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Phase I – MWRRI 
Draft Purpose and Need Statement 

September 2007 
 

1 Proposed Action  
Four state transportation agencies; the Illinois Department of Transportation, the Indiana 
Department of Transportation, the Michigan Department of Transportation and Wisconsin 
Department of Transportation, propose to implement Phase I of the Midwest Regional Rail 
Initiative (MWRRI).  The Federal Railroad Administration (FRA), an operating administration 
within the U.S. Department of Transportation, has agreed to serve as the lead federal agency for 
the project.  The MWRRI is an ongoing effort to develop an improved and expanded passenger 
rail system in the Midwest.  Phase I of the MWRRI is defined as the implementation of high speed 
train service up to 110 mph on the following routes (See Figure 1): 
 
Chicago-St. Louis:     Increase service from 5 round trips to 8 round trips. 

Chicago-Milwaukee-Madison: Increase service from 7 round trips to 10 round trips to 
Milwaukee; provide 6 new round trips to Madison. 

Chicago-Detroit:  Increase service from 3 round trips to 6 round trips, 
(currently operating on a portion of the Amtrak segment 
at 95 mph, with an increase to 110 mph in early 2008). 

 
The existing transportation network in these study corridors includes highway (auto and bus) and 
air modes, and limited passenger rail service between all city pairs, excepting the Milwaukee-
Madison segment, which is not currently served by passenger rail (See Figure 2). 

2 Purpose  
The purpose of the MWRRI and the proposed action is to provide a means to help meet future 
regional travel needs through improvements to the level and quality of regional passenger rail 
service. The proposed action offers an opportunity to provide reliable and competitive passenger 
rail service as an attractive alternative transportation choice by: 

• Decreasing travel times, 
• Increasing frequency of service,  
• Improving reliability, and 
• Providing amenities to improve passenger ride quality and comfort. 

 
The FRA also refers to high-speed passenger rail service as high-speed ground transportation 
(HSGT). The FRA defines HSGT as a “self-guided intercity passenger ground transportation that 
is time competitive with air and/or auto on a door-to-door basis for trips in the approximate 
range of 100 to 500 miles.  This is a market-based, not a speed-based definition.  It recognizes that 
the opportunities and requirements for HSGT differ markedly among different pairs of cities.”1  
 

                                                 
1 http://www.fra.dot.gov/us/content/31  
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3 Background 
The sponsors of the MWRRI are nine transportation agencies across the Midwest:  

• Illinois Department of Transportation 
• Indiana Department of Transportation 
• Iowa Department of Transportation 
• Michigan Department of Transportation 
• Minnesota Department of Transportation 
• Missouri Department of Transportation 
• Nebraska Department of Transportation 
• Ohio Rail Development Commission and 
• Wisconsin Department of Transportation 

 
The MWRRI was established in the context of the broader national federal efforts to support 
high-speed rail investment beginning with the Intermodal Surface Transportation Efficiency Act 
of 1991 (ISTEA) and its subsequent re-authorization in 1998 (TEA-21).  Federal funds continue 
to support rail projects in the Midwest, including $250 million for creating intermodal facilities, 
highway grade-crossing elimination and upgrades, construction of rail lines, and Illinois’ 
CREATE program.  As a result of this legislation and later designations, the Midwest Regional 
Rail System (MWRRS) corridors are part of the Chicago Hub high-speed rail network, one of ten 
FRA-designated high-speed rail corridor networks across the United States.  This designation 
allows a corridor to receive specially targeted funding for highway-rail grade crossing safety 
improvements, and recognizes the corridor as a potential center of high-speed rail activity.    
 
In October 1999, the MWRRI agencies joined together to evaluate the potential for implementing 
the Midwest Regional Rail System MWRRS and to create a business plan for its implementation. 
The MWRRS is proposed as a Chicago-based rail network encompassing approximately 3,000 
route miles in the nine MWRRI states (See Figure 3).  With the full implementation of the 
MWRRS, planned passenger rail routes and complementary feeder bus service, approximately 90 
percent of the Midwest region’s population would be within an hour’s ride of a MWRRIS rail 
station and /or 30 minutes of a MWRRS feeder bus station.2 
 
Among the recommendations from previous MWRRI studies is to implement the system through 
a phased approach, by first implementing corridor segments with the highest ridership potential 
per dollar invested. The MWRRI states identified the Chicago-Milwaukee-Madison, Chicago-
Detroit and Chicago-St. Louis corridors as Phase I corridors because existing rail service provides 
an opportunity to quickly implement improved reliability and amenities that are attributes of the 
MWRRI. The increased investment in the Phase I corridors is an opportunity to create a strong 
base on which to implement future MWRRI corridors throughout the system.   
 

                                                 
2 Midwest Regional Rail Initiative. September 2004. Midwest Regional Rail System Executive Report. 
Page 9. 
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Furthermore, IDOT, MDOT, and WisDOT have invested resources within the Phase I corridors 
to improve passenger rail service performance.  WisDOT completed its NEPA review and 
preliminary engineering for implementing rail service between Milwaukee and Madison.  
WisDOT is currently implementing track and signal improvements in the corridor. 
 
Recently, WisDOT has made a number of upgrades along the route between Chicago and 
Milwaukee.  The State of Wisconsin purchased the Milwaukee Amtrak Station for $1.4 million 
and construction will be completed in Fall 2007 on a $16.7 million public-private sector venture 
to rehabilitate and improve the station.  Additional work is underway to rehabilitate the train 
shed.  In January 2005, Wisconsin opened the $6.8 million Milwaukee Airport Rail Station at the 
General Mitchell International Airport in Milwaukee.  This facility is one of four in the country 
that provide Amtrak service to a major international airport.  More recently, in August 2006, a 
new station was opened at Sturtevant, WI, providing service to the Village of Sturtevant and to 
the City of Racine, WI.  
 
IDOT completed an Environmental Impact Statement to allow for increased train speeds between 
St. Louis and Dwight and rehabilitation work, between Springfield and Dwight has already been 
completed.  This rehabilitation work brings the track up to Class 6 standards and allows speeds of 
up to 110 mph, with appropriate enhancement of the signal system.   
 
MDOT has implemented a number of infrastructure and control system upgrades that are 
intended to ultimately allow for speeds up to 110 miles per hour along the Chicago-Detroit high-
speed corridor.  Michigan and Amtrak are also continuing work to close or protect all grade 
crossings along the corridor.   
 

4 Need  
To address the purpose of meeting regional travel needs by preserving, improving and expanding 
passenger rail service in the Phase I MWRRS corridors, it is necessary to provide reliable, 
attractive and safe passenger rail service as an alternative transportation choice for the Midwest.  
Early in the initiation of the MWRRI, the transportation agencies conducted market research to 
gauge the feasibility of the MWRRS.  The market research included intensive field survey of actual 
and potential rail passengers to understand their travel behaviors, requirements and preferences.  
The research concluded that the most important prerequisites for attracting and retaining rail 
riders are to overcome the current lack of reliability, infrequent service and provide travel times 
that are equal to or even greater than the auto mode. 
 
The principal service attributes of the MWRRS are: 

• Improved travel times and frequencies, 
• Competitive fares that maximize revenue yields, 
• Use of modern equipment, 
• Improved accessibility and reliability, and 
• Providing on-board and station amenities.3 

                                                 
3 Midwest Regional Rail Initiative. June 2004. MWRRI Project Notebook, Page 3-1 
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The study findings indicate that the MWRRS can attract new passengers, primarily from auto and 
air markets, by providing improved service and amenities. Offering high quality service 
(competitive in terms of time, price, frequency, and reliability), modern facilities with 
comfortable stations and state-of-the-art trains would divert passengers into the rail market, 
yielding increased ridership and revenue.4  
 
The surveys concluded that attracting travelers from all types of modes to the MWRRS will 
require a mix of marketing strategies and enhanced service attributes such as comparable trip 
times and more frequent service. While air service is one of the most expensive travel modes, air 
travelers place a high value on total trip time and frequency of service. Primary market research 
also concluded that it is important to dramatically improve current on-board and rail station 
services and continue making improvements. Marketing rail service to auto travelers must 
highlight service reliability in addition to convenience and reduced travel time.5  
 

4.1 Travel Demand in MWRRI corridors 
A review of previous MWRRI research, long range transportation plans, and long range capacity 
studies indicate that travel demand will continue to grow.  
 
The MWRRI research shows that long term (through the year 2040), population, employment 
and income are projected to grow consistently. The effect of this growth on travel is expected to 
result in an expanded intercity travel market by 13 percent between 2010 and 2020, and another 
28 percent by 2040.6 
 
A review of selected regional and state transportation plans mirror these statistics. For example, 
the Michigan DOT projects that by the year 2030 population and employment in the I-94 
corridor between Chicago and Detroit will grow 3.4% and 6.7%, respectively. During that same 
time frame, total daily vehicle-miles of travel is expected to increase 35%.7 MDOT has estimated 
that travel on interstate freeways has increased 55 percent since 1990, with 35 percent of the 
average vehicle miles traveled occurring under congestion conditions. With the anticipated 
increase in traffic, MDOT expects that congestion on the freeway system will continue to 
increase.8 
 
In northwest Indiana, population decreased one percent, but traffic volumes on major highways 
in the region increased about 50 percent. The Northwestern Indiana Regional Planning 
Commission (NIRPC) recognizes that part of this demand is the result of the region’s strategic 
location at the southern end of Lake Michigan. Many of the nation’s transportation systems 
converge in the region, making orderly flow of goods and services a priority for transportation 
planning in the region. According to the NIRPC’s long range transportation plan, three of the 

                                                 
4 Midwest Regional Rail Initiative. June 2004. MWRRI Project Notebook, Page 4-10. 
5 Midwest Regional Rail Initiative. June 2004. MWRRI Project Notebook, Page 4-12. 
6 Midwest Regional Rail Initiative. June 2004. MWRRI Project Notebook, Page 4-26. 
7 Michigan Department of Transportation. 
8 Michigan Dept. of Transportation. August 23, 2002. State Long Range Plan, 2000-2025. 
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seven major east-west transcontinental interstate highways cross through northwest Indiana. 
Trunk lines of three major eastern railroads pass through the region.9  
 
A review of available state and regional long range transportation plans further supports the 
MWRRI conclusions; these plans consistently reveal the following themes: 

• Travel demand will continue to outpace population and employment growth, 
• Populations will continue to age, indicating the need to meet travel demands through 

alternative modes, 
• State DOTs and local metropolitan planning organizations, which oversee long range 

transportation planning, will continue to emphasize preservation of existing 
infrastructure before building new infrastructure, and  

• Needed highway capacity expansion to meet travel demand exceeds available funds, 
indicating that travel needs will need to be met through alternative travel modes and 
travel demand management.10 

 
The MWRRI agencies concluded in their studies that the MWRRS can be a meaningful 
alternative to meet continued travel demand on highway and air infrastructure.11 The MWRRI 
studies estimate that in the year 2020, 4.4 million auto trips could be diverted to high-speed rail 
travel. In its high-speed ground transportation studies, the FRA calculated the travel time saved 
when traffic volumes are reduced on major highways between city pairs. FRA estimated the net 
present value (NPV) of the benefit of all diverted auto trips throughout the study period was the 
equivalent of $23.48 per diverted passenger auto trip. This value, multiplied by the estimated 4.4 
million auto trips diverted by the MWRRS and discounted over a 30- year period, yields a benefit 
of $1.3 billion.12  
 
The MWRRI estimates similar benefits for air carriers. Diverted trips to rail can realize air 
operating cost savings resulting from reduced congestion at airports. This is especially important 
considering that airline delays reached an all-time high in 2006. In a March 2007 press release, the 
U.S. Secretary of Transportation Mary E. Peters cautioned that aviation delays will grow without 
significant reforms13. Air traffic is expected to increase by the equivalent of two major hub 
                                                 
9 Northwestern Indiana Regional Planning Commission. 2006. Northwestern Indiana Long Range 
Transportation Plan-Connections 2030. pages 3-2 to 3-3. 
 
10 Indiana Dept. of Transportation. December 15, 2004. INDOT 2030 Long Range Plan, 2004 Draft 
Update. 
Michigan Dept. of Transportation. August 23, 2002. State Long Range Plan, 2000-2025. 
Wisconsin Dept. of Transportation. 2000. Wisconsin State Highway Plan 2020. 
Chicago Area Transportation Study. October 9. 2030 Regional Transportation Plan for Northeastern 
Illinois. 
East-West Gateway Council of Government. March 2005. Legacy 2030. 
Northwestern Indiana Regional Planning Commission. 2006. Northwestern Indiana Long Range 
Transportation Plan-Connections 2030. 
Southeast Wisconsin Regional Planning Commission. April 2005. Review and Update of Regional Land 
Use and Transportation System Plans for Southeast Wisconsin, Newsletter #2.  
11 Midwest Regional Rail Initiative. June 2004. MWRRI Project Notebook, Page 4-40. 
12 Ibid. Page 11-4. 
13 Federal Aviation Administration, March 2007, FAA Forecast Steady Growth in Air Travel Demand, 
Press Release No. AOC-8-07 
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airports, each year, through 2020. As a general rule, as airport traffic volume approaches capacity, 
delays increase. The MWRRS would increase travel options in the Midwest. Furthermore, since 
air service is increasingly focused on trips that exceed 300 miles, the MWRRS would tend to 
complement rather than compete with air service in the Midwest14. 
 
The Federal Aviation Administration (FAA) tracks the continuing growth of air travel demand. 
In 2001, the FAA developed benchmark summaries to compare projected airport growth in 
capacity with projected growth in airline demand. Demand at Chicago O’Hare is projected to 
grow by 18% by 2011. The FAA estimates that the imbalance between capacity and demand 
growth is expected to significantly increase delays at Chicago’s O’hare International Airport.15 
 
While capacity is expected to keep pace with demand at Detroit Metro Wayne County 
International and Lambert St. Louis International Airports, demand is projected to increase by 
nearly 30% by year 2011. Capacity generally decreases in adverse weather conditions, which may 
include poor ceiling and visibility, unfavorable winds and heavy precipitation. In its 2004 Airport 
Capacity Benchmark Report, the FAA estimates that poor weather reduces capacities at Chicago 
O’Hare, Detroit, and St. Louis International airports between 25 to 38%.16 Longer-term forecasts 
indicate that by 2025, enplanements at O’Hare are expected to increase by 65%; Detroit and St. 
Louis are projected to increase by 66 and 72%, respectively.17  
 
For its study corridors, the FRA study estimated the benefits to air carriers by multiplying the 
projected reduction in the number of aircraft hours of delay by the average cost to the airlines for 
each hour of delay. Average delays were capped at 15 minutes per operation. The NPV of air 
carrier benefits was estimated at $623 million for the 110-mph high-speed rail scenario, or the 
equivalent of $23.46 per diverted passenger air trip. This value, multiplied by the 1.35 million air 
trips diverted to the MWRRS, yielded a discounted 30-year benefit of approximately $0.4 billion.18  
 

4.2 Decrease travel times 
The preference surveys that the MWRRI agencies conducted over the last several years have 
yielded several important factors that influence the success of high-speed rail service in the 
Midwest. Travel time, frequency of service, and reliability are the primary factors that determine 
the choice of transportation mode.  
 
Thus, the MWRRI agencies propose a passenger rail system to provide a mix of travel times and 
train schedules to accommodate business as well as leisure travelers. Improved travel times and 
increased frequency of service will serve to foster connectivity throughout the region and 
strengthen the overall attractiveness and performance of the MWRRS. When compared with the 
travel times of the current passenger rail service, travel time savings on the MWRRS can range 
from 30 percent between Chicago and St. Louis to 32 percent between Chicago and Detroit. Table 
1 illustrates travel time reductions achieved by improvements to rail infrastructure proposed 
                                                 
14 Midwest Regional Rail Initiative. June 2004. MWRRI Project Notebook. Page 1-2 
15 Federal Aviation Administration, 2001, Airport Capacity Benchmark Report 2001, page 32. 
16 Federal Aviation Administration, 2004, Airport Capacity Benchmark Report, 2004, page 6. 
17 Federal Aviation Administration, March 2007, Terminal Area Forecast Summary, FAA-APO-07-1 
18 Midwest Regional Rail Initiative. June 2004. MWRRI Project Notebook Page 11-4. 
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under the MWRRS. Improvements to infrastructure and freight capacity mitigation can 
substantially improve travel times to be competitive with other travel modes. A comparison of 
estimated travel times between the various modes are illustrated in Tables 2 through 4 for the 
Phase I city pairs. 
 

Table 1 
Estimate Train Travel Times 
Phase I MWRRS Corridors 

 
City Pairs Current Service MWRRS Service Time Reduction % Reduction 

Chicago-Detroit 5 hr 36 min 3 hr 46 min 1 hr 50 min 32% 
Chicago-Madison* NA 2 hr 32 min NA NA 
Chicago-St. Louis 5 hr 20 min 3 hr 49 min 1 hr 31 min 28% 
*no passenger rail service exists between Chicago and Madison. 
Source: MWRRI. September 2004. Midwest Regional Rail System Executive Report. 
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Table 2 
Travel Time Comparisons between Travel Choices 

Chicago - Madison1 
 

Mode 

Estimated Travel Time Downtown 
to Downtown  

One-way 
Estimated Total 

Travel Time 

Passenger Rail 
Estimated Travel Time 

Comparison 
Passenger Rail  3 hours-12 minutes -- 

Walk/Auto Segment2 15 minutes to Chicago Union 
Station 

  

Station Segment 10 minutes   
Train Segment 2 hours-32 minutes   
Walk/Auto Segment 15 minutes to Downtown Madison 

(assumes airport station) 
  

Auto and Parking 3-4 hours 3-4 hours 12 minutes faster to 48 
slower than train 

Bus3    
Auto/Walk Segment 15 minutes to downtown bus station 
Station Segment 10 minutes 
Bus Segment3 4 hours 
Taxi/Walk 15 minutes to  Downtown Madison   

4 hours-40 minutes 1 hour-28 minutes slower 
than train.  

Air    
Auto Segment 1 hour Downtown Chicago to 

O’Hare Airport (includes parking 
time in downtown) 

Airport Segment 1.5 hours O’Hare Airport 
Air Segment4 51 minutes  
Airport Segment 15 minutes 
Auto Segment 15 minutes Madison Airport to 

Downtown Madison 

3 hours-51 minutes 39 minutes slower than 
train  

1 Full build-out of 110 mph service between Chicago-Milwaukee service included 
2 Travel time estimates for walk, auto, train, and station segments obtained from Milwaukee-Madison Passenger Rail Corridor Project 
Environmental Assessment, WisDOT ID 0410-40-40/0499-10-39, http://www.dot.state.wi.us/projects/d1/hsrail/environ.htm, June 
2001. 
3Average bus travel time  
4 Based on United Airlines, http://travel.united.com/ube/core/us/compactSearch.do?waitingPageFlag=true, Accessed September 2007. 
 
Source: HNTB Corporation 
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Table 3 

Travel Time Comparisons between Travel Choices 
Chicago-St. Louis 

 

Mode 

Estimated Travel Time Downtown 
to Downtown  

One-way 
Estimated Total 

Travel Time 

Passenger Rail 
Estimated Travel Time 

Comparison 
Passenger Rail  4 hours, 29 minutes -- 

Walk/Auto 
Segment1 

15 minutes to Chicago Union 
Station 

  

Station Segment 10 minutes   
Train Segment2 3 hr 49 minutes   
Walk/Auto Segment 15 minutes to Downtown St. Louis   

Auto and Parking 5-6 hours  5-6 hours  31 minutes to 1 hour-31 
minutes slower than 
train 

Bus3    
Auto/Walk Segment 15 minutes to bus station 
Station Segment 10 minutes 
Bus Segment 6 hours-23 minutes 
Auto/Walk 15 minutes 

7 hours-3 minutes 2 hours-34 minutes 
slower than train.  

Air    
Auto/Transit 
Segment 

1 hour Downtown to O’Hare 
Airport 

Airport Segment 1.5 hours 
Air Segment4 1 hour-10 minutes O’Hare Airport 

to Lambert-St. Louis Airport 
Airport segment 15 minutes 
Auto/Transit 
Segment 

1 hour Lambert-St. Louis Airport to 
Downtown St. Louis (includes 
parking time in downtown) 

4 hours-55 minutes 26 minutes slower than 
train 
  

1  Travel time estimates for walk, auto and station segments obtained from Milwaukee-Madison Passenger Rail Corridor Project 
Environmental Assessment, WisDOT ID 0410-40-40/0499-10-39, http://www.dot.state.wi.us/projects/d1/hsrail/environ.htm 
2Travel time estimates for train segment are based on Midwest Regional Rail System, Executive Report, September 2004. 
3Average bus travel time  
4 Based on United Airlines, http://travel.united.com/ube/shopInput.do?waitingPageFlag=true, Accessed September 2007. 
 
Source: HNTB Corporation 
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Table 4 
Travel Time Comparisons between Travel Choices 

Chicago-Detroit 
 

Mode 

Estimated Travel Time Downtown 
to Downtown  

One-way 
Estimated Total 

Travel Time 

Passenger Rail 
Estimated Travel Time 

Comparison 
Passenger Rail  4 hours-26 minutes -- 

Walk/Auto 
Segment1 

15 minutes Downtown Chicago to 
Union Station 

  

Station Segment 10 minutes   
Train Segment2 3 hours-46 minutes   
Auto Segment 15 minutes from New Center station 

to Downtown Detroit 
  

Auto and Parking 4 hours-30 min. to 5 hours 4 hours-30 min. to 
5 hours 

4 minutes to 34 minutes 
slower than train 

Bus3    
Auto/Walk Segment 15 minutes to downtown bus  

station 
Station Segment 10 minutes 
Bus Segment 7 hours-10 minutes 
Auto/Walk 15 minutes bus station to downtown 

7 hours-50 minutes 3 hours-24 minutes 
slower than train.  

Air    
Auto/Transit 
Segment 

1 hour Downtown Chicago to 
O’Hare Airport 

Airport Segment 1.5 hours 
Air Segment4 
 
Airport segment 
Auto Segment 

1 hour-15 minutes Detroit/Wayne 
Airport-O’Hare Airport 
15 minutes 
40 minutes to Detroit Wayne 
Airport to Downtown Detroit 

4 hours-40 minutes 14 minutes slower than 
train  

1 Travel time estimates for walk, auto and station segments obtained from Milwaukee-Madison Passenger Rail Corridor Project 
Environmental Assessment, WisDOT ID 0410-40-40/0499-10-39, http://www.dot.state.wi.us/projects/d1/hsrail/environ.htm 
2Travel time estimates for train segment are based on Midwest Regional Rail System, Executive Report, September 2004. 
3Average bus travel time  
4 Based on, Northwest Airlines, http://res.nwa.com/App/FlightSearchResults, Accessed September 2007. 
 
Source: HNTB Corporation 
 

4.3 Increase frequency of service 
The preference surveys that the MWRRI agencies conducted found that air travelers place a high 
value on frequency as well as travel time. Thus, the MWRRS focuses on more frequent passenger 
rail service, with improved travel times to attract air travelers.19 
 
The proposed improvements to rail infrastructure and capacity mitigation for freight services can 
allow for increased train frequency in the MWRRS. Table 5 provides a comparison of existing and 
proposed train frequencies, which generally creates a doubling or tripling of the level of service.   
 

                                                 
19 Midwest Regional Rail Initiative. June 2004. MWRRI Project Notebook. Page 4-6. 
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Table 5 
Number of Daily Round Trips 

 
City Pair Current Amtrak Service Phase I MWRRS 
Chicago-Detroit 3 6 
Chicago-St. Louis 5* 8 
Chicago-Milwaukee 
Milwaukee-Madison 

8* 
0 

10 
6** 

*Includes Amtrak long-distance trains 
** MWRRS route differs from current Amtrak service 
Source: MWRRI Project Notebook, June 2004, Page 3-4 

 

4.4 Improve reliability 
According to MWRRI surveys, both business and leisure travelers value reliability; particularly 
business air travelers, who value reliability substantially more than non-business air travelers and 
all rail travelers. Thus, the success of the MWRRS to attract ridership is closely linked to 
providing on-time performance that is competitive with airline on-time performance. A potential 
added benefit of passenger rail in the Midwest is that it can typically operate in poor weather 
conditions, providing a reliable alternative to air travel in inclement weather.20 Severe weather and 
congestion rarely cause delays and there is normally minimal waiting time at stations.21     
 
However, there are several infrastructure and operational constraints along all three of the Phase I 
corridors that must be addressed to improve reliability of existing passenger rail service and 
future expansion of service proposed under the MWRRI. The MWRRI would improve reliability 
through corridor improvements including construction and upgrades of bridges, sidings, 
crossovers, interlockings, turnouts and the construction and upgrades of additional trackage.   
 
In order to achieve financial goals, rolling stock must be very reliable in all weather conditions. 
The MWRRI assumes that rolling stock suppliers would participate in on-going maintenance 
activities. It is also anticipated that equipment awards would include long-term performance and 
maintenance cost specifications; these would serve as incentives for long-range ease of 
maintenance and reliability.  
 

4.4.1 Chicago-Detroit  
Along the Chicago-Detroit corridor, capacity for passenger rail service is affected by heavy freight 
rail traffic and infrastructure constraints. For example, the high volume of national and local 
freight and passenger rail traffic through northwestern Indiana frequently delays existing 
passenger rail trains in the corridor. A network of national trunk rail lines, along with several 
regional and local rail lines cross through the region to and from all directions. Figure 4 illustrates 
the high density of freight rail traffic in northwestern Indiana.22. The main Norfolk Southern  

                                                 
20 Midwest Regional Rail Initiative. June 2004. MWRRI Project Notebook. Page 4-8 
21 Midwest Regional Rail Initiative. June 2004. MWRRI Project Notebook Page 4-31. 
22 Indiana Department of Transportation, Multi-Modal Transportation Division, Indiana Rail Plan, October 
2002, Page 5. 
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trunk line, from the Illinois state line at Hammond east to St. Joseph County, is the most heavily 
used rail line in northwest Indiana. This corridor accommodates over fifty trains per day23.   
 
Furthermore, in Michigan, relatively short sidings for passenger to passenger train meets, as well 
as relatively long distances between sidings create the potential for delays due to waiting for 
opposing traffic. Another capacity constraint is related to fact that there are no sidings between 
Battle Creek and Kalamazoo. There is also the potential for freight and passenger train congestion 
through Battle Creek and congestion delays in the Detroit area, especially at interlockings.24 
 
Amtrak’s annual On-time Performance Reports and Minutes of Delay statistics for Amtrak’s 
operations between Chicago and Detroit were analyzed for six trains over the period 2004-2006. 
Amtrak’s on-time performance was approximately 50%. The reports indicate that the top reasons 
for delay were freight train interference, passenger train interference, and C&S work due to 
defects.25 Delays due to freight interference can be expected to grow. An MWRRI analysis projects 
freight traffic between Chicago and Porter, Indiana to grow between 2% and 5% annually. This 
increase is expected to lead to greater congestion and delay for both passenger and freight trains.  
Infrastructure improvements, including new tracks, are required to accommodate both passenger 
and freight service growth.26 
 
The MWRRI’s potential mitigation options along the Chicago-Detroit route include the 
infrastructure improvements between Chicago and Porter, Indiana and extension of sidings and 
double track, upgrading turnouts, and the construction of new trackage in Michigan. MWRRI 
analysis indicates that freight trains would still need to be carefully slotted between Battle Creek 
and Kalamazoo, as will passenger trains coming into and out of Chicago.27 
 

4.4.2 Chicago-St. Louis 
The freight traffic on the route between Joliet and Alton, IL is relatively light, but heavy in the St. 
Louis and Chicago terminal areas, causing passenger service delays. In the Chicago area, the route 
operates through a highly industrialized area, with numerous freight shippers. Freight congestion 
in the St. Louis area also causes delays. There are a number of meet-points along the route, but 
few are sufficient for unobstructed passenger to passenger train meets.28 
 
Amtrak’s annual On-time Performance Reports and Minutes of Delay statistics for Amtrak’s 
operations between Chicago and St. Louis were analyzed for two trains over the period 2004-
2006. Amtrak’s on-time performance was approximately 70%. The top reasons for delay on the 

                                                 
23 Northwestern Indiana Regional Planning Commission, June 2007, Connections 2030 Regional 
Transportation Plan, Part I pages 58 - 59 
24 Midwest Regional Rail Initiative. June 2004. MWRRI Project Notebook. Pages 6-51 - 6-53 
25 On-Time Performance and Minutes of Delay Statistics, May 2007 letter from Michael W. Franke (Senior 
Director, Amtrak) 
26HNTB, December 2004, Detroit-Chicago High Speed Rail Corridor Study Update “South of the Lake 
Corridor” 
27 Midwest Regional Rail Initiative. June 2004. MWRRI Project Notebook. Pages 6-52, 6-53 
28 Midwest Regional Rail Initiative. June 2004. MWRRI Project Notebook. Pages 6-58 
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route between Chicago and St. Louis were due to C & S work, freight train interference, and speed 
restrictions due to defects or slow orders29 
 
There are several potential mitigation options to address delays on the route between Chicago and 
St. Louis. Potential improvements include the addition of crossovers, turnouts, and sidings along 
with the creation and management of train slots. These improvements should be sufficient to 
accommodate the MWRRS trains that would operate over this route.30 
 

4.4.3 Chicago-Milwaukee 
Amtrak operates the Hiawatha service between Chicago and Milwaukee. Amtrak’s annual On-
time Performance Reports and Minutes of Delay statistics for Amtrak’s operations between 
Chicago and Milwaukee were analyzed for 14 trains over 2004-2006. Over this time period, the 
on-time performance record for the Hiawatha service was over 90% and substantially better than 
the Chicago-St. Louis and Chicago-Detroit routes.31 The main reasons for delay along the 
Hiawatha route were due to interference by commuter trains, routing delays, and C & S work.  
 
One of the key requirements of the MWRRS is the use of the right-of-way that is currently owned 
by the freight railroads. A goal of the MWRRI is to develop cooperative agreements with freight 
railroads to allow increased passenger rail service. These cooperative agreements need to include 
additional capacity to ensure that the freight railroads can maintain their own train service. Other 
improvements that would increase capacity include upgrading signaling systems and the 
construction of additional tracks, railroad yard bypasses, and freight sidings.     

 

4.5 Amenities 
The MWRRS plan for improved passenger rail ridership also includes continuing focus on 
amenities. Technological advances, along with an increased attention to customer satisfaction, 
have led to considerable improvements to on-board amenities.32 In addition to improved 
performance and reliability, an expanded suite of amenities for the MWRRS allows passengers to 
work and relax comfortably while on the train. The following are examples of on-board amenities 
that would respond to customer expectations and satisfaction: 

• Food and beverage service, 
• Open seating and airline-type business class seating, 
• Large flexible compartments, 
• Receptacles for computers and other communication equipment, 
• Wireless internet access, and  
• Audio-visual monitors at seats for news, entertainment, and informational programs. 

 

                                                 
29 On-Time Performance and Minutes of Delay Statistics, May 2007 letter from Michael W. Franke (Senior 
Director, Amtrak) 
30 Midwest Regional Rail Initiative. June 2004. MWRRI Project Notebook. Pages 6-59 
31 On-Time Performance and Minutes of Delay Statistics, May 2007 letter from Michael W. Franke (Senior 
Director, Amtrak) 
32 Midwest Regional Rail Initiative. June 2004. MWRRI Project Notebook. Pages 1-1, 3-6 
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MWRRS rail cars would also be equipped with special vibration-absorbing mountings and 
soundproofing to reduce noise levels. These features add to passenger comfort. Investments to 
improve amenities are expected to raise ridership and increase revenues as the high quality service 
offered by MWRRS would attract travelers into the rail market.33 
   

5 Conclusion  
The purpose of the MWRRI and the proposed action is to provide a means to help meet future 
regional travel needs through improvements to the level and quality of regional passenger rail 
service. The proposed action offers an opportunity to provide reliable and competitive passenger 
rail service as an attractive alternative transportation choice through improved travel times, 
improved frequency and reliability and upgraded amenities. 
 
State DOTs and local metropolitan planning organizations anticipate consistent increases in total 
daily vehicle-miles traveled on their freeway systems; much of these increases are expected to 
occur under congested conditions. As needed highway capacity expansion is physically 
constrained or exceeds available funds, future travel demands will need to be met through 
alternative travel modes and travel demand management. 
 
The expected increases in travel demand will also affect air transportation. As a general rule, as air 
traffic volume approaches capacity, delays tend to increase. As air service is increasingly focused 
on trips that exceed 300 miles, MWRRS can compliment rather than compete with air service in 
the Midwest.   
 
The MWRRS can offer a meaningful alternative to meet future regional travel demands by 
providing an improved level and quality of passenger rail service; principal service attributes 
include: 

• Improved travel times, reliability and frequencies 
• Competitive fares that maximize revenue yields  
• Use of modern equipment 
• Improved amenities  

 
These improvements allow MWRRS to revitalize passenger rail in the Midwest and be a key 
component of the regional transportation system. 
 

                                                 
33 Midwest Regional Rail Initiative. June 2004. MWRRI Project Notebook. Page 2-7, 4-10 


