00 and MP 57.00.  The freight siding proposed for
this section will require the removal of 0.46 hectares (1.13 acres) of grade B prairie from the right-of-way on
the opposite side of the Hitts Siding Prairie.  Therefore, this alternative will not adversely affect these species.

State Threatened Animal Species. The red-veined leaf hopper (Aflexia rubranura) is listed as threatened in
Illinois.  This insect occurs in large prairie areas and has an affinity for populations of prairie dropseed
(Sporobolis heterolepis).  No specific studies were undertaken to locate the A. rubranura.  However, field
surveys of the Rock Island District alignment identified nine locations where populations of prairie dropseed
occur.  Two of these will be affected by construction of this alignment. Approximately 3.15 hectares (7.79
acres) of prairie or wetland habitat containing prairie dropseed will be removed for this alignment.  The
potential exists for impact to this species through the removal of habitat.

The Illinois chorus frog (P. streckeri illinoensis) is listed as threatened in Illinois. It prefers open sandy areas
of river lowlands and has been known to be found in the vicinity of the proposed grade separation at Pontoon
Road (MP 272.20) in Madison County.  John K. Tucker of the Illinois Natural History Survey conducted a
survey of this site between February 22, 1998 and March 25, 1998, on seven nights when this species was
active at other locations.  The Illinois chorus frog was not identified at the subject location.  Therefore, it is
unlikely that the Rock Island District alignment will adversely affect this species.

The Ottoe skipper (Hesperia ottoe) is a butterfly listed as threatened in Illinois.  It is a prairie insect
dependent on undisturbed sand prairie habitat. No specific distributional studies of this insect were conducted.
 The Rock Island District alignment is not likely to affect this species because no sand or hill prairies are
present in the impact areas along this alignment.

Kirtland’s snake (Clonophis kirtlandii) occurs in wet meadows, open swamp forests, reservoirs and
occasional wet vacant urban areas.  Potential habitat may exist within the project area.  However, no wetland
loss will occur within Sangamon County, its known distribution within the project area. 

The double-crested cormorant (Phalacrocorax auritus) occupies lakes, rivers and open water areas for
fishing.  It prefers large trees adjacent to open water for nesting.  This type of habitat will not be affected by
this alignment.
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The veery (Catharus fuscescens) usually occurs in moist deciduous woods with relatively dense understories.
 It is estimated that at least 20 hectares (50 acres) of habitat is needed to maintain a viable population. Habitat
of this type and size is limited in the project area. Field surveys investigated deciduous woodlands along the
Rock Island District alignment and found all to provide only low habitat potential. In all situations worst case
impacts will be limited to vegetation loss in a narrow strip along the existing right-of-way. No forest
fragmentation will result from the Rock Island District alignment.  Potential impacts to the veery will be
negligible.

The loggerhead shrike (Lanius ludovicianus) inhabits open agricultural and grassland areas with hedgerows
of osage orange, honey locust and red cedar.  Moderate habitat potential occurs at numerous locations along
the alignment, including at MP 201.70 and between MP 212.55 and MP 213.10.  The Illinois Breeding Bird
Atlas has confirmed records of the loggerhead shrike in the vicinity of MP 201.70. The Atlas has no records
of the loggerhead shrike near the area between MP 212.55 and MP 213.10. However, the Macoupin County
surveys are only 1 to 25 percent complete. The railroad embankment itself may serve as an important habitat
element in that it functions as a continuous hedgerow. Approximately 5.13 hectares (12.68 acres) of shrub
habitat and 2.64 hectares (6.52 acres) of hedgerow habitat will be removed for construction on the Rock
Island District alignment.  Given the broad habitat available in the project area, it is unlikely that this alignment
will adversely affect the continued existence of this species.

The yellow-crowned night heron (Nyctanassa violacea) nests in bottomland forest with water and shallow
marsh near for feeding.  Although no heron colonies were found during field studies, potential habitat was
identified between MP 54.00 and MP 57.00 near Wilmington. A proposed freight siding in this section will be
constructed on the east side of the right-of-way.  The construction of this improvement will occur on the
opposite side of the potential habitat and, therefore, is not expected to adversely affect this species.

The pied-billed grebe  (Podilymbus podiceps) prefers hemi-marsh and ponds less than 7 hectares (17 acres)
in size with dense emergent vegetation.  The Rock Island District alignment passes many wetland areas with
small patches of open water.  However, at most this habitat type will be affected peripherally, and no hemi-
marsh will be removed.  

The king rail (Rallus elegans) is found in a variety of habitats, including shallow marsh, shrub-carr,
swamps, ditches, mudflats and upland agricultural fields.  Potential habitat is available in many areas along the
Rock Island District alignment.  Given the extent of habitat available and the relatively small amount of habitat
loss expected, the direct impacts to this species will be minimal.

Comparison of Alternative Alignments.  The IC/UP alignment may have the potential to adversely affect
the Federally and state endangered Hine’s emerald dragonfly due to the increased frequency of trains and
the likely increase in collisions with adult dragonflies crossing the tracks near Lemont, in Will County. The
Rock Island District and Norfolk Southern alignments do not pass through this area.

All alignments will require the removal of some wetland and native prairie habitats that lie within or adjacent to
the railroad right-of-way.  In many cases these areas represent the last remaining remnants of high quality
vegetative communities. Although degraded in some sections, these areas may contain species within their
seed banks that are not currently evident but could be revealed through future management efforts.  Technical
reports for wetlands and native plant communities have been prepared for this project and are presented under
separate covers.  These reports provide detailed impact analyses and address proposed measures for
mitigating adverse effects.
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Both the IC/UP and the Rock Island District alignments could adversely affect the Eryngium stem borer at
one location in Will County.  Here, 0.46 hectares (1.13 acres) of prairie will be removed in an area of
confirmed presence of the species.

Potential impacts could occur for the Indiana bat and the red-veined leaf hopper with all of the alternative
alignments.  Possible habitat will be removed for the Indiana bat at two sites along the IC/UP and the Norfolk
Southern alignments and at one location along the Rock Island District alignment. Additional studies may be
required for these species to determine their actual presence in the area of impact. Possible habitat exists for
the red-veined leaf hopper at five sites along the IC/UP and Rock Island District alignments and at 13
locations along the Norfolk Southern.  Although the presence of this species has not been confirmed at these
locations, additional studies may be required to confirm their status.

Additional coordination will be conducted with the U.S. Fish and Wildlife Service and the Illinois Department
of Natural Resources to ensure that the proposed project will minimize or avoid impacts to protected plant and
animal species during project construction, operation and maintenance.  This effort will include an agency
consultation process and will be coordinated with and incorporate mitigation measures developed for both
wetland and native vegetation impacts.

5.9.4.5 Mitigation Summary

Additional coordination will be conducted with the U.S. Fish and Wildlife Service and the Illinois Department
of Natural Resources to assure that the proposed project will minimize or avoid impacts to protected plant and
animal species during project construction, operation and maintenance. This effort will include an agency
consultation process and will be coordinated with and incorporate mitigation measures developed for both
wetland and native vegetation impacts.

5.9.4.6 Unavoidable Adverse Impacts

Even with implementation of the recommended mitigation measures, loss of potential habitat for threatened or
endangered species could be an unavoidable adverse impact due to the linear nature of the project.  The extent
of such impact will be reduced through implementation of the indicated mitigation measures.



Chicago - St. Louis High-Speed Rail Project Environmental Consequences
Draft Environmental Impact Statement 5-89

5.9.4.7 Cumulative Impacts

No substantive cumulative impacts are anticipated with implementation of the proposed and recommended
mitigation measures.  Impacts to sensitive species and their habitats will continue to be addressed on a case-
by-case basis by the IDNR based on surveys performed prior to earth-surface disturbance activities
associated with projects as they occur.  The IDNR will continue to identify appropriate mitigation to prevent
impacts that will result in jeopardy to a species on a project-specific basis.

5.9.4.8 Irreversible and Irretrievable Commitment of Resources

Loss of threatened and endangered species and their potential habitats will represent an irreversible and
irretrievable commitment of resources.  The magnitude of such loss is not known but will be determined upon
site-specific surveys for each proposed facility.  Nevertheless, the indicated mitigation measures will ensure
that such loss is avoided or minimized, as will site-specific recommendations from the FWS and IDNR
following review of surveys for species of concern.

5.9.5 Natural Areas

5.9.5.1 Direct and Indirect Impacts

To assess the potential for impacts to natural areas, the location of each Illinois Natural Area Inventory site
within 1.6 kilometers (one mile) of the project area was plotted on aerial photographs.  The proximity of these
sites to areas of project construction were determined and the potential for impact was assessed.

No-Build Alternative: The No-Build Alternative will not impact any INAI sites in the project area.

High-Speed Rail Alternative:

IC/UP Alignment.  Twenty-four natural areas lie in the general vicinity of the IC/UP alignment (See Table
5.9-4).  None of them will be directly affected by the proposed project.  In seven areas (Carpenter Park,
Denby Prairie, Elkhart Hill, Hitts Siding Prairie, Lemont East Geological Area, Lockport Prairie East, and Salt
Creek) construction will be within the proximity of natural areas. In each area work will take place within the
existing railroad right-of-way and outside of the boundaries of the natural areas. Necessary precautions will be
taken to avoid indirect impacts to all natural areas. South of Salt Creek the alignment passes through Madigan
State Park. While this park is not a designated Illinois Natural Area, it does provide valuable plant and animal
habitat with a floodplain forest abutting the railroad right-of-way. A freight siding is proposed in this section
between MP 158.50 and 168.40. All construction will take place within the existing right-of-way.

Norfolk Southern Alignment.  Nine natural areas are located near the Norfolk Southern Alignment. Four lie
in close proximity to the railroad right-of-way.  These locations are: Carpenter Park, Denby Prairie, Elkhart
Hill, and Salt Creek.  None will be directly or indirectly affected by the proposed project.
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Table 5.9-4
IMPACTS TO NATURAL AREAS

Alignment
Natural Area IC/UP NS RID Project

Activity
Impact

Alton Geological Area x x x None None

Braceville Railroad Prairie x x None None

Braidwood Dunes and
Savanna

x x None None

Carlinville Railroad Prairie x x x None None

Carpenter Park x x x Grade
Separation

None – underground pedestrian
underpass will be constructed
within existing right-of-way

Denby Prairie x x x Frontage road None – construction begins
immediately to the south

Elkhart Hill x x x Frontage road None – natural area lies to the east
of the project area

Funks Grove x x x None None

Godley Railroad Prairie x x None None

Hitts Siding Prairie x x Freight siding None - new track will be on the
opposite side of the right-of-way
from natural area

Illinois & Michigan Canal x None None

Joliet Army Ammunition
Plant

x x None None

Kankakee River x x None None

Lemont Bluff Geological x None None
Lemont East Geological
Area

x Frontage road None – geological area lies to the
north of the project area

Lockport Prairie East x Grade
separation

None – nature preserve lies to the
west of the project impact area

Long Run Seep x None None

Mackinaw River x x x None None
Mazonia Railroad Prairie x x None None

Ocoya Geological Area x x x None None

Paw Paw Woods x x None None

Salt Creek x x x Double Track None – Salt Creek lies to the north
of the project impact area

Stubblefield Woodlots x x None None

Wilmington Geological x x None None
Source: Planning Resources Inc., August 1999.
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Rock Island District Alignment.  Nineteen natural areas are located in the vicinity of the Rock Island
District alignment.  Five areas lie in close proximity to the railroad right-of-way but will not be directly
affected.  These locations are: Carpenter Park, Denby Prairie, Elkhart Hill, Hitts Siding Prairie, and Salt Creek.
 Direct and indirect impacts will be avoided through standard construction precautions.

5.9.5.2 Mitigation Summary

Where the proposed alignments pass through or near designated Illinois Natural Areas, special precautions will
be taken to assure that indirect impacts will be avoided.  All clearing and construction activity will take place
from the railroad bed.  Erosion and sediment controls will be installed to protect adjoining properties. 
Protective fencing will be erected to assure that construction activities are kept within the right-of-way.  In
areas such as Carpenter Park where the natural area lies on both sides of the alignment, appropriate provisions
will be made to facilitate the safe movement of pedestrians during construction.

5.9.5.3 Unavoidable Adverse Impacts

None of the alternative alignments will have unavoidable adverse impacts.

5.9.5.4 Cumulative Impacts

This project will not result in cumulative impacts to Illinois Natural Areas.

5.9.5.5 Irreversible and Irretrievable Commitment of Resources

None of the alternatives will result in irreversible or irretrievable commitments of resources.

5.10 FLOODPLAINS

No-Build Alternative: No impacts to floodplains will occur with the No-Build alternative.

High-Speed Rail Alternative:

IC/UP Alignment.  Construction associated with the IC/UP alignment will occur in six areas where 100-year
floodplains have been identified.  Figures 5.10-1A through 5.10-1C identify the potentially impacted floodplain,
their general location, and the type of construction proposed.  One of these areas (MP 158.50 to MP 168.40)
consists of the provision of a freight siding in an area where the existing track bed is wide enough to
accommodate the improvement.  In this area, no work should be performed below the 100-year flood
elevation and as a result this improvement will not encroach upon the base floodplain.  In the other areas, the
grade separation at MP 29.00 and four service roads are proposed. Affects to flood heights and limits in these
areas should be minimal.  These minimal increases will not result in any significant adverse impacts on the
natural and beneficial floodplain values; they will not result in any significant change in flood risks or damage;
and they do not have significant potential for interruption or termination of emergency service or emergency
evacuation routes.
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Norfolk Southern Alignment.  Construction associated with the Norfolk Southern alignment will occur in
five areas where 100-year floodplains have been identified.  (See Figures 5.10-1A through 5.10-1C).  Two of
these areas consist of the provision of double track (MP 41.00 to MP 55.00) and a freight siding (MP 158.50
to MP 168.40) in areas where the existing track bed is wide enough to accommodate the improvement.  In
these areas, no work should be performed below the 100-year flood elevation and as a result this
improvement will not encroach upon the base floodplain.  In the other areas, three service roads are proposed.
Affects to flood heights and limits in these areas should be minimal.  These minimal increases will not result in
any significant adverse impacts on the natural and beneficial floodplain values; they will not result in any
significant change in flood risks or damage; and they do not have significant potential for interruption or
termination of emergency service or emergency evacuation routes.

Rock Island District Alignment.  Construction associated with the Rock Island District alignment will
occur in four areas where 100-year floodplains have been identified.  (See Figures 5.10-1A through 5.10-1C).
 One of these areas consists of the provision of a freight siding (MP 158.50 to MP 168.40) in an area where
the existing track bed is wide enough to accommodate the improvement.  In this area, no work should be
performed below the 100-year flood elevation and as a result this improvement will not encroach upon the
base floodplain. In the other areas, three service roads are proposed.  Affects to flood heights and limits in
these areas should be minimal.  These minimal increases will not result in any significant adverse impacts on
the natural and beneficial floodplain values; they will not result in any significant change in flood risks or
damage; and they do not have significant potential for interruption or termination of emergency service or
emergency evacuation routes.

5.11 HISTORICAL AND ARCHAEOLOGICAL RESOURCES

5.11.1 Historic Sites and Resources

No-Build Alternative: The No-Build alternative will not impact any historical above-ground resources in the
project area.

High-Speed Rail Alternative: The HSR alternative, regardless of alignment, will not displace any historic
above-ground resources.  However, visual impacts to historic resources could occur where grade crossing
warning devices are installed, grade separations are constructed, or fencing is added. The State Historic
Preservation Office (SHPO) has determined a no adverse effect finding can be accomplished through
continued coordination and compliance with the Secretary of the Interior’s Standards for the Treatment of
Historic Properties, Standards for Preservation, 1995.  (See Appendix C-1.)

5.11.2 Archaeological Sites and Resources

No-Build Alternative: The No-Build alternative will not impact any archaeological resources in the project
area.

High-Speed Rail Alternative: The HSR alternative will not impact any archaeological resources.  Two sites in
the project area are recommended for Phase II archaeological testing.  (See SHPO concurrence dated
December 18, 1998 in Appendix C-1.)  They are located at TR 234 (MP 231.00) and Maryville Road (MP
270.70).  At TR 234, the provision of conventional gates are recommended.  This improvement will occur
within the existing right-of-way, and impacts to archaeological resources are not expected.  At Maryville
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Road, the existing conventional gates will be retained.  Therefore, no impacts to archaeological resources are
expected at this location either.

5.12 FOREST PRESERVES AND PARKS

No-Build Alternative: The No-Build alternative will not impact forest preserves or parks since this alternative
will not require additional right-of-way or new construction.

High-Speed Rail Alternative: None of the HSR alignments will impact any forest preserves or parks in the
project area.  Construction activities associated with any of the HSR alignments will occur primarily within
existing right-of-way.  The areas where additional right-of-way will be required for new stations, railroad
construction, freight sidings, frontage/service roads, or grade separations are not within any forest preserves
or parks.

5.13 ENERGY CONSUMPTION

5.13.1 Energy Consumption During Construction

No-Build Alternative: The No-Build alternative will not require any construction.  Therefore, no changes in
energy consumption are expected.

High-Speed Rail Alternative: During construction of any of the HSR alignments, additional energy will be
expended beyond what will be used for the normal operation.  This additional energy will be consumed on a
short-term basis by construction of improvements required to implement the HSR service and by
construction-related delays to existing freight, Metra commuter, and Amtrak passenger service.  However, as
described below, once the HSR service begins, long-term energy savings will be realized.

5.13.2 Energy Consumption During Operation

The No-Build and HSR alternatives were evaluated in terms of their potential to realize savings in energy
consumed by all major modes of transportation in the Chicago - St. Louis corridor.  Under existing
conditions, travel by rail is more energy efficient than travel by air or private automobile. Since rail capacity
can be increased at a relatively small incremental cost, any substantial increase in rail ridership that will arise
from implementation of HSR service will result in conservation of travel-related energy.

Passenger rail service under the No-Build alternative will be a continuation of the three existing daily round
trips between Chicago and St. Louis.  The No-Build alternative was not subjected to detailed operational
simulation, and therefore, it was assumed that the amount of diesel fuel consumed per round trip will remain
the same as under existing conditions.  This was based on the assumption that under the No-Build alternative,
increased ridership resulting from the normal travel growth in the corridor will be accommodated by simply
adding more cars to the existing trains.  The additional energy required to haul added weight could be
compensated for by use of more efficient locomotives in the future.  New locomotives, such as the F70, are
designed to be at least 15 percent more energy efficient than current locomotives.

Detailed operational simulation, using three different HSR equipment options, was done for the three HSR
alignments under consideration.  The results of this simulation were used to estimate future energy
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consumption for each of the HSR alignments.  The estimated kiloliters (gallons) of diesel fuel that will be
consumed during one round trip between Chicago and St. Louis for each equipment option providing 110 to
125 mph (180 to 200 kph) service is shown in Table 5.13-1.  The results in this table illustrate the advantage
of Talgo’s tilt-car technology in terms of fuel consumption.

Table 5.13-1
FUEL CONSUMPTION FOR CHICAGO - ST. LOUIS ROUND TRIP

(in Kiloliters (Gallons) of Diesel Fuel)

Alternative F40 F70 Talgo
F70

Conventional
RTL-2

Turboliner

Existing (1998) 3.3 (858)

2010 No-Build 3.3 (858)

2010 IC/UP Alignment 3.0 (780) 3.7 (967) 5.6 (1470)

2010 Norfolk Southern
Alignment

3.1 (817) 3.7 (980) 5.8 (1522)

2010 Rock Island Alignment 2.9 (775) 3.6 (961) 5.5 (1460)

Source:  De Leuw, Cather & Company, August 1999.

The estimated person-kilometers (person-miles) of travel by mode and alternative are shown in Table 5.13-2. 
It should be noted that because the Norfolk Southern alignment is different than the IC/UP alignment between
Chicago and Dwight, it would serve slightly different markets at the north end of the corridor. As a result, the
total projected 2010 annual person trips for the Norfolk Southern alignment is around 47 million, while the
projected trips for the No-Build alternative and the IC/UP alignment is around 45 million. This accounts for
the slightly higher total person-kilometers (person-miles) of travel projected for the Norfolk Southern
alignment.  No person trip projections were developed for the Rock Island District alignment. Therefore, for
the purpose of this analysis, projected Rock Island District person trips, and subsequently person-kilometers
(person-miles) of travel, were considered to be the same as those for the IC/UP alignment.

To determine the future annual energy consumption associated with HSR service, the fuel consumption data
for the F70 locomotive with Talgo trainset with 110 to 125 mph (180 to 200 kph) maximum operating speed
was used.

The future annual energy consumption for the HSR service on the alternative alignments was calculated by
assuming eight round trips per day, seven days a week. The annual kiloliters (gallons) of diesel fuel consumed
by each alternative was multiplied by 534 (141,000), the number of British Thermal Units (BTUs) per kiloliter
(gallon) of diesel fuel, to obtain the annual BTUs consumed by the proposed rail service.  The future energy
use by other modes in the corridor was estimated by calculating the total person-kilometers (person-miles) of
travel projected for 2010 by mode for the No-Build and HSR alternatives, and then applying the same energy
consumption rates that were used for the existing (1998) conditions, as described in Section 2.13.  Annual
energy consumption by mode and alternative is summarized in Table 5.13-3.
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Table 5.13-2
PERSON-KILOMETERS (PERSON-MILES) OF TRAVEL IN THE HIGH-SPEED RAIL CORRIDOR

(in Millions)

Alternative Air Rail Bus Car Total

Existing (1998) 482 (299) 81 (50) 32 (20) 3234 (2005) 3829 (2374)

2010 No-Build 604 (374) 122 (76) 69 (43) 3940 (2443) 4735 (2936)

2010 IC/UP Alignment 380 (236) 460 (285) 58 (36) 3872 (2401) 4770 (2958)

2010 Norfolk Southern Alignment 380 (236) 482 (299) 58 (36) 4123 (2556) 5044 (3127)

2010 Rock Island Alignment 380 (236) 460 (285) 58 (36) 3872 (2401) 4770 (2958)

Source:  De Leuw, Cather & Company, August 1999.

Table 5.13-3
ANNUAL ENERGY CONSUMPTION

(in Billions of BTUs)

Alternative Air Rail Bus Car Total

Existing (1998) 2062 132 20 7217 9432

2010 No-Build 2583 132 43 8794 11552

2010 IC/UP Alignment 1625 321 36 8643 10625

2010 Norfolk Southern Alignment 1626 336 36 9202 11200

2010 Rock Island Alignment 1625 319 36 8643 10623

Source:  De Leuw, Cather & Company, August 1999.

The results in Table 5.13-3 show that energy consumption from intercity passenger travel under the No-Build
alternative will be higher in 2010 than the HSR alternative with any of the three alignments. In terms of BTUs
per person-kilometer (person-mile) expended, some improvement over existing conditions could be expected
even under the No-Build conditions by virtue of having the same number of trains carry more passengers. 
The total annual rail ridership is expected to increase from 271,000 in 1998 to 406,000 by 2010.  This will
reduce energy consumption from 1,630 BTUs to 1,090 BTUs per rail person-kilometer (2,620 to 1,750 per
rail person-mile) in 2010.
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Table 5.13-4 presents a summary of energy consumption in BTUs per person-kilometer (person-mile) by
mode and total travel for each alternative.  Consumption rates per person-kilometer (person-mile) for air, bus,
and automobile are national averages obtained from the Final EIS prepared for the Northeast Corridor
Improvement Project (USDOT, 1994).  The rail consumption rates were developed as part of the analysis for
the analysis conducted for the Chicago - St. Louis HSR project.

Table 5.13-4
ENERGY CONSUMPTION PER PERSON-KILOMETER (PERSON-MILE)

(in BTUs)

Alternative Air Rail Bus Car All Modes

Existing (1998) 4300 (6900) 1630 (2620) 600 (1000) 2200 (3600) 2500 (4000)

2010 No-Build 4300 (6900) 1090 (1750) 600 (1000) 2200 (3600) 2400 (3900)

2010 IC/UP Alignment 4300 (6900) 690 (1120) 600 (1000) 2200 (3600) 2200 (3600)

2010 Norfolk Southern Alignment 4300 (6900) 700 (1130) 600 (1000) 2200 (3600) 2200 (3600)

2010 Rock Island Alignment 4300 (6900) 690 (1120) 600 (1000) 2200 (3600) 2200 (3600)

Source: USDOT, October 1994.
De Leuw, Cather & Company, August 1999.

The energy consumption rates for all travel, shown in the last column of Table 5.13-4, is probably the
broadest indicator of the relative potential of each alternative to conserve energy.  On this basis, it is clear that
each HSR alignment has about equal potential to result in energy conservation.

5.14 SPECIAL WASTE

5.14.1 Hazardous Waste

No CERCLIS sites will be involved or impacted by the project.

5.14.2 Undetermined Waste Status

Ten Preliminary Environmental Site Assessments (PESA) for special waste were conducted by the Illinois
Department of Transportation, Bureau of Railroads.  The assessments concluded that the HSR alternative
could involve special waste sites.  The sites that will be impacted are discussed in Section 2.14.  Subsequent
to the conduct of the PESAs, the proposed projects at Site 2 (frontage/service road between MP 29.00 and
MP 29.70 – IC/UP alignment), Site 3 (grade separation at MP 31.40 – Norfolk Southern alignment), and Site
5 (frontage/service road between MP 103.90 and MP 104.43 – Norfolk Southern alignment) have been
modified and will no longer require right-of-way acquisition.
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5.14.3 Mitigation

Additional testing may be warranted for the special waste locations investigated.  At least six months prior to
land acquisition the PESAs should be validated.  If right-of-way acquisition does not include the ownership or
operation of any aboveground or underground storage tanks or discarded waste and if construction grading
and excavation does not involve any of the documented or suspected sites, then no additional preliminary
testing for the project will be necessary.  If the stipulations can not be met after the scope of involvement has
been determined and after validation, then additional investigation could be required.  In either case, the project
will not be implemented until all risks and liabilities of involvement are known and are acceptable to IDOT.

5.15 SECONDARY AND CUMULATIVE IMPACTS

Implementation of HSR service is not expected to substantially alter development patterns in the corridor and
near stations.  It is possible that implementation of HSR service will result in undeveloped land in the vicinity
of HSR stations developing slightly faster than they would have without HSR. However, it is unlikely that
failure to implement HSR will significantly deter development of the agricultural and vacant land in the
corridor.

The greatest potential for development, economic activity and job creation is in the station areas with the
highest ridership and the greatest concentration of opportunities within a eight-kilometer (five-mile) radius. 
There is no model, based on available data, which can reliably predict secondary development or economic
activity on a micro scale.  This was confirmed by REAL at the University of Illinois, and as such, projections
consist of estimating construction and operation jobs on a gross and aggregate scale.

Estimating jobs in tourism, education and from shifts in corporate employment and investment, induced by
improved rail access, cannot be accurately quantified.  Even though assumptions could be made, it is beyond
current methodology to quantify the shift share activity between various regions and industries based upon the
intangible response to improved access.

Additionally, as a result of this project, local governments could be burdened with additional costs if
frontage/service roads developed as part of this project were transferred to these local entities for
maintenance.

5.16 THE RELATIONSHIP BETWEEN LOCAL SHORT-TERM USES AND MAN'S
ENVIRONMENT AND THE MAINTENANCE AND ENHANCEMENT OF LONG-
TERM PRODUCTIVITY

Environmental impacts associated with the HSR alternative alignments will result in short- and long-term
impact relationships which are fundamentally similar in kind and magnitude.  In the preparation of this EIS,
FHWA methodology was followed.  This methodology requires that all significant short- and long-term
environmental relationships created by project alternatives be quantified in light of the (1) avoidance, (2)
minimization, and (3) compensation of unavoidable impacts on resources.  In addition to wetlands, wildlife,
air quality, water, farmland, and historical/archaeological factors, quantified resources include options of
societal land use and development.  Those commitments are represented by secondary and cumulative
developments anticipated as a consequence of implementation of any of the HSR alternative alignments.
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Each alternative alignment is based on planning which recognizes transportation needs within the context of
present and future land use.  In that sense, and coupled with environmentally sound design and construction
management practices cited elsewhere in this EIS, short-term impacts and use of resources are evaluated. 
Those alternatives are all consistent with conservative maintenance and enhancement of long-term
productivity of the HSR corridor in particular, and the state and region, in general.

In summary, the long-term enhancement of the efficiency of the HSR corridor transportation system will
occur at the expense of short-term construction impacts on nearby residents and businesses.  Those short-
term effects will include localized noise, air, and water pollution and traffic delays.  Based on standard
environmental specifications made part of construction contracts as directed by this EIS, they will not have a
lasting impact on the environment.

Short-term gains to the local economy will occur during construction resulting from hiring local firms and
labor, and local services and supplies.

Demonstrating advancements in high-speed ground transportation technologies in order to foster the
implementation of high-speed steel wheel on rail transportation systems as an alternative to existing
transportation systems answers the basic project purpose.

Based on its significant contribution to the long-term objects of regional and local plans of development, the
proposed Chicago - St. Louis High-Speed Rail Project is consistent with the maintenance and enhancement of
long-term productivity at the local, regional, state, and national level.

5.17 IMPACT SUMMARY

A summary of the quantitative impacts associated with the HSR alternative is presented in Table 5.17-1 for
each alignment.



High-Speed Rail Alternative Alignment

IC/UP Norfolk Southern Rock Island District

Right-of-Way Acquisition - Hectares (Acres)

Direct Conversion 49 (121) 63 (156) 39 (97)

Agricultural 31 (76) 47 (115) 31 (76)

Prime Farmland 32 (79) 54 (134) 32 (79)

Displacements (Number)  

Residential

Commercial

Institutional

Other Structures

Noise Impacts (Number of Receptors)

Stream and Tributary Crossings (Number)

Wetland Impacts - Hectares (Acres)

Impacts 6 (15) 6 (14) 5 (12)

Mitigation Required 25 (62) 8 (20) 22 (53)

Natural Resource Impacts - Hectares (Acres)

All Upland Vegetation 95 (234) 119 (293) 84 (207)

Native Vegetation (All) 2 (4) 7 (18) 2 (4)

Native Vegetation (Grade C+ or higher) 1 (2) 6 (14) 1 (2)

Floodplains (Projects with floodplain crossings)

Cultural Resources (Number)

Above-ground Resources

Archaeological Resources

Forest Preserves and Parks (Number)

Undetermined Waste Sites (Number)

Highway-Railroad At-Grade Crossings (Number)

Existing

Proposed for Closure - Pedestrian

Proposed for Closure - Vehicular

Railroad-Railroad At-Grade Crossings (Number)

Note:  Impacts listed are for the alignments in their entirety between Chicago and St. Louis.

Table 5.17-1

IMPACT SUMMARY FOR HIGH-SPEED RAIL ALTERNATIVE ALIGNMENTS

68 71 74

11

1

0

0

3

1

0 0 0

1

1

0

6

0

1

56 61 46

0 0 0

6 5 4

0 0 0

0 0 0

5 6 4

322 310 350

17 19 17

18 12 15
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Section 6
LIST OF PREPARERS

Name                                         Qualifications                                       Primary Responsibilities

Federal Highway Administration

Keith Hoernschemeyer Transportation Engineer, FHWA review.
Illinois Division.

Jon-Paul Kohler Environmental Engineer, FHWA review.
Illinois Division.

Don R. Keith Right-of-Way Officer, FHWA review.
Illinois Division.

Federal Railroad Administration

William R. Fashouer Juris Doctor. Environmental Counsel.

James Smailes MS, Civil Engineering; General Engineer.
BS, Civil Engineering.

David A. Valenstein MPA, Public Administration; Environmental Program
BFA, BAR, Architecture. Manager.

Mark E. Yachmetz BS, Civil Engineering. Passenger Programs
Director.

Illinois Department of Transportation

Kathleen S. Ames MS, Environmental Engineering; General content and
BA, Biology; IDOT, 1973 to present. impact review.

Frank Hartl BS, Transportation Engineering; High-Speed Rail Manager.
IDOT, 1974 to present.

Jerry Isenburg MA, Business Administration; Rail Program Planning
IDOT, 1970 to present. Section Chief.
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Richard J. Nowack BS, Biology; Registered Professional Natural resources review.
Landscape Architect; IDOT, 1975
to present.

Charles Perino Ph.D., Plant Taxonomy; MS, Plant Water quality and wetland
Taxonomy; BS, Geology; IDOT, resources review.
1982 to present; 10 years prior
biological/environmental experience.

John L. Rowley BS, Agriculture Education; IDOT, Agriculture review.
1983 to present; 25 years prior
agricultural experience.

Barbara H. Stevens MA, Economics; IDOT, 1979 to Socio-economic impact
present. review.

Merrill Travis MA, Public Administration; Chief, Bureau of Railroads.
IDOT, 1967 to present.

John A. Walthall Ph.D., Archaeology; MA, Archaeological review.
Anthropology; BA, Anthropology;
IDOT, 1978 to present; 12 years
prior archaeological experience.

John Washburn MA, Environmental Science; BA and Hazardous waste, geology,
BS, Geology; IDOT, 1968 to present. and hydrogeology review.

Walt Zyznieuski MA, Environmental Studies; IDOT, Air quality review.
1994 to present, 14 years prior
environmental experience.

PTG – De Leuw, Cather & Company

Charles DeWeese BS, Math – Railroad Operations; 35 Project management and
years passenger and freight operations analysis.
operations management, operations
planning, railroad construction and
maintenance.

Robert Gilly, P.E. BS, Civil Engineering; 30 years Preliminary design.
experience in railroad engineering.

Jere Hinkle, P.E. MS, Civil Engineering; BS, Civil Environmental lead and
Engineering; 35 years experience technical oversight.
in transportation planning and
environmental analysis.
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Anthony Pakeltis, AICP MUPP, Urban Planning and Policy; Document coordination;
BUP, Urban Planning; BS, Transportation, air quality and
Environmental Design; 10 years noise analysis.
experience in environmental
document preparation.

John Priede, P.E. BS, Civil Engineering, 35 years Energy analysis.
experience in transportation planning.

Peter Reinhofer BS, Civil Engineering; 2 years Noise analysis.
experience.

Timothy Selover BS, Civil Engineering; 5 years Air quality analysis;
experience. quality assurance.

Planning Resources Inc.

Rebecca Cerf MS Environmental Biology. Water resources and
ecosystems analysis.

Juli E. Crane MS, Fisheries and Wildlife; BS, Wetlands and upland
Wildlife and Range Resources; PRI, vegetation.
1996 to present; 7 years prior
experience with NEPA documentation.

Amy Eckland MS, Plant and Soil Science, BS, Environmental data
Natural Resource Management. coordination.

Lisa Freudenburg Hardy MS, City and Regional Planning. Public involvement,
socio-economic/land use.

David A. Koldoff BS, Environmental Biology; PRI, Wetlands, fish and aquatic
1994 to present. resources.

N.J. Pointner, AIA, AICP MA, City and Regional Planning; Public involvement
BA, Architecture; PRI, 1982 to coordination.
present; 12 years prior experience
with NEPA documentation.

Lan R. Richart MS, Biology; BS, Zoology; PRI, Director natural resources
1983 to present; 5 years prior analyses.
experience with NEPA documentation.

Pamela J. Richart, AICP MA, Human Environmental Planning; Agricultural analysis.
BA, Human Ecology; PRI, 1982 to
present.
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Sverdrup Corporation

Thomas Darnold, P.E. BS, Civil Engineering, 18 years Traffic/grade crossing
experience in traffic engineering analysis.
and highway design.

Tracey Lober, P.E. BS, Civil Engineering; 10 years Traffic/grade crossing
experience in transportation design analysis, public involvement.
and planning studies.

John McCarthy, AICP MS, Urban Planning; BS, Economics; St. Louis Multimodal
27 years experience in planning and Transportation Facility Project
design. Manager.

Nancy Nourse MS, Civil Engineering; BS, Civil Special waste analysis.
Engineering; 9 years experience
in hazardous waste analysis.

Mary Cay O’Malley, P.E. BS, Civil Engineering; 10 years Traffic/grade crossing
experience in transportation design analysis, public involvement.
and planning studies.

David Peterson, P.E. BS, Civil Engineering; Sverdrup, Project management,
1991 to present; 11 years prior train operations modeling.
experience in railroad and civil
engineering design and construction.

Terry Winebrenner, P.E. BS, Civil Engineering; 15 years Cost estimation.
experience in highway and civil
engineering design.

Archaeological Research, Inc.

Elizabeth Goldsmith MA, Anthropology; BA, History; Historical and archaeological
8 years experience in archaeological resources and research
and historical research. documentation.

Patricia Hamlen MA, Anthropology, BA, Field investigation.
Anthropology; 10 years experience
in archaeological field investigations.

John Hodgson BA, Anthropology; 5 years experience Field investigation.
in archaeological field investigations.
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David Keene MA, Philosophy; BS, Anthropology; Principal investigator for
20 years experience in archaeological archaeological and
and historical research. historical investigations.

Karen Poulson MA, Anthropology; BA, Prehistoric sites
Anthropology; 5 years experience documentation coordination.
in museum studies and 5 years
experience in archaeological
investigations.

Kim Ullery BS, Anthropology; 5 years experience Field work and document
in archaeological field work. coordination.

Greg Zaro BA, Anthropology; 5 years experience Field investigation.
in archaeological field investigations.

Heritage Research, Limited

John Vogel Ph.D., History; MA, Photography; Above-ground historic
BA, History; Heritage Research, resources investigation.
Limited, 1980 to present.

Applied Real Estate Analysis, Inc.

Robert E. Miller MRP, Urban Development and Real estate assessment
Cultural Resource Management; BA, coordination, employment
American History; 24 years and economics.
experience in real estate analysis and
public policy consulting.

Maxine V. Mitchell, CRE MCP, Urban Planning; BA, Real estate analysis
Economics; 27 years experience in manager.
real estate market analysis and public
policy consulting.

A. Andy Prodanovic, MAI BA, Real Estate and Marketing; Appraisal, right-of-way
Illinois State Certified Appraiser; 22 cost estimates, grade crossing
years experience in real property analysis.
valuation and real estate consulting.

Corporate Strategies, Inc.

Robert Leilich MS, Industrial Management, Cert. Operations modeling,
Transp. Economics; BS, Mechanical system design.
Engineering; 35 years railroad
operations management and consulting.
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John C. Prokopy BS, Mechanical Engineering; BS, Operations modeling,
Civil Engineering; 30 years railroad technical analysis.
consulting, market planning,
simulation modeling and design.
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Section 7
DISTRIBUTION OF THE DRAFT ENVIRONMENTAL IMPACT STATEMENT

The Draft Environmental Impact Statement is being distributed to the following federal, state, regional, and
local agencies and other interested parties for their review and comments.

Federal

Advisory Council on Historic Preservation
Department of the Army, Chicago District, Corps of Engineers
Department of the Army, Rock Island District, Corps of Engineers
Department of the Army, St. Louis District, Corps of Engineers
Federal Aviation Administration
Federal Emergency Management Agency
Illinois and Michigan National Heritage Corridor Commission
Office of NEPA Policy and Assistance
U.S. Coast Guard, Eighth District
U.S. Coast Guard, Ninth District
U.S. Department of Agriculture, Natural Resource Conservation Service
U.S. Department of Commerce
U.S. Department of Housing and Urban Development
U.S. Department of the Interior, Fish and Wildlife Service, Chicago Field Office
U.S. Department of the Interior, Fish and Wildlife Service, Rock Island Field Office
U.S. Department of the Interior, Fish and Wildlife Service, Marion Illinois Suboffice
U.S. Department of the Interior, Office of Surface Mining
U.S. Environmental Protection Agency, Planning and Assessment Branch
U.S. Senator John Ashcroft
U.S. Senator Christopher S. Bond
U.S. Senator Richard J. Durbin
U.S. Senator Peter G. Fitzgerald
U.S. Representative Bobby L. Rush, District No. 1
U.S. Representative Jesse L. Jackson, Jr., District No. 2
U.S. Representative William O. Lipinski, District No. 3
U.S. Representative Luis V. Gutierrez, District No. 4
U.S. Representative Danny K. Davis, District No. 7
U.S. Representative Gerald C. Weller, District No. 11
U.S. Representative Jerry F. Costello, District No. 12
U.S. Representative Judy Biggert, District No. 13
U.S. Representative Thomas W. Ewing, District No. 15
U.S. Representative Ray LaHood, District No. 18
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U.S. Representative John M. Shimkus, District No. 20
U.S. Representative William L. Clay, District No. 1 (Missouri)

State Agencies - Illinois

Illinois Association of Soil and Water Conservation Districts
Illinois Bureau of the Budget
Illinois Commerce Commission
Illinois Department of Agriculture
Illinois Department of Mines and Minerals
Illinois Department of Natural Resources
Illinois Department of Public Health
Illinois Environmental Protection Agency
Illinois Farm Bureau
Illinois Historic Preservation Agency
Illinois Nature Preserve Commission
Illinois State Clearinghouse
Illinois State Fire Marshall
State Senator Antonio Munoz, District No. 1
State Senator Margaret Smith, District No. 3
State Senator Robert S. Molaro, District No. 12
State Senator Barack Obama, District No. 13
State Senator Emil Jones, Jr., District No. 14
State Senator William "Bill" Shaw, District No. 15
State Senator Donne E. Trotter, District No. 16
State Senator William R. Mahar, District No. 19
State Senator Christine Radogno, District No. 24
State Senator Patrick Daniel Welch, District No. 38
State Senator D.D. Halvorson, District No. 40
State Senator Kirk W. Dillard, District No. 41
State Senator Edward F. Petka, District No. 42
State Senator Lawrence Walsh, District No. 43
State Senator John W. Maitland, Jr., District No. 44
State Senator Robert A. Madigan, District No. 45
State Senator Vince Demuzio, District No. 49
State Senator Larry Bomke, District No. 50
State Senator Stanley B. Weaver, District No. 52
State Senator Evelyn M. Bowles, District No. 56
State Senator James F. Clayborne, Jr., District No. 57
State Representative Sonia Silva, District No. 1
State Representative Edward Acevedo, District No. 2
State Representative Lovana S. "Lou" Jones, District No. 5
State Representative Shirley M. Jones, District No. 6
State Representative Daniel J. Burke, District No. 23
State Representative Howard A. Kenner, District No. 24
State Representative Barbara Flynn Currie, District No. 25
State Representative Charles G. Morrow, III, District No. 26



Chicago - St. Louis High-Speed Rail Project Distribution of the Draft EIS
Draft Environmental Impact Statement 7-3

State Representative Thomas J. Dart, District No. 28
State Representative Willis Harris, District No. 29
State Representative Harold Murphy, District No. 30
State Representative Todd H. Stroger, District No. 31
State Representative Constance A. "Connie" Howard, District No. 32
State Representative Kevin A. McCarthy, District No. 37
State Representative Renee Kosel, District No. 38
State Representative Eileen Lyons, District No. 47
State Representative Mary K. O'Brien, District No. 75
State Representative George F. Scully, Jr., District No. 80
State Representative James H. Meyer, District No. 82
State Representative Brent Hassert, District No. 83
State Representative John "Phil" Novak, District No. 85
State Representative John C. "Jack" McGuire, District No. 86
State Representative Dan Rutherford, District No. 87
State Representative William E. Brady, District No. 88
State Representative John W. Turner, District No. 90
State Representative Gary Hannig, District No. 98
State Representative Raymond Poe, District No. 99
State Representative Gwenn Klingler, District No. 100
State Representative Richard J. "Rick" Winkel, Jr., District No. 103
State Representative Timothy V. "Tim" Johnson, District No. 104
State Representative Steve Davis, District No. 111
State Representative Wyvetter H. Younge, District No. 114

State Agencies - Missouri

Missouri Department of Natural Resources
Missouri Department of Transportation
State Senator John E. Scott, District No. 3
State Senator Paula Carter, District No. 5
State Representative O.L. Shelton, District No. 57
State Representative Louis H. Ford, District No. 58
State Representative Dorathea Davis, District No. 63
State Representative Robert Hilgemann, District No. 64
State Representative Russell Gunn, District No. 70
State Representative Rita D. Days, District No. 71

Local Jurisdictions and Agencies

Bi-State Development Agency
Center for Neighborhood Technology
Chicago Area Transportation Study
Chicago Department of Transportation
Chicago Metro Community Assistance Office
Chicago Transit Authority
City of St. Louis, Department of Public Works
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Commuter Rail Division of the Regional Transportation Authority
Consolidated Farm Service Agency
DeWitt County Regional Planning Commission
East-West Gateway Coordinating Council
Environmental Law and Policy Center
Greater Egypt Regional Planning and Development Commission
Grundy Economic Development Council
Illinois Association of County Superintendents of Highways
Illinois Railroad Association
Kankakee County Regional Planning Commission
Lockport Area Developmental Commission
Logan County Regional Planning Commission
McLean County Regional Planning Commission
Northeastern Illinois Regional Transportation Authority
Sangamon County Regional Planning Commission
South Suburban Mayors and Managers Association
Southwestern Illinois Metropolitan and Regional Planning Commission
Township Officials of Illinois
United Counties Council of Illinois
West Central Illinois Valley Regional Planning Commission

Other

Amtrak Operations, Illinois Central Railroad
Community Public Libraries along the Corridor
Norfolk Southern Railway
Gateway Western Railway
National Railroad Passenger Corporation, Intercity Strategic Business Unit
Union Pacific Lines
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Section 8
COMMENTS AND COORDINATION

An extensive public involvement program was conducted as part of the Chicago - St. Louis High-Speed Rail
Project.  The project team reviewed, used, and built upon previous high-speed rail studies, including the 1994
Chicago - St. Louis High Speed Rail Financial and Implementation Plan.

8.1 SCOPING PROCESS

The purpose of the scoping process was to help define the scope and emphasis of the environmental
documentation.  A scoping meeting was held on April 24, 1995 with state and federal agency representatives
at the Illinois Department of Transportation (IDOT) Administration Building in Springfield.  Meeting
participants provided oral comments at the meeting and later sent letters documenting their agency's
concerns.  Representatives from the following agencies and governmental jurisdictions were present at this
meeting:

• Illinois Environmental Protection Agency;
• Illinois Commerce Commission;
• Illinois Department of Natural Resources;
• Illinois Department of Transportation;
• Illinois Department of Agriculture;
• Illinois Historic Preservation Agency;
• Illinois Farm Bureau;

• East-West Gateway Coordinating Council;
• Kankakee County Regional Planning Commission;
• Lockport Area Development Commission;
• Sangamon County Water Conservation District; and
• Limestone Township.

Comments from meeting attendees are documented in the scoping meeting minutes in Appendix C-3.  Written
comments were received from the following agencies and are provided in Appendix C-4:

• U.S. Department of Housing and Urban Development;
• U.S. Department of the Interior: Fish & Wildlife Service;
• U.S. Coast Guard;
• Federal Aviation Administration;
• Illinois Department of Agriculture;
• Illinois Environmental Protection Agency;
• Illinois Department of Natural Resources; and
• Kankakee County Planning Department.
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8.2 PROJECT NEWSLETTERS

Six high-speed rail project newsletters, Fast Track, were prepared and distributed to approximately 3,500
persons listed on the newsletter mailing list.  Issues of the newsletter were also available at all meetings. 
These newsletters were event-driven, providing timely information regarding project developments and
upcoming activities.  The newsletters performed the following functions:

• Announced the dates, times and locations of open houses and workshops;
• Answered the most frequently-asked questions regarding high-speed rail implementation;
• Described the operational characteristics along the Chicago - St. Louis route; and
• Explained the data collection and evaluation processes.

8.3 COMMENT FORMS

Comment forms were available at all meetings and inserted into each project newsletter.  The first comment
form, included in the April 1995 issue of the Fast Track newsletter, requested that the public rank a list of key
issues and concerns related to the high-speed rail project.  The results of this survey were printed in the
September 1995 issue of Fast Track.  Subsequent forms have provided ample space for persons to provide
comments.  Prompt responses were made to all requests for information. Comments from returned forms
were recorded verbatim into the high-speed rail database and distributed to the project team leaders and IDOT
on a weekly basis.

8.4 PROJECT INFORMATION LINE

In March 1995, the project team established a toll-free project information line for the public to register
opinions and concerns, receive project information, and request to receive the project newsletter.  All
comments received through the information line were documented on the high-speed rail database and
distributed to the project team leaders and IDOT.  Follow-up calls included adding names to the newsletter
mailing list, sending past issues of the Fast Track newsletter, and returning calls at a later time with answers
to complex questions.  The toll-free service was discontinued in January of 1997.

8.5 TASK FORCE MEETINGS

A task force meeting of citizens interested in High-Speed Rail service in Illinois had formed prior to initiation
of the Environmental Impact Statement process.  Members of the Steering Committee of the Citizens
Advisory Council were routinely invited to attend High-Speed Rail Task Force meetings throughout the
duration of the project.  These meetings were generally held in Chicago, Springfield or St. Louis.  The project
team and IDOT representatives presented Steering Committee members with a status report and addressed
comments and questions.

A report was distributed at the June 1, 1995, Task Force Meeting which included the following:

• Summary of public comments by county;
• Results of the public ranking of issues and concerns;
• Pie chart illustrating percentage of comments received by county from Newsletter No. 4; and
• Ranking of key issues and concerns by county and zip code.
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8.6 DATA COLLECTION MEETINGS

In Summer and Fall 1995, the high-speed rail project team met with transportation and planning officials
within each of the 12 counties along the high-speed rail corridor.  The purpose of these meetings was to
gather information to review land use, development trends and traffic patterns which might influence
highway-railroad at-grade crossing treatments.  County engineers and representatives from regional planning
commissions provided the team with technical data concerning traffic counts and physical roadway
limitations, as well as land use and zoning-related information.  The information collected at these meetings
was used to evaluate each rail crossing and to determine appropriate crossing treatments.  Meetings were held
on the following dates in 1995 with county and/or municipal representatives.  Meeting minutes were prepared
for each.

June 23 Kankakee County July 28 Madison County
June 23 Grundy County August 3 Macoupin County
June 28 Will County August 4 Sangamon County
July 6 McLean County August 8 Village of Lemont
July 13 Livingston County August 8 City of Lockport
July 19 Will County August 17 Town of Normal
July 20 Logan County August 17 City of Bloomington
July 27 Jersey County September 22 Cook County
July 28 St. Clair County October 3 Arsenal Coordinating Council

October 6 Grundy County

8.7 PUBLIC OFFICIALS’ WORKSHOPS

Fourteen public officials’ workshops were held along the proposed high-speed rail corridor during the month
of August, 1996.  These meetings were informal, small group workshops which provided an opportunity for
the consultant and IDOT representatives to discuss the high-speed rail project with public officials
representing the counties, townships, municipalities and emergency service districts located along the
corridor.  The primary objective of these workshops was to receive feedback from officials on the proposed
safety improvements to existing highway-railroad at-grade crossings within their communities and political
jurisdictions.  More than 1100 invitations were mailed.  The media were also alerted and invited.  The
invitations were sent to the following officials:

County Municipal
County board members Mayors/presidents
County engineers Alderpersons/trustees
County farm bureau managers Managers/administrators

Township Emergency Services
Township supervisors Police chiefs
Highway commissioners Fire district chiefs

County sheriffs

The invitation letter encouraged these individuals to invite other public officials within their jurisdictions, such
as planning, economic development and historic preservation commissions, planning and zoning boards, and
engineering and public works departments.  A letter was also sent to state legislators, notifying them of the
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project and the public officials meetings.

Handouts included an 11" by 17" overview of the process (Appendix C-5) and the project and bound reports.
 These reports contained: an explanation of technical material underlying the grade crossing analysis; graphics
showing every crossing and the proposed treatment; and an analysis of each crossing within the subject
county or counties.

A total of 260 persons signed in at the workshops not including team representatives.  The following table
summarizes participation at each of the workshops.

Number Date Location Time Signed In

1. August 7 Monee 9:30-12:00 14

2. August 8 Kankakee 9:30-12:00 16

3. August 14 Springfield 9:30-12:00 17

4. August 14 Normal 3:00-5:30 17

5. August 20 Joliet 9:30-12:00 11

6. August 21 Granite City 9:00-11:30 6

7. August 21 Alton 3:00-5:30 11

8. August 22 Brighton 9:00-11:30 26

9. August 22 Carlinville 4:00-6:30 26

10. August 26 Lincoln 3:00-5:30 15

11. August 27 Pontiac 9:30-12:00 27

12. August 27 Dwight 3:00-5:30 22

13. August 28 Gardner 5:00-7:30 30

14. August 29 Lockport 3:00-5:30 22

Comments received at the workshop generally fell within ten general categories of issues.  These categories
are listed below:

• Safety;
• Train operations;
• Service;
• Train speed;
• Cost and funding;
• Project schedule;
• Community impacts;
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• Agriculture;
• South Suburban Airport; and
• Site specific concerns.

8.8 MEETINGS WITH PRIVATE CROSSING OWNERS

Project team representatives contacted all private crossing owners along the proposed high-speed rail
corridor.  The purpose was to gather information on the use of the crossing to determine if an adequate
alternative was available which would permit closure.  Memoranda on each of these meetings are on file.

8.9 RESOURCE AGENCY REVIEW OF TECHNICAL DOCUMENTS

A draft copy of the Air Quality Technical Report was sent to the Illinois Environmental Protection Agency for
review and comment.  See Appendix C-6 for their response.

Copies of the Wetland, Native Prairie, and Threatened and Endangered Species Technical Reports were sent
to the following agencies for review and comment:

• U.S. Environmental Protection Agency;
• U.S. Department of the Interior: Fish and Wildlife Service;

Chicago Field Office
Rock Island Field Office
Marion Illinois Suboffice

• U.S. Army Corps of Engineers; and
Chicago District
Rock Island District
St. Louis District

• Illinois Department of Natural Resources.

Comments were received from the U.S. Fish and Wildlife Service (Marion Illinois Suboffice), U.S. Army
Corps of Engineers (Chicago and Rock Island Districts), and the Illinois Department of Natural Resources. 
(See Appendix C-6.)

8.10 AGENCY REVIEW OF PRELIMINARY DRAFT ENVIRONMENTAL
IMPACT STATEMENT

Comments were received on a preliminary version of the Draft Environmental Impact Statement from the
Missouri Department of Transportation and the U.S. Coast Guard, Eighth District.  See Appendix C-7 for the
comments received from these agencies.
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Appendix B
PROPOSED HIGHWAY-RAILROAD AT-GRADE CROSSING TREATMENTS
SUMMARY OF METHODOLOGY USED FOR RAIL CROSSING ANALYSIS

B.1 INTRODUCTION

The Chicago to St. Louis High-Speed Rail Corridor is a portion of one of the five Intermodal Surface
Transportation Efficiency Act (ISTEA) Section 1010 high-speed rail corridors.  As train speeds increase
in high-speed rail corridors, traditional crossing protection, which requires vehicle operators to evaluate
their ability to proceed across a crossing safely, becomes less effective.  As a result, the potential severity
of an accident to the vehicle, the train and the occupants increases. Along these corridors, the Federal
Railroad Administration (FRA) has recommended that all existing crossings should either be closed, grade
separated, or equipped with special signing and active warning devices, and/or gates with constant
warning time. The cost of grade separating or even providing upgraded warning devices at all crossings
along prospective high-speed rail corridors is prohibitive.  Closure of nonessential crossings on high-
speed rail corridors will enhance the safety of railroad passengers and highway users.

Increases in train speeds along high-speed rail corridors warrant an increase in the level of grade crossing
protection.  Yet, train operations do not always provide for increased train speeds over the entire corridor
due to lengthy deceleration and acceleration at stations or alignment restrictions.  The FRA has suggested
a national goal of reducing the number of the nation’s public and private crossings by 25 percent by the
year 2000.  Therefore, consistent with FRA guidelines and good engineering practice, the number of
crossings should be minimized and the remaining ones warned or protected as appropriate.  Whether a
crossing is eliminated or improved is generally based on the number and speed of trains, vehicular usage
and nearby availability of alternate, appropriate existing crossings or crossings that will be improved as
part of the corridor project.

B.2 METHODOLOGY

A comprehensive and systematic corridor approach was developed to evaluate rail crossings for the
Chicago to St. Louis High-Speed Rail Corridor.  A corridor approach, which is recommended for ISTEA
Section 1010 corridors, evaluates multiple rail crossings in a rail segment rather than individual crossings.
 The approach is a multi-modal effort to improve rail efficiency while also improving pedestrian,
vehicular and rail safety.  The approach for evaluating the rail crossings consists of the following steps:

• Review of previous public comments;
• Acquisition of new data;
• Discussions with local officials, county engineers and planners;
• Estimates of train speeds;
• Evaluation of vehicular traffic demand, roadway/crossing capacity and accident data;
• Classification of crossings by function and use;
• Identification of travel markets served by the crossings;
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• Estimates of adverse travel; and
• Development of preliminary grade crossing treatment recommendations.

B.2.1 Review of Previous Public Comments

A previous grade crossing study, the Chicago-St. Louis High-Speed Rail Study Grade Crossing Safety
Analysis, Volumes I-IV, October 1993, and Grade Crossing Safety Analysis for Peotone Alternative
Routes, Volumes I and II, February 1994, was prepared by Envirodyne Engineers, Inc.  Public
comments received regarding this study were reviewed to familiarize the study team with relevant
corridor issues.  Additionally, some of the existing conditions information from the previous study was
used to supplement the data base.  Each of the highway-railroad at-grade crossings in the corridor was
reevaluated for this project to determine what type of warning device or protection should be provided
if high-speed rail service were implemented.  The recommendations presented in this document
supersede those from the 1993 and 1994 studies.

B.2.2 Acquisition of New Data

The study team collected available ambulance, police and other emergency services district boundaries
and routes; locations of hospitals; locations of schools and bus routes; locations of regional grain
elevators and other major agribusinesses; and additional secondary source data.

B.2.3 Discussions with Local Officials, County Engineers and Planners

One significant source of secondary data were local county engineers and county and regional planners
along the corridor.  The study team met with representatives from each county and, in some cases cities,
villages, and regional development agencies during the data collection process. The previous public
comments regarding prior proposed grade crossing treatments were consolidated on a corridor map and
discussed with these local jurisdictions.

B.2.4 Train Speed Estimates

Grade crossing protection and warning devices on high-speed rail corridors are dependent on predicted
train speeds.  The study team analyzed the potential operating speeds of the corridor using a simulation
model to identify areas with the following speed ranges: less than 80 miles per hour, 80 to 110 miles per
hour, and 110 to 125 miles per hour.  Crossing treatments for locations where train speed is less than
110 miles per hour will generally conform to the rules and requirements of the Illinois Commerce
Commission (ICC), the Manual on Uniform Traffic Control Devices for Streets and Highways, and
Chapter 7 of the Illinois Department of Transportation (IDOT) Bureau of Design and Environment
Manual.

For train operation between 80 and 110 mph, the guidelines recommend closure of redundant crossings,
improved signing, and upgraded warning devices equipped with constant warning time equipment.

Train operations between 110 and 125 mph require positive protection, which not only protect the motor
vehicle operator but also protect the train from intrusion of a vehicle onto the crossing. IDOT has
successfully crash tested a prototype Vehicle Arresting Barrier (VAB) which, when activated by an
approaching train, will lower a net across the roadway on each side of the tracks to intercept an
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approaching vehicle on the highway.  The VAB system will also have a vehicle intrusion detection system
to detect vehicles that have been arrested by the net.  Where closure or grade separation of crossings is
not practical, VABs are considered an alternative.

Although train speeds of 140 mph were evaluated in previous studies for the corridor, top speeds of 125
mph were considered in these evaluations.

B.2.5 Evaluation of Vehicular Traffic Demand, Roadway/Crossing Capacity and Accident Data

The preliminary sources of vehicular traffic demand — Average Daily Traffic (ADT) — were obtained
from the 1993 and 1994 grade crossing safety analysis and 1995 24-hour machine traffic counts.  A
minimum ADT of one was used for occasional use facilities, such as farm entrances, and zero was used
for crossings limited to emergency use only and for crossings that did not appear to be used at all.  Many
ADTs have been updated using available IDOT county traffic maps.  For some low to moderate volume
public roads and many private crossings, ADTs were determined (counted) in the Fall of 1995. 

In accordance with ICC rules, crossing treatments for locations where the train speeds are less than 80
miles per hour are dependent upon the product of the ADT times the average number of daily train
movements and safe stopping sight distances.  Locations where the crossing treatment may be sensitive
to the ADT will be identified and reviewed prior to finalizing the rail crossing treatment proposed.

Accident data was also used to identify candidate crossings for closure and improvements.

B.2.6 Classification of Crossings by Function and Use

The previous grade crossing safety analysis categorized the crossing locations by rail corridor segments.
 In this phase, crossing locations are categorized by county.  Consistent with a corridor approach, the
study team categorized each crossing within each county by function and use.  At-grade crossings on
state, county, township or municipal routes which are important for maintaining interregional route
continuity; in contiguous central business districts, neighborhoods, industrial areas or agricultural areas;
or on the only available route between probable destination pairs were given highest consideration for
retention as remaining open.  At-grade crossings on other, less critical, state, county, township, and
municipal routes, local routes and private crossings were given primary consideration for crossing
elimination and closure.

B.2.7 Identification of Travel Markets Served by the Crossings

At-grade crossings on routes which serve special travel markets were identified and given highest
consideration for remaining in service.  These travel markets included public services, such as school
buses and emergency service providers, transportation-dependent businesses or commerce and
hazardous waste carriers.
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B.2.8 Estimate of Adverse Travel

The Illinois Commerce Commission has developed a set of rules (Title 92, Chapter III, Subchapter c,
Part 1536) for grade crossing closure and opening.   According to these rules, a crossing should not be
eliminated if the closure would result in unduly burdensome adverse travel for the users of the crossing.
 The Commission considers the amount of adverse distance (which the closure will cause) to not be
considered unduly burdensome if:

(1) it is equal to or less than four miles in unincorporated areas; or
(2) it is equal to or less than 0.75 miles in incorporated towns, villages, and cities.

The Commission also requires consent of the affected highway agency(s) if two adjacent crossings are
closed and the distance between the two crossings — as measured along the railroad tracks — is equal
to or greater than one mile.

The study team determined the amount of adverse travel for each at-grade crossing to identify candidates
for closure.  The presence of adequate adjacent routes was also determined for each crossing identified
as a candidate for closure.  The alternate railroad crossing roadway was considered adequate if it has an
all-weather surface; sufficient width (capacity) to accommodate its existing and rerouted vehicular
traffic; the same type(s) of vehicular traffic; and an appropriate crossing treatment. Alternate crossings
should be on routes which have adequate vertical and horizontal clearances, particularly in agricultural
areas. 

B.2.9 Develop Preliminary Concepts and Grade Crossing Treatments

The preliminary concepts and grade crossing treatments were developed jointly by a multi-disciplined
study team using video of the corridor and field reconnaissance of critical locations.  The suggested
action includes the proposed status of the crossing (opened or closed) and the recommended crossing
treatment (e.g. warning devices, vehicle arresting barrier, or separation).

For any at-grade crossing that is proposed to remain open and provided with active warning devices —
primarily flashing lights and gates — constant warning time (CWT) capabilities are suggested. This
would include upgrades, if necessary, of existing warning devices to provide this feature where it is not
currently present.

B.3 RESULTS

The grade crossing treatment recommendations were developed as a result of a systematic and
comprehensive corridor approach, and are consistent with FRA guidelines, previous public comments
and recommendations received from local officials.  Where a crossing is proposed for closure, traffic
can be rerouted to another crossing which has an equal or better protective device or a grade separation.
This will reduce or eliminate the potential for train-vehicle accidents. Traffic will increase on the
crossings where traffic rerouting is proposed.  In all instances where crossings are proposed to be
closed, adequate reserve capacity exists on the adjacent crossings proposed to remain open to
accommodate this rerouted traffic.  The recommended grade crossing treatments for the Chicago - St.
Louis High-Speed Rail Project are shown on the following table.
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