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ABSTRACT 
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limited to their communities for job opportunities. A corollary problem is employers in the study area do not have sufficient transit 
access to the major labor pools of the region, especially skilled workers. This limitation on employee recruitment impacts the area's 
ability to attract and retain business. The primary purpose of an investment in transit in the KRM corridor is to provide regional transit 
connections between residential and employment concentrations to improve the mobility and transit access of residents and workers, 
especially those dependent on transit, as well as to provide transit access to job opportunities in the study area. Other project purposes 
include providing a high quality alternative to automobile travel which will increase transit ridership with attendant potential reductions in 
automobile traffic and impacts, particularly during the reconstruction of Interstate Highway 94, and encouraging more efficient. higher 
density, transit oriented infill development and redevelopment. 
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NATIONAL ENVIRONMENTAL POLICY ACT STATEMENT 

 
 
The National Environmental Policy Act (NEPA), 42 USC 4321-4347, became effective 
January 1, 1970.  This law requires that all federal agencies have prepared for every 
recommendation or report on proposals for legislation and other major federal actions significantly 
affecting the quality of the human environment, a detailed statement (now called an Environmental 
Impact Statement or EIS).  The Federal Transit Administration (FTA) is, therefore, required to have 
prepared an EIS on proposals that are funded under its authority if the proposal is determined to 
be a major action significantly affecting the quality of the human environment. 
 
EISs are required for many transportation projects, as outlined in NEPA.  The processing of an EIS 
is done in two stages.  Draft EISs are first written and forwarded for review and comment to 
federal, state, and local agencies with jurisdiction by law or special expertise and are made 
available to the public.  This availability to the public must occur at least 15 days before the public 
hearing and no later than the time of the first public hearing notice or notice of opportunity.  
Normally 45 days plus mailing time will be allowed for comments to be made on the Draft EIS, 
unless a time extension is granted by the Director of the Office of Environmental Analyses.  After 
this period has elapsed, preparation can begin on a Final EIS. 
 
Final EISs are prepared to reflect the distribution of the draft statement by including the following: 
 
1. Basic content of the draft statement, as amended, due to internal agency comments, editing, 

additional alternatives being considered, and changes due to the time lag between the Draft 
and Final EIS. 

 
2. Summary of public hearing environmental comments. 
 
3. Summary of comments received on the Draft Statement. 
 
4. Evaluation and disposition of each substantive comment. 
 
A Record of Decision cannot be completed and signed sooner than 90 days after circulation of 
Draft Statement to the Environmental Protection Agency (EPA) or 30 days after submission of the 
Final Statement to the EPA. 
 
Both the Draft and Final EIS are full disclosure documents, which provide a full description of the 
proposed project, the existing environment, and an analysis of the anticipated beneficial and/or 
adverse environmental effects. 
 
Names and addresses of those individuals to contact for additional information, or to provide 
written comments to, are indicated on the title sheet. 
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S SUMMARY 

S.1 Project Location 

The Kenosha-Racine-Milwaukee (KRM) corridor is located in southeastern Wisconsin along the 
shore of Lake Michigan.  The area is characterized by a mix of urban and rural land uses.  The 
major Interstate Highway (IH) in the area, IH 94, is located approximately 10 miles west of the 
Lake Michigan shoreline.  Wisconsin State Trunk Highways (STH) 31 and 32 run north-south in 
the corridor and pass through the established shore line areas of Kenosha, Racine and 
Milwaukee counties.  Refer to Exhibit 1 for a Project Location Map. 

S.2 Project Description 

Over the past decade a very high level of interest has developed in the KRM corridor for 
improved commuter transportation service.  This interest has been manifested by the creation of 
a group involving major employers, municipalities and counties within the corridor which has as 
its objective the improvement of transit service within the corridor.  The Southeastern Wisconsin 
Regional Planning Commission (SEWRPC), the Metropolitan Planning Organization (MPO) for 
the seven-county Southeastern Wisconsin region, has completed two studies1,2 which focus on 
transit improvements throughout the KRM corridor.   
 
On behalf of an intergovernmental partnership of the Counties and Cities of Kenosha, Racine 
and Milwaukee, the Wisconsin Department of Transportation (WisDOT) and the Regional 
Planning Commission, the Commission is undertaking the Environmental Impact Statement 
(EIS) and Project Development phase of the KRM Alternatives Analysis (AA) in order to produce 
a Draft EIS (DEIS), refine the previous alternatives analysis, and develop further a commuter 
transportation project within the corridor.  This study is funded by the Federal Transit 
Administration (FTA) Section 5309 “New Starts” program and the members of the 
Intergovernmental Partnership described above.  The products of this study will be used to 
support an application to the FTA for funding of Preliminary Engineering under the FTA’s New 
Starts program.  

S.2.1 Project Goals and Relationship with Previous Planning Efforts 

There have been a number of studies for major transportation improvements in the KRM 
corridor prepared previously.  These studies serve as an important foundation for the 
investment alternatives considered in this study. 
 
A study completed in 1998 investigated the feasibility of commuter rail service in the KRM 
Corridor.  The study concluded that the extension of a limited-stop commuter rail service 
connecting the urban centers of Kenosha, Racine, and Milwaukee to each other and to 
northeastern Illinois was technically feasible and potentially financially feasible.  The study 
recommended that a subsequent corridor study of commuter rail and commuter bus alternatives 
be undertaken to determine whether commuter rail service should be implemented.  
 
In 2003, the Kenosha-Racine-Milwaukee Corridor Transit Study was completed, which followed 
the recommendations of the 1998 effort.  The project evaluated commuter rail and commuter 

                                                 
1 Feasibility Study of Commuter Railway Passenger Train Service in the Kenosha-Racine-Milwaukee Corridor, the Regional 
Planning Commission, June 1998 
2 Kenosha-Racine-Milwaukee Corridor Transit Study Summary Report and Recommended Plan, the Regional Planning 
Commission, August 2003. 
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bus alternatives connecting Kenosha, Racine and Milwaukee.  The final recommendation made 
by the Advisory Committee for the Kenosha-Racine-Milwaukee Transit Study was to proceed 
with implementation of an extension of commuter rail service from Kenosha to Milwaukee at a 
medium level of service (i.e., 7 round trips daily).  
 
In 2006, the SEWRPC adopted a Year 2035 transportation system plan.  The plan addresses a 
host of land and transportation issues.  Elements of the transportation plan include 
transportation demand management, bicycle and pedestrian facilities, public transit, and arterial 
street and highway systems.  As a part of the plan for improved and expanded public transit 
services within the region, the plan envisions the development of rapid and express transit 
services.  One of the several corridors recommended for the development of such service is the 
KRM corridor that extends from the City of Kenosha through the City of Racine to the City of 
Milwaukee.  These rapid transit recommendations have been part of the regional transportation 
plan since the early 1980s.  
 
The regional transportation plan notes that the Counties and Cities of Milwaukee, Racine and 
Kenosha are presently conducting studies addressing funding and refinement of proposed 
commuter rail service between Kenosha and Milwaukee.  If these studies lead to a decision to 
implement commuter rail service, the SEWRPC will formally amend the regional plan to include 
it. 
 
The basis for conducting the KRM Alternatives Analysis arose from these earlier studies and the 
region’s transportation system planning process.  Therefore, this study will substantiate and 
refine previous study conclusions.  The project goals used in this study are consistent with 
previous project work and the overarching aims of the regional plan.  Based on the review of the 
goals from these previous efforts, the three goal statements identified for the KRM AA/DEIS 
project are:  
 

1. Improve Regional Transit Mobility and Access,  
2. Contribute to Desirable Economic and Community Development, 
3. Attract Increased Transit Ridership.   

S.3 Purpose and Need 

A lack of regional transportation options for travel between communities in the corridor limits 
mobility of area residents and workers - particularly individuals with limited or no access to 
private automobiles.  Many persons residing in the developed portion of the corridor, namely the 
cities of Kenosha, Racine and Milwaukee, are unemployed, are below the poverty level, or do 
not own a car.  These individuals access to jobs is limited to their communities.  A corollary 
problem is employers in the study area do not have sufficient transit access to the major labor 
pools of the region, especially skilled workers.  This limitation on employee recruitment impacts 
the area’s ability to attract and retain business. 
 
The primary purpose of an investment in transit in the KRM corridor is to provide regional transit 
connections between residential and employment concentrations to improve the mobility and 
transit access of residents and workers, especially those dependent on transit, as well as to 
provide transit access to job opportunities in the study area.  Other project purposes include 
encouraging transit oriented infill development and redevelopment around transportation hubs, 
and increasing the use of transit service. 
 
In summary, the KRM AA/DEIS project responds to several transportation related needs and 
consequences in southeastern Wisconsin.  The corridor’s primary problem is residents who 
don’t have access to jobs.  A corollary problem is employers not having sufficient access to 
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labor of required skills.  The project intends to address the primary goals by the result of several 
outcomes, including: 
 

• Improve access to jobs and labor force; 
• Increase and improve travel options within and between the corridor and Northeastern 

Illinois; 
• Improve mobility for households without an auto and populations that are low-income ; 
• Provide an alternative during IH 94 freeway reconstruction; 
• Promote station area land development and redevelopment; 
• More closely connect Kenosha, Racine, and Milwaukee to each other and to 

Northeastern Illinois and Chicago; 
• Improve linkages that will result in more economic and population growth in the KRM 

corridor and in the Milwaukee-Racine-Kenosha-Chicago mega-metro area; 
• Support companies that have indicated the importance of retaining and attracting 

qualified employees; 
• Provide faster and more convenient regional service; 
• Increase reliability of travel; 
• Increase safety of travel; 
• Contribute to reducing automobile use and highway traffic; 
• Have a high potential to generate transit ridership. 

S.4 Alternatives 

S.4.1 General 

A full range of alternatives were initially developed for the KRM transit project corridor and each 
of these alternatives was evaluated for its ability to meet the purpose and need requirements of 
this project.  In accordance with the Council on Environmental Quality (CEQ) guidelines, only 
those feasible and prudent alternatives that passed the screening process were selected for 
detailed evaluation in this DEIS.  Those alternatives that did not meet the purpose and need 
requirements of this project are also described in this section.  Refer to Exhibit 1 for a Project 
Location map. 

S.4.2 Locally Preferred Alternative 

The Commuter Rail Alternative was selected as the Locally Preferred Alternative by the 
members of the KRM Steering Committee on November 15, 2006, after reviewing the results of 
the detailed study screening process.  This alternative will effectively provide an additional form 
of transit for residents with little access to or without automobiles and link them with additional 
job opportunities.  In addition, communities in the corridor will have access to a larger pool of 
skilled workers.  The Commuter Rail Alternative will contribute to reducing automobile use and 
highway traffic and will also promote station area land development.  Mixed use, pedestrian 
friendly development near rail stations will spur transit ridership and create desirable 
neighborhoods. 
 
This alternative should be supported for its ability to link the communities in the KRM corridor 
with an efficient, safe, and reliable form of transportation.  The travel time between Milwaukee 
and Kenosha via commuter rail is comparable to auto travel and shorter than traveling by bus.  
In addition, the public support for this alternative has been very strong when compared to the 
other transit options studied.   
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This alternative includes nine stations at the following locations (See Exhibit 2): 
• Kenosha  
• Somers 
• Racine 
• Caledonia 
• Oak Creek 
• South Milwaukee 
• Cudahy/St. Francis 
• South Side Milwaukee 
• Downtown Milwaukee 

 
The estimated full route travel time for this alternative is 53 minutes which includes 1 minute 
dwells at each station. 
 
Existing WCL service is retained with the new commuter rail service based on the fact that 
some of the markets served by the WCL are distinct from markets that the build alternative 
would serve and also because for the portion of the route between Kenosha and Oak Creek 
WCL would serve a complementary feeder function to the rail service.   
 
Modifications to the Milwaukee County Transit System and the transit systems in the cities of 
Racine and Kenosha are described in the Detailed Study Alternatives section. 
 
The evaluation process for selecting the locally preferred alternative is described in the following 
sections. 

S.4.3 Screening Process and Methodology 

The evaluation process is the method by which the preferred alternative will be ultimately 
identified from among the full range of alternatives.  The process calls for a structured approach, 
involving use of the project goals and objectives as the basis for measures of performance.  
Evaluation factors were selected based on their ability to measure objectively the performance 
of each alternative from a number of perspectives.   
 
To arrive at a preferred alternative, a three level screening process was used, with the first level 
evaluating the full range of potential modes and technologies.  This is referred to as the 
Conceptual Alternatives stage.  This step also considered selected service design concepts 
which use the likely modes to be studied in more depth.  The reduced set of alternatives 
resulting from this step was then subjected to the second screening.  This is referred to as the 
Preliminary Alternatives stage.  The measures used in the second level have less detail than in 
the final evaluation, but were based on the same overall objectives of the study.  The reduced 
set of alternatives from this step was then subjected to the third screening.  This is referred to as 
the Detailed Study Alternatives stage.  From this third screening, the selection of the preferred 
alternative used evaluation measures that are similar to those used by the Federal Transit 
Administration (FTA) for its New Starts project justification criteria.  

S.4.4 Conceptual Alternatives (Level 1) 

Refer to Exhibit 2 for a map of the project’s Conceptual Alternatives. 

No-Build Alternative 

The KRM No-Build Alternative incorporates selected planned and programmed public 
transportation and system management improvements described in the regional Transportation 
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Improvement Program (TIP).3  The committed projects included in this No-Build are assumed in 
all other alternatives.  The No-Build Alternative also serves as the baseline for analyzing 
environmental impacts of the TSM and Build alternatives. 

Transportation System Management (TSM) Alternative 

This alternative is a comparatively low cost upgrade of existing commuter bus transit in the 
corridor.  Exhibit 2 shows the proposed TSM route.  Improvements include expanded 
schedules, traffic signal prioritization, additional park and ride spaces, assistance in forming 
transportation management associations among area employers, and passenger information 
systems at bus stops.  The TSM Alternative includes a pair of additional Metra trains added to 
the current UP-North service to Kenosha, one northbound in early morning and one southbound 
in the afternoon.  These trains will allow commuters to connect with the commuter bus service to 
Milwaukee for the business day.  The TSM Alternative will likely serve as the baseline 
alternative for analysis in FTA’s New Starts transit planning process; as such it will be carried 
forward for preliminary analysis and screening.  

Bus Rapid Transit (BRT) Alternative 

This alternative includes the development and operation of higher-capacity, higher speed, and 
capital-intensive commuter bus service between Kenosha, Racine and Milwaukee , as seen in 
Exhibit 2, that would be coordinated with the existing Metra commuter rail service provided 
between Kenosha and Chicago.  This alternative improves the TSM Alternative by incorporating 
the use of exclusive and/or semi-exclusive rights-of-way, on-line passenger stations and 
vehicles with floor heights compatible with station platforms that improve passenger access 
while reducing boarding and alighting times in an attempt to provide a service comparable to 
and competitive with commuter rail. 

Commuter Rail 

This alternative includes the development and operation of commuter rail service between 
Kenosha, Racine and Milwaukee, a distance of 32.6 miles, similar to that which is currently 
provided between Kenosha and Chicago.  Exhibit 2 shows the proposed commuter rail route.  
The service would be coordinated with the existing Metra commuter rail service provided 
between Kenosha and Chicago. 

Rail Transit Alternative 

The Heavy Rail Transit (HRT) Alternative is characterized by exclusive rights-of-way throughout 
the full length of the line, a fairly intense frequency of service, and relatively long (e.g. 1000 foot) 
trains routinely composed of multiple cars.  These systems are designed for delivering very 
heavy ridership as quickly and conveniently as possible into the most densely developed 
portions of large cities.  At-grade operation is not typical of most HRT lines, particularly in 
downtown areas, but away from the downtowns there are exceptions.  There are also very few 
instances of HRT mixed-use right-of-way.   

Streetcar and Light Rail Transit Alternative 

This alternative combines the use of streetcars and/or light rail transit (LRT) to provide 
commuter service between Kenosha and Milwaukee.  Streetcars should be used in cities where 
rail vehicles run bumper-to-bumper with automobile traffic and must comply with conventional 

                                                 
3 Op. cit. SEWRPC TIP, December 2003. 
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street signals, or variations thereof, and operate at lower speeds.  In between major cities, 
where they would have access to exclusive rights-of-way to run at higher speeds, they would 
utilize specialized rail signaling and be referred to as LRT.  

Commuter Rail/Bus Alternative 

A variant on the basic BRT and Commuter Rail Alternatives is the combined use of an extension 
of the existing commuter rail service from Kenosha to Racine with BRT service between Racine 
and Milwaukee.  The implementation of this alternative is dependent upon the willingness of 
Metra to provide the expanded service.  In the past, Metra has not been willing to provide 
service outside its Illinois-legislated six-county service area.  The sole exception to date has 
been the service to Kenosha which Metra inherited as a preexisting condition when it was 
created in the mid 1980’s.  Metra has indicated that they will not participate in any operations 
north of Kenosha4. 

Trolley Bus 

The trolley bus is a well-proven bus variation.  These rubber tire electric buses were very 
popular in the U.S. in the middle of the 20th century and a few systems are still running in North 
America with many others running elsewhere around the world.  These systems utilize a two 
wire overhead system to distribute electric power.  A pair of parallel trolley poles on the vehicles 
connects to that power.  These systems are very pleasant riding because of the acceleration 
capability of the vehicles and the quiet propulsion.  

Automated Guideway Transit (AGT) 

An AGT is a driverless system in which there are no cabs in the vehicles for an operator to take 
a permanent position for every trip.  This driverless operation provides the ultimate in flexible 
service.  It allows AGT systems to respond rapidly to operational needs.  As long as central 
control is manned, system operations can be adjusted over time first to meet rapidly the 
demands of the public, and to ensure during off-hours that sufficient time is available for 
maintenance crews to work along the guideway.  Driverless operation also has the potential for 
overall operating and maintenance savings.  Shorter headways are made possible by 
computers optimizing the operation of vehicles while simultaneously ensuring the safety of the 
operation.  Due to the limited availability of right-of-way and the incompatibilities of this system 
operating at-grade in suburban/rural settings, this alternative would need to be fully 
grade-separated. 

Monorail 

Monorails appeal to the public because they appear as a distinct, futuristic transit alternative.  
The name and the public perception of monorail is that of a single longitudinal beam of 
substantial size and cross section, but significantly smaller than a railroad structure.  There are 
general areas in which monorails have technical disadvantages.  Vehicle capacity is generally 
low and emergency evacuation from the cars is difficult because the monorails are sometimes 
suspended.  In addition, high performance transit systems usually require frequent use of 
guideway switches which for monorails are large, slow, heavy, high-maintenance devices.  
Monorail guideways must always be on exclusive rights-of-way and therefore are often not 
visually compatible with city streets. 

                                                 
4 Op. cit, Grigg, January 11, 2006 e-mail. 
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Moving Way Transit 

Moving way transit systems were first considered a “transit mode” in the 1970’s.  The term 
refers to moving sidewalks and ski-lift-like devices in their various forms.  Because of boarding 
and deboarding safety, these systems are typically very low speed, cover relatively short 
distance, and are structured as a series of point-to-point systems.  To overcome the speed 
restriction, a number of accelerating sidewalks were also designed and demonstrated but 
generally were not proven to be practical in regular service. 

S.4.5 Preliminary Alternatives (Level 2) 

Refer to Exhibit 3 for a series of maps showing the Preliminary Alternatives. 

No-Build Alternative 

As described above and in Section 2.3.1, the No-Build Alternative serves as the NEPA baseline 
alternative for analyzing environmental impacts in each level of screening. 

Transportation System Management (TSM)  

The KRM TSM Alternative was briefly described above.  The following text describes the 
alternative in more detail.  Also, Exhibit 3 provides more detailed information.  
 
The proposed TSM Alternative upgraded the existing transit service in the corridor with minimal 
capital investment in new infrastructure.  The following bullet list summarizes the major 
elements of the TSM. 
 

• An additional Metra reverse peak direction train trip in each peak period to/from Kenosha 
• Expansion of service on existing Wisconsin Coach Line and Milwaukee County Transit 

Route #48 (“Freeway Flyer”) 
• Development of an Oak Creek Park and Ride Lot at STH 100 and STH 32.  The TSM 

Alternative assumes that land will be purchased and an off-street park and ride facility 
and transit center will be constructed at this location, for use by Wisconsin Coach Lines 
and Milwaukee County Transit System (MCTS) Route 48 service. 

• Development of a Cudahy/St. Francis Transit Center.  A transit facility with shelters is 
assumed on Kinnickinnic Avenue, immediately north of Layton Avenue.  This facility is 
proposed to accommodate bus transfers.  Cudahy currently owns land in this area which 
can be used for a park and ride lot associated with this transit center.   

• Traffic Signal Prioritization along STH 32 to reduce traffic signal delays for Wisconsin 
Coach Lines service in Kenosha and Racine Counties, and in South Milwaukee  

 
The TSM Alternative represents a level of capital investment that is greater than the No-Build 
Alternative but substantially less than any build alternative.  It used existing commuter rail, 
streetcar, and bus services throughout the corridor in a cost-effective manner that does not 
require major capital investment, including improved operations and increased park and ride 
capacity in strategic locations. 

Bus Rapid Transit (BRT) Alternative 

The following bullet list summarizes the major elements of the BRT: 
 

• Expansion of Metra reverse peak service by four trains 
• Passenger boarding at specific locations, rather than flag stops anywhere 
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• Park and Ride lots 
• Connecting feeder bus service 

 
The BRT Alternative is comparable to the TSM Alternative in frequency of service, but because 
the BRT includes construction of reserved lanes where feasible to improve bus travel times, the 
BRT service is more comparable to anticipated commuter rail travel times. 

Commuter Rail Alternative 

The primary element of the Commuter Rail Alternative is new commuter rail service between the 
Kenosha Metra station and the Milwaukee Amtrak Depot, with select trips extending to 
Waukegan, Illinois and possibly to Chicago, Illinois in the future.  This service would be provided 
by an independent commuter rail agency, separate from Metra.  The following bullet list 
summarizes the other major elements of the Commuter Rail Alternative: 
 

• Lengthening existing or creating new track sidings on the UP Kenosha Subdivision 
• Adding seven new stations (Although 4 may be deferred for future expansion) 
• Adding Park and Ride lots 
• Improving connecting bus service 
• Expanding Metra reverse peak service by four trains 

S.4.6 Preliminary Alternatives Screening Results 

No-Build Alternative 

The No-Build Alternative serves as the NEPA baseline alternative for analyzing environmental 
impacts; as such it will be carried forward for detailed study analysis and comparison. 

TSM Alternative 

This alternative is more cost-effective than either BRT or commuter rail.  In addition to having 
the lowest capital costs, it also has the lowest annual operating costs.  However, the level of 
anticipated ridership is the lowest for this alternative.  TSM has the least impact on 
environmental lands and the lowest operating expense per seat mile of service.  Compared to 
BRT and Commuter Rail, TSM does not lower the travel time along the KRM Corridor for 
commuters.  TSM does provide the greatest increase in access to employment opportunities for 
low income persons when compared with BRT and commuter rail.  Largely due to its low 
relative costs and low environmental impacts, the TSM Alternative progressed to the detailed 
study screening analysis and will represent the baseline alternative for FTA’s New Starts transit 
planning process. 

BRT Alternative  

The significant adverse impacts this alternative would have on local residents and business 
access overshadow its positive aspects with regard to access to employment and low-income 
households.  This alternative has slightly lower relative capital costs when compared to the 
Commuter Rail Alternative but significantly higher relative capital costs when compared to the 
TSM Alternative.  Although the relative cost of this alternative is between the TSM and 
Commuter Rail Alternatives, it ranked lowest overall in the Preliminary Alternative screening.  
The BRT Alternative ranked lowest of the three preliminary build alternatives in 4 of the 17 
combined screening measures and tied for lowest ranking in an additional 7 combined 
measures.  Overall, the BRT Alternative had the lowest rating or tied for the lowest rating in 
about 65 percent of the screening combined measures. 



S-9 

 
Although it is technically feasible to construct this alternative, it is not a practical or prudent 
alternative to study in the Detailed Study phase of the project.  This is especially true given the 
overall similarities but significantly higher relative impacts when compared to the TSM 
Alternative.  Based on the negative impacts and the Preliminary Alternative screening results, 
the BRT Alternative was dropped from further study. 

Commuter Rail Alternative  

The Commuter Rail Alternative required the highest capital cost investment and the largest 
annual operating cost.  However, it did have the highest level of expected ridership and saved 
passengers the most travel time when compared with TSM and BRT.  The land required by the 
commuter rail option was less than that needed for the BRT option.  Although this option had 
the lowest levels of jobs nearby boarding locations and households near boarding locations, it 
had a favorable public acceptance rate five times higher than either TSM or BRT.  For these 
reasons, this alternative progressed to the detailed study screening analysis. 

S.4.7 Detailed Study Alternatives (Level 3) 

Each of the detailed study alternatives was originally described in the preliminary section above.  
Of those preliminary alternatives, three alternatives were recommended for more intensive 
study during the Detailed Study stage.  Those chosen alternatives were the No-Build 
Alternative, the TSM Alternative, and the Commuter Rail Alternative.  Refer to Exhibit 4 for a 
series of maps showing the Detailed Study Alternatives. 

No-Build Alternative 

As described in Section 2.5.1, the No-Build Alternative serves as the NEPA baseline alternative 
for analyzing environmental impacts in each level of screening.   

TSM Alternative 

The TSM Alternative serves as the baseline alternative for analysis in FTA’s New Starts transit 
planning process.  See Exhibit 4 for detailed maps of the TSM Alternative. 
 
The TSM Alternative has been designed to provide a comparable level of service to the 
proposed BRT and Commuter Rail Alternative, but at a significant reduction in cost.  The 
primary service improvements included in the TSM Alternative are expanded Metra commuter 
rail service to Kenosha, expanded Wisconsin Coach Lines service, and expanded MCTS 
Route 48 service. 

Metra Service 

The TSM Alternative assumes an additional northbound Metra train trip that departs Chicago at 
6:07 AM and runs in limited service (making stops at only 6 of the 28 stations between Chicago 
and Kenosha), arriving at Kenosha at 7:35 AM.  This additional train trip would meet with 
expanded Wisconsin Coach Lines bus service, as described in the following section.  Similarly, 
an additional southbound Metra train trip was proposed in the afternoon peak period.  This trip 
would depart Kenosha at 5:17 PM and arrive in downtown Chicago at 6:40 PM.  Adding these 
trains would provide “reverse peak direction” service. 



S-10 

Wisconsin Coach Lines Service 

The TSM Alternative assumes expansion of the Wisconsin Coach Lines service to 34 one-way 
trips (17 in each direction), with no changes proposed to alignments.  However, current 
scheduled times are modified to provide better timed meets with Metra train service at Kenosha.  
Additional bus trips would be added to provide enhanced intercity bus capacity in the KRM 
corridor and to provide additional timed meets with Metra train service. 

Milwaukee County Transit System 

The primary MCTS service improvement assumed in the TSM Alternative is expansion of 
existing Route 48 (South Shore Flyer) service.  This route presently starts at Ryan 
Road/STH 100 and South Howell Avenue, operates east on STH 100, north on STH 32/Chicago 
Avenue, Marquette Avenue, 10th Street, Packard Avenue, Lake Drive, Oklahoma Avenue and 
Highway 794 into downtown Milwaukee.  This route presently operates only in the peak periods 
with eight morning inbound trips and seven evening outbound trips on approximately 20-minute 
average headways.  Service is operated on weekdays only.  It is estimated that 6 buses are 
required to operate this route. 
 
The TSM Alternative assumed expansion of this service to include two additional morning 
inbound and three afternoon outbound trips, resulting in a total of 10 trips in each peak period 
(approximately 15-minute frequencies).  An additional two reverse peak direction trips were also 
proposed in each peak period, in addition to two midday round trips.  Thus, a total of 
28 one-way trips are proposed compared to the existing 15 one-way trips. 

City of Racine and City of Kenosha Transportation Systems 

No service changes are proposed to Racine BUS service or the Kenosha Streetcar service.  
Although not included as a TSM Alternative service improvement, it may be desirable to 
consider expanded weekday service (e.g., 5:30 AM to 8:00 PM) to better accommodate early 
morning and late afternoon Wisconsin Coach Lines service.   

Commuter Rail  

The proposed commuter rail service would operate on existing tracks between the Kenosha 
Metra station and the Milwaukee Amtrak Depot.  Intermediate stops between Kenosha and 
Milwaukee are proposed at Somers, the Racine Transit Center, Caledonia, Oak Creek, South 
Milwaukee, Cudahy/St. Francis and South Side Milwaukee.  Thus, there were a total of 9 station 
stops, including the ends-of-line stops.  Diesel Multiple Units (DMUs) were proposed as the 
mode of operation.  See Exhibit 4 for a detailed map of the Commuter Rail Option. 
 
The proposed commuter rail operating plan consisted of 28 one-way trips (14 in each direction).  
This level of service was selected after a cost/benefit analysis of several service options.  
Table S-1 presents a proposed commuter rail train schedule for this alternative.  Most trips 
would begin and end service at Kenosha.  Several of these trips were scheduled to provide a 
timed meet with existing Metra service for cross platform transfers.  Select trips have also been 
extended to Waukegan, and could be further extended to Chicago, as identified in the proposed 
schedule.  This alternative assumes that KRM DMU service is permitted to operate limited 
service on the UP line in Illinois with costs and revenues pro-rated based on the location of 
ridership. 
 
Most trips would begin or end service at Kenosha.  Several of these trips are scheduled to 
provide a timed meet with existing Metra service for cross platform transfers.  For the ridership 
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projected in the 2003 study, and the proposed schedule, a fleet of 12 DMU’s is needed.  Each 
train is composed of two double-deck diesel multiple unit and a double-deck cab-coach.   
 

TABLE S-1 
COMMUTER RAIL PROPOSED WEEKDAY SCHEDULE 

 
KRM Northbound Trains

Kenosha Racine Oak South Cudahy/ MKE Timed meets < 20-min.
Run # Chicago Waukegan Metra Somers Tr. Ctr. Caledonia Creek Milwaukee St. Francis Bay View Amtrak w/ Metra service?

1:05 AM 12:24 AM 0:00 0:04 0:08 0:06 0:08 0:05 0:05 0:06 0:07
001 ----- ----- 5:35 AM 5:39 AM 5:48 AM 5:54 AM 6:03 AM 6:08 AM 6:13 AM 6:20 AM 6:28 AM No
003 5:06 AM 6:11 AM 6:35 AM 6:39 AM 6:48 AM 6:54 AM 7:03 AM 7:08 AM 7:13 AM 7:20 AM 7:28 AM N/A - KRM service from Chicago
005 7:05 AM 7:09 AM 7:18 AM 7:24 AM 7:33 AM 7:38 AM 7:43 AM 7:50 AM 7:58 AM No
007 7:35 AM 7:39 AM 7:48 AM 7:54 AM 8:03 AM 8:08 AM 8:13 AM 8:20 AM 8:28 AM Yes - Meets new Metra NB Train.
009 8:05 AM 8:09 AM 8:18 AM 8:24 AM 8:33 AM 8:38 AM 8:43 AM 8:50 AM 8:58 AM No
011 ----- ----- 8:35 AM 8:39 AM 8:48 AM 8:54 AM 9:03 AM 9:08 AM 9:13 AM 9:20 AM 9:28 AM Yes - 8:20 am NB train at Kenosha
013 10:08 AM 10:32 AM 10:36 AM 10:45 AM 10:51 AM 11:00 AM 11:05 AM 11:10 AM 11:17 AM 11:25 AM Yes - 9:50 am NB train at Waukegan
015 12:56 PM 1:20 PM 1:24 PM 1:33 PM 1:39 PM 1:48 PM 1:53 PM 1:58 PM 2:05 PM 2:13 PM Yes - 12:50 am NB train at Waukegan
017 ----- ----- 2:32 PM 2:36 PM 2:45 PM 2:51 PM 3:00 PM 3:05 PM 3:10 PM 3:17 PM 3:25 PM Yes - 2:15 pm NB train at Kenosha
019 4:40 PM 4:44 PM 4:53 PM 4:59 PM 5:08 PM 5:13 PM 5:18 PM 5:25 PM 5:33 PM No
021 ----- 4:46 PM 5:10 PM 5:14 PM 5:23 PM 5:29 PM 5:38 PM 5:43 PM 5:48 PM 5:55 PM 6:03 PM No - 4:50 pm NB train at Waukegan
023 6:10 PM 6:14 PM 6:23 PM 6:29 PM 6:38 PM 6:43 PM 6:48 PM 6:55 PM 7:03 PM No
025 ----- ----- 6:55 PM 6:59 PM 7:08 PM 7:14 PM 7:23 PM 7:28 PM 7:33 PM 7:40 PM 7:48 PM Yes - 6:32 & 6:40 pm NB train at Kenosha
027 ----- ----- 7:20 PM 7:24 PM 7:33 PM 7:39 PM 7:48 PM 7:53 PM 7:58 PM 8:05 PM 8:13 PM Yes - 7:10 pm NB train at Kenosha

KRM Southbound Trains  
MKE Cudahy/ South Oak Racine Kenosha Timed meets < 20-min.

Run # Amtrak Bay View St. Francis Milwaukee Creek Caledonia Tr.Ctr. Somers Metra Waukegan Chicago w/ Metra service?
0:06 0:06 0:05 0:05 0:08 0:06 0:08 0:06 0:24:00 1:05:00

002 5:45 AM 5:51 AM 5:57 AM 6:03 AM 6:08 AM 6:16 AM 6:22 AM 6:31 AM 6:37 AM ----- ----- Yes - 6:53 am SB train at Kenosha
004 6:15 AM 6:21 AM 6:27 AM 6:33 AM 6:38 AM 6:46 AM 6:52 AM 7:01 AM 7:07 AM Yes - 7:15 am SB train at Kenosha
006 6:45 AM 6:51 AM 6:57 AM 7:03 AM 7:08 AM 7:16 AM 7:22 AM 7:31 AM 7:37 AM ----- ----- Yes - 7:51 am SB train at Kenosha
008 7:45 AM 7:51 AM 7:57 AM 8:03 AM 8:08 AM 8:16 AM 8:22 AM 8:31 AM 8:37 AM (9:30 AM) ----- Yes - 8:49 am SB train at Kenosha
010 8:15 AM 8:21 AM 8:27 AM 8:33 AM 8:38 AM 8:46 AM 8:52 AM 9:01 AM 9:07 AM ----- ----- No
012 10:45 AM 10:51 AM 10:57 AM 11:03 AM 11:08 AM 11:16 AM 11:22 AM 11:31 AM 11:37 AM 12:01 PM ----- Yes - 12:10 pm SB train at Waukegan
014 1:30 PM 1:36 PM 1:42 PM 1:48 PM 1:53 PM 2:01 PM 2:07 PM 2:16 PM 2:22 PM ----- ----- > 20-min.,  2:49 pm SB train at Kenosha
016 2:45 PM 2:51 PM 2:57 PM 3:03 PM 3:08 PM 3:16 PM 3:22 PM 3:31 PM 3:37 PM 4:01 PM ----- Yes - 4:10 pm SB train at Waukegan
018 4:20 PM 4:26 PM 4:32 PM 4:38 PM 4:43 PM 4:51 PM 4:57 PM 5:06 PM 5:12 PM 5:36 PM 6:41 PM N/A - KRM service to Chicago
020 4:50 PM 4:56 PM 5:02 PM 5:08 PM 5:13 PM 5:21 PM 5:27 PM 5:36 PM 5:42 PM No
022 5:20 PM 5:26 PM 5:32 PM 5:38 PM 5:43 PM 5:51 PM 5:57 PM 6:06 PM 6:12 PM Yes - Meets New Metra SB Train.
024 5:50 PM 5:56 PM 6:02 PM 6:08 PM 6:13 PM 6:21 PM 6:27 PM 6:36 PM 6:42 PM ----- ----- No
026 6:20 PM 6:26 PM 6:32 PM 6:38 PM 6:43 PM 6:51 PM 6:57 PM 7:06 PM 7:12 PM ----- ----- No
028 8:15 PM 8:21 PM 8:27 PM 8:33 PM 8:38 PM 8:46 PM 8:52 PM 9:01 PM 9:07 PM No

Note - the 7:45 a.m. SB train would deadhead from Kenosha Metra to Waukegan.  
      Note:  Metra trips highlighted in red are proposed additional train trips.       

Wisconsin Coach Lines 

Current service to the airport would be replaced by the MCTS airport shuttle route.   

Milwaukee County Transit System 

The following changes are proposed to MCTS Service: 
 

• Route 48 – Service is eliminated; replaced with commuter rail service and improved local 
bus service. 

• Route 15 – No changes are proposed to this route’s alignment or service frequencies.  
This route connects to commuter rail service at the proposed Cudahy/St. Francis and 
South Milwaukee stations.  

• Route 55 –   No changes are proposed to this route’s alignment or service frequencies.  
This route connects to commuter rail service at the proposed Cudahy/St. Francis 
commuter rail station.   

• Route 88 – No changes are proposed to this route’s alignment.  Service frequencies, 
however, are improved to 60-minute frequencies (peak and midday) with two-direction 
service on the loop route and with supplemental trips as needed for school service 
(same as in the TSM and BRT alternatives).   

• Route 89 - This route’s alignment is modified to connect to the Cudahy/St. Francis 
commuter rail station.  Service frequencies are improved to 60 minutes (peak and 
midday) with 2-direction service on the loop route and with supplemental trips as needed 
for school service (same as in the TSM and BRT alternatives).  

South Side

South Side 
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• Airport Shuttle – This is a proposed new route that operates between the Cudahy/St. 
Francis commuter rail station and Mitchell International Airport. 

• Downtown Circulators – These are two proposed new routes that operate between the 
Milwaukee Amtrak Depot and other locations in downtown Milwaukee.  Proposed routing 
for the East central business district route is north on 4th Street, east on Wisconsin, south 
on Van Buren and west on Michigan, back to 4th Street.  Proposed routing for the West 
CBD route is north on 4th Street, west on Wisconsin, north on 12th Street and east on 
Wells, back to 4th Street.  Proposed frequencies are approximately 30 minutes in the 
peak periods, with limited midday trips to meet proposed midday commuter rail trips.   

City of Racine and City of Kenosha Transportation Systems 

No service changes are proposed to Racine “BUS” service or the Kenosha Streetcar service.  
Although not included as a TSM Alternative service improvement, it may be desirable to 
consider expanded weekday service (e.g., 5:30 AM to 8:00 PM) to better accommodate early 
morning and late afternoon Wisconsin Coach Lines service.   

S.4.8 Detailed Study Alternatives Screening Results 

The Commuter Rail Alternative is equal to or superior than the TSM Alternative in the following 
categories:  

• Transit Supportive Land Use 
• Mobility Improvement 
• Environmental Benefit 
• Operating Efficiency 
• Environmental Justice 
• Economic Benefit 
• Public Acceptance 

 
The only category where the TSM Alternative outperforms the Commuter Rail Alternative is in 
cost effectiveness.  This is due to the higher initial investment required and the ongoing costs of 
rail operations.  However, commuter rail’s benefits associated with mobility, land use, and 
economic development are significant.  In addition, the concept for implementing rail appears to 
be the strong preference among corridor leaders, employers, and residents.  For these reasons, 
it was recommended that the Commuter Rail Alternative be selected as the Locally Preferred 
Alternative. 

S.5 Environmental Impacts 

S.5.1 Land Use 

Since rail operations have existed along the corridor for many decades in the past, the rail line 
has been incorporated into land use and comprehensive planning as an integral part of the 
transportation infrastructure.  The focus of land use impacts are, therefore, at the proposed 
commuter rail station locations.  The land use impacts near the proposed TSM park and ride 
locations are expected to be negligible in Cudahy/St. Francis and very minimal in Oak Creek.  
The land use impacts near the proposed No-Build Alternative improvements are expected to be 
negligible based on the small-scale nature of the improvements and are not likely to encourage 
or discourage development. 
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S.5.2 Transportation 

Traffic conditions with the Commuter Rail and TSM Alternatives would be different from the 
No-Build Alternative because these alternatives propose new transit access locations while the 
No-Build Alternative is simply planned upgrades of specific roadways with no new transportation 
access points under consideration.  The impacts associated with the No-Build Alternative would 
be the increased congestion seen on the project roadways into the future as traffic grows and 
only minor planned improvements are in place to handle the additional traffic.  For the TSM and 
Commuter Rail Alternatives, there are generally two sources of transportation impacts: 
 

1. Potential impacts to roadways and intersections caused by traffic generated from park 
and ride lots used by the Commuter Rail and TSM Alternatives. 

 
2. Potential impacts to wait times for at-grade intersection railroad crossing locations 

caused by increased frequency in train traffic associated with the Commuter Rail 
Alternative. 

S.5.3 Residential Relocations 

There are no residential relocations required for the No-Build, TSM, or Commuter Rail 
Alternatives. 

S.5.4 Business Relocations 

No business relocations are required for the No-Build or TSM Alternatives.  The Commuter Rail 
Alternative would require two business relocations: at the Caledonia and South Milwaukee 
station sites.  See Table S-2 for a summary of the business relocation costs.   
 
The business located in South Milwaukee is a firm that manufactures and distributes 
commercial fitness systems, specializing in exercise equipment for health clubs.  In addition to 
their ground level manufacturing space, they also have office space and a showroom on the 
second floor.  They will need ground level replacement for their manufacturing and shipping 
because of the weight of the equipment.  They rent one entire building and part of another 
connecting structure.  The connecting structure houses a communications business, but they 
occupy a part of the building that will not be affected by the project.  There is rental space 
available in the part of the building that needs to be remodeled, but it is not occupied at the 
present time.  
 
In Caledonia there is one business property that housed a large recreational indoor paintball 
park. This property has recently changed ownership.  The new owner intends to divide the 
structure into multiple rental units.  The building is empty as of October 1, 2006, but has the 
capability of housing several businesses in the future.  

 

Purchase Cost Relocation Cost Total Cost
Business #1 700,000 $30,000 plus moving $930,000

Business #2 250,000 $ Moving expenses $255,000
Total $1,185,000

TABLE S-2
SUMMARY OF RELOCATION COSTS (2006 DOLLARS)
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S.5.5 Indirect Effects 

Because one of the goals of this project is to encourage economic growth and stimulate 
redevelopment, the land use changes proposed by the Transit Oriented Development (TOD) 
process at the park and ride and station areas are considered positive impacts.  Community 
workshops and planning meetings were held to gather input on what impacts the project 
alternatives should have on land use in the area.  These land use changes are the primary 
source of indirect effects to analyze in this project.  The TSM Alternative proposes two park and 
ride facilities and the Commuter Rail Alternative proposes nine stations with parking.  Each of 
these alternatives has the possibility to indirectly impact several types of land use types, 
including: 
 

• Residential 
• Industrial 
• Commercial 
• Central Business District 
• Institutional 
• Agricultural 
• Park and Recreation 
• Transportation Infrastructure 

 
The No-Build and TSM Alternative would have minor indirect impacts on the KRM corridor.  The 
No-Build Alternative could negatively affect the ability of employers to attract employees due to 
the limited options for regional transit mobility in the corridor.  With the TSM Alternative, traffic 
would slightly increase near the proposed Oak Creek park and ride and some commercial 
development may occur in this area.  Generally, these development impacts are positive 
because of the nature of this commuting route. 
 
The Commuter Rail Alternative would affect the land use of several station areas, especially 
Somers, Caledonia, and Oak Creek.  The other station areas would also have change to the 
land use there, but these changes will not be as significant because these stations are already 
reasonably built-out with development.  The reason why these redevelopment impacts are 
considered positive impacts is that transit-oriented development is implemented and well 
received by the people in the area.  The general sentiment of citizens in the station area 
communities, relayed in public workshops as a part of the TOD planning process, is that 
development and redevelopment in the station area communities is seen as a positive indirect 
effect of the Commuter Rail Alternative.  Traffic would slightly increase at all proposed station 
areas, but would not significantly impact the roadway system. 
 
No data exists to suggest disproportionate levels of impact to minority or low-income 
populations resulting from the indirect affects of the Commuter Rail or TSM alternatives.  
Rather, the placement of transit access in urban locations within reach of multiple modes of 
transportation (walking, biking, driving, and existing transit) would provide positive influence on 
a wide cross section of the population, including low-income and minority populations among 
others.  Refer to section 4.16 for an overall discussion of how Environmental Justice regulations 
have been accounted for in this project. 

S.5.6 Cumulative Effects 

Air Quality 

The No-Build Alternative is not anticipated to provide cumulative effects with regards to air 
quality in the corridor. 
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The proposed TSM or Commuter Rail system would contribute to regional air quality compliance 
directly as a result of change in vehicle miles traveled (VMT) for trip-making across the corridor, 
and indirectly to the extent that transit oriented development would occur around proposed 
stations and further reduce VMT. Combined with other transportation improvements in the 
region, there is a potential for cumulative positive benefits. 

Energy 

The No-Build Alternative is not anticipated to provide cumulative effects with regards to energy 
consumption in the corridor. 
 
The proposed TSM or Commuter Rail Alternatives, in coordination with other regional public 
transportation improvements, would help to reduce dependency on single-occupant vehicles. 
This would in turn reduce fossil fuel energy consumption and improve roadway congestion. 
Construction of either of these alternatives in combination with other construction projects 
occurring within the same period and within the region (IH 94 freeway reconstruction) may result 
in a short-term increase in energy consumption. This would be a temporary effect and given the 
available and planned energy resources within the region and state, no significant impact is 
anticipated. 

Noise and Vibration 

The Union Pacific freight rail service on the proposed commuter rail line is part of the existing 
noise and vibration environment in the project corridor. Under No-Build and TSM options, Union 
Pacific would continue to provide service as needed and there would be no cumulative impacts 
associated with the proposed project.  
 
The areas with the greatest potential for cumulative noise and vibration impacts associated with 
Commuter Rail Alternative is where the proposed commuter rail would overlap with existing 
Union Pacific freight services.  Reconstruction of tracks within the right-of-way would tend to 
decrease the noise exposure and vibration levels experienced by adjacent land use, however 
some cumulative impacts of these two systems operating together may occur.  Since noise and 
vibration is generally considerably less severe with commuter rail equipment when compared to 
freight equipment, the cumulative effect is anticipated to be minor.  Refer to Section 4.8.2 for a 
description of the direct cumulative impact of the combination of commuter rail with the existing 
freight traffic. 

S.5.7 Neighborhoods 

Since the No-Build Alternative only addresses minor local improvements, it has the potential to 
negatively affect neighborhoods along the corridor.  This alternative does nothing to address the 
need of regional transit in the corridor, and as traffic increases in the future, neighborhoods 
containing transit-dependent citizens and employers may be negatively impacted by not 
providing significant improvements to regional transit service. 
 
Quality of life changes as a result of the TSM or Commuter Rail Alternative will be largely 
positive changes.  The additional transportation opportunities will allow neighborhood residents 
new access to jobs and entertainment.  As development occurs around the new commuter rail 
stations, residents will benefit as community services such as dry cleaners, pharmacies, and 
restaurants open.   
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S.5.8 Visual/Aesthetic Conditions 

No-Build Alternative 

There would be no significant impacts related to visual/aesthetic conditions from the No-Build 
Alternative. 

TSM Alternative 

Proposed new construction for the TSM Alternative is limited to two park and ride lots.  The first 
lot, in Oak Creek, would be constructed in a non-urban area, as described in Section 3.6.  The 
second lot would be constructed in Cudahy, near the old train station on Kinnickinnic Avenue.   
 
The Oak Creek lot would have a high impact on the visual environment because the area 
around the lot is undeveloped.  The new lot would require property acquisition, but no 
relocations.  The Cudahy lot would have a moderate impact on the visual environment due to 
the already urban environment it would be constructed in.  

Commuter Rail Alternative 

Impacts on the visual environment for the Commuter Rail Alternative would be limited to the 
locations where new rail stations are proposed.  In the urban and rural areas of the project, 
where the tracks are already in place, there will be no disruption to the visual environment.  The 
proposed station areas will be the sites of visual impacts.  In general, the overall environments 
near the proposed station areas would be improved through pedestrian streetscape 
enhancements, such as new decorative lighting, sidewalks, and street trees and be 
supplemented with new lighting features, surface treatments, public art, and welcome signs. 

S.5.9 Air Quality 

According to the SAFETEA-LU Act of 2005, a federal agency may not approve or fund a 
transportation project unless it conforms to the State Implementation Plan (SIP) for air quality.  
To conform to the SIP, a project cannot (1) cause or contribute to a new violation of any 
National Ambient Air Quality Standard (NAAQS), (2) increase the frequency or severity of any 
existing violation of any NAAQS, and (3) delay timely attainment of any NAAQS or any required 
interim emissions reductions or other milestones.  At state and regional levels, ozone 
non-attainment areas are of concern in conforming to the SIP.  In southeastern Wisconsin, 
Kenosha, Racine, and Milwaukee Counties are all designated as ozone non-attainment areas. 

No-Build Alternative 

The No-Build Alternative may have an adverse effect on air quality.  Generally, air quality effects 
of traffic streams are greatest when traffic is subjected to stop-and-go conditions.  As traffic 
increases on the existing facility, the incidence of such is expected to increase with resulting 
adverse effects to air quality. 

TSM and Commuter Rail Alternatives 

Carbon Monoxide (CO) is the only motor vehicle pollutant currently analyzed for transportation 
projects.  The NAAQS criteria for an adverse CO impact are levels exceeding the one-hour 
standard of 35 parts per million (ppm) or the eight-hour average of 9 ppm.   
 
In compliance with Section NR 411, Construction and Operation Permits for Indirect Sources, of 
the Wisconsin Administrative Code, the Wisconsin Department of Natural Resources (WDNR), 
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Bureau of Air Management has determined that based on the size of the proposed park and ride 
lots associated with the TSM and Commuter Rail Alternatives no pollution control permit is 
required for this project.  The WDNR states that the KRM project alternatives demonstrate an 
insignificant air quality impact regarding vehicle traffic.  Refer to Appendix D for the WDNR 
coordination letter describing this air quality exemption. 

S.5.10 Noise 

Per WisDOT standards, a noise analysis is required for any EIS that involves a new highway 
location, significantly changes the highway alignment or changes the number of through lanes.   

No-Build Alternative 

The No-Build Alternative would improve some local intersections and roadways with the 
purpose of making the roadways more efficient.  Each project would affect local and state of 
Wisconsin roadways and be subject to its own environmental documentation process and noise 
analysis would be completed at that time.   

TSM and Commuter Rail Stationary Sources 

A noise screening procedure outlined in the Transit Noise and Vibration Impact Assessment 
report (April 1995, Office of Planning, Federal Transit Administration) was conducted for the 
station areas to determine if a noise impact assessment was necessary for any of the proposed 
station locations.   
 
The first step was to determine the type of project to apply; in this case, it was determined to be 
Parking Facilities relative to Fixed Guideway Systems as outlined in the procedure.  The second 
step was to determine the Screening Distance for Noise Assessments; in this case, it was 
determined this value was 150 feet for unobstructed distance and 75 feet for intervening 
buildings distance.  The third step was to apply these distances from the center of each park 
and ride lot and determine whether noise sensitive land (Land Use Category 1, 2, or 3) existed 
within this critical distance.  In summary, no noise sensitive land use was determined to exist 
inside the screening distances set forth in the criteria for either the TSM or Commuter Rail 
Alternative, and therefore no further noise analysis was needed. 

Commuter Rail Alternative Diesel Multiple Unit Source 

The noise impact assessment for the proposed Diesel Multiple Unit (DMU) operations under the 
Commuter Rail Alternative along the project corridor was performed according to FTA 
methodology contained in their Transit Noise and Vibration Impact Assessment (May 2006) 
guideline.  Since the DMU maintenance services would be provided in the existing rail yards 
that are beyond the project limits, no stationary facility noise impacts under the proposed action 
were considered in this section.  Potential noise effects from operational DMUs along the 
proposed track corridor include: 
 

• Moving DMU-generated noise  
• Noise from DMU-equipped horns for use in producing a general audible warning to 

pedestrians and motor vehicles at roadway grade crossing plus the noise from crossing 
bells.  

• DMU traveling noise and the combined DMU noise with a horn blowing at street 
crossings were evaluated separately in the analysis.  A total of 28 combined trips from 
both directions are proposed for this alternative.  This forecasted amount of trips was the 
basis for the noise analysis. 
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The greatest potential for noise impacts results from the horn blowing required by Federal 
Railroad Administration guidelines at each at-grade crossing.  Because of this requirement, very 
limited mitigation measures can be considered with respect to proposed DMU operations.  
Moreover, the effects of the noise impact at each existing crossing are somewhat overestimated 
because such horn blowing noise is currently occurring at each crossing area due to already 
existing infrequent train operation. 

S.5.11 Vibration 

Vibration impacts may apply to automobile traffic associated with the No-Build and TSM 
Alternative and to DMU rail operations associated with the Commuter Rail Alternative. 

Operational Activities 

Consideration of vibration impacts of the No-Build and TSM Alternatives was completed by 
applying the Vibration Screening Process outlined in the Transit Noise and Vibration Impact 
Assessment report (April 1995, Office of Planning, Federal Transit Administration).  With the 
No-Build and TSM Alternatives, only rubber tire vehicles are applicable, so the initial decision 
step of vibration assessment determination involves investigation of three specific factors: 
 

1. Will there be expansion joints, speed bumps, or other design features that result in 
unevenness in the road surface near vibration-sensitive buildings? 

2. Will buses, trucks, or other heavy vehicles be operating close to a sensitive building? 
3. Does the project include operation of vehicles inside or directly underneath buildings that 

are vibration-sensitive? 
 
Following this factor list in the screening process, it was determined that no vibration impact is 
likely and therefore no further analysis is required for vibration concerns associated with the 
No-Build and TSM Alternatives. 
 
The vibration impact assessment for proposed DMU operations under the Commuter Rail 
Alternative was performed according to FTA methodology contained in Transit Noise and 
Vibration Impact Assessment (May 2006).  The vibration levels from DMU operations may 
exceed the impact threshold established for Category 1 land uses within 150 feet from the track.  
Included in Category 1 are buildings where vibration would interfere with operations within the 
building, such as vibration-sensitive research and manufacturing, hospitals with 
vibration-sensitive equipment, and university research operations, etc.  Since the FTA-
established thresholds are based on acceptable vibration for moderately vibration-sensitive 
equipment such as optical microscopes and electron microscopes, defining limits for specific 
vibration-sensitive equipment requires a detailed review of the specific equipment involved.  
This type of review is usually performed during the final design phase and not as part of the 
DEIS. 

S.5.12 Upland Plant Communities and Wildlife 

The areas proposed for the new commuter rail stations and park-ride lots have been highly 
modified by human activities with the majority of the proposed sites consisting of developed 
commercial properties, agricultural land, and degraded open lots.   

No-Build Alternative 

Impacts to upland habitat and wildlife are not expected under the No-Build Alternative. 
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TSM Alternative 

Impacts to upland habitat and wildlife under the TSM Alternative would be limited to the site of 
the proposed Oak Creek park and ride.  These impacts would be the same as those expected 
from the Commuter Rail Alternative for the south Oak Creek site option. 

Commuter Rail Alternative 

Out of the nine proposed station sites, six are in developed areas with little to no habitat present 
to support wildlife.  Only two of the proposed station sites possess wildlife habitat; these are:  
Oak Creek (north and south options) and Caledonia.  The upland habitat on these sites consists 
of shrub-scrub wetland, wooded, and ruderal/old field habitat.   
 
There would be removal of trees and impacts to the upland wooded area at the proposed 
Caledonia station location.  Approximately 1.6 acres would be impacted.  The woodland area at 
this site is highly degraded with buckthorn, box elder, and garlic mustard common throughout.  
 
The remnant oak woodland located at the Oak Creek south option location would not be 
impacted by selection of this site for the proposed station, although the increase in human 
activities and traffic in close proximity to this woodland could have negative impacts.  
Approximately 4.2 acres of ruderal/old field habitat would be required for the Oak Creek north 
option. 
 
Approximately, 1.3 acres of shrub-scrub habitat would be impacted at the proposed Caledonia 
site and 1.7 acres under the Oak Creek south option. 

S.5.13 Critical Habitat 

No-Build Alternative 

Impacts to critical habitat are not expected under the No-Build Alternative. 

TSM Alternative 

Impacts to critical habitat are not expected under the TSM Alternative. 

Commuter Rail Alternative 

Under current plans, the railroad bridges would not be replaced, therefore impacts to the 
environmental corridors associated with the area streams and rivers; Pike Creek, Pike River, 
Root River, Oak Creek, the Kinnickinnic River, and the Menomonee River would not be 
impacted by bridge replacement.  Any construction activities in the vicinity of these water bodies 
would adhere strictly to rules and regulations on erosion control as described in Section 3.9.1 
Surface Waters.  None of the proposed station sites are located in, or adjacent to, a 
SEWRPC-designated environmental corridor; direct and indirect impacts to the resources in 
these areas would not occur.   
 
The SEWRPC-designated isolated natural resource area located south of Ryan Road at the 
proposed Oak Creek station site south option could be directly impacted by the project if the 
south option is selected.  The current station design for this south option avoids this area.  
 
The isolated natural resource area located west of the proposed Caledonia Station may be 
indirectly impacted by the project if the drainage connected to this offsite area is altered.  Under 
current design plans, an entrance road would intersect this drainage.  Proper design and use of 
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BMPs would minimize impacts to this drainage and the isolated natural resource area should 
this entrance road option be selected. 

S.5.14 Threatened and Endangered Species 

No-Build Alternative 

Impacts to threatened and endangered species are not expected under the No-Build Alternative.  

TSM Alternative 

Impacts to threatened and endangered species are not expected under the TSM Alternative. 

Commuter Rail Alternative 

No federally listed threatened or endangered species would be impacted by the project.  A 
federally listed threatened species, the eastern prairie fringed orchid, has been recorded from 
Kenosha County.  Neither this species, nor habitat to support this species, was encountered 
during the field survey.  Based on this, it is expected that the project would not directly impact 
this species.  No indirect impacts are expected.   

S.5.15 Water Resources 

For the analysis of impacts this project may have on the environment, an approach was 
implemented that focused on those areas where new land would be required, i.e. the proposed 
locations for the train stations and park-ride lots.  These locations are expected to sustain the 
greatest impacts from implementation of the project and therefore have been the focus of the 
field reconnaissance and of the impacts analysis.  The proposed rail line would remain within 
the existing Union Pacific railroad right-of-way.  Because of the extensive disturbance within the 
right-of-way that has historically occurred for railroad maintenance and operations, the 
right-of-way is not expected to sustain significant project-related environmental impacts and 
therefore will not be evaluated in detail herein.  Should the project change and additional 
right-of-way be necessary for KRM operations, then a different methodology would need to be 
adopted and field surveys and impact analysis would need to be performed for these areas.  

Surface Waters 

No-Build Alternative 

Impacts on surface water resources are not expected under the No-Build Alternative.   

TSM Alternative 

Impacts on surface water resources are not expected under the TSM Alternative. 

Commuter Rail Alternative 

The project crosses the Menomonee River, Kinnickinnic River, Oak Creek, Root River, Pike 
River, and Pike Creek, however, there are no planned replacements of the railroad bridges so 
water quality impacts to the major channels from bridge construction are expected to be 
minimal.  Temporary construction-related impacts, such as soil erosion, could result from 
construction activities occurring in the vicinity of the area streams and rivers.  This is of 
particular concern near the Root River where sedimentation has been identified as a major 
pollutant on the State’s 303(d) list. 
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None of the major channels along the route (Menomonee River, Kinnickinnic River, Oak Creek, 
Root River, Pike River, and Pike Creek) is located within or near the proposed station locations 
and park-ride lots and therefore construction and operation of these areas would not directly 
impact the water quality of these waters.   

Groundwater 

No-Build Alternative 

Impacts on groundwater resources are not expected under the No-Build Alternative. 

TSM Alternative 

Impacts on groundwater resources are not expected under the TSM Alternative. 

Commuter Rail Alternative 

The project is not anticipated to adversely impact groundwater or drinking water resources.  The 
source of drinking water for the communities along the KRM corridor is Lake Michigan, therefore 
there would be no impacts to the drinking water for these communities.  The project would occur 
within an existing railroad alignment that has historically supported railroad operations.  Proper 
operations and implementation of BMPs will ensure that the increase in train traffic will not have 
an impact on localized natural resources, including groundwater.  Again, no sole-source 
aquifers have been designated in the state of Wisconsin. 

Floodplain 

Floodplain impacts may occur wherever fill is placed in a floodplain or where the stream or river 
conveyance system has been modified by a project.  For the KRM project, potential impacts 
could be due to railroad line modifications or at the proposed station locations.  Exhibit 4 is a set 
of maps that show, for the project extents, the location of mapped floodplains.   
 
The KRM project, however, does not include any additional fill along the railroad line 
embankments nor does it include any proposal to modify the existing railroad line stream 
crossings to either reduce or increase the conveyance of the water bodies the railroad line 
crosses.  This means that there will be no impact to the floodplain due to the railroad line 
improvements proposed by the project. 

Wetlands 

No-Build Alternative 

Impacts to wetlands are not expected under the No-Build Alternative. 

TSM Alternative 

Impacts to wetlands under the TSM Alternative would be limited to the proposed Oak Creek 
park and ride site.  The current park and ride design would impact part (0.27 acres) of a forested 
wetland.  While only impacting a small wetland area, the development of the park and ride at 
this site may have negative impacts on the entire wetland with the increased human presence in 
the area.   
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Commuter Rail Alternative 

The project would potentially directly impact wetlands by converting them to stations, park and 
ride lots, and entrance roads.  The project may also have indirect impacts on area wetlands by 
reducing the surface area of the wetland thereby impacting the water quality function.  Impacts 
to wetlands may indirectly impact adjacent wetlands by increasing or decreasing runoff to them, 
or by constricting channels upgradient or down gradient from such wetlands. 
 
The quality of each wetland was rated (low, medium, or high) based on the observed 
characteristics of the wetlands.  Three (3) wetlands were identified during the field survey: one 
wetland from the Caledonia station location, one wetland from the Oak Creek location north 
option, and one wetland area from the Oak Creek south option.  Depending on the station 
location alternative selected for the Oak Creek station, either 0.27 or 0.42 acres of wetland will 
be directly impacted under the Preferred Alternative (Table S-3).  Each of these wetlands has 
been assessed with low to medium functional values.   
 

TABLE S-3 
ESTIMATED IMPACTS TO WETLAND AREAS 

 

Estimated Size 
Approximate 

Area Impacted 
Site Community Type 

Functional 
Values Acres Hectares Acres Hectares

Caledonia 
Station 

 
Riverine Low 1.2 0.48 0 0 

Oak Creek 
Station – North 

Option 
Wet Meadow Low 0.42 0.16 0.42 0.17 

Oak Creek 
Station – South 

Option 

Forested, broad-
leaved deciduous

Low/ 
Medium 3.5 1.42 0.27 0.1 

 
The different station sites being considered at Oak Creek would also have different wetland 
impacts; the north option would directly impact 0.42 acres (0.17 ha) of wetlands from a low 
quality depressional area supporting a monotypic stand of invasive reed canary grass.  The Oak 
Creek south option would impact part (0.27 acres) of a forested wetland.  
 
At the proposed Caledonia station, an entrance/exit road will cross the narrow drainage that 
traverses this site, impacting approximately 0.1 acres.  In addition, the project could indirectly 
impact the wetland area (an isolated natural resource area) located outside the Caledonia 
station site if the drainage is altered as a result of the project.  
 
The station locations and preliminary designs avoid, to the greatest extent possible, impacts to 
wetlands.  Extensive effort and years of planning for this project has resulted in the identification 
of station locations that best meet the goals of the project while avoiding, to the greatest extent 
possible, wetlands and other natural resources. 
 
For placing fill in jurisdictional wetlands by this project, a Section 404 permit would be obtained 
from the U.S. Army Corps of Engineers (USACE) prior to construction in compliance with the 
Federal Clean Water Act. 
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Stormwater 

This project must conform to Wisconsin Administrative Code TRANS 401, the state rule 
governing stormwater quality and erosion control for WisDOT transportation facilities.  The 
project must therefore meet the erosion control design and inspection standards and the post-
construction water quality standards.  The proposed stormwater quality treatment options for 
each Commuter Rail Alternative station is listed in Table S-4 
 

The stormwater quality impact of the proposed stations associated with the KRM project are 
primarily due to:  (1) site erosion during construction, (2) increased impervious area after 
construction,  and (3) the use of the roads and parking facilities after construction is complete.   
 
All improvements associated with the No-Build Alternative are subject to WDNR stormwater 
management ordinances.  Thusly, the No-Build Alternative is not anticipated to have a negative 
impact on the storm water in the corridor. 

S.5.16 Energy 

Regional impacts on air quality and energy are estimated based on average vehicle speeds and 
the change in VMT, which is an estimate of the total miles traveled in 2035 in the Wisconsin 
portion of the corridor.  A decline in VMT infers that fewer miles are traveled in private 
automobiles, which results in positive impacts on air quality and energy use.  Change in regional 
pollutant emissions is based on daily tonnage of four pollutant and precursor emissions in 2035 
(See Table S-5).  Estimated emissions for each alternative are compared to emissions for the 
No-Build.  Change in energy consumption is based on estimates of annual British Thermal Units 
(BTU) in 2035.   
 

SUITABLE STORMWATER QUALITY PRACTICES FOR KRM STATIONS
TABLE S-4
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Kenosha Station Existing Station - No Controls Considered
Somers Station X X X
Racine Station X X X X
Caledonia Station X X X X
Oak Creek Station X X X
South Milwaukee Station X X X
Cudahy Station X X X
South Side Station X X X
Milwaukee Station Existing Station - No Controls Considered
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TABLE S-5
IMPACT ON REGIONAL AIR QUALITY & ENERGY

Daily 2035 Regional Measures No-Build TSM CR

Vehicle Miles of Travel (000s) 37,102.0 37,091.5 37,076.2

Difference from No-Build (000s) -10.5 -25.8

% Difference from No-Build -0.03% -0.07%
Pollutant Emissions (tons per 
day)

Carbon Monoxide CO 358.01 357.93 357.79

Hydro Carbons HC 23.95 23.95 23.94

Nitrogen Dioxide NOx 40.61 40.59 40.58

Particulate Matter (PM10) 1.68 1.68 1.68

Total All Forms of Emissions 424.25 424.15 423.99

Change from No-Build -0.10 -0.26

% Change from No-Build -0.02% -0.06%
Energy Consumption (mils. of 
BTUs) 1,565,703 1,565,261 1,564,615

Change from No-Build -442.2 -1,087.5

% Change from No-Build -0.028% -0.069%  

No-Build Alternative 

The No-Build Alternative is estimated to generate 37.10 million annual VMT and would consume 
1,565,703 million BTUs of energy annually.  

TSM Alternative 

The TSM Alternative includes significantly enhanced bus transit service that would generate an 
estimated 37.09 million annual VMT and would result in the consumption of 1,565,261 million 
annual BTUs.   

Commuter Rail Alternative 

The Commuter Rail Alternative would have 37.08 million annual VMT and result in the total 
consumption of 1,564,615 BTUs of energy annually for DMU technology. 

S.5.17 Hazardous Materials 

Refer to Chapter 4, Table 4-26 for a summary of the preliminary Phase 1A findings for six of the 
proposed stations.  This table lists sites of potential environmental concern identified on and 
within a ¼ mile radius of the proposed station locations.  Generally, a site of potential concern 
was included in the table if further hazardous materials studies were warranted. 
 
Detailed mitigation measures would be determined during the Preliminary Engineering and Final 
EIS phase of the project.  For the selected alternative, limited sampling and Phase 2 testing 
would be conducted to determine the extent of contamination.  Mitigation for identified 
contaminates may include soil excavation and disposal or groundwater controls during facility 
construction. 
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S.5.18 Archaeological Resources 

An archival and literature review of archaeological and burial sites located within one mile of the 
KRM project area revealed the presence of 247 sites.  Of these sites, 22 are either adjacent to, 
or within the project area. 
 
Additional archaeological investigations have been identified to meet the requirements of 
Section 106 of the National Historic Preservation Act of 1966 (33 CFR 800 Protection of Historic 
Properties).  This additional work includes a phase 1 intensive field survey of the WEPCO 
property on the southern Oak Creek station site and geomorphological testing at the Cudahy/St. 
Francis and South Side Milwaukee station sites.  It is anticipated that this work will be 
completed during the Final EIS and Preliminary Engineering phase of the project.   
 
Along the entire rail corridor, it is anticipated that all archaeological sites will be avoided by 
design because the planned rail construction will be on top of the existing railroad base course.  
However, assessments of potential archaeological impacts along the rail corridor will also be 
completed during the Final EIS and Preliminary Engineering phase.   
 
Table S-6 summarizes the recommendations for further archaeological work.   
 

Station Status Recommendation
Somers Surveyed, no sites found No further work, clearance recommended

Racine Surveyed, no sites found No further work, clearance recommended

Caledonia Surveyed, no sites found No further work, clearance recommended

Oak Creek (North) Surveyed, no sites found No further work, clearance recommended

Oak Creek (South) Partially surveyed Field survey needed for WEPCO property

South Milwaukee Surveyed, no sites found No further work, clearance recommended

Cudahy Surveyed, additional work required Geomorphological testing recommended

South Side Milwaukee Reconaissance survey only Geomorphological testing recommended

Downtown Milwaukee Surveyed, no sites found No further work, clearance recommended

TABLE S-6
RECOMMENDATIONS FOR EACH STATION LOCATION

 

S.5.19 Historical Resources 

Six sites within the Area of Potential Effect (APE) as defined in Section 3 were found to be 
listed, or eligible for listing, on the National Register of Historic Places (NRHP).  Two sites are 
listed on the NRHP.  The remaining four sites were determined to be potentially eligible and 
Determination of Eligibility forms (DOE’s) were completed.  Table S-7 lists the six sites within 
the APE.  The locations of these sites are also marked on Exhibits 4 and 5. 
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Site Location Status
South Milwaukee Depot SE corner of Milwaukee Ave. and 11th St. Listed on NRHP

Racine Depot 1402 Liberty St. Listed on NRHP

Cudahy Depot 4643 S. Kinnickinnic Avenue Potentially eligible for NRHP

Kinnickinnic River Swing 
Bridge

Union Pacific Railroad over the Kinnickinnic 
River Potentially eligible for NRHP

Root River/CNW Bridge Union Pacific Railroad over the Root River Potentially eligible for NRHP

Federal Rubber Company 
Administration Building 3383 E. Layton Avenue Potentially eligible for NRHP

TABLE S-7
HISTORIC PROPERTIES LISTED ON OR POTENTIALLY ELIGIBLE FOR NRHP

 
 
The project’s effects on the historic properties have not yet been determined. Effects on the 
properties described above will be assessed following the provisions of Section 106 during the 
FEIS phase of this project.  Those provisions require the identification of Consulting Parties 
(including FTA, SEWRPC, interested members of the public, and the SHPO), preparation of 
documentation suitable for consultation, and consultation with the Consulting Parties on 
potential adverse effects.  

S.5.20 Environmental Justice 

Impacts related to Environmental Justice issues may be defined as disproportionate impacts to 
property, quality of life, and access to public services.  In specific, these may represent 
residential and commercial property relocations, visual and aesthetic changes, air quality 
changes, noise increase, vibration increase, and transportation infrastructure access changes, 
among others.  
 
Since the overall purpose and need of the project is to address the regional transit deficiency in 
the corridor, providing assistance to populations without alternate means of transportation, the 
No-Build Alternative would not provide improvements to help address the situation.  As traffic 
continues to grow into the future, the No-Build Alternative would tend to allow existing regional 
transit services to become more inefficient by not addressing the need for more routes and 
more frequent service in the corridor. 
 
The TSM Alternative has no residential or commercial relocations, and access to the facility 
would be provided at numerous public access points throughout the corridor.  This increased 
access to regional transit service is a positive impact and would affect many different 
populations throughout the corridor equally. 
 
The Commuter Rail Alternative has two commercial relocations, one in the City of South 
Milwaukee and one in the Village of Caledonia.  Both are located in areas that have a high 
potential for redevelopment related to their local government’s plans.  No data exists to suggest 
these relocations would present a direct impact to a minority or low-income population.  As 
mentioned above, the location of rail stations with this alternative has had a significant level of 
public input and comment to ensure access points are located where they provide as much 
overall corridor benefit as possible.  This increased access to regional transit service is a 
positive impact and would equally affect many different populations throughout the corridor. 
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S.5.21 Public Use Lands 

This section describes the potential impacts associated with the proposed KRM AA/DEIS 
project No-Build, TSM, and Commuter Rail Alternatives on existing and proposed parks and 
recreation lands.  A Section 4(f) evaluation was completed during which each of the 36 parks 
and the MRK Trail was evaluated with respect to potential direct effects as well as indirect 
effects (proximity effects) based on field observations and the current conceptual plans.  A 
discussion of the potential effects by alternative follows:  

No-Build Alternative  

No impacts are anticipated to occur to the existing parks, recreation facilities, or the MRK Trail 
under the No-Build Alternative.  

TSM Alternative  

No impacts are anticipated to occur to the existing parks, recreation facilities, or the MRK Trail 
under the TSM Alternative.  

Commuter Rail Alternative 

A base assumption regarding construction of the Commuter Rail Alternative is that all 
construction activities are assumed to be contained within existing railroad rights-of-way, except 
as analyzed individually at the park and ride and station locations.  Given this assumption, 
short-term and long-term direct effects are not anticipated at abutting parkland due to 
construction or maintenance along the corridor caused by the Commuter Rail Alternative.   
 
Effects due to “constructive use” issues, such as noise, air quality, visual, access restrictions, 
and ecological intrusion impacts are potential sources of impact to parkland adjacent to the 
railroad corridor.  Specifically, there would be no ecological intrusion or access restrictions 
associated with the alternative, but noise, air quality and visual remain potential sources of 
impact.  It is not anticipated that the impacts to the parkland resources would reach a level that 
would substantially diminish the activities, features, or attributes of the adjacent parkland.   
 
After evaluating each Section 4(f) site, only the MRK Trail was determined to be potentially 
impacted by the proposed project.  The MRK Trail will be affected by construction of a rail 
station in the village of Caledonia.  This station would be approximately 1000 feet north of Four 
Mile Road on the east side of the railroad tracks.  Proposals call for construction of a parking lot 
to the east of the trail and a station house and detention pond between the existing trail and the 
UPR tracks. 
 
This proposed rail station would provide positive long–term effects to the MRK Trail.  
Construction may involve paving a short section of the trail to allow pedestrians to cross the trail 
safely between the parking lot and the rail station.  Potential lighting and signing would increase 
the nighttime safety of the trail for users, and the station parking lot would provide a new 
“trailhead” access point for those who would like to drive to the trail and then continue on by 
bike.  Also, locating the rail station adjacent to the trail allows potential commuters to arrive to 
the station on bike, and continue on by commuter rail, thereby increasing the multi-modal 
transportation opportunities in the area.  Refer to Section 3.14.2 for a description of the parks 
abutting the proposed alternative. 
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S.5.22 Construction 

Construction activities associated with the TSM and Commuter Rail Alternatives include clearing 
and grubbing, grading, station and parking lot construction, rail and road bed preparation, rail 
and roadway embankment preparation, constructing temporary haul roads; excavating wetland 
soils or other unsuitable materials and associated disposal, constructing drainage ways and 
ditches; constructing new bridges, borrow excavation, some obliterating of existing rail 
segments, finish grading of base course, paving operations, and landscaping. 
 
Since the No-Build Alternative only addresses minor local improvements, it is not anticipated to 
provide significant construction impacts.  The improvements consist of small-scale 
improvements that can easily be designed with construction mitigation techniques to minimize 
the impacts.  Potential impacts to air quality, noise, vibration, water resources, and ecosystems 
may occur with construction of the TSM or Commuter Rail Alternative. 

S.6 Cost Analysis 

The cost of a transportation investment falls into two categories:  capital costs, and operating 
and maintenance (O&M) costs.  Capital costs are the start-up costs for the project, including the 
costs of railroad track and station construction, buses, and any system facilities necessary 
before the project can begin operation.  Operating and maintenance costs are the costs 
associated with the regular running of a new transportation facility. 

S.6.1 Capital Cost 

Commuter Rail Alternative 

The base year (2007) total capital cost for the basic Commuter Rail Alternative is $207.5 million.  
The annualized capital cost for the Commuter Rail Alternative is $16.5 million.  The percentage 
distribution of costs among the major categories is in Table S-8.  The FTA’s definition of general 
construction, Categories 10 to 50, is 60% of the total project costs. 

TSM Alternative 

The base year (2006) total capital cost for the TSM Alternative is $28.1 million.  The annualized 
capital cost for the TSM Alternative is $2.5 million.  The percentage distribution of costs among 
the major categories is as follows:  The FTA’s definition of general construction, Categories 10 
to 50, is 57% of the total project costs. 

S.6.2 Operating and Maintenance Cost 

No-Build Alternative 
 
The No-Build Alternative assumes no change to existing service levels.  For purposes of this 
exercise, it was assumed that Wisconsin Coach Line’s (WCL) weekday service travel times 
would degrade by 10% between now and the project’s horizon year (2035).  Future year travel 
time estimates will be verified from travel demand model results.  Thus, there is a slight increase 
in annual O&M costs over existing cost estimates.  See Table S-8 for a summary of these costs. 
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No-Build Alternative Hours Unit Cost O&M Cost
WCL Service 10,899 $97.24 $1,059,800
MCTS Route 48 4,208 $95.00 $399,800
Total Cost $1,459,600

TABLE S-8
N0-BUILD ALTERNATIVE O&M COSTS

 
 

 
TSM Alternative 

 
The TSM Alternative assumes improvements to the WCL service.  Improvements include:  
additional bus trips, better timed meets with Metra service, new limited service to/from 
Waukegan and operation of limited stop service instead of current flag stop operations.  The 
TSM Alternative also includes expansion of MCTS Route 48 service (additional trips.  WCL 
in-service and revenue bus-hours were estimated by developing a schedule and blocking trips 
into bus assignments.  The unit cost of $97.24 per revenue bus-hour was then applied to the 
estimate of annual revenue bus-hours.  Additional revenue bus-hours were then calculated for 
MCTS Route 48 based on the proposed number of trips for Route 48.  The MCTS hourly rate of 
$95 per revenue bus-hour was applied to the estimates of MCTS revenue bus-hours.  Table S-9 
shows the O&M costs for the TSM Alternative. 
 

No-Build Alternative
WCL Service 24,792 $97.24 $2,410,700 $1,350,900
MCTS Route 48 7,854 $95.00 $746,100 $346,300
Total Cost $3,156,800 $1,697,200

Add.'l. Over No-Build

TSM ALTERNATIVE O&M COSTS
TABLE S-9

Hours Unit Cost O&M Cost

 
 
 

Commuter Rail Alternative 
 
The Commuter Rail Alternative assumes the continuation of WCL and MCTS Route 48 at their 
no-build service levels.  The decision to retain both routes with the Commuter Rail build 
alternative was the product of a detailed sensitivity testing exercise.  Two conclusions were 
reached:  (1) a portion of the markets served by the bus routes are distinctly unique from 
markets that the build alternative would serve, and (2) for significant portions of both routes, 
each would serve a complementary feeder function to the rail service.  The Commuter Rail 
Alternative includes a new airport shuttle route and two downtown circulator routes.  Annual 
revenue bus-hours were estimated for each of these MCTS bus additions, and applied to the 
hourly rate of $95 per revenue bus-hour.  Estimated bus costs in 2006 and 2007 dollars for the 
Commuter Rail Alternative are summarized in Table S-10 and total estimated O&M costs are 
shown in Table S-11. 
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Commuter Rail Alt. Hours Unit Cost O&M Cost
WCL Service 10,899 $97.24 $1,059,800 $0
MCTS Route 48 4,208 $95.00 $399,800 $0
Airport Shuttle 3,825 $95.00 $363,400 $363,400
Downtown Circ.'s 7,650 $95.00 $726,800 $726,800
Total Bus-Related Costs (2006) $2,549,800 $1,090,200
Total Bus-Related Costs (2007) $2,600,796 $1,112,004

TABLE S-10
COMMUTER RAIL BUS COSTS

Add'l. Over No-
Build

 
 

Cost Category
Metra-UP 

Unit Costs 
(2006 $)

KRM 
Adjustment

Projected 
KRM Unit 

Cost

KRM
Quantities

KRM Annual 
Cost

Percent of 
Total

Transportation - Labor ab $407.37 -43% $210.19 7,514 $1,579,398 15.6%
Transportation - Other b $245.41 -10% $220.87 7,514 1,659,619 16.4%
Maintenance of Way c $67,855 -15% $57,677 50.7 2,924,220 28.8%
Maint. of Equip.-Material d $0.45 -20% $0.36 558,195 202,717 2.0%
Maint. of Equip.-Other d $89,028 -20% $71,222 10 712,221 7.0%
Administration e $33,351 -5% $31,684 10 316,836 3.1%
Total Carrier Expense $7,395,011 72.9%

Insurance - Property $2,122 none $2,122 10 21,217 0.2%
Insurance - Liability $1.56 none $1.56 279,098 435,848 4.3%
Regional Services f 2.7% -5% 2.6% $7,395,011 188,816 1.9%
Downtown Stations $1,119 none $1,119 10 11,191 0.1%
Total without Fuel $8,052,084 79.4%

Diesel Fuel g $2.71 15% $3.12 279,098 1,000,590 9.9%
Com. Rail Related Bus Costs 1,090,200 10.7%

Total-2006 $10,142,873 100.0%
Total-2007 $10,345,731

TABLE S-11

b Allowance for the inefficiencies saddled on Metra's UP operations by two separate maintenance facilities: California Coach Yard and M-19A 
locomotive facility.
c Metra service is the sole operation over about half of the current three UP lines.  KRM operations will share UP tracks with heavy freight and 
Depot only with Amtrak.
d Maintenance of Equipment reduced to reflect DMUs:  smaller easier to handle components and competitive prices for parts-repair in the 
automotive-truck industry.
e Metra must work with multiple freight railroads and has 2.26 rt-mi/station.  KRM must work with one freight railroad plus Amtrak and has 3.76 
f  An allowance is made to factor out Metra's effort in integrating, coordination and optimizing of services among its several Carriers.  

COMMUTER RAIL ESTIMATED O&M COSTS (2006 & 2007$)

a KRM Transportation labor cost rate is prorated based on crew sizes.  KRM crew:  2 (1 engineer + 1 conductor); UP crews:  50% 3, 50% 4.

 

S.7 Ridership 

For all proposed projects and alternatives, transit ridership is a function of travel time and cost.  
All else being equal, the faster technologies attract more riders.  The speed is usually a function 
of both the technology and the physical conditions in which it has to operate.  Longer segments 
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have higher ridership because they service a larger area, incorporate more stations, and 
potentially reduce the number of transfers. 
 
Transit ridership has been estimated for the TSM and Commuter Rail Alternatives using the 
latest TP+ based KRM travel demand forecast model, based on the forecast year of 2035.  For 
comparison purposes the Aggregate Rail Ridership Forecasts (ARRF) sketch forecasting model 
was also completed.  The KRM model results are consistent with the ARRF results for the base 
year 2000 and also reflect a growth in ridership between 2000 and 2035.  Table S-12 
summarizes the projected ridership under each service scenario. 
 

AARF Model 
2000 Census

KRM Model 
2000

KRM Model 
2035

TSM -- 1733 2575

Commuter Rail 4,496 to 5,764 5966 7392

YEAR 2000 AND 2035 RIDERSHIP FORECASTS 
TABLE S-12

 
 
The ridership under both the TSM and the Commuter Rail Alternatives is concentrated during 
the AM and PM peak periods of the day (Table S-13).  Ninety percent of the projected daily 
ridership under the commuter rail option is expected to occur during the peak periods between 
6:00 AM and 9:00 AM and between 2:30 PM and 6:00 PM.  This pattern is consistent with the 
peak period oriented level of KRM rail service and is also consistent with experience in other 
commuter rail systems. 
 

TSM TSM Commuter Rail Commuter Rail 
2000 2035 2000 2035

AM Peak 734 1,010 2,689 3,223

Midday 169 275 338 471

PM Peak 729 1,120 2,841 3,549

Evening 101 170 98 149

Total 1,733 2,575 5,966 7,392

TABLE S-13
SUMMARY OF RIDERSHIP FORECASTS BY TIME OF DAY

 
 
The major measure of effectiveness of transit ridership for comparison between alternatives is 
the number of new “transit” trips compared to the No-Build Alternative.  The Commuter Rail 
Alternative attracted 4,700 more total system wide transit trips than the TSM Alternative. 

S.8 Trade-Offs Between Alternatives 

The trade-offs between the No Build and TSM Alternatives and the Commuter Rail Alternative 
are that the No-Build and TSM Alternatives would involve less capital costs, but would not 
provide an enhanced level of mobility and accessibility to the communities along the corridor.  
The Commuter Rail Alternative would also provide improved access to a broader range of 
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employment, shopping, educational, and cultural opportunities, consistent with the goals and 
objectives discussed in Section 1. 
 
The financial trade-offs between the Commuter Rail and TSM Alternatives are directly related to 
the ability of the region and the local communities in concert with the federal and state 
governments to adequately fund the construction and operation of these alternatives as 
discussed in Sections 5.1.3 and 5.1.4. 
 
From a mobility standpoint, the Commuter Rail Alternative provides the greatest improvements 
to mobility for the residents and businesses along the corridor and is the most effective in 
satisfying the goals and objectives for the corridor. 

S.9 Regulatory Compliance 

The planning, agency coordination, public involvement, and impact evaluation for the project 
has been conducted in accordance with the NEPA, the Wisconsin Environmental Policy Act, the 
Clean Water Act, the Clean Air Act, the Executive Order on Environmental Justice 12898, the 
Executive Orders regarding wetland and floodplain protection, the Fish and Wildlife 
Coordination Act, the Migratory Bird Treaty Act, and other state and federal laws, policies, and 
procedures for environmental impact analyses and preparation of environmental documents. 

S.10 Other Required Governmental Actions 

Individual Section 404 permits will be required from the USACE for the stream, rivers, and 
wetland involvement on the project.   
 
The relocation assistance plans that are required for the relocated businesses will have to be 
approved by the Wisconsin Department of Commerce. 
 
This document is in compliance with U.S. DOT and Federal Transit Administration (FTA) 
policies to determine whether a proposed project will have induced socioeconomic impacts, or 
any other adverse impacts, on minority or low-income populations and it meets the 
requirements of Executive Order on Environmental Justice 12898 – “Federal Actions to Address 
Environmental Justice in Minority and Low-Income Populations.”  Neither minority nor 
low-income populations would receive disproportionately high and adverse impacts as a result 
of any of the alternatives selected for detailed study. 

S.11 Environmental Commitments 

• In accordance with state and federal laws, should archaeological materials be 
discovered during construction, construction activities will cease in that area and SHPO 
and appropriate Native American groups will be contacted for consultation. 

• A detailed wetland mitigation plan will be designed in accordance with WDNR 
guidelines. 

• Complete additional archaeological resources work including a phase 1 intensive field 
survey of the WEPCO property on the southern Oak Creek station site and 
geomorphological testing at the Cudahy/St. Francis and South Side Milwaukee station 
sites. 

• Coordinate with the State Historical Preservation Office (SHPO), WisDOT, and 
SEWRPC to ensure all Section 106 requirements are met. 

• At the time of construction, all work will adhere to WisDOT’s Standard Specifications for 
Highway and Structure Construction. 
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S.12 Project Status 

Following publication of the DEIS a public hearing will be held to gather public comment on the 
information presented.  The comments will be documented and the alternatives refined through 
preliminary engineering prior to publication of the Final Environmental Impact Statement (FEIS).  
After completion of the FEIS, a Record of Decision (ROD) will be made by the FTA.  The 
following list provides the remaining primary stages of development.  
 

1. Preliminary Engineering/FEIS  
2. Final Design 
3. Construction 
4. Implementation of Service 

 
The remaining stages are anticipated to be overseen by the Southeast Wisconsin Regional 
Transit Authority (RTA).  The RTA was created in 2005 by an act of the Wisconsin State 
Legislature and Governor.  The RTA will serve as sponsor of the commuter rail project and 
provide a structure for managing the necessary local funding.  As of April 2009, the State 
Legislature was considering a permanent regional funding source to provide local funds for the 
portion of operating and capital costs of commuter rail and public transit that are not covered by 
passenger fares. 
 
In subsequent work stages, a hierarchy of schedules will be produced for the project, ranging 
from a generalized, summary schedule to a cost-loaded critical path schedule for project 
management and control purposes.  Table S-14 presents a preliminary, generalized schedule. 
 
 

TABLE S-14
KRM PROJECT SCHEDULE

Stage Task Final
FTA Decision on Entering Preliminary Engineering Winter 2010
PE/FEIS Conduct Preliminary Engineering Summer 2011

FTA Application for Final Design Funding Summer 2011
FTA Record of Decision (ROD) Winter 2012
FTA Decision of Entering Final Design (FD) Winter 2013
FD Conduct Final Engineering & Design Winter 2014
FTA Decision on Full Funding Grant Agreement Fall 2014
Construct Procurement & Construction Spring 2016

Training and Testing Spring 2016
Service Implementation Spring 2016  
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1 PURPOSE AND NEED  

1.1 Purpose & Need Statement 

A lack of regional transportation options for travel between communities in the 
corridor limits mobility of area residents and workers - particularly individuals with 
limited or no access to private automobiles.  Many persons residing in the developed 
portion of the corridor, namely the cities of Kenosha, Racine and Milwaukee, are 
unemployed, are below the poverty level, or do not own a car.  These individuals 
access to jobs is limited to their communities.  A corollary problem is employers in 
the study area do not have sufficient transit access to the major labor pools of the 
region, especially skilled workers.  This limitation on employee recruitment impacts 
the area’s ability to attract and retain business. 

 
The primary purpose of an investment in transit in the KRM corridor is to provide 
regional transit connections between residential and employment concentrations to 
improve the mobility and transit access of residents and workers, especially those 
dependent on transit, as well as to provide transit access to job opportunities in the 
study area.  Other project purposes include encouraging transit oriented infill 
development and redevelopment around transportation hubs, and increasing the use 
of transit service. 

1.2 Introduction 

The Kenosha-Racine-Milwaukee (KRM) corridor is located in southeastern Wisconsin along the 
shore of Lake Michigan.  The area is characterized by a mix of urban and rural land uses.  The 
major interstate highway (IH) in the area, Interstate 94, is located approximately 10 miles west 
of the Lake Michigan shoreline.  Wisconsin State Trunk Highways (STH) 31 and 32 run north-
south in the corridor and pass through the established shore line areas of Kenosha, Racine and 
Milwaukee counties.  Over the past decade a very high level of interest has developed in the 
KRM corridor for improved commuter transportation service.  This interest has been manifested 
by the creation of a group involving major employers, municipalities, and counties within the 
corridor which has as its objective the improvement of transit service within the corridor.  The 
Southeastern Wisconsin Regional Planning Commission, the Metropolitan Planning 
Organization (MPO) for the seven-county Southeastern Wisconsin region, has completed two 
studies1,2 which focus on transit improvements throughout the KRM corridor.   
 
On behalf of an intergovernmental partnership of the Counties and Cities of Kenosha, Racine, 
and Milwaukee, the Wisconsin Department of Transportation (WisDOT) and the Regional 
Planning Commission, the Commission is undertaking the EIS and Project Development phase 
of the KRM Alternatives Analysis/Draft Environmental Impact Statement (KRM AA/DEIS) in 
order to produce a Draft Environmental Impact Statement, refine the previous alternatives 
analysis, and develop further a commuter transportation project within the corridor.  This study 
is funded by the Federal Transit Administration (FTA) Section 5309 “New Starts” program and 
the members of the Intergovernmental Partnership described above.  The products of this study 
will be used to support an application to the FTA for funding of Preliminary Engineering under 
the FTA’s New Starts program.  
                                                 
1 Feasibility Study of Commuter Railway Passenger Train Service in the Kenosha-Racine-Milwaukee Corridor, the Regional 
Planning Commission, June 1998 
2 Kenosha-Racine-Milwaukee Corridor Transit Study Summary Report and Recommended Plan, the Regional Planning 
Commission, August 2003. 
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1.2.1 Project Goals and Relationship with Previous Planning Efforts 

There have been a number of studies for major transportation improvements in the KRM 
corridor prepared previously.  These studies serve as an important foundation for the 
investment alternatives considered in this study. 
 
A study completed in 1998 investigated the feasibility of commuter rail service in the Kenosha-
Racine-Milwaukee Corridor.  The study concluded that the extension of a limited-stop commuter 
rail service connecting the urban centers of Kenosha, Racine, and Milwaukee to each other and 
to northeastern Illinois was technically feasible and potentially financially feasible.  The study 
recommended that a subsequent corridor study of commuter rail and commuter bus alternatives 
be undertaken to determine whether commuter rail service should be implemented.  
 
In 2003, the Kenosha-Racine-Milwaukee Corridor Transit Study was completed, which followed 
the recommendations of the 1998 effort.  The project evaluated commuter rail and commuter 
bus alternatives connecting Kenosha, Racine, and Milwaukee.  The final recommendation made 
by the Advisory Committee for the Kenosha-Racine-Milwaukee Transit Study was to proceed 
with implementation of an extension of commuter rail service from Kenosha to Milwaukee at a 
medium level of service (i.e., 7 round trips daily).  
 
In 2006, the Southeastern Wisconsin Regional Planning Commission adopted a Year 2035 
transportation system plan.   The plan addresses a host of land and transportation issues.  
Elements of the transportation plan include transportation demand management, bicycle and 
pedestrian facilities, public transit, and arterial street and highway systems.  As a part of the 
plan for improved and expanded public transit services within the region, the plan envisions the 
development of rapid and express transit services.  The rapid transit component of the system 
plan is proposed as a limited stop service connecting the urban centers of the region to each 
other and to the Milwaukee central business district.  One of the several corridors recommended 
for the development of such service is the Kenosha-Racine-Milwaukee corridor that extends 
from the City of Kenosha through the City of Racine to the City of Milwaukee. The plan identifies 
commuter rail service as an alternative for providing rapid transit service in this corridor, 
including service from Milwaukee through the Cities of St. Francis, Cudahy, South Milwaukee, 
Oak Creek, and Racine to the City of Kenosha and to northeastern Illinois over Canadian Pacific 
Railway and Union Pacific Railroad lines.  These rapid transit recommendations have been part 
of the regional transportation plan since the early 1980s.  
 
The regional transportation plan notes that the Counties and Cities of Milwaukee, Racine, and 
Kenosha are presently conducting studies addressing funding and refinement of proposed 
commuter rail service between Kenosha and Milwaukee.  If these studies lead to a decision to 
implement commuter rail service, the Regional Planning Commission will formally amend the 
regional plan to include it. 
 
The basis for conducting the KRM AA/DEIS arose from these earlier studies and the region’s 
transportation system planning process. Therefore, this study will substantiate and refine 
previous study conclusions.  The project goals used in this study are consistent with previous 
project work and the overarching aims of the regional plan.  Based on the review of the goals 
from these previous efforts, the three goal statements proposed for the KRM AA/DEIS project 
are:  
 

1. Improve Regional Transit Mobility and Access,  
2. Contribute to Desirable Economic and Community Development, 
3. Attract Increased Transit Ridership.   
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These goal statements cover a range of topical areas that will serve as category groupings of 
the specific problems described in the report.   

1.3 Description of Study Area 

1.3.1 Physical Description 

The study area for the KRM corridor is generally defined as the area between the 
Illinois-Wisconsin state line and downtown Milwaukee, approximately 40 miles.  It is bordered by 
IH-94 on the west and Lake Michigan on the east.  This primary area of study includes eastern 
Milwaukee County and the densely developed portions of Kenosha and Racine Counties east of 
IH-94.  A secondary study area includes western Milwaukee County and the corridor in Illinois 
situated along the Metra Union Pacific North Line between downtown Chicago and the 
Illinois-Wisconsin state line.  Figure 1-1 presents a map of the study area, illustrating its 
placement in the 7-county southeastern Wisconsin and the 6-county northeastern Illinois 
regions.   
 
The primary study area has been broken-down into five sub-areas.  Table 1-1 lists the five areas 
with associated information, including principal communities and size.  All of the areas are 
located between IH-94 and the lakeshore, and will have alternative transportation investments 
likely falling within their boundaries. 
 

TABLE 1-1 
KRM CORRIDOR STUDY SUB-AREAS 

 

Sub-Area Sub-Area Name State County Prinipal Communities
Size 

(sq. mi.)
1 Milwaukee CBD Wisconsin Milwaukee City of Milwaukee CBD 6.9
2 Milwaukee Co. S Inner Wisconsin Milwaukee Cudahy, St. Francis 23.2
3 Milwaukee Co. S Outer Wisconsin Milwaukee Oak Creek, South Milwaukee 28.7
4 Racine County E Wisconsin Racine Racine, Mount Pleasant, 

Sturtevant
101.1

5 Kenosha County E Wisconsin Kenosha Kenosha, Pleasant Prairie 86.6
Total Area    246.5  
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FIGURE 1-1  
KRM STUDY AREA 
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1.3.2 Transportation Facilities and Services 

A description of the transportation resources available in the corridor today is presented below.  
These resources are broadly defined into four categories: highways, urban transit services, 
intercity transit services, and freight rail lines.  Figures 1-2 (highway and rail) and 1-3 (bus) 
provide depictions of the current transportation system in the Wisconsin portion of the KRM 
corridor.  

Highways 

The corridor has a comprehensive network of roads which have a hierarchical functional 
structure.  These range from interstate highways, which are designed to freeway standards, to 
local streets.  Of greatest interest are the north-south oriented roadways serving 
longer-distance, regional travel.  These are listed below:  
 

• Interstate Highway 94 (IH-94) is a limited-access interstate highway connecting major 
cities in the Upper Midwest and Great Lakes regions.  IH-94 is located generally on the 
western edge of the study area, away from the more developed areas along the Lake 
Michigan shore.  Throughout the KRM corridor, this highway is operating at speeds 
close to 60 mph. 

• Wisconsin STH 32 is a north-south highway running through the established shore line 
areas of Kenosha, Racine and Milwaukee Counties.  STH 32 operates at speeds in the 
high 20’s mph and winds through the downtowns of Kenosha, Racine, and Milwaukee. 

• Wisconsin STH 31 is located parallel to, and approximately five miles west of, STH 32, 
serving areas outside of the historic development of the shore line communities.  STH 31 
is generally faster than STH 32 since it usually operates at speeds in the high 30s mph. 

• Wisconsin STH 38 runs generally north-south from its junction with STH 32 near 
downtown Racine to STH 59 southwest of downtown Milwaukee.  

• State Trunk Highway/IH 794 runs north to south between College Avenue in Cudahy and 
downtown Milwaukee.     

Urban Transit Services  

The three local transit systems in the corridor include: 
   

• Kenosha Area Transit (KTS) provides fixed route local transit service in the City of 
Kenosha and surrounding area.  The current service has ten regular fixed-route bus 
routes.  Existing average weekday ridership for this service is 6,500 person trips per day.  
Kenosha also operates an electric streetcar route connecting the Metra commuter rail 
station with downtown Kenosha and the Harborfront area.  KTS has connections to the 
Racine Belle Urban System. 

• The Belle Urban System (“the BUS”) provides fixed-route local transit service in the City 
of Racine and surrounding area.  Service is provided on eleven regularly scheduled 
routes that cover the Racine urbanized area.  Average weekday ridership is estimated at 
7,100 person trips per day.  The BUS has connections to the KTS. 

• Milwaukee County Transit System (MCTS) is the major provider of local public transit 
services in Milwaukee.  MCTS operates extensive fixed-route bus service throughout 
Milwaukee County and average weekday ridership is approximately 4,200 person trips 
per day (for those routes located in the KRM corridor).  MCTS does not serve areas 
between Milwaukee County and Racine/Kenosha Counties. 
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FIGURE 1-2   
EXISTING KRM CORRIDOR TRANSPORTATION INFRASTRUCTURE 
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FIGURE 1-3   
EXISTING KRM CORRIDOR PUBLIC TRANSPORTATION 
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Intercity Transit Services 

The following passenger rail and bus services operate in the corridor: 
 

• Wisconsin Coach Lines Kenosha-Racine commuter bus service is provided by the City 
of Racine as part of a joint effort with the City of Kenosha and the Counties of Racine 
and Kenosha.  The bus service is operated through a contract with Wisconsin Coach 
Lines, a private transit operator.  The route runs between downtown Milwaukee and 
Kenosha via General Mitchell International Airport, Oak Creek, Caledonia, and Racine.  
The average weekday ridership for this service is 250 person trips per day.  The route is 
the only regional transit serving the developed shore line areas of Racine and Kenosha 
Counties.  The route has relatively infrequent service, long travel times, and is subject to 
congestion-induced delay.  For these reasons, a number of WCL’s riders expressed 
dissatisfaction with existing commuter bus service in the corridor during public comment 
phases of previous KRM corridor studies.3 

• Amtrak operates intercity passenger service between Milwaukee and Chicago with its 
Hiawatha service.  Amtrak trains operate on the Chicago-Milwaukee-St. Paul route, now 
owned by the Canadian Pacific Railway (CPR) and Metra.  The Amtrak route is located 
more than five miles west of the cities of Racine and Kenosha; and therefore does not 
directly serve the developed areas of these communities.   

• Metra’s Union Pacific North line offers commuter rail service between Kenosha and the 
Ogilvie Transportation Center (OTC) in downtown Chicago.  The route is 51.6 miles long 
and includes 26 stations, including OTC.  Kenosha is the only station on Metra outside 
the Illinois-legislated RTA six-county area.   

• Greyhound Bus Lines runs daily service between Milwaukee and Chicago using 
over-the-road motor coach buses.  Two roundtrips – one in the morning and one in 
mid-afternoon – make an intermediate stop approximately one mile south and west of 
the Kenosha Metra Station. Other trips operate on IH-94. 

• Wisconsin Coach Line (WCL) Airport Express bus service connects the Milwaukee 
Amtrak Depot, General Mitchell International Airport, Racine and Kenosha stops at 
interchanges on IH-94, O’Hare International Airport, and Chicago’s Midway Airport.  

• Megabus.com began a low-cost service between downtown Milwaukee and downtown 
Chicago in early 2006 using over-the-road motor coaches. No intermediate stops are 
made. Curbside bus stops are used adjacent to the Amtrak stations in both Milwaukee 
and Chicago.  

Freight Rail Lines 

Serving many of the industrial facilities and utilities in the area, freight lines represent another 
transportation resource in the KRM corridor.  In addition, the rights-of-way of these routes are 
potentially useful for passenger service. There are three principal north-south oriented lines: 
 

• Union Pacific Railroad (UP) Kenosha Subdivision is the eastern-most line, and was 
previously operated as the Chicago & NorthWestern (CNW).  This line, located along the 
lakeshore, was the double track mainline of the railroad and carried some of the fastest 
steam and diesel-powered passenger trains in the country on trips from Chicago through 
Milwaukee to Minneapolis St. Paul.  North of Kenosha, the line has since been 
rationalized to a single track with passing sidings and now carries only freight service, 
primarily unit trains of coal to the Oak Creek Power Plant.   

                                                 
3 Record of Public Comment, Kenosha, Racine, Milwaukee Corridor Transit Study, June 2003. 
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• The Canadian Pacific Railway (CPR) is located about five miles west of the lakeshore 
cities in the KRM corridor.  The line was originally owned by the Chicago, Milwaukee, St. 
Paul & Pacific Railroad, or Milwaukee Road.  This route was built and has been 
maintained as a high speed double track railroad.  In addition to its freight traffic, the line 
is used by Amtrak trains, and is the proposed alignment for high speed rail passenger 
service in the Midwest. 

• The CNW had a freight line called “the New Line” in the corridor.  The line is now also 
part of the UP system and is known as the Milwaukee Subdivision.  The UP’s Milwaukee 
Sub runs parallel to and between its Kenosha Sub and the CPR, angling slowly from the 
CPR over to the Kenosha Sub until it joins the Kenosha Sub at St. Francis.  This line 
now serves as the main freight route for the Union Pacific in the KRM corridor. 

1.4 Transportation Problems and Needs 

The Kenosha-Racine-Milwaukee Alternatives Analysis project responds to several 
transportation related needs and consequences in southeastern Wisconsin.  The corridor’s 
primary problem is residents who don’t have access to jobs.  A corollary problem is employers 
not having sufficient access to labor of required skills.  The following provides more detailed 
explanation and basis for these problems, along with other problems and issues in the corridor 
that investment in transportation could address.  

1.4.1 Background and Historical Perspective 

The KRM corridor includes a primary study area, spanning the linear area between Lake 
Michigan and IH-94 from the Illinois-Wisconsin state line to downtown Milwaukee, including 
eastern Milwaukee County and the long-urbanized portions of Kenosha and Racine Counties 
east of IH-94.  A secondary study area encompasses western Milwaukee county and the area of 
Illinois along Lake Michigan from the state line to downtown Chicago.  The study area includes 
the region’s largest centers of commerce and government – downtown Chicago and Milwaukee.  
The corridor was one of the earliest to develop in the area, and was shaped historically by its 
function as a transportation conduit between these two early settlement centers.   
 
Transportation played a key role in determining the corridor’s pattern of development, beginning 
with horse-drawn stages, then railroads, and finally highways.  The overall structure of 
development that exists in the primary study area today occurred mostly in response to the 
presence of railroads.  Through the 1950’s, the corridor included three private railroad 
companies, each of which provided extensive passenger service.  The pattern that evolved was 
the compact and relatively dense placement of residential and job-based uses.  The density of 
population in the corridor is three times greater than that of the 13-county region overall; job 
density is four times greater.  
 
In the more recent past, highways have supplanted rail as the principal shaper of development, 
which has caused new development to be more dispersed.   The recent past has also seen 
erosion in the historically-strong manufacturing base, which has translated to declines in 
population and jobs.  As a result, the community-based infrastructure that previously supported 
higher levels of people and jobs is not being used to its full capability.  Moreover, the decline in 
local jobs has meant that many employed residents need to travel to job centers elsewhere. 
  
The following description of corridor problems and need are organized by the three project goal 
statements presented in the Introduction of the report. 
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1.4.2 Improve Regional Transit Mobility and Access 

A primary purpose of a transportation investment in the KRM corridor is to improve transit 
mobility and access.  The need for improved regional transit is based on a number of economic, 
mobility and access issues, including the following: 
 

• The rate of households without an automobile in the corridor is 50% higher than the 
13-county region. 

• Income levels of corridor residents are lower than for the 13-county region overall.  In the 
Wisconsin portion of the corridor, median family income in 1999 was 26% lower than 
that of the combined NE Illinois/SE Wisconsin region.   

• Based on 2000 Census Journey to Work data, the Racine and Kenosha sub-areas have 
relatively few residents who work outside of their respective ‘home area’.  This is the 
case even though the City of Racine has consistently had the highest unemployment 
rate in Wisconsin for many years, indicating that residents are encountering barriers in 
their ability to travel to work. 

• With the exception of the Kenosha sub-area, very few employed residents of the 
Wisconsin portions of the primary study area work in job-rich areas of Illinois (i.e., less 
than 1%).  

• The same data source shows that employers in the Racine and Kenosha sub-areas 
draw 80% of their workforce from each respective area, which represents relatively small 
labor pools. Some employers need workers with specialized skills, who would benefit 
from a larger labor force.  Lack of easy access to qualified workers results in area 
employers being less competitive and could lead to firm relocation if not solved. 

• Although the overall rate of corridor transit use for work travel is nearly double the 
regional average, areas in the center of the Chicago-Milwaukee corridor (i.e., Lake 
County Northeast to Milwaukee County South) show low use of transit.  
- Employed residents of the Kenosha, Racine and Milwaukee County South Outer 

sub-areas show transit shares of 1.3%, 2.4%, and 1.5%, respectively. 
- Persons working in the Kenosha, Racine and Milwaukee County South Outer 

sub-areas show transit shares of 1.0%, 2.4%, and 1.3%, respectively.  
• Employed residents of the Kenosha, Racine and Milwaukee County South sub-areas 

whose work trips are 45 or more minutes in length have a transit share of 8%, versus 
45% for the corridor overall and 30% for the Wisconsin portion of the corridor. 

• As in most urban areas, traffic congestion in the corridor is a problem that impacts 
traveler mobility, quality of life and personal costs.  
- This condition will worsen as the corridor grows in the future.  
- During reconstruction of IH-94 and the regional freeway system, congestion will 

worsen.  Construction of IH-94 is anticipated to span the years 2009 and 2016. 
 
With regard to improving regional transit mobility and access, a major transit investment in the 
KRM corridor would: 
 

• Improve access to jobs and labor force 
• Increase and improve travel options within and between the corridor and Northeastern 

Illinois 
• Improve mobility for households without an auto and populations that are low-income  
• Provide an alternative during IH-94 and the regional freeway system freeway 

reconstruction 
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1.4.3 Contribute to Desirable Economic and Community Development 

Another purpose of a transportation improvement in the KRM corridor is to contribute to 
desirable economic and community development.  Transportation facilities and services are 
inextricably linked to their surrounding areas.  Transportation can contribute to area 
development; and surrounding land use can be a major determinate of the performance of the 
transportation facilities and services.  Relevant issues associated with KRM include: 
 

• Of the five Wisconsin lakeshore sub-areas, four have jobs-to-household ratios below the 
regional average (i.e., 1.0 versus 1.3).  This means that more employed residents are 
‘exported’ to other areas than is the case overall.  As one would expect, the Chicago and 
Milwaukee CBDs exhibit higher ratios (7.5 and 4.6, respectively).  However, the two 
suburban Illinois sub-areas show rates of 1.5 and 1.6, respectively, which suggest that 
these areas must ‘import’ workers (i.e., proportionally more jobs than households). 

• As noted above, the study corridor is densely developed.  In the primary sub-areas, this 
is especially true for the eastern half of the corridor.  There are several implications of 
this result, including:  
- The developed nature of the corridor limits opportunities to create new or 

expanded transportation alignments.  
- The compact development pattern is conducive to public transportation.  
- The focused nature of development that is present could more easily facilitate 

new transit investment.  
• Inadequate regional transportation links to the Kenosha and Racine sub-areas limit 

employer recruitment of workers with specialized skills. This problem, which has been 
voiced by local employers, impacts the ability of the affected areas to attract and retain 
job-based development. 

• The Racine sub-area – which is arguably the sub-area that is least well-served by 
regional transit – has the highest rate of unemployment in the State of Wisconsin. It also 
has the highest proportion of workers who live in the sub-area in which they are 
employed. Improved regional transit opportunities may remove some barriers to 
employment in other job centers in and beyond the corridor.  

• Adopted community and economic development plans in the primary sub-areas call for 
focusing redevelopment of urban core areas around improved transit services; and for 
managing growth in “greenfield” areas by focusing development around improved transit.  

 
With regard to contributing to desirable economic and community development, a major transit 
investment in the KRM corridor would: 
 

• Promote station area land development and redevelopment 
• More closely connect Kenosha, Racine, and Milwaukee to each other and to 

Northeastern Illinois and Chicago 
• Improve linkages that will result in more economic and population growth in the KRM 

corridor and in the Milwaukee-Racine-Kenosha-Chicago mega-metro area 
• Support employers that have indicated the importance of retaining and attracting 

qualified employees 

1.4.4 Attract Increased Transit Ridership 

Another purpose of a transportation investment in the KRM corridor is to attract increased 
ridership.  The primary factors correlated to transit ridership are the location of transit service, 
level of service and quality of service.  Factors regarding provision and use of transit in the KRM 
corridor include: 
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• The pattern of high transit use at each end of the corridor and low in the center is 
consistent with the amount of transit service provided in each area. 

• While the network of local transit service throughout the corridor is relatively 
comprehensive, regional services which connect communities within the corridor have 
significant limitations.  
- Amtrak service operates the full length of the corridor, but is generally located too 

far west from the developed areas of the corridor and has relatively few 
intermediate stops (two in Wisconsin).  Its principal function is to serve the 
downtown Chicago-to-downtown Milwaukee traveler.  

- Metra UP North line provides commuter rail service between downtown Chicago 
and Kenosha; although service levels north of Waukegan, Illinois are lower than 
south.  The service is primarily designed to serve the downtown Chicago work 
commute passenger. 

- Wisconsin Coach Lines (WCL), a privately operated regional bus carrier, 
operates two routes in the corridor with a limited schedule of service.  Travel 
times and reliability are a function of the highway system.  

- Greyhound and Megabus.com operate in the corridor, but have few stops in the 
primary study area.  

- Milwaukee County Transit operates two Freeway Flyer routes in the primary 
study area.  The routes do not extend south of Milwaukee County.  

 
With regard to attracting increased transit ridership, a major transit investment in the KRM 
corridor would: 
 

• Provide faster and more convenient regional service 
• Increase reliability of travel 
• Increase safety of travel 
• Contribute to reducing automobile use and highway traffic 
• Have a high potential to generate transit ridership 

1.5 Addressing the Corridor’s Problems 

Formulation of a system of goals and objectives evolves from the identified problems of the 
study corridor and the purpose and needs as described in this report.  For each goal or 
objective, evaluation measures will be developed to quantify how well alternatives achieve each 
objective.  This evaluation will ultimately establish the basis for selecting a Locally Preferred 
Alternative (LPA). 

1.5.1 KRM AA/DEIS Goals and Objectives 

Three goals have been proposed for the KRM AA/DEIS project, including: 1) Improve Regional 
Transit Mobility and Access, 2) Contribute to Desirable Economic and Community Development, 
and 3) Attract Increased Transit Ridership.  As discussed above, implementation of an LPA 
could be expected to result in a number of outcomes, including: 
 

• Improve access to jobs and labor force; 
• Increase and improve travel options within and between the corridor and Northeastern 

Illinois; 
• Improve mobility for households without an auto and populations that are low-income ; 
• Provide an alternative during IH 94 freeway reconstruction; 
• Promote station area land development and redevelopment; 
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• More closely connect Kenosha, Racine, and Milwaukee to each other and to 
Northeastern Illinois and Chicago; 

• Improve linkages that will result in more economic and population growth in the KRM 
corridor and in the Milwaukee-Racine-Kenosha-Chicago mega-metro area; 

• Support companies that have indicated the importance of retaining and attracting 
qualified employees; 

• Provide faster and more convenient regional service; 
• Increase reliability of travel; 
• Increase safety of travel; 
• Contribute to reducing automobile use and highway traffic; 
• Have a high potential to generate transit ridership; 

 
The goal statements cover a range of topical areas that can serve as category groupings of the 
specific problems that have been identified as part of this research.  In reviewing the 
transportation problems, it is useful to consider the following background issues regarding the 
KRM corridor:  
 
The KRM corridor 
 

• is anchored by two major centers of commerce & government (downtowns of Chicago 
and Milwaukee) 

• has a development pattern that was shaped largely by pre-auto transportation 
• is densely developed (population density is 3 times regional average; job density 

4 times) 
• has a historically strong manufacturing base, that has seen decline 
• has resident income levels that are lower than regional averages 

 
Table 1-2 lists a series of problems that have been identified in this report, and have been 
grouped according to each of the study goals.  Each problem has an associated action-oriented 
objective.  While the goals are broad, abstract, and are difficult to validate, the objectives are 
narrow, concrete and are measurable.  In early 2006, a comprehensive scoping process was 
conducted, which provided interested parties an opportunity to comment on the draft goals and 
objectives for the study.  The refined set of goals and objectives, along with evaluation 
measures, will be used in the evaluation of alternatives process to select from a number of 
investment choices the single strategy that is deemed the Locally Preferred Alternative. 
  

TABLE 1-2 
KRM GOALS-PROBLEMS-OBJECTIVES 

 
KRM Goals Problems Objectives 

Higher incidence of households 
without autos than regional 
average 

Provide travel options that serve 
people who depend on transit 

Regional travel may be difficult for 
residents in some areas 

 

Pockets of high unemployment Expand transit links with fast 
and reliable service between 
residential and employment 
concentrations 

Improve 
Regional 
Transit 
Mobility and 
Access 

Some residents encounter 
transportation barriers in 
accessing job centers 
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KRM Goals Problems Objectives 
Some employers have need to 
draw from larger labor pool 

Provide transportation that 
supports area businesses and 
local economies 

As in most urban areas, traffic 
congestion is a persistent problem

Reduce reliance on the auto by 
providing transit options 

Much of the corridor exhibits an 
imbalance between jobs and 
housing 

Encourage business-oriented 
development 

Lack of local jobs requires some 
residents to travel to other 'job-
rich' areas 

Expand transit links between 
residential and employment 
concentrations  

Existing densely developed areas 
lack full complement of 
infrastructure and compatible land 
uses  

Promote transit oriented 
development and 
redevelopment around 
transportation hubs 

New development in corridor is 
not necessarily following efficient 
patterns 

 

Developed nature of corridor 
limits opportunities to create new 
or expanded transportation 
alignments 

Maximize use of existing 
infrastructure 

Inadequate regional transit links 
limit employee recruitment - 
impacts ability to attract and retain 
local business 

Provide transportation that 
supports area businesses and 
local economies 

Contribute to 
Desirable 
Economic 
and 
Community 
Development 

 Invest in transportation solutions 
that have community support 

Transit use for longer distance 
work travel in the center of 
corridor is low 

Expand and improve 
inter-community transit service 

The corridor lacks adequate 
regional transit service, especially 
along the densely populated 
lakefront 

 

Transit use for work travel in the 
center of corridor is low 

Expand regional transit service 
in Kenosha-Racine area 

Kenosha-Racine area has 
inadequate  transit links to 
Milwaukee and Illinois 

 

Attract 
Increased 
Transit 
Ridership 
 

Southeast Milwaukee County 
lacks transit links to Racine, 
Kenosha & Illinois 

Expand regional transit service 
in south Milwaukee County 
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2 ALTERNATIVES CONSIDERED 

2.1 Development and Screening of Alternatives 

2.1.1 General 

A full range of alternatives was initially developed for the Kenosha-Racine-Milwaukee (KRM) 
Alternatives Analysis/Draft Environmental Impact Statement (KRM AA/DEIS) project corridor 
and each of these alternatives was evaluated for its ability to meet the purpose and need 
requirements of this project. In accordance with the Council on Environmental Quality (CEQ) 
guidelines, only those feasible and prudent alternatives that passed the screening process were 
selected for detailed evaluation in this Draft Environmental Impact Statement (DEIS). Those 
alternatives that did not meet the purpose and need requirements of this project are also 
described in this section.  Refer to Exhibit 1 for a Project Location map. 
 
The methodology employed in defining the alternatives to be evaluated during the KRM 
AA/DEIS consisted of the following steps: 
 

1. Review and assess the initially identified transit modes and other alternatives defined 
during prior transportation planning and alternatives analysis work; 

2. Develop a No-Build Alternative incorporating selected planned and programmed public 
transportation and system management improvements described in the Transportation 
Improvement Program for the area; 

3. Develop a Transportation System Management (TSM) Alternative that assumes the 
enhancement of existing commuter rail, streetcar and bus service throughout the 
corridor in the most cost-effective manner possible, including improved bus circulation 
and increased park and ride capacity in strategic locations; 

4. Develop “build” alternatives for bus and rail modes that are competitive and provide a 
safe, convenient and cost-effective service through refinement and innovation, while 
recognizing the constraints imposed by existing operational and institutional realities. 

2.1.2 Screening Process and Methodology 

The general evaluation methodology is displayed in Figure 2-1.  This evaluation process is the 
method by which the preferred alternative will be ultimately identified from among the full range 
of alternatives.  The process calls for a structured approach, involving use of the project goals 
and objectives as the basis for measures of performance.  Evaluation factors were selected 
based on their ability to measure objectively the performance of each alternative from a number 
of perspectives.   
 
To arrive at a preferred alternative, a three level screening process was used, with the first level 
evaluating the full range of potential modes and technologies.  This is referred to as the 
Conceptual Alternatives stage.  This step also considered selected service design concepts 
which use the likely modes to be studied in more depth.  The reduced set of alternatives 
resulting from this step was then subjected to the second screening.  This is referred to as the 
Preliminary Alternatives stage.  The measures used in the second level have less detail than in 
the final evaluation, but were based on the same overall objectives of the study.  The reduced 
set of alternatives from this step was then subjected to the third screening.  This is referred to as 
the Detailed Study Alternatives stage.  From this third screening, the selection of the preferred 
alternative used evaluation measures that are similar to those used by the Federal Transit 
Administration (FTA) for its New Starts project justification criteria.  The logic for the use of 
these factors is based on their extensive application to evaluate transit investments.  However, 
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there may be other measures used to address specific locally-oriented objectives, which are not 
covered by those modeled from the FTA-based measures.  
 
Following is a more detailed explanation of the methodology and 
measures used for each screening level. 

Conceptual Alternatives (Level 1) Screening 

Modes and technologies appropriate for regional services in Southeastern 
Wisconsin have been previously studied and screened by the 
Southeastern Regional Planning Commission (SEWRPC) as described in 
the Purpose and Need Statement (Section I of this DEIS).  This work has 
been documented and reviewed below in this section.  This review has 
reaffirmed the Commission’s conclusions.  As a result of this work, three 
technologies were identified as having possible application to the KRM 
corridor, 1) commuter bus, 2) Bus Rapid Transit (BRT) and 3) commuter 
rail.  Commuter bus is treated as the Transportation System Management 
(TSM) alternative in this study.  Furthermore, within the BRT and 
Commuter Rail Alternatives, various options were evaluated. 

Preliminary Alternatives (Level 2) Screening 

With identification of the viable modes in the first screening, it was 
possible to progress into consideration of route and service alternatives in 
the study area.  The range of evaluation measures was also increased to 
include geographic factors not addressable when only technology is being 
evaluated.  
 
Table 2-1 summarizes the proposed measures at the start of the project to 
be applied in the preliminary alternative screening process.  The left 
column, “Area of Measurement”, was driven largely by FTA New Starts 
evaluation criteria plus others refined for this specific project. 
 
The preliminary alternatives screening measures were based on 
preliminary collected data.  Much of the preliminary screening information 
was obtained through the use of Geographic Information Systems (GIS).  
In addition, design characteristics of the alternatives themselves, 
augmented by some field data collection, were used.  To the extent 
possible, measures of human activity (e.g., people or jobs) were applied 
for both the base year and the projected horizon year.  In some cases, issues were evaluated 
using professional judgment.  As work to define alternatives progressed, and as data collection 
phases began, measures were adapted to available sources.   

Detailed Study Alternatives (Level 3) Screening  

The detail and level of precision of the screening measures increases between the preliminary 
alternatives screening and the detailed study alternatives screening.  During the detailed 
screening phase, further studies were undertaken, fieldwork was conducted, and there was 
additional public involvement.  Table 2-1 also summarizes the proposed measures applied in 
the detailed study alternatives screening process. 

 
 
 

FIGURE 2-1 
SCREENING 

METHODOLOGY 

 Conceptual
Long List of

Transit Modes

Initial
Screening

 Preliminary
Short List of

Mode and
Service

Alternatives

Second
Screening

 
Detailed

Alternatives

Third
Screening

  Preferred
Alternative
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TABLE 2-1 
KRM LEVEL 2 AND LEVEL 3 EVALUATION FRAMEWORK 

 
FTA & Other
Area of Measurement Level 2 Measures Level 3 Measures

Capital Costs Capital Costs
Annual Operating Costs Annualized Capital & Operating Costs
Relative Ridership Level Annualized Capital & Operating Cost per Passenger 

Trip
Annualized Capital & Operating Cost per Passenger 
Mile

Area of Developed Land within 3 miles of Alignment Population Density within 1/2 mile of Boarding Areas
Transit Supportive Plans and Policies Employment Density within 1 mile of Boarding Areas
Opportunities to Develop Transit Oriented 
Development

Transit Supportive Plans and Policies to Increase 
Station Area Development
Recent & Proposed Station Area Development 
Projects

Mobility Improvements Travel Time Savings between Various Points in 
Corridor

Annual Passenger Trips of Alternative

Number of Metra Trains between Wisconsin and 
Illinois

Annual Passenger Miles of Alternative

Non-downtown Households within 1/2 mile of 
Boarding Locations in 2000 and 2035

Low Income Households within 1/2 mile of Boarding 
Areas

Non-downtown Households Accessible to Boarding 
Locations in 2000 and 2035

Households within 3 miles of Boarding Areas with 
Bus/Parking Access, 1/2 mile for Other Areas

Cross Street Impacts Employment within 3 miles of Boarding Areas with 
Bus Egress, 1/2 mile for Other Areas

Site Access Impacts
Loss of On-Street Parking
Street Traffic Volume

Environmental Benefits Sensitive Environmental Lands within 1/2 mile of 
Project Improvements

Regional Vehicle Miles of Travel

Land Requirements Change in Regional Pollutant Emissions
Change in Regional Energy Consumption
Wetlands Impacted by Improvements
Archaeological and Historic Sites Impacted by 
Improvements

Operating Efficiencies Operating Expense per Seat Mile of Service System Operating Cost per Passenger Mile
Environmental Justice and 
Equity Issues

Households Below Poverty Level within 1/2 mile of 
Boarding Locations

Minority Households within 3 miles of Boarding 
Locations with Bus/Parking Access, 1/2 mile for Other 
Locations

Households Below Poverty Level Accessible to 
Boarding Locations

Zero Auto Households within 3 miles of Boarding 
Locations with Bus Access, 1/2 mile for Other 
Locations

Minority Households within 1/2 mile of Boarding 
Locations
Minority Households Accessible to Boarding 
Locations
Jobs within 1/2 mile of Boarding Locations in 2000 & 
2035

Expected Growth in Boarding Area Dwelling Units 
(1/2 mile radius)

Jobs Accessible to Boarding Locations in 2000 & 
2035

Expected Growth in Boarding Area Jobs (1/2 mile 
radius)

Public Acceptance Favorable Public Comment Favor Public Comment

Cost Effectiveness

Transit Supportive Land Use
and Future Patterns

Economic Benefits
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2.1.3 Evaluation Framework 

Table 2-2 presents the results of the alternative process described above through the 
Preliminary Alternatives (level 2) screening. 
 
 

TABLE 2-2 
ALTERNATIVE DEVELOPMENT PROCESS SCHEMATIC 

 

CONCEPTUAL 
ALTERNATIVES 
DEVELOPMENT 

Sc
re

en
in

g 
1 

PRELIMINARY 
ALTERNATIVES 
DEVELOPMENT 

Sc
re

en
in

g 
2 

DETAILED 
STUDY 

ALTERNATIVES 
DEVELOPMENT Sc

re
en

in
g 

3 

LOCALLY 
PREFERRED 

ALTERNATIVE 

No-Build Alternative  No-Build  No-Build   
       
TSM Alternative  TSM  TSM   

Build Alternatives 
Heavy Rail Transit       
Streetcar and Light Rail 
Transit 

      

Commuter Rail/Bus       
Electric Trolley Bus       
Automated Guideway  
Transit 

      

Monorail       
Moving Way Transit       
Bus Rapid Transit (BRT) – 
Exclusive Running Way 

      

Bus Rapid Transit (BRT) – 
Reserved Lanes1  Bus Rapid Transit 

(BRT) 
    

Commuter Rail – 
Independent Option2  Commuter Rail  Commuter Rail  Commuter Rail 

Commuter Rail – Through 
Service Option 

       

Commuter Rail – Through 
Service Locomotive-
Hauled Option 

 
  

    

       
CONTINUED TO NEXT STAGE  
ELIMINATED FROM FURTHER CONSIDERATION   

 

                                                 
1 The Bus Rapid Transit (BRT) – Reserved Lanes Alternative was renamed the Bus Rapid Transit (BRT) Alternative 
when forwarded to the preliminary alternative development stage.   
 
2 The Commuter Rail – Independent Option Alternative was renamed the Commuter Rail Alternative when forwarded 
to the preliminary alternative development stage.   
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2.2 Conceptual Alternatives (Level 1) Definition and Screening 

2.2.1 No-Build Alternative 

The FTA Planning and Project Development Guidelines state that a No-Build Alternative can be 
defined in one of two ways:3 
 

1. An alternative that incorporates “planned” improvements that are included in the 
fiscally-constrained long-range plan for which the need, commitment, financing, and 
public and political support are identified and reasonably expected to be implemented, or 

 
2. A conservative definition that adds only “committed” improvements – typically those in 

the annual element of the transportation improvement program or local capital programs 
– together with minor transit service expansions and/or adjustments that reflect a 
continuation of existing service policies into newly developed areas. 

 
The KRM No-Build Alternative utilizes the latter of these two devices, and incorporates selected 
planned and programmed public transportation and system management improvements 
described in the regional Transportation Improvement Program (TIP).4  The committed projects 
included in this No-Build are assumed in all other alternatives.   

Programmed Improvements 

The TIP5 documents the programmed improvements throughout the region.  It is considered the 
financially constrained program for the region.  That is, all projects listed include identified 
funding sources, and, as such, it is reasonable to expect each of the projects to be fully 
implemented by 2035, the planning horizon for the KRM AA/DEIS.  These projects, some of 
which are under construction or recently completed, together with the existing transportation 
facilities and services, collectively define a future No-Build Alternative against which the DEIS 
alternatives are compared for environmental impact assessment purposes.  It also satisfies the 
National Environmental Policy Act (NEPA) requirements for a “do-nothing scenario,” as a way to 
gauge the implications of not initiating any new transportation improvements in the KRM 
corridor.  The projects affecting the corridor and included in the No-Build Alternative are briefly 
summarized below and in Figure 2-2. 

Selected highway improvements6 

• Reconstruction with additional traffic lanes of State Trunk Highway (STH) 100 from 
Howell Avenue (STH 38) to STH 32 in the City of Oak Creek (2.75 miles) 

• Reconstruction with additional traffic lanes of STH 32 from Three Mile Road to Four Mile 
Road in the Town of Caledonia (1.25 miles)  

• Reconstruction with additional traffic lanes of STH 32 from Five Mile Road to North 
County Line in the Town of Caledonia (3.37 miles)  

• Reconstruction with additional traffic lanes of STH 11 from the Village of Sturtevant 
eastern Village limits to STH 31 (2.0 miles) 

                                                 
3 Op. cit. SEWRPC TIP, December 2003. 
4 Ibid. 
5 Op. cit. Regional Planning Commission TIP, December 2003. 
6 Ibid. 
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Selected transit improvements7 

• Replacement buses for Kenosha Transit 
• Reconstruction and expansion of the Metra train station in Kenosha 
• Replacement buses for the Milwaukee County Transit System (MCTS). 
• Replacement of fueling systems at MCTS operating garages 
• Renovation and repairs at the MCTS Fond du Lac Avenue and Kinnickinnic Avenue 

operating garages 

Environmental Enhancements8 

• Construction of sidewalks and landscaping along Sheridan Road (STH 32) from 
southern city limits to 85th Street in the City of Kenosha 

• Construction of a pedestrian bridge over STH 32 at Carthage College 
• Landscaping of Main Street (STH 32) from State Street to 7th Street in downtown Racine 
• Construction of a bicycle/pedestrian trail along the former Canadian Pacific (CP) corridor 

from STH 31 to Willow Road in Racine County 
 
The No-Build Alternative serves as the NEPA baseline alternative for analyzing environmental 
impacts; as such it will be carried forward for preliminary analysis and screening.  The 
committed projects included in this No-Build are assumed in all other alternatives. 
 
The No-Build Alternative also serves as the baseline for analyzing environmental impacts of the 
TSM and Build alternatives.  For the purposes of satisfying NEPA requirements that an EIS 
include the alternative of no action, the CEQ offers two distinct interpretations of the no 
action/No-Build Alternative.  The CEQ definition that best expresses the notion of No Build in 
the KRM project context is that of “no change from current management direction or level of 
management intensity; continuing with the present course of action until that action is 
changed.”9   

                                                 
7 Ibid. 
8 Ibid. 
9 CEQ’s Forty Most Asked Questions 
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FIGURE 2-2 
NO-BUILD PROGRAMMED IMPROVEMENTS 
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2.2.2 Transportation System Management (TSM) Alternative 

According to the FTA, the TSM Alternative must be defined as the “best that can be done” to 
address the problems in the corridor without constructing a new transit guideway.  This 
alternative is a comparatively low cost upgrade of existing commuter bus transit in the corridor.  
Exhibit 2 shows the proposed TSM route.  Improvements include expanded schedules, traffic 
signal prioritization, additional park and ride spaces, assistance in forming transportation 
management associations among area employers, and passenger information systems at bus 
stops.  The TSM Alternative includes a pair of additional Metra trains added to the current Union 
Pacific (UP)-North service to Kenosha, one northbound in early morning and one southbound in 
the afternoon.  These trains will allow commuters to connect with the commuter bus service to 
Milwaukee for the business day.   The TSM Alternative will likely serve as the baseline 
alternative for analysis in FTA’s New Starts transit planning process; as such it will be carried 
forward for preliminary analysis and screening.  

2.2.3 Bus Rapid Transit (BRT) Alternative 

All BRT projects seek to improve service by reducing travel time.  The FTA states that a central 
concept in BRT planning is to give priority to transit vehicles.  One form of priority is to run on 
exclusive or reserved rights-of-way such as busways and exclusive/reserved lanes.  This 
alternative includes the development and operation of higher-capacity, higher speed, and 
capital-intensive commuter bus service between Kenosha, Racine and Milwaukee , as seen in 
Exhibit 2, that would be coordinated with the existing Metra commuter rail service provided 
between Kenosha and Chicago.  This alternative adds upon the TSM Alternative by 
incorporating the use of exclusive and/or semi-exclusive rights-of-way, on-line passenger 
stations and vehicles with floor heights compatible with station platforms that improve 
passenger access while reducing boarding and alighting times.  These additions are made in an 
attempt to provide a service comparable to and competitive with commuter rail systems. 
 
Two different options of the BRT have been investigated.  These are the Exclusive Running 
Way Option and the Reserved Lanes Option.   

Exclusive Running Way Option 

The objective of the BRT – Exclusive Running Way Option was to increase the speed limit for 
commuter bus travel along the KRM corridor.  Highway alignments in the urban areas of the 
study corridor have existing speed limits dictated by tight curves in the road or by residential and 
commercial development in close proximity to the roadways.  Often the speed limits cannot be 
increased without significant property acquisition to widen the right of way.  This widening would 
be very expensive and would significantly change the urban fabric of the corridor. 
 
Another option would be to use existing railroad right-of-way that follows the railroad tracks to 
construct new BRT lanes.  Although the right-of-way width for a high-speed busway exists, 
some compromise on speed arising from busway alignment geometry following the terrain 
and/or the impact on the local environment would likely be required to gain support for this 
design.  A similar abandoned railway right-of-way in the corridor was also considered. 
 
The BRT – Exclusive Running Way Option appeared to be practical when using buses on 
existing freeways for only 6 miles of the approximately 33 mile KRM corridor.  Since the 
property owners (Union Pacific and the Caledonia Conservancy) of the rights-of-way desired for 
the remainder of the corridor for additional exclusive running lanes did not support their land 
being used for this purpose, this alternative was dropped in March of 2006. 
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Reserved Lanes Option 

The BRT – Reserved Lanes Option focused on increasing the speeds under which the buses 
operate by creating specific lanes on existing roads wherever feasible.  This option differs from 
the Exclusive Running Way Option by utilizing only existing roads; it does not seek out new right 
of way.  Improvements for the BRT – Reserved Lane Option included reserved, exclusive use 
lanes on most rural and suburban segments of a route utilizing STH 32 in Kenosha County and 
southern Racine County; STH 38 and STH 31, returning to STH 32 in northern Racine and 
southern Milwaukee Counties; STH 100, Pennsylvania Avenue, STH 794 and IH-794 in 
Milwaukee County.  These reserved lanes would be separated by lane dividers from general 
traffic flow.  There would also be park and ride lots at select BRT stops and traffic signal 
prioritization.   
 
Transit stops would be located in Kenosha, Somers, Racine, Caledonia, Oak Creek, South 
Milwaukee, Cudahy/St. Francis and downtown Milwaukee.   Due to the promising opportunity to 
implement a BRT system in the corridor and because it appears at the Conceptual Alternatives 
development stage to have acceptable impacts and costs when compared to other options, the 
BRT – Reserved Lanes Option will be further studied in the Preliminary Alternatives stage, but 
will be referred to as the BRT Alternative. 

2.2.4 Commuter Rail 

This alternative includes the development and operation of commuter rail service between 
Kenosha, Racine and Milwaukee, a distance of 32.6 miles, similar to that which is currently 
provided between Kenosha and Chicago.  Exhibit 2 shows the proposed commuter rail route.  
The service would be coordinated with the existing Metra commuter rail service provided 
between Kenosha and Chicago.   
 
Service options examined under this alternative included service requiring a cross-platform 
transfer at Kenosha or Waukegan (independent option), and a through-service that would not 
require a transfer (either through-service options).  Equipment options examined included both 
conventional locomotive-hauled trains and self-propelled coaches. 

Independent Option 

This alternative is a free-standing commuter rail service operated by the Wisconsin Regional 
Transit Authority (RTA) without impacting the existing Metra UP-North service.  Train sizes and 
service are tailored to the specific demands of the KRM corridor using self-contained, efficient, 
diesel multiple unit (DMU) railcars.   
 
The service would be coordinated with Metra for timed-transfers to and from the existing 
UP-North service at Kenosha or Waukegan.  In addition, the initial concept includes two very 
early morning KRM DMUs would run in existing open time slots in the Metra schedule from 
Chicago in limited-stop service to Kenosha, continuing north in normal KRM service, and 
arriving in Milwaukee before the start of the normal business day.  A similar pair of trains would 
make the late afternoon single-seat trip to Chicago.   
 
Similar to BRT, transit stops would be located in Kenosha, Somers, Racine, Caledonia, Oak 
Creek, South Milwaukee, Cudahy/St. Francis, South Side Milwaukee, and downtown 
Milwaukee.  
 
Due to the promising opportunity to implement a Commuter Rail system in the corridor and 
because it appears at the Conceptual Alternatives development stage to have acceptable 
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impacts and costs when compared to other options, the Commuter Rail Alternative 
(Independent Option) will be further studied in the Preliminary Alternatives stage, but will be 
referred to as the Commuter Rail Alternative. 

Through Service Option 

This alternative assumes that a single coordinating entity would optimize commuter rail 
operation over the full length of the Milwaukee-Chicago UP alignment. A schedule would be 
negotiated that meets the travel needs of the KRM corridor in Wisconsin, respects the existing 
Metra service in Illinois, and would be responsive to the UP’s requirements.  It would attempt to 
eliminate most, if not all, cross platform transfers that are required in the Independent Option for 
riders traveling between Wisconsin and Illinois.  Rolling stock would also be optimized for 
cost-effectiveness with combined use of both locomotive-hauled trains and DMUs over peak, 
mid-day, weekend, holiday and special event service.  This integration of service would also 
prorate revenues and costs back to Metra and the Wisconsin RTA on an equitable basis.   
 
Under this Option, the level of regular train service and station locations in the KRM corridor is 
assumed to be similar to those of the Independent Option, but the optimized service would 
provide savings not only relative to the KRM Independent Option service, but also for the 
existing Metra service.   
 
This alternative presented inter-agency rail ownership issues.  Metra has indicated that they will 
not participate in any operations north of Kenosha10.  For these reasons, this alternative was 
dropped from further study.   

Through Service Locomotive-Hauled Option  

Under this option, Metra locomotive-hauled coach trains which start in Chicago would run all the 
way to Milwaukee making normal passenger station stops, but not stopping to change the 
length of the train by uncoupling or coupling cars.  As with the Through Service Option above, 
which uses a combined fleet of DMUs and locomotive-hauled trains, this option eliminates the 
need for transfers from Metra to separate KRM trains so it offers direct one-seat rides between 
Illinois and Wisconsin stations. 
 
This is the basic rail alternative that was proposed in the 2003 KRM Study.  However, the FTA 
expressed concern that when Metra service extends past Kenosha, the seat capacity of the 
trains is determined by the maximum demand of Chicago’s North Shore before the trains reach 
Kenosha, not the KRM service.  The capital cost of purchasing extra cars might be justified for 
the project.  However, the added vehicle-miles and associated operating and maintenance 
expense caused by hauling empty seats over the full KRM route would be attributable to the 
KRM project and would degrade the cost effectiveness of the line. 
 
This alternative also presented inter-agency rail ownership issues.  Metra has indicated that 
they will not participate in any operations north of Kenosha11.  For these reasons, this alternative 
was dropped from further study. 

2.2.5 Other Alternatives 

All alternatives listed below, with the exception of the Commuter Rail/Bus Alternative, were 
rejected by SEWRPC Technical Report Number 24, State of the Art of Primary Transit System 

                                                 
10 Op. cit, Grigg, January 11, 2006 e-mail. 
11 Op. cit, Grigg, January 11, 2006 e-mail. 
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Technology, in February of 1981 and subsequently reaffirmed by SEWRPC transportation plans 
in 1994, 1997 and 2003, and 2006.  The Commuter Rail/Bus Alternative was rejected by project 
analysis as described below. 

Heavy Rail Transit Alternative 

The Heavy Rail Transit (HRT) Alternative is characterized by exclusive rights-of-way throughout 
the full length of the line, a fairly intense frequency of service, and relatively long (e.g. 1000 foot) 
trains routinely composed of multiple cars.  These systems are designed for delivering very 
heavy ridership as quickly and conveniently as possible into the most densely developed 
portions of large cities.  At-grade operation is not typical of most HRT lines, particularly in 
downtown areas, but away from the downtowns there are exceptions.  There are also very few 
instances of HRT mixed-use right-of-way.  These service characteristics do not fit the corridor 
needs.  Due to these reasons and the lack of any underground HRT infrastructure in the major 
cities of the KRM corridor, this alternative was dropped from further study. 

Streetcar and Light Rail Transit Alternative 

This alternative combines the use of streetcars and/or light rail transit (LRT) to provide 
commuter service between Kenosha and Milwaukee.  Streetcars should be used in cities where 
rail vehicles run bumper-to-bumper with automobile traffic and must comply with conventional 
street signals, or variations thereof, and operate at lower speeds.  In between major cities, 
where they would have access to exclusive rights-of-way to run at higher speeds, they would 
utilize specialized rail signaling and be referred to as LRT.  
 
The major issue with this alternative is the lack of infrastructure currently in place to allow it to 
be cost-effective.   Alignment choices are polarized between the slow speeds of streetcars and 
the very expensive new rights-of-way for LRT. The alternative also does not provide significant 
commuter time savings since it is forced to operate at the speed of local traffic while inside the 
cities.  For these reasons this alternative was dropped from further study.  

Commuter Rail/Bus Alternative 

A variant on the basic BRT and Commuter Rail Alternatives is the combined use of an extension 
of the existing commuter rail service from Kenosha to Racine with BRT service between Racine 
and Milwaukee.  The implementation of this alternative is dependent upon the willingness of 
Metra to provide the expanded service.  In the past, Metra has not been willing to provide 
service outside its Illinois-legislated six-county service area.  The sole exception to date has 
been the service to Kenosha which Metra inherited as a preexisting condition when it was 
created in the mid 1980’s.  Metra has indicated that they will not participate in any operations 
north of Kenosha12. 
 
Another concern with the Commuter Rail/Bus Alternative is that it does not address a key 
problem of cost effectiveness raised by the FTA relative to the locomotive-hauled option, as 
discussed above, in the Regional Planning Commission’s 2003 KRM Study.  The FTA’s concern 
was that when Metra service extends past Kenosha, the seat capacity of the trains is 
determined by the maximum demand of Chicago’s North Shore before the trains reach 
Kenosha, not the demand for KRM service.  The capital cost of purchasing extra cars might be 
justified for the project.  However, the added vehicle-miles and associated operating and 
maintenance expense caused by hauling empty seats over the KRM route degrades the cost 
effectiveness of the line.  For these reasons this option was dropped from further study. 

                                                 
12 Op. cit, Grigg, January 11, 2006 e-mail. 



2-12 

Trolley Bus 

The trolley bus is a well-proven bus variation.  These rubber tire electric buses were very 
popular in the U.S. in the middle of the 20th century and a few systems are still running in North 
America with many others running elsewhere around the world.  These systems utilize a two 
wire overhead system to distribute electric power.  A pair of parallel trolley poles on the vehicles 
connects to that power.  These systems are very pleasant riding because of the acceleration 
capability of the vehicles and the quiet propulsion.  However, due to the high capital and 
maintenance costs, and the fact that they are not suitable for long distance or higher speed 
travel, this option was dropped from further study. 

Automated Guideway Transit (AGT) 

An AGT is a driverless system in which there are no cabs in the vehicles for an operator to take 
a permanent position for every trip.  This driverless operation provides the ultimate in flexible 
service.  It allows AGT systems to respond rapidly to operational needs.  As long as central 
control is manned, system operations can be adjusted over time first to meet rapidly the 
demands of the public, and to ensure during off-hours that sufficient time is available for 
maintenance crews to work along the guideway.  Driverless operation also has the potential for 
overall operating and maintenance savings.  Shorter headways are made possible by 
computers optimizing the operation of vehicles while simultaneously ensuring the safety of the 
operation.  Due to the limited availability of right-of-way and the incompatibilities of this system 
operating at-grade in suburban/rural settings, this alternative would need to be fully 
grade-separated.  That large expense would be justified only for levels of ridership far above 
those expected for the KRM project.  Therefore, AGT was dropped from further study. 

Monorail 

Monorails appeal to the public because they appear as a distinct, futuristic transit alternative.  
The name and the public perception of monorail is that of a single longitudinal beam of 
substantial size and cross section, but significantly smaller than a railroad structure.  There are 
general areas in which monorails have technical disadvantages.  Vehicle capacity is generally 
low and emergency evacuation from the cars is difficult because the monorails are sometimes 
suspended.  In addition, high performance transit systems usually require frequent use of 
guideway switches which for monorails are large, slow, heavy, and high-maintenance devices.  
Monorail guideways must always be on exclusive rights-of-way and therefore are often not 
visually compatible with city streets.  For these reasons, the monorail alternative was dropped 
from further study. 

Moving Way Transit 

Moving way transit systems were first considered a “transit mode” in the 1970’s.  The term 
refers to moving sidewalks and ski-lift-like devices in their various forms.  Because of boarding 
and deboarding safety, these systems are typically very low speed, cover relatively short 
distance, and are structured as a series of point-to-point systems.  To overcome the speed 
restriction, a number of accelerating sidewalks were also designed and demonstrated but 
generally were not proven to be practical in regular service.  Due to the numerous performance 
shortfalls of this system relative to KRM corridor needs, it was dropped from further study. 
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2.3 Preliminary Alternatives (Level 2) 

Table 2-3 shows the major characteristics of the preliminary alternatives held over from the 
Level 1 analysis:  No Build, Transportation System Management (TSM), Bus Rapid Transit 
(BRT), and Commuter Rail.  Each alternative is described in further detail below.   
 

Component No Build TSM BRT Commuter 
Rail

Commuter Rail System ▲
Commuter Rail Stations ▲
Reserved/Exclusive Bus Lanes ▲
Specific Boarding Locations with Park and Ride Lots ▲ ▲
Flag Stops (bus stops en route when flagged) ▲
Metra Service Additions (Kenosha to South) ▲ ▲ ▲
Wisconsin Coach Lines Modifications ▲ ▲ ▲
Milwaukee County Transit System Modifications ▲ ▲ ▲
Oak Creek Park and Ride ▲ ▲ ▲
Cudahy/St. Francis Transit Center ▲ ▲ ▲
Traffic Signal Prioritization ▲ ▲
Committed Transportation Improvements/Maintenance ▲ ▲ ▲ ▲

SIGNIFICANT COMPONENTS OF PRELIMINARY ALTERNATIVES
TABLE 2-3

 
Table 2-4 provides a summary of the service characteristics of the various alternatives.   
 

No-Build TSM BRT Commuter Rail
Travel Time (Kenosha-Milwaukee) 83 min. 91 min.* 77 min. 57 min.
Trips per Day 16 1 34 2 42 3 20 4

4  Trips are provided by commuter rail service and are one-way, Kenosha-Milwaukee and reverse.  Wisconsin 
Coach Lines bus service would likely be eliminated under this option.

3  Trips are provided by BRT service and are one-way, Kenosha-Milwaukee and reverse.  Wisconsin Coach Lines 
bus service is eliminated or expanded to BRT service.

2  Trips are provided by Wisconsin Coach Lines buses and are one-way, Kenosha-Milwaukee and reverse.

1  Trips are provided by Wisconsin Coach Lines buses and are one-way, Kenosha-Milwaukee and reverse.

TABLE 2-4
TRIPS AND SERVICE TIMES FOR PRELIMINARY ALTERNATIVES

*The TSM travel times are the same as the No-Build times, but with an allowance for increased congestion in the 
future.

 

2.3.1 No-Build Alternative 

Refer to Section 2.2.1 for a description of the No-Build Alternative.  This alternative serves as 
the NEPA baseline alternative for analyzing environmental impacts in each level of screening.   

2.3.2 Transportation System Management (TSM)  

The proposed TSM Alternative upgraded the existing transit service in the corridor with minimal 
capital investment in new infrastructure. The major elements of the TSM Alternative are: 
 

• Flag Stops 
• Metra Service Additions 
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• Wisconsin Coach Lines Service Expansion 
• Milwaukee County Transit System Modifications 
• Oak Creek Park and Ride 
• Cudahy/St. Francis Transit Center 
• Traffic Signal Prioritization 

 
The TSM Alternative represents a level of capital investment that is greater than the No-Build 
Alternative but substantially less than any build alternative.  It uses existing commuter rail, 
streetcar, and bus services throughout the corridor in a cost-effective manner that does not 
require major capital investment, including improved operations and increased park and ride 
capacity in strategic locations.  Passengers can flag a bus to stop at any intersection along the 
route.  Existing transit services with operational or service upgrades related to the TSM are 
described in more detail below.  Refer to Figure 2-3 and Exhibit 3 for graphical details of the 
TSM Alternative. 
 
 
 

 

FIGURE 2-3 
SELECTED TSM IMPROVEMENTS 
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There is reasonably good peak period, peak direction service to and from Chicago on the Metra 
UP-North line.  However, there is minimal service in what Metra considers the “reverse peak 
direction” (northbound to Kenosha in the morning and southbound from Kenosha in the 
afternoon).  The TSM Alternative assumes an additional northbound Metra train trip in the 
morning and southbound in the afternoon peak periods. 
 
The TSM Alternative assumes 
expansion of the Wisconsin 
Coach Lines service, with 
slight routing change in Oak 
Creek to serve the new park 
and ride.  However, current 
scheduled times are modified 
to provide better timed meets 
with Metra train service at 
Kenosha.  Figure 2-4 shows 
the general route Wisconsin 
Coach Lines travels. 
 
The primary MCTS service 
improvement assumed in the 
TSM Alternative is expansion 
of existing Route 48 (South 
Shore Flyer) service.  This 
route begins in Oak Creek at 
the intersection of S. Howell 
and Ryan Road and continues 
along STH 32 into downtown 
Milwaukee.  This route serves 
the communities of Oak Creek, 
South Milwaukee, Cudahy, and 
St. Francis.  See Figure 2-5 for 
a map of Route 48.  The TSM 
Alternative assumes expansion 
of this service to include 
additional morning inbound 
trips and afternoon outbound 
trips.  In addition two reverse 
peak direction trips are also 
proposed in each peak period, 
in addition to two midday round 
trips.   
 
Routing was also slightly modified for Route 48.  Service would now include stops at the 
proposed new Oak Creek park and ride lot and the proposed new Cudahy/St. Francis transit 
center on Kinnickinnic Avenue.  At the Oak Creek park and ride lot, passengers will be able to 
transfer to/from the Wisconsin Coach Lines service.  Finally, between Layton Avenue and 
Oklahoma Avenue the route will use Kinnickinnic Avenue. 
 
 
 

FIGURE 2-4    
WISCONSIN COACH LINES SERVICE 
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FIGURE 2-5    
MILWAUKEE COUNTY TRANSIT SYSTEM ROUTE 48
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2.3.3 Bus Rapid Transit (BRT) Alternative  

The BRT Alternative options were briefly described in Section 2.2.3.  As stated in that section, 
the chosen option for moving forward with more detailed analysis of the BRT was the Reserved 
Lanes Option.  Throughout the remainder of the document, the BRT-Reserved Lanes Option will 
be referred to as the BRT Alternative.  Refer to Exhibit 3 for details of the BRT Alternative.   
 
The goal of the BRT Alternative is for buses to operate without traffic disruptions on some 
combination of newly defined or added high-occupancy vehicle (HOV) lanes or exclusive bus 
lanes.  The BRT Alternative assumes the identification of traffic lanes which will facilitate rapid 
bus movement through the study area.  Under various options, these lanes may be created by 
improving existing streets, adding new lanes, and using other existing transportation right of 
way.  Traffic restrictions may also be used in combination with infrastructure improvements, 
including designating lanes as exclusive busways.  Table 2-5 details the proposed schedule.  
The major elements of the BRT Alternative are: 
 

• Exclusive bus lanes* 
• Specific Boarding Locations with 

Park and Ride Lots 
• Metra Service Additions 
• Wisconsin Coach Lines 

Modifications 
• Milwaukee County Transit 

System Modifications 
• Oak Creek Park and Ride 
• Cudahy/St. Francis Transit 

Center 
• Traffic Signal Prioritization 

 
*The inclusion of exclusive bus lanes 
is the key difference between the 
TSM and BRT Alternatives. 

 
Unlike the TSM Alternative, the BRT 
Alternative does not allow passengers to 
flag a bus to stop; rather passengers 
must board at designated stop locations, 
at one of the 8 park and ride lots.  BRT 
buses would operate from the Kenosha 
Metra station to downtown Milwaukee.  
The BRT route is shown on Figure 2-6.  
Table 2-5 and Exhibit 3 provide further 
details of the BRT Alternative route.   
 
The BRT bus schedule reflects a 
significant expansion of existing 
Wisconsin Coach Lines service, with bus 
trips to serve Metra trains and to provide 
a higher level of peak period service 
frequency.  Overall, a total of 42 one-way 
bus trips are proposed.  The BRT 
Alternative expands Metra service to two 

Metra Kenosha Racine Oak Pennsyl. MKE -
Direction Trains Metra Tr. Ctr. Creek Layton 12th St.

NB 5:30 AM 5:57 AM 6:15 AM 6:29 AM 6:47 AM
6:00 AM 6:27 AM 6:45 AM 6:59 AM 7:17 AM
6:30 AM 6:57 AM 7:15 AM 7:29 AM 7:47 AM
6:45 AM 7:12 AM 7:30 AM 7:44 AM 8:02 AM

6:48 AM 7:00 AM 7:27 AM 7:45 AM 7:59 AM 8:17 AM
7:15 AM 7:42 AM 8:00 AM 8:14 AM 8:32 AM
7:30 AM 7:57 AM 8:15 AM 8:29 AM 8:47 AM

7:35 AM 7:45 AM 8:12 AM 8:30 AM 8:44 AM 9:02 AM
8:00 AM 8:27 AM 8:45 AM 8:59 AM 9:17 AM

8:15 AM 8:30 AM 8:57 AM 9:15 AM 9:29 AM 9:47 AM
10:30 AM 10:57 AM 11:15 AM 11:29 AM 11:47 AM
12:30 PM 12:54 PM 1:15 PM 1:33 PM 1:51 PM

2:15 PM 2:30 PM 2:54 PM 3:15 PM 3:33 PM 3:51 PM
4:00 PM 4:24 PM 4:45 PM 5:03 PM 5:21 PM
4:30 PM 4:54 PM 5:15 PM 5:33 PM 5:51 PM
5:00 PM 5:24 PM 5:45 PM 6:03 PM 6:21 PM
5:30 PM 5:54 PM 6:15 PM 6:33 PM 6:51 PM

5:39 PM 5:45 PM 6:09 PM 6:30 PM 6:48 PM 7:06 PM
6:00 PM 6:24 PM 6:45 PM 7:03 PM 7:21 PM

6:30 PM 6:30 PM 6:54 PM 7:15 PM 7:33 PM 7:51 PM
7:10 PM 7:15 PM 7:39 PM 8:00 PM 8:18 PM 8:36 PM

MKE - Pennsy. Oak Racine Kenosha Metra
Direction 12th/St. Layton Creek Tr.Ctr. Metra Trains

SB 5:23 AM 5:41 AM 5:59 AM 6:20 AM 6:45 AM
5:38 AM 5:56 AM 6:14 AM 6:35 AM 7:00 AM 7:15 AM
5:53 AM 6:11 AM 6:29 AM 6:50 AM 7:15 AM
6:23 AM 6:41 AM 6:59 AM 7:20 AM 7:45 AM 7:51 AM
6:53 AM 7:11 AM 7:29 AM 7:50 AM 8:15 AM
7:08 AM 7:26 AM 7:44 AM 8:05 AM 8:30 AM 8:49 AM
7:53 AM 8:11 AM 8:29 AM 8:50 AM 9:15 AM
8:53 AM 9:11 AM 9:29 AM 9:50 AM 10:15 AM

10:53 AM 11:11 AM 11:29 AM 11:50 AM 12:15 PM
1:12 PM 1:30 PM 1:44 PM 2:02 PM 2:30 PM 2:49 PM
2:57 PM 3:15 PM 3:29 PM 3:47 PM 4:15 PM
3:27 PM 3:45 PM 3:59 PM 4:17 PM 4:45 PM
3:57 PM 4:15 PM 4:29 PM 4:47 PM 5:15 PM 5:17 PM
4:12 PM 4:30 PM 4:44 PM 5:02 PM 5:30 PM
4:27 PM 4:45 PM 4:59 PM 5:17 PM 5:45 PM 5:51 PM
4:42 PM 5:00 PM 5:14 PM 5:32 PM 6:00 PM
4:57 PM 5:15 PM 5:29 PM 5:47 PM 6:15 PM 6:21 PM
5:12 PM 5:30 PM 5:44 PM 6:02 PM 6:30 PM
5:27 PM 5:45 PM 5:59 PM 6:17 PM 6:45 PM
5:57 PM 6:15 PM 6:29 PM 6:47 PM 7:15 PM
6:57 PM 7:15 PM 7:29 PM 7:47 PM 8:15 PM

Note: Metra train trips underlined and in bold are proposed additional KRM trips.

Table 2-5 
BRT Proposed Weekday Service Schedule 
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reverse peak direction trips in both the morning and afternoon (four trips total).  Existing 
Wisconsin Coach Lines scheduled service is eliminated or expanded to the above BRT service. 
 
The following changes are proposed to MCTS Service: 
 

• Routes 48 and 15 would be modified to connect to the proposed BRT stop at Rawson 
and Pennsylvania. 

• Routes 55, 88, and 89 would be modified to connect to BRT service at the proposed 
Pennsylvania/Layton stop. 

• An Airport Shuttle route would be added to operate between the Pennsylvania/Layton 
BRT stop and the General Mitchell International Airport. 

 
 

FIGURE 2-6  
BRT ALTERNATIVE  
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There are two running way types employed for the BRT Alternative throughout the KRM 
corridor.  The running way chosen for each section of the corridor (as shown in Table 2-6) is 
dependent upon the amount of right-of-way available and the local conditions.  The two running 
way types in use are:   
 

1. Mixed Flow (Buses operate with general traffic) 
2. Exclusive Lane (Bus lane separated by physical barrier) 
 

In the City of Racine, where buses operate in mixed flow traffic, queue jumper lanes are 
provided where possible at signalized intersections.  Table 2-6 shows how the construction of 
exclusive lanes in certain portions of the BRT route would affect the speeds of the BRT buses.  
Exclusive guideways allow the BRT vehicles to be free of conflicting vehicle traffic and 
obstructions, thereby providing the most time savings and reliability. 
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BRT Treatment
1 1.6 mi Kenosha - 7th Ave. 25-30 30-40

    From 54th St. to STH 32
2 6.4 mi Kenosha/Somers - STH 32 35-45 45-60

    From 7th Ave. to STH 11
3 4.1 mi Racine - Multiple streets/STH 32/38 25-30 30

    From STH 11 to Golf Avenue
4 3.4 mi Racine/Caledonia - STH 38/31 30 60

    Golf Ave. to Four Mile Rd.
5 6.0 mi Caledonia - STH 31/32 40-45 60

    From Four Mile Rd. to STH 100
6 1.1 mi Oak Creek - STH 100 45 45

    From STH 32 to Pennsylvania Ave.
7 6.4 mi 35-40 40-50

    From STH 100 to Layton Ave.
8 7.1 mi 40-45 40 Mixed Flow

TABLE 2-6

Mixed Flow

Exclusive Lane 
(barriers used)

BRT ALTERNATIVE DESIGN DETAILS

Exclusive Lane 
(barriers used)

Exclusive Lane 
(barriers used)

Exclusive Lane 
(barriers used)

Posted 
Speed 
Limit 
(mph)

BRT 
Operating 

Speed (mph)

Mixed Flow, Queue 
Jumper Lanes

Exclusive Lane 
(barriers used)

Cudahy/Milwaukee - STH 794/I-794 into 
Downtown Milwaukee

Section 
(Shown on 
Exhibit 3)

Length of 
Section General Location

Oak Creek/South Milwaukee/Cudahy - 
Pennsylvania Ave./Nicholson Ave./STH 794
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2.3.4 Commuter Rail Alternative 

The Commuter Rail Alternative options were briefly described in Section 2.2.4.  As stated in that 
section, the chosen option for moving forward with more detailed analysis of the commuter rail 
was the Independent Option, now referred to simply as the Commuter Rail Alternative.  
Figure 2-8 and the following text describe the alternative and associated options in more detail 
resulting from the preliminary alternatives development process.  Also, Exhibit 3 provides more 
detailed route information. 
 
The primary element of the Commuter Rail Alternative is new commuter rail service between the 
Kenosha Metra station and the Milwaukee Amtrak Depot, with potential select trips extending 
into Illinois – either to downtown Chicago or Waukegan.  This service would be provided by an 
independent commuter rail agency, separate from Metra.  The following bullet list summarizes 
the other major elements of the Commuter Rail Alternative: 
 

• Commuter Rail System 
• Commuter Rail Stations with Park and Ride 
• Metra Service Modifications 
• Wisconsin Coach Lines Modifications 
• Milwaukee County Transit System Modifications 
• Oak Creek Park and Ride 
• Cudahy/St. Francis Transit Center 

 
Following are descriptions of proposed-new and existing-modified transit operations for the 
Commuter Rail Alternative. 

Commuter Rail Service 

The proposed preliminary commuter rail service would operate along the existing railroad 
between the Kenosha Metra station and the Milwaukee Amtrak Depot.  Intermediate stops 
between Kenosha and Milwaukee are proposed at Somers, the Racine Transit Center, 
Caledonia, Oak Creek, South Milwaukee, Cudahy/St. Francis and South Side Milwaukee.  Thus, 
there are a total of 9 station stops, including the ends-of-line stops.  Diesel Multiple Units 
(DMUs) are proposed as the mode of operation. 
 
The operating plan for the commuter rail service consisted of 20 one-way trips (10 in each 
direction).  Table 2-7 presents a proposed preliminary commuter rail train schedule for this 
alternative.  Most trips would begin and end service at Kenosha.  Several of these trips were 
scheduled to provide a timed meet with existing Metra service for cross platform transfers.  
Select trips could be extended to either Chicago or Waukegan, as identified in the proposed 
schedule.  This alternative assumes that KRM DMU service is permitted to operate limited 
service on the UP line in Illinois with costs and revenues pro-rated based on the location of 
ridership. 
 
Overall, this alternative has timed meets at Kenosha with Metra service for 8 of the 20 one-way 
DMU trips.  Furthermore, of the remaining 12 DMU one-way trips, four are potentially operated 
in Illinois to/from Waukegan and another four potentially operate to/from Chicago.  Thus, a total 
of 12 of the 20 trips have cross-platform transfers to Metra service at either Waukegan or 
Kenosha, and an additional four trips have one-seat rides to/from downtown Chicago.  For the 
ridership projected in the 2003 study, and the proposed schedule, a fleet of five trains is 
needed.  Each train is composed of two double-deck diesel multiple units and a double-deck 
cab-coach.  Table 2-7 details the proposed schedule. 
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TABLE 2-7 
COMMUTER RAIL PROPOSED WEEKDAY SCHEDULE 

 
KRM Northbound Trains

Kenosha Racine Oak South Cudahy/ MKE Timed meets < 20-min.
Run # Chicago Waukegan Metra Somers Tr. Ctr. Caledonia Creek Milwaukee St. Francis Bay View Amtrak w/ Metra service?

1:05 AM 12:24 AM 0:00 0:04 0:08 0:06 0:08 0:05 0:05 0:06 0:07
001 ----- ----- 5:35 AM 5:39 AM 5:48 AM 5:54 AM 6:03 AM 6:08 AM 6:13 AM 6:20 AM 6:28 AM No
003 5:06 AM 6:11 AM 6:35 AM 6:39 AM 6:48 AM 6:54 AM 7:03 AM 7:08 AM 7:13 AM 7:20 AM 7:28 AM N/A - KRM service from Chicago
005 7:05 AM 7:09 AM 7:18 AM 7:24 AM 7:33 AM 7:38 AM 7:43 AM 7:50 AM 7:58 AM No
007 7:35 AM 7:39 AM 7:48 AM 7:54 AM 8:03 AM 8:08 AM 8:13 AM 8:20 AM 8:28 AM Yes - Meets new Metra NB Train.
009 8:05 AM 8:09 AM 8:18 AM 8:24 AM 8:33 AM 8:38 AM 8:43 AM 8:50 AM 8:58 AM No
011 ----- ----- 8:35 AM 8:39 AM 8:48 AM 8:54 AM 9:03 AM 9:08 AM 9:13 AM 9:20 AM 9:28 AM Yes - 8:20 am NB train at Kenosha
013 10:08 AM 10:32 AM 10:36 AM 10:45 AM 10:51 AM 11:00 AM 11:05 AM 11:10 AM 11:17 AM 11:25 AM Yes - 9:50 am NB train at Waukegan
015 12:56 PM 1:20 PM 1:24 PM 1:33 PM 1:39 PM 1:48 PM 1:53 PM 1:58 PM 2:05 PM 2:13 PM Yes - 12:50 am NB train at Waukegan
017 ----- ----- 2:32 PM 2:36 PM 2:45 PM 2:51 PM 3:00 PM 3:05 PM 3:10 PM 3:17 PM 3:25 PM Yes - 2:15 pm NB train at Kenosha
019 4:40 PM 4:44 PM 4:53 PM 4:59 PM 5:08 PM 5:13 PM 5:18 PM 5:25 PM 5:33 PM No
021 ----- 4:46 PM 5:10 PM 5:14 PM 5:23 PM 5:29 PM 5:38 PM 5:43 PM 5:48 PM 5:55 PM 6:03 PM No - 4:50 pm NB train at Waukegan
023 6:10 PM 6:14 PM 6:23 PM 6:29 PM 6:38 PM 6:43 PM 6:48 PM 6:55 PM 7:03 PM No
025 ----- ----- 6:55 PM 6:59 PM 7:08 PM 7:14 PM 7:23 PM 7:28 PM 7:33 PM 7:40 PM 7:48 PM Yes - 6:32 & 6:40 pm NB train at Kenosha
027 ----- ----- 7:20 PM 7:24 PM 7:33 PM 7:39 PM 7:48 PM 7:53 PM 7:58 PM 8:05 PM 8:13 PM Yes - 7:10 pm NB train at Kenosha

KRM Southbound Trains  
MKE Cudahy/ South Oak Racine Kenosha Timed meets < 20-min.

Run # Amtrak Bay View St. Francis Milwaukee Creek Caledonia Tr.Ctr. Somers Metra Waukegan Chicago w/ Metra service?
0:06 0:06 0:05 0:05 0:08 0:06 0:08 0:06 0:24:00 1:05:00

002 5:45 AM 5:51 AM 5:57 AM 6:03 AM 6:08 AM 6:16 AM 6:22 AM 6:31 AM 6:37 AM ----- ----- Yes - 6:53 am SB train at Kenosha
004 6:15 AM 6:21 AM 6:27 AM 6:33 AM 6:38 AM 6:46 AM 6:52 AM 7:01 AM 7:07 AM Yes - 7:15 am SB train at Kenosha
006 6:45 AM 6:51 AM 6:57 AM 7:03 AM 7:08 AM 7:16 AM 7:22 AM 7:31 AM 7:37 AM ----- ----- Yes - 7:51 am SB train at Kenosha
008 7:45 AM 7:51 AM 7:57 AM 8:03 AM 8:08 AM 8:16 AM 8:22 AM 8:31 AM 8:37 AM (9:30 AM) ----- Yes - 8:49 am SB train at Kenosha
010 8:15 AM 8:21 AM 8:27 AM 8:33 AM 8:38 AM 8:46 AM 8:52 AM 9:01 AM 9:07 AM ----- ----- No
012 10:45 AM 10:51 AM 10:57 AM 11:03 AM 11:08 AM 11:16 AM 11:22 AM 11:31 AM 11:37 AM 12:01 PM ----- Yes - 12:10 pm SB train at Waukegan
014 1:30 PM 1:36 PM 1:42 PM 1:48 PM 1:53 PM 2:01 PM 2:07 PM 2:16 PM 2:22 PM ----- ----- > 20-min.,  2:49 pm SB train at Kenosha
016 2:45 PM 2:51 PM 2:57 PM 3:03 PM 3:08 PM 3:16 PM 3:22 PM 3:31 PM 3:37 PM 4:01 PM ----- Yes - 4:10 pm SB train at Waukegan
018 4:20 PM 4:26 PM 4:32 PM 4:38 PM 4:43 PM 4:51 PM 4:57 PM 5:06 PM 5:12 PM 5:36 PM 6:41 PM N/A - KRM service to Chicago
020 4:50 PM 4:56 PM 5:02 PM 5:08 PM 5:13 PM 5:21 PM 5:27 PM 5:36 PM 5:42 PM No
022 5:20 PM 5:26 PM 5:32 PM 5:38 PM 5:43 PM 5:51 PM 5:57 PM 6:06 PM 6:12 PM Yes - Meets New Metra SB Train.
024 5:50 PM 5:56 PM 6:02 PM 6:08 PM 6:13 PM 6:21 PM 6:27 PM 6:36 PM 6:42 PM ----- ----- No
026 6:20 PM 6:26 PM 6:32 PM 6:38 PM 6:43 PM 6:51 PM 6:57 PM 7:06 PM 7:12 PM ----- ----- No
028 8:15 PM 8:21 PM 8:27 PM 8:33 PM 8:38 PM 8:46 PM 8:52 PM 9:01 PM 9:07 PM No

Note - the 7:45 a.m. SB train would deadhead from Kenosha Metra to Waukegan.  
 Note:  Metra trips highlighted in red are proposed additional train trips.       

 
[28-train version] 

 
The Commuter Rail Alternative expands Metra service to two reverse peak direction trips in both 
the morning and afternoon (four trips total).  Current Wisconsin Coach Lines service to the 
airport would be replaced by a new MCTS airport shuttle route connecting with KRM trains at 
the Cudahy/St. Francis station. 
 
Changes are proposed for the following MCTS routes:  48, 15, 55, 88, and 89.  Route 48 would 
be eliminated and the other routes would be modified to include stops at new rail transit points.  
Included in this alternative are two newly proposed routes; the Airport Shuttle and Downtown 
Circulators.  The airport shuttle would provide service to General Mitchell International Airport 
from the Cudahy/St. Francis commuter rail station.  The Downtown Circulator routes would 
operate between the Milwaukee Amtrak Depot and other locations in downtown Milwaukee. 
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FIGURE 2-8  
COMMUTER RAIL ALTERNATIVE 

 

 
 

2.4 Preliminary Alternatives (Level 2) Screening 

Table 2-8 lists the 32 preliminary measures that were used in the screening, including their 
estimated evaluation values.  This table is similar to Table 2-1 with some of the areas of 
measurement divided into more detailed measurement units.  This table should be used for data 
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comparison only.  All conclusions should be made with regards to the full range of selection 
criteria as described in the results section below. 
 
Following are descriptions and results of the evaluation measures when applied to the 
preliminary alternatives described above.  Values of measures were used to derive ordinal 
ratings of transit alternatives, which were weighted to consider significant differences in the 
magnitude of measures.  A 5-point measurement scale was used where a rating of five 
represents the highest or best performance and a one represents lowest or worst performance.  
The ordinal ratings were not a simple ranking of the values, but rather considered the 
magnitude, or spread, of the measurements.  To calculate the rating, the values calculated for 
the TSM, BRT, and Commuter Rail Alternatives were averaged.  This value represented a rating 
of 3 for that particular category.  The deviation of each alternative from the mean was then 
calculated and a rating of 1-5 assigned accordingly.  
 
The final step involved application of a trade-off analysis, which pulled together the key 
differences among the alternatives across multiple perspectives.  The objective was to highlight 
for decision-makers the advantages and disadvantages of each option.  The key trade-offs of 
costs and benefits were clearly illustrated to facilitate the selection from the Preliminary 
Alternatives those to be carried forward to detailed study in an informed, objective and 
transparent manner.   
 
Measure 1. Capital Costs represent investment requirements.  Costs were derived by applying 
known unit costs to estimated quantities of specific elements of alternatives (e.g., miles of new 
track or number of buses).  The quantity takeoffs were a product of conceptual engineering and 
planning work used to define the alternatives.  The precision of these estimates will be higher in 
subsequent project phases as the level of detail and focus of work increases. 
 
Measure 2. Operating Costs were estimated by using unit rates for representative services in 
the Chicago-Milwaukee area.  Bus costs were based on revenue vehicle service hours and 
commuter rail costs were based on revenue car miles.   
 
The following table presents estimated capital and operating costs.  As shown, TSM has the 
lowest capital and operating costs, while commuter rail has the highest of both cost elements.  
BRT has comparable capital investment requirements to commuter rail, but substantially lower 
operational costs.  Combining the ratings for capital and operating costs shows that TSM 
performs the best (i.e., least cost) and commuter rail performs the worst.  BRT’s performance 
related to cost is closer to TSM than commuter rail due to the low operating costs. 
 

TSM BRT CR
Costs Rating Costs Rating Costs Rating

Capital (000s) $5,800 5 $168,800 2 $186,100 1
Annual O & M (000s) $3,900 5 $4,500 5 $18,000 1
Average 5 4 1  
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TABLE 2-8 
KRM PRELIMINARY ALTERNATIVES SCREENING DATA

Meas. Area Evaluation Measure Units TSM BRT CR
1 Capital Costs (in thousands) dollars $5,800 $168,800 $186,100

2 Annual Operating Costs (in thousands) dollars $3,900 $4,500 $18,000

3 Relative Ridership Level (order of comparison) rating* 1 5 5

4 Area of developed land within 3 miles of alignment acres 50,257 54,127 47,756

5 Transit Supportive Plans and Policies communities 0 3 6

6 Opportunities to Develop Transit Oriented Development stop locations 0 7 8

7 Travel Time Savings Kenosha Station to Milwaukee CBD minutes 0 13 22

8 Travel Time Savings Racine to Milwaukee CBD minutes 0 10 8

9 Travel Time Savings Racine to Braeside Station minutes 0 3 19

10 Travel Time Savings Racine to Waukegan Station minutes 0 3 19

11 Travel Time Savings Cudahy to Kenosha minutes 0 9 38

12 Number of Metra trains between Wisconsin and Illinois trains/weekday 20 22 26

13 Non-downtown Hshlds w/in 1/2 mi of Stops (2000) households 29,447 5,277 5,572

14 Non-downtown Hshlds w/in 1/2 mi of Stops (2035) households 35,158 6,625 6,980

15 Non-downtown Hshlds Accessible to Stops (2000) households 132,322 157,415 137,984

16 Non-downtown Hshlds Accessible to Stops (2035) households 157,614 188,818 165,894

17 Cross Street Impacts (intersections to right-in/right-out) intersections 0 95 0

18 Site Access Impacts (driveways to right-in/right-out) driveways 0 625 0

19 Loss of On-Street Parking parking spaces 0 250 0

20 Street Traffic Volume (order of comparison) rating* 1 3 5

21 Environmental Lands w/in 1/2 mi of Project Improvements acres 44 1,254 746

22 Land Requirements acres 3 49 18
Operating 
Efficiences 23 Operating expense per seat mile of service dollars $0.09 $0.11 $0.33

24 Hshlds below Poverty Level w/in 1/2 mi of Stops households 4,506 2,048 993

25 Hshlds below Poverty Level Accessible to Stops households 34,528 35,639 29,712

26 Minority Households within 1/2 mile of Boarding Locations households 7,631 3,100 1,665

27 Minority Households Accessible to Boarding Locations households 64,986 67,076 54,792

28 Jobs within 1/2 mile of Boarding Locations (2000) jobs 135,443 102,789 32,178

29 Jobs within 1/2 mile of Boarding Locations (2035) jobs 135,179 104,727 31,783

30 Jobs Accessible to Boarding Locations (2000) jobs 368,549 388,339 351,793

31 Jobs Accessible to Boarding Locations (2035) jobs 363,698 386,401 348,681
Public 
Acceptance 32 Public Acceptance (favorable comments) rating* 1 1 5

*Best Performing=5, Worst Performing=1

Cost 
Effectiveness

Transit 
Supportive Land 
Use 

Mobility 
Improvements/ 
Changes

Environmental 
Benefits

Environmental 
Justice and 
Equity Issues

Increased Access
to Employment 
for Low-Income 
Persons
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Measure 3. Relative Ridership Level was used as the 
other half of cost effectiveness, as a value for the 
demand associated with each alternative.  A travel 
demand forecast model for the project was under 
development during the Preliminary screening, and as 
such, estimates of ridership were not available.  Instead, 
a Relative Ridership Level was assigned to each 
alternative using professional judgment, retaining a level 
of consistency with ridership forecasts from the previously 
completed Wise Ride transit study13.   
 
The travel demand forecasting methodology completed in 
the Wise Ride study consisted of two modeling 
components: the intra-regional (trips within Southeastern 
Wisconsin) component and the interregional (trips 
between Southeastern Wisconsin and Northeastern 
Illinois) component.  The intra-regional component used 
SEWRPC’s transportation modeling process.  The 
interregional component used a model developed by 
ridership consultants for the Chicago-Milwaukee Rail 
Corridor Study, conducted by the Wisconsin Department 
of Transportation.  The SEWRPC model is documented 
extensively in SEWRPC Planning Report No. 41, Regional Transportation System Plan for 
Southeastern Wisconsin: 2010. 
 
The range in values assumed that the TSM Alternative would have the least level of demand 
(i.e., a value of 1) and commuter rail would have the most (i.e., value of 5).  Although the level of 
ridership for BRT would most certainly fall within the TSM-commuter rail range, in the absence 
of hard data, it was assumed that BRT would have the same relative level as commuter rail (i.e., 
value of 5). 
 

TSM BRT CR
Relative Ridership Level 1 5 5 
Rating 1 5 5  

 
Measure 4. Area of Developed Land was derived by accumulating acres of development within 
a three mile buffer along each alignment from the Regional Planning Commission’s 2000 Land 
Use Inventory.  As an illustration of a buffered area, Figure 2-9 includes the defined 3-mile 
coverage for the TSM alignment. 
 
All three alternatives have comparable amounts of developed land within three miles of their 
respective alignment as measured in acres. 
 

TSM BRT CR
Developed Land within 3 miles 50,267 54,127 47,756 
Rating 3 3 3  

 
 
                                                 
13 WISE RIDE: KENOSHA-RACINE-MILWAUKEE CORRIDOR TRANSIT STUDY, Technical Report No. 3, Ridership Forecasts for 
Alternatives, SEWRPC, May 2002 

FIGURE 2-9  
TSM 3-MILE BUFFER
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Measure 5. Transit Supportive Plans and Policies represented the count of communities that 
cited transit oriented development (TOD) for prospective boarding location areas in their land 
use plan documents. 
 
 
Measure 6. Opportunity to Develop Transit Oriented Development was a somewhat subjective 
count of sites at which prospective boarding location and transportation technology could be 
adapted for transit oriented development.  It was assumed that investments in BRT and 
commuter rail would have similar potential for site development. 
 
Measures 5 and 6 are shown together below, and reveal that commuter rail performed best.  
BRT’s lower rating was the result of fewer communities having TOD plans at the assumed 
boarding locations.  
 

TSM BRT CR
value Rating value Rating value Rating

TOD Plans (communities) 0 1 3 2 6 5
Opportunity for TOD (sites) 0 1 7 4 8 5
Average 1 3 5  

 
 
Measures 7-11.  Travel Time Savings were estimated between various points in the corridor by 
comparing travel time of scheduled transit service that exists currently (i.e., the No-Build 
Alternative) to scheduled travel times for the TSM, BRT and Commuter Rail Alternatives.  
Estimates include line-haul travel time, transfer time to another mode, and travel time on final 
mode, if needed.  While most of the points of travel were existing or future station stops, in 
downtown Milwaukee the travel point was the employment-weighted centroid (Wisconsin & 
Plankinton Avenues) of the central business district. 
 
Commuter rail provides the greatest savings in travel time, while TSM would offer the least.  For 
the average of all of the travel pairs, BRT would fall between TSM and commuter rail. 
 

TSM BRT CR
Travel Time Savings Mins Rating Mins Rating Mins Rating
Kenosha to Milwaukee 0 1 13 3 22 5
Racine to Milwaukee 0 1 10 5 8 4
Racine to Braeside 0 1 3 2 19 5
Racine to Waukegan 0 1 3 2 19 5
Cudahy to Kenosha 0 1 9 2 38 5
Average 1 3 5  
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Measure 12. Metra Trains Crossing State Line an important objective of the study is to improve 
regional transit links between Wisconsin and Illinois.  As such, an easily quantifiable measure 
for this concern is the number of Metra trains crossing the state line. All three of the alternatives 
assume an increased number of trains serving Kenosha, with TSM and BRT providing added 
bus connections allowing travel to and from points in Wisconsin. 
 
As can be seen, there was not a significant difference among the alternatives. 
 

TSM BRT CR
Metra Trains Across State Line 20 22 26 
Rating 3 3 4  

 
 
Measures 13–14. Households within ½ mile of Access Points were estimated using GIS, where 
access points are represented by rail stations and bus boarding locations.  Households were 
used as a surrogate measure of travel origins.  Since downtown Milwaukee is principally a 
job-center, representing travel destinations, the accumulated number of households excluded 
the downtown area.  For the TSM Alternative, which represents an upgrade of existing bus 
service, passengers can flag a bus to stop at any intersection along the route.  In this case, a 
½ mile buffer along the alignment was assumed to be the potential market catchment area.  
Households were estimated for 2000 and 2035, the latter being based on Regional Planning 
Commission forecasts.  
 
TSM shows substantially more households than BRT or commuter rail.  This is the result of the 
difference between accessing service anywhere along the route versus accessing at specific 
station stops.  This points to a classic operations planning dilemma, the trade off between 
service access and speed.  The impact of a constrained travel market that results from a 
stop-specific service can be mitigated by enhancing access opportunities with park and ride and 
connecting bus service. 
 

TSM BRT CR
Hshlds Rating Hshlds Rating Hshlds Rating

Within 1/2 mi - 2000 29,447 5 5,277 1 5,572 1
Within 1/2 mi - 2035 35,158 5 6,625 1 6,980 1
Average 5 1 1  

 
Measures 15-16. Households Accessible to Access Points considers a larger market area for 
alternatives.  A distance criterion of five miles was assumed for boarding locations supported by 
parking or connecting bus service.  This assumes that transit service that is limited to access by 
walking would have a reach of only ½ mile.  Thus, the TSM Alternative for these measures was 
based on a ½ mile, except at those locations with parking or connecting bus service.  
Non-downtown households were estimated for 2000 and 2035; the latter being based on 
Regional Planning Commission forecasts.  
 
The Application of this larger distance criteria results in comparable ratings for the three 
alternatives. 
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TSM BRT CR
Hshlds Rating Hshlds Rating Hshlds Rating

Accessible - 2000 132,322 3 157,415 3 137,984 3
Accessible - 2035 157,614 3 188,818 3 165,894 3
Average 3 3 3  

 
 
Measure 17. Cross Street Impacts involved evaluation of the transportation-related impact of 
alternatives by counting the number of cross streets where existing traffic flow would be 
affected.  An example would be the construction of traffic barriers protecting bus-only traffic 
lanes, which would restrict cross traffic.  A count was made of the number of intersections 
changed to right-in/right-out. 
 
Measure 18. Site Access Impacts involved counting driveways changed to right-in/right out.  
This is a relatively simple measure of a complex impact to property owners.  Restricting vehicle 
access to existing businesses, for example, could have severe economic consequences. 
 
Measure 19. Loss of On-Street Parking assessed the one aspect of transportation alternatives 
that increased the number of driving lanes by removing on-street parking.  The estimated 
number of parking spaces lost was counted.  Estimating the potential economic impacts of 
these losses was beyond the scope of this exercise.  
 
The following table presents measures 17-19, which together assess local vehicular travel 
impacts.  These measures clearly indicate that BRT would result in the most significant negative 
impacts. 
 

TSM BRT CR
Local Vehicular Travel Impacts Units Rating Units Rating Units Rating
Intersections Impacted 0 5 95 1 0 5
Driveways Impacted 0 5 625 1 0 5
Parking Spaces Lost 0 5 250 1 0 5
Average 5 1 5  

 
 
Measure 20. Street Traffic Volume involved an assessment of the relative differences in each 
alternative’s potential impact on reducing highway volume.  This represented an order of 
magnitude comparison, and considered such factors as the ability of an alternative to divert auto 
travelers, not competing with auto traffic for the use of traffic lanes and typical passenger 
handling capacity of the modes being evaluated. 
 
Commuter rail would perform the best, in part, since it would not add transit vehicles to the 
highway system. 
 

TSM BRT CR
Street Traffic Volume Rating 1 3 5 
Rating 1 3 5  

 
 
Measure 21. Sensitive Environmental Lands near Project Improvements measured the number 
of acres of wetlands and public lands within ½ mile of project improvements. 



2-31 

 
Development of BRT would involve long stretches of highway project construction, thereby 
potentially impacting a greater amount of sensitive lands. In comparison, there are limited 
trackwork improvements for commuter rail, and virtually no construction for TSM. 
 

TSM BRT CR
Sensitive Lands w/in 1/2mi of
Project Improvements (acres)

44 1,254 746 

Rating 5 1 3  
 
 
Measure 22. Land Requirements needed to construct each project were estimated.  Since none 
of the alternatives have the benefit of full engineering analysis, these estimates nee.d to be 
regarded as approximations. 
 
BRT would have the greatest requirement for land. 
 

TSM BRT CR
Land Requirements (acres) 3 49 18 
Rating 5 1 3  

 
 
Measure 23. Operating Expense per Seat Mile of Service measured the operational efficiency of 
alternatives by using the ratio of estimated operations and maintenance costs to seat miles of 
service. 
 
TSM and BRT would perform at similar rates, while commuter rail would be more costly to 
operate on a per seat basis. 

TSM BRT CR
Operating Expense per Seat Mile
of Service 

$0.09 $0.11 $0.33 

Rating 5 4 1  
 
Measures 24-25. Households Below Poverty Level were derived by using the Census Bureau’s 
definition of poverty.  Households were accumulated by alternative for the areas within ½ mile 
and five miles of boarding locations.  The same buffering techniques and assumptions 
described for measures 4, 13-16 were used. 
 
Below poverty level households within ½ mile of the TSM route was highest due the flag stop 
definition assumed (i.e., anywhere along route).  There was limited discernible difference among 
the 3 alternatives for the larger catchment area. 
 

TSM BRT CR
Hshlds Rating Hshlds Rating Hshlds Rating

Within 1/2 mi - 2000 4,506 5 2,048 2 993 1
Accessible - 2000 34,528 3 35,639 3 29,712 3
Average 4 3 2

Households Below 
Poverty Level 
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Measures 26-27. Minority Households was the same as above, but for minority households.  
Minority was defined as the total number of households less non-Hispanic white. 
 
The distribution by alternative of households and ratings for minorities was similar to that shown 
for low income. 
 

TSM BRT CR
Minority Households Hshlds Rating Hshlds Rating Hshlds Rating
Within 1/2 mi - 2000 7,631 5 3,100 2 1,665 1
Accessible - 2000 64,986 3 67,076 3 54,792 3
Average 4 3 2  

 
 
Measures 28-29. Jobs within ½ mile of Boarding Locations were estimated for 2000 and 2035.  
The same buffering techniques and assumptions described for measures 13-16 were used. 
 
The number of jobs within ½ mile is highest for the stop-anywhere TSM. 
 

TSM BRT CR
Jobs Rating Jobs Rating Jobs Rating

Within 1/2 mi - 2000 135,443 4 102,789 3 32,178 1
Within 1/2 mi - 2035 135,179 4 104,727 3 31,783 1
Average 4 3 1  

 
 
Measures 30-31. Jobs within five miles of boarding locations were estimated for 2000 and 2035. 
The same buffering techniques and assumptions described for measures 13-16 were used. 
 
There was no significant difference by alternative in the jobs falling within the larger market 
area. 

TSM BRT CR
Jobs Rating Jobs Rating Jobs Rating

Accessible - 2000 368,549 3 388,339 3 351,793 3
Accessible - 2035 363,698 3 386,401 3 348,681 3
Average 3 3 3  

 
 
Measure 32. Public Acceptance was the degree that the public has expressed preference for an 
alternative was used as another evaluation measure.  The primary information source was the 
public reaction recorded in KRM scoping process14 from early 2006. 
 
The public participation efforts used as part of the KRM scoping process generated a significant 
number of public comments.  While the public input that was sought was directed at the study 
scope and process, over 80% of the comments received expressed unsolicited support for 
commuter rail. 
 

                                                 
14 Final Scoping Report, KRM Alternatives Analysis, Earth Tech, May 2006. 
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Public Acceptance TSM BRT CR
Favorable Comments (rating) 0 0 5 
Rating 1 1 5  

2.4.1 Preliminary Screening (Level 2) Summary 

The challenge to evaluators is to be able to draw conclusions on the performance of alternatives 
from the volume of information provided by the 32 measures.  Collapsing the measures to 
reduced sets of measures was essential to manage the evaluation.  Table 2-9 reduces the 
32 measures to 17.  A pie chart graphic was also included as a visual aid to readers.  In most 
cases, the reductions were performed by taking the simple average of the 5-point scores.  
However, for three of the summary measures on Table 2-9, evaluation statistics that combined 
several factors were derived.  These included: 

Mobility Improvements Weighted by Low Income+Minority Households 

Rather than simply reporting the number of low income and minority households potentially 
served by an alternative, this information was weighted along with mobility improvements to 
address more directly the environmental justice and equity issues.  This was done to show that 
although the TSM and BRT Alternatives have higher numbers of low income and minority 
households near boarding locations, the mobility improvements gained from these alternatives 
are only half that of the Commuter Rail Alternative; hence, the benefits to these households are 
lower.  The modified ratings were obtained by totaling the number of minority households and 
the number of low income households for each alternative and multiplying by the average of the 
5-point ratings of mobility improvement (excluding rows 12 – 16 seen in Table 2-8).  These 
resultant numbers were then rescaled to the 5-point system using the previously described 
method. 
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TABLE 2-9
KRM PRELIMINARY ALTERNATIVES SCREENING SUMMARY

AVERAGE RATING SCORES BY AREA OF MEASUREMENT AND ALTERNATIVE

Combined Measures TSM BRT Commuter Rail
Cost Effectiveness Capital Costs & Operating Costs

5 4 1

Relative Ridership Level
1 5 5

Developed Land in Corridor
3 3 3

Transit Supportive Plans & Policies
1 3 5

Travel Time Savings
1 3 5

Metra Trains Crossing State Line
3 3 4

Households within 1/2 mile of Boarding 
Locations 5 1 1

Households Accessible to Boarding 
Locations 3 3 3

Local Vehicular Travel Impacts
5 1 5

Street Traffic Volume
1 3 5

Environmental Benefits Sensitive Lands within 1/2mi of Project 
Improvements 5 1 3

Land Requirements
5 1 3

Operating Efficiencies Operating Costs per Seat Mile
5 4 1

Environmental Justice and 
Equity Issues

Mobility Improvements Weighted by 
Low Income + Minority Households 2 2 4

Environmental Benefits Weighted by 
Low Income + Minority Households 5 1 3

Increased Access to Jobs 
for Low-income Persons

Mobility Improvements Weighted by 
Accessible Jobs 2 2 4

Public Acceptance Favorable Public Comments
1 1 5

Area of 
Measurement

Transit Supportive Land 
Use and Future Patterns

Mobility Improvements/ 
Changes

 

Best =5 Worst=1
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Environmental Benefits Weighted by Low Income + Minority Households 

This was similar to the above, but applied average environmental benefit ratings to the average 
households below poverty and minority household ratings.  

Mobility Improvements Weighted by Accessible Jobs 

Similar to the two previous, but applied average ratings of mobility improvement (excluding the 
number of households) to the average ratings of jobs.  
 
The last step involved collapsing scores from Table 2-9 into a single score for each of the eight 
areas of measure and each alternative.  Table 2-10 presents scores by the measurement 
category and overall.  Overall scores are presented in two ways:  1) a simple arithmetic average 
and 2) a calculated average giving additional weight to the first three categories.  Cost 
effectiveness, transit supportive land use and mobility improvements are the most important 
FTA New Start emphasis areas.  The application of weights to reflect this relative importance is 
shown in Table 2-10 and did not materially impact the overall scores. 
 

FTA & Other Area of Measurement Weight BRT

Cost Effectiveness 2 4.25

Transit Supportive Land Use & Future Patterns 2 3.00

Mobility Improvements/ Changes 2 2.30

Environmental Benefits 1 1.00

Operating Efficiencies 1 4.00

Environmental Justice and Equity Issues 1 1.50

Increased Access to Employment 1 2.00

Public Acceptance 1 1.00

Average of all Category Measures Un-weighted 2.38

Weighted Average of all Category Measures 2.602.95

2.00 4.00

3.46

1.00 5.00

3.06 3.41

5.00 1.00

3.50 3.50

3.00 3.80

5.00 3.00

3.00 3.00

2.00 4.00

TABLE 2-10
OVERALL SUMMARY OF KRM PRELIMINARY EVALUATION RATINGS

TSM CR
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The overall results by alternative are presented in bar chart form on Figure 2-10.  Commuter rail 
performed best, followed by TSM, with BRT posting the lowest scores.  It is especially 
noteworthy that BRT performed at a rate lower than TSM.  This is largely due to differences in 
the Mobility Improvements area.  Since the TSM Alternative allows flag stops at any 
intersection, there are many more households within ½ mile of boarding locations.  The BRT 
Alternative requires passengers to board at designated stop locations in order to maintain 
higher speeds in the corridor, hence reducing the number of households within a ½ mile of 
boarding locations.  BRT would require a substantially higher investment than the better 
performing, lower cost, and substantially similar TSM Alternative.   

FIGURE 2-10  
OVERALL RESULTS
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2.4.2 Preliminary Screening (Level 2) Results 

The screening process summarized above gathers key indicators of alternative performance 
and rates them in an analytical manner.  The screening summary shows that the Commuter Rail 
Alternative performed best in the screening process, followed by the TSM Alternative, followed 
by the BRT Alternative.  Although this screening process accurately depicts the operational, 
environmental, and cost issues related to each alternative, the screening is not the only tool for 
selection of alternatives for detailed study. 
 
The Council on Environmental Quality (CEQ) states15 that “Reasonable alternatives include 
those that are practical or feasible from the technical and economic standpoint and using 
common sense, rather than simply desirable from the standpoint of the applicant.”  Based on 
this statement, for an alternative to be carried forward to the detailed study screening analysis, it 
must meet the purpose and need of the project and be feasible and prudent.  The screening 
process only ranks the alternatives in order of ratings-quality, it does not suggest that any 
alternative is technically infeasible to construct.  The key to decision-making in the selection 
process is whether the alternatives selected for detailed study are prudent and practical, as 
outlined by the CEQ.  Table 2-11 and the discussion below evaluate these criteria for each 
alternative. 
 

TSM BRT CR

Meets Purpose and Need? Yes Yes Yes

Feasible and Prudent? Yes No Yes

TABLE 2-11
CRITERIA TO BE MET TO ADVANCE TO DETAILED STUDY STAGE

 
 

No-Build Alternative 

The No-Build Alternative serves as the NEPA baseline alternative for analyzing environmental 
impacts; as such it will be carried forward as a detailed study alternative. 

TSM Alternative 

The TSM Alternative meets the purpose and need statement and is feasible and prudent.  When 
compared to the other alternatives, the TSM: 
 

• Is more cost effective than either BRT or commuter rail  
• Has the lowest capital and annual operating costs 
• Has the lowest level of anticipated ridership  
• Has the least impact on environmental lands  
• Has the lowest operating expense per seat mile of service.  
• Has the greatest increase in access to employment opportunities for low income persons 

when compared with BRT and commuter rail    
• Is comparable to existing travel times 

 

                                                 
15 Forty Most Asked Questions Concerning CEQ’s National Environmental Policy Act Regulations, 1981 
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Largely due to its low relative costs and low environmental impacts, the TSM Alternative 
progressed to the detailed study screening analysis and will represent the baseline alternative 
for FTA’s New Starts transit planning process. 

BRT Alternative  

The BRT Alternative meets the purpose and need of the project and is technically feasible.  
However, this alternative is not prudent or practical.  To understand the BRT results, the full 
history of the KRM definition of alternatives needs to be recounted. 
 
An extraordinary effort was undertaken to identify BRT alternatives that would be feasible for the 
project.  This search resulted in a significantly disproportionate amount of resources being spent 
on bus than on other alternatives.  The search started with identifying a BRT alignment that 
could accommodate a running way where buses could run at higher speeds than in the TSM 
Alternative.  Multiple site visits were critical in examining every conceivable existing right of way 
that might be used for a BRT alignment.  Street, railroad and abandoned railroad maps were 
scoured in advance of these trips to find alignments.  Strip plots were cropped out of aerial 
photographs, printed and assembled into data recording packets for each of the trips. 
 
A minimum of a three person team (driver, navigator/photographer, data recorder) made each of 
the BRT site search trips.  Each street, abandoned railroad or active railroad right of way was 
visited.  Ways to build BRT running ways along the alignments were discussed at the sites and 
local street flyovers or underpasses were considered.  Records were made of speed limits, and 
photographs were taken of typical development along the right of way.  
 
These exhaustive alignment studies came to two general conclusions.  First, the only two 
technically feasible alignments where high speed bus operations could be achieved were 
privately owned, with owners uninterested in selling or sharing their property with a bus running 
way.  The economic and political impacts to acquire these lands would be prohibitive.  Second, 
the public roads all have current speed limits that are a major limiting factor in distinguishing this 
alternative from the TSM Alternative. 
 
As a result, the only BRT route that could yield higher speeds would require that exclusive lanes 
be constructed along existing public streets and highways, thus eliminating a large amount of 
cross traffic, physically separating the higher speed buses from local traffic at local speed limits, 
and restricting pedestrian flow across the bus lane.  Table 2-12 and the following list present the 
most significant negative impacts of the BRT Alternative, clarifying the impracticality of the 
alternative in this corridor. 
 

• Side Road Impacts:  95 side roads would be impacted by the lane dividers used for the 
BRT Alternative.  The impacts vary from having only right-in, right-out access to the 
addition of signals to control traffic.  Of the 95 side road impacts, approximately half of 
them are to dead-end streets with no other access options. 

• Site Access Impacts:  In areas where lane dividers would be used to separate the BRT 
lanes from regular traffic flow, more than 625 site access impacts would occur.  These 
impacts refer to creating a right-in, right-out situation for the residences and businesses 
located in these areas.  This number, however, does not accurately reflect the number of 
sites that would be negatively affected by the barriers.  Approximately 1,180 households 
located along either the BRT route or on a dead-end street off the BRT route would have 
their access patterns negatively affected. 
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1 8th Avenue
54th St. to 52nd St. 0.1 mi Commercial 3 0 0

52nd Street
8th Ave. to 7th Ave. 0.1 mi Commercial 1 0 0

7th Avenue
52nd St. to 50th St 0.2 mi Commercial 6 3 0
50th St. to 49th St. 0.1 mi Commercial 1 0 0
49th St. to Washington St. 0.5 mi Residential 28 7 32
Washington St. to STH 32 0.6 mi Residential/Commercial 14 4 13

Total Section 1 53 14 45
2 STH 32/Sheridan Rd.

7th Ave. to Carthage College 1.0 mi Park/Institutional 4 1 0
Carthage College to 17th Pl. 0.1 mi Institutional 0 0 0
17th Pl. to CTH E 1.1 mi Residential 52 7 155
CTH E to CTH A 1.0 mi Residential/Commercial 77 8 185
CTH A to CTH KR 1.0 mi Residential/Commercial 43 3 55
CTH KR to Chicory Rd. 1.1 mi Residential/Agricultural 19 4 55
Chicory Rd. to STH 11 1.0 mi Industrial/Residential 0 1 255

Total Section 2 195 24 705
4 STH 38

Golf Ave. to Rapids Dr. 0.5 mi Residential/Park 5 1 4
Rapids Dr. to N. Green Bay Rd. 0.1 mi Commercial/Park 1 0 0
N. Green Bay Rd. to STH 31 0.6 mi Residential/Commercial 17 3 18

STH 31
STH 38 to Grace Church Ent. 0.7 mi Residential/Vacant 15 4 82
Grace Church Ent. to 3 Mile Rd. 03 mi Park/Agricultural 1 1 1
3 Mile Rd. to 4 Mile Rd. 1.1 mi Agricultural/Residential 22 8 110

Total Section 4 61 17 215
5 STH 31

4 Mile Rd. to 5 Mile Rd. 0.9 mi Agricultural 22 2 30
5 Mile Rd. to CTH G 1.0 mi Agricultural/Residential 25 5 70
CTH G to STH 32 0.1 mi Industrial/Vacant 4 0 2

STH 32 
STH 31 to 7 Mile Rd. 0.9 mi Agricultural 16 2 25
7 Mile Rd. to Botting Rd. 0.5 mi Agricultural 5 0 8
Botting Rd. to Elm Rd. 0.9 mi Agricultural 11 1 11
Elm Rd. to Oakwood Rd. 0.5 mi Residential 35 2 30
Oakwood Rd. to Fitzsimmons Rd. 0.4 mi Residential/Agricultural 16 2 20
Fitzsimmons Rd. to STH 100 0.3 mi Residential/Agricultural 18 1 40

Total Section 5 152 15 236
7 Pennsylvania Ave./Nicholson Ave.

STH 100 to E. Ryan Rd. 0.3 mi Agricultural 1 0 0
E. Ryan Rd. to Puetz Rd. 1.0 mi Agricultural 14 0 15
Puetz Rd. to Forest Hill Ave. 0.5 mi Agricultural 11 1 8
Forest Hill Ave. to Drexel Ave. 0.5 mi Residential/Vacant 8 2 10
Drexel Ave. to Rawson Ave. 1.0 mi Residential 46 10 183
Rawson Ave. to College Ave. 1.0 mi Residential 30 6 13
College Ave. to Grange Ave. 1.0 mi Residential/Industrial 30 4 13
Grange Ave. to Layton Ave. 1.0 mi Industrial 24 2 4

Total Section 7 164 25 246
Total All Sections 625 95 1447

*Residences directly impacted refers to those residences that will only have right-in, right-out access, including those residences who live on 
dead-end streets affected by the lane barriers.

TABLE 2-12
IMPACTS OF THE BRT ALTERNATIVE'S EXCLUSIVE LANE SECTIONS

BRT Route Land Use in Area

Site 
Access 
Impacts

Side 
Road 

Impacts

Residences 
Directly 

Impacted*

Distance 
Between 

Controlled 
Intersections

Section 
on 

Exhibit 
3
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• Elimination of On-Street Parking:  The cities of Kenosha and Racine would lose more 
than 280 on-street parking spaces due to the creation of exclusive lanes in Kenosha and 
queue jumper lanes in Racine.  Of these spaces, 223 would be lost in the City of 
Kenosha in an area that has commercial and residential land use.  In the City of Racine, 
59 spaces would be lost in the blocks adjacent to signalized intersections for the creation 
of queue jumper lanes in an area that has primarily commercial land use. 

• Emergency Vehicle Delays:  Any increase in emergency response time is a cause for 
alarm for emergency vehicles.  The BRT alternative poses severe problems for 
emergency vehicles in the areas where lane dividers would be used.  In order to 
maintain high speeds in the BRT lane, openings in the lane dividers would be limited.  
These dividers would limit access to residences in the area and require emergency 
vehicles to take longer routes than necessary which could severely jeopardize the health 
and safety of the people involved.  The extended response times would be especially 
critical in the Kenosha/Somers area where more than 700 houses exist on 25 dead-end 
streets with no secondary access points off of STH 32 (See Exhibit 3, pages 2 and 3).  
Also, the Somers Fire Station is located just off STH 32 on CTH E.  The lane dividers 
would make its close proximity to the residential neighborhoods along Lake Michigan 
null or void since it would take significantly longer to access these points once barriers 
were in place. 

• Lack of Legal Turn-around Options:  According to Wisconsin Statute 346.33, it is 
illegal to perform a u-turn at any signalized intersection.  The BRT alternative calls for 
the only openings in the lane divided sections to occur at limited signalized intersections.  
Therefore, drivers wishing to head in the opposite direction must instead find a parallel 
route to travel down or a legal spot to turn around.  This would be especially 
cumbersome in Section 2 of the BRT route where STH 32 is the main north/south route 
in the area. 

• Neighborhood Connectivity:  The lane dividers would restrict pedestrian and bicycle 
access in the corridor and cut the people on one side of the street off from those on the 
other.  This would also make it difficult for people who live near the BRT stops in 
Somers, Caledonia, and South Milwaukee to access the stop locations. 

• Traffic Increase along Parallel Routes:  Traffic along routes parallel to the BRT route 
will increase as drivers try to avoid the roads impacted by the route. 

• Hinders Future Development:  Developers along the lane divided portion of the BRT 
route may have a hard time attracting future buyers due to the access restrictions on 
their property. 

• Large Right-of-Way Acquisition Required:  This alternative requires the acquisition of 
more land than the other alternatives (49 acres, compared to 18 acres for the Commuter 
Rail Alternative and 3 acres for the TSM Alternative). 

• Low Public Acceptance:  Public feedback ranked the TSM and BRT Alternatives 
equally at the lowest level and Commuter Rail alone at the highest level.  Residents 
along the lane divided portion of the BRT route would most likely have strong objections 
to the restricted access to their property.  In addition, members of the KRM Steering 
Committee have stated that many of the underlying assumptions in the evaluation 
ranking system understated the potential negative impacts that a BRT could have 
locally.  They agreed to drop the BRT Alternative at their meeting on April 5, 2006. 

• Maintenance Concerns:  The lane divided BRT lanes would pose large maintenance 
problems for snow removal in the winter months, especially those sections that are one 
or more miles in length. 

 
To eliminate many of these impacts the BRT Alternative would have to eliminate the exclusive 
bus lane, hence making the BRT and TSM Alternatives very nearly identical.  However, 
attempting to mix flows of two different speeds of vehicles without physical barriers is 
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dangerous.  Drivers assume that vehicles traveling on a particular right-of-way will be traveling 
at the same speed.  This allows drivers attempting crossing maneuvers at sign-controlled 
intersections the ability to judge gaps in traffic assuming all oncoming vehicles are traveling at 
approximately the same rate.  This idea also applies to pedestrians and bicyclists attempting to 
cross a roadway with multiple traffic speeds.  The most significant danger would result from 
someone judging the speed of traffic based on the slower-moving vehicle, then realizing too late 
that other vehicles on the road are traveling considerably faster and the gap is not sufficient to 
allow a cross, hence resulting in a collision.  The safe, exclusive lane method employed by the 
BRT Alternative allows a speed differential on a common right-of-way due to the use of lane 
barriers.  This not only keeps parallel flows of traffic from mixing but also ensures that vehicles 
and pedestrians on side roads or driveways are not tempted to cross the roadway.  Secondly, 
crossing maneuvers are restricted to controlled intersections where legal right-of-way is 
transferred to them by traffic signals.  This ensures a safe crossing without variable-speed traffic 
conflicts.  Unfortunately for drivers, it can be up to 1.1 miles between controlled intersections. 
 
The extensive negative impacts this alternative would have on local residents and business 
access overshadow its positive aspects with regard to access to employment and low-income 
households.  This alternative has slightly lower relative capital costs when compared to the 
Commuter Rail Alternative but significantly higher relative capital costs when compared to the 
TSM Alternative (TSM-$5.8M vs. BRT-$168.8M vs. CR-186.1M).  Although the relative cost of 
this alternative is between the TSM and CR alternatives, it ranked lowest overall in the project 
Level 2 screening as summarized in Table 2-9.  The BRT Alternative ranked lowest of the three 
preliminary build alternatives in 4 of the 17 combined screening measures presented in 
Table 2-8 and tied for lowest ranking in an additional 7 combined measures.  Overall, the BRT 
Alternative had the lowest rating or tied for the lowest rating in about 65% of the screening 
combined measures. 
 
Although it is technically feasible to construct this alternative, it is not a practical or prudent 
alternative to study in the Detailed Study phase of the project.  This is especially true given the 
overall similarities but significantly higher relative impacts when compared to the TSM 
Alternative.  Based on the negative impacts and the Preliminary Alternative screening results, 
the BRT Alternative was dropped from further study at the April 5, 2006 Steering Committee 
meeting. 

Commuter Rail Alternative  

The Commuter Rail Alternative meets the purpose and need of the project and is feasible and 
prudent.  When compared to the other alternatives, the Commuter Rail Alternative: 
 

• Has the highest level of expected ridership  
• Has the highest travel time savings when compared with TSM and BRT  
• Has a favorable public acceptance rate five times higher than either TSM or BRT  
• Has relatively low negative environmental and socio-economic impacts 
• Requires less right of way than that needed for the BRT Alternative 
• Has the lowest levels of jobs near boarding locations and households near boarding 

locations  
• Has the highest capital cost investment and largest annual operating cost 

 
For these reasons, the Commuter Rail Alternative progressed to the detailed study screening 
analysis. 
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2.5 Detailed Study Alternatives (Level 3) 

Each of the detailed study alternatives was originally described in the preliminary section above.  
Of those preliminary alternatives, three alternatives were recommended for more intensive 
study during the Detailed Study stage.  Those chosen alternatives were the No-Build 
Alternative, the TSM Alternative, and the Commuter Rail Alternative. 
 
To expand on the preliminary discussion in Section 2.3, the following sections describe the 
preliminary operations plans that were developed for each service option to help in the detailed 
study decision making process. 

2.5.1 No-Build Alternative 

As described in Section 2.2.1, the No-Build Alternative serves as the NEPA baseline alternative 
for analyzing environmental impacts in each level of screening. 

2.5.2 TSM Alternative 

As described in Section 2.3.2, the TSM Alternative serves as the baseline alternative for 
analysis in FTA’s New Starts transit planning process.  See Exhibit 4 for detailed maps of the 
TSM Alternative. 
 
The TSM Alternative has been designed to provide a comparable level of service to the 
proposed BRT and Commuter Rail Alternatives, but at a significant reduction in cost.  The 
primary service improvements included in the TSM Alternative are expanded Metra commuter 
rail service to Kenosha, expanded Wisconsin Coach Lines service, and expanded MCTS 
Route 48 service.   

Metra Service 

There are presently 62 weekday one-way trips on the Metra UP-North line.  Eighteen of these 
trips provide service to or from Kenosha.  Current scheduled Metra service at Kenosha is shown 
below in Table 2-13.  

 
TABLE 2-13 

EXISTING METRA WEEKDAY TRAIN SCHEDULE 
 

SB Departures 
From Kenosha 

NB Arrivals 
To Kenosha 

5:55 AM 8:15 AM 
6:17 AM 2:15 PM 
6:53 AM 5:39 PM 
7:15 AM 6:30 PM 
7:51 AM 6:40 PM 
8:49 AM 7:10 PM 
2:49 PM 7:51 PM 
5:51 PM 11:15 PM 

11:35 PM 2:15 AM 
 
The TSM Alternative assumes an additional northbound Metra train trip that departs Chicago at 
6:07 AM and runs in limited service (making stops at only 6 of the 28 stations between Chicago 
and Kenosha), arriving at Kenosha at 7:35 AM.  This additional train trip would meet with 
expanded Wisconsin Coach Lines bus service, as described in the following section.  Similarly, 
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an additional southbound Metra train trip is proposed in the afternoon peak period.  This trip 
would depart Kenosha at 5:17 PM and arrive in downtown Chicago at 6:40 PM.  Adding these 
trains would provide “reverse peak direction” service. 

Wisconsin Coach Lines Service 

Wisconsin Coach Lines presently operates 16 weekday one-way trips and eight 
weekend/holiday one-way trips (See Table 2-14).  The full route length is approximately 
46-miles and has a scheduled travel time of 90 minutes (from Global Travel, a travel service 
center in Kenosha, to Milwaukee).  
 

TABLE 2-14 
WISCONSIN COACH LINES 

EXISTING WEEKDAY BUS SCHEDULE 
 

Global Kenosha Racine Mitchell MKE
Dir. Travel Metra Tr. Ctr. Airport Greyhound

0:06:00 0:27:00 0:37:00 0:19:00
NB 5:15 AM 5:21 AM 5:48 AM 6:25 AM 6:44 AM

6:15 AM 6:21 AM 6:48 AM 7:25 AM 7:44 AM
6:50 AM 6:56 AM 7:23 AM 8:00 AM 8:19 AM
8:45 AM 8:51 AM 9:18 AM 9:55 AM 10:14 AM
12:15 PM 12:21 PM 12:48 PM 1:25 PM 1:44 PM
2:30 PM 2:36 PM 3:03 PM 3:40 PM 3:59 PM
3:35 PM 3:41 PM 4:08 PM 4:45 PM 5:04 PM
7:05 PM 7:11 PM 7:38 PM 8:15 PM 8:34 PM

MKE Mitchell Racine Kenosha Global
Dir. Greyhound Airport Tr.Ctr. Metra Travel

0:20:00 0:38:00 0:26:00 0:06:00
SB 5:15 AM 5:35 AM 6:13 AM 6:39 AM 6:45 AM

7:00 AM 7:20 AM 7:58 AM 8:24 AM 8:30 AM
8:50 AM 9:10 AM 9:48 AM 10:14 AM 10:20 AM
12:00 PM 12:20 PM 12:58 PM 1:24 PM 1:30 PM
2:00 PM 2:20 PM 2:58 PM 3:24 PM 3:30 PM
4:25 PM 4:45 PM 5:23 PM 5:49 PM 5:55 PM
5:15 PM 5:35 PM 6:13 PM 6:39 PM 6:45 PM
9:00 PM 9:20 PM 9:58 PM 10:24 PM 10:30 PM  

 
The TSM Alternative assumes expansion of the Wisconsin Coach Lines service to 34 one-way 
trips (17 in each direction), with no changes proposed to alignments.  However, current 
scheduled times are modified to provide better timed meets with Metra train service at Kenosha.  
Additional bus trips would be added to provide enhanced intercity bus capacity in the KRM 
corridor and to provide additional timed meets with Metra train service.   
 
Table 2-15 presents a proposed schedule for Wisconsin Coach Lines.  This table identifies 
Metra train arrivals and departures in Kenosha and identifies the bus trips that would have timed 
meets with Metra train trips.  There are timed meets with 12 Metra train trips.  This bus schedule 
assumes 10 percent additional travel time for each bus trip to account for travel time 
degradation in this project’s future year network.   
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TABLE 2-15 

TSM WISCONSIN COACH LINES 
PROPOSED WEEKDAY SERVICE SCHEDULE 

 
 

Global Metra Kenosha Racine Mitchell MKE
Dir. Travel Trains Metra Tr. Ctr. Airport Greyhound

0:06:36 0:29:42 0:40:42 0:20:54
NB 5:15 AM 5:21 AM 5:51 AM 6:32 AM 6:52 AM

5:51 AM 6:20 AM 7:01 AM 7:22 AM
6:15 AM 6:21 AM 6:51 AM 7:32 AM 7:52 AM
6:50 AM 6:48 AM 6:56 AM 7:26 AM 8:07 AM 8:27 AM

7:20 AM 7:49 AM 8:30 AM 8:51 AM
7:41 AM 8:10 AM 8:51 AM 9:12 AM
7:56 AM 8:25 AM 9:06 AM 9:27 AM

8:15 AM 8:15 AM 8:21 AM 8:51 AM 9:32 AM 9:52 AM
10:51 AM 11:20 AM 12:01 PM 12:22 PM

12:15 PM 12:21 PM 12:51 PM 1:32 PM 1:52 PM
2:30 PM 2:15 PM 2:36 PM 3:06 PM 3:47 PM 4:07 PM
3:35 PM 3:41 PM 4:11 PM 4:52 PM 5:12 PM

4:16 PM 4:45 PM 5:26 PM 5:47 PM
4:51 PM 5:20 PM 6:01 PM 6:22 PM

5:39 PM 5:45 PM 6:14 PM 6:55 PM 7:16 PM
6:40 PM 6:45 PM 7:14 PM 7:55 PM 8:16 PM

7:05 PM 7:10 PM 7:11 PM 7:41 PM 8:22 PM 8:42 PM

MKE Mitchell Racine Kenosha Metra Global
Dir. Greyhound Airport Tr.Ctr. Metra Trains Travel

0:22:00 0:41:48 0:28:36 0:06:36
SB 5:15 AM 5:37 AM 6:18 AM 6:47 AM 6:54 AM

5:35 AM 5:57 AM 6:38 AM 7:07 AM 7:15 AM
6:15 AM 6:37 AM 7:18 AM 7:47 AM 7:51 AM
6:35 AM 6:57 AM 7:38 AM 8:07 AM
7:00 AM 7:22 AM 8:03 AM 8:32 AM 8:49 AM 8:39 AM
8:50 AM 9:12 AM 9:53 AM 10:22 AM 10:29 AM
10:30 AM 10:52 AM 11:33 AM 12:02 PM
1:05 PM 1:27 PM 2:08 PM 2:37 PM 2:49 PM 2:44 PM
2:30 PM 2:52 PM 3:33 PM 4:02 PM 4:09 PM
3:35 PM 3:57 PM 4:38 PM 5:07 PM 5:17 PM
4:10 PM 4:32 PM 5:13 PM 5:42 PM 5:51 PM
4:30 PM 4:52 PM 5:33 PM 6:02 PM 6:09 PM
4:45 PM 5:07 PM 5:48 PM 6:17 PM
5:00 PM 5:22 PM 6:03 PM 6:32 PM
5:15 PM 5:37 PM 6:18 PM 6:47 PM 6:54 PM
6:00 PM 6:22 PM 7:03 PM 7:32 PM
7:00 PM 7:22 PM 8:03 PM 8:32 PM 8:39 PM

Note: Metra train trips highlighted in red and in bold are proposed add'l. train trips.
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Milwaukee County Transit System 

The primary MCTS service improvement assumed in the TSM Alternative is expansion of 
existing Route 48 (South Shore Flyer) service.  This route presently starts at Ryan 
Road/STH 100 and South Howell Avenue, operates east on STH 100, north on STH 32/Chicago 
Avenue, Marquette Avenue, 10th Street, Packard Avenue, Lake Drive, Oklahoma Avenue and 
Highway 794 into downtown Milwaukee.  See Exhibit 4 for a graphic summary of this route.  
This route presently operates only in the peak periods with eight morning inbound trips and 
seven evening outbound trips on approximately 20-minute average headways.  Service is 
operated on weekdays only.  It is estimated that 6 buses are required to operate this route. 
 
The TSM Alternative assumes expansion of this service to include two additional morning 
inbound and three afternoon outbound trips, resulting in a total of 10 trips in each peak period 
(approximately 15-minute frequencies).  An additional two reverse peak direction trips were also 
proposed in each peak period, in addition to two midday round trips.  Thus, a total of 28 
one-way trips are proposed compared to the existing 15 one-way trips.    
 
Routing was also slightly modified for Route 48.  Service would still start at STH 100 and South 
Howell Avenue, and continue east on STH 100 to the proposed new Oak Creek park and ride 
lot.  Passengers would be able to transfer at this location to/from the Wisconsin Coach Lines 
service.  Service would then continue north on STH 32 to 10th Avenue in South Milwaukee and 
Packard Avenue in Cudahy to Layton Avenue.  The route then turns west to the proposed new 
Cudahy/St. Francis transit center on Kinnickinnic Avenue, near the existing train station.  Buses 
then continue north on Kinnickinnic to Howard Avenue, and then north on Highway 794 into 
downtown Milwaukee.    
 
Other MCTS routes in corridor that are impacted by KRM service include: 
 

• Route 15 and Route 55 –This route will connect to the improved MCTS Route 48 service 
at the proposed Cudahy/St. Francis transit center.   

• Route 88 – It is proposed that service frequencies be improved to 60-minute 
peak/60-minute midday service, with 2-direction service on the loop route, with 
supplemental trips as needed for school service.  This improvement provides circulator 
service to/from the improved MCTS route 48 service at the Cudahy/St. Francis transit 
center.  

• Route 89 – It is proposed that this route be expanded to operate 60-minute 
peak/60-minute midday service, with two direction service on the loop route and with 
supplemental trips as needed for school service.  This route’s alignment is also slightly 
modified to connect to the Cudahy/St. Francis transit center.  This improvement provides 
circulator service to and from the improved MCTS route 48 service at the 
Cudahy/St. Francis transit center.  

City of Racine and City of Kenosha Transportation Systems 

No service changes are proposed to Racine BUS service or the Kenosha Streetcar service.  
Although not included as a TSM Alternative service improvement, it may be desirable to 
consider expanded weekday service (e.g., 5:30 AM to 8:00 PM) to better accommodate early 
morning and late afternoon Wisconsin Coach Lines service.   

2.5.3 Commuter Rail Alternative 

The proposed commuter rail service would operate along the existing Union Pacific Railroad 
track between the Kenosha Metra station and the Milwaukee Amtrak Depot.  This segment of 
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railroad had at one time two parallel tracks, but in the 1980’s the western track was removed.  
The proposed KRM project would construct passing sidings both adjacent and parallel to the 
existing track, on top of the existing railroad bed.  Table 2-16 summarizes the location of each 
passing siding.  See Exhibit 4 for a detailed map of the Commuter Rail Alternative.  Diesel 
Multiple Units (DMUs) are proposed as the mode of operation. 
 

TABLE 2-16 
PROPOSED PASSING SIDING LOCATIONS 

 
Begin UP Mile Post End UP Mile Post Distance (Miles) 

51.6 56.0 4.4 
61.8 65.9 4.1 
71.8 76.6 4.8 
81.2 83.6 2.4 
84.2 85.4 1.2 

 
The preliminary commuter rail operating plan consisted of 20 one-way trips (10 in each 
direction).  Most trips would begin and end service at Kenosha.  The preliminary alternative had 
timed meets at Kenosha with Metra service for 8 of the 20 one-way DMU trips.  Furthermore, of 
the remaining 12 DMU one-way trips, four were proposed to operate in Illinois to/from 
Waukegan and another four were to operate to/from Chicago.  This preliminary alternative is the 
base alternative for the Detailed Study analysis. 
 
During the Detailed Study phase of the project, a range of physical and operational options were 
evaluated for the commuter rail mode.  A parametric analysis using equilibrated projected 
ridership and refined costs was performed to identify the optimal commuter rail level of service 
and capital program that both maximizes ridership and minimizes cost.  This analysis changed 
one parameter at a time.  It was used to assess the impact of several parameters on ridership 
and order-of-magnitude costs. 
 
The principal determinants of KRM commuter rail ridership are: 
 

• frequency of service, (i.e., the schedule of trains), 
• service hours, including peak versus off-peak, 
• operational arrangement with Metra (i.e., whether riders must transfer to/from Metra 

or can make a continuous ride), 
• access to service, including number of stations, park and ride facilities, and 

connecting bus service, 
• speed of service, a function of the physical plant and rolling stock, as well as the 

number of stations since fewer stops translates into higher average speed, 
• cost of using the service, including the KRM fare, cost to transfer to Metra, park and 

ride costs and the cost of connecting bus service. 
 

Simple common sense arguments were used in selecting the parameters to test.  KRM rail fares 
were assumed to be distanced-based (i.e., 5-mile zones) and to be equivalent to the rate 
structure and ticket types used by Metra with no fare penalty associated with transferring to 
Metra in Kenosha.  It was assumed that KRM riders who continue their journey on Metra will 
pay the incremental zone fare only, which is 50¢ per zone.  Discount rates used by Metra for 
monthly and ten-ride tickets would also apply. 
 
Available parking lots are proposed at all new KRM stations.  Connecting bus service currently 
exists or is proposed to be implemented or enhanced at Kenosha, Racine, Cudahy/St. Francis, 
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South Side Milwaukee, and the Milwaukee Amtrak Depot.  As such, parking and bus access 
were constants in the parametric analysis.  In addition, the technical operating performance of 
track systems and rolling stock is assumed to be the same for all options.  Therefore, 
differences in travel time between alternatives occurred only with variations in the number of 
stations.  Finally, the travel demand model was designed to forecast weekday travel.  Weekend 
service alternatives will not impact the choice of the LPA. 
 
The principal variables tested in the parametric analysis were frequency of trains, service hours, 
operating arrangement with Metra, and number of stations.  Table 2-16 provides details on the 
eight scenarios formulated for evaluation described below. 
 

1. Base Commuter Rail (BCR) – This is the Preliminary Commuter Rail Alternative against 
which other scenarios are compared.  Twenty trains per day (ten round trips) are 
provided, of which twelve operate during peak periods.  (Peak is defined as 
6:00-9:00 AM and 2:30-6:00PM.)  All nine proposed KRM stations in Wisconsin are 
included.  Service will be operated with Diesel Multiple Unit (DMU) rolling stock.  Trains 
would be operated as an independent operation, separate from Metra.  Cross-platform 
transfers to Metra would be required at Kenosha or Waukegan. 

 
2. Enhanced Peak A – Same as the Base Commuter Rail scenario #1 except four 

additional trains will operate during the peak periods. 
 

3. Enhanced Peak B - Same as the Base Commuter Rail scenario #1 except eight 
additional trains will operate during the peak periods. 

 
4. Enhanced Milwaukee Peak - Same as the Base Commuter Rail scenario #1 except four 

additional trains will operate during the Milwaukee peak direction (i.e., AM-peak 
northbound and  PM-peak southbound). 

 
5. Minimum Stations Option - Same as the Base Commuter Rail scenario #1 except only 

five stations in Wisconsin will be served.  Opening day stations would be Kenosha, 
Racine, Cudahy/St. Francis, South Side Milwaukee, and the Milwaukee Amtrak Depot. 

 
6. Run-Through – This scenario would eliminate the need for KRM riders to transfer to 

Metra trains.  Conventional locomotive-hauled (gallery-style) coaches (LHC) would be 
used.  Note that this scenario may not be feasible for institutional reasons, but was 
included as part of the parametric analysis for completeness.   

 
7. Low Service - Same as the Base Commuter Rail scenario #1 except service would be 

limited to the peak period. 
 

8. High Service – Same as the Base Commuter Rail scenario #1 except level of service is 
twice as frequent during both peak and off-peak periods. 
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TABLE 2-17
COMMUTER RAIL SERVICE OPTIONS EVALUATED IN PARAMETRIC ANALYSIS

Weekday Trains by Service Period
Peak Period Trains Mid Even- Total

Scenario AM-NB AM-SB PM-NB PM-SB Total day ing Trains

1 Base Commuter Rail Independent 60 3 3 3 3 12 4 4 20 9 38.0

2 Enhanced Peak A Independent 40 4 4 4 4 16 4 4 24 9 38.0

3 Enhanced Peak B Independent 30 5 5 5 5 20 4 4 28 9 38.0

4 Enhanced Milw. Peak Independent 30/60 5 3 3 5 16 4 4 24 9 38.0

5 Minimum Stations Independent 60 3 3 3 3 12 4 4 20 5 44.9

6 Run-Through Integrated 60 3 3 3 3 12 4 4 20 9 38.0

7 Low Service Independent 60 3 3 3 3 12 0 0 12 9 38.0

8 High Service Independent 24** 6 6 6 6 24 8 8 40 9 38.0

XX  - Attribute differing from Scenario 1 *Kenosha-Milwaukee.

Operating 
Arrangement

Speed 
(mph)*

Peak 
Headway 

(mins)
Sta-
tions

 
 
 
A conceptual design and associated detailed costs of the Base Commuter Rail Scenario were 
prepared and documented in Capital and O & M Cost Estimates Report.16  Capital cost 
estimates were formatted using FTA’s Standard Cost Categories (SCC) for Major Capital 
Projects.17  For the purpose of the parametric analysis, costs were isolated for the specific 
project elements that vary from the Base Scenario for each scenario.  Thus, costs were 
computed for the differences from the base option, as presented on Table 2-17.  
 

TABLE 2-18
COMMUTER RAIL CAPITAL COSTS BY FTA COST CATEGORY

FTA Standard Cost Category (in 000s)

10 
Guideway

20 
Stations 
& Stops

30 
Support 
Facilities

40 
Sitework

50 
Systems

60     
Right-of-

Way
70  

Vehicles

80       
Prof. 

Services

90   
Contin-
gencies

Total 
Difference 
from Base

Total 
Scenario 

Cost
1 Base Commuter Rail $31,976 15,169 10,625 23,752 45,348 4,401 40,972 23,504 9,787 -- $205,534

2 Enhanced Peak A $0 0 203 0 0 0 14,104 3,247 3,511 $21,064 $226,598
3 Enhanced Peak B $6,934 0 203 0 0 0 14,104 4,822 5,212 $31,274 $236,808
4 Enhanced Milw. Peak $6,934 0 0 0 0 0 7,052 3,175 3,432 $20,593 $226,127
5 Minimum Stations $0 -5,135 0 -9,464 -480 -927 0 -3,634 -3,928 -$23,568 $181,966
6 Run-Through $0 0 405 0 0 0 25,934 5,979 6,463 $38,781 $244,315
7 Low Service $0 0 0 0 0 0 0 0 0 $0 $205,534
8 High Service $43,857 0 203 0 0 0 21,155 14,804 16,004 $96,023 $301,557C

os
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ce

s 
fro

m
 

Ba
se

 S
ce
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rio

 #
1

Scenario

 
 

 
Table 2-19 presents estimated Operating & Maintenance (O & M) costs by commuter rail 
scenario.  O & M costs were estimated on a unit-cost basis.  Full documentation of the 
methodologies and results are provided in the Cost Estimates Report.  Unit costs are 
representative of local transit operations as well as experience elsewhere of operating diesel 
multiple unit (DMU) vehicles.  O & M costs are expressed in current year dollars.  For the other 
scenarios, an approach similar to that used for capital cost was used, which identified the 
specific variable that changed for each.  Cost-driver variables included the number of peak cars, 
revenue train miles, and revenue train hours.  Fixed costs are also included in the O & M costs 

                                                 
16 ibid. 

17 Standard Cost Categories for Major Capital Projects, Federal Transit Administration – Planning & Environment, June 2, 2006.   
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which do not vary among the scenarios.  The principal O & M cost areas that correspond to 
each cost-driver are indicated. 
 

TABLE 2-19
OPERATING AND MAINTENANCE COSTS BY COMMUTER RAIL SCENARIO

Cost Variables
Rev.Train Hrs Route Miles Rev.Train Miles Peak Cars Fixed Reg.

C
os

t A
re

as
Transportation

Maintenance of 
Way

Maintenance of 
Equipment-Material; 

Fuel; Liability 
Insurance

Maint. of Equipment-
Other; Admin.; 

Property Insurance 
& Claims

Marketing; 
Printing; etc.

Total 
Difference 
from Base

Total 
Scenario 

Cost

1 $4,618,686 5,995,208 390,310 929,283 1,139,398 -- $13,072,885

2 $507,356 0 59,940 464,641 0 $1,031,937 $14,104,822
3 $1,014,712 0 119,881 464,641 0 $1,599,234 $14,672,119
4 $507,356 0 59,940 232,321 0 $799,617 $13,872,502
5 $0 0 0 0 0 $0 $13,072,885
6 Run-Through $575,745 0 141,474 3,005,728 0 $3,722,947 $16,795,832
7 Low Service -$507,356 0 -59,940 0 0 -$567,296 $12,505,589
8 High Service $2,029,425 0 239,761 696,962 0 $2,966,148 $16,039,033

Enhanced Milw. Peak

Scenario

C
os

t D
iff

er
en

ce
s 

fro
m

 
Ba

se
 S

ce
na

rio
 #

1

Enhanced Peak A
Enhanced Peak B

Base Commuter Rail

Minimum Stations

 
 
 

Table 2-20 arrays total capital costs, annualized capital costs, and annual O & M costs.  Capital 
costs were annualized based on the useful life of individual project components as specified by 
the FTA.  Annualized capital costs are then combined with O & M costs to provide total annual 
costs.  These calculations are derived using FTA SCC financial worksheets. 

 
TABLE 2-20

COMMUTER RAIL PARAMETRIC ANALYSIS - COSTS
all numbers are in millions of 2006 dollars

Scenario
Total Capital 

Costs
Annualized 

Capital Costs O&M Costs
Total Annual 

Costs

1 Base Commuter Rail $205.5 $16.7 $13.1 $29.8
2 Enhanced Peak A $226.6 $18.4 $14.1 $32.5
3 Enhanced Peak B $236.8 $19.3 $14.7 $33.9
4 Enhanced Milw. Peak $226.1 $18.4 $13.9 $32.3
5 Minimum Stations Option $182.0 $14.8 $13.1 $27.9
6 Run-Through $244.3 $19.9 $16.8 $36.7
7 Low Service $205.5 $16.7 $12.5 $29.2
8 High Service $301.6 $24.5 $16.0 $40.6  

 
 
As a way of illustrating the variation in cost from the Base Commuter Rail scenario, Table 2-21 
shows the absolute and percentage difference in lump-sum capital, annualized capital, O & M 
and total annual costs for each scenario.  Scenarios with lower costs for a particular cost 
measure are shaded in gray, and scenarios exceeding the Base by more than 10% are 
illustrated in black.  
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TABLE 2-21
COMMUTER RAIL COST VARIANCES FROM BASE RAIL SCENARIO

Difference in Dollars and Percentages from Base Commuter Rail Scenario
Total Capital Costs Annualized Capital O&M Costs Total Annual Costs

Scenario $ % $ % $ % $ %
1 Base Commuter Rail $0.0 0.0% $0.0 0.0% $0.0 0.0% $0.0 0.0%
2 Enhanced Peak A $21.1 10.2% $1.7 10.2% $1.0 7.9% $2.7 9.2%
3 Enhanced Peak B $31.3 15.2% $2.5 15.2% $1.6 12.2% $4.1 13.9%
4 Enhanced Milw. Peak $20.6 10.0% $1.7 10.0% $0.8 6.1% $2.5 8.3%
5 Minimum Stations Option -$23.6 -11.5% -$1.9 -11.5% $0.0 0.0% -$1.9 -6.4%
6 Run-Through $38.8 18.9% $3.2 18.9% $3.7 28.5% $6.9 23.1%
7 Low Service $0.0 0.0% $0.0 0.0% -$0.6 -4.3% -$0.6 -1.9%
8 High Service $96.0 46.7% $7.8 46.7% $3.0 22.7% $10.8 36.2%

<0% >10%  
 
 
The primary measure of the benefits associated with individual scenarios is ridership, expressed 
as passenger trips.  Ridership forecasts were prepared using a model developed for this project 
that addressed travel markets within Wisconsin, between Wisconsin and Illinois, and within 
Illinois under a single model analysis framework.  Three products used to document the model 
were completed; Market Analysis,18 Model Development,19 and Model Validation.20  These 
reports were shared and discussed with FTA staff, who concurred with the general approach 
and structure of the model.   
 
A key indicator of the ability of the model to predict proposed KRM project ridership is the extent 
to which it replicates current ridership levels on Metra’s UP-North Line.  The version of the 
model used to prepare this report under-predicted UP-North Line ridership for the base year 
(22,351 versus reported boardings of 26,278, or 17% higher).  Since a rail constant to match the 
predicted and observed ridership has not yet been used as an integral element of the model, an 
adjustment factor of 1.17 was applied to the model-generated boardings to match observed 
ridership on the UP-North Line in the base year. 
 
This same factor was used for adjusting upwards the KRM ridership estimates under the 
assumption that the same underestimation of ridership would apply both to UP-North and the 
KRM corridor, and that the patterns of under-representation of rail ridership would be true in the 
future years as well.  Further model refinements and review by FTA could potentially alter this 
adjustment factor in the future. 
 
Table 2-22 presents weekday ridership estimates for the base year 2000 and the forecast year 
2035.  Relative comparisons of each alternative to the Base Commuter Rail scenario are 
shown.  In 2035, the High Service scenario (#8) produces the greatest number of trips.  The 
three scenarios that involve enhancements to peak period service also generate higher levels of 
ridership, ranging from +14% to +33%, compared to the Base.  Weekday estimates for 2035 
were also expressed on an annual basis in Table 2-21. 

 
 

                                                 
18 Market Analysis, KRM Alternatives Analysis, Regional Planning Commission, March 2006. 
19 Model Development, KRM Alternatives Analysis, Regional Planning Commission, June 2006. 
20 Model Validation, KRM Alternatives Analysis, Regional Planning Commission, August 2006. 
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TABLE 2-22
COMMUTER RAIL PARAMETRIC ANALYSIS - RIDERSHIP

Weekday Passenger Trips Diff. from Base Scenario
Scenario 2000 2035 Change % Chng 2000 2035

1 Base Commuter Rail 3,600 4,200 600 17% 0% 0% 1,071,000
2 Enhanced Peak A 4,100 4,800 700 17% 14% 14% 1,224,000
3 Enhanced Peak B 4,600 5,600 1,000 22% 28% 33% 1,428,000
4 Enhanced Milw. Peak 4,200 5,000 800 19% 17% 19% 1,275,000
5 Minimum Stations Option 3,200 3,400 200 6% -11% -19% 867,000
6 Run-Through 3,000 3,600 600 20% -17% -14% 918,000
7 Low Service 3,400 4,000 600 18% -6% -5% 1,020,000
8 High Service 5,300 6,400 1,100 21% 47% 52% 1,632,000

<0% >20%

Annual 2035 
Psngr Trips

 
 
 

The principal issue addressed during the parametric analysis was to compare the cost to the 
benefit, resulting in the single alternative that yields the lowest cost-to-rider ratio.  Table 2-23 
presents ridership and annual cost (Annualized Capital + O & M) results by scenario. 
 

TABLE 2-23
COMMUTER RAIL PARAMETRIC ANALYSIS - RIDERSHIP AND COST

Difference from Scenario 1
Scenario Psngr Trips Annual Cost Value Rank

1 Base Commuter Rail 1.0710 $29.8 -- -- $27.8 5
2 Enhanced Peak A 1.2240 $32.5 14.3% 9.2% $26.6 4
3 Enhanced Peak B 1.4280 $33.9 33.3% 13.9% $23.8 1
4 Enhanced Milw. Peak 1.2750 $32.3 19.0% 8.3% $25.3 3
5 Minimum Stations Option 0.8670 $27.9 -19.0% -6.4% $32.1 7
6 Run-Through 0.9180 $36.7 -14.3% 23.1% $39.9 8
7 Low Service 1.0200 $29.2 -4.8% -1.9% $28.6 6
8 High Service 1.6320 $40.6 52.4% 36.2% $24.9 2

Annual Cost per 
Passenger Trip

2035 
Passenger 

Trips       
(in millions)

Annualized 
Capital + 

O&M Costs  
(in millions)

 
 
 
The following conclusions may be reached based on this parametric analysis: 
 

1. Scenario 1 (Base Commuter Rail), 2 (Enhanced Peak A), 3 (Enhanced Peak B) and 
4 (Enhanced Milwaukee Peak) have similar physical features with differences in peak 
period service levels.  For these scenarios the cost of the increases in service were 
accompanied by increases in ridership that ranged from almost double to triple the 
increase in annual cost.  This is verified by the annual cost per passenger trip which 
drops from $27.8 to $23.8 (Scenario 3), the lowest cost per passenger trip of all the 
scenarios. 
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2. Scenario 5 (Minimum Stations Option) is less expensive to build and operate, but suffers 
a drop in ridership that is three times its decrease in annual cost.  This scenario has the 
second highest cost per passenger trip of all the alternatives. 

 
3. Scenario 6 (Run-Through Alternative) is substantially more expensive than Scenario 1 

(Base Commuter Rail Alternative), yet has substantially fewer riders.  This is evidenced 
by this scenario having the highest cost per passenger trip.  This counter-intuitive result 
(i.e., higher cost, lower ridership) was due largely to the comparatively high cost of 
operating diesel locomotive hauled trains with a complement of cars required to handle 
Illinois passenger load levels (i.e., longer than required by Wisconsin travel demand). 

 
4. Scenario 7 (Low Service Alternative) drops substantially more riders than the savings it 

provides, losing about 6% of the riders for a savings of less than 1%.  Consequently it 
has a mid-range to high cost per passenger trip at $33.60.  

 
5. Scenario 8 (High Service) has the highest annual cost and the highest annual ridership, 

resulting in the second lowest cost per passenger trip.  However, this alternative has the 
highest capital cost and faces the least likelihood of gaining agreement with the Union 
Pacific railroad due to potential adverse impacts to envisioned levels of freight service.   

 
Based on these findings, the optimal Commuter Rail Alternative appears to be Scenario 3.  
Therefore, Scenario 3 is recommended to be carried forward for consideration as the Commuter 
Rail Alternative.  The proposed schedule for this scenario is shown below in Table 2-24. 
 
 

TABLE 2-24 
PROPOSED WEEKDAY COMMUTER RAIL SCHEDULE 

 
KRM Northbound Trains

Kenosha Racine Oak South Cudahy/ MKE Timed meets < 20-min.
Run # Chicago Waukegan Metra Somers Tr. Ctr. Caledonia Creek Milwaukee St. Francis Bay View Amtrak w/ Metra service?

1:05 AM 12:24 AM 0:00 0:04 0:08 0:06 0:08 0:05 0:05 0:06 0:07
001 ----- ----- 5:35 AM 5:39 AM 5:48 AM 5:54 AM 6:03 AM 6:08 AM 6:13 AM 6:20 AM 6:28 AM No
003 5:06 AM 6:11 AM 6:35 AM 6:39 AM 6:48 AM 6:54 AM 7:03 AM 7:08 AM 7:13 AM 7:20 AM 7:28 AM N/A - KRM service from Chicago
005 7:05 AM 7:09 AM 7:18 AM 7:24 AM 7:33 AM 7:38 AM 7:43 AM 7:50 AM 7:58 AM No
007 7:35 AM 7:39 AM 7:48 AM 7:54 AM 8:03 AM 8:08 AM 8:13 AM 8:20 AM 8:28 AM Yes - Meets new Metra NB Train.
009 8:05 AM 8:09 AM 8:18 AM 8:24 AM 8:33 AM 8:38 AM 8:43 AM 8:50 AM 8:58 AM No
011 ----- ----- 8:35 AM 8:39 AM 8:48 AM 8:54 AM 9:03 AM 9:08 AM 9:13 AM 9:20 AM 9:28 AM Yes - 8:20 am NB train at Kenosha
013 10:08 AM 10:32 AM 10:36 AM 10:45 AM 10:51 AM 11:00 AM 11:05 AM 11:10 AM 11:17 AM 11:25 AM Yes - 9:50 am NB train at Waukegan
015 12:56 PM 1:20 PM 1:24 PM 1:33 PM 1:39 PM 1:48 PM 1:53 PM 1:58 PM 2:05 PM 2:13 PM Yes - 12:50 am NB train at Waukegan
017 ----- ----- 2:32 PM 2:36 PM 2:45 PM 2:51 PM 3:00 PM 3:05 PM 3:10 PM 3:17 PM 3:25 PM Yes - 2:15 pm NB train at Kenosha
019 4:40 PM 4:44 PM 4:53 PM 4:59 PM 5:08 PM 5:13 PM 5:18 PM 5:25 PM 5:33 PM No
021 ----- 4:46 PM 5:10 PM 5:14 PM 5:23 PM 5:29 PM 5:38 PM 5:43 PM 5:48 PM 5:55 PM 6:03 PM No - 4:50 pm NB train at Waukegan
023 6:10 PM 6:14 PM 6:23 PM 6:29 PM 6:38 PM 6:43 PM 6:48 PM 6:55 PM 7:03 PM No
025 ----- ----- 6:55 PM 6:59 PM 7:08 PM 7:14 PM 7:23 PM 7:28 PM 7:33 PM 7:40 PM 7:48 PM Yes - 6:32 & 6:40 pm NB train at Kenosha
027 ----- ----- 7:20 PM 7:24 PM 7:33 PM 7:39 PM 7:48 PM 7:53 PM 7:58 PM 8:05 PM 8:13 PM Yes - 7:10 pm NB train at Kenosha

KRM Southbound Trains  
MKE Cudahy/ South Oak Racine Kenosha Timed meets < 20-min.

Run # Amtrak Bay View St. Francis Milwaukee Creek Caledonia Tr.Ctr. Somers Metra Waukegan Chicago w/ Metra service?
0:06 0:06 0:05 0:05 0:08 0:06 0:08 0:06 0:24:00 1:05:00

002 5:45 AM 5:51 AM 5:57 AM 6:03 AM 6:08 AM 6:16 AM 6:22 AM 6:31 AM 6:37 AM ----- ----- Yes - 6:53 am SB train at Kenosha
004 6:15 AM 6:21 AM 6:27 AM 6:33 AM 6:38 AM 6:46 AM 6:52 AM 7:01 AM 7:07 AM Yes - 7:15 am SB train at Kenosha
006 6:45 AM 6:51 AM 6:57 AM 7:03 AM 7:08 AM 7:16 AM 7:22 AM 7:31 AM 7:37 AM ----- ----- Yes - 7:51 am SB train at Kenosha
008 7:45 AM 7:51 AM 7:57 AM 8:03 AM 8:08 AM 8:16 AM 8:22 AM 8:31 AM 8:37 AM (9:30 AM) ----- Yes - 8:49 am SB train at Kenosha
010 8:15 AM 8:21 AM 8:27 AM 8:33 AM 8:38 AM 8:46 AM 8:52 AM 9:01 AM 9:07 AM ----- ----- No
012 10:45 AM 10:51 AM 10:57 AM 11:03 AM 11:08 AM 11:16 AM 11:22 AM 11:31 AM 11:37 AM 12:01 PM ----- Yes - 12:10 pm SB train at Waukegan
014 1:30 PM 1:36 PM 1:42 PM 1:48 PM 1:53 PM 2:01 PM 2:07 PM 2:16 PM 2:22 PM ----- ----- > 20-min.,  2:49 pm SB train at Kenosha
016 2:45 PM 2:51 PM 2:57 PM 3:03 PM 3:08 PM 3:16 PM 3:22 PM 3:31 PM 3:37 PM 4:01 PM ----- Yes - 4:10 pm SB train at Waukegan
018 4:20 PM 4:26 PM 4:32 PM 4:38 PM 4:43 PM 4:51 PM 4:57 PM 5:06 PM 5:12 PM 5:36 PM 6:41 PM N/A - KRM service to Chicago
020 4:50 PM 4:56 PM 5:02 PM 5:08 PM 5:13 PM 5:21 PM 5:27 PM 5:36 PM 5:42 PM No
022 5:20 PM 5:26 PM 5:32 PM 5:38 PM 5:43 PM 5:51 PM 5:57 PM 6:06 PM 6:12 PM Yes - Meets New Metra SB Train.
024 5:50 PM 5:56 PM 6:02 PM 6:08 PM 6:13 PM 6:21 PM 6:27 PM 6:36 PM 6:42 PM ----- ----- No
026 6:20 PM 6:26 PM 6:32 PM 6:38 PM 6:43 PM 6:51 PM 6:57 PM 7:06 PM 7:12 PM ----- ----- No
028 8:15 PM 8:21 PM 8:27 PM 8:33 PM 8:38 PM 8:46 PM 8:52 PM 9:01 PM 9:07 PM No

Note - the 7:45 a.m. SB train would deadhead from Kenosha Metra to Waukegan.  
 Note:  Metra trips highlighted in red are proposed additional train trips.        

 

South Side

South Side 
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Wisconsin Coach Lines 

Existing Wisconsin Coach Lines scheduled service is eliminated under the Commuter Rail 
Alternative.  Current service to the airport would be replaced by the MCTS airport shuttle route. 

Milwaukee County Transit System 

The following changes are proposed to MCTS Service: 
 

• Route 48 – Service is eliminated, replaced with commuter rail service and improved local 
bus service. 

• Route 15 – No changes are proposed to this route’s alignment or service frequencies.  
This route connects to commuter rail service at the proposed Cudahy/St. Francis and 
South Milwaukee stations.  

• Route 55 –   No changes are proposed to this route’s alignment or service frequencies.  
This route connects to commuter rail service at the proposed Cudahy/St. Francis 
commuter rail station.   

• Route 88 – No changes are proposed to this route’s alignment.  Service frequencies, 
however, are improved to 60-minute frequencies (peak and midday) with two-direction 
service on the loop route and with supplemental trips as needed for school service 
(same as in the TSM and BRT alternatives).   

• Route 89 - This route’s alignment is modified to connect to the Cudahy/St. Francis 
commuter rail station.  Service frequencies are improved to 60-minutes (peak and 
midday) with 2-direction service on the loop route and with supplemental trips as needed 
for school service (same as in the TSM and BRT alternatives).  

• Airport Shuttle – This is a proposed new route that operates between the Cudahy/St. 
Francis commuter rail station and Mitchell International Airport. 

• Downtown Circulators – These are two proposed new routes that operate between the 
Milwaukee Amtrak Depot and other locations in downtown Milwaukee.  Proposed routing 
for the East CBD route is north on 4th Street, east on Wisconsin, south on Van Buren 
and west on Michigan, back to 4th Street.  Proposed routing for the West CBD route is 
north on 4th Street, west on Wisconsin, north on 12th Street and east on Wells, back to 
4th Street.  Proposed frequencies are approximately 30-minutes in the peak periods, with 
limited midday trips to meet proposed midday commuter rail trips.   

City of Racine and City of Kenosha Transportation Systems 

No service changes are proposed to Racine “BUS” service or the Kenosha Streetcar service.  
Although not included as a TSM Alternative service improvement, it may be desirable to 
consider expanded weekday service (e.g., 5:30 AM to 8:00 PM) to better accommodate early 
morning and late afternoon Wisconsin Coach Lines service.   

2.6 Detailed Study Alternatives (Level 3) Screening 

The screening of the Detailed Study Alternatives considers the remaining two transit modes, 
TSM and Commuter Rail.  As explained previously, the Detailed Study Alternatives screening 
measures are based on data estimated with more precision than was available in the 
Preliminary Alternatives screening.  In addition, the alternatives have been refined; based on 
comprehensive field reviews, applications of various technical tools, and more fully developed 
service and capital improvement plans.  This final step in the overall Alternatives Analysis 
evaluation process will result in the recommendation of a Locally Preferred Alternative (LPA). 
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2.6.1 Detailed Study Alternatives (Level 3) Screening Summary 

The two final alternatives being evaluated as part of the Detailed Study Alternatives screening 
are TSM and the previously identified recommended Commuter Rail Alternative, Scenario 3, 
Enhanced Peak B.  Table 2-25 provides a list of the 32 measures organized by each of eight 
categories.  Values for the TSM and Commuter Rail Alternatives are included by evaluation 
measure. 
 
Descriptions of measures are provided below.  Derivative data elements used as part of an 
evaluation measure are also described.  Estimated results for measures and alternatives are 
presented along with the evaluation rating assigned to each.  A 5-point scale was used to 
assign evaluation ratings.  Ratings considered the spread of values of measures estimated, and 
were not a simple ranking.  A rating of five represents the highest or best performance, while a 
rating of one represents the lowest or worst performance.   
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TABLE 2-25

Value of Measure
Category Detailed Study Measures Unit TSM CR

Cost Effectiveness 1 Capital Costs (in millions) dollars $23.7 $236.8
2 Annualized Capital & Operating Costs (in millions) dollars $5.80 $33.93
3 Annualized Capital & Operating Cost per Passenger Trip dollars per passenger trip $9.48 $23.76
4 Annualized Capital & Operating Cost per Passenger Mile dollars per passenger mile $1.02 $1.48
5 Revenue to Cost Ratio percent 34% 26%
6 Incremental Cost per Incremental Passenger dollars per linked psngr trip $0.019 $0.059

7 Population Density within 1/2 mile of Boarding Areas population per sq mi, 2000 4,573 3,789
8 Employment Density within 1 mile of Boarding Areas employment per sq mi, 2000 4,307 6,070
9 % Change in Future Boarding Area Population Density %chg population per sq mi 28% 71%

10 % Change in Future Boarding Area Employment Density %chg employment per sq mi 1.8% 3.3%
11 Transit Supportive Plans and Policies rating of 1 to 5 2.4 4.1
12 Recent & Proposed Station Area Development Projects number of projects 46 49
13 Weekday Passenger Trips passenger trips, 2035 2,400 5,600
14 Weekday Passenger Miles passenger miles, 2035 22,300 90,000
15 Low Income Households within 1/2 mi of Boarding Areas low income households, 2000 4,880 2,120
16 Total Households within 3 miles of Boarding Locations with 

Bus/Parking Access, 1/2 mile for Other Locations
households, 2000 201,786 201,798

17 Employment within 3 miles of Boarding Locations with Bus 
Egress, 1/2 mile for Other Locations

employment, 2000 345,135 331,239

18 Number of New Transit Trips transit riders 1,200 2,200
19 Potential to ReIieve I-94 Congestion change in 2035 IH-94 vmt -3683 -13,420

20 2035 Change in Regional Vehicle Miles of Travel (in 000s) vmt per day -10.5 -25.8

21 2035 Change in Pollutant Emissions from No-Build tons of emissions per day -0.10 -0.26

22 Chng in 2035 Regional Energy Consumption (in millions) change in annual BTUs -442.2 -1,087.5

23 Acres of Wetlands Impacted by Improvements acres 0.27 0.37
24 Historic Sites within Area of Potential Effect sites 2 6
25 Home & Business Displacements home & businesses 0 2

Operating Efficiencies 26 Change in System Operating Cost per Passenger Mile dollars -$0.001 -$0.018
27 Minority Households within 3 miles of Boarding Locations 

with Bus/Parking Access, 1/2 mile for Other Locations
minority households per 
average boarding station

59,168 52,032

28 Zero Auto Households within 3 miles of Boarding Locations 
with Bus Access, 1/2 mile for Other Locations

zero auto households per 
average boarding station

35,601 31,660

Economic Benefits 29 Expected Growth in Boarding Area Dwelling Units dwelling units 0 12,828
30 Expected Growth in Boarding Area Jobs jobs 0 19,471
31 Increase in Local Tax Base (in millions) change in tax assessments $0 $7,803

Public Acceptance 32 Favorable Public Comments Received from Scoping rating of 1 to 5 6 129

Best Performing = 5; Worst Performing=1

 DETAILED STUDY ALTERNATIVES SCREENING DATA

Environmental Justice

Transit Supportive 
Land Use and Future 
Patterns

Mobility Improvements

Environmental 
Benefits
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Cost-Effectiveness 

 
Several measures are used in comparing the cost or investment level of alternatives relative to 
the benefit, which is principally quantified as ridership.  The variables used in these 
measurements include the following: 
 

a. Capital Costs are the estimated investments associated with infrastructure and rolling 
stock requirements.  Documentation of costs for alternatives is found in the Capital 
and O & M Costing Estimates Report.21  Cost estimates were made using FTA’s 
Standard Cost Categories (SCC) for Major Capital Projects.22  Capital costs represent 
the total outlay in current year dollars. 

b. Annualized Capital Costs consider the useful life of individual project components.  
Capital costs are annualized so as to express capital costs in common terms with 
Operating & Maintenance (O & M) Costs. 

c. Operating & Maintenance Costs were estimated on a unit-cost basis.   Again, full 
documentation of the methodologies and results are in the Capital and O & M Costing 
Estimates Report.23  Unit costs were representative of local transit operations as well 
as experience elsewhere of operating diesel multiple unit (DMU) vehicles.  O & M 
costs are expressed in current year dollars. 

d. Passenger Trips are the estimated number of riders traveling on an alternative in the 
planning horizon year (2035), a key measure of benefit of an alternative.   

e. Passenger Miles are the estimated cumulative distance traveled by riders using 
alternatives in the planning horizon year (2035). 

f. Passenger Revenues are the revenue earned by a transit service from carrying 
passengers.  They are derived by applying estimated annual trips to an average fare 
that is based on local system experience.  Table 2-26 provides the data used for the 
applicable alternative.  Average commuter rail fares were derived for several different 
trip distances and were based on levels of ticket use experienced on the UP North 
Line.  The modeled average trip distance of 16 miles indicates use of an average fare 
of $2.69. 

 
TABLE 2-26

AVERAGE REVENUE PER PASSENGER TRIP DATA

TSM Average Revenue per Trip* Route 49 $0.99
WCL $2.99
Combined $1.95

Commuter Rail Rail Fares
Monthly Ten-Ride One-way Avg per Trip

% of Passenger Trips** 53% 32% 15% --

Assumed Distance of Trip
10 - 15 miles $82.35 $25.95 $3.05 $2.38
15 - 20 miles $93.15 $29.35 $3.45 $2.69
20 - 25 miles $105.30 $33.15 $3.90 $3.04

*Estimated from 2005 reported data. **Metra reported 2005/06 data for UP North Line  
 
 
                                                 
21 Ibid. 
22 Standard Cost Categories for Major Capital Projects, Federal Transit Administration – Planning & Environment, June 2, 2006.   
23 Ibid. 
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g. Revenue to Cost Ratio measures the proportion of operating costs covered by 
passenger fares for each alternative.   

h. Incremental Cost per Incremental Passenger is the annualized capital investment plus 
annual O & M cost divided by forecast change in annual 2035 linked passenger trips 
in the Wisconsin portion of the corridor.  Linked trips are the number of one-way 
passenger trips without regard for the number of vehicles boarded to make the trip. 

  
Table 2-27 arrays the cost-effectiveness base data for the alternatives.  
 

TABLE 2-27

Cost, Revenue & Ridership TSM CR
a. Capital Costs (millions) $23.7 $236.8
b. Annualized Capital Costs (millions) $2.3 $19.3
c. Operating & Maintenance Costs (millions) 3.5 14.7
d. Annualized Capital + O & M (millions) $5.8 $33.9
e. Annual 2035 Passenger Trips (thousands) 612 1,428
f. Annual 2035 Passenger Miles (thousands) 5,687 22,950

Assumed Average Fare $1.95 $2.69
Passenger Revenue (millions) $1.2 $3.8
Incremental Costs [same as d.] (millions) $5.8 $33.9
Incremental Annual Passenger Trips (thous.) 300 571

g.

h.

COSTS, REVENUES & RIDERSHIP BY ALTERNATIVE

 
 
Table 2-28 presents the evaluation results for the six cost-effectiveness measures.  The overall 
score was derived by computing the simple average for each alternative. 
 

TABLE 2-28 
COST-EFFECTIVENESS MEASURES BY ALTERNATIVE

Evaluation Values Ratings
Cost-Effectiveness Measures TSM CR TSM CR

1 Capital Costs (in millions) $23.7 $236.8 5 1
2 Annualized Capital + O & M Costs $5.8 $33.9 5 1
3 Annualized Capital + O & M Costs per 

Passenger Trip $9.5 $23.8 4 2

4 Annualized Capital + O & M Costs per 
Passenger Mile $1.02 $1.48 4 2

5 Revenue-to-Cost Ratio 34% 26% 3 3
6 Incremental Costs per Incremental 

Linked Passenger Trip $0.019 $0.059 5 2

4.3 1.8

Best Performing=5; Worst Performing=1

Total Cost-Effectiveness

 
 
 
The overall results show the TSM to be more cost-effective than the Commuter Rail Alternative, 
which is mostly the result of the much higher cost associated with rail.  Thus, measures 
considering cost alone (i.e., 1 and 2) rate TSM highest possible (i.e., 5) and CR lowest possible 
(i.e., 1).  Measures that incorporate demand show a smaller difference between ratings (i.e., 
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4-TSM, 2-CR).  The Revenue-to-Cost measure showed equal ratings, due to considering O & M 
costs only and the comparatively higher revenue yield of CR passenger trips.   

 
Transit Supportive Land Use and Future Patterns 

 
FTA’s focus on land use addresses three areas, including: 

 Existing land use, especially levels of current density,  
 Transit supportive plans and policies in the study corridor, and  
 Performance and impacts of land use policies. 

 
Six measures were used to evaluate this category:  
 
Measure 7. Population Density within the ½ mile area surrounding boarding locations is used as 
a measure of the current (i.e., 2000) intensity of land use.  This data was derived using GIS and 
Regional Planning Commission data by traffic analysis zone (TAZ).  As mandated by FTA for 
TAZs falling partially within the ½ mile radius area, the proportion of area in the ½ mile radius 
was used to allocate population to the boarding area.  Data for boarding location areas that 
overlapped were adjusted to avoid double counting.  Density was computed by dividing the 
cumulative population for all boarding areas by the total station areas not including water. 
 
Measure 8. Employment Density was derived in the same manner as population, although using 
a catchment area of one mile.   
 
Measure 9. % Change in Future Population was based on Regional Planning Commission 
adopted socio-economic forecasts for 2035.  The percentage change to 2035 was computed 
from the level in 2000 (i.e., Measure 7).  
 
Measure 10.  % Change in Future Employment was derived in the same manner as for 
population, but using a one mile catchment area for boarding locations.  
 
Population and employment data by boarding area are presented on Tables 2-29 and 2-30 for 
2000 and 2035.  The 5-point ratings indicate that there is not a significant difference in the 
Commuter Rail build alternative relative to the TSM.  However, the rail station areas are 
projected to show greater growth in the future. 
 
The importance of transit supportive development relates to enhancing the demand for transit 
by concentrating development within walking distance of boarding locations.  Development that 
is compatible and complementary to transit requires the formulation of land use plans, which in 
the planning vernacular are called Transit Oriented Development (TOD).  As part of the 
analysis, station area plans were developed for eight of the nine station areas (the ninth is 
currently under review by local leaders).  Since most of the rail station sites are also TSM 
boarding locations, the plans can potentially apply to either mode. 
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TABLE 2-29
POPULATION IN BOARDING AREAS

Value Rating
TSM CR TSM CR

1/2 Mile Area (sq mi) 16.0 6.9

Population - 2000 72,997 26,044

Population - 2035 93,551 44,665

7. Population Density - 2000 4,573 3,789 3 3
Population Density - 2035 5,861 6,498

9. 2000 to 2035 Change 28% 71% 2 4

TABLE 2-30
EMPLOYMENT IN BOARDING AREAS

Value Rating
TSM CR TSM CR

One Mile Area (sq mi) 48.1 25.6

Employment - 2000 207,156 155,469
Employment - 2035 210,825 160,558

8. Employment Density - 2000 4,307 6,070 2 3
Employment Density - 2035 4,383 6,268

10. 2000 to 2035 Change 1.8% 3.3% 2 4  
 
 
Measure 11. is Transit Supportive Plans and Policies to Increase Station Area Development, 
and represents assessments of the station area plans created as part of the KRM project,24 by 
qualitatively judging the probability of TOD being implemented in each station area.  The 
assessment considers the criteria listed in Table 2-31 in assigning scores to each station area 
plan.  Ratings also considered the presence of TSM in the station area, which assumed that rail 
did not develop.  The assignments were made by team staff members engaged in the TOD 
work.  
 

TABLE 2-31
TOD PLAN & POLICY EVALUATION CRITERIA

Scoring Criteria
5 TOD principles and policies part of plan process; development 

implementation underway or proposed for the near-term
4 plans and policies in place to make TOD a reality; strong, focused support 

for TOD
3 community is supportive, TOD program in place
2 acknowledge benefits of TOD, support, but have no mechanisms in place 

to achieve
1 no support, limited chance for implementation  

 

                                                 
24 Supportive Land Use and Future Patterns, KRM Alternatives Analysis, EIS and Project Development, Regional Planning 
Commission, Waukesha, WI, October 2006. 
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Table 2-32 presents an assessment of each KRM station area TOD Plan.  Assessment ratings 
are included with a narrative description of the strengths and weaknesses of each area’s plans 
and policies.  Since the TOD plans were formulated with commuter rail service in mind, the 
potential for the plans to be realized will be stronger if rail is developed.  For this reason, the 
overall rating for Measure 11 is higher for the rail alternative than the TSM Alternative. 
 

TABLE 2-32
ASSESSMENT OF KRM TOD PLANS

TSM Commuter Rail

Station Area score score
Kenosha 3 presence of Metra station, street 

car and transit center should still 
stimulate development

4 much redevelopment already - 
more in the works; but no single 
plan

Somers plan is pending plan is pending

Racine 2 transit center should still 
stimulate future TOD 
development, but less strongly 
than with rail service in place

5 good, solid plans, strong 
support, development tools in 
place

Caledonia 2 lack of presence of rail service 
removes key reason to 
redevelop

4 very supportive; good plan, 
outside planning consultant 
support; developer has 
preliminary plans for SW 
quadrant; no financial incentives 
in place

Oak Creek 3 development plans appear to 
have momentum to move 
forward with or without rail 
service

4 brownfield site ripe for 
redevelopment; Village just hired 
firm to prepare master plan 
(Village Lakeview Plan)

South 
Milwaukee

1 without rail service, no apparent 
reason for TOD 

3 station area plan part of their 
comp plan, but no 
implementation strategy in place

Cudahy/St. 
Francis

3 plans likely to proceed with or 
without rail service

5 all required land parcels 
secured, plans have been 
solidified and policies in place; 
have design guidelines and 
zoning

South Side 
Milwaukee

2 no plans in place, community 
supportive of neighborhood 
planning process, but likely to 
lose TOD orientation without rail 
service

3 no plans in place, community 
supports  focus on station plans 
as part of neighborhood 
planning process

Milwaukee 
Amtrak Depot

3 dense, TOD friendly area; major 
plans in works

5 dense, TOD friendly area; major 
plans in works

Average 2.4 4.1

 
 
 

Another FTA consideration related to land use is documented cases of recent and proposed 
developments which are consistent with transit-oriented design principles.  Table 2-33 presents 
the number of developments in boarding areas by type of land use and phasing (i.e., completed, 
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in-construction, proposed).  Since TSM boarding locations are effectively the same as 
commuter rail for all but the South Side Milwaukee Station location, the counts of projects is 
comparable between the two alternatives. 
 

TABLE 2-33
KRM STATION AREA DEVELOPMENT PROJECTS

In Construction Proposed Total
Land Use TSM CR TSM CR TSM CR TSM CR

Residential 16 19 5 5 8 8 29 32
Mixed Use 0 0 0 0 4 4 4 4
Commercial 5 5 1 1 0 0 6 6
Office/Industrial 2 2 0 0 3 3 5 5
Institutional 1 1 1 1 0 0 2 2
All Uses 24 27 7 7 15 15 46 49

3 3

Completed 
since 2000

Scaled 5-Point Rating  
 
The ratings for the six land use measures are summarized on Table 2-34. 
 

TABLE 2-34
OVERALL LAND USE RATINGS

Ratings
TSM CR

7. Population Density within 1/2 mile of 
Boarding Areas 3 3

8. Employment Density within 1 mile of 
Boarding Areas 2 3

9. % Change in Future Boarding Area 
Population Density 2 4

10. % Change in Future Boarding Area 
Employment Density 2 4

11. Transit Supportive Plans and Policies 2 4
12. Recent & Proposed Station Area 

Development Projects 3 3

Total Transit Supportive 2.3 3.5  
 
 

Mobility Improvement 
 
Measures associated with the extent to which alternatives improve the mobility of corridor 
travelers are an important way of illustrating benefit.  Seven measures are used in the category. 
 
Data for Measures 13-14 and 18 are provided on Table 2-35.  As can be seen, the Commuter 
Rail Alternative is expected to attract more than twice the number of passenger trips and four 
time the number of passenger miles as TSM.  The number of new corridor transit trips in 
Wisconsin with CR is nearly double the TSM.  Forecasted CR trips in 2035 average nearly 
seven miles longer than TSM.   
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TABLE 2-35
KRM PASSENGER STATISTICS

TSM Commuter Rail
2000 2035 %Chng 2000 2035 %Chng

13. Weekday Passenger Trips 1,600 2,400 50% 4,600 5,600 22%

Rating of 2035 Trips 2 4
14. Weekday Passenger Miles 17,000 22,300 31% 78,400 90,000 15%

Rating of 2035 Miles 1 5
18. Weekday New Transit Trips 800 1,200 50% 1,900 2,200 16%

Rating of 2035 New Trips 2 4
Avg. Psngr. Trip Length (miles) 10.6 9.3 -13% 17.0 16.1 -6%  

 
Information on the volume of users potentially served by alternatives is another important 
indicator.  Table 2-36 presents reported data and ratings for three socio-economic measures.   
 

TABLE 2-36
SOCIO ECONOMIC MEASURES

Value Rating
TSM CR TSM CR

15. Low Income Households in 2000 within 1/2 mile of 
Boarding Areas 4,880 2,120 4 2

16. Households in 2000 within 3 miles of Boarding Areas with 
Bus/Parking Access, 1/2 mile for Other Areas 201,786 201,798 3 3

17. Employment in 2000 within 3 miles of Boarding Areas 
with Bus Egress, 1/2 mile for Other Areas 345,135 331,239 3 3

 
 

Measure 15. Low Income Households were derived by using the Census Bureau’s definition of 
poverty.  Households were accumulated by alternative for the areas within ½ mile of boarding 
locations.  Table 2-37 shows that TSM has more than twice the number of low income 
households than the Commuter Rail Alternative.  This is largely due to the higher number of 
stops on TSM at 23 versus 9.  The TSM Alternative was modified from the current flag-stop 
policy for boarding to policy that restricts access to a limited number of locations.   
 
Measure 16. Households in 2000 that were within a 3 miles of boarding locations served by 
parking or bus access and ½ mile for boarding locations where access/egress is limited to 
walking.  Results are virtually identical between the two alternatives. 
 
Measure 17. Persons Employed (i.e., Jobs) in 2000 within three miles of boarding locations 
served by bus and ½ mile for boarding locations where access/egress is limited to walking.  
Results are similar between the two alternatives. 
 
Measure. 19 Potential to Relieve Interstate Highway (IH-94) Congestion addresses the degree 
alternatives could mitigate congestion during the reconstruction of the facility.  Construction of 
IH-94 is anticipated to span the years 2009 and 2016.  Table 2-37 presents average traffic 
volumes on I-94 for the Kenosha, Racine and Milwaukee County sections of the highway.  VMT 
is calculated as the length of the highway segment multiplied by the volume on that section.  
Volumes and VMT are estimated for 1) the base (i.e., No-Build) 2035 network, 2) the base 
network plus TSM and 3) the base network plus Commuter Rail.  Both alternatives show a 
beneficial impact on reducing travel on IH-94, although CR’s impact is 3½ times greater.  
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TABLE 2-37
CHANGE IN 2035 IH-94 TRAFFIC VOLUME & VMT

No-Build + Ratings
Daily 2035 Regional Measures No-Build TSM CR TSM CR
Average IH-94 Traffic Volume 116,681 116,358 115,608
Vehicle Miles Traveled 1,330,627 1,326,944 1,317,207

19. VMT Difference from No-Build -- -3,683 -13,420 1 5
% Difference from No-Build -- -0.28% -1.01%  

 
The ratings for the seven mobility improvement measures are summarized on Table 2-38. 
 

TABLE 2-38
OVERALL MOBILITY IMPROVEMENT RATINGS

Ratings
TSM CR

13. 2035 Weekday Passenger Trips 2 4
14. 2035 Weekday Passenger Miles 1 5
15. Low Income Households within 1/2 mi of Boarding Areas 4 2
16. Total Households within 3 miles of Boarding Areas with 

Bus/Parking Access, 1/2 mile for Other Areas 3 3

17. Employment within 3 miles of Boarding Area with Bus Egress, 
1/2 mile for Other Areas 3 3

18. Number of 2035 New Transit Trips 2 4
19. Potential to Relieve I-94 Congestion 1 5

Total Mobility Improvement 2.3 3.7  
 
 

Environmental Benefit 
 
The six evaluation measures addressing environmental benefit focus on two general areas: 1) 
regional impacts that alternatives have on air quality and energy and 2) local impacts that 
alternatives have on the natural and human environment. 
 
Regional impacts on air quality and energy are estimated based on average vehicle speeds and 
the change in Vehicle Miles Traveled (Measure 20), which is an estimate of the total miles 
traveled in 2035 in the Wisconsin portion of the corridor.  Table 2-39 presents 2035 daily data 
on vehicle miles traveled, emissions, and energy for the Wisconsin portion of the corridor. 
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TABLE 2-39
IMPACT ON REGIONAL AIR QUALITY & ENERGY

Ratings
Daily 2035 Regional Measures No-Build TSM CR TSM CR
Vehicle Miles of Travel (000s) 37,102.0 37,091.5 37,076.2

20 Difference from No-Build (000s) -10.5 -25.8 2 4
% Difference from No-Build -0.03% -0.07%
Pollutant Emissions (tons per day)

Carbon Monoxide CO 358.01 357.93 357.79
Hydro Carbons HC 23.95 23.95 23.94

Nitrogen Dioxide NOx 40.61 40.59 40.58
Particulate Matter (PM10) 1.68 1.68 1.68

Total All Forms of Emissions 424.25 424.15 423.99
21 Change from No-Build -0.10 -0.26 2 4

% Change from No-Build -0.02% -0.06%
Energy Consumption (mils. of BTUs) 1,565,703 1,565,261 1,564,615

22 Change from No-Build -442.2 -1,087.5 2 4
% Change from No-Build -0.028% -0.069%  

 
 
Measure 20.  Change in Vehicle Miles Traveled (vmt) calculates the difference in 2035 of miles 
for the No-Build and each of the two alternatives.  A decline in vmt infers that fewer miles are 
traveled in private automobiles, which results in positive impacts on air quality and energy use.  
Table 2-39 shows that both alternatives will result in small declines in vmt, with CR producing 
more than twice that of TSM. 
 
Measure 21. Change in Regional Pollutant Emissions is based on daily tonnage of four pollutant 
and precursor emissions in 2035.  Estimated emissions for each alternative are compared to 
emissions for the No-Build.  Table 2-39 indicates that both alternatives result in improvements in 
air quality, although CR’s impact translates to 0.16 tons less than TSM. 
 
Measure 22.  Change in Energy Consumption is based on estimates of annual British Thermal 
Units (btu) in 2035.  Comparing the energy consumption of the system including the TSM, 
results in a drop of 442 million.  With Commuter Rail, consumption of energy would decline by 
an estimated 1,082 million btus.  
 
Table 2-40 provides data and ratings for the three localized impact areas of measurement 
considered.  This information was gathered during the detailed study phase and is further 
described in Section 4. 
 

TABLE 2-40

Values Ratings
Localized Impact Measures TSM CR TSM CR

23 Acres of Wetlands Impacted by 
Improvements

0.27 0.37 4 3

24 Historic Sites within Area of 
Potential Effect

2 6 4 2

25 Home & Business Displacements 0 2 5 4

 SELECTED LOCAL IMPACTS
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Measure 23. The determination of acres of Wetlands Impacted was based on a review of 
wetland mapping, Natural Resources Conservation Service soil conservation maps and field 
reconnaissance.  Proposed improvements would potentially impact wetlands at two boarding 
location sites, Oak Creek (TSM and commuter rail) and Caledonia (commuter rail).  TSM would 
affect a smaller area of wetland, although the area for both alternatives is extremely small.  For 
this reason, the ratings are assigned a 4 for TSM and a 3 for commuter rail. 
 
Measure 24. The investigation of Historic Sites identified six sites that were listed, or potentially 
eligible for listing, on the National Register of Historic Sites.  Two of the structures are railroad 
bridges and three are proximate to boarding locations.  Two of the three boarding locations are 
served by TSM.  
 
Measure 25. The identification of Home and Business Displacements found two businesses 
near rail stations sites (Caledonia and South Milwaukee) that need to be relocated.  TSM would 
not require relocations. 
 
Table 2-41 presents the cumulative ratings for the Environmental Benefit category.  
 

TABLE 2-41
OVERALL ENVIRONMENTAL BENEFIT RATINGS

TSM CR
20 Regional Vehicle Miles of Travel 2 4
21 Change in Regional Pollutant Emissions 2 4
22 Change in Regional Energy Consumption 2 4
23 Acres of Wetlands Impacted by Improvements 4 3
24 Historic Sites within Area of Potential Effect 4 2
25 Home & Business Displacements 5 4

3.2 3.5Total Environmental Benefit  
 
 

Operating Efficiency 
 
Measure 26 is used to evaluate the impact alternatives have on the Operating Efficiency of 
transit systems in study corridor.  The existing transit systems include the Milwaukee County 
Transit System, The Racine Belle Urban System, Kenosha Area Transit, and the Wisconsin 
Coach Line commuter service between Kenosha and Milwaukee.  Table 2-42 presents 2005 
baseline line data25 for the four existing systems.  Change in operating cost was computed by 
adding the O & M costs associated with each alternative to the existing system operating cost 
figure.  Passenger miles data represented 2035 modeled results for 1) the existing system 
without TSM or Commuter Rail, 2) existing system with TSM and 3) existing system with 
Commuter Rail.  The change in cost per passenger mile shows a larger improvement (i.e., 
reduction) with commuter rail than with TSM, despite costs rising by a higher amount.  This is 
partly a result of the comparatively longer trips that are attracted to rail. 
 

                                                 
25 Sources include FTA 2005 MCTS submittal to National Transit Database and Regional Planning Commission internal data. 
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TABLE 2-42

Existing Plus Alternative
TSM CR

Operating Cost (000s) $155,990 $159,475 $170,662
% Change from Existing -- 2.2% 9.4%

2035 Passenger Miles (000s) 194,473 199,031 217,548
% Change from Existing -- 2.3% 11.9%

Cost per Passenger Mile $0.802 $0.801 $0.784
26. Change from Existing -- -$0.001 -$0.018

% Change from Existing -- -0.1% -2.2%

1.0 5.0

Existing 
Systems

Total Operating Efficiency Rating

EXISTING SYSTEM O&M COST AND PASSENGER MILES

 
 
 

Environmental Justice and Equity Issues  
 
An important consideration in evaluating different transportation investments is the degree to 
which projects improve transportation to certain disadvantaged groups.  Section 1 describes the 
purpose and need of the project and specifically identified areas in the corridor lacking regional 
transit access to job centers.  Two measures are used in this category, the number of Minority 
Households and Zero-Auto Households in 2000.  The catchment areas varied in size depending 
on the available means of access to boarding locations.  Although the results presented in 
Table 2-43 indicate that the TSM has slightly more household representation of both groups, the 
difference was not significant.   
 

TABLE 2-43

TSM CR
27 Minority Households within 3 miles of Boarding Areas 

with Bus/Parking Access, 1/2 mile for Other Areas 59,168 52,032

Non-Minority Households within 3 miles of Boarding 
Areas with Bus/Parking Access, 1/2 mile for Other Areas 116,009 121,464

% Minority Households 34% 30%
Level 3 Rating 3 3

28 Zero Auto Households within 3 miles of Boarding Areas 
with Bus Access, 1/2 mile for Other Areas 35,601 31,660

Non-Zero Auto Households within 3 miles of Boarding 
Areas with Bus Access, 1/2 mile for Other Areas 132,625 122,106

% Zero Auto Households 21% 21%
Level 3 Rating 3 3

Total Environmental Justice Rating 3.0 3.0

MINORITY & ZERO-AUTO HOUSEHOLDS

 
 
 

Economic Benefit   
 
One reason agencies invest in transportation improvements is to encourage economic 
development.  The implementation of commuter rail service has proven elsewhere to be a 
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catalyst for development, especially in the immediate area surrounding stations.  The principal 
measurement of this evaluation category is from Transit Oriented Design plans prepared for 
KRM station areas.  The three measures included: 

• Measure 29, Growth in Dwelling Units, was based on estimated acreages of single 
family and multi family residential development that would exist at build-out of the plan.  
The resultant estimate of units was then compared to the number of households in the 
adopted Regional Planning Commission forecasts.  The difference represents growth 
that would be attributed to the investment in commuter rail. 

• Measure 30, Growth in Jobs, was based on planned quantities of retail, commercial, 
office and industrial development.  The number of jobs was determined by applying 
assumed employment density rates.  This result was then compared to employment 
forecasts of Regional Planning Commission.   

• Measure 31, Increase in Tax Base, was based on a projection of station area 
assessed valuation of each station area’s proposed future real estate development (in 
today’s dollars).26   

 
Table 2-44 shows that significant growth is planned in the station areas.  It is important to note 
that the plans were developed through a series of individual meetings in each area, involving 
local leaders and the public.  Moreover, every community has pledged to formally adopt 
resolutions that support the plan.  For these reasons, it is believed that the plans have a high 
probability of implementation.  While it is difficult to determine if these plans could be realized 
with the TSM Alternative, since there was common understanding among TOD plan participants 
that the KRM project contemplates commuter rail service, it was assumed that none of the 
growth will occur if rail is not developed.  As such, the Commuter Rail Alternative was assigned 
5 for each of the three measures, while TSM was assigned 1.  Table 2-44 also includes 
statistics on estimated increase in retail sales.  
 

TABLE 2-44

in millions
Households Employment

Station Areas
2035 

Forecast
Added at 
Build-out

2035 
Forecast

Added at 
Build-out

1 Kenosha 130 3,399 1,640 4,385 2,913 $958.7 $83.4
2 Somers ** 1,159 ** 240 ** ** **
3 Racine 76 1,947 944 1,472 2,044 495.4 46.5
4 Caledonia 202 1,249 1,263 1,080 1,904 668.9 31.0
5 Oak Creek 268 1,005 1,679 249 2,427 812.4 71.8
6 South Milwaukee 132 2,566 629 2,963 1,326 724.3 57.5
7 Cudahy/St. Francis 174 1,973 849 2,228 1,368 645.0 100.0
8 South Side Milwaukee 87 1,990 1,007 2,823 1,416 568.3 142.0
9 Milwaukee 173 3,524 4,816 34,242 3,736 2,930.0 218.8

All Stations 1,242 18,812 12,828 49,681 17,132 $7,803.0 $751.0

**Planning for the Somers Station area is in progress.

Acres 
Subject to 
Change

Increase in 
Assessed 
Valuation

Increase in 
Annual Retail 

Sales

STATION AREA TOD PLAN BUILD-OUT

 
 
 

 

                                                 
26 Real Estate Development Economic Effects: Change in Assessed Values, Internal Report, HNTB, October 18, 2006. 
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Public Acceptance 
 
The final measure addressed the issue of public preference.  The primary data source was the 
KRM Project scoping process of early 2006.  This public involvement effort sought to solicit 
comment on the study process.  A public awareness campaign promoted three public meetings, 
as well as other communication vehicles that could be used to provide comments.  Although the 
campaign was not intended to determine public preferences on mode or project characteristics, 
the majority of respondents expressed a positive interest in commuter rail.  
 
A total of 157 responses were received of which 135 expressed a specific comment on the type 
of transportation they would prefer.  As indicated in Table 2-45, the choice for the vast majority 
of respondents was commuter rail.  The six responses not favoring rail were generally 
questioning the wisdom of investing public resources in a commuter rail project.  Although not 
explicating indicating a preference for TSM, it was inferred that they would prefer the least costly 
option available. 
 

TABLE 2-45
PUBLIC ACCEPTANCE

TSM CR
32. Favorable Public Comments 

Received from Scoping 6 129

Level 3 Rating 1 5  
 

2.6.2 Detailed Study Alternatives (Level 3) Screening Results 

Table 2-46 presents the 5-point rating for each of the 32 measures.  These ratings are 
summarized into the eight categories of evaluation on Table 2-47.  Commuter Rail ratings were 
higher on 6 of the 8 categories, TSM was higher on one, and the ratings of TSM and Commuter 
Rail were equal for the remaining category.  Overall, Commuter Rail averaged 1.5 rating points 
higher than TSM.  This advantage drops to 1.1 when weights are applied to Categories A, B and 
C, which are area of emphasis in the FTA New Starts process.  
 
The Commuter Rail Alternative is equal or superior to TSM in all but Cost Effectiveness, due to 
the higher investment and ongoing costs of rail operations.  However, Commuter Rail’s benefits 
associated with mobility, land use, and economic development are significant.  In addition, the 
concept for implementing rail appears to be the strong preference among corridor leaders, 
employers and residents.  For these reasons, it is recommended that the Commuter Rail 
Alternative be selected as the Locally Preferred Alternative. 
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TABLE 2-46

5-Point Ratings
Category TSM CR

A. Cost Effectiveness 6 2 4.3 1.8
B. Transit Supportive Land Use 6 2 2.3 3.5
C. Mobility Improvement 7 2 2.3 3.7
D. Environmental Benefit 6 1 3.2 3.5
E. Operating Efficiency 1 1 1.0 5.0
F. Environmental Justice 2 1 3.0 3.0
G. Economic Benefit 3 1 1.0 5.0
H. Public Acceptance 1 1 1.0 5.0

Total 18.1 30.5
Average Rating 2.3 3.8

Weighted Average Rating 2.5 3.6

Best Performing = 5; Worst Performing=1 tie highest

Measures Weight

KRM LEVEL 3 EVALUATION - SUMMARY
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TABLE 2-47
KRM LEVEL 3 EVALUATION RATINGS

5-Point Rating
Category Level 3 Measures Unit TSM CR

Cost Effectiveness 1 Capital Costs (in millions) dollars 5 1
2 Annualized Capital & Operating Costs (in millions) dollars 5 1
3 Annualized Capital & Operating Cost per Passenger Trip dollars per passenger mile 4 2
4 Annualized Capital & Operating Cost per Passenger Mile dollars per passenger trip 4 2
5 Revenue to Cost Ratio percent 3 3
6 Incremental Cost per Incremental Passenger dollars per linked psngr trip 5 2
7 Population Density within 1/2 mile of Boarding Areas population per sq mi, 2000 3 3
8 Employment Density within 1 mile of Boarding Areas employment per sq mi, 2000 2 3
9 % Change in Future Boarding Area Population Density %chg population per sq mi 2 4

10 % Change in Future Boarding Area Employment Density %chg employment per sq mi 2 4
11 Transit Supportive Plans and Policies rating of 1 to 5 2 4
12 Recent & Proposed Station Area Development Projects number of projects 3 3
13 Weekday Passenger Trips passenger trips, 2035 2 4
14 Weekday Passenger Miles passenger miles, 2035 1 5
15 Low Income Households within 1/2 mi of Boarding Areas low income households, 2000 4 2
16 Total Households within 3 miles of Boarding Locations with 

Bus/Parking Access, 1/2 mile for Other Locations
households, 2000 3 3

17 Employment within 3 miles of Boarding Locations with Bus 
Egress, 1/2 mile for Other Locations

employment, 2000 3 3

18 Number of New Transit Trips transit riders 2 4
19 Potential to ReIieve I-94 Congestion change in 2035 IH-94 vmt 1 5
20 2035 Change in Regional Vehicle Miles of Travel (in 000s) vmt per day 2 4
21 2035 Change in Pollutant Emissions from No-Build tons of emissions per day 2 4
22 Change in Regional Energy Consumption change in BTUs 2 4
23 Acres of Wetlands Impacted by Improvements acres 4 3
24 Historic Sites within Area of Potential Effect sites 4 2
25 Home & Business Displacements home & businesses 5 4

Operating Efficiencies 26 Change in System Operating Cost per Passenger Mile dollars 1 5
27 Minority Households within 3 miles of Boarding Locations 

with Bus/Parking Access, 1/2 mile for Other Locations
minority households per 
average boarding station

3 3

28 Zero Auto Households within 3 miles of Boarding Locations 
with Bus Access, 1/2 mile for Other Locations

zero auto households per 
average boarding station

3 3

Economic Benefits 29 Expected Growth in Boarding Area Dwelling Units dwelling units 1 5
30 Expected Growth in Boarding Area Jobs jobs 1 5
31 Increase in Local Tax Base (in millions) change in tax assessments 1 5

Public Acceptance 32 Favorable Public Comments Received from Scoping rating of 1 to 5 1 5
Best Performing = 5; Worst Performing=1

Environmental Justice

Transit Supportive 
Land Use and Future 
Patterns

Mobility Improvements

Environmental 
Benefits
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2.7 Locally Preferred Alternative  

On November 15, 2006, results of the parametric analysis and the Detailed Study Alternative 
screening were presented to the KRM Steering Committee.  The Committee unanimously voted 
to recommend the Commuter Rail Alternative as the Locally Preferred Alternative.  Details of 
this alternative are described below and on Exhibit 5.   
 
The proposed commuter rail service would operate on existing tracks between the Kenosha 
Metra station and the Milwaukee Amtrak station.  Nine stations are proposed at the following 
locations: 

• Kenosha Metra Station 
• Somers 
• Racine Transit Center 
• Caledonia 
• Oak Creek 
• South Milwaukee 
• Cudahy/St. Francis 
• South Side Milwaukee 
• Milwaukee Amtrak Station 

 
Service is to be provided with Diesel Multiple Units (DMUs).  The estimated full route travel time 
between Kenosha and Milwaukee is approximately 53 minutes.  This includes one-minute 
dwells at each station.  Approximate station-to-station travel times from south to north are 
shown in Table 2-48. 
 

TABLE 2-48 
COMMUTER RAIL TRAVEL TIME ESTIMATES 

 
Station-to-Station Pair (mins) 

Kenosha Metra to Somers 5 
Somers to Racine Transit Center 9 

Racine Transit Center to Caledonia 6 
Caledonia to Oak Creek 8 

Oak Creek to South Milwaukee 5 
South Milwaukee to Cudahy/St. Francis 5 

Cudahy/St. Francis to South Side Milwaukee 7 
South Side Milwaukee to Milwaukee Amtrak 8 

Total Travel Time Estimate 53 
 
 
The proposed commuter rail operating plan consists of 28 one-way trips (14 in each direction) to 
reflect the “Enhanced Peak B” option described in the previous sections.  The proposed train 
schedule shown in Table 2-49 below provides approximately ½ hour frequencies in the peak 
periods.  Most trips would begin or end service at Kenosha.  Several of these trips are 
scheduled to provide a timed meet with existing Metra service for cross platform transfers. 
 
The proposed KRM schedule requires 5 DMU trainsets to operate the above schedule.  Two-car 
double-deck DMU trainsets have been assumed.  Thus, 10 DMU’s are required for daily KRM 
service.  An additional 2 DMU’s are proposed for spares, resulting in a fleet requirement of 
12 DMU’s. 
 
The preliminary site selection for vehicle storage & maintenance was selected to be at 
De Koven Avenue in Racine.  This site was chosen for a variety of reasons.  A site south of 
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Kenosha would add dead-head movements in Metra’s existing UP-North service, thereby 
introducing unnecessary operational complications and the potential for delays to KRM service 
that would be outside the control of KRM.  Therefore, the KRM end of line maintenance site 
needed to be at or north of Kenosha.  Land in the Kenosha area is expensive and can be 
difficult to assemble in large packages.   
 
The available site that was recommended by the UPR is the old De Koven yard in Racine that is 
no longer significantly active.  It is contiguous with the railroad mainline and at the same grade 
as the mainline.  It is also south of the Racine station, so it is between the two KRM stations 
furthest from Milwaukee and will therefore minimize the length of dead-head movements of 
trains to/from the yard and the first/last revenue station stop of the run.   
 
At the time of the publication of this DEIS, sufficient details of the operational conditions and 
required construction of the De Koven yard was not available to determine its level of 
environmental impact.  Detailed operational and construction data is required to accurately and 
reliably predict the impacts that a maintenance facility may present.   
 
During the Final EIS phase of the project, when preliminary engineering and operational details 
are available, it will be determined what field investigations and environmental study of this site 
will be necessary.  The Final EIS will document the environmental impacts and operations at the 
De Koven maintenance yard.  Some of the more significant impact investigations that will need 
to be in the Final EIS for the De Koven yard may include: 
 

• Noise 
• Air Quality 
• Visual/Aesthetic 
• Water Resources (wetlands, uplands, critical habitat, etc) 
• Hazardous Materials 
• Archaeological and Historical properties 
• Construction 

 
Refer to Exhibit 5 for the Locally Preferred Alternative maps that show where the De Koven yard 
is located. 
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TABLE 2-49 
PROPOSED WEEKDAY COMMUTER RAIL SCHEDULE 

 
KRM Northbound Trains

Kenosha Racine Oak South Cudahy/ MKE Timed meets < 20-min.
Run # Chicago Waukegan Metra Somers Tr. Ctr. Caledonia Creek Milwaukee St. Francis Bay View Amtrak w/ Metra service?

1:05 AM 12:24 AM 0:00 0:04 0:08 0:06 0:08 0:05 0:05 0:06 0:07
001 ----- ----- 5:35 AM 5:39 AM 5:48 AM 5:54 AM 6:03 AM 6:08 AM 6:13 AM 6:20 AM 6:28 AM No
003 5:06 AM 6:11 AM 6:35 AM 6:39 AM 6:48 AM 6:54 AM 7:03 AM 7:08 AM 7:13 AM 7:20 AM 7:28 AM N/A - KRM service from Chicago
005 7:05 AM 7:09 AM 7:18 AM 7:24 AM 7:33 AM 7:38 AM 7:43 AM 7:50 AM 7:58 AM No
007 7:35 AM 7:39 AM 7:48 AM 7:54 AM 8:03 AM 8:08 AM 8:13 AM 8:20 AM 8:28 AM Yes - Meets new Metra NB Train.
009 8:05 AM 8:09 AM 8:18 AM 8:24 AM 8:33 AM 8:38 AM 8:43 AM 8:50 AM 8:58 AM No
011 ----- ----- 8:35 AM 8:39 AM 8:48 AM 8:54 AM 9:03 AM 9:08 AM 9:13 AM 9:20 AM 9:28 AM Yes - 8:20 am NB train at Kenosha
013 10:08 AM 10:32 AM 10:36 AM 10:45 AM 10:51 AM 11:00 AM 11:05 AM 11:10 AM 11:17 AM 11:25 AM Yes - 9:50 am NB train at Waukegan
015 12:56 PM 1:20 PM 1:24 PM 1:33 PM 1:39 PM 1:48 PM 1:53 PM 1:58 PM 2:05 PM 2:13 PM Yes - 12:50 am NB train at Waukegan
017 ----- ----- 2:32 PM 2:36 PM 2:45 PM 2:51 PM 3:00 PM 3:05 PM 3:10 PM 3:17 PM 3:25 PM Yes - 2:15 pm NB train at Kenosha
019 4:40 PM 4:44 PM 4:53 PM 4:59 PM 5:08 PM 5:13 PM 5:18 PM 5:25 PM 5:33 PM No
021 ----- 4:46 PM 5:10 PM 5:14 PM 5:23 PM 5:29 PM 5:38 PM 5:43 PM 5:48 PM 5:55 PM 6:03 PM No - 4:50 pm NB train at Waukegan
023 6:10 PM 6:14 PM 6:23 PM 6:29 PM 6:38 PM 6:43 PM 6:48 PM 6:55 PM 7:03 PM No
025 ----- ----- 6:55 PM 6:59 PM 7:08 PM 7:14 PM 7:23 PM 7:28 PM 7:33 PM 7:40 PM 7:48 PM Yes - 6:32 & 6:40 pm NB train at Kenosha
027 ----- ----- 7:20 PM 7:24 PM 7:33 PM 7:39 PM 7:48 PM 7:53 PM 7:58 PM 8:05 PM 8:13 PM Yes - 7:10 pm NB train at Kenosha

KRM Southbound Trains  
MKE Cudahy/ South Oak Racine Kenosha Timed meets < 20-min.

Run # Amtrak Bay View St. Francis Milwaukee Creek Caledonia Tr.Ctr. Somers Metra Waukegan Chicago w/ Metra service?
0:06 0:06 0:05 0:05 0:08 0:06 0:08 0:06 0:24:00 1:05:00

002 5:45 AM 5:51 AM 5:57 AM 6:03 AM 6:08 AM 6:16 AM 6:22 AM 6:31 AM 6:37 AM ----- ----- Yes - 6:53 am SB train at Kenosha
004 6:15 AM 6:21 AM 6:27 AM 6:33 AM 6:38 AM 6:46 AM 6:52 AM 7:01 AM 7:07 AM Yes - 7:15 am SB train at Kenosha
006 6:45 AM 6:51 AM 6:57 AM 7:03 AM 7:08 AM 7:16 AM 7:22 AM 7:31 AM 7:37 AM ----- ----- Yes - 7:51 am SB train at Kenosha
008 7:45 AM 7:51 AM 7:57 AM 8:03 AM 8:08 AM 8:16 AM 8:22 AM 8:31 AM 8:37 AM (9:30 AM) ----- Yes - 8:49 am SB train at Kenosha
010 8:15 AM 8:21 AM 8:27 AM 8:33 AM 8:38 AM 8:46 AM 8:52 AM 9:01 AM 9:07 AM ----- ----- No
012 10:45 AM 10:51 AM 10:57 AM 11:03 AM 11:08 AM 11:16 AM 11:22 AM 11:31 AM 11:37 AM 12:01 PM ----- Yes - 12:10 pm SB train at Waukegan
014 1:30 PM 1:36 PM 1:42 PM 1:48 PM 1:53 PM 2:01 PM 2:07 PM 2:16 PM 2:22 PM ----- ----- > 20-min.,  2:49 pm SB train at Kenosha
016 2:45 PM 2:51 PM 2:57 PM 3:03 PM 3:08 PM 3:16 PM 3:22 PM 3:31 PM 3:37 PM 4:01 PM ----- Yes - 4:10 pm SB train at Waukegan
018 4:20 PM 4:26 PM 4:32 PM 4:38 PM 4:43 PM 4:51 PM 4:57 PM 5:06 PM 5:12 PM 5:36 PM 6:41 PM N/A - KRM service to Chicago
020 4:50 PM 4:56 PM 5:02 PM 5:08 PM 5:13 PM 5:21 PM 5:27 PM 5:36 PM 5:42 PM No
022 5:20 PM 5:26 PM 5:32 PM 5:38 PM 5:43 PM 5:51 PM 5:57 PM 6:06 PM 6:12 PM Yes - Meets New Metra SB Train.
024 5:50 PM 5:56 PM 6:02 PM 6:08 PM 6:13 PM 6:21 PM 6:27 PM 6:36 PM 6:42 PM ----- ----- No
026 6:20 PM 6:26 PM 6:32 PM 6:38 PM 6:43 PM 6:51 PM 6:57 PM 7:06 PM 7:12 PM ----- ----- No
028 8:15 PM 8:21 PM 8:27 PM 8:33 PM 8:38 PM 8:46 PM 8:52 PM 9:01 PM 9:07 PM No

Note - the 7:45 a.m. SB train would deadhead from Kenosha Metra to Waukegan.  
      Note:  Metra trips highlighted in red are proposed additional train trips.        

 
Wisconsin Coach Lines 

 
Existing WCL service is retained with new commuter rail service.  The decision to retain this 
service was the product of a detailed sensitivity testing exercise.  Two conclusions were 
reached:  1) some of the markets served by the WCL are distinct from markets that the build 
alternative would serve, and 2) for the portion of the route between Kenosha and Oak Creek, 
WCL would serve a complementary feeder function to the rail service. 
 

Milwaukee County Transit System 
 
The following changes are proposed to MCTS service: 

• Route 48 – Service is retained for reasons similar to those explained for WCL 
• Route 15 – No changes are proposed to this route’s alignment or service frequencies.  

This route connects to commuter rail service at the proposed Cudahy/St. Francis and 
South Milwaukee stations.  

• Route 55 –   No changes are proposed to this route’s alignment or service frequencies.  
This route connects to commuter rail service at the proposed Cudahy/St. Francis 
commuter rail station.   

• Airport Shuttle – This is a proposed new route that operates between the Cudahy/St. 
Francis commuter rail station and Mitchell International Airport via Layton Avenue and 
Howell Avenue to the airport spur road.  Proposed arrivals and departures are scheduled 
to meet the KRM rail service.  One bus is proposed for this service, providing capacity to 
take about 30-35 passenger trips to the airport from each train trip.   

• Downtown Circulators – These are two proposed new routes that operate between the 
Milwaukee Amtrak station and other locations in downtown Milwaukee.  Proposed 
routing for the East CBD route is north on 4th Street, east on Wisconsin, south on Van 
Buren and west on Michigan, back to 4th Street.  Proposed routing for the West CBD 

South Side

South Side 
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route is north on 4th Street, west on Wisconsin, north on 12th Street and east on Wells, 
back to 4th Street.  Proposed frequencies are approximately 30-minutes in the peak 
periods, with limited midday trips to meet proposed midday commuter rail trips.  Two 
buses will be required to operate both circulators.  This will provide capacity to take 
about 80-90 passenger trips to various locations downtown from the Milwaukee Amtrak 
station. 

• Routes 88 and 89 in Cudahy and St. Francis were considered for expansion, but due to 
the estimated level of passenger use, the proposal was dropped. 

City of Racine and City of Kenosha Transportation Systems 

No service changes are proposed to Racine’s “BUS” service or the Kenosha Streetcar service.  
Although not included as a TSM Alternative service improvement, it may be desirable to 
consider expanded weekday service (e.g., 5:30 AM to 8:00 PM) to better accommodate early 
morning and late afternoon KRM service.   

2.8 New Starts Evaluation Process  

The Section 5309 “New Starts” program is the Federal government’s primary program for 
providing financial support to locally-planned, implemented, and operated fixed guideway transit 
major capital investments.  The New Starts evaluation process is used in conjunction with the 
evaluation process under the National Environmental Policy Act, for which this Environmental 
Impact Statement is being prepared.  This section describes how FTA evaluates projects for its 
New Starts funding recommendations.  The Kenosha-Racine-Milwaukee Corridor is seeking 
New Starts funding and, therefore, will be subject to this evaluation and rating process once it 
requests entry into the preliminary engineering phase of project development. 
  
Each year FTA submits its Annual Report on New Starts to Congress as a companion 
document to the annual budget submitted by the President.  The report provides 
recommendations for the allocation of New Starts funds under Section 5309 of Title 49 of the 
United States Code.  As required by the Safe, Accountable, Flexible, Efficient Transportation 
Equity Act: A Legacy for Users (SAFETEA-LU), FTA uses the following project justification 
criteria to evaluate New Starts projects: mobility improvements; environmental benefits; cost 
effectiveness; operating efficiencies; transit-supportive existing land use, policies and future 
patterns; and other factors.  FTA must also consider the local financial commitment for the 
proposed project.  In total, the criteria are intended to measure the overall merits of the project 
and the sponsor’s ability to build and operate it. 
  
FTA reviews the project justification and local financial commitment criteria for each candidate 
project and assigns a rating for each criterion.  For some of the project justification criteria, the 
proposed project is compared against a New Starts “baseline alternative.”  The New Starts 
baseline alternative consists of improvements to the transit system that are relatively low in cost 
and represent the “best that can be done” to improve transit without major capital investment in 
new guideway infrastructure.  As such, it is usually different than the baseline (represented by 
the no-build condition) against which environmental impacts are measured in the NEPA 
document.   
  
A candidate project is given an overall rating of “High”, “Medium-High”, “Medium”, “Medium-
Low” or “Low”, based on ratings assigned by FTA to each of the project justification and local 
financial commitment criteria described above.  These ratings are important, as FTA considers 
them in its decision to recommend projects for New Starts funding.  Specifically, FTA will not 
recommend funding for projects which are rated “Medium-Low” or ”Low.”  It is important to note, 
moreover, that a “High”, “Medium-High” or “Medium” rating does not automatically translate into 
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a funding recommendation, although the potential for receiving New Starts funding is much 
greater. 
  
Project evaluation is an on-going process.  FTA evaluation and rating occurs annually in support 
of budget recommendations presented in the Annual Report on New Starts and when projects 
request FTA approval to enter into preliminary engineering or final design.  Consequently, as 
proposed New Starts projects proceed through the project development process, information 
concerning costs, benefits, and impacts is refined and the ratings are updated to reflect new 
information. 
  

Project Justification 
  

Mobility Improvements 
 

In its evaluation of the mobility improvements that would be realized by implementation of a 
proposed project, FTA reviews three measures:  

1.      User benefits per project passenger mile;  

2.   Number of current Low Income Households which would be served by the 
proposed New Starts investment; and 

3.   Number of current Jobs served by the proposed New Starts project. 
  

User benefits essentially represent all the travel time savings to transit riders in the forecast year 
that result from the New Starts project as compared to not building the project (the baseline 
alternative). They include reductions in walk times, wait times, transfers, and, most importantly, 
in-vehicle times.  In order to rate projects in comparison to other proposed New Starts, this 
measure is normalized by the annual passenger miles traveled on the New Starts project in the 
forecast year.  The Number of Low Income Households and Jobs Served measures reflect the 
absolute number of low income households (defined as below the poverty level) and jobs 
located within ½ mile of the "boarding points", or stations, associated with the proposed project. 
 The total number of low-income households and jobs located within these ½ mile zones is then 
divided by the total number of stations to determine both the average number of low-income 
households and average number of jobs per station.   
  

Environmental Benefits  
 

In its evaluation of environmental benefits that would be realized through the implementation of 
a proposed project, FTA considers the current air quality designation by EPA.   This measure is 
defined for each of the transportation-related pollutants (ozone, CO, and PM-10) as the current 
air quality designation by EPA for the metropolitan region in which the proposed project is 
located, indicating the severity of the metropolitan area’s noncompliance with the health-based 
EPA standard (NAAQS) for the pollutant, or its compliance with that standard.  New Starts 
project sponsors also submit information to FTA on the forecast reductions in emissions 
resulting from the New Starts project for each transportation-related pollutant.  FTA has found 
that information submitted in support of the environmental benefits criterion does not distinguish 
with any meaning the merits of competing New Starts projects.  While FTA reports the 
information submitted by project sponsors on environmental benefits to Congress and other 
stakeholders, it does not formally incorporate this measure in its evaluation of New Starts 
projects.   
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Operating Efficiencies  
 

FTA measures this criterion by evaluating the change in system-wide operating costs per 
passenger mile in the forecast year, comparing the Section 5309 New Start investment to the 
baseline alternative.  FTA assigns a rating of “medium” to all projects that have information 
submitted for this measure.  Like the environmental benefits measure, FTA has found that 
information submitted in support of the operating efficiencies criterion does not distinguish with 
any meaning the merits of competing New Starts projects.  While FTA reports the information 
submitted by project sponsors on operating efficiencies to Congress and other stakeholders, it 
does not formally incorporate this measure into its evaluation. 
  

Cost Effectiveness  
 

Significant among the project justification criteria is cost effectiveness, which is the annualized 
capital and operating cost per hour of user benefits for the forecast year.  It captures the 
additional costs of the New Start project compared to the transportation benefits to transit riders. 
 User benefits are defined identical to the measure used in the mobility improvements criterion.  
New Starts projects must be rated "Medium" for cost effectiveness, in addition to receiving an 
overall "Medium" rating, in order to be considered by the FTA for New Starts funding. 
  

Transit-Supportive Land Use and Future Patterns  
 

This criterion addresses the extent that transit-oriented development is likely to occur in the New 
Start project’s corridor.    
  

Local Financial Commitment 
 

Proposed New Starts projects must be supported by evidence of stable and dependable 
financing sources to construct, operate and maintain the transit system.  The measures FTA 
uses to evaluate local financial commitment are: 
  

Local Share 
 

FTA examines the proposed share of total project costs from sources other than Section 5309 
New Starts, including Federal formula and flexible funds, the local match required by federal 
law, and any additional capital funding. 
  

Strength of Capital Financing Plan 
 

FTA looks at the stability and reliability of the proposed capital financing plan, including the 
current capital condition of the project sponsor, the level of commitment of capital funds to the 
project, the financial capacity of the project sponsor to withstand cost overruns or funding 
shortfalls, and the reliability of the capital cost estimates and planning assumptions. 
  

Strength of Operating Financing Plan 
 

FTA looks at the ability of the sponsoring agency to fund operation and maintenance of the 
entire system (including existing service) as planned, once the guideway project is built.  This 
includes: an examination of the current operating condition of the project sponsor; the level of 
commitment of operating funds for the transit system; the financial capacity of the project 
sponsor to operate and maintain all proposed, existing and planned transit services; and the 
reliability of the operating cost estimates and planning assumptions. 
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The New Starts ratings are not yet available for the Kenosha-Racine-Milwaukee Corridor 
project.  The results of the New Starts evaluation and rating process for the Kenosha-Racine-
Milwaukee Corridor project will be provided in the Final EIS.  
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3 AFFECTED ENVIRONMENT 

3.1 Land Use and Activity Centers  

The purpose of this section is to determine the consistency of the alternatives with adopted local 
land use plans and zoning governing land use and development.  Since passenger rail 
operations existed along the corridor for many decades in the past, the rail line has been 
incorporated into land use and comprehensive planning as an integral part of the transportation 
infrastructure for many years.  Therefore, the focus of land use relationships for this document is 
at the proposed commuter rail stations and TSM park and ride locations.  See Exhibit 4 for a 
map showing the stations and park and ride locations. 

3.1.1 Regional Summary 

Table 3-1 and Figure 3-1 illustrate the existing land uses along the KRM corridor.  The existing 
land use areas along the corridor have been divided into six distinct sub-areas.  These 
designations reflect the land uses existing in 2000 as determined by the Southeastern 
Wisconsin Regional Planning Commission.  The designations on the land use map have been 
generalized to eight categories: 

• Woodlands, Agricultural and Undeveloped Lands 
• Commercial and Industrial 
• Extractive and Landfill 
• Governmental and Institutional 
• Residential 
• Recreational 
• Surface Water and Wetlands 
• Transportation, Communication, and Utilities 

 
TABLE 3-1   

Units are in Acres 1 2 3 4 5 6

Land Use Category
Milwaukee 

CBD
Milw. Co. N 
& W Outer

Milw. Co. S 
Inner

Milw. Co. S 
Outer

Racine Co. 
E

Kenosha 
Co. E Total

Agricultural and Other Open Lands 230 19,574 1,305 7,203 33,768 27,340 89,421
Commercial 424 5,607 689 403 1,328 988 9,440
Extractive 0 365 0 16 273 59 713
Governmental and Institutional 348 6,498 854 501 1,409 1,219 10,829
Industrial 526 5,070 1,108 846 1,559 1,157 10,265
Landfill 0 317 1 68 235 5 626
Multi-Family Residential 435 8,817 1,081 438 1,189 956 12,917
Recreational 271 6,147 562 565 1,635 1,473 10,653
Single-Family Residential 226 33,054 2,912 3,611 11,215 8,751 59,770
Surface Water 225 917 71 54 562 500 2,329
Transportation, Communication, & Utilities 1,512 23,657 4,846 2,951 6,278 5,972 45,216
Wetlands 9 3,843 60 1,355 2,389 3,849 11,505
Woodlands 8 3,498 155 807 1,763 1,592 7,823
Grand Total 4,216 117,363 13,643 18,817 63,603 53,864 271,506
Percent Agricultual or Other Open Lands 5.5% 16.7% 9.6% 38.3% 53.1% 50.8% 32.9%
Source: SEWRPC.

KRM CORRIDOR 2000 LAND USE BY SUB-AREA
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FIGURE 3-1 
KRM CORRIDOR 2000 LAND USE 
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3.1.2 Study Areas 

The land use surrounding the areas where commuter rail stations or park and rides are 
proposed varies from urban to agricultural.  Transit-oriented development is typically focused 
within a ten minute walk or ½ mile of a transit facility.  A summary of the existing land use within 
a ½ mile area for the current or proposed station and park and ride locations is as follows.  A 
current land use map for each station area can be found in Exhibit 7. 

Kenosha Station Area 

Downtown Kenosha is currently defined as the area between 50th and 60th Streets and the 
Union Pacific Railroad east to Lake Michigan.  The downtown includes a collection of important 
public uses and destinations close to the station, including the Municipal Building, the Kenosha 
County Courthouse, and a historic mixed-use business district centered along 6th Avenue 
between 54th and 59th Streets.  With new residential developments, such as Harbor Park, 
downtown Kenosha is also witnessing reinvestment with new restaurants and retail. 
 
East of the Union Pacific Railroad, the 60th Street corridor functions as an auto-oriented 
commercial area.  Mixed residential neighborhoods lie immediately north and south of the 
auto-oriented commercial corridor east of the railroad.  A number of light industrial uses are 
located north of the downtown near Sheridan Road, including the City’s waste transfer facility 
and a boat storage warehouse.  There are also a few vacant parcels in this area. 
 
West of the railroad, the Columbus neighborhood area contains a mix of single-family and 
multi-family uses, as well as a number of isolated commercial, industrial, and public uses.  The 
52nd Street corridor provides a number of neighborhood and auto-oriented commercial uses.  
Adjacent to the Union Pacific Railroad and north of 52nd Street, the City owns a large vacant site 
which provides a strong transit-supportive land use infill opportunity.  Industrial uses border the 
Union Pacific Railroad, as well as the Chicago and Union Pacific Railroad that divides the 
western station area.  South of these railroads, older residential neighborhoods are in fair 
condition. 

Somers Station Area 

The area surrounding the proposed station contains primarily single-family residential uses east 
of the Union Pacific Railroad, and agricultural uses and wetlands west of the Union Pacific 
Railroad.  Single-family residential uses are situated along Sheridan Road or its side streets.  In 
addition, there are three multi-family residential uses and several commercial uses along the 
Sheridan Road/State Trunk Highway (STH) 32 frontage.  The Pike River (west of the railroad) 
and Lake Michigan are also dominant natural features in the area.  There are a few vacant 
parcels also in the area. 
 
Noteworthy to this location is the University of Wisconsin-Parkside located between 7th and 
12th Streets approximately two miles west of Sheridan Road.  In addition, Carthage College is 
located on Sheridan Road/STH 32 approximately 1 ½ miles south of 9th Street. 

Racine Station Area 

Downtown Racine and the community as a whole has recently benefited with a public 
investment in a new Transit Center adjacent to the historic train station which integrates a bus 
transfer terminal.  A new retail shopping center has been developed west of the station.  
Southwest of the station is a former publishing factory along Mound Avenue that has been 
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adapted for reuse as office space currently occupied by public and non-profit entities and 
warehousing, with the potential for additional new users.  Along the south frontage of the Root 
River southwest of the station, the City has made plans for significant new mixed-use 
development that is proposed to include multi-family residential, retail, and public open space.  
While reinvestment is occurring within the downtown area in general, there are a number of 
existing vacant and underutilized properties that provide substantial transit-supportive land use 
opportunities, as well. 
 
Racine’s station area sustains stable traditional residential neighborhoods with single-family, 
two-family, and multi-family residential uses north and south-west of State Street.  In the 
neighborhoods southwest of State Street, the residential housing stock and public infrastructure 
have improved due to non-profit service provider activities and the assistance from public 
agencies. 

Caledonia Station Area 

The Caledonia station area contains a broad mix of land uses ranging from agricultural land, 
residential, commercial, industrial, and several vacant parcels.  East of the railroad, existing 
land uses consist of a mix of auto-oriented commercial, industrial, and residential uses at 
various densities.  To the west of the railroad, uses include agricultural land, interspersed 
primarily with residential uses.  There is also a number of vacant parcels that abut both the east 
and west sides of the railroad. 
 
Douglas Avenue, which generally runs parallel to the railroad, is an auto-oriented corridor with a 
mix of primarily commercial and industrial uses.  On the east side, north of Four Mile Road is 
the newly renovated Greentree Shopping Center which contains a number of national retail 
tenants including Pick ’n Save, Kmart, Walgreens, and McDonalds.  North of the shopping 
center is a new senior housing development, small-scale offices, and agricultural land.  East of 
Chester Lane is Crawford Park, vacant agricultural land, and single-family residential uses.  
Among the uses located on Douglas Avenue, south of Four Mile Road, are a U.S. Post Office, 
Milaeger’s Nursery, and several banks.   
 
On the periphery of the station area to the east and south are stable single-family residential 
neighborhoods.  The area west of the proposed station location and north of Four Mile Road is 
primarily agricultural with a few scattered residential uses.  South of Four Mile Road is a mix of 
uses, including a large underutilized commercial site that abuts significant vacant property.  This 
area south of Four Mile Road, and the vacant parcels north of Four Mile Road, provides infill 
redevelopment opportunities within the station area. 

Oak Creek Station/Park and Ride Area 

The station study area is primarily undeveloped and rural in character and includes Bender Park 
and primarily vacant land.  Single-family residential properties are primarily located to the west 
of STH 32 and to the north in the Carollville neighborhood.  Bender Park, owned and operated 
by Milwaukee County, is a locally important land use within the station area.  The 299 acre park, 
located to the south of East Ryan Road, east of the railroad tracks, offers hiking trails, a boat 
launch, and a beach.  The area between East Fitzsimmons Road and East Ryan Road, 
between STH 32 and the railroad tracks is currently agricultural and woodlands.  The area to the 
north of East Ryan Road is primarily vacant except for the City of Oak Creek water utility plant.   
 
Outside the study area, the South Shore Wastewater Treatment Plant occupies a portion of 
lakefront to the north.  A new single family housing development consisting of twenty homes is 
under construction in this area. 
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South Milwaukee Station Area 

The study area contains a mix of residential, commercial, industrial and park and open space 
uses.  Bucyrus International, Inc. located north of the proposed station is currently expanding 
their facility north of East Rawson Avenue.  In addition, smaller wholesaling and storage uses, 
as well as the partially vacant Line Building (which is no longer occupied by manufacturing 
uses) are located near the station.  The downtown retail core is aligned along Milwaukee 
Avenue, between 9th and 12th Avenues and along 10th Avenue/STH 32, between Marquette and 
Milwaukee Avenues.  The blocks surrounding the downtown contain a mixture of single-family 
and two-family dwellings.  The station area is framed on the northwest and northeast by Grant 
Park along the Lake Michigan lakefront and Oak Creek Parkway.  In addition, the South 
Milwaukee Yacht Club is a recreational amenity for boaters, located east of the station area. 
 
A portion of the station area, east of the railroad, between Milwaukee and Marion Avenues is 
within the City’s Tax Increment Finance (TIF) District No. 1.  Several redevelopment projects 
have been completed within the district, including Sunrise Village, a 32-unit senior apartment 
complex, Marquette Manor, a 48-unit senior apartment building, a Tri-City banking facility, an 
expansion of Metalcut Products, and improvements to Sunrise Plaza Shopping Center. 

Cudahy/St. Francis Station/Park and Ride Area 

The station study area contains a mix of residential, industrial, civic, and commercial uses.  
Packard Avenue, which has historically been the downtown “Main Street” in Cudahy, is also 
within the station area.  The Patrick Cudahy Company, now 126 years old, is the primary land 
use and employer in the immediate station area.  In addition, there is a large vacant parcel 
commonly known as the Lakeport Village site. 
 
In 1999 the City of Cudahy prepared a Downtown Master Plan for the area bounded by 
Plankinton Avenue on the north, Kirkwood Avenue on the east, Somers Avenue on the south, 
and the Union Pacific Railroad tracks on the west.  The effort emphasized transit-supportive 
land use development patterns.  This Plan was updated in 2005 to include properties west of 
the railroad.  To implement the Plan, the City prepared a redevelopment strategy that included 
the creation of a TIF district.  The City also purchased several properties for redevelopment 
within the downtown area and is undertaking streetscape and infrastructure improvements west 
of the railroad tracks.  New developments supported by the Plan include town homes on 
Barnard and Squire Avenues, a new public library, and employee parking lot and building 
expansion for the Patrick Cudahy Company.  Additionally, condominium construction is about to 
commence adjacent to the new public library.  The Master Plan update has targeted a site on 
the west side of the Union Pacific Railroad tracks, south of Layton Avenue, for mixed-use 
development, including a new train station, retail and entertainment center. 

South Side Milwaukee Station Area 

This study area includes a mixture of residential, commercial, industrial and transportation land 
uses.  East Bay Street acts as a seam between the relatively dense residential and commercial 
uses to the west and south and the industrial and transportation uses to the north and east.  
Approximately 38 percent of the land area in the ½ mile study area is devoted to single-family, 
duplex and multi-family use, concentrated in the southwest and southeast portions of the study 
area.  Kinnickinnic Avenue, traversing the southwest quadrant of the study area, is a “Main 
Street” commercial district, featuring late 19th and early 20th century mixed use buildings 
fronting the street.  Commercial nodes are redeveloping on South Kinnickinnic Avenue around 
East Lincoln and East Russell Avenues and East Bay Street. 
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Most of the land within the north and northwest portions of the ½ mile radius encompass 
industrial uses.  Several hundred workers are employed in this area at stable industries such as 
Wrought Washer, Inc. and Aluminum Casting and Engineering.  Some of the station area’s 
industrial space is underutilized or vacant.  However, some former large manufacturing 
buildings now offer lease space to a mixture of business types. This is the case, for example, 
with the very large former Louis Allis Company facility sprawling four blocks along East Bay 
Street.  A portion of the complex is now occupied by Doral, Inc., but a large number of square 
feet are available for lease.  Some of the underused industrial parcels may offer opportunities 
for redevelopment.   
 
The northeast portion of the study area is occupied by transportation and bulk outside storage 
uses -- mostly on lands controlled by the Port of Milwaukee.  The Harbor Commission offices 
and the Milwaukee Station of the United States Coast Guard are located to the east of the 
station across Interstate Highway (IH)-794.  A large area of land to the east of the station is 
occupied by the IH-794 Port of Milwaukee interchange.  Immediately to the west of the 
proposed station is a US Army Reserve station. 

Downtown Milwaukee Station Area 

The study area consists of a mix of uses at various densities, but also significant vacant and 
underutilized parcels of land.  The intensity and density of development varies on the north and 
south sides of the Marquette Interchange.  The area north of the interchange is proximate to the 
core of Milwaukee’s central business district and has a strong urban fabric.  As the mixed-use 
core of the City, land uses are diverse and include major institutional uses such as the Midwest 
Airlines Convention Center, Milwaukee Public Library, and the museum complex.  Other uses 
within the area include the Grand Avenue Mall, condominiums, office and other retail uses.  
Amongst the uses in the downtown are a number of surface parking lots.   
 
The south side of the Marquette Interchange has historically contained heavy industrial uses.  In 
recent years, the area is transitioning to a more diverse area that includes public, residential, 
entertainment, and retail uses.  The area still contains vacant or underutilized lane, surface 
parking lots, and vacant buildings.  The historic Third Ward, located in the southeast part of the 
study area, continues to benefit from significant reuse and redevelopment.  The Public Market, 
located in the Third Ward at St. Paul Avenue and South 2nd Street, is a new attraction in the 
station area.  In addition to the Amtrak Station the U.S. Post Office terminal is also located along 
St. Paul Avenue.  The Amtrak Station will be undergoing significant renovation and expansion in 
the near future. 

3.1.3 Activity Centers 

Table 3-2 lists major travel generators in the primary portion of the KRM corridor.  The list 
represents examples of major activities organized by study sub-area and category.  It is 
believed that these activities would benefit from, and help justify support for, appropriate 
transportation investments in the corridor.  Relevant information on the relative size of 
generators (e.g., employment, school enrollment) is provided where available. 
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TABLE 3-2 
MAJOR ACTIVITY CENTERS IN KRM CORE STUDY AREA 

 

Activity Type of Activity Location Size Units

1 Milwaukee Central Business District
Midwest Airlines Center Conference Center Milwaukee Downtown
Bradley Center Cultural & Entertainment Milwaukee Downtown 2,000,000 annual attendance
Maier Festival Park Cultural & Entertainment Milwaukee Downtown 1,500,000 annual attendance
Marcus Center for Performing Arts Cultural & Entertainment Milwaukee Downtown 939,000 annual attendance
Milwaukee Art Museum Cultural & Entertainment Milwaukee Downtown 479,000 annual attendance
Milwaukee Public Museum Cultural & Entertainment Milwaukee Downtown 985,000 annual attendance
Potawatomi Casino Cultural & Entertainment Milwaukee Downtown 4,200,000 annual attendance
Marquette University Educational Milwaukee Downtown 11,500 enrollment
Milwaukee Area Technical College Educational Milwaukee Downtown 2,600 enrollment
Milwaukee Institute of Art & Design Educational Milwaukee Downtown 630 enrollment
Milwaukee School of Engineering Educational Milwaukee Downtown 2,400 enrollment
CBD Employment Employment Milwaukee Downtown 75,000 employees

3 Milwaukee County South Inner
Ladish Corp. Employment Cudahy 725 employees
Patrick Cudahy, Inc. Employment Cudahy 1,925 employees
Rockwell Automation (Allen Bradley) Employment Milwaukee
Mitchell International Airport Transportation Milwaukee 252 daily departures

4 Milwaukee County South Outer
Milwaukee Area Technical College, Oak Creek Campus Educational
Bucyrus International Employment South Milwaukee 750 employees
Delphi Corporation Employment Oak Creek 1,500 employees
Shur-Line Employment St. Francis 450 employees

5 Racine County East
Wingspread Conference Center Conference Center Racine
Golden Rondelle Theater Cultural & Entertainment downtown Racine
Racine Art Museum Cultural & Entertainment downtown Racine
Racine Heritage Museum Cultural & Entertainment downtown Racine
Racine Zoo Cultural & Entertainment Racine
Wustum Museum Cultural & Entertainment Racine
Gateway Technical College Racine Educational Racine 1,665 enrollment
Bombardier Employment Racine 675 employees
Case New Holland (CNH) Employment Racine 1,922 employees
In-Sink-Erator Employment Racine 1,000 employees
Johnson-Diversey Employment Sturtevant 1,180 employees
Modine Manufacturing Employment Racine 750 employees
SC Johnson Employment Racine 3,000 employees
All Saints Medical Center Medical Racine 16,800 admissions
Regency Mall Retail Racine 100+ stores

6 Kenosha County East
Kemper Center (Anderson Arts Center) Cultural & Entertainment downtown Kenosha
Kenosha History Center Cultural & Entertainment downtown Kenosha
Southport Light Station & Maritime Museum (Fall 2007) Cultural & Entertainment downtown Kenosha
Carthage College Educational Kenosha 2,100 enrollment
Gateway Technical College - Kenosha Educational Kenosha 1,800 enrollment
University of Wisconsin-Parkside Educational Kenosha 5,100 enrollment
Daimler Chrysler Employment Kenosha 1,000+ employees
Snap-On Tools Employment Kenosha 1,000+ employees
SuperValu Distribution Employment Kenosha 500+ employees
Tri-Clover, Inc Employment Kenosha 500+ employees
Kenosha Hospital Medical Kenosha 500+ employees
St. Catherine's Hospital Medical Kenosha 500+ employees

KRM   Sub-
Area
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3.2 Transportation 

3.2.1 Travel Patterns 

A useful way to gauge adequacy of a regional transportation system is to study the origins and 
destinations of workers.  The work trip is frequently the focus of transportation planning 
exercises because work travel tends to be concentrated in peak periods, and usually forms the 
basis for determining required transportation capacity (e.g., the 2-hour peak demand).  
Moreover, work trips (and school trips) are considered to be non-discretionary, because they 
have specific destinations and arrival time requirements.  Discretionary travel, conversely, 
allows the traveler the choice of where and when trips are made.  Deficiencies in the 
transportation system (e.g., congestion) can be dealt with more easily by the discretionary 
traveler than the non-discretionary traveler, who has fewer choices in completing their journey. 
 
Table 3-3 presents a matrix of home and work locations of persons who made work trips in 
April 2000, as reported by the Census Bureau as part of its Census Transportation Planning 
Package.  This data includes persons with both home and work locations in the corridor.  One 
way of viewing this information is as the flow of work travel between the defined sub-areas of 
the KRM corridor. 
 

TABLE 3-3

DESTINATIONS (Work Locations)
Wisconsin Sub-Areas

Milwaukee 
CBD

Milw. Co. N 
& W Outer 

Milwaukee 
Co. S Inner 

Milwaukee  
Co. S Outer

Racine 
County E

Kenosha 
County  E

1 Milwaukee CBD 9,039 9,024 1,111 340 182 71 19,767
2 Milw. Co. N & W Outer 59,915 175,006 13,479 7,103 2,306 883 258,692
3 Milwaukee Co. S Inner 10,453 16,930 9,374 3,063 489 149 40,458
4 Milwaukee Co. S Outer 3,637 7,583 3,499 6,620 859 350 22,547
5 Racine County E 1,339 3,164 1,271 1,354 42,936 4,364 54,428
6 Kenosha County E 425 942 248 226 4,580 30,899 37,320

Total Destinations 84,808 212,649 28,982 18,705 51,352 36,716 433,212
SOURCE: 2000 Census Transportation Planning Package

KRM CORRIDOR WORKER RESIDENCE AND EMPLOYMENT LOCATIONS

All Origin 
Locations
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Of particular interest are the flows from and to the core sub-areas between downtown 
Milwaukee and Kenosha.  Table 3-4 shows where employed residents in these five primary 
Wisconsin sub-areas work.  As can be seen, Racine–East has the highest percentage of 
residents who live and work in the same area (i.e., 78.9%).  This is a positive result if it means 
that residents are able to find employment locally.  However, in light of the unemployment rate 
for the City of Racine (Section 3.3) that is double the State rate, this more likely indicates that 
the existing transportation system is limiting residents to local commutes.  Thus, Racine 
residents probably do not have convenient access to other job centers (e.g., downtown 
Milwaukee).  The percentage distribution of work locations of Kenosha residents is strikingly 
different, with a smaller share of residents working in their home county. 
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Core Corridor Sub-Area
Same Sub-

Area
Other Wisc.  
Sub-Areas

Milwaukee CBD 9,039 10,728 19,767
Milwaukee. Co. S Inner 9,374 31,083 40,458
Milwaukee Co. S Outer 6,620 15,927 22,547
Racine County E 42,936 11,492 54,428
Kenosha County E 30,899 6,421 37,320

Total 98,869 75,651 174,520

Milwaukee CBD 45.7% 54.3% 100.0%
Milwaukee. Co. S Inner 23.2% 76.8% 100.0%
Milwaukee Co. S Outer 29.4% 70.6% 100.0%
Racine County E 78.9% 21.1% 100.0%
Kenosha County E 82.8% 17.2% 100.0%

Total 56.7% 43.3% 100.0%
SOURCE: 2000 Census Transportation Planning Package

Total 
Residents 

in Sub-

KRM Corridor Work Location

TABLE 3-4
  KRM WORK LOCATIONS OF RESIDENTS

 
 
Table 3-5 shows where persons employed in these five core sub-areas reside.  It reflects a 
similar case to that shown in Table 3-5 above.  The results for Racine-East and Kenosha-East 
reveal that employers’ draw their labor force largely from each respective area.  Again, this may 
be a positive finding, if employers are able to attract and retain qualified workers.  However, it 
may be that Kenosha/Racine jobs are filled by a high percentage of local residents because 
employers have not been successful in attracting workers from other areas.  This scenario could 
partly be the result of the barriers in the existing regional transportation system. 
 

Core Corridor Sub-Area
Same Sub-

Area
Other Wisc. 
Sub-Areas

Milwaukee CBD 9,039 75,768 84,808
Milwaukee. Co. S Inner 9,374 19,608 28,982
Milwaukee Co. S Outer 6,620 12,085 18,705
Racine County E 42,936 8,417 51,352
Kenosha County E 30,899 5,817 36,716

Total 98,869 121,695 220,564

Milwaukee CBD 10.7% 89.3% 100.0%
Milwaukee. Co. S Inner 32.3% 67.7% 100.0%
Milwaukee Co. S Outer 35.4% 64.6% 100.0%
Racine County E 83.6% 16.4% 100.0%
Kenosha County E 84.2% 15.8% 100.0%

Total 44.8% 55.2% 100.0%
SOURCE: 2000 Census Transportation Planning Package

Total 
Workers in 
Sub-Areas

KRM Corridor Home Location

TABLE 3-5
  KRM HOME LOCATIONS OF WORKERS

 
 
Together, Tables 3-4 and 3-5 show that the greatest mobility with regard to employment is 
enjoyed by those areas that are served by an integrated transit system, which is to say by those 
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areas served by the Milwaukee County Transit System.  Workers in the Kenosha and Racine 
sub-areas have decidedly fewer options for efficient regional travel. 
 
The Census Transportation Planning Package also provides work travel data by the principal 
travel mode used.  Table 3-6 presents the number of workers using transit by origin-destination 
pair.  Transit modes include bus, rapid transit, commuter rail, streetcar, taxicab, intercity rail and 
intercity bus.  The lower portion of Table 3-6 shows the percent share that workers using transit 
comprise of all workers for each respective origin-destination cell.  Overall, nearly 20% of 
workers in the corridor use transit, which is about double the rate for the 13-county area.  
Origin-destination pairs with transit shares of over 5% mode are shaded and bolded.  It is 
readily apparent that workers traveling between sub-areas at the ends of the KRM Corridor 
have the highest propensity to use transit.  Sub-areas towards the southern end of the corridor 
show substantially lower use of transit for work travel.  The affected sub-areas are highlighted in 
the 4-by-4 double-line box.  The other pattern that is reflected is lower transit for travel between 
sub-areas that are more distant from one another.   
 

DESTINATIONS (Work Locations)
Wisconsin Sub-Areas

Workers Using Transit
Milwaukee 

CBD

Milw. Co. 
N & W 
Outer 

Milwaukee 
Co. S 
Inner 

Milwaukee  
Co. S 
Outer

Racine 
County E

Kenosha 
County  E

All Origin 
Locations

1 Milwaukee CBD 1,379 1,331 158 6 30 0 2,904
2 Milw. Co. N & W Outer 7,923 11,832 1,108 105 45 18 21,031
3 Milwaukee Co. S Inner 1,164 955 455 117 15 0 2,706
4 Milwaukee Co. S Outer 193 73 76 0 0 0 342
5 Racine County E 88 42 0 0 1,106 22 1,258
6 Kenosha County E 0 0 0 15 17 357 389

Total Destinations 10,747 14,232 1,797 243 1,213 397 28,629

% of All Workers x.x% > 5%

1 Milwaukee CBD 15.3% 14.7% 14.2% 1.8% 16.5% 0.0% 14.6%
2 Milw. Co. N & W Outer 13.2% 6.8% 8.2% 1.5% 2.0% 2.0% 8.1%
3 Milwaukee Co. S Inner 11.1% 5.6% 4.9% 3.8% 3.1% 0.0% 6.7%
4 Milwaukee Co. S Outer 5.3% 1.0% 2.2% 0.0% 0.0% 0.0% 1.5%
5 Racine County E 6.6% 1.3% 0.0% 0.0% 2.6% 0.5% 2.3%
6 Kenosha County E 0.0% 0.0% 0.0% 6.6% 0.4% 1.2% 0.9%

Total Destinations 12.6% 6.7% 6.2% 1.3% 2.4% 1.0% 3.1%
SOURCE: 2000 Census Transportation Planning Package
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TABLE 3-6
KRM WORKER RESIDENCE AND EMPLOYMENT LOCATIONS  

TRAVEL BY TRANSIT

 
 
Table 3-7 shows the transit worker trip flows of residents of the core sub-areas of the corridor.  
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Core Corridor Sub-Area
Same Sub-

Area
Other Wisc. 
Sub-Areas

Milwaukee CBD 1,379 1,525 2,904
Milwaukee. Co. S Inner 455 2,251 2,706
Milwaukee Co. S Outer 0 342 342
Racine County E 1,106 152 1,258
Kenosha County E 357 32 389

Total 3,297 4,302 7,599
% of All Wokers
Milwaukee CBD 15.3% 14.2% 14.6%
Milwaukee. Co. S Inner 4.9% 7.2% 6.7%
Milwaukee Co. S Outer 0.0% 2.1% 1.5%
Racine County E 2.6% 1.3% 2.3%
Kenosha County E 1.2% 0.5% 0.9%

Total 3.3% 5.7% 4.1%
SOURCE: 2000 Census Transportation Planning Package

Total 
Residents in 
Sub-Areas

TABLE 3-7 

KRM Corridor Work Location

KRM WORK LOCATIONS OF RESIDENTS - BY TRANSIT

 
 
 
Table 3-8 presents the numbers of persons employed in the five core sub-areas who use transit, 
by home origin area.   
 

Core Corridor Sub-Area
Same Sub-

Area
Other Wisc. 
Sub-Areas

Milwaukee CBD 1,379 9,368 10,747
Milwaukee. Co. S Inner 455 1,342 1,797
Milwaukee Co. S Outer 0 243 243
Racine County E 1,106 107 1,213
Kenosha County E 357 40 397

Total 3,297 11,100 14,397
% of All Wokers
Milwaukee CBD 15.3% 12.4% 12.6%
Milwaukee. Co. S Inner 4.9% 6.8% 6.2%
Milwaukee Co. S Outer 0.0% 2.0% 1.3%
Racine County E 2.6% 1.3% 2.4%
Kenosha County E 1.2% 0.7% 1.0%

Total 3.3% 9.1% 6.5%
SOURCE: 2000 Census Transportation Planning Package

Total Workers 
in Sub-Areas

KRM Corridor Home Location

TABLE 3-8
KRM HOME LOCATIONS OF WORKERS - BY TRANSIT

 
 

The KRM corridor also has a high percentage of households without an automobile.  Table 3-9 
below displays the number of households within ½ mile of the proposed commuter rail stations 
that lack a vehicle.   
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1/2 Mile Station Area
Kenosha 341 22.7%
Somers 11 3.7%
Racine 282 25.6%
Caledonia 7 2.7%
Oak Creek 3 2.2%
South Milwaukee 221 17.1%
Cudahy/St. Francis 84 8.4%
South Side Milwaukee 390 33.2%
Downtown Milwaukee 77 30.4%
Source:  U.S. Census

TABLE 3-9
HOUSEHOLDS WITHOUT AN AUTOMOBILE

Percent of Total 
Households

Number of 
Households 

without a Vehicle

 
 
Auto-less households at four of the station areas represent 20% or more of all households, 
including Kenosha, Racine and the two stations area in the City of Milwaukee.  Some 
households may choose to not own an auto, and can rely on other available forms of 
transportation including public transit. This may be especially true in Milwaukee, where MCTS 
provides a very high level of service characteristic of a large urban area. Moreover, MCTS 
operates service in a broad geographic area, providing persons served with many destination 
opportunities.  While Kenosha and Racine both operate public transit systems, the frequency of 
service tends to be lower and the geographic coverage less than larger urban areas such as the 
City of Milwaukee.  As a consequence, many of the residents of these station areas have fewer 
travel choices to access community resources and job opportunities. When coupled with 
declines in local jobs, this lack of transportation has been one of the contributing factors to high 
rates of unemployment, especially in Racine. Convenient transit access to more distant job 
centers, e.g., in Lake County, Illinois, could address this mobility problem. 
 
Another dimension of pattern of travel is the lengths of time workers spend commuting, which is 
information that is available from the Census.  Table 3-10 shows the number of employed 
residents by sub-area and travel time increment.  Similarly formatted data is presented for 
employed residents who made their work trip by transit.  The percentage share of worker’s use 
of transit is included in the bottom third of the table.  Overall, travel time is positively correlated 
with transit use (i.e., transit use rises as trips lengthen).  This may be partly due to the possibility 
that transit travel is slower than auto travel (auto is the most common mode).  It is believed, 
however, that the difference is chiefly due to transit travelers commuting longer distances.   
 
This clearly illustrates that employed residents in the center of the corridor have lower transit 
market shares.  Differences are most pronounced for the longer distanced trips.  The lower 
rates of transit use suggests that the central portion area is less well served, including regional 
services to more effectively connect to areas north and south. 
 

• Workers in the core sub-areas that are best served by transit have the greatest 
commuting mobility; workers in Racine and Kenosha – who are less well-served by an 
integrated regional transit system – tend to work in the sub-area in which they reside. 

 
• The proportions of workers who commute using transit are not consistent across all the 

core sub-areas.  Workers from areas with lower levels of service or less convenient 
transit service are, perhaps not surprisingly, less likely to commute via transit.  Again, 
this phenomenon is concentrated in the southern portion of the study area.  
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These data show the relationship between the three major factors affecting transit usage – 
location of transit services, level of service, and quality of service.  Workers in sub-areas with 
convenient, high-quality transit service use it throughout the KRM Corridor.   
 

TABLE 3-10 
KRM EMPLOYED RESIDENTS BY TRAVEL TIME TO WORK

Travel Time to Work

Corrridor Sub-Area
less than 
15 mins

15 - 29 
mins

30 - 44 
mins

45 - 59 
mins

60 or more 
mins TOTAL

WORKERS BY ALL MODES
Milwaukee CBD 9,467 7,402 1,802 599 574 19,844
Milw. Co. N & W Outer 84,423 126,688 32,774 7,663 7,573 259,121
Milwaukee Co. S Inner 13,678 20,215 4,562 937 1,103 40,495
Milwaukee Co. S Outer 8,845 9,191 3,345 714 689 22,784
Racine County E 26,295 18,966 5,872 2,363 1,733 55,229
Kenosha County E 20,467 14,946 6,294 2,493 1,549 45,749
Total Corridor 273,887 372,296 180,080 55,007 37,581 918,851

WORKERS BY TRANSIT
Milwaukee CBD 747 1,051 559 253 314 2,924
Milw. Co. N & W Outer 1,688 6,671 6,296 2,927 3,535 21,117
Milwaukee Co. S Inner 240 1,141 634 293 398 2,706
Milwaukee Co. S Outer 0 90 103 59 98 350
Racine County E 222 373 377 137 224 1,333
Kenosha County E 33 234 99 82 152 600
Total Corridor 7,726 59,546 70,957 24,561 17,496 180,286

% TRANSIT 
Milwaukee CBD 7.9% 14.2% 31.0% 42.2% 54.7% 14.7%
Milw. Co. N & W Outer 2.0% 5.3% 19.2% 38.2% 46.7% 8.1%
Milwaukee Co. S Inner 1.8% 5.6% 13.9% 31.3% 36.1% 6.7%
Milwaukee Co. S Outer 0.0% 1.0% 3.1% 8.3% 14.2% 1.5%
Racine County E 0.8% 2.0% 6.4% 5.8% 12.9% 2.4%
Kenosha County E 0.2% 1.6% 1.6% 3.3% 9.8% 1.3%
Total Corridor 2.8% 16.0% 39.4% 44.7% 46.6% 19.6%

SOURCE: 2000 Census Transportation Planning Package  

3.2.2 Public Transportation 

Urban transit service within the KRM corridor is provided by four transit systems including the 
Kenosha Area Transit system, Racine's Belle Urban System (the “BUS”), Milwaukee County 
Transit System, and Wisconsin Coach Line’s service. These are described in the following 
sections.  See Figure 3-2 for an overview of the public transportation systems in the project 
area. 

Kenosha Area Transit (KTS) 

Fixed route local transit service in the City of Kenosha and surrounding area is provided by the 
City of Kenosha using conventional 30-40 foot urban buses with 35-45 passenger seats.  The 
current service has ten regular fixed-route bus routes.  Most of the routes are cross town in 
design but are focused on downtown Kenosha, thus providing direct service from the central 
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business district to most areas of the City and immediate environs, including the University of 
Wisconsin-Parkside campus where riders may transfer to Racine’s bus system.  In addition, 
special peak-hour “tripper routes” operate during weekday mornings and afternoons to serve 
students.  The local bus service is operated over arterial and collector streets with frequent 
stops, typically every two or three blocks, or about one-eighth mile intervals. 
 
Among the major destinations served by transit are Carthage College, St. Catherine’s Hospital, 
the downtown shopping district and Civic Center, Lakeview Corporate Business Park, area high 
schools and major shopping centers such as the Lakeside Outlet Mall and Southport Plaza.  
Buses operate Monday through Friday from 6:00 AM to 7:30 PM and from 6:00 AM to 6:00 PM 
on Saturdays.  The regular cash fare is $1.00. 
 
Since June 2000, Kenosha also has operated an electric streetcar route connecting the Metra 
commuter rail station with downtown Kenosha and the Harborfront area.  Harborfront is a 
redevelopment of a former automobile plant on Kenosha’s Lake Michigan waterfront.  The line 
reflects the historic operation of streetcars in the city and uses restored PCC streetcars 
originally built in 1951 that are painted in the historical colors from five other cities of the eastern 
US and Canada.   
 
The system is a single track loop, 1.7 miles long which runs from the Metra station eastward to 
a park on the tip of a peninsula about ¾ mile away.  The trolley runs in a median for about half 
its length, alongside the street for about ¼ of its length, and in the street for the remaining 
distance.  In addition to serving the Kenosha Metra Station and Harborfront, it passes municipal 
buildings, the library, a retail district, and the Kenosha Public Museum.  A maintenance facility is 
located on the line, and is adjacent to a transfer center where Kenosha Area Transit has a 
terminal. Simple passenger stops are located about every two blocks. 
 
The Kenosha Streetcar operates every 15 minutes, Monday through Friday, from about 
11:00 AM until about 7:00 PM, and Saturday and Sunday, from about 11:00 AM until 5:00 PM.  
The fare is $0.25.  Shorter hours of operation are employed in the winter months.  

The Belle Urban System (“the BUS”) 

Fixed-route local transit service in the City of Racine and surrounding area is provided by the 
City of Racine using conventional 30-40 foot urban buses with 30-40 passenger seats.  Service 
is provided on eleven regularly scheduled routes that cover the Racine urbanized area.  Most 
routes are cross town in design but are focused on downtown Racine, specifically at the Transit 
Center.  Service is provided to the City of Racine, the Villages of Mt. Pleasant and Sturtevant, 
the Towns of Yorkville and Mt. Pleasant, and the University of Wisconsin-Parkside.  
 
Service is provided from 5:30 AM to midnight on weekdays, 5:30 AM to 10:30 PM on Saturdays, 
and 9:30 AM to 7:00 PM on Sundays.  Headways during weekdays are 30 minutes or one hour, 
depending on the route.  Most weekend service is hourly.  The local bus service is operated 
primarily over arterial and collector streets with frequent stops, typically every two or three 
blocks, or about one-eighth mile intervals. 
 
All of the BUS routes meet and depart out of a new Transit Center in downtown Racine.  This 
central transfer point was constructed just east of and adjacent to the original Racine railroad 
station on the UP Kenosha Subdivision.  The railroad station is being restored by the City of 
Racine for future development and possible use as a commuter rail station which would connect 
to the Transit Center. 
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From the Transit Center the BUS routes radiate to serve many destinations in the area, 
including civic buildings such as City Hall, the Public Library and the County Courthouse; 
business destinations like S.C. Johnson, CNH and Modine Manufacturing; shopping malls and 
the downtown retail district; entertainment and cultural fixtures such as the Racine Art Museum, 
the Regency Mall cinema, and the Racine Zoo and numerous parks and beaches.  In addition, 
two routes (7 and 27) serve the Sturtevant Amtrak station, and Route 9 serves the University of 
Wisconsin-Parkside campus where riders may transfer to the Kenosha Transit System Route 1 
and connect to points served by the KTS system. 
 
The Belle Urban System of the City of Racine also operates two trolley buses in the downtown 
area between Memorial Day and Labor Day.  One vehicle runs from Tuesday through Sunday 
from 10:00 AM to 4:00 PM. On Friday and Saturday, the Pub and Grub service runs in the 
downtown area from 4:00 PM to midnight.  The fare at all times is $0.25 per ride.  The service 
provides downtown shuttle service for marina visitors, area residents and downtown workers to 
restaurants, pubs, the art district, the library, museums and other downtown attractions.  On 
Friday and Saturday evenings, the Pub and Grub service provides transportation to more than 
15 downtown restaurants, numerous pubs and taverns and two theaters. 

Milwaukee County Transit System (MCTS) 

Milwaukee County is the major provider of public transit services in Milwaukee.  The Milwaukee 
County Transit System uses conventional 30-40 foot urban buses with 22-47 passenger seats.  
MCTS is the largest Wisconsin public transit system in the KRM study area; MCTS operated 
about 17.4 million revenue vehicle miles of bus service in 2003.  
 
MCTS operates extensive fixed-route bus service throughout Milwaukee County, as well as 
surrounding areas.  Eighty-five percent of County residents live within one-quarter mile of a bus 
stop.  The basic service provided by MCTS primarily consists of two types of routes: local bus 
routes and Freeway Flyer bus routes operating principally over the freeway system.  
 
The MCTS currently operates 31 local service routes, 12 of which either pass through or 
terminate in the Milwaukee CBD. Many of the cross town routes have branches or loops at the 
ends of the route to allow appropriate service levels for outlying areas of the County where 
residential and employment densities are lower than in the central portions of the County. The 
regular local bus service is available seven days a week with most routes operating on both 
weekdays and weekends and most service operated from early morning until late evening.  
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FIGURE 3-2 

EXISTING KRM CORRIDOR PUBLIC TRANSPORTATION 
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Local bus service is operated primarily over arterial and collector streets with frequent stops, 
typically two to three blocks or about one-eighth mile intervals.  The local routes form a grid that 
serves as the basic network of the transit system and are designed so that most passengers do 
not have to transfer more than once to reach their destination.  Some local routes are operated 
as local shuttle service to connect passengers using regular local routes to employment centers 
at industrial and office parks.  Shuttle bus service is typically operated only during weekday 
peak periods. 
 
Freeway Flyer bus service consists of buses operating between outlying areas or park-ride lots 
and the Milwaukee Central Business District (CBD) over the freeway system and arterial streets, 
making only a very limited number of stops between the outlying areas and downtown 
Milwaukee.  Freeway Flyer routes are designed to provide high speed direct service to 
downtown Milwaukee from outlying residential areas in the County that are generally not served 
by other bus routes or served with only infrequent “end of the line” local bus service.  Service is 
typically provided only during the weekday morning and afternoon peak periods and principally 
in the peak direction of travel.  The transit system currently operates nine Freeway Flyer routes 
serving 12 outlying park-and-ride lots.  On some Freeway Flyer routes, riders may also board or 
alight at bus stops located along arterial streets before buses get on or after they get off the 
freeway system. 
  
The current transit system does not operate any limited-stop express service.  However, prior to 
2003, MCTS provided a number of express bus routes and services within Milwaukee County.  
These express routes were operated primarily over arterial streets in major travel corridors with 
stops usually located at intersecting bus routes and major activity centers.  Special school day 
bus services are also operated by MCTS including high school/middle school routes and UBUS 
routes.  The routes to and from public schools generally have a service schedule limited to one 
or two trips in the mornings and afternoons on schooldays only.  The UBUS routes are operated 
to and from the University of Wisconsin-Milwaukee (UWM) campus and make a limited number 
of stops, and operate on only weekdays and only during the fall and spring semesters. 
  
The MCTS provides contract bus services that are operated for, and funded by, other counties 
in the Milwaukee area or by local businesses.  These include a route operated for Ozaukee 
County, and several routes operated for Waukesha County.  The transit system also operates 
the Milwaukee Trolley Loop, a special circulator service during the summer period from 
Memorial Day through Labor Day over a loop route serving the Milwaukee CBD and 
Milwaukee’s lower east side.  This service uses special buses that resemble historic trolleys and 
is funded through passenger fares and money contributed by the local businesses served and 
neighborhood organizations. 
  
Finally, MCTS also provides special event service serving Miller Park for Milwaukee Brewers 
games, Henry W. Maier Festival Park for Summerfest and other festivals held at the site, and 
State Fair Park for the Wisconsin State Fair.  The transit system has designed a number of 
routes to serve high attendance events at these sites, the majority of which are operated over 
the freeway system. Not all routes are operated for each special event. 
  
A total of 37, or about 75 percent, of the 49 regular routes operated on weekdays by MCTS 
provide essentially local bus service, that is, service with frequent stops and relatively slow 
travel speeds.  On weekends and holidays, the only routes operated are the regular local routes 
with the exception of when routes are operated for special events at the lakefront, Miller Park, 
and State Fair Park. 
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Of particular importance to this study effort are the MCTS routes that serve that portion of the 
KRM corridor located within Milwaukee County and outside the immediate Milwaukee CBD 
area.  A brief description of these routes follows: 
 

• Route 15 Oakland-Kinnickinnic provides regular fixed-route service between South 
Milwaukee and Bayshore Mall in Glendale via downtown Milwaukee and the University 
of Wisconsin Milwaukee.  Service operates seven days a week more than twenty hours 
a day.  The route averages 7,800 passenger trips each weekday. 

 
• Route 48 South Shore Flyer operates directional service (AM northbound / PM 

southbound) between Oak Creek and downtown Milwaukee weekday rush hours only.  
Weekday ridership averages over 300 passenger trips. 

 
• Route 80 6th Street operates regular fixed-route service between Oak Creek and 

northwest Milwaukee via downtown Milwaukee and Mitchell International Airport.  
Service operates seven days a week more than twenty hours a day.   

 
• Route 88 Cudahy is a local tripper loop route serving Cudahy High School and Cudahy 

Middle School AM and PM school hours only. 
 

• Route 89 St. Francis is a local tripper loop route serving three schools in St. Francis AM 
and PM school hours only. 

  
In addition, a number of other local MCTS bus routes connect with various parts of the corridor 
outside the Milwaukee CBD, generally at the end of their respective routes.  These include: 
 

• Route 11 Vliet-Howell 
• Route 50 Morgan Avenue 
• Route 51 Oklahoma Avenue 
• Route 53 Lincoln Avenue 
• Route 55 Layton Avenue 

Wisconsin Coach Lines Kenosha-Racine Bus Service 

The City of Racine, in a joint effort with the City of Kenosha and with Racine and Kenosha 
Counties, provides commuter bus service between the Cities of Kenosha and Racine and 
downtown Milwaukee.  The bus service is provided through a contract with a private transit 
operator, Wisconsin Coach Lines, Inc., a member of the Coach USA, Inc. family of bus 
companies.  The four local units of government agree to act as sponsors for the Federal and 
State transit assistance funds used to cover the net costs of the service.  
 
The service uses conventional over-the-road motor coaches with seating for 50-55 passengers. 
The route operates between the Milwaukee Greyhound bus depot, General Mitchell 
International Airport, Oak Creek, Caledonia, the City of Racine, and the City of Kenosha.  The 
service is oriented principally towards serving Racine and Kenosha passengers commuting to 
and from the Milwaukee area, but is also used for travel between Racine and Kenosha.  On 
weekdays, eight trips are operated in each direction and on Saturdays, and Sundays/holidays, 
four trips are operated in each direction.  In Kenosha, stops are made at the downtown transit 
center and other locations, and selected bus trips stop at the Metra station.  In Racine, stops are 
made at the transit center and other locations.  In Milwaukee, several stops are made along 
Michigan Street between the Greyhound depot on Cass Street but no stops are made between 
downtown Milwaukee and the intersection of South Howell Avenue and West Ryan Road in Oak 
Creek other than at the Mitchell International Airport terminal.  Between Oak Creek and 
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Kenosha, buses will stop at any safe location to pick up or let off passengers, thus acting as a 
local suburban type of service.  Scheduled travel time between Kenosha and downtown 
Milwaukee is approximately 90 minutes.   
 
Fares are based on a zone system with one-way fares ranging from $1.00 to $4.00.  Ten-ride 
passes are available offering a 10% discount for regular travelers; seniors receive a 50% 
discount, and students ride for $1 on all regular routes regardless of zone boundaries.  
Weekday ridership averages 250 passenger trips per day. 

3.2.3 Highways 

The corridor has a comprehensive network of roads which have a hierarchical functional 
structure.  See Exhibit 1 for a Project Location Map of the project.  These range from interstate 
highways, which are designed to freeway standards, to local streets.  Of greatest interest are 
the north-south oriented roadways which serve longer-distance, regional travel.  These include:  
 

• IH-94 is a limited-access interstate highway connecting major cities in the Upper 
Midwest and Great Lakes regions; and is the primary roadway between Chicago and 
Milwaukee and the primary expressway in the study area.  Starting in downtown 
Chicago, the route is variously known as it progresses north as the Kennedy or Edens 
Expressway up to Deerfield.  Its Interstate alternate route, IH-294, runs parallel to and 
generally 15 miles west of it in the Chicago suburbs, where it is known as the Tri-State 
Tollway.  IH-294 connects back to IH-94 approximately 25-miles north of downtown 
Chicago in Deerfield where the Tollway becomes simply IH-94, and continues to the 
Illinois-Wisconsin state line.  In Wisconsin, IH-94 is located approximately ten miles west 
of the Lake Michigan shoreline.  In downtown Milwaukee, IH-94 changes from a 
north-south direction to east-west, continuing to Madison, the Twin Cities and points 
beyond.  Major portions of IH-94 and IH-294 form the western border of the study area. 

 
• STH 32 is a north-south highway running through the established shore line areas of 

Kenosha, Racine and Milwaukee Counties.  Passing through downtown Milwaukee 
(one-way couple of Broadway-North Milwaukee Streets), the route continues north to 
Green Bay and beyond.  To the south of Kenosha, the roadway connects to Illinois 
Route 137, which continues south to North Chicago, then turns westerly to Grayslake in 
central Lake County, Illinois.  STH 32 is part of the Federal Highway Administration’s 
(FHWA) National Highway System (NHS). 

 
• STH 31 is located parallel to, and approximately five miles west of, STH 32, serving 

areas outside of the historic development of the shore line communities.  STH 31’s 
northern terminus is at its intersection with STH 32 near County Route G in Caledonia 
Township of Racine County.  The route connects to Illinois Route 131, which terminates 
at Illinois Route 176 in Lake Bluff.  STH 31 is also a part of the NHS. 

 
• STH 38 runs generally north-south from its junction with STH 32 near downtown Racine 

to STH 59 southwest of downtown Milwaukee.  Most of the route it is located east of 
IH-94 and west of STH 31/32. 

 
• STH 794 runs north to south between College Avenue in Cudahy and downtown 

Milwaukee.  Between College Avenue and Layton Avenue, the route is four lanes with 
at-grade intersections with cross streets.  North of Layton, STH 794 is a limited access 
highway.  North of Lincoln Avenue in Milwaukee, the highway’s designation is an IH-794.  
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STH 794/ IH-794 crosses STH 32 just north of Oklahoma Avenue in Milwaukee.  South 
of this point, the route is west of STH 32 and north it is east.  

 
There are also a number of east-west oriented roadways that provide the important function of 
connecting lakeshore communities in the corridor with IH-94.  In Kenosha County, these include 
STH 50 and STH 158.  In Racine County, these include STH 11 and STH 20.  In Milwaukee 
County, these include STH 100.  In all three counties, these roads are supplemented by a 
number of east-west county trunk highways. 

3.2.4 Transportation Plan 

The Regional Planning Commission’s Transportation Improvement Program (TIP) documents 
the programmed improvements throughout the region through 2006.  It is considered the 
financially constrained program for the region.  That is, the projects listed include identified 
funding sources, and, as such, it is reasonable to expect each of the projects to be fully 
implemented by 2035, the planning horizon for the Alternatives Analysis.  The TIP includes the 
following improvements in the study area. 
 
Selected highway improvements 

• Reconstruction with additional traffic lanes of STH 100 from Howell Avenue (STH 38) to 
STH 32 in the City of Oak Creek (2.75 miles) 

• Reconstruction with additional traffic lanes of STH 32 from Three Mile Road to Four Mile 
Road in the Town of Caledonia (1.25 miles)  

• Reconstruction with additional traffic lanes of STH 32 from Five Mile Road to North 
County Line in the Town of Caledonia (3.37 miles)  

• Reconstruction with additional traffic lanes of STH 11 from the Village of Sturtevant 
eastern Village limits to STH 31 (2.0 miles) 

 
Selected transit Improvements 

• Construction of a new transit operating and maintenance facility for Kenosha Transit 
• Replacement buses for Kenosha Transit 
• Reconstruction and expansion of the Metra train station in Kenosha 
• Construction of an overflow parking lot for the Metra train station 
• Replacement buses for MCTS. 
• Replacement of fueling systems at MCTS operating garages 
• Renovation and repairs at the Fond du Lac Avenue and Kinnickinnic Avenue operating 

garages 
 
Environmental Enhancements 

• Construction of sidewalks and landscaping along Sheridan Road (STH 32) from 
southern City limits to 85th Street in the City of Kenosha 

• Construction of a pedestrian bridge over STH 32 at Carthage College 
• Landscaping of Main Street (STH 32) from State Street to 7th Street in downtown 

Racine 
• Construction of a bicycle/pedestrian trail on the former CPR corridor from STH 31 to 

Willow Road in Racine County 
 
The Regional Planning Commission has completed a Transportation System Plan for the 
year 2025 and is working on an update for the year 2035.  This is the most logical source for 
identifying transportation improvement projects in the region.  Many projects have been planned 
for the area but do not have “committed” construction funding.  They are briefly described here 
as reference. 
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• The Regional Planning Commission’s freeway system studies recommend the full 

reconstruction of the IH-94 corridor between 2009 and 2016.  In 2005, the Wisconsin 
Department of Transportation (WisDOT) selected consultants for the IH-94 North-South 
Corridor Analysis and for assistance in the engineering and design of Kenosha/Racine 
interchanges on IH-94.  

• In early 2005, plans were developed for expansion of the Kenosha Streetcar that would 
more than triple its length.  The new lines would serve the downtown areas and would 
connect a brownfield site (the so-called “Brassworks” southwest of the Central Business 
District) that is scheduled for redevelopment.  Developer interest in Kenosha is strong 
and the expanded streetcar line will, as in so many other cities, be a significant factor in 
spurring redevelopment.   

• Plans for a Midwest Regional Rail System of high speed passenger rail service have 
been studied over the past decade by a consortium of several state departments of 
transportation.  The most recent study proposes 17 daily roundtrips of 110 mph high 
speed train service between Chicago and Milwaukee.  This service is planned to operate 
on Amtrak’s current route over the CP Railway main line.   

• The Milwaukee Connector project is being directed by the Wisconsin Center District in 
cooperation with the City and County of Milwaukee and the Metropolitan Milwaukee 
Association of Commerce.  Its primary focus is the circulation of people to link together 
area attractions, hotels, residential areas, shopping areas and businesses for the benefit 
of visitors, workers, residents and students in and around downtown Milwaukee.  The 
Connector would enhance the existing bus system by creating fixed routes in exclusive 
lanes.  The two vehicle types that are still under consideration are non-guided hybrid 
diesel bus and a guided street tram.  Preliminary plans for the alignment place the main 
east-west link of the Connector along Wisconsin Avenue, three blocks north of the 
Amtrak Depot.  Current work on the Connector is scheduled to recommend a locally 
preferred alternative on routes and technology in late 2008 or early 2009 as part of the 
FTA’s New Starts process.  

3.2.5 Passenger and Freight Railroads 

This section presents an identification and discussion of the important considerations that a new 
commuter rail service may create with respect to other railroads that would be involved.  In the 
case of the Kenosha-Racine-Milwaukee corridor, the other railroads would include two freight 
railroads, Union Pacific Railroad and Canadian Pacific Railway; and two passenger railroads, 
Metra and Amtrak.  The implication of this discussion is to identify the complicated nature of rail 
operations and the many implementation and management factors that will need to be fully 
understood to decide on the operational plan and associated improvements that must be 
undertaken to make such a commuter rail service possible. 
 
In the following sections, a review is provided concerning the other users of the rail lines in the 
Kenosha-Racine-Milwaukee corridor.  One of the key tests for determining whether the 
introduction of new commuter rail service will work is the impact on the current operations of the 
other railroads.  For the other railroads, this key test concerns their ability to maintain an 
acceptable level of service for their already established customers.  The new commuter trains 
need to be coordinated with the existing service patterns without conflict or without increasing 
the probability of conflict and operational delays. 
 
Amtrak, the popular name for the National Railroad Passenger Corporation, operates intercity 
passenger service between Milwaukee and Chicago with its Hiawatha service and between 
Chicago, Milwaukee, St. Paul, and Seattle with its Empire Builder service.  Amtrak trains 
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operate on the Chicago-Milwaukee-St. Paul route, now owned by the Canadian Pacific Railway 
(CPR) and Metra (south of Rondout Junction in Illinois).  The Amtrak route in the study area is 
located five miles west of the cities of Racine and Kenosha; and Amtrak therefore does not 
directly serve these communities.  Between Chicago and Milwaukee, Amtrak service includes 
intermediate stops in Glenview, Illinois, and Sturtevant in Racine County.  In addition, Hiawatha 
trains stop at the Milwaukee Airport Rail Station. 
 
Amtrak’s Hiawatha service provides seven weekday and Saturday round trip trains between 
Milwaukee and Chicago, with six trips on Sundays and holidays.  Travel time between 
Milwaukee and Chicago on the Hiawatha service is 89 minutes, with intermediate stops at 
Glenview, Sturtevant and the Milwaukee Airport Rail Station.  The earliest northbound train 
departs Chicago Union Station at 6:00 AM, arriving in downtown Milwaukee at 7:29 AM.  
Service is provided every two to three hours until the last train leaves Chicago at 8:05 PM.  
Southbound service begins with a train leaving Milwaukee at 6:15 AM and arriving in Chicago at 
7:57 AM.  The last Hiawatha train leaves Milwaukee at 7:30 PM.  The one-way fare between 
Milwaukee and Chicago is $20.  Ten-ride tickets are priced at $150 and monthly tickets are 
$325.  
 
In 2004, Hiawatha service posted the best on-time performance in the Amtrak system at 93%.  
Trains do not turn around in Milwaukee or Chicago, but rather operate in a push-pull mode.  The 
equipment typically consists of a single diesel-electric locomotive at one end, three or four 
single-level passenger cars in the middle, and a control cab car at the other end.  The control 
cab car is an older locomotive that has been retired from service and converted into a dual-use 
cab and baggage car.  That combination allows train crews to use the cab and train controls at 
the front of the train when the locomotive is pushing from the rear.   
 
As noted above, Hiawatha trains do not serve the cities of Racine and Kenosha; the CPR 
alignment runs approximately five miles west of those cities through Sturtevant, Wisconsin.  
Hiawatha trains do, however, connect to Milwaukee’s General Mitchell International Airport at 
the Milwaukee Airport Rail Station (MARS), which opened in December 2004.  Located in 
airport remote parking area “B,” shuttle buses meet arriving Hiawatha trains, and bring 
connecting air passengers and employees from the terminal to the rail station.  The MARS 
includes a 267 vehicle space parking lot with hourly and daily rates. 
 
Amtrak’s Empire Builder provides long distance passenger service between Chicago Union 
Station and Seattle, Washington and Portland, Oregon.  Within the KRM corridor, the trains stop 
only at Glenview and Milwaukee. Empire Builder trains operate once daily in each direction.  
Northbound service departs Chicago at 2:15 PM and arrives at Milwaukee’s downtown station at 
3:55 PM.  Southbound trains leave Milwaukee at 2:00 PM. and arrive at Chicago Union Station 
at 3:40 PM.   

Commuter Rail Service 

The service mark Metra applies to the Commuter Rail Division of the Northeastern Illinois 
Regional Transportation Authority (RTA), which covers six Illinois counties, two of which border 
Wisconsin.  Metra is one of three transit operating agencies which fall under the RTA umbrella.  
The other two are the Chicago Transit Authority (CTA), which is responsible for rapid rail transit 
and bus service in Chicago and neighboring suburbs, and Pace, which is responsible for 
suburban bus service.  Metra’s responsibilities include the direct operation of commuter rail 
service on seven lines and coordination of operations of privately operated rail service on four 
lines through Purchase of Service Agreements (PSA).  One of these PSA routes is the Union 
Pacific North Line between Kenosha and Chicago. 
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The Metra’s Union Pacific North line offers commuter rail service between Kenosha and the 
Ogilvie Transportation Center (OTC) in downtown Chicago.  The route is 51.6 miles long and 
includes 26 stations, including OTC.  Metra uses diesel-electric locomotives, which push 
(inbound) and pull (outbound) between four and eight gallery-style passenger coaches.  
Coaches seat an average of 150 passengers each.  The present timetable of service includes 
62 weekday trains (both directions; equivalent of 31 round trips), 22 Saturday, and 
16 Sunday/holiday trains.  Weekday peak period schedules include a mix of trains which run 
express and local (i.e., making all stations stops).  Weekday off-peak and weekend trains 
generally operate on an all-stop basis.  In addition, many trains operate only as far north as 
Waukegan, Illinois, which results in comparatively lower levels of service to the three stations 
north of Waukegan:  Zion and Winthrop Harbor, Illinois and Kenosha, Wisconsin.   
 
Kenosha is the only station on Metra outside the Illinois-legislated RTA six-county area.  It has 
been retained in Metra’s system because it provides the location of a necessary overnight train 
storage and service yard that already existed when the RTA was created in the 1970s. 
  
Table 3-11 presents summary schedule information for five UP stations.  As can be seen, 
service is designed to primarily accommodate riders employed in Chicago.  For example, the 
first outbound train arrives in Kenosha at 8:15 AM, which may be too late for some workers, 
especially those with work sites more removed from the Kenosha Station.  
 

TABLE 3-11 
METRA UP-NORTH SCHEDULE PROFILE FOR SELECTED STATIONS 

 

  Kenosha Waukegan
Highland 
Park 

Davis St. 
Evanston OTC 

Miles to OTC 51.5 35.9 23.0 12.0 0.0 
Station Stops per Day 18 50 54 58 62 
1st Inbound Train Time 5:55 AM 4:58 AM 5:22 AM 5:49 AM 6:15 AM 
1st Outbound Train Time 8:15 AM 7:51 AM 7:26 AM 6:43 AM 6:24 AM 
Minutes to OTC – AM fastest 84 57 35 21 -- 
Minutes to OTC – local 100 75 50 26-28 -- 
Avg. Speed to OTC – fastest 36.7 mph 37.8 mph 39.4 mph 34.3 mph -- 
Avg. Speed to OTC – local 30.9 mph 28.7 mph 27.6 mph 26.7 mph -- 
OTC=Ogilvie Transportation Center     

 
 
Metra fares are based on travel between designated fare zones, which are set at 5-mile 
increments starting at each line’s downtown terminal station.  A one-way fare is set at a base 
amount ($1.95, effective February 2006) and increases by $0.40 or $0.45 for each zone 
boundary crossed.  Monthly and ten-ride tickets are also offered, which include discounts 
relative to the cost of using one-way tickets.  Metra riders also have the option of a $5 Weekend 
ticket, which provides unlimited use of the Metra system for a given weekend. 

Freight Rail 

Freight rail lines – serving many of the industrial facilities and utilities in the area – represent 
another transportation resource in the KRM corridor.  In addition, the rights-of-way of these 
routes are potentially useful for passenger service.  There are three principal north-south 
oriented lines. 
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The eastern-most line is the Union Pacific Railroad (UP) Kenosha Subdivision, which was 
previously operated as the Chicago & North Western (CNW).  This line, located along the 
lakeshore, was the double track mainline of the railroad and carried some of the fastest steam 
and diesel-powered passenger trains in the country on trips from Chicago through Milwaukee to 
Minneapolis/St. Paul.  North of Kenosha, the line has since been rationalized to a single track 
with passing sidings and now carries only freight service, primarily unit trains of coal to the Oak 
Creek Power Plant.  Several of the passenger stations still exist along the line. 
 
The Canadian Pacific Railway (CP) is located about five miles west of the lakeshore cities in the 
KRM Corridor.  The line was originally owned by the Chicago, Milwaukee, St. Paul & Pacific 
Railroad, or Milwaukee Road.  The Milwaukee Road operated intercity passenger service, in 
addition to freight service, that competed heavily with CNW service between Chicago, 
Milwaukee, and Minneapolis/St. Paul using steam-hauled trains that would, on occasion, reach 
a speed of 100 mph.  This route was built and has been maintained as a high speed double 
track railroad.  In addition to its freight traffic, the line is used by Amtrak trains, and is the 
proposed alignment for high speed rail passenger service in the Midwest. 
 
Finally, the CNW had a freight line, called “the New Line” through the corridor.  The line is now 
also part of the UP system and is known as the Milwaukee Subdivision.  The UP’s Milwaukee 
Sub runs parallel to and between its Kenosha Sub and the CP, angling slowly from the CP over 
to the Kenosha Sub until it joins the Kenosha Sub at St. Francis.  This line now serves as the 
main freight route for the Union Pacific in the KRM corridor.   

3.3 Socioeconomic Characteristics 

This section summarizes socioeconomic characteristics in the KRM corridor.  Economic and 
demographic traits such as population, income, employment, business environment, and current 
trends are considered in an effort to understand anticipated changes due to implementation of 
the proposed alternatives. 

3.3.1 Population Levels and Trends 

Based on population data for 1990 and 2000, the SE Wisconsin region (Kenosha, Racine, and 
Milwaukee counties) has exhibited an overall population increase of approximately 1.3% in the 
last decade.  The greatest growth has occurred in Kenosha County, which experienced a 16.7% 
increase.  Population projections until the year 2030 indicate that the rate of growth in the SE 
Wisconsin region will increase to 10.4%.  Table 3-12 summarizes the population levels and 
trends for the counties in the KRM Corridor.  Please see Figures 3-3 for a thematic map 
showing the population in the KRM corridor. 
 
 
 
 



3-25 

County
1990         

Census
2000      

Census
2030     

Projection
Percent Change 

(1990-2000)
Percent Change 

(2000-2030)
Kenosha 128,181 149,577 201,907 16.7% 35.0%
Racine 175,034 188,831 210,556 7.9% 11.5%
Milwaukee 959,275 940,164 999,141 -2.0% 6.3%
SE Wisc. Region 1,262,490 1,278,572 1,411,604 1.3% 10.4%

POPULATION TRENDS AND PROJECTIONS

Source:  Southeastern Wisconsin Regional Planning Commission and Northeastern Illinois Planning Commission

TABLE 3-12

 
 
In addition to regional population growth, several cities with planned commuter rail stops are 
expected to experience significant citywide population growth between 2005 and 2035.  The 
communities of Oak Creek, Somers, Caledonia and Milwaukee are all expected to experienced 
triple digit population growth with the Oak Creek station area growing by 1736%.  Table 3-13 
shows the population trends for the station areas. 
 

1/2 Mile Station Area
2005           

(Estimated)
2035 

(Projected)
Percent Change  

(2005-2035)
Kenosha 6,418 10,918 70.1%
Somers 901 3,871 329.6%
Racine 5,765 7,996 38.7%
Caledonia 1,454 5,254 261.3%
Oak Creek 286 5,251 1736.0%
South Milwaukee 4,578 6,568 43.5%
Cudahy 4,531 6,356 40.3%
So. Side Milwaukee 3,751 5,482 46.1%
Downtown Milwaukee 1,733 12,733 634.7%

STATION AREA POPULATION TRENDS
TABLE 3-13

 
 
Table 3-14 below summarizes the number of households and average household size in the 
station area.  The number of households is expected to increase significantly in the communities 
of Oak Creek and downtown Milwaukee.  See Figure 3-4 for a thematic map showing the 
number of households in the KRM corridor.  
 

1/2 Mile Station Area 2000 2035 2000 2035
Kenosha         1,505         1,751 16.3% 2.9 2.8 -3.4%
Somers           296            378 27.7% 2.2 2.2 0.0%
Racine        1,102         1,226 11.3% 3.4 3.2 -5.9%
Caledonia           253            432 71.0% 2.7 2.5 -7.4%
Oak Creek           134            635 375.9% 2.6 2.5 -3.8%
South Milwaukee        1,294         1,368 5.7% 2.4 2.2 -8.3%
Cudahy           989         1,190 20.3% 2.3 2.2 -4.3%
So. Side Milwaukee        1,175         1,218 3.6% 2.1 2.0 -4.8%
Downtown Milwaukee           253            925 265.3% 3.6 2.6 -27.8%

Percent 
Change 

(2000-2035)

TABLE 3-14
HOUSEHOLD PROJECTIONS

Source:  Southeastern Wisconsin Regional Planning Commission and U.S. Census 2000

Number of Households Average Household Size   Percent 
Change 

(2000-2035)
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FIGURE 3-3 
POPULATION IN THE KRM CORRIDOR 
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FIGURE 3-4 
HOUSEHOLDS IN THE KRM CORRIDOR 
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3.3.2 Income and Tax Base 

The 1999 median household income for residents in the KRM corridor in Wisconsin was 
$42,625.  Table 3-15 summarizes these findings. 
 

1/2 Mile Station Area
Median Household 

Income 
Kenosha  $29,757
Somers $46,840
Racine   $26,270
Caledonia $69,823
Oak Creek $49,131
South Milwaukee $39,778
Cudahy $41,332
South Side Milwaukee $35,390
Downtown Milwaukee $52,175
Source:  Demographics Now

HOUSEHOLD INCOME
TABLE 3-15

 
  
The 2004 local property tax assessment ratios for the station area communities are show below 
in Table 3-16. 
 

Station Area

Assessment   
Ratio         
(2004)

City of Kenosha 0.9944
Town of Somers Not Available
City of Racine 0.9694
Village of Caledonia 0.9519
City of Oak Creek 0.9341
City of Cudahy 0.8717
City of South Milwaukee 0.9023
City of Milwaukee 0.9684
Source:  Southeast Wisconsin Regional Planning 
Commission

TABLE 3-16
TAX ASSESSMENT RATIOS

 

3.3.3 Labor Force 

Diverse employment opportunities exist in the KRM corridor.  However, Kenosha, Racine, and 
Milwaukee counties employ approximately 60% of their residents in the following industries:  
(1) Education and health, (2) Manufacturing, and (3) Trade, transportation, and utilities.  
Table 3-17 displays the employment distribution by industry.  
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Employment Categories Kenosha County Racine County Milwaukee County
Construction 2,314 (4.4%) 3,915 (5.2%) 12,390 (2.5%)
Education and Health 12,908 (24.4%) 14,752 (19.4%) 121,270 (24.7%)
Financial Activities 1,555 (2.9%) 2,448 (3.2%) 37,553 (7.6%)
Leisure and Hospitality 6,393 (12.1%) 6,647 (8.8%) 41,940 (8.5%)
Manufacturing 10,232 (19.3%) 19,013 (25.1%) 64,448 (13.1%)
Services 5,268 (10%) 8,661 (11.3%) 89,366 (3.3%)
Public Administration 3,045 (5.7%) 4,178 (5.5%) 22,585 (4.6%)
Trade, Transportation, and Utilities 10,656 (20.1%) 15,259 (20.2%) 89,813 (18.3%)
Other 590 (1.1%) 1006 (1.3%) 12,559 (2.5%)
Total 52,961 (100%) 75,879 (100%) 491,924 (100%)

EMPLOYMENT BY INDUSTRY

Number of Employees

Source:  Wisconsin Department of Workforce Development, Office of Economic Advisors (Quarterly Census of Employment and Wages) and 

TABLE 3-17

 
Kenosha, Racine, and Milwaukee counties all have unemployment rates above the state 
average of 3.2%.  Specifically, five of the eight station area communities are at 3.8% 
unemployment or above.  The Town of Somers is the highest, with 6.9% of its prospective work 
force without jobs.  Table 3-18 shows the unemployment rates for the state of Wisconsin, 
Kenosha, Racine, and Milwaukee counties, as well as the station area communities.  
 

Wisconsin 3.2%

Kenosha County 3.9%
Racine County 4.1%
Milwaukee County 4.5%

City of Kenosha 4.2%
Town of Somers 6.9%
City of Racine 4.5%
Village of Caledonia 3.8%
City of Oak Creek 1.6%
City of Cudahy 2.9%
City of South Milwaukee 2.8%
City of Milwaukee 6.0%
Source:  U.S. Census Bureau, 2000

 WISCONSIN UNEMPLOYMENT RATES

Location Unemployment Rate

TABLE 3-18

 
 
Figures 3-5, 3-6 and 3-7 show the employment in the KRM corridor, employment density and 
the location of potential workers. 
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FIGURE 3-5 
EMPLOYMENT IN THE KRM CORRIDOR 

 
 
 
 



3-31 

FIGURE 3-6 
EMPLOYMENT DENSITY IN THE KRM CORRIDOR 
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FIGURE 3-7 
NUMBER OF WORKERS IN THE KRM CORRIDOR 
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3.3.4 Community Services 

The station area communities of Kenosha, Racine, Somers, Caledonia, Oak Creek, South 
Milwaukee, Cudahy/St. Francis, and Milwaukee are provided with abundant community 
services.  All communities have a mayor/city council form of government.  Electric and gas 
service in the project area is provided by We Energies and telephone service is provided by 
Ameritech.  
 
City of Kenosha residents are provided with standard services along with public libraries, a 
public museum, recreation programs, a public marina, and a municipal airport.  In addition, the 
City employs 184 full-time personnel in the police department and 143 in the fire department.   
 
The Town of Somers has a recreation department, garbage and recycling pick-up, building 
inspector, and street maintenance and snow removal. 
 
The City of Racine provides its residents with standard services, street lighting, a park system, 
recreational programs, and a parking system.  There are 205 sworn police officers and 168 
full-time firefighters.  
 
The Village of Caledonia provides a full-service highway street maintenance and snow removal 
department, an engineering department, a building inspection department, and a parks and 
recreation department.  The Town is served by 28 full-time police officers, 2 volunteer 
firefighters and 38 emergency medical technicians. 
 
The City of Oak Creek has a planning commission, a comprehensive plan, and a zoning 
ordinance.  The city provides it’s residents with standard services, a public library, and a park 
and recreation program.  The Oak Creek Health Department runs two clinics each month to 
provide immunizations for all residents.  The Department also provides health services for 
students of the Oak Creek-Franklin Joint School District.  The City has 49 police officers and 
43 firefighters. 
 
The City of South Milwaukee also provides street maintenance, rubbish collection, and snow 
removal.  More than 126 persons actively serve on 19 official boards and commissions to help 
serve the needs of the community.  There are 34 police officers and 30 firefighters employed by 
the City. 
 
The City of Cudahy provides standard services such as a municipal library, Health Department, 
street maintenance, and snow removal.  The City employs 40 full-time police officers and 
23 firefighters. 
 
The City of Milwaukee provides services such as street maintenance, snow removal, street 
lighting, and public libraries.  The recreation department provides a variety of activities for 
residents.  Milwaukee has the largest police department in the KRM corridor with 2,762 officers 
and a fire department with more than 1,108 full-time personnel. 

3.4 Environmental Justice 

3.4.1 Legal and Regulatory Requirements 

Executive Order 12898 on Environmental Justice requires that federal agencies consider and 
address disproportionate adverse environmental effects of proposed federal projects on minority 
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and low-income communities.  The order, “Federal Actions to Address Environmental Justice in 
Minority populations and Low-Income Populations” (February 11, 1994), states:  
 
To the greatest extent practicable by law each federal agency shall make achieving 
environmental justice part of its mission by identifying and addressing, as appropriate, 
disproportionately high adverse human health or environmental effects of its programs, policies 
and activities on minority populations and low income populations (subsection 1-101).  
 
Each federal agency shall conduct its programs, policies and activities that substantially affect 
human health or the environment, in a manner that ensures such programs, policies and 
activities do not have the effect of excluding persons (including populations) from participation 
in, denying persons (including populations) the benefits of, or subjecting persons (including 
populations) to discrimination under, such programs, policies, activities, because of their race, 
color, or national origin (subsection 2-2).  
 
The intent of the Department of Transportation Final Order on Environmental Justice [DOT 
Order 5608.1, “Environmental Justice” (February 15, 1997)] is to integrate the goals of 
Executive Order 12898 into DOT operations including:  
 

NEPA, Title VI…, ISTEA and other DOT applicable statutes, regulations and guidance 
that concern planning; social, economic, or environmental matters; public health or 
welfare; and public involvement.  

 
To meet both the requirements of NEPA and Executive Order 12898, this section addresses the 
characteristics of the affected communities, potential effects on minority and low-income 
communities and potential mitigation measures.  

3.4.2 Community Characteristics 

To determine if disproportionately high effects would be borne by historically disadvantaged 
communities, 2000 U.S. Census data was used to define areas of low-income or minority 
populations adjacent to the proposed KRM alternatives.  Ethnic composition and income 
characteristics within the impact assessment area have been identified in accordance with 
definitions established by DOT and the U.S. Environmental Protection Agency (USEPA) 
guidance on Environmental Justice.  To determine areas of predominantly minority or 
low-income populations, ethnic and income characteristics were identified and compared to the 
overall characteristics within the KRM corridor.  

Minority Populations 

DOT Order 5680.1 on Environmental Justice defines minority populations as those that are:  
 

• Black (having origins in any of the black racial groups of Africa);  
• Hispanic (Mexican, Puerto Rican, Cuban, Central or South American or other Spanish 

culture or origin, regardless of race);  
• Asian American (having origins in any of the original people of the Far East, Southeast 

Asia, the Indian Subcontinent or the Pacific Islands); or  
• American Indian and Alaskan Native (having origins in any of the original people of North 

America and who maintains cultural identification through tribal affiliation or community 
recognition).  

 
Based on 2000 Census data, ethnic characteristics of the populations in the KRM corridor are 
summarized below in Tables 3-19 and 3-20.   
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County
Total 

Population White Black American 
Indian Asian Other Total 

Minority
Percent 
Minority

Kenosha 149,577 132,193 7,600 564 1,381 4,924 14,469 9.7%
Racine 188,831 156,796 19,777 687 1,363 6,972 28,799 15.3%
Milwaukee 940,164 616,973 231,157 6,794 24,145 39,931 302,027 32.1%

City
Kenosha 90,352 75,566 6,943 398 893 4,366 12,600 13.9%
Somers 9,059 8,295 293 25 112 174 604 6.7%
Racine 81,855 56,408 16,634 328 497 5,841 23,300 28.5%
Caledonia 23,614 22,240 470 98 301 216 1,085 4.6%
Oak Creek 28,456 26,169 519 169 680 484 1,852 6.5%
So. Milwaukee 21,256 20,153 222 123 147 289 781 3.7%
Cudahy 18,429 17,303 175 150 154 267 746 4.0%
Milwaukee 596,974 298,379 222,933 5,212 17,571 36,428 282,144 47.3%
Source:  2000 U.S. Census

TABLE 3-19
MINORITY POPULATION BY COUNTY AND CITY 

 
 

1/2 Mile Station Area Minority Non-Minority
Kenosha 579 960 38%
Somers 63 353 15%
Racine 754 350 68%
Caledonia 25 268 9%
Oak Creek 22 143 13%
South Milwaukee 91 1351 6%
Cudahy 74 1063 7%
South Side Milwaukee 249 1355 16%
Downtown Milwaukee 57 197 22%
Source:  SEWRPC, 2000 U.S. Census

TABLE 3-20
MINORITY HOUSEHOLDS WITHIN 1/2 MILE OF PROPOSED STATIONS

Number of Households Percent Minority 
Households

 
 

Low Income Population 

Census data from 2000 was consulted to determine the number of families and individuals living 
below the poverty line in the KRM corridor.  The poverty threshold for this study was $13,410 for 
a three-person family with one minor child.  Table 3-21 summarizes the number of families and 
individuals below the poverty level for the three KRM corridor counties and eight municipalities 
in Wisconsin.  Poverty was shown to be highest for Milwaukee County, the City of Milwaukee 
and the City of Racine.   
 

 



3-36 

County Number Percent Number Percent
Kenosha 2,094 5.4% 10,915 7.5%
Racine 2,908 5.8% 15,491 8.4%
Milwaukee 26,454 11.7% 139,747 15.3%

City
Kenosha 1,594 7.0% 8,328 9.5%
Somers 53 2.4% 459 5.6%
Racine 2,206 10.8% 11,120 13.9%
Caledonia 141 2.1% 841 3.6%
Oak Creek 92 1.2% 868 3.1%
South Milwaukee 254 4.5% 1,247 6.0%
Cudahy 276 5.6% 1,505 8.2%
Milwaukee 23,687 17.4% 123,664 21.3%
Source:  2000 U.S. Census

TABLE 3-21
FAMILIES/INDIVIDUALS BELOW POVERTY LEVEL

Families Below Poverty Individuals Below 

 
 
 

Table 3-22 presents low income household Census data near KRM station areas, which is 
determined by a circle of one-half mile radius centered on each station site.  In this case, low 
income is defined more broadly to include households at 1½ times the Census poverty level.  
Station areas are listed in descending order of the percent of low income households.  Racine 
exhibited the highest proportion of low income households at 31%.   
 
Table 3-22 also includes the percentage of households without an auto, which is the same data 
presented on Table 3-9.  This information suggests a correlation between low income and lack 
of a vehicle.  Of the five highest low income station areas, four exhibited a higher percentage 
without an auto.  This indicates that some households which do not have access to an auto are 
not low income, probably due to the presence of higher levels of transit or being within walking 
distance of jobs, shopping, or other activities.  For example, households in the downtown 
Milwaukee KRM station area included 15.4% low income and 30.4% without an auto.   
 
The situation in the Racine station area is reversed, that is, there are a higher percentage of low 
income households than households without an auto (i.e., 31.1% versus 25.5%, respectively).  
Thus it can be inferred that low income households in the Racine station area may not have 
jobs available to them locally and have limited access to jobs beyond there immediate area.  
Evidence of local job availability in Racine is seen by Racine consistently ranking as having the 
highest unemployment among cities in Wisconsin (see Section 3.3.3).  While Racine is served 
with a local bus system, transit links to areas outside of the Racine area are limited to the 
privately-operated Wisconsin Coach line.  Access to regional job centers is viewed as a 
principal benefit that KRM service could provide. 
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3.5 Neighborhoods and Community Resources 

Neighborhoods are described by station area and are often described in small groups of 
adjacent, similar neighborhoods.  The description of each neighborhood includes physical 
barriers and notable landmarks.  Physical barriers include major roadways, bodies of water or 
structures that may physically separate or split neighborhoods or community facilities, isolate a 
portion of an ethnic group or neighborhood and/or change the quality of life or character of a 
neighborhood.  Landmarks include buildings, structures and attractions that are associated with 
a specific area and recognized as contributing to the character of the community. 

3.5.1 Location Relative to Proposed Stations 

TSM Alternative 

The TSM Alternative would increase the level of bus service through several existing 
neighborhoods in the KRM Corridor.  The neighborhoods the proposed TSM park and ride lots 
would be located in are described below in the commuter rail section. 

Commuter Rail Alternative 

The neighborhoods surrounding the rail corridor have coexisted with railroad traffic for decades.  
This section will focus on the neighborhoods near the commuter rail stations.   

Kenosha Station Area 

The Kenosha station area is bordered on the west by the Columbus neighborhood, on the east 
by Central Business District, and on the north by the Harborside and Washington 
neighborhoods.   
 
West of the railroad, the Columbus neighborhood area contains a mix of single-family and 
multi-family uses, as well as a number of isolated commercial, industrial and public uses.  This 
neighborhood is bordered by 52nd Street on the north and the railroad tracks on the east.  
According to the U.S. Census, 5,972 persons lived in the Columbus neighborhood in the year 
2000.   

TABLE 3-22
HOUSEHOLDS - LOW INCOME AND ZERO-AUTO

Low-Income* Without an Auto
Number % Number %

Racine 1,104 343 31.1% 282 25.5%
South Side 1,604 330 20.6% 390 24.3%
Kenosha 1,540 306 19.9% 341 22.1%
Milwaukee 253 39 15.4% 77 30.4%
South Milwaukee 1,461 190 13.0% 221 15.1%
Cudahy/St. Francis 1,127 88 7.8% 84 7.5%
Somers 417 18 4.3% 11 2.6%
Caledonia 294 9 3.1% 7 2.4%
Oak Creek 165 4 2.4% 3 1.8%
Total 7,965 1,327 16.7% 1,416 17.8%
SOURCE: 2000 U.S. Census *Households below 1.5 of the poverty level. 

House- 
holds

1/2 Mile KRM Station 
Area
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East of the station is the Central Business District.  In the year 2000, 1,909 persons lived in this 
neighborhood, comprising 2.11% of the total population of the City of Kenosha.  This area also 
contains Kenosha’s Civic Center and institutional districts and is bordered by 50th Street on the 
north and the railroad tracks on the west.  The Stationside Village Apartments, a 150-unit 
complex offering two bedroom flats and townhomes are also located here.  South east of this 
area  is the Kenosha Police Station and a mix of small one- to three- story older buildings.  Four 
of the buildings comprise the Pearl Street Historic District. 
 
North of the station are the Harborside and Washington neighborhoods.  The Harborside 
neighborhood is bordered by 52nd Street on the south and the railroad tracks on the east while 
the Washington neighborhood is bordered by 50th Street on the south and the railroad tracks on 
the west.  3,475 persons lived in the Harborside neighborhood and 5,960 lived in the 
Washington neighborhood in the year 2000. 

Somers Station Area 

South of 12th Street near Somers lies the Poerio neighborhood, technically in the City of 
Kenosha.  Poerio Park occupies a large portion of this neighborhood and there is also scattered 
residential development.  This neighborhood is bordered by 12th Street on the north, Lake 
Michigan on the east, and 22nd Avenue on the west.  2,839 people lived in this neighborhood 
and the average household size was 2.32 persons.   
 
East of the railroad tracks and west of Sheridan Road/STH 32 lies an established single family 
neighborhood.  The neighborhood is bordered on the north by 7th Street and on the south by 
12th Street.  The Somers Fire Station is located in this neighborhood, as are a few scattered 
commercial uses.  This neighborhood is completely auto-dependent and aging.     

Racine Station Area 

Northwest/east of the station is the Lincoln-King neighborhood.  This neighborhood was named 
for the statues of both Abraham Lincoln and Dr. Martin Luther King Jr. that stand here.  It is 
bordered on the west and south by State Street and on the east by Douglas Avenue.  The 
neighborhood is primarily composed of stable, residential housing units for single families.  This 
neighborhood has been the site of revitalization efforts in recent years. 
 
Southwest of the station is the West 6th Street neighborhood.  This neighborhood is bordered on 
the north by State Street, on the west by Island Park, and on the south and east by the Root 
River.  There are primarily single and multi-family houses located here.  The Lighthouse School, 
a magnet school, has increased the attractiveness of the neighborhood for families.   

Caledonia Station Area 

The area surrounding the proposed Caledonia station is referred to as the Douglas Avenue 
neighborhood.  This neighborhood contains a mix of commercial and industrial uses that border 
Douglas Avenue/STH 32, the major north/south roadway in the area.  On the east side of the 
station area is the newly renovated Greentree Shopping Center.  Also east of proposed station 
is Crawford Park and a mix of vacant land and new residential developments.   

Oak Creek Station/Park and Ride Area 

Most of the land area surrounding the proposed Oak Creek station area is rural in character.  
However, just outside the ½ mile study area surrounding the station lies the Carollville 
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neighborhood, a single family residential neighborhood developed as a “company town” for the 
former Peter Cooper Glue Manufacturing plant.  A new single family housing development 
consisting of twenty homes is under construction in this area. 

South Milwaukee Station Area 

The neighborhood to the northeast of the station contains the office and industrial facilities of 
Bucyrus Erie Corporation.  The company is located on the east side of the railroad tracks 
between Milwaukee Avenue and Rawson Road.  The downtown retail and office core of the city 
is located east and west of the proposed station along Chicago Avenue.  This area is home to a 
variety of restaurants, small businesses, financial institutions and some offices.  Both east and 
west of the downtown core are well maintained, older single-family detached houses.  At the far 
southern end of the study area along Route 32 is the Grant Plaza shopping center with a Pick ‘n 
Save grocery store, in addition to smaller commercial and retail buildings.   

Cudahy/St. Francis Station/Park and Ride Area 

The western segment of the Cudahy/St. Francis station area is largely industrial use and vacant 
land.  The 40-acre Lakeport Village redevelopment site is planned to include a large ice skating 
rink and ancillary retail space.  To the east of the railroad tracks is the Lakeside Commons 
neighborhood which is bordered by Sweet Applewood Lane on the west, Kirkwood Avenue on 
the east, Plankinton Avenue on the north and Holmes Avenue on the south.  This area is home 
to small retail and service establishments, in addition to several banks, some of which have new 
buildings.  To the far east and north east of the proposed station is an area primarily residential 
in nature with older single-family homes and small multi-family buildings.   

South Side Milwaukee Station Area 

West of the proposed South Side Milwaukee station is the Historic South Side neighborhood.  
Bordered on the north and east by Bay Street and on the south by Russell Avenue, this 
neighborhood is home to a mix of single-family, duplex and multi-family housing.  Nearly 90% of 
the housing stock was constructed prior to 1970.  The area north of the station is devoted to 
industrial and transportation uses, including the Port of Milwaukee.   
 
Kinnickinnic Avenue, traversing the southwest quadrant of the study area, is a “Main Street” 
commercial district, featuring late 19th and early 20th century mixed-use buildings fronting the 
street.  This commercial district features about 270,000 square feet of ground floor commercial 
space, most of it in mixed-use buildings.   

Downtown Milwaukee Station Area 

The Downtown Milwaukee station area is located in the CBD of Milwaukee.  The ½ mile study 
area includes a portion of the Fifth Ward and Walkers Point area south of the station and a 
small portion of the Third Ward east of the river and a portion of the Downtown West area north 
of IH-794.  The newly opened and architecturally significant 6th Street bridge now connects 
Downtown to the Menomonee Valley.   
 
The Downtown West area is directly north of the highway.  This is the retail center for Downtown 
Milwaukee, with The Shops of Grand Avenue and other ground level retail stores.  Other 
significant neighborhood landmarks include the Midwest Airlines Center, the U.S. Cellular 
Arena, and the Bradley Center.   
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The Historic Third Ward is located at the far southeast quadrant of the ½ mile station area east 
of the river starting at St. Paul Avenue.  This area has seen extensive redevelopment of older 
warehouse and factory buildings into residential lofts, condominiums and mixed-use projects.  
New residential construction is also evident throughout the area, especially along the river.   

3.6 Visual and Aesthetic Qualities 

This section describes the visual characteristics and aesthetic resources of the project corridor. 

3.6.1 Visual Environment 

TSM Alternative 

The TSM Alternative follows an alignment that travels through the downtowns of Kenosha, 
Racine, and Milwaukee, along with Somers, Caledonia, Oak Creek, South Milwaukee, and 
Cudahy.  In addition, there are also areas where the route passes through rural areas in 
Kenosha and Racine Counties.   
 
The site of the proposed Oak Creek park and ride lot (seen in Figure 3-8 below) is currently 
undeveloped and rural in character.  Agricultural and vacant lands are located northeast and 
southeast of the station and rural homes and farmsteads dominate the land uses to the west.  
 
The site of the proposed Cudahy/St. Francis park and ride lot near Kinnickinic Avenue is 
currently undeveloped urban land.  
 
 
 
 
 
 

 

Commuter Rail Alternative 

The Commuter Rail Alternative would utilize the existing Union Pacific railroad alignment as it 
travels approximately 33 miles from Kenosha to Milwaukee.  This alignment travels through 
agricultural, industrial, residential, and commercial land.  The visual environments surrounding 
the corridor can be grouped into three general categories:  rural rail corridor, urban rail corridor, 
and station locations.  The characteristics of these environments are described below. 

FIGURE 3-8   
SITE OF PROPOSED OAK CREEK PARK AND RIDE 
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Rural Rail Corridor 

The area between the proposed Somers and Racine rail stations and Caledonia and Oak Creek 
rail stations is largely rural in character.  The land abutting the rail corridor is a mix of farmland 
and wooded areas with small pockets of low density development. 

Urban Rail Corridor 

As the railroad travels through major cities along the KRM corridor, notably Kenosha, Racine, 
and Milwaukee, it is surrounded by industrial, commercial, and residential buildings.  The areas 
adjacent to the rail corridor have been developed for many years.  Though much of the corridor 
has dilapidated buildings, there has been increased interest in redevelopment in several 
communities.  

Station Locations 

The following several pages describe notable features of each proposed rail station and park 
and ride facilities.  Pictures of some of these notable features are also included. 
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Kenosha Station Area 

The downtown Kenosha station area is urban in character and contains the City’s civic center, 
its historic “Main Street” business district, a portion of its harbor on Lake Michigan, and relatively 
dense residential neighborhoods.  The existing station is in average condition.  To the 
immediate north east of the station are attractive medium-density townhouses.  Also nearby are 
the county courthouse, police department, and public museum.  These institutional uses are 
housed in historic buildings.    
 
 
 
     
 
    
 
 
 
 

Medium-density new townhouses 
northeast of station 

East of the station, the Kenosha Public Museum displays 
a façade typical of the institutional buildings in this area 

Existing Kenosha rail station 
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Somers Station Area 

The area surrounding the proposed Somers station is largely rural in character.  East of the site 
is Sheridan Road/STH 32 which is an aging, underutilized commercial corridor.  There is a small 
car dealership, an old motel along Lake Michigan, and several storage units.  
 
At 12th Street, the area west of the proposed site is primarily agricultural.  In recent years, the 
land has been used to grow soybeans.  Across the tracks to the east of the proposed station is 
the modern Somers Fire Department building.  Directly behind the fire department is a small 
children’s park.   
 
 
 
    
 

Agricultural uses dominate west of the 
railroad tracks 

Somers Fire Station, east of railroad 
tracks at 12th Street 

Auto dealership located on Sheridan 
Road, east of railroad tracks 

Sheridan Road, looking north from 
12th Street 
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Racine Station Area 

The Racine station area is urban in character.  The area boasts a historic train station and a 
new Transit Center adjacent to the station.  A new retail shopping center has been developed 
west of the station and includes a McDonalds and Walgreens.  Southwest of the station is a 
former publishing factory along Mound Avenue that has been adapted for reuse as office space.  
The Root River and several parks are also nearby the station. 
 
 
 
 
 
 
 
 
    
 
 

This former publishing house factory 
has been converted to mixed-use

Local parks provide scenic views 
along the Root River 

Renovated historic Racine train station The Racine Transit Center contains a 
new bus terminal 
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Caledonia Station Area 

The Caledonia station area has a mix of urban and rural uses.  East of the railroad is a mix of 
auto-oriented commercial, industrial, and residential land uses at various densities.  The newly 
renovated Greentree Shopping Center, which contains a number of national retail tenants 
including Pick ‘n Save, Kmart, Walgreens, and McDonalds, is located east of the railroad.  
There is a U.S. Post Office south of the proposed station, and the land to the west is primarily 
agricultural, interspersed with a few residential houses.  Running alongside the railroad tracks in 
this area is the Milwaukee-Racine-Kenosha (MRK) Trail, a bicycle/pedestrian path.  More 
information on the MRK Trail can be found in the Public Use Lands sections in Sections 3 
and 4. 
 
 
 
 
 
 
 
 
       
 
 
 
 
 

Agricultural land west of station U.S. Post Office located 
southeast of station 

Railroad tracks and MRK Trail, 
looking north from Four Mile Road 

Greentree Shopping center, located 
east of station 
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Oak Creek Station Area 

The station study area is primarily undeveloped and rural in character and includes Bender Park 
and primarily vacant land.  Bender Park is located southeast of the station and is a major 
regional park along Lake Michigan.  Agriculture and vacant land are located northeast and 
southeast of the station and rural homes and farmsteads are the dominant land uses to the 
west.  There is a rural residential neighborhood southwest of the station. 
 
 
 
 
 
 
      
 
 
 
 
 

Oak Creek station site 

Bender Park, located within a ½ mile of 
the proposed station 

Rural farmhouse located on 
Chicago Rd. 

Agricultural land northeast and 
southeast of station 
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South Milwaukee Station Area 

The South Milwaukee station area is urban in character.  The City has an existing historic 
station building previously used for passenger rail service in the downtown.  This building is 
currently private commercial use.  The new station location would be on the west side of the 
railroad tracks, across from the historic building.  North of the station is Bucyrus Mining, an 
established industrial center that abuts the railroad tracks.  Also north of the station is 
Milwaukee Avenue, which sustains in-line retail, service, office, and restaurant uses.  To the 
west of the proposed station are older, obsolete industrial uses that may provide redevelopment 
opportunities in the near and long term future.  East of the station are several vacant and 
under-utilized properties that could be developed.   
 
 
 
 
 
 
 
 
 

South Milwaukee’s historic train station is now 
used for commercial purposes

Bucyrus Mining industrial site located 
north of station 

Milwaukee Avenue, located north of station 
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Cudahy/St. Francis Station Area 

The Cudahy/St. Francis station area is urban in character and contains a mix of residential, 
industrial, civic, and commercial uses.  South of the station is Patrick Cudahy, Inc., a large 
industrial food-processing plant that abuts the railroad.  To the west of that is a large vacant lot 
that is being developed into a major ice skating facility.  Southeast of the station is a new public 
library that was constructed to serve as a focal point for the downtown.  Across from this are 
new townhouses and condominiums.  To the north and east of the proposed station are Layton 
and Packard Avenues, currently traditional mixed-use downtowns and the focus of revitalization 
efforts.     
 
 
 
 
 
 
 
 
       
 
 
 
 
 

Cudahy’s historic train station is now 
used for commercial purposes 

Packard Avenue and portions of Layton 
Avenue (north of station) are the city’s 

downtown 

The new public library is a focal point 
of the downtown area 

Patrick Cudahy, Inc. is located south 
of the station 
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South Side Milwaukee Station Area 

The South Side Milwaukee station area is urban in character and includes a mixture of 
residential, commercial and industrial buildings.  Most of the land in the north and northwest 
portions of the station is industrial. Some of the station area’s industrial space is underutilized or 
vacant. 
 
East Bay St. contains a wide boulevard with a landscaped median.  The lack of consistent 
building setbacks, or a “street wall”, along this street creates a less than ideal environment for 
pedestrians.  Gateway points along the Kinnickinnic Avenue commercial district are located at 
East Bay Street, East Lincoln Avenue, and East Russell Street.  The streetscape in the 
commercial district is hampered by narrow sidewalks and interfering utility poles, but is generally 
attractive, with special features such as the pocket park at the intersection of Kinnickinnic and 
Lincoln Avenues. 

Revitalizing commercial Main Street 

Bay Street separates industrial 
from residential use 

Walkable urban neighborhood 

Lincoln Avenue Viaduct
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Downtown Milwaukee Station Area 

The urban site for the downtown Milwaukee station is the existing Amtrak station located on 
West St. Paul Avenue.  The station area consists of a mix of uses, but also a significant number 
of underutilized parcels of land.  The current Amtrak building is not visually appealing and is in 
need of renovation and expansion.   
 
Immediately east of the station is the U.S. Post Office, another large and unattractive building.  
East of the post office are several old, vacant buildings that would provide opportunities for 
future development.  North of the station is the central business district of Milwaukee and the 
major freeways in the area.  The award wining 6th Street Bridge is west of the station, and adds 
a pleasing image to this eyesore of an area.  South of the station is the Milwaukee River and 
south of that the area is planned for a new Harley-Davidson Museum.  A bright spot in the area 
is the Third Ward district to the east of the station which has been revitalized in recent years 
with the renovation of several old industrial buildings into condominiums and mixed-use 
buildings. 
 
 
 
 
 
     
 
 
 

Existing Amtrak train station Vacant buildings east of the station 

6th Street Bridge, west of station Third Ward waterfront, east of station 
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3.7 Air Quality 

Air pollution is the contamination of the atmosphere with gases or particulate matter that is 
harmful to the human environment.  The USEPA, through the 1970 Clean Air Act, has 
established National Ambient Air Quality Standards (NAAQS) for seven Criteria Air Pollutants.  
These Criteria Air Pollutants are regulated by USEPA on the basis of information on health and 
environmental effects.  The seven pollutants are: ozone (O3), nitrogen dioxide (NO2), carbon 
monoxide (CO), sulfur dioxide (SO2), inhalable particulate matter (PM10), hydrocarbons (HC) 
and airborne lead (Pb).  Attainment and maintenance of these standards was reinforced by the 
1977 and 1990 Clean Air Act Amendments. 
 
Non-attainment areas, as designated by the USEPA, are areas that violate air quality standards 
for a given pollutant.  An area can be “non-attainment” for one pollutant and “attainment” for 
another.  In Wisconsin, there are four pollutants that have at least one “non-attainment” area 
designated.  However, only CO and O3 areas are related to transportation projects. 
 
Presently, only one area in Wisconsin, located in Milwaukee County is classified as 
non-attainment for CO.  The area roughly bordered by North 75th Street, West Beckett Street, 
West Perkins Avenue, North 77th Street, West Hope Avenue, and Marion Street is classified as 
not meeting primary CO standards.  Five counties in southeastern Wisconsin are classified as 
not meeting primary O3 standards.  These include Ozaukee, Waukesha, Milwaukee, Racine 
and Milwaukee Counties. 

3.8 Noise 

3.8.1 Noise Fundamentals 

Noise is defined as unwanted sound.  Sound occurs whenever pressure waves are generated in 
air.  Noise associated with a transit project is normally generated from moving vehicles (i.e., 
DMUs for the proposed action) as well as supporting services such as maintenance facilities.  
Sound pressure levels are used to measure the intensity of sound and are described in terms of 
decibels.  The decibel (dB) is a logarithmic unit which expresses the ratio of the sound pressure 
level being measured to a standard reference level.  Sound pressure waves may be of various 
frequencies with the human ear responding to a limited range of frequencies.  Those 
frequencies to which the human ear does not respond must be filtered out when measuring 
noise levels.  It has been found that what is referred to as “A-scale weighting” on a sound level 
best approximates the frequency response of the human ear.  Sound levels measured on the 
A-scale are designated by the term dBA.  
 
Human response to a change in noise level depends on a number of factors including the 
frequency of the sound, the magnitude of the change, the time of day at which the change takes 
place, whether the noise is continuous or intermittent, and the individual's ability to perceive the 
change.  Human ability to perceive changes in noise levels varies widely with the individual, as 
does response to the perceived changes.  Generally, a 3 dBA change in noise level would be 
barely perceptible to most listeners whereas a 10 dBA change normally is perceived as a 
doubling (or halving) of noise levels and is considered a substantial change.  These guidelines 
(Table 3-23) permit direct estimation of an individual's probable perception of changes in noise 
levels. 
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TABLE 3-23 
LOUDNESS AS A FUNCTION OF DECIBEL CHANGES 

 

Relative Loudness
0  Reference 
3  Barely perceptible change
5  Readily perceptible change
10  A double or half as loud
20  Four times or 1/4 as loud
40  Eight times or 1/8 as loud 

Change in 
Decibels (dBA)

Source:  Federal Highway Administration, June 1995  
 
Since the dBA noise metric describes a noise level at just one moment, and very few noises are 
constant, other ways of describing noise over extended periods are needed.  One way of 
describing fluctuating sound is to describe the fluctuating noise heard over a specific time 
period, as if it had been a steady, unchanging sound.  For this condition, a descriptor called the 
equivalent sound level, Leq, can be computed.  The Leq descriptor is the constant sound level 
that, in a given situation and time period {e.g., one-hour Leq [Leq(1)], or 24-hour Leq  [Leq(24)]}, 
conveys the same sound energy as the actual time-varying sound.  
 
The Leq(1) descriptor has been identified by the FTA as one of the appropriate criteria for 
estimating the degree of speech interference, or annoyance that increased noise levels from rail 
traffic would cause in the neighborhoods. 
 
It is also often useful to account for the difference in response of people in residential areas to 
noise that occurs during sleeping hours and noise that occurs during waking hours.  To this end, 
a descriptor – the day-night noise level (Ldn) – is defined.  Ldn refers to an A-weighted average 
sound level over a 24-hour period, with a 10-dBA penalty weighting applied to nighttime 
(10:00 PM – 7:00 AM the next day) sound levels.  The 10-dBA weighting accounts for the fact 
that noise at night sounds louder because of generally lower background noise.  The FTA has 
adopted the Ldn descriptor as the appropriate metric for estimating the degree of nuisance or 
annoyance that increased noise levels from transit operations can be expected to cause in a 
residential neighborhood.  Table 3-24 summarizes the applicable noise metrics for each 
corresponding land use type. 
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TABLE 3-24 
FTA LAND USE CATEGORIES AND METRICS FOR TRANSIT NOISE IMPACT CRITERIA 

 

Description of Activity Category

1 Outdoor Leq (1)

Tracts of land where quiet is an essential element in their intended purpose.
This category includes lands set aside for serenity and quiet, and such land
uses as outdoor amphitheaters and concert pavilions, as well as National
Historic Landmarks with significant outdoor use. Also included are recording
studios and concert halls.

2 Outdoor Ldn
Residences and buildings where people normally sleep. This category
includes homes, hotels and hospitals where a nighttime sensitivity to noise
is assumed to be of utmost importance.

3 Outdoor Leq (1)

Institutional land uses with primarily daytime and evening use. This category
includes schools, libraries, theaters, and churches where it is important to
avoid interference with such activities as speech, meditation and
concentration on reading material. Places for meditation or study associated
with cemeteries, monuments, museums, campgrounds and recreational
facilities can also be considered to be in this category. Certain historical
sites and parks are also included.

Source: US Department of Transportation, FTA, May 2006.

Land Use 
Category

Noise Metric 
(dBA)

p p y

 

3.8.2 Transit Noise Regulation and Impact Criteria 

Operational Activities 

The FTA has developed a series of noise assessment procedures and noise impact criteria that 
are applicable to transit projects.  FTA’s noise impact criteria, shown in Figure 3-9, are based on 
a comparison of the existing and future outdoor noise levels with the proposed project.  The 
criteria are defined by two curves that designate different levels of project noise that result in “no 
impact,” “moderate impact” and “severe impact” conditions.  According to the FTA’s guidance 
(May 2006), mitigation should be considered or implemented if the project would result in a 
"moderate impact" or a “severe impact”. 
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FIGURE 3-9   
NOISE IMPACT CRITERIA FOR TRANSIT PROJECTS 

 

 

3.8.3 Existing Conditions 

Initial review of the project area was conducted using aerial photography and field observations. 
The review identified and validated the existing land use categories along the project corridor 
according to the FTA guidance.  The preliminary field investigations determined that the existing 
major noise source affecting receptors in these sensitive land uses on a regular basis is 
adjacent highway or local roadway traffic.  Other noticeable noise sources include human 
activities around each receptor and they are more dominant to those receptors in a relatively 
quiet rural neighborhood.  Existing limited and irregular train operations along the UPR line also 
contribute to the ambient existing noise to the neighborhoods adjacent to the corridor.  
 
A total of 10 locations within Category 2 and 3 land uses that are adjacent to the corridor tracks 
were selected for ambient noise measurements (see Exhibit 4, Detailed Study Alternatives – 
Commuter Rail).  These receptors were selected to be representative of the noise conditions 
that exist along the project corridor.  The noise measurement methodology at these 10 locations 
followed the procedures defined by the FTA using both Ldn and Leq(1) metrics as appropriate. 
Ldn levels were measured at each selected Category 2 receptors and Leq(1) levels were 
collected at each Category 3 receptors.  Quest 2900 sound level meters with the data log 
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capability were used for recording both Ldn and Leq(1) levels (Table 3-25).  The measured 
noise levels indicate that: 
 

• Receptors along the corridor in an urban setting would have relatively high ambient 
noise levels (dB) in low 60’s with one exception at Site 6.  The high ambient noise level 
recorded at Site 6 was contributed from the traffic along Packard Avenue as well as the 
neighborhood activity noise. 

• Receptors along the corridor in a rural- or suburban-type land setting would have 
relatively low ambient noise condition (dB) in 50’s. 

 
TABLE 3-25 

AMBIENT NOISE MEASUREMENTS 
 

Site # Location Community
1 4038 11th Avenue 2 Kenosha 63
2 1855 15th Avenue 2 Kenosha 64
3 1535 Melvin Avenue 2 Racine 60
4 10537 South Barton 2 Oak Creek 55
5 Park 3 Oak Creek 53
6 5252 Packard Avenue 2 Cudahy 72
7 4312 South Kinnickinnic 2 Cudahy 62
8 Cemetery 3 Cudahy 61
9 1603 East Oklahoma Avenue 2 Milwaukee 64

10 2223 Lenox 2 Milwaukee 61

Land Use 
Category

Noise Level 
(dBA)

 

3.9 Vibration 

3.9.1 Vibration Fundamentals 

Ground-borne vibration from rail systems results primarily from the wheel-rail interaction and is 
influenced by such factors as wheel and rail roughness, truck dynamic characteristics, rail 
support stiffness, transit structure design, soil characteristics, and building structure (receptor) 
design.  In general, ground-borne vibration originates from the wheel-rail interface, passes 
through the rail and rail fasteners, and into the rail (e.g., ballasted track, elevated track, etc.) 
structure, which radiates vibration energy into the soil.  The face of the nearest foundation or 
underground building wall responds to the incident ground-borne vibration and propagates the 
waves throughout the building.  The resulting ground-borne vibration is a function of the 
magnitude of the energy source, distance from the source, response characteristics of the 
transmitting media (rock/soil), and response characteristics of the structural element (building).  
 
Vibration consists of rapidly fluctuating motions with an average motion of zero.  There are 
several different methods that are used to quantify vibration amplitude.  One method uses the 
peak particle velocity (PPV) in inches per second (in/sec) to describe the maximum 
instantaneous positive or negative peak of the vibration signal.  PPV is often used in monitoring 
of blasting vibration since it is related to the stresses that are experienced by buildings.  
However, such a measure is not suitable for evaluating human responses.  It takes a longer 
time interval for humans to respond to a vibration signal and therefore the average vibration 
amplitude is more appropriate for assessing human response.  Because the net average of a 
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vibration signal is zero, the Root Mean Square (RMS) amplitude is used to describe the 
“smoothed” average vibration amplitude. 
 
The FTA guideline specifies RMS velocity in the metric of VdB (Velocity Level in Decibel) 
defined as: 

VdB = 20 log10 (  
v

 v 
ref

) 

where: 
v is the vibration velocity amplitude in inch/sec.  
vref is the reference velocity at 10-6 inch/sec.  

3.9.2 Vibration Regulation and Impact Criteria 

Operational Activities 

The FTA vibration guideline applicable for mass transit operations is based on the maximum 
vibration levels by land use categories (Table 3-26).  The criteria for vibration are expressed in 
terms of RMS velocity levels in decibels (VdB) referenced to 10-6 inch per second. 
 

TABLE 3-26 
FTA GROUND-BORNE VIBRATION IMPACT CRITERIA  

 

Land Use Category Frequent Events1 Occasional Events2 Infrequent Events3

Category 1: Buildings where low 
ambient vibration is essential for 
interior operations

65 VdB4 65 VdB4 65 VdB4

Category 2: Residents and buildings 
where people normally sleep 72 VdB 75 VdB 80 VdB

Category 3: Institutional land uses with 
primarily daytime use 75 VdB 78 VdB 83 VdB

Vibration Impact Levels (VdB re 1 micro inch/sec)

1 “Frequent Events” is defined as more than 70 vibration events per day. Most rapid transit projects fall into this 
category.

3 “Infrequent Events” is defined as fewer than 30 vibration events per day. This category includes most commuter rail 
branch lines.

4 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 acceptable 
vibration levels.

2 “Occasional Events” is defined as between 30 to 70 vibration events per day. Most commuter trunk lines have this 
many operations.

 

3.9.3 Existing Conditions 

Existing limited and irregular train operations along the UPR line, which is the rail corridor that is 
immediately adjacent to the proposed alignment under the proposed action, includes operations 
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of unit coal trains and rock trains traveling between Kenosha and Oak Creek, locomotives 
between Oak Creek and St. Francis, and passenger trains.  

3.10 Ecosystems 

3.10.1 Upland Habitat 

The KRM corridor traverses the Southern Lake Michigan Coastal Ecological Landscape which 
covers much of Kenosha, Racine, and Milwaukee counties in southeastern Wisconsin.  Along 
Lake Michigan the glacial lake influence is apparent with ridge and swale topography, clay 
bluffs, and lakeplain.  Inland, the glacial lake influence is replaced by ground moraine with 
silt-loam soils.  Historically, the northern portion of this landscape was dominated by sugar 
maple-basswood-beech forests while the southern portion was dominated by oak forest, oak 
savanna, and prairies (WDNR, 2006). 
 
The KRM project area has been highly modified by human activities.  The prairies, forests, and 
oak savannas that once existed in the area have been replaced by dairy and grain agriculture 
and rapid urban development.  The right-of-way of the existing rail corridor is extensively 
disturbed by normal railroad maintenance and operations.  Plant and tree growth is controlled to 
provide easy access to the rail; common and weedy plant species characterize the right-of-way.  
Throughout much of the alignment, commercial, industrial, and residential land use abuts the 
rail right-of-way with large tracts of cropland also present. 
 
The proposed KRM rail will be constructed within the existing Union Pacific railroad right-of-way.  
Because of the extensive disturbance that has occurred within the right-of-way and the fact that 
all KRM construction will occur on the existing railroad embankment (the new rail will be laid 
next to the existing rail; no changes in the right-of-way or toe of the slope are expected), it was 
not surveyed for sensitive biological resources.  Instead, the field survey focused on those areas 
where new land will be required, primarily the locations of new transit stations and parking 
areas.   
 
A field reconnaissance to evaluate the proposed transit locations and parking areas was 
performed in July and September 2006.  Most of proposed station sites are in highly urbanized 
areas with minimal vegetation.  Where vegetation is present, it is often characterized by weedy 
opportunistic species.  Only a few proposed station sites supported plant communities and 
wildlife habitat.  A description of each proposed station site is included below.  

Kenosha Station Area 

This site houses the existing Kenosha Train Station and associated infrastructure and is 
completely developed with no natural areas remaining.  The area supports mown grass in front 
and a few weedy plant species along the railroad embankment.  The project will utilize the 
existing station; new construction will not occur. 

Somers Station Area 

This site is an agricultural field that is currently under cultivation.  At the time of the survey, the 
field was planted in soybeans.  Upland soils characterize the site.  The Pike River is located 
approximately 600 feet west of this site, although the SEWRPC-designated primary 
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environmental corridor associated with this water body extends to within 300 feet of the 
proposed station location.   

Racine Station Area   

This site is in a highly urbanized area surrounded by residential and commercial development.  
An open field that has been mowed and contains no significant habitat is located on the site.  
Another part of this site has been cleared in the past but currently supports a disturbed 
community with common and weedy herbaceous species, and scattered shrubs and trees.  
Gravel piles and railroad ties litter the property.  Fill material is present throughout the area.   
 
The dominant herbaceous species encountered during the survey include Kentucky bluegrass, 
chicory rough-fruited cinquefoil, common milkweed, white sweet clover, red clover, field 
bindweed, timothy, wild carrot, Canada goldenrod, tall goldenrod, yellow goatsbeard, common 
plantain, and yarrow.  Blue vervain was found growing along the southern end of the site.  
Dominant shrubs and trees include staghorn sumac, cottonwood, mulberry, elm, and box elder.  

Caledonia Station Area  

This site is surrounded by agricultural land and commercial properties.  One commercial 
building and an associated gravel driveway and parking area is included on the eastern half of 
the site.  The area near the business is disturbed with debris littering the ground.  
 
The 5-mile long Milwaukee-Racine-Kenosha (MRK) trail parallels the railroad tracks on the 
western border of the site.  The gravel trail is part of the Racine County trail system, beginning 
at Layard Avenue in Racine, and continuing north, parallel to the tracks to Seven Mile Road.  
 
West of the commercial business to the bike trail the site is undeveloped with both wooded and 
shrub-scrub habitat.  Common plant species include honeysuckle, wild carrot, garlic mustard, 
sweet white clover, milkweed, bergamot, teasel, catnip, Canada goldenrod, tall goldenrod, 
grass-leaved goldenrod, fox grape, redtop, common mullein, timothy, wild bergamot, and rough 
cinquefoil.  
 
Common shrubs and trees include buckthorn, green ash, common elderberry, honeysuckle, 
cottonwood, staghorn sumac, red-osier dogwood, and box elder.  Cedar and red pine are 
located on the edge of the wooded area, likely planted there. 
 
An isolated natural resource area is located approximately 500 feet west of this location (west of 
the existing railroad and MRK bike trail).  This isolated natural resource area is hydrologically 
connected to a drainage that crosses the site (see Section 3.11.4 Wetlands).  

Oak Creek Station/Park and Ride Area  

Both potential Oak Creek station site locations, north and south, were surveyed for ecological 
resources. 
 
North option – This area is characterized as old-field, ruderal habitat with Canada goldenrod, tall 
goldenrod, bergamot, wild carrot, yarrow, chickory, smooth brome, daisy fleabane, Indian hemp, 
common milkweed, yellow sweet clover, and redtop common herbaceous plant species.  A 
small depressional wetland filled with a monotypic stand of reed canary grass is also located on 
site (see Section 3.11.4 Wetlands).  
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South option – Much of this site consists of a recently fallow cornfield where opportunistic and 
weedy species such as yarrow and wild carrot have moved in.  A transmission line corridor and 
maintenance road bisects part of the site east of the railroad.  A portion of this transmission line 
corridor is a SEWRPC-designated isolated natural resource area.  Near the transmission line is 
a transitional shrub-scrub community characterized by poison sumac, buckthorn, honeysuckle 
sp., elderberry, red-osier dogwood, round-leaved dogwood, summer grape, wild carrot, and 
goldenrod.   
 
A degraded remnant oak woodland dominated by red oak is located west of the railroad berm, 
between the isolated natural resource area and the wetland to the south of the site.  Other 
common plant species within this woodland include basswood, bittersweet nightshade, false 
soloman’s seal, garlic mustard, and mayapple.   
 
Two wetlands are located at this site; with one wetland part of the isolated natural resource area 
(see Section 3.11.4 Wetlands).  

South Milwaukee Station Area  

This site currently supports a commercial building and is in a highly developed residential and 
commercial area.  This is a disturbed area with no natural habitat present. 

Cudahy/St. Francis Station/Park and Ride Area 

This majority of this site is an open field/waste place that had been mowed at the time of the 
field survey.  A smaller area east of the railroad tracks has been paved to provide a parking lot.  
Within the field large areas do not support vegetation; the soils are disturbed and gravel is 
common throughout the site.  The field appears to have been used in the past as a gravel 
parking lot.  Dominant plant species include wild carrot, Canada goldenrod, foxtail, thistle, 
timothy, spotted knapweed, butter and eggs, sweet white clover, and chickory.  

South Side Milwaukee Station Area 

This site is located in a highly disturbed area adjacent to the railroad.  This narrow strip is a 
highly disturbed waste place that offers no habitat for wildlife.  Weedy species that can grow in 
such areas such as wild carrot, chicory, butter and eggs, sweet white clover, spotted knapweed, 
Canada thistle, and dandelion are the dominant plant species.  

Downtown Milwaukee Station Area 

This site is the existing Amtrak Station and is completely developed.  There is no natural 
vegetation within this site.  The project will utilize the exiting station; new construction will not 
occur. 

3.10.2 Critical Habitat 

SEWRPC has established environmental corridors within the southeastern Wisconsin region 
which are areas recommended for preservation.  These areas are based upon the presence of 
one or more of the following important natural resources elements:  1) rivers, streams, lakes, 
and associated shorelands and floodplains; 2) wetlands; 3) woodlands; 4) prairies; 5) wildlife 
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habitat areas; 6) wet, poorly drained, and organic soils; and 7) rugged terrain and high relief 
topography.  
 
Three types of environmental corridors are defined by SEWRPC:  1) Primary corridors that are 
at least 400 acres in size, at least two miles long, and at least 200 feet wide, and contain the 
greatest concentrations of natural resources, 2) Secondary corridors that are at least 100 acres 
in size, at least one mile long, and contain smaller concentrations of natural resources, 
3) Isolated natural resource areas are small (at least five acres in size and at least 200 feet 
wide) containing significant resources separate from the environmental corridors.  
 
The largest primary environmental corridor in the general project area runs north-south along 
Lake Michigan.  This corridor follows the Pike River, the Root River, Oak Creek, and the 
Kinnickinnic River and crosses the rail between Kenosha and Somers, at Racine, and near 
South Milwaukee and Milwaukee.  By far the majority of the proposed station sites do not 
encroach on a primary environmental corridor.  The exception is that the proposed 12th Street 
Somers Station location is located within 300 feet of a primary environmental corridor. 
 
An isolated natural resource area, including a wetland, is located south of Ryan Road and 
extends both east and west of the railroad tracks.  This is the proposed location for the Oak 
Creek Station south option.  A second isolated natural resource area is located near the 
proposed Caledonia station.  While this isolated natural resource area is located outside of the 
project boundaries, it is connected to an unnamed tributary drainage that crosses the Caledonia 
station site. 
 
SEWRPC has classified natural areas separately from the above.  Natural areas are classified 
from Category 1 to Category 3, highest quality to the lowest.  Those areas that do not fall into 
these categories are called critical species habitat areas, areas of lower quality but have the 
potential to provide habitat for such species.   
 
In the vicinity of the KRM corridor, there are several designated natural areas and a critical 
species habitat area.  Oak Creek Power Plant Woods and Bender Park Woods between Oak 
Creek and Caledonia are nearby natural areas; Rawson Park Woods is a critical species habitat 
area between South Milwaukee and Cudahy.  None of these areas is adjacent to the railroad or 
to a proposed station location.  
 
Southern mesic forest, a WDNR-designated rare community, is found in Kenosha, Racine, and 
Milwaukee Counties (WDNR, 2005).  This upland forest community occurs on rich, well-drained 
soils in southeastern Wisconsin.  The dominant tree species is sugar maple, although basswood 
and (near Lake Michigan) beech may be co-dominant.  The understory is typically open, 
although if past livestock grazing has occurred the area can be brushy. Characteristic herbs are 
spring-beauty, trout-lilies, trilliums, violets, bloodroot, blue cohosh, mayapple, and Virginia 
waterleaf.  This habitat was not observed at any of the proposed station locations during the 
field survey. 
 
The Chiwaukee Prairie State Natural Area, one of the richest and largest prairies in the state, is 
located in Kenosha County with portions of the natural area located in close proximity to the 
existing railroad.  This natural area, however, is located outside of the KRM project limits near 
the Wisconsin-Illinois border. 
 
There are no managed forest lands that fall within a 1-mile buffer on either side of the existing 
corridor. 
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3.10.3 Threatened and Endangered Species 

In compliance with Section 7(c) of the Endangered Species Act of 1973, federal agencies are 
required to obtain information about federally threatened and endangered species which may be 
present within an area of a proposed action and are required to insure that any action is not 
likely to jeopardize the continued existence of any such species.  The impact of a project on 
such species must be evaluated and appropriate measures to avoid or compensate for these 
impacts must be enacted.   
 
Table 3-27 lists the federal and state threatened and endangered species that may be present 
and potentially impacted by the proposed project.  These species were provided by the 
Wisconsin Department of Natural Resources (WDNR) and the U.S. Fish and Wildlife Service 
(USFWS).  A copy of the USFWS and WDNR correspondence regarding threatened, 
endangered, or species of special concern is provided in Appendix D.  An introduction to each 
species and the habitat requirements for each is provided below. 
 

TABLE 3-27 
THREATENED, ENDANGERED, AND SENSITIVE SPECIES 

 
Scientific Name Common Name Status Description 
Procambarus gracilis Prairie Crayfish Special Concern Crustacean 
Coregonus hoyi Bloater Special Concern Fish 
Luxilus chrysocephalus Striped Shiner State Endangered Fish 
Moxostoma 
valenciennesi 

Greater Redhorse State Threatened Fish 

Solidago caesia Bluestem Goldenrod State Endangered Plant 
Solidago ohioensis Ohio Goldenrod Special Concern Plant 
Platanthera leucophaea Eastern Prairie Fringed 

Orchid 
Federal 
Threatened 

Plant 

Thamnophis butleri Butler’s Gartersnake State Threatened Reptile 
Emydoidea blandingii* Blanding’s Turtle State Endangered Reptile 

*Included by SEWRPC 

Prairie Crayfish 

This crustacean is often abundant in wet prairies, grasslands, grassy ditches, and marshes, 
although it can also occur in temporary pools and woodland ponds.  Most large populations are 
known to inhabit areas of clay, silt, or loam soils where they create prominent burrows that are 
characterized by small ‘chimneys’ (spoil piles) at the burrow entrance.  The Prairie crayfish is an 
omnivorous scavenger, and serves as an important food source for a large number of predators.  
Their numbers are declining due to destruction of wetland habitat and development on prairies.  
With reference to the KRM project area, the prairie crayfish has been documented in Kenosha, 
Racine, and Milwaukee counties (WDNR, 2005) 

Bloater 

Bloaters are found only in the Great Lakes (except Lake Erie) and Lake Nipigon in Canada.  
This fish species has likely been extirpated from Lakes Ontario and Nipigon; it is threatened in 
Lake Michigan, and declining in Lake Superior and Lake Huron.  The bloater can be found at 
depths ranging from 30-189 meters.  Zooplankton and benthic invertebrates comprise the 
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majority of its diet.  With reference to the KRM project area, this species has been documented 
in Milwaukee County (WDNR 2005). 

Striped Shiner 

Striped shiners prefer clear to slightly turbid waters, that are 0.3-4.8 feet deep, and that contain 
gravel rubble, boulders, silt, or sand.  Historically, this species was found in the Fox River 
watershed and the Milwaukee River.  It spawns in riffles using gravel substrate to create 
crater-like nests. Its shrinking range is thought to be caused by siltation, turbidity, and 
intermittent streams drying up in late summer.  With reference to the KRM project area, this fish 
species has been documented in Kenosha, Racine, and Milwaukee counties (WDNR, 2005).  

Greater Redhorse 

Historical occurrences of the Greater Redhorse appears to be widely scattered localities within 
the Mississippi River and Lake Michigan drainage basins.  This fish species prefers clear waters 
within medium to large-sized rivers, reservoirs, and large lakes with a sand, gravel, or boulder 
substrate.  It is found at shallow depths, less than 3 feet.  This species is now known to be more 
numerous than previously thought in Wisconsin, however, continual monitoring of population 
levels is necessary.  With reference to the KRM project area, the greater redhorse has been 
documented in Milwaukee County (WDNR, 2005).  

Bluestem Goldenrod 

This perennial is found along Lake Michigan in rich deciduous woods and on shaded roadsides.  
Typical habitat is southern dry-mesic forest or southern mesic forest.  The bluestem goldenrod 
is known from Racine and Milwaukee counties.  With reference to the KRM project area, the 
bluestem goldenrod has been documented in Racine and Milwaukee counties (WDNR, 2005). 

Ohio Goldenrod 

The calcareous fens found in southern Wisconsin provide habitat for the Ohio goldenrod.  This 
perennial species is also common in moist areas such as wetlands, bogs, beaches, and moist 
meadows.  It is known in both Racine and Milwaukee counties.  With reference to the KRM 
project area, the Ohio goldenrod has been documented in Kenosha, Racine, and Milwaukee 
counties (WDNR, 2005). 

Eastern Prairie Fringed Orchid 

The eastern prairie fringed orchid occurs in tallgrass silt-loam or sand prairies, sedge meadows, 
fens, and occasionally sphagnum bogs.  It requires full sun for optimum growth and production.  
It appears to be adapted to natural patch disturbances; occasionally the orchid colonizes 
successional habitats or recolonizes previously occupied areas.  Long term population 
maintenance requires reproduction from seed, which is accomplished only with pollination by 
hawkmoths (USFWS, 1999).  This species has been recorded within Kenosha County.  

Butler’s Garter Snake 

According to the WDNR, Butler’s garter snake habitat (state threatened) exists in close 
proximity to the railroad corridor.  The range of this species includes most of Milwaukee County 
in addition to portions of other counties.  It prefers both upland and woodland habitat and is 
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known to hibernate in open canopy wetlands (WDNR, 2005).  During the past 50 years, 
Milwaukee County has lost significant amounts of suitable snake habitat, with many sites that 
historically supported populations converted to urban uses.  With reference to the KRM project 
area, Butler’s garter snake is documented in Milwaukee County (WDNR, 2005).  

Blanding’s Turtle 

Blanding’s turtles are found throughout Wisconsin, with the exception of the extreme 
north-central counties.  They are semi-aquatic, and live primarily in marshes and shallow bays 
of lakes, although they are also found in shallow, slow-moving rivers, streams, and some 
northern bogs.  Like all reptiles, Blanding’s turtles lay their eggs on land and prefer sandy areas 
for nesting.  They have been known to lay their eggs within railroad corridors (Personal 
communication with Don Reed, SEWRPC), although only the largest turtles can climb up the 
railroad rock ballast to lay their eggs.  They will travel distances up to 1 ½ miles from water and 
will return to the same nesting site each year.  With reference to the KRM project area, 
Blanding’s turtle is documented in Kenosha, Racine, and Milwaukee counties (WDNR, 2005).  

3.10.4 Wildlife 

The KRM corridor traverses the highly urbanized environments of Kenosha, Racine, and 
Milwaukee counties.  In general, as the rail line runs through the urban areas there is minimal 
habitat present to support wildlife.  Outside of the urban areas the rail line passes near cropland, 
open fields, wetlands, and wooded areas that support wildlife habitat.  Many of the wildlife 
species that may be encountered in these areas are species commonly found in southeastern 
Wisconsin.   
 
The undeveloped areas along the KRM corridor are likely used by mammal species, such as 
deer, raccoons, squirrels, and chipmunks, for food sources and cover.  Songbirds and raptors 
such as hawks and owls may also use the woods and other undeveloped areas for food, cover, 
and nesting.  The streams in the project area support aquatic invertebrates and provide food 
and cover for many species of fish (For fish species present in area streams/rivers, See 
Section 3.11 Water Resources), amphibians, reptiles, and waterfowl.  Mammals, such as 
muskrats, may also use the streams for food and cover.  Wetlands in the area and stream 
banks are likely used by amphibians, reptiles, and waterfowl for breeding, food, and cover, and 
serve as a water source for mammals. 
 
The agricultural land and ruderal/old field habitat in the area may be utilized by wildlife.  These 
areas may provide food and cover for some mammals and bird species, including deer, rabbits, 
turkey, and partridge. 

3.11 Water Resources 

3.11.1 Surface Waters 

The KRM project is located in the Milwaukee and Root-Pike River basins.  The major channels 
that cross the railroad are the Menomonee River, Kinnickinnic River, Oak Creek, Root River, 
Pike River, and Pike Creek.  Several unnamed tributaries and drainages are also present within 
the area.  Descriptions of the major channels are provided below. 
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Milwaukee Basin 

Kinnickinnic River 

The Kinnickinnic River watershed consists of 25 miles of perennial streams that transverse the 
southern portion of Milwaukee County; it is approximately 24.7 square miles in area.  The 
watershed is predominately in urban land uses (78%), however, grasslands (16%) and forests 
(4%) create open space in the remaining areas (WDNR, 2001).  The major municipalities within 
the watershed include the entire City of St. Francis and portions of Milwaukee, Cudahy, West 
Milwaukee, West Allis and South Milwaukee.  
 
The Kinnickinnic River watershed has been extensively modified by human activities with most 
of the streams channelized, enclosed, or lined with concrete.  None of the streams, or portions 
of, are listed as outstanding or exceptional resource waters.  The general threats to water 
quality are stream modification, urban runoff, industrial point sources, contaminated sediments, 
and construction site erosion (WDNR, 2001).  The lower portion of the Kinnickinnic River is part 
of the Milwaukee Estuary Area of Concern (AOC).  Great Lakes AOCs are severely degraded 
geographic areas within the Great Lakes Basin.   
 
Section 303(d) of the federal Clean Water Act requires each state to periodically submit to the 
EPA for approval a list of impaired waters.  Impaired waters are those that are not meeting the 
state’s water quality standards.  Table 3-28 lists the water bodies within the project limits on the 
most recent approved 303(d) list for impaired waters (list approved September 2004).  The 
Kininickinnic River at its confluence with the Milwaukee River Estuary is included on this list.  
Major pollutants and causes of impairment include high levels of bacteria, metals, pcbs, and 
phosphorus.   
 
The Kinnickinnic River has been established by SEWRPC as a primary environmental corridor 
(see Section 3.8.2 Critical Habitat) within the KRM project area. 

Menomonee River 

The Menomonee River is located within the Milwaukee basin beginning in wetlands near the 
Village of Germantown and the City of Mequon and running southeast for approximately 
32 miles before joining the Milwaukee and Kinnickinnic Rivers in the Milwaukee Harbor.  It is 
approximately 136 square miles in area.  Urban land use is the dominant land cover (42%) with 
grasslands (22%), agriculture (17%), forests (8%), and wetlands (7%) present in smaller ratios 
(WDNR 2001). 
 
The river has been significantly altered by wetland modification, stream modification including 
enclosure and channelization, nonpoint source pollution, and industrial point sources, and has 
been placed on the State’s 303(d) list of impaired waters.  The lower portion of the Menomonee 
River is part of the Milwaukee River Estuary AOC.  Farther upstream, creosote contaminated 
sediments have entered the river from the Moss American Superfund Site on the Little 
Menomonee River causing extensive environmental degradation (WDNR 2001).  Both the Little 
Menomonee River and the Menomonee River are on the State’s 303(d) list; the Little 
Menomonee River because of creosote pollution, the Menomonee River near the confluence 
with the Milwaukee River Estuary because of metals, bacteria, pcbs, and nutrients.  
 
Most fish species found in this watershed are tolerant species, capable of surviving in adverse 
environments.  
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TABLE 3-28 

WATER BODIES WITHIN THE KRM CORRIDOR ON THE WISCONSIN 303(D) IMPAIRED 
WATERS LIST (WDNR 2004) 

 
Water Body County Stream Miles Existing Use Pollutant Impairment
Milwaukee River Estuary - 
Kinnickinnic River Milwaukee 0 - 2.5 WWSF bact; mtls; pcb; 

phos
atox; bact; 
DO; FCA

Milwaukee River Estuary - 
Menomonee River Milwaukee 0 -3 WWSF bact; mtls; pcb; 

phos
atox; bact; 
DO; FCA

North Branch Pike River Kenosha 0 4 WWSF TBD atox; fkil
Oak Creek Milwaukee 0 - 13 Not listed TBD atox
Root River Racine 21 - 43 WWSF phos; sed DO
Root River Canal Racine 0 - 5.8 WWSF phos; sed DO
Root River from its mouth 
upstream to the Horlick Dam in 
the City of Racine

Racine 0 - 25 Not listed pcb FCA

atox - aquatic toxicity mtls - metals
bact - bacteria pcb - polychlorobiphenyls
DO - dissolved oxygen phos - phosphorus
FCA - fish consumption advisory sed - sedimentation
fkil - fish kills WWSF - Warm Water Sport Fishery

 

Root-Pike River Basin 

Oak Creek 

Oak Creek originates in the City of Franklin with urban stormwater runoff the primary source of 
flow.  It flows easterly picking up flows from North Branch and the Mitchell Field Drainage.  Oak 
Creek ultimately flows into Lake Michigan from South Milwaukee.  It is 21.2 miles in length with 
a drainage area of approximately 26.2 square miles.  Land uses in the watershed are primarily 
urban (38%) and grassland (32%) with agriculture (11%), forest (14%), and wetland (3%) 
comprising smaller portions (WDNR 2002).  Historically, the creek has been highly impacted 
through channelization, toxic inputs, hydrological modification, stormwater runoff, and 
streambank erosion.  These impacts continue today.  Out of the 21.2 miles, 13 miles (61%) are 
on the State’s impaired waterbody 303(d) list primarily due to toxic levels of contaminants in the 
stream sediment.  Oak Creek has been identified by the WDNR to receive priority consideration 
for grant funding to implement nonpoint source pollution reduction and conservation practices 
(WDNR 2002).  
 
Fish species include white sucker, black bullhead, brook stickleback, largemouth bass, creek 
chub, fathead minnow, central mudminnow, golden shiner, and green sunfish.  Due to efforts to 
stock Lake Michigan, rainbow (steelhead), Chinook salmon, coho salmon, and brook trout can 
be found to the mill dam in Grant Park (WDNR 2002). 
 
Oak Creek has been established by SEWRPC as a primary environmental corridor within the 
KRM project area. 
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Root River  

The Root River watershed is located in portions of Waukesha, Milwaukee, and Racine counties 
draining approximately 198 square miles, nearly two-thirds of the entire Root-Pike River Basin.  
The headwaters begin in west central Milwaukee and eastern Waukesha counties.  The water 
flows southeast eventually draining into Lake Michigan in the City of Racine.  The watershed is 
heavily urbanized at the headwaters and the mouth, with agricultural land use in the middle 
drainage area.  Overall, the watershed is dominated by agriculture (49%) and grassland (16%) 
with urban land use (14%), wetlands (5%), and barren/shrubland (5%) present in smaller 
amounts (WDNR 2002).   
 
According to the WDNR (2002) the water quality ranges from severely degraded to good.  
Currently, over nearly 53 miles of the Root River are included on the state’s 303(d) list of 
impaired waters.  Root River has been identified by the WDNR to receive priority consideration 
for grant funding to implement nonpoint source pollution reduction and conservation practices 
(WDNR 2002).  
 
The fish species present are reflective of a wide range of conditions found throughout the 
watershed.  Pollution tolerant species such as the common carp, fathead minnow, central 
mudminnow, creek chub, white sucker, and green sunfish are common although less tolerant 
species are also found in parts of the watershed.  At the mouth of the river upstream to the 
Horlick Dam, seasonal runs of stocked Chinook salmon, coho salmon, brown trout and rainbow 
trout are present.  Upstream other sportfish such as northern pike and largemouth bass, can be 
found.  Other fish species include common shiner, blackside darter, bluntnose minnow, black 
bullhead, brook stickleback, and Johnny darter (WDNR 2002). 
 
Root River has been established by SEWRPC as a primary environmental corridor within the 
KRM project area.  

Pike River 

The Pike River watershed is located within parts of Racine and Kenosha counties and drains an 
area of approximately 56 square miles including the City of Kenosha, the Village of Sturtevant, 
and the Towns of Somers and Mount Pleasant.  The watershed includes approximately 42 miles 
of rivers and streams.  Land use in the watershed is predominately agricultural (52%), with 
urban land uses (19%), grasslands (14%), and forests (8%) comprising the other major land 
uses.  Wetlands cover less than two percent of the watershed.  
 
According to the WDNR (2002), the water quality of the rivers and tributary streams in the Pike 
River watershed ranges from severely degraded to good.  Currently, approximately 4 miles on 
the Pike River (North Branch) are included on the state’s 303(d) list of impaired waters.  Pike 
River has been identified by the WDNR to receive priority consideration for grant funding to 
implement nonpoint source pollution reduction and conservation practices (WDNR 2002).  
 
Fish species found in the Pike River watershed include yellow perch, southern redbelly dace, 
blacknose dace, bluegill, and largemouth bass; tolerant species include creek chub, fathead 
minnow, and green sunfish.  Due to Lake Michigan stocking efforts, steelhead salmon, brown 
trout, and brook trout can be found in the watershed (WDNR 2002).    
 
Approximately 5.5 miles of the Upper Pike River are currently being restored in the Town of 
Mount Pleasant.  The objectives of the restoration are to equally address environmental issues 
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and flood control issues by restoring natural stream features and wetlands, establishing an 
environmental corridor, removing existing structures from the floodplain and providing an 
adequate outlet for stormwater drainage, in addition to other improvements.  
 
Pike River is used for recreational rafting west of the railroad corridor.  The river has been 
established by SEWRPC as a primary environmental corridor within the KRM project area.  

Pike Creek  

Pike Creek watershed is located within Kenosha County and drains an area of 27 square miles, 
including portions of the City of Kenosha, the Village of Pleasant Prairie, and the Town of 
Somers.  Urban stormwater runoff is the primary source of flow.  The watershed is comprised of 
three subwatersheds, Pike Creek, Barnes Creek, and Tobin Creek, that drain independently into 
Lake Michigan. 
 
Urban land uses comprise the largest percentage of land (41%), with agriculture (20%), 
grassland (19%), forest (9%), and wetlands (7%) present in smaller areas.  According to the 
WDNR (2002), the highest ratio of wetlands to other land uses are found within the Pike Creek 
watershed, in comparison to other watersheds of the Root-Pike basin.  
 
Tolerant fish species found in Pike Creek include the common carp, fathead minnow, and creek 
chub.  Other species include the brook stickleback, golden shiner, northern redbelly dace, black 
bullhead, and white sucker (WDNR 2002).  
 
No streams in this watershed are on the state’s 303(d) list of impaired waters although urban 
runoff and stream modification is considered to have severe impacts on the fish community 
(WDNR 2002).  Pike Creek has been identified by the WDNR to receive priority consideration 
for grant funding to implement nonpoint source pollution reduction and conservation practices 
(WDNR 2002).  

3.11.2 Groundwater 

The aquifers within the southeastern Wisconsin region are, in descending order, the Quaternary 
sand and gravel, Silurian dolomite, Galena-Platteville, upper sandstone, and lower sandstone 
(SEWRPC 2002).  These aquifers extend to depths reaching a thickness in excess of 1,500 feet 
in the eastern parts of the region.  Water-table conditions generally prevail in the Quaternary 
deposits and Silurian dolomite aquifer and in the Galena-Platteville aquifer.  These shallow 
aquifers provide water for most private domestic wells and some municipal wells. 
 
In the deep sandstone aquifer, the water can be under artesian pressure.  Deep high-capacity 
wells in the eastern part of the region extract millions of gallons per day from the sandstone 
aquifer, creating a decline in the water pressure and a reversal of upward flow of water within 
this aquifer that extends throughout most of the region.  Flowing wells, common within the 
region in the late 1880s, ceased flowing at the beginning of the 1900s, and the potentiometric 
surface of the sandstone aquifer has been gradually declining and is now lower than the water 
table throughout most of the region.  On the average, water levels in deep observation wells 
have been declining at the rate of four feet per year in the Milwaukee-Racine-Kenosha area 
(SEWRPC 2002). 
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Within the KRM project area, the regional hydrogeology centers on the Silurian Dolomite aquifer 
which is present only in eastern Wisconsin.  This is the shallow uppermost bedrock aquifer in 
most of the region and the primary source of most domestic water supplies and many high 
capacity wells in the area.  Wells tapping this aquifer are often 100 to 400 feet deep and 
generally yield from 10 to 100 gpm.  The aquifer is often hydraulically connected to the sand 
and gravel aquifer. 
 
According to an evaluation of contamination potential by SEWRPC, areas most vulnerable to 
contamination of the shallow aquifers are located primarily in the inland counties where the area 
is dominated by a sandier sediment.  Generally, the lakeshore counties of Ozaukee, Milwaukee, 
Racine, and Kenosha contain more areas with low contamination potential due to less 
permeable siltier sediment.  These low contamination potential areas can be found in the 
eastern one-third of Kenosha and Racine Counties, in the majority of Milwaukee County, and in 
eastern Ozaukee County (SEWRPC 2002).  Within these counties the areas of high and 
moderate contamination potential are limited to river valleys and portions of the shoreline where 
there is shallow depth to the aquifer. 
 
The southeastern Wisconsin lakeshore communities receive drinking water from the surface 
waters of Lake Michigan, not from groundwater.  This includes all of the communities along the 
KRM alignment.  
 
Under Section 1424(e) of the Safe Drinking Water Act, sole source aquifers must be identified.  
There are no designated sole-source aquifers in the State of Wisconsin. 

3.11.3 Floodplains 

Executive Order 11988, “Floodplain Management”, USDOT Order 5660.2, “Floodplain 
Management and Protection” and the Federal Aid Policy Guide 23 CFR 650A require floodplain 
and floodway protection for highway projects.  These regulations are intended to avoid or 
minimize transportation improvements within the 100-year floodplains, where practical, and to 
avoid supporting land use developments, which is incompatible with floodplain functions.  In 
addition, all projects must conform to the requirements of the Wisconsin Administrative Code 
116 (NR116), Wisconsin’s Floodplain Management Program.  The 100-year floodplain areas 
can be seen in Exhibit 4. 
 
The Federal Emergency Management Agency (FEMA) has adopted Flood Insurance Rate Maps 
depicting the 100-year (Zone A) flood boundaries.  These maps are used to determine flood 
insurance rates for the Federal Flood Insurance Program.  The maps are issued for local 
jurisdictions to mandate minimum floor elevations so that habitable structures are constructed 
above the 100-year flood elevation.  The Wisconsin floodplain management program (NR 216) 
requires that any increase in regional flood height equal to or greater than 0.01 foot be approved 
by the local city and town if they have flood plain ordinances, or else by the WDNR.   

3.11.4 Wetlands 

In compliance with Section 404 of the Clean Water Act and Executive Order 11990, Protection 
of Wetlands, federal agencies are required to evaluate possible wetland impacts from an action 
and to minimize adverse impacts and avoid, to the fullest extent possible, drainage, filling, or 
other disturbance of wetlands.   
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In order to identify wetlands potentially impacted by this project, SEWRPC wetland mapping and 
NRCS soil conservation maps were reviewed and a field reconnaissance was conducted in July 
and September 2006 to confirm the presence of wetlands.  The KRM line will remain within the 
existing Union Pacific railroad right-of-way.  The new line will be laid next to the existing rail; no 
change in the right-of-way or toeslope of the railroad embankment is expected.  Because of 
these considerations and the extensive disturbance within the right-of-way from railroad 
operations and maintenance (i.e. mowing, track maintenance, etc.), the right-of-way was not 
surveyed for wetlands or other natural resources.  Environmental impacts are expected to be 
minimal within the existing railroad right-of-way.  Instead the field reconnaissance focused on 
those areas where new land will be required, primarily the locations of new transit stations and 
parking areas.   
 
Although, the field reconnaissance focused specifically on the areas that would support the new 
stations and associated infrastructure to identify wetlands and other natural resources, in many 
instances, wetlands and other habitat extend out of the study area.  Where these resources 
extended out of the study area, they were not surveyed by a field biologist.  Based on this, 
areas for several wetlands were calculated by the results of the field reconnaissance used in 
conjunction with SEWRPC mapping. 
 
Based on a review of SEWRPC wetland mapping, NRCS soil conservation maps, and the field 
reconnaissance, approximately 5.1 acres of wetlands are located in close proximity to the 
proposed station location areas.  Three (3) wetlands from two proposed station sites; Caledonia 
and Oak Creek, comprise this acreage.  During the field reconnaissance soils, vegetation, and 
hydrology were documented as proscribed by the 1987 Corps of Engineers Wetland Delineation 
Manual; wetlands were mapped and characterized and the WDNR form Rapid Assessment 
Methodology for Evaluating Wetland Functional Values was completed for each wetland area.  
The results of these evaluations are presented in Table 3-29; wetland locations are presented in 
Exhibit 4.  The data obtained from the wetland survey was intended to identify and characterize 
each wetland and to establish boundaries to provide an estimate of potential impacts, it is not 
intended to be a jurisdictional determination.  Jurisdiction determinations will be needed for final 
design, Section 404 Corps permitting, and mitigation. 
 
Wetlands were identified within the proposed locations for the Caledonia and Oak Creek (both 
location alternatives) stations.  There are no wetlands within the boundaries for the following 
proposed station sites:  Kenosha, Somers, Racine, South Milwaukee, South Side Milwaukee, 
Milwaukee, or Cudahy/St. Francis. 
 
The wetland on the Caledonia site is associated with a narrow unnamed drainage that crosses 
the site and is connected to an isolated natural resource area/wetland west of the site.  East of 
the station site this drainage flows into a culvert beneath STH 32 and continues east where the 
ditch becomes channelized east of STH 32.  This drainage way also intersects with the drainage 
created by the berm for the MRK bike trail.  At the time of the field survey standing water was 
observed where the two drainages met.  Reed canary grass blankets the drainage with few 
other species present.  In another area on the Caledonia site, a small and narrow man-made 
drainage encircles one of the existing businesses at the where it drains the parking lot and 
connects with the STH 32 stormwater system.  
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TABLE 3- 29 
WETLANDS WITHIN THE PROJECT AREA 

 

Site
Community 

Type
Functional 

Values Acres Hectacres Comments

Caledonia 
Station Riverine Low 1.2 0.48 1.2

Y - 
Drainage 
Continues

Hydrologic 
connection 
to an INRA4

Oak Creek 
Station – 

North Option
Wet Meadow Low 0.42 0.16 0.42 N -

Oak Creek 
Station – 

South Option

Forested, 
broad-leaved 

deciduous 
Low/Medium 3.5 1.42 1.04 Y -

Estimated Size1

Wetland 
Acres 
Within 
Area of 
Impact

Does 
Wetland 
Extend 
Outside 
Project 

 1Estimated acres are based on a combination of SEWRPC mapping and field reconnaissance.  Wetland areas 
located within the area of impact were confirmed and surveyed by a field biologist. 
2This is the estimated acres near to the proposed station location. Wetland extends along length of tributary. Total 
acres along entire tributary have not been calculated.  
3 SEWRPC-designated Planned Primary Environmental Corridor(PPEC) 
4 SEWRPC-designated Isolated Natural Resource Area (INRA) 
 
The wetland located on the proposed Oak Creek Station North Option is a depressional area 
choked by a reed canary grass monoculture.  One forested wetland is present within the 
proposed Oak Creek Station south option.  This is a large wetland, extending outside of the 
project impact area.  The canopy is dominated by box elder and green ash.  Other common 
species included common boneset, rice cutgrass, jewelweed, black willow, red-osier dogwood.   

Wetland Functions 

Wetlands provide numerous functions such as flood/stormwater retention, shoreline erosion 
control, water quality improvement, wildlife habitat, groundwater recharge and discharge, and 
aesthetics/recreation.  These functions are described below. 
 
Flood/stormwater retention – Wetlands intercept runoff and store storm waters, thereby 
minimizing sharp runoff peaks transforming into slower discharges over a longer period.  In this 
way, wetlands may reduce the damage that flooding may do to streambanks and downstream 
areas.  
 
Shoreline/erosion control – Shoreline wetlands act as buffers between water and land. They 
protect against erosion by absorbing the force of waves and currents and by anchoring 
sediments.  Roots of wetland plants bind lakeshores and streambanks, providing further 
protection. 
 
Water quality improvement – Wetlands remove organic and inorganic nutrients and toxic 
materials from the water that flows through them by reducing the velocity of runoff entering the 
wetland, allowing sediments to settle.  This allows vegetation take up the chemicals from the 
sediment before the constituents can enter the stream.   
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Wildlife habitat – Wetlands provide breeding and rearing grounds for fish, reptiles, and 
amphibians; nesting areas for birds; and forage and cover for many species of wildlife.  Because 
many wetlands go through periods of wet and dry cycles, they provide a highly diverse habitat.  
 
Groundwater recharge and discharge – Wetlands can replenish groundwater supplies and are 
instrumental in discharging groundwater to the surface.  The filtering capacity of wetland plants 
and substrates can also protect groundwater quality.   
 
Aesthetics – Wetlands provide valuable recreational opportunities such as bird-watching, 
camping, hiking, wildlife viewing, botany, and hunting.  They also provide excellent opportunities 
for education and study.    

Wetland Classification 

According to the WDNR classification system, the wetlands within the proposed station sites are 
classified primarily as emergent /wet meadow and forested wetland.  The USFWS Classification 
System (Cowardin et al, 1979) defines these wetland plant communities as follows: 
 

• Emergent/wet meadow wetlands are characterized by erect, rooted, herbaceous 
hydrophytic plants.  The vegetation is present for most of the growing season in most 
years and is dominated by perennial plants. 

• Broad-leaved deciduous forested wetlands are characterized by a canopy of 
broad-leaved deciduous trees with an understory of young trees or shrubs and an 
herbaceous layer. 

ADID Wetlands 

The USEPA in cooperation with the U.S. Army Corps of Engineers (USACE) implemented an 
Advanced Identification Program (ADID) to identify wetlands that are generally suitable or not 
suitable for discharge of fill material.  Within the project area ADID wetlands are those mapped 
wetlands that occur within the boundaries of the primary environmental corridor adopted in 
1985.  In southeastern Wisconsin, advanced identification of such wetlands was undertaken in 
consultation with SEWRPC and the WDNR to redirect development outside of primary 
environmental corridors. 
 
At the Federal level, the classification is advisory and does not constitute either a permit 
approval or denial. In Wisconsin, however, ADID wetlands are part of a special category of 
wetlands to be protected, "wetlands in areas of special natural resource interest" (NR 103.04, 
Wis. Adm. Code.)  Fill into these wetlands is generally not in conformance with the Clean Water 
Act's Section 404 (b)(1) guidelines; however, fill is justifiable when there is no feasible 
alternative.  The WDNR and WisDOT have a wetland compensatory mitigation agreement 
which recognizes that the loss of ADID wetlands may be unavoidable in transportation projects.  
When fill is justifiable, the Wisconsin Banking Technical Guidelines allow a discretionary 
increase in the compensatory ratio due to the red flag nature of these wetlands.  A discretionary 
0.5 increase in the ratio is usually included in the ratio of debit for wetlands associated with this 
project.   
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3.11.5 Stormwater 

Existing drainage conditions for eight of the ten proposed railway station sites were investigated.  
Two of the sites were excluded from the drainage field investigation – the Kenosha station and 
the downtown Milwaukee station – because no changes are planned for those two stations.  
The following discussion describes the existing stormwater drainage conditions at the proposed 
station sites.   

Kenosha Station Area  

This site was not investigated because it is already an existing, operational station with no 
proposed changes. 

Somers Station Area 

This site is located in the Town of Somers, immediately north of CTH E (12th Street) and west 
of the rail line.  The site’s current land use is agricultural land, and all but the western perimeter 
of the site is bordered by trees.  It is an extremely flat site, with little elevation change between 
the track bed and the majority of the site.  The topography drops off at the western edge of the 
property down to the unnamed creek that flows from the north to the south, west of the site, and 
which discharges directly into Lake Michigan.  The predominant SCS soil classification is 
Type B.  The CTH E roadway has a rural cross-section with wide shoulders and a ditch located 
along the north side of CTH E that drains the roadway and at least some of the site, flowing 
west to the unnamed creek.  There was no significant ditch along the west side of the tracks.  
There appeared to be a drainage ditch along the east side of the tracks, close to or at the 
railroad right-of-way.  The groundwater table did not appear to be close to the surface, as no 
wet areas were observed. 

Racine Station Area 

This site is located in the City of Racine, immediately south of STH 38 (State Street) and east of 
the rail line.  The northern half of the site includes an existing city bus transfer station, an 
abandoned railroad station building and some undeveloped land.  The southern half of the site, 
where the proposed station parking would be located, includes undeveloped land and an 
existing parking lot.  The northern half of the site is either flat and drained by city storm sewers 
or slopes gently towards the east, where any water that enters the street curb and gutter system 
and is collected by the city storm sewer system that discharges into the Root River.  The 
undeveloped land in the southern half of the site also slopes gently towards the east; the 
parking area in this site is drained by inlets that presumably connect to the city storm sewer 
system.  The predominant SCS soil classification is Type C.  All site runoff should eventually 
flow to city storm sewers, and then discharge into Lake Michigan.  There was no significant 
ditch along either side of the tracks.  The groundwater table did not appear to be close to the 
surface, as no wet areas were observed.  There were brownish stains along the parking lot 
cracks and a slight petroleum odor in the area of the southern existing parking lot that may 
indicate possible site contamination. 

Caledonia Station Area 

This site is located in the Village of Caledonia, west of STH 32, east of the rail line and north of 
Four Mile Road.  This is a complicated site, with heavily wooded areas, open grassed areas and 
commercial or light industrial facilities.  The wooded areas are in the western half of the site and 
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the open space areas more to the south and the north.  The commercial and industrial facilities 
border the highway and extend west into the center of the site.  There is a large wet weather 
ditch that, when flowing, routes water from the southwest to the east through the center of the 
site, and which discharges directly into Lake Michigan.  The topography is uneven, and slopes 
from the west to the east.  The predominant SCS soil classifications are Types B and C.  The 
STH 32 urban cross section collects runoff in curb and gutter that is drained by inlets to storm 
sewers that presumably flow to the central drainageway.  However, the perimeter of most of the 
site, including both sides of the tracks, appears to be ditched and connected to the wet weather 
ditch.  The groundwater table did not appear to be close to the surface, as no wet areas were 
observed, except along the wet weather ditch.   

Oak Creek Station/Park and Ride Area 

Two alternatives were investigated for this station site in the City of Oak Creek, one located 
north of Ryan Road and east of the rail line and the other south of Ryan Road and west of the 
rail line.  Both sites are located in a rural area of Oak Creek that is not served by storm sewer.  
The south site includes shrub/wooded areas as well as some pasture lands.  It drains to the 
north through a culvert beneath Ryan Road that eventually discharges directly into Lake 
Michigan.  The north site is undeveloped meadowland with some woods.  The south site has a 
minimal ditch along the tracks; it drains to the northwest, through a culvert beneath Ryan Road, 
and eventually discharges directly into Lake Michigan.  The north site has a more substantial 
ditch along the east side of the tracks and appears to drain to a road ditch along 6th Avenue.  
The topography of the north site slopes to the north, draining to a culvert beneath 6th Avenue.  
The predominant SCS soil classification is Type C.  Both Ryan Road and 6th Avenue have rural 
cross sections, with no curb and gutter and narrow or non-existent shoulders.  The groundwater 
table may be close to the surface at the south site, where there may be wetlands.   

South Milwaukee Station Area 

This site is located in the city of South Milwaukee, one block south of Milwaukee Avenue, east 
of 12th Avenue and west of the rail line.  The existing train station, which appeared to be 
abandoned, was located on the east side of the tracks.  The entire site is occupied by an 
industrial facility that includes little off-street parking.  The site, which appears to be level, is 
drained by the city sewer system to either Oak Creek or Lake Michigan.  There was no drainage 
channel along the tracks.  The groundwater table did not appear to be close to the surface, as 
no wet areas were observed.   

Cudahy/St. Francis Station/Park and Ride Area 

This site is located on a block in the City of Cudahy, immediately south of Layton Avenue and 
west of the rail line.  Sweet Applewood Lane is east of the site and East Barnard Avenue is 
south of it.  The site is an undeveloped open field with a sparse weed cover, and slopes gently 
to the south.  Drainage from the site flows into the street curb and gutter system, and then into 
the City storm sewers that likely discharge directly into Lake Michigan.  The predominant soil 
classification is Loamy Land.  There was a minimal drainage ditch along the both sides of the 
tracks, close to or at the railroad right-of-way.  The groundwater table did not appear to be close 
to the surface, as no wet areas were observed.   
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South Side Milwaukee Station Area 

This site is located in the City of Milwaukee, immediately south of Lincoln Street and west of the 
rail line.  The majority of the site is on railroad sidings, and is south of an uncovered salt pile.  
The eastern edge of the property is the main rail line.  The road on the west side of the site has 
curb and gutter.  The NRCS soil survey indicates that the site is in an unmapped soil area.  
There appeared to be no drainage ditches along the tracks.  The groundwater table did not 
appear to be close to the surface, as no wet areas were observed. 

Downtown Milwaukee Station Area 

This site was not visited because it is already an existing operational station with no proposed 
changes. 

3.12 Archaeological Resources  

In June and July 2006, archaeological investigations were conducted in Kenosha, Racine, and 
Milwaukee counties.  The methods and techniques utilized during the course of investigation 
conform to the standards and guidelines set forth by the National Park Service in the Secretary 
of Interior’s Standards and Guidelines for Archeology and Historic Preservation (1983) and by 
the Wisconsin Archaeological Survey in Guidelines for Public Archeology in Wisconsin, as 
Revised (1997).  The archaeological investigations for the KRM project included:  (1) archival 
and literature research to identify previously recorded archaeological and burial sites within and 
near to the project area; (2) reconnaissance level field investigations; and (3) intensive Phase I 
archaeological survey.  The KRM project area was divided into two major segments:  the 
railroad corridor and proposed station locations. 

3.12.1 Railroad Corridor 

Investigations conducted for the project area that follows the existing railroad corridor were 
limited to archival and literature research.  An archival and literature review of archaeological 
and burial sites located within one mile of the KRM project area revealed the presence of 
247 sites.  Of these sites, 22 sites have reported boundaries as encompassing or immediately 
adjacent to the existing railroad corridor.  Field investigations were not conducted for this portion 
of the project area as the Area of Potential Effect (APE) has not been precisely defined at this 
stage in the project design. 
 
The KRM project extends from the southern terminus at the Kenosha Metra Station to the 
northern terminus of the downtown Milwaukee Amtrak Station.  This segment of railroad had at 
one time two parallel tracks, but in the 1980’s the Union Pacific Railroad removed the western 
track.  Because the western track sub base is still present and there is sufficient right of way to 
place new track above this base, any new sidings along this corridor would be constructed both 
adjacent and parallel to the existing track, on top of the existing western railroad bed.  The 
original construction of the railroad bed disturbed the ground below it from where the base lies 
today.  Due to this previous disturbance, no archaeological investigations are required within 
these boundaries.   
 
However, if it is determined during the Preliminary Engineering and Final EIS phases of this 
project that the proposed improvements extend outside of these boundaries, field investigations 
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will be completed to determine if there are any archaeological sites potentially eligible for the 
National Register of Historic Places within the APE. 

3.12.2 Station Locations 

Potential station locations at Somers, Racine, Caledonia, Oak Creek, South Milwaukee, South 
Side Milwaukee, Cudahy/St. Francis, and Downtown Milwaukee were identified as within the 
area of potential effect for the Commuter Rail Alternative.  Archives and literatures research and 
field investigations were conducted at each proposed station location.  Field investigations 
consisted of both reconnaissance level and intensive (i.e. shovel testing) survey techniques.  No 
archaeological sites or materials were encountered during the field investigations. 

3.13 Historical Resources 

This section describes the known historic resources located in the vicinity of the KRM corridor.  
Included are discussions of the establishment of the APE, the methodology applied, and results 
of the resources inventory for the proposed alternatives under consideration. 

3.13.1 Area of Potential Effect (APE) 

The APE in the project area reaches from the Kenosha passenger rail station to the Amtrak 
station in Milwaukee, a distance of approximately 33 miles.  A number of factors impacted the 
delineation of the APE, and are identified as follows: 
 

1. The subject railroad line was originally delineated between Chicago and Milwaukee in 
the 1850s and 1860s 

 
2. The route historically carried passenger trains, the maximum speeds of some of which in 

the 1930s and 1940s exceeded 100 mph 
 

3. Passenger traffic along the route was carried until 1971 when the Chicago & North 
Western terminated that service 

 
4. The route was historically double-tracked, the tracks being constructed on 13.5-foot 

centers 
 

5. One set of the tracks was removed from part of the route, likely in the 1980s after 
passenger service was terminated 

 
6. Passing tracks built on 13.5-foot centers, in areas where tracks previously existed but 

were subsequently removed, will need to be constructed in several rural locations along 
the route 

 
7. A number of historic period resources are found along the line (i.e trestles, depots) 

 
8. Commuter trains will not exceed 60 mph 

 
9. Much of the route is buffered from its immediately adjacent environs by trees and heavy 

foliage 
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10. Parts of the line are set apart from adjacent industrial buildings by side tracks 
 

11. No additional right-of-way will be needed, with the exception of parcels necessary for 
anticipated stations 

 
12. Much of the built environment along the route is nondescript and unremarkable  

 
13. No unique or unfamiliar components will be introduced by the project area that were not 

historically there 
 
14. The recognized industry standard analysis area for transit-oriented development is 

focused within a ten minute walk or ½ mile of a transit facility, i.e., a park and ride lot or 
station area.  Generally, higher density uses are concentrated within a five minute walk 
or ¼ mile area.  The APE was extended to a radius of 1 mile to ensure that each 
potential site was beyond any type of effect including view sheds and topography 
changes. 

 
Accordingly, the effect of this project is limited to the reintroduction of passenger rail service 
along the line (service that has been absent for the last 35 years but operated for the preceding 
100+ years), the re-double tracking of portions of the route, and the construction of 9 stations.  
 
The corresponding APE, therefore, was determined to include all resources that are part of the 
historical railroad line (i.e. trestles, bridges and depots).  It also includes those resources 
immediately adjacent to the line and its potential station locations that are not set apart from the 
rail line or station locations by trees, foliage, sidetracks or other forms of delineation. 

3.13.2 Description of Resources in the Area of Potential Effect 

Sources consulted include a variety of histories that chronicle the history of the Chicago & North 
Western Railroad, standard county histories, and any available community histories and historic 
maps.  Information derived from these sources provided the relevant historical framework 
necessary for appreciating notable structural resources located within the previously defined 
APE.  
 
Within the entire APE, five sites were found to be listed, or eligible for listing on the National 
Register of Historic Places (NRHP).  These properties are identified as follows: 
 

1. South Milwaukee Passenger Station, Milwaukee Avenue at 11th Street, South 
Milwaukee.  The station was designed by Charles Sumner Frost and built in 1893.  The 
South Milwaukee Passenger Station was listed on the NRHP in 1978. 

 
2. Racine Depot, 1402 Liberty Street, Racine.  The Racine Depot was designed by Charles 

Sumner Frost and Alfred Hoyt Granger and erected in 1901-1902.  It was listed on the 
NRHP in 1980.  The west platform of this station has also been separately listed as a 
City of Racine landmark. 

 
3. Union Pacific Bridge over the Kinnickinnic River, Milwaukee.  This bridge is one of the 

few swing bridges in Milwaukee.  This site is potentially eligible for NRHP. 
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4. Cudahy Passenger Station, 4643 S. Kinnickinnic Avenue, Cudahy.  This structure was 
designated a Milwaukee County landmark in 1983.  This site is potentially eligible for 
NRHP. 

 
5. Root River at Union Pacific Railroad, Racine.  This bridge, built in 1908 by the American 

Bridge Company, has two short approach spans, between which is a swing bridge span.  
Uniquely, this is a deck truss structure.  This site is potentially eligible for NRHP. 

3.14 Public Use Lands 

Public use lands and facilities within the KRM corridor include community parks and a recreation 
trail.  This section describes the public parks and recreation lands as well as non-publicly owned 
recreation facilities located within approximately 1000 feet of the proposed KRM Commuter Rail 
Alternative.  There is one recreation trail within the project limits, and 36 parks and recreation 
areas in the vicinity of the rail corridor.  The location of each site is shown in the Commuter Rail 
section of Exhibit 4.  The park names, size, and proximity to the project are summarized in 
Tables 3-30, 3-31, and 3-32. 

3.14.1 Legal and Regulatory Requirements 

The United States Department of Transportation Act of 1966, Section 4(f) as amended 
(49 USC 303), protects public parks and recreation lands, wildlife habitat and historic sites of 
national, state and local significance from acquisition and conversion to transportation use.  
Within the guidelines of Section 4(f), the use of such publicly owned lands for transportation 
purposes would receive approval only if:  
 

• There is no feasible or prudent alternative to the use of the land; and  
• The proposed action includes all possible planning to minimize harm to the land resulting 

from such use.  

3.14.2 Description of Potentially Affected Sites 

Milwaukee-Racine-Kenosha (MRK) Trail   

The MRK trail runs alongside the existing Union Pacific railroad corridor for five miles from 
Layard Avenue in the City of Racine to Seven Mile Road in the Town of Caledonia (Refer to the 
Trail Map, Figure 3-10).  There is a link to Cliffside Park in Caledonia on the northern segment.  
The southern portion of the trail ends near several chain businesses.  The trail surface is made 
of crushed limestone and is open for free use by bicycles and hikers.  Motorized vehicles are 
prohibited.  The land the trail occupies is owned by We Energies, however Racine County is 
responsible for its designation, maintenance, and operation. 
 
The portion of the MRK Trail between Six Mile and Seven Mile Roads is closed permanently to 
allow for the expansion of the Oak Creek Power Plant facility operated by We Energies.  The 
portion of the trail between Five Mile and Six Mile Roads is temporarily closed and will be 
reopened to bicycle traffic in 2007.  The trail is being realigned slightly at Six Mile Road to 
accommodate that road’s new grade.  In addition, an underpass of Six Mile Road is being 
constructed.  There are no construction plans for work on the MRK Trail within the limits of this 
KRM Commuter Link project.   
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Long-range plans for the MRK Trail include a reconnection of the trail between Six Mile and 
Seven Mile Roads, a possible bicycle/pedestrian overpass of the railroad tracks near Cliffside 
Park, and a possible connection with the Milwaukee County Trail system. 
 

FIGURE 3-10 
MILWAUKEE-RACINE-KENOSHA (MRK) TRAIL MAP 

 
 

Proposed 
Caledonia  
Station 
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Kenosha County  
 
There are eight parks in Kenosha County within 1000 feet of the proposed KRM Commuter Link 
Project.  Of these parks, four are abutting the railroad corridor and four are nearby the project.  
Table 3-30 summarizes the eight sites located in Kenosha County.  
 

Park Name Location Acres
Nedweski Park* 4433 17th Avenue 10
Washington Park 1821 Washington Road 29

Petzke Park 1700 29th Street 10
Petretti Park* 1903 16th Avenue 8
Alford Park 1800 Alford Drive 70
Pennoyer Park 3601 7th Avenue 35
Sam Poerio Park* 15th Street & 15th Avenue 70

Somers Fire Dept. Park* 818 12th Street 5

TABLE 3-30
PARKS IN KENOSHA COUNTY

Playground, walkways
Sledding, skate park, swimming pool, picnic areas (2) with 
shelters, playground, basketball court

Amenities

Playground, 4 softball diamonds, picnic shelter pavilion, 
fishing pond, hiking/biking trails
Playground, ball diamond, walking trail

*Park abuts railroad corridor

Playground, multi-purpose field
Playground, baseball field, soccer field, basketball court
Playground, beach, picnic areas, fishing, sledding 
Playground, basketball court,  walking trails, beach

 
Racine County 

 
Racine County contains 13 parks and recreational areas within 1000 feet of the proposed KRM 
Commuter Rail Project.  Of these sites, 3 are classified as abutting the project, and 10 as 
nearby the project.  Table 3-31 summarizes the 13 sites located in Racine County. 
 

Park Name Location Acres Amenities
Racine County Opportunity 
Center Recreation Field

4214 Sheridan Road 4.4 Multi-use recreation fields

Wellington Park 2813 Wellington Drive 1.3 Playground
Case Harmon Park 2724 Hamilton Avenue 4.8 Playground, ball diamond
Jones Park* 1336 Hampden Place 1.1 Playground
Cedar Bend Park 33 McKinley Avenue 3.4 Tennis courts, bicycle/walking path
Randolph Park* 533 Randolph 0.1 None
Builders Park 1632 Prospect 0.2 Playground
Martin Luther King Jr. 
Community Center

1134 Dr. Martin Luther 
King Jr. Drive

- Kitchen, library, game room, gym, arts & crafts room, 
meeting room, locker rooms and showers

Horlick Park 1648 N. Memorial Drive 8.8 Lighted ball diamond, concession, football/soccer field, 
historical exhibit, rest rooms

Douglas Park 2221 Douglas Avenue 5.7 1 lighted ball diamond, playground 
MRK Trail* Racine County 5 miles Bicycle and pedestrian trail
Tabor Sokol Memorial Park 3481 5 Mile Road 0.8 None
East Side Community Center 6156 Douglas Avenue 0.9 Community meeting center

TABLE 3-31
PARKS IN RACINE COUNTY

*Park abuts the railroad corridor
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Milwaukee County 

In Milwaukee County there are 15 parks and recreational areas within 1000 feet of the proposed 
KRM Commuter Link Project.  Of these areas, 5 are classified as abutting the project, and 10 as 
nearby the project.  Table 3-32 summarizes the 15 sites located in Milwaukee County. 
 

Park Name Location Acres Amenitites
Haas Park 4200 East Elm Road 7 Basketball courts, volleyball, softball 

diamond, playground
Bender Park 4503 East Ryan Road 308 Boat launch, pavillion, hiking trails

Otjen Rec. Area 9300 South Chicago Road 3.6
Basketball courts, playground, open play 
area

Kickers Creek Park* 8460 South Chicago Road 12 Soccer field
Mary C. Nelson Arboretum Mackinac Avenue 9.4 Arboretum, baseball field
Rawson Park* 1360 Rawson Avenue 30 Information not available
Oak Creek Parkway* 1600 Rawson Avenue - Information not available
Ladish Park* 3450 East Ramsey Avenue 3.1 Information not available
Greene Park 3324 East Lunham Avenue 36 Baseball diamond, walking trails
Elizabeth St. Playground Elizabeth Street 0.1 Playground
Ellen Park 1899 East Fernwood Avenue 5.4 Children's play area, softball diamonds, 

basketball courts, tennis courts

Sijan Field* 2821 South Kinnickinnic Avenue 15 Playground, baseball diamond, 
football/soccer field, tennis court

Lewis Playfield 1424 East Pryor Avenue 5 Playground, softball diamond, basketball 
courts, field house

Beulah Brinton Park 2555 South Bay Street 5 Playground, softball diamonds, soccer 
field, volleyball courts, basketball courts

Zeidler Union Square 301 West Michigan Street 1 Gazebo

TABLE 3-32
PARKS IN MILWAUKEE COUNTY

*Park abuts the railroad corridor  
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4 ENVIRONMENTAL ANALYSIS AND CONSEQUENCES 

The following sections discuss the environmental impacts associated with the Kenosha-Racine-
Milwaukee Alternatives Analysis/Draft Environmental Impact Statement (KRM AA/DEIS) 
alternatives.  The effects of the alternatives on land use, noise, vibration and air quality are 
discussed.  Impacts on natural resources such as ecosystems and water resources are also 
addressed. 

4.1 Land Use and Socioeconomic Development 

The purpose of this section is to determine the consistency of the alternatives with adopted local 
plans and zoning governing land use and development.  Existing and future land use maps, 
together with transit supporting goals, objectives and policies from local plans, are reviewed. 
Current and future land use maps for the proposed rail station areas can be found in Exhibit 7. 

4.1.1 Land Use Impacts 

Since rail operations have existed along the corridor for many decades, the rail line has been 
incorporated into land use and comprehensive planning as an integral part of the transportation 
infrastructure.  The focus of land use impacts are, therefore, at the proposed commuter rail 
station locations.  The land use impacts near the proposed Transportation System Management 
(TSM) park and ride locations are expected to be negligible in Cudahy/St. Francis and minimal 
in Oak Creek.  The land use impacts near the proposed No-Build Alternative improvements are 
expected to be negligible based on the small-scale nature of the improvements and are not 
likely to encourage or discourage development. 

Kenosha Station Area 

The proposed land uses within the station area are meant to support and build upon Kenosha’s 
key assets – Harbor Park, multi-modal transportation including the streetcar and bus systems, 
strong civic functions, traditional “Main Street” retail core, public lakefront access, affordable 
neighborhoods, and existing commuter rail service. 
 
Downtown Kenosha to the east of the railroad has several strong residential, commercial, and 
civic districts, as well as opportunities for infill, redevelopment, and revitalization.  The area 
immediately adjacent the station area has strong mixed-use potential.  The intersection of 
52nd Street and Sheridan Road is proposed for high-density mixed-use.  The City’s waste 
transfer site and the boat storage facility north of 52nd Street are proposed for high-density 
residential uses.  Nearby vacant lots along 54th Street have potential as high-density mixed-use, 
while medium-density mixed-use is proposed for vacant or underutilized lots or blocks in the 
retail core area.  No land use changes are proposed for the downtown civic areas; however, 
high-density residential is proposed for the municipal building and Transit Center sites if the 
City’s facilities are relocated in the future.  Medium-density residential uses are proposed for the 
60th Street corridor to capture residential commuter demand and help create a downtown 
gateway. 
 
Older industrial uses just west of the station are proposed for future mixed-use residential to 
capture commuter-based residential and retail demand.  Land north of 52nd Street along 
14th Avenue is proposed for multi-family residential uses that are integrated with adjacent 
existing homes.  The 52nd Street corridor is proposed for multi-family residential uses to place 
emphasis on commercial use potential within the downtown, and create a consistent and stable 
land use pattern.  Residential use patterns in the Columbus neighborhood will remain largely 
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unchanged, with appropriate infill housing on a lot-by-lot basis.  A comparison of existing and 
future land uses within the ½ mile station area is presented in Table 4-1. 
 

Existing Land Use Future Land Use Net Change
(Acres) (Acres)

Single Family/ Low Density Residential 120 148 23%
Multi-Family Residential 27 79 193%
Commercial 39 2 -95%
Mixed Use 6 58 867%
Office 8 0 N/A
Institutional 37 34 -8%
Industrial/ Warehousing and Storage 22 0 N/A
Open Space 13 14 8%
Vacant 37 0 N/A
Source:  HNTB Corporation (June 2006)

TABLE 4-1
KENOSHA STATION AREA COMPARISON OF EXISTING AND FUTURE LAND USES 2005-

2035

 

Somers Station Area 

Proposed land uses near the Somers station area include a small mixed-use area with retail and 
offices; and multi-family residential is proposed adjacent to the station.  Nearby commercial 
properties along Sheridan Road are expected to be redeveloped for new retail and service 
commercial uses.  Commercial properties along Lake Michigan, such as aging and underutilized 
motels, may be appropriate for higher-density residential uses.  Higher-density residential uses 
are also proposed along 12th Street west of the Union Pacific Railroad (UPR).  Although the 
land use plan indicates the existing single-family residential uses along the Sheridan Road 
corridor will remain, it is acknowledged that as development occurs within the greater area, and 
commuter rail service is established, that the single-family residential uses will become 
vulnerable to redevelopment and change.  Under consideration at the time of acceptance of this 
portfolio is a development proposal for 99 single-family homes and 84 townhomes west of the 
railroad and north of 12th Street.  The development proposal would not reach further than 
9th Street; however, the developer owns a 100-foot parcel west of the railroad from 8th Place to 
7th Street.  It is important to concentrate higher-density residential uses near the proposed 
station to generate commuter ridership, provide services for commuters and residents, and 
create a vibrant station area as a welcoming gateway to the community.   
 
Beyond the mixed-use area adjacent to the station, the land uses primarily include single-family 
residential uses and open space.  The Pike River and related wetlands and floodplain areas are 
proposed for preservation in order to serve as open space, recreation, and stormwater 
management.  It is important to protect these sensitive environmental resources, and to provide 
connections between these resources and other station area amenities, such as parks and bike 
trails.   
 
A comparison of existing and future land uses within the ½ mile station area is presented in 
Table 4-2. 
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Existing Land Use Future Land Use Net Change
(Acres) (Acres)

Single Family/ Low Density Residential 15 227 1513%
Multi-Family Residential 6 17 283%
Commercial 22 22 0%
Agriculture/Woodland 214 0 N/A
Institutional 3 3 0%
Vacant 9 0 N/A
Open Space 35 35 0%
Source:  HNTB Corporation (June 2006)

TABLE 4-2
SOMERS STATION AREA COMPARISON OF EXISTING AND FUTURE LAND USES      2005-

2035

 

Racine Station Area 

Proposed land uses within the station area reflect and support the 2005 Racine Downtown Plan 
and Design Standards.  The proposed land use programs within the State Street and Marquette 
Corridors, as well as the River District (as identified in the Downtown Plan) are very similar to 
those within the station area plan, with minor exceptions based on the detailed market 
assessment.  The residential neighborhoods north and southwest of State Street are proposed 
to remain as low-density residential neighborhoods, with the potential for compatible 
replacement housing. 
 
The Racine Downtown Plan recommends that State Street primarily function as an office 
corridor.  With the understanding of current and future markets for the greater station area and 
anticipating a rather weak office market for the future, the preliminary station area plan proposes 
State Street to be utilized as a mixed-use corridor to provide land use flexibility based on future 
demand.  In particular, ground-floor retail, commercial or office uses with residential uses above 
the ground floor would appear to be equally compatible land use mix. 
 
The Root River waterfront area is planned primarily for high- and medium-density, multi-family 
residential uses.  Anticipating modest demand for residential uses west of the downtown, the 
station area plan proposes medium-density residential uses only for the River District.  Similarly, 
preliminary land use recommendations propose medium-density residential uses along the 
Marquette corridor.  Similar to the State Street corridor, preliminary land use recommendations 
for Marquette Street are for mixed-use development to provide for future development flexibility 
based on demand.   
 
A comparison of existing and future land use within the ½ mile station area is presented in 
Table 4-3 
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Existing Land Use Future Land Use Net Change
(Acres) (Acres)

Single Family/ Low Density Residential 144 179 24%
Multi-Family Residential 12 40 233%
Commercial 19 14 -26%
Mixed Use 0 15 N/A
Office 5 12 140%
Institutional 32 36 13%
Industrial/ Warehousing and Storage 68 12 -82%
Open Space 36 46 28%
Source:  HNTB Corporation (June 2006)

TABLE 4-3
RACINE STATION AREA COMPARISON OF EXISTING AND FUTURE LAND USES      2005-

2035

 

Caledonia Station Area 

Proposed land uses within the preliminary station area plan are generally consistent with and 
support Caledonia’s 2006 Douglas Avenue Neighborhood Plan.  The program promotes an 
integrated village center concept around the proposed station.  Because the Douglas Avenue 
and Four Mile Road area is already a local commercial center, Caledonia has a significant 
opportunity to focus future commercial development and create a village center to function as 
the community’s shopping and gathering place of choice.  Local demand from the Village of 
Caledonia, as well as lakefront communities such as Wind Point, could provide the impetus for 
future development. 
 
The immediate station area north of Four Mile Road and east of Douglas Avenue is proposed as 
a mixed-use village center.  The use mix could consist of street-level retail and upper-level, 
medium-density residential uses.  North of the mixed-use area is an office use area at the 
northern gateway to the village center along Douglas Avenue.  Adjacent to this area is a new 
multi-family residential neighborhood proposed north of the Greentree Shopping Center.  Over 
the long-term, the Village should be open to consider redevelopment of the Greentree Shopping 
Center as a pedestrian-oriented commercial center with defined connections to the mixed-use 
area near the station.  While the Greentree Shopping Center is economically viable and stable 
today, in years ahead, it may become feasible to consider the site for redevelopment in a more 
pedestrian friendly manner.   
 
West of the UPR, new residential neighborhoods are planned north and south of Four Mile 
Road.  These neighborhoods would consist of a range of multi-family residential densities 
immediately proximate to the station area; medium-density residential uses along Four Mile 
Road; and single-family residential uses on the outer perimeter of the study area.  Open spaces 
should be planned as integrated neighborhood amenities. 
 
East of the railroad and south of Four Mile Road, commercial uses along Douglas Avenue are 
proposed to remain, while the current single-family uses fronting along the corridor are 
proposed to be redeveloped with multi-family uses in the future.  Established residential 
neighborhoods east of Douglas Avenue and south of Four Mile Road would likely remain 
unchanged. 
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A comparison of existing and future land use within the ½ mile station area is presented in 
Table 4-4. 
 

Existing Land Use Future Land Use Net Change
(Acres) (Acres)

Single Family/ Low Density Residential 97 190 96%
Multi-Family Residential 19 79 316%
Commercial 53 54 2%
Mixed Use 0 14 N/A
Office 14 12 -14%
Institutional 4 20 400%
Industrial/ Warehousing and Storage 19 0 -100%
Open Space 65 0 -100%
Vacant 164 69 58%
Source:  HNTB Corporation (June 2006)

TABLE 4-4
CALEDONIA STATION AREA COMPARISON OF EXISTING AND FUTURE LAND USES 2005-

2035

 

Oak Creek Station Area 

Proposed land uses within the station area largely reflect and support the City of Oak Creek’s 
Comprehensive Plan.  The revitalization program recommended for the Lakeview Village area is 
consistent with transit supportive land use principles sought for the KRM corridor. 
 
The Lakeview Village Concept Plan envisions a range of commercial, residential, transportation 
and open space land uses.  The range of uses are intended to complement the public 
investment being made and anticipated in Bender Park and to reflect the historic character and 
functions of the Carollville neighborhood.  Plan recommendations include enhancements to 
Bender Park; a transit oriented center to accommodate mixed uses and the proposed commuter 
rail station and a park and ride lot; higher density development along the lakefront potentially 
including a hotel/conference center, restaurants, high rise condominiums and an office complex; 
larger scale commercial developments at State Trunk Highway (STH) 100 and STH 32; and 
new residential opportunities in the Carollville neighborhood.  
 
The preliminary station area plan illustrates a mixed use center at the intersection of East Ryan 
Road and the extension of the STH 100.  This is also the area of the proposed commuter 
railroad station.  A mixed-use center would offer increased population and land use diversity, 
and could consist of ground-floor retail, commercial, or office uses with residential uses above 
the first floor.  In order to allow for a wider variety of housing opportunities within the station 
area, medium and high density multifamily residential uses are suggested surrounding the 
mixed use center to the northeast and northwest.  Further, expanded medium density 
multifamily residential uses are proposed in the southern portion of the study area.  Commercial 
uses are planned where STH 100 and STH 32 intersect.  Bender Park is proposed as an 
expanded recreational area. 
 
A comparison of existing and future land uses within the ½ mile station area is presented in 
Table 4-5. 
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Existing Land Use Future Land Use Net Change
(Acres) (Acres)

Single Family/ Low Density Residential 71 183 158%
Multi-Family Residential 0 54 N/A
Commercial 10 30 200%
Mixed Use 0 7 N/A
Entertainment 0 7 N/A
Institutional 8 16 100%
Industrial/ Warehousing and Storage 15 3 -400%
Agriculture 204 0 -100%
Open Space 20 114 470%
Vacant 104 0 -100%
Source:  HNTB Corporation (June 2006)

TABLE 4-5
OAK CREEK STATION AREA COMPARISON OF EXISTING AND FUTURE LAND USES, 

2005-2035

 

South Milwaukee Station Area 

The land use planning recommendations are largely consistent with the South Milwaukee 
Comprehensive Plan 2020.  The City has designated the site directly west of the existing station 
building as a transit-oriented development that would most likely include a significant residential 
component.  This would also be the site of the future KRM commuter rail station.  The plan also 
recommends high-density mixed-use development in the immediate station area along 
Milwaukee Avenue, and along 10th Avenue/STH 32.  Mixed-use would accommodate retail and 
service uses on the ground floor and residential uses above the ground floor.  The plan reflects 
that existing industrial uses in the station area would remain and transit would broaden access 
to employment markets.  Also, as infill development and redevelopment occurs, a mix of 
housing types is recommended to allow for a wider range of housing choices.  Low- and 
medium-density multi-family developments are shown. 
 
A comparison of existing and future land use within the ½ mile station area is presented in 
Table 4-6. 
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Existing Land Use Future Land Use Net Change
(Acres) (Acres)

Single Family/ Low Density Residential 167 105 -37%
Multi-Family Residential 20 92 360%
Commercial 29 21 -28%
Mixed Use 3 35 1066%
Office 4 12 200%
Institutional 17 12 -29%
Industrial/ Warehousing and Storage 72 53 -26%
Open Space 35 37 6%
Vacant 7 0 N/A
Source:  HNTB Corporation (June 2006)

TABLE 4-6
SOUTH MILWAUKEE STATION AREA COMPARISON OF                              

EXISTING AND FUTURE LAND USES, 2005-2035

 

Cudahy/St. Francis Station Area 

The proposed land uses within the station area are meant to support and build upon Cudahy’s 
key assets, including the concentration of civic facilities, the traditional “Main Street” retail core, 
public lakefront access, and affordable neighborhoods.  The future land use recommendations 
are consistent with the approved Cudahy Downtown Master Plan (1999) and the Downtown 
Redevelopment Master Plan Update (2005).  For areas outside of the downtown, (i.e. east of 
Kirkwood Avenue and north of Plankton Avenue), the plan suggests low- to medium-density 
multi-family development to encourage a wider variety of housing options closer to the central 
business district. 
 
Land use recommendations within the plan further suggest that the area west of the commuter 
station be comprised of commercial, mixed-use, office, entertainment and industrial uses.  
Mixed-use development opportunities are encouraged along both Packard and Layton Avenues, 
consistent with the downtown pedestrian-oriented character of the area. 
 
A comparison of existing and future land use within the ½ mile station area is presented in 
Table 4-7. 
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Existing Land Use Future Land Use Net Change
(Acres) (Acres)

Single Family/ Low Density Residential 137 84 -39%
Multi-Family Residential 13 79 508%
Commercial 42 43 2%
Mixed Use 0 34 N/A
Office 7 7 0%
Entertainment 0 12 N/A
Institutional 10 11 10%
Industrial/ Warehousing and Storage 80 79 -1%
Open Space 0 15 N/A
Vacant 71 0 N/A
Source:  HNTB Corporation (June 2006)

TABLE 4-7
CUDAHY STATION AREA COMPARISON OF EXISTING AND FUTURE LAND USES         

2005-2035

 

South Side Milwaukee Station Area 

Proposed land uses within the station area respect the community’s expressed interest in 
preserving existing residential neighborhoods and promoting the revitalizing Kinnickinnic 
Avenue commercial district.  Opportunities for transit oriented development are focused near the 
proposed commuter station where underutilized land offers redevelopment opportunities.   
 
A cornerstone of the station area plan is the removal of the Lincoln Street viaduct, thereby better 
connecting (physically and psychologically) the neighborhood to Lake Michigan.  This, in turn, 
opens up additional land adjacent to the commuter station for redevelopment.  
 
Key areas subject to change are focused along the edge of the neighborhood, particularly along 
Bay Street to the north and areas west of the station.  In the immediate area of the station, 
higher density multi-family residential uses are proposed to increase housing options and 
support the commuter station.  This includes two large parcels – one currently occupied by the 
Army Reserve Base and the other currently encumbered by the Lincoln Avenue viaduct - 
immediately west of the station.  Some space for retail uses is recommended as part of this 
development area to satisfy demand for convenience goods and services created by transit 
riders.  Medium density residential is proposed as a transition between the new higher density 
housing closest to the station and the existing residential neighborhood.  Housing is also 
proposed north of Bay Street where it is now mostly industrial uses.  
 
Other plan recommendations include a new mixed use area or office center adjacent to and 
immediately east of the commuter station.  This new gateway could help support the transit 
station, and fulfill the need for higher quality office space in the neighborhood.  The proposed 
mixed use areas to the north of Bay Street could serve as a buffer between the neighborhood 
and the Port of Milwaukee activities.  This area currently contains several stable manufacturing 
uses that are likely to remain in the area for some time.  However, if these uses transition, it 
presents an opportunity for a mixed use area consisting of office, residential, distribution 
warehouse and retail uses.  Preferably this area will retain some sort of employment base over 
time.  
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An opportunity for new higher density development exists on the current site occupied by the 
U.S. Navy to the east of the station near Lake Michigan.  If this site becomes available in the 
future a second high rise condominium tower or other new multi-family housing could be located 
on this site.  
 
A comparison of existing and future land uses within the ½ mile station area is presented in 
Table 4-8. 
 

Existing Land Use Future Land Use Net Change
(Acres) (Acres)

Single Family/ Low Density Residential 89 87 -3%
Multi-Family Residential 20 41 106%
Commercial 6 3 -53%
Mixed Use 10 38 301%
Institutional 31 18 -42%
Industrial/ Warehousing and Storage 108 73 -32%
Park/Open Space 5 25 426%
Vacant 93 72 -22%
Source:  HNTB Corporation (June 2006)

TABLE 4-8
SOUTH SIDE MILWAUKEE STATION AREA COMPARISON OF                              EXISTING 

AND FUTURE LAND USES, 2005-2035

 

Downtown Milwaukee Station Area 

The Milwaukee Downtown Plan emphasizes the goal of a “unified design for a prosperous and 
beautiful downtown that will be best equipped to fulfill its role as the regional center.”  The 
preliminary land use plan for the station area supports this vision by offering a range of 
commercial, office, mixed-use, entertainment, residential, and institutional uses.  Mixed-use 
development is represented throughout most parts of the station area.  A major emphasis of 
new mixed-use development is recommended south of the Marquette Interchange along West 
St. Paul Avenue.  Mixed-use development is proposed to encourage transit-supportive land use, 
such as ground floor commercial with residential uses above.  The use mix also includes an 
emerging entertainment area through the development of the new Harley-Davidson Museum to 
be located on both sides of Canal Street, just east of the 6th Street bridge.  With proper access 
improvements, this use could be a major pedestrian destination from the future shared transit 
facility.   
 
Office uses are suggested along Interstate Highway (IH)-94 leading into the downtown as well 
as continuing to be located on the north side of the Marquette Interchange.  Multifamily 
residential and mixed uses are recommended along the Milwaukee River on the eastern edge of 
the station area near the Third Ward district.  As the study area develops in intensity, it is 
expected that surface parking will be redeveloped and parking accommodated on-site in 
structured facilities. 
 
A comparison of existing and future land uses within the ½ mile station area is presented in 
Table 4-9.  
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Existing Land Use Future Land Use Net Change
(Acres) (Acres)

Single Family/ Low Density Residential 0 0 N/A
Multi-Family Residential 6 31 416%
Commercial 21 11 -48%
Mixed Use 24 113 370%
Office 21 30 43%
Entertainment 0 23 N/A
Institutional 36 18 -50%
Industrial/ Warehousing and Storage 86 10 -88%
Open Space 2 5 150%
Vacant 12 0 -100%
Source:  HNTB Corporation (June 2006)

TABLE 4-9
DOWNTOWN MILWAUKEE STATION AREA COMPARISON OF EXISTING AND FUTURE 

LAND USES, 2005-2035

 

4.1.2 Impacts of Land Use Change 

Since passenger rail operations existed along the corridor for many decades, the rail line has 
been incorporated into land use and comprehensive planning as an integral part of the 
transportation infrastructure.  The focus of land use relationships would be at the proposed 
commuter rail stations and TSM park and ride locations.  
 
Table 4-10 shows the expected increase in housing units in the station areas with and without 
the addition of commuter rail.  If the Commuter Rail Alternative is selected, it could mean an 
additional 2,400 housing units in the KRM station areas.  The impact of the rail is most profound 
in the communities of Caledonia, Oak Creek and Racine, which all double the amount of 
housing in the station areas. 
 
Because they do not offer significant transportation infrastructure construction, the TSM and 
No-Build Alternatives are expected to have negligible impacts on the local housing market. 

4.2 Transportation 

The following section summarizes the transportation impacts resulting from the proposed 
alternatives.  Traffic conditions with the Commuter Rail and TSM Alternatives would be different 
from the No-Build Alternative because these alternatives propose new transit access locations 
while the No-Build Alternative is simply planned upgrades of specific roadways with no new 
transportation access points under consideration.  The impacts associated with the No-Build 
Alternative would be the increased congestion seen on the project roadways into the future as 
traffic grows and only minor planned improvements are in place to handle the additional traffic.  
For the TSM and Commuter Rail Alternatives, there are generally two sources of transportation 
impacts: 
 

1. Potential impacts to roadways and intersections caused by traffic generated from park 
and ride lots used by the Commuter Rail and TSM Alternatives. 
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2. Potential impacts to wait times for at-grade intersection railroad crossing locations 
caused by increased frequency in train traffic associated with the Commuter Rail 
Alternative. 

 

Station Area
With            

Commuter Rail
Without    

Commuter Rail
Kenosha 1,036 862
Somers 442 341
Racine 302 147
Caledonia 484 208
Oak Creek 421 167
South Milwaukee 367 299
Cudahy 358 249
South Side Milwaukee 734 400
Downtown Milwaukee 4,520 3,591

Totals 8,664 6,264
Source:  VSKA Market Assessment Reports

New Housing Units

TABLE 4-10
HOUSING UNITS IN STATION AREAS WITH/WITHOUT 

COMMUTER RAIL

 
 

4.2.1 Potential Impacts to Roadways and Intersections 

No-Build Alternative 

A detailed analysis of the impacts of the No-Build Alternative on the roadway system would 
provide information about the quality of operations of existing roadways with planned 
improvements.  Since the primary project purposes and needs do not include mitigating existing 
and future roadway congestion, a detailed analysis of the existing roadways system in the 
33-mile corridor was not been completed.  Rather, impacts of the planned improvements were 
derived using engineering judgment on a conceptual level.  Each planned transportation 
improvement associated with the No-Build Alternative is listed below, with a description of how it 
is anticipated to impact operational conditions in the corridor. 
 
Reconstruction with additional traffic lanes of State Trunk Highway (STH) 100 from Howell 
Avenue (STH 38) to STH 32 in the City of Oak Creek (2.75 miles). 

• Since STH 100 is a significant east-west roadway in the project corridor, it is anticipated 
this improvement will allow traffic from the west to get to the immediate KRM corridor in 
a more efficient manner, with less congestion and delay.  This roadway improvement 
does not address operational conditions in the north-south directions. 

 
Reconstruction with additional traffic lanes of STH 32 from Three Mile Road to Four Mile Road 
in the Town of Caledonia (1.25 miles) and reconstruction with additional traffic lanes of STH 32 
from Five Mile Road to North County Line in the Town of Caledonia (3.37 miles)  

• These segments of STH 32 are experiencing more rapid development growth than 
average across the corridor.  With the roadway improvements, a nominal amount of total 
travel timesavings for north-south vehicles would occur.  However, with the expected 
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growth of traffic volumes into the future, these improvements are likely to simply 
maintain the “status quo” operational conditions. 

 
Reconstruction with additional traffic lanes of STH 11 from the Village of Sturtevant eastern 
Village limits to STH 31 (2.0 miles) 

• Since STH 11 is a significant east-west roadway in the project corridor, it is anticipated 
this improvement will allow traffic from the west to get to the immediate KRM corridor in 
a more efficient manner, with less congestion and delay.  This roadway improvement 
does not address operational conditions in the north-south directions. 

 
Construction of a new transit operating and maintenance facility for Kenosha Area Transit, 
replacement buses for Kenosha Area Transit, reconstruction and expansion of the Metra train 
station in Kenosha, and construction of an overflow parking lot for the Metra train station 

• These improvements are anticipated to improve the level of service for Kenosha Area 
Transit and Metra operations in Kenosha.  The benefits of these planned improvements 
are to maintain and improve the efficiency of the local Kenosha transit and not the 
regional transit system north of Kenosha. 

 
Replacement buses for MCTS, replacement of fueling systems at MCTS operating garages, 
renovation and repairs at the Fond du Lac Avenue and Kinnickinnic Avenue operating garages 

• These improvements are anticipated to maintain an efficiency level into the future for 
MCTS.  Although the improvements will maintain a level of service in Milwaukee that is 
expected by local transit users, it does nothing to address the underlying need of the 
project to provide regional transit improvement.  The benefits of these planned 
improvements are to maintain and improve the efficiency of MCTS. 

TSM & Commuter Rail Alternatives 

The existing traffic count data for roadways affected by the proposed improvements was 
provided by the Wisconsin Department of Transportation (WisDOT) and the City of Milwaukee.  
The counts were taken as part of the normal three year cycle of WisDOT coverage counts for 
use in the Wisconsin Highway Traffic Volume Data publication.  Generally, year 2005 count data 
was used as the base year, and supplemented by other recent years as necessary. 
 
The total number of trips that each alternative would expect to generate was developed.  Trip 
generation for the proposed alternatives was developed based on the rates and equations 
published in the Institute of Transportation Engineers (ITE) Trip Generation, 7th edition, 2003, 
which contains traffic volume count data at facilities nationwide.  In particular, the Light Rail 
Transit Station with Parking land use category was used to generate conservative traffic 
generation, with each station except for the Oak Creek station estimated to have 200 parking 
spaces dedicated to the proposed alternatives.  The Oak Creek station is estimated to have 
300 parking spaces dedicated to the proposed alternatives. 
 
The traffic generated from the proposed alternatives was applied to the surrounding roadway 
network.  Each station had a specific number of major roadways that are considered access 
roadways to the station park and ride lot.  These few major roads were considered the most 
likely to experience traffic impacts and thus all traffic generated to these roadways.  Table 4-11 
lists these roadways per station and outlines the future no-build and proposed alternative 
generated volumes.  Table 4-11 also shows the percent increase in traffic volume attributed 
directly to the Commuter Rail Alternative.  As can be seen, no roadway in the project corridor 
will experience more than an 8% increase in traffic volume as a result of this alternative.  It is 
not anticipated that significant traffic-volume impact would occur to the roadways used to 
access to park and ride lots for the proposed alternatives.   
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To analyze impacts to specific intersections in the project area, traffic assignments from the 
park and ride lots were individually assessed per station location to determine if any impacts 
would occur to individual intersections on the path that typical vehicles would take to get to the 
lots. 
 
The trip distribution is the percentage of traffic that travels on each of the various roadways to 
and from the proposed park and ride lots.  WisDOT coverage counts were used to determine 
the percentage of existing traffic that entered and exited the project area on each of the major 
roadways.  The trip distribution was based on the gravity model.  The generated traffic was 
distributed to the project roadways described above based on the percentage of total existing 
traffic using these roadways.  Therefore, the roadways with the highest existing volumes would 
have the highest percentage of park and ride generated traffic applied to them.  
 
Using the trip distribution percentages, the project generated trips were assigned to the adjacent 
roadway network and associated intersections.  In general, the total number of generated 
vehicle trips associated with the park and ride lots is small in comparison with the traffic volume 
of nearby roadways used to access the lots.  Thus, for the majority of project intersections, the 
added traffic generated by the park and ride lots would not indicate a need for improvements; 
the existing intersection layouts would operate acceptably.  In some cases, specific park and 
ride lot generated turning volumes at nearby intersections, calculated by the above mentioned 
traffic assignment process, are significant and could require improvements to the intersections.  
These improvements are discussed per station area below.  Refer to Exhibit 6 for the station 
layouts. 

Somers Station Area   

A moderate volume (~100 vehicles in the AM peak hour period) of traffic would access the 
station location off County Trunk Highway (CTH) E via a northbound left turn off STH 32.  The 
relatively high posted speed of this STH 32 traffic (45 mph) would necessitate further traffic 
studies during the preliminary engineering phase to determine if a northbound bypass lane for 
through vehicles is needed. 

Racine Station Area  

A moderate volume (~90 vehicles in the AM peak hour period) of traffic would access the station 
from Kingan Avenue via an eastbound right turn onto Kingan Street from State Street/STH 38.  
Although the existing lane layout is acceptable to handle this additional right turn traffic flow, 
there is existing parking along State Street/STH 38 eastbound near this intersection that may 
present a visual hazard for pedestrian versus right-turn vehicle conflicts.  A portion of this 
parking on the eastbound side of the highway should be removed to provide a more positive 
visual queue for this potential conflict. 

Caledonia Station Area  

This station would create one access point off STH 32 about 1,100 feet north of four mile road.  
A moderate amount of traffic would be accessing this station via a northbound left turn off 
STH 32.  Currently there is a mountable two-way left turn lane to handle all left turning traffic in 
this segment of STH 32.  This two-way left turn lane should handle this increase in traffic 
acceptably, but raising the median and creating a dedicated left turn lane for this traffic would 
tend to increase safety. 
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TABLE 4-11 
ROADWAY TRAFFIC IMPACTS PER STATION LOCATION 

Station/Park and Ride
Significant
Access Roadway AM PM AM PM IN OUT IN OUT AM PM

Milwaukee
5th Street 89 213 116 277 5 1 11 8
4th Street 181 219 235 285 10 3 11 8
3rd Street 128 147 166 191 7 2 7 5
2nd Street 138 198 179 257 8 2 10 7
St. Paul East 1460 1460 1898 1898 84 21 72 52
St. Paul West 982 678 1277 881 56 14 33 24

South Side
Lincoln Street West 270 270 351 351 22 5 17 12
Bay Street South 113 210 147 273 9 2 13 9
Lincoln Street East 305 350 397 455 25 6 22 16
Bay Street East 174 243 226 316 14 4 15 11
IH 794 South 177 177 230 230 14 4 11 8
IH 794 North 1070 1070 1391 1391 87 22 66 48

Cudahy
Kinickinnic North 150 255 195 332 10 3 8 6
Layton Avenue West 857 1446 1114 1880 57 14 48 35
Layton Avenue East 364 605 473 787 24 6 20 15
Packard Avenue North 561 871 729 1132 37 9 29 21
Packard Avenue South 631 1163 820 1512 42 11 39 28

South Milwaukee
STH 32 North 628 872 816 1134 40 10 37 27
STH 32 South 525 823 683 1070 33 8 35 25
Milwaukee Street East 290 468 377 608 18 5 20 14
Milwaukee Street West 680 680 884 884 43 11 29 21
Marquette Street East 230 230 299 299 15 4 10 7
Marquette Street West 340 340 442 442 22 5 14 10

Oak Creek
5th Street North 160 160 208 208 15 3 12 9
STH 32 North 479 565 623 735 13 10 42 30
STH 32 South 1280 1280 1664 1664 115 29 95 68
STH 100 East 940 940 1222 1222 84 21 69 50

Caledonia
Middle Avenue North 250 375 325 488 11 3 11 8
STH 32 North 851 986 1106 1282 39 10 29 21
STH 32 South 940 1331 1222 1730 43 11 40 29
Four Mile Avenue East 763 955 992 1242 35 9 29 21
Four Mile Avenue West 937 1172 1218 1524 43 11 35 25

Racine
Marquette Street North 172 492 224 640 7 2 12 9
Marquette Street South 789 1262 1026 1641 33 8 32 23
State Street East 717 828 932 1076 30 7 21 15
Martin Luther King Junior N 283 401 368 521 12 3 10 7
STH 38 West 1194 1300 1552 1690 49 12 33 24
Memorial Avenue South 991 1420 1288 1846 41 10 36 26

Somers
CTH A West 113 113 147 147 8 2 7 5
STH 32 North 785 746 1021 970 58 14 46 33
STH 32 South 1150 1150 1495 1495 84 21 71 51
CTH E West 285 324 371 421 21 5 20 14

Kenosha
STH 32 North 1950 1950 2535 2535 52 13 36 26
STH 32 South 1251 1745 1626 2269 34 8 33 24
STH 158 East 1510 1510 1963 1963 41 10 28 20
STH 158 West 1232 1777 1602 2310 33 8 33 24
56th Street East 103 182 134 237 3 1 3 2
56th Street West 336 534 437 694 9 2 10 7
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Peak Hour Volume Peak Hour Volume PMAM

 

Kenosha Station Area  

The existing roadway and intersection control infrastructure surrounding the Oak Creek park 
and ride lot would handle the small increases in traffic generated from the project. 

Oak Creek Station/TSM Park and Ride Area  

The existing roadway and intersection control infrastructure surrounding the Oak Creek park 
and ride lot would handle the small increases in traffic generated from the project. 
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South Milwaukee Station Area 

The existing roadway and intersection control infrastructure surrounding the South Milwaukee 
park and ride lot would handle the small increases in traffic generated from the project. 

Cudahy/St. Francis Station/TSM Park and Ride Area 

The existing roadway and intersection control infrastructure surrounding the Cudahy/St. Francis 
park and ride lot would handle the small increases in traffic generated from the project. 

South Side Milwaukee Station Area  

A moderate volume of traffic (~100 vehicles in the PM peak hour period) would enter the South 
Side Station park and ride lot at the main access point located on Bay Street at the west end of 
Lincoln Street via a southbound left turn.  A median opening currently exists at this location, but 
a short left turn lane should be constructed to remove these vehicles from the traffic flow on Bay 
Street.  The existing median in this location is about 32 feet wide, allowing ample right-of-way 
for addition of a single 12-foot left turn bay. 
 
The secondary access point to this station is located on Bay Street just south of the primary 
access point described above.  This access point does not have a median opening for access to 
left turning traffic into and out of the park and ride lot.  A median opening should be created and 
an addition of a short left turn lane should be constructed to remove these vehicles from the 
traffic flow on Bay Street.  The existing median in this location is about 24 feet wide, allowing 
ample right-of-way for addition of a single 12-foot left turn bay. 

Downtown Milwaukee Station Area 

The main access point to the Downtown Milwaukee station is at the south end of 5th Street on 
St. Paul Avenue.  This intersection has a single westbound lane to serve all traffic movements, 
right turns, through, and left turns.  A small increase in traffic (~50 vehicles in the AM peak hour 
period) will be entering the park and ride lot via a westbound left turn.  This is a small increase 
in traffic, and would not likely require a dedicated left turn lane.  Removal of eastbound parking 
spaces could create a short bypass lane to allow eastbound through-traffic to proceed through 
the intersection without waiting behind the occasional traffic queue waiting to turn left into the 
station.   

4.2.2 Potential Impacts to At-Grade Automobile Rail Crossing Wait Times 

The second consideration for traffic flow impacts concerns the at-grade crossings where 
automobile traffic conflicts with train traffic.  This project intends to ensure safety by maintaining 
existing or creating new rail warning signals with protective vehicle gates at all at-grade 
crossings affected by the project. 
 
The following discussion of impact to these crossings will be focused on the added wait time 
that automobile traffic will have to endure because of the increased train traffic with more 
frequent “gates down” conditions at these crossings.   
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It is estimated that at-grade crossing locations not at a station will delay traffic about 30 seconds 
per train.  Those at-grade crossings adjacent to a station location will have some additional 
station-dwell time applied to the crossing signals, estimated to be a total traffic delay of about 
50 seconds.  These crossings are indicated by a ** symbol in Table 4-12 next to the street name 

No. County City Street MilePost
1 Kenosha Kenosha 35th 52.94
2 Kenosha Kenosha 31st 53.29
3 Kenosha Kenosha 24th 53.65
4 Kenosha Kenosha Birch Ave. 54.19
5 Kenosha Kenosha **12th St. - CTY E 55.25
6 Kenosha Kenosha **17th St.- CTY A 56.40
7 Kenosha Racine 1st St.-CTY KR 57.36
8 Racine Racine Hanche RD. 58.21
9 Racine Racine Chickory RD. 58.43
10 Racine Racine DeKoven RD. 60.22
11 Racine Racine 16th St. 60.56
12 Racine Racine 14th St. 60.76
13 Racine Racine 13th St. 60.87
14 Racine Racine W ashington St. 60.97
15 Racine Racine 12 th St. 60.79
16 Racine Racine 11th St. 61.07
17 Racine Racine **State St. 61.88
18 Racine Racine W est St. 61.99
19 Racine Racine Prospect Ave.. 62.06
20 Racine Racine Hamilton Ave.. 62.15
21 Racine Racine Albert St. 62.30
22 Racine Racine High St. 62.60
23 Racine Racine Rapids Dr. 62.93
24 Racine Racine Yout St. 62.96
25 Racine Racine Goold St. 63.00
26 Racine Racine Layrard Ave.. 63.11
27 Racine Ives South St. 63.80
28 Racine Ives 3 Mile RD. 64.70
29 Racine Ives 4 Mile RD. 65.64
30 Racine Ives 5 Mile RD. 66.70
31 Racine Ives 6 Mile RD. 67.75
32 Milwaukee Oak Creek 7 Mile RD. 68.80
33 Milwaukee Oak Creek W edco RD. 70.30
34 Milwaukee Oak Creek Elm RD. 70.40
35 Milwaukee Oak Creek OakW ood .RD 71.00
36 Milwaukee Oak Creek Fitzsimmons RD 71.40
37 Milwaukee Oak Creek **Ryan RD 72.00
38 Milwaukee Oak Creek Puetz RD 73.03
39 Milwaukee South Milwaukee Columbia Ave. 73.83
40 Milwaukee South Milwaukee Milwaukee Ave. 74.76
41 Milwaukee South Milwaukee Rawson Ave. 75.07
42 Milwaukee Cudahy E. Ramsey Ave. 76.61
43 Milwaukee Cudahy W hitnall Ave. 77.03
44 Milwaukee Cudahy Ladish CO. 77.50
45 Milwaukee Cudahy Barnard St. 78.04
46 Milwaukee Cudahy **E. Layton Ave. 78.16
47 Milwaukee Cudahy E.VanNorman Ave 78.47
48 Milwaukee St. Francis Denton Ave. 78.97
49 Milwaukee St. Francis E. Norwich Ave. 79.21
50 Milwaukee St. Francis Howard Ave. 79.36
51 Milwaukee St. Francis E.Crawford Ave. 79.50
52 Milwaukee St. Francis St. Francis Ave. 79.85

TABLE 4-12 
AT-GRADE RAIL CROSSINGS 
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to which it applies.  All other locations in the table are crossings not near a station.  The 
proposed commuter rail operating plan consists of 28 one-way trips (14 in each direction).   
 
Refer to Section 2, Detailed Study Alternatives, for more details on the proposed operating 
schedule of the Commuter Rail Alternative.  On a typical week day, each crossing in the corridor 
will be interrupted 28 times.  It is estimated that of these 28 train trips, each crossing will have 
about 4 interruptions during each of the AM and PM peak hours of the day, 2 caused by 
northbound trains, 2 caused by southbound trains.  To summarize this data and how it 
translates to delay time to the driver, crossing closure delay times would be approximately: 
 

• Not at a rail station – 120 seconds during AM or PM peak hour 
• At a rail station – 200 seconds during AM or PM peak hour 

 
Each of these respective delay times account for no more than about 5% of the total time in the 
peak hour.  It is not anticipated that this additional delay time will significantly impact the 
operation of those roadways containing the crossings. 

4.2.3 Potential Impacts to Passenger and Freight Railroads 

The proposed commuter rail service between the Milwaukee Amtrak Station and Kenosha, 
Waukegan, and Chicago will operate on two existing freight railroad systems, owned by 
Canadian Pacific Railway (CPR) and the Union Pacific Railroad (UPR), respectively.  Almost 
certainly, the operation of a new, scheduled passenger service will affect the existing freight 
service, particularly in segments where a single track exists.  As an initial effort to aid in 
understanding the issues and developing appropriate cost-effective railroad infrastructure 
improvements, a string-line based network capacity analysis was performed. It was decided to 
use a spreadsheet model, rather than a more detailed time-based simulation of individual train 
movements, since it provided a cost-effective level of detail that met the needs of the 
alternatives analysis.  In a future refinement phase of KRM, a system simulation will be 
performed, which will focus on the Milwaukee Amtrak Depot area, the tracks south to the 
UPR/CPR junction, and the UPR south to Waukegan.  The purpose of the model is to ensure 
safe and efficient train operations in the KRM corridor.  The results of the model will be used for 
further planning efforts and will be documented in the FEIS.   
 
The KRM string-line analysis reproduced the passenger train performance and train starts 
established in the operations plan.  The string-lines depicted the proposed KRM commuter train 
operations, current Amtrak passenger operations (on CPR tracks) and freight operations 
graphically over a 24-hour period.  The freight train movements on the route were based on 
current and planned freight operations data provided by railroad staff.  Amtrak operations were 
based on published Hiawatha and Empire Builder Service schedules effective April 24, 2006.   
 
The string-line capacity analysis was helpful in determining track capacity needs and evaluating 
different commuter and freight train operating scenarios. The KRM analysis satisfied a number 
of operational and policy objectives.  Potential conflicts with current rail activities were identified 
and mitigated by changes to the passenger time-table or infrastructure improvements such as 
additional tracks and special trackwork.  Below is a summary of the key items concluded from 
the analysis as measures that may be effective in reducing potential adverse effects to 
passenger and freight railroads. 
 
KRM Service & Infrastructure – A summary of the KRM service and physical plant improvement 
requirements include the following: 
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• Twenty-eight KRM commuter trains will operate per weekday, fourteen in each direction, 
including 30-minute service in the peak periods and less frequent off-peak service. 

• Most of the KRM commuter trains will operate between the Milwaukee Amtrak Depot 
and Kenosha to provide regional commuter rail service. 

• Where possible, the KRM commuter trains will be scheduled to connect to the current 
Metra service operating between southeastern Wisconsin and Chicago. 

• Two KRM commuter trains will operate between Chicago and Milwaukee.  One train will 
operate northbound from Ogilvie Transportation Center in downtown Chicago in the 
morning and return to Ogilvie in the evening. 

• As mid-day Metra service to Kenosha is not frequent, two northbound KRM commuter 
trains and two southbound KRM commuter trains will be scheduled to meet Metra 
service at Waukegan. 

• The full build-out program will provide service to all stations along the route without 
skipping stops.  Station locations include Kenosha Metra Station, Somers, Racine 
Transit Center, Caledonia, Oak Creek, South Milwaukee, Cudahy/St. Francis, South 
Side Milwaukee, and Milwaukee Amtrak Depot. 

• Major infrastructure elements include twelve and one-half miles of new mainline track, 
51 turnouts, a new train control system, and a vehicle maintenance facility in Racine.  

• KRM commuter trains will be scheduled to avoid conflicts with the existing and proposed 
scheduled Amtrak service on the Canadian Pacific Railway C&M Subdivision. 

• The KRM commuter rail schedule will be limited to normal commuter hours, providing 
large night windows for track maintenance and unscheduled UPR freight service. 

• The KRM schedule and infrastructure improvements will be developed to insure that 
commuter trains to do not restrict freight operations on the CPR and UPR properties. 

 
Potential Impacts to Metra - The principal area of possible conflict between Metra and KRM is at 
the Kenosha Station. Presently there is a left-hand-running trailing crossover immediately north 
of the center platform at Kenosha. There is also a facing crossover 0.6 mile north of the 
platform, so the two crossovers are essentially universal crossovers on the north side of the 
platform. This placement of crossovers results in Metra northbound trains being on the west 
side of the platform, which would not allow Metra to position trains on the proper track for 
southbound moves if a KRM train is in the station.  
 
The KRM project has proposed a new crossover south of the station platform primarily for 
Metra’s use.  Metra access to the passenger platform and flexibility in reversing direction will be 
improved by relocating those movements to south of the Kenosha Station, while still having the 
north crossover as a backup.  Either way, in the event that one side or the other of the platform 
is closed, KRM and Metra trains can hold short of the platform while the other train makes its 
stop and then use these or other  crossovers to get to either side of the platform.   
 
As noted above, two KRM trains were originally proposed to operate, one each in the reverse 
peak direction, between Chicago and Milwaukee during the peak periods.  The previously 
proposed KRM AM peak northbound train was to operate in advance of the current first Metra 
AM northbound train, and hence would not conflict with Metra service.  The PM peak 
southbound train would have run counter to the predominant flow of Metra service (i.e., from 
Chicago north during the PM peak) and as a consequence also would not have interfered with 
current scheduled Metra service.   
 
However, in an exchange of letters between Metra and SEWRPC between September 2007 
and January 2009, Metra expressed concerns over any KRM operations south of Kenosha and 
took a position of not allowing them on the line by virtue of their exclusive arrangement with the 
UP for operating passenger service on the line.   
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“… we oppose KRM trains operating over Metra service territory south of Kenosha … 
any rail operations south of Kenosha by KRM would complicate Metra’s purchase of 
service agreement with [the] Union Pacific Railroad.”1 

 
Because of that position, the KRM service formally proposed at the time of this report does not 
include any KRM trains operating south of Kenosha.  However, KRM service to Waukegan and 
Chicago is retained as a possible future option for the project.  In the event that option is again 
given serious consideration in subsequent work in the current alternatives analysis, future 
preliminary engineering or future final design phases of the KRM project, the environmental 
work will have been completed and documented herein.  
 
Potential Impacts to UPR Freight Service between Kenosha and Milwaukee – In that much of 
this segment of the UPR is single track, additional infrastructure for KRM service must be 
carefully considered to insure that current and future freight rail service is accommodated. 
Freight traffic includes coal, rock and local way-freight trains.  Coal trains serve the Wisconsin 
Energies (WE) Oak Creek Power Plant at MP 69.3, about half-way between Milwaukee and 
Kenosha, and access to the Plant is from the south.  A planned expansion of the Plant will 
require deliveries of up to three trains per day arriving at virtually any time during a 24-hour day.  
Based on route and sequence information provided by UPR, the string-line analysis assumed 
three of the six coal trains (three loaded and three empty) would operate outside of the KRM 
service hours.  The remaining three would operate during KRM off-peak hours when commuter 
service would be less frequent.  In addition, sufficiently long holding tracks without grade 
crossings currently exist at the WE Plant and south of Lake Bluff where the coal trains can wait 
for KRM trains (and Metra trains) to clear.  In addition, the KRM project is proposing to extend 
the double tracking along the UPR mainline.  In general, the current Kenosha-to-Milwaukee 
combination of UPR and CPR mainlines averages only 10% double track, with virtually all of 
that at the two ends of the route.  The proposed KRM improvements will provide 48% double 
tracks spread more uniformly along that same total alignment, including 47% along the specific 
route of the WE coal trains.  For these reasons, the operation of the UPR coal trains can co-
exist with the proposed KRM scheduled service.  It should also be noted that the UPR has 
invested in signaling improvements on the line south of Oak Creek as well as expanded off-
loading capacity at the WE Plant.    
 
During warm weather construction months, Vulcan Materials Company loads and ships rock 
from its Ives Quarry on a siding at MP 64.7.  Four rock trains (two loaded and two empty) per 
day operate between the siding and Kenosha, a distance of thirteen miles.  As with the coal 
trains, these trains use the southern portion of the route only and have off-main line holding 
tracks available west of their entry point at Kenosha and at the quarry.  The equipment cycling 
was modeled according to the route and sequence described by UPR staff.  As with the coal 
trains, the proposed KRM improvements between Kenosha and the quarry will increase the 
percentage of double tracking and distribute it more uniformly along the line.  Specifically double 
tracking for the rock trains will increase from approximately 10% to 54%.  This will help to 
prevent conflicts with the rock trains.  The string-line analysis concluded that the operation of 
KRM trains would not conflict with the movement of the rock trains.  
 
A local UPR freight operates once daily between Marsh Yard at MP 83.0 and Waukegan.  Due 
to the unpredictable operation, it is not included in the string-line analysis.  It is assumed that 
this train can be operated outside of the KRM service hours, or during the less frequent off-peak 
hours of KRM service.  In addition, these trains can use combinations of KRM passing sidings 
or industrial sidings/leads to coordinate movements with KRM and other freight traffic.  As noted 

                                                 
1  Pagano (Metra) to Yunker (SEWRPC) letter, [Re: SEWRPC letter of January 14, 2009], January 26, 2009.  See Appendix D. 
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above, the passing sidings will increase the double tracking along the UPR portion of the line 
from less than 10%, concentrated at the southern end of the railroad, to approximately 50% 
spread along the line.  
 
Potential Impacts to CPR Freight Service - The string-line analysis purposefully did not depict 
CPR freight movements, as it is anticipated that the conflicts will be minimal after the 
construction of the new freight bypass tracks through Muskego Yard, which would reroute the 
CPR freight trains.  The desirability of, and need for, a Muskego Yard Bypass has long been 
identified, preceding any proposal for the KRM commuter rail.  The current routing of 20 to 25 
freight trains per day through the recently renovated Milwaukee Intermodal passenger rail 
terminal as well as over an at-grade crossing of an arterial entry to downtown Milwaukee (i.e., 
Plankinton Avenue) has long been recognized as requiring resolution.  WisDOT continues to 
actively pursue funding for and implementation of the Muskego Yard Bypass.  As part of its 
efforts to enhance the Hiawatha service, WisDOT recently commissioned a detailed train 
simulation in the Milwaukee Station area to more fully understand the implication on track 
capacity associated with the current routing of CPR freight moves.  This work is intended to 
identify when incremental increases in passenger train service require the rerouting of CPR 
freight movements. 
 
Potential Impacts to Intercity Passenger Rail – Amtrak operations used in the string-line analysis 
were based on published Hiawatha and Empire Builder Service schedules effective April 24, 
2006. The Chicago-Milwaukee-Madison high speed rail service was not included in the analysis 
since it had not been programmed.  In terms of the total overall number of trains that might be 
expected from all of those passenger services (i.e., KRM, Hiawatha, Empire Builder and high 
speed rail) there does appear to be a potential capacity problem for the Depot.  However, once 
the Muskego Bypass is completed, normal CPR freight operations will no longer pass through 
the Amtrak Depot and much more operational room will be available for passenger trains.  The 
Depot and the two CPR tracks leading to it will easily accommodate current and proposed trains 
from Amtrak’s Empire Builder and Hiawatha service, Chicago-Milwaukee-Madison high speed 
rail, and KRM.   
 
Between the UPR/CPR junction and the Amtrak Depot, the KRM project has proposed the 
following improvements, 
 

• Install a #20 crossover between CPR Tracks #1 and #2 between National Avenue and 
Washington Street at MP 84.3; and 

• Remove the existing #10 crossover, re-grade and install a #20 left hand crossover to 
connect the UPR National Ave Industrial Lead to the CPR C&M Subdivision at UPR MP 
83.0, CPR MP 84.2.  

 
Additional related mainline improvements proposed as part of the Muskego Yard Bypass project 
include the installation of three #15 left hand crossovers and one #15 left hand turnout at CPR 
MP 83.6 for Amtrak and CPR freight use.   
 
These KRM and Muskego Yard improvements will create a 4-track mainline from National 
Avenue to the Muskego Yard cutoff, a distance of approximately 2000'.  Two of these tracks will 
be dedicated to access the Amtrak Depot in downtown Milwaukee.  
 
In addition, WisDOT intends to upgrade the Milwaukee Amtrak Depot interlockings in the near 
future, and before KRM would start construction.  WisDOT currently has an FRA application 
under review to complete the upgrade of the interlockings in the Milwaukee Intermodal Station 
area. 
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These improvements and the shifting of CPR through-freights will result in sufficient operational 
capacity to accommodate the existing and proposed passenger rail services.  
 
KRM platform requirements within the Depot are not an issue.  Amtrak trains will utilize Track #1 
directly from the terminal building and Tracks #2 and #3 via an ADA compliant pedestrian 
overpass.  Under normal operations KRM trains have been assigned by WisDOT to have 
exclusive use of Tracks #4 and #5 and the platform between those tracks.  KRM will build an 
extension of the Amtrak passenger overpass to reach the KRM assigned platform.     

4.3 Displacement and Relocation of Existing Uses 

The following section summarizes the residential and business displacements and land 
acquisition associated with the various proposed alternatives.  

4.3.1 Methodology 

The Uniform Relocation Assistance and Real Property Policies Act of 1970 as amended 
(P/L/ 91-646) provides for payment of just compensation for property acquired for a federal aid 
project.  In addition to the acquisition price, increased costs for the replacement dwelling or 
business location, moving expenses, increased rental or mortgage payments, and closing costs, 
and other valid relocation costs are covered.  According to Chapter ILHR 222 (COMM 202), of 
the Wisconsin Administrative Code, no person will be displaced unless a comparable 
replacement dwelling or business location, or other compensation where a suitable replacement 
business location is not practicable, is provided.  Relocations will be done in compliance with 
WisDOT Relocation Manual or the Federal Highway Administration (FHWA) regulations in 
49CFR Part 24 (using whichever is most generous). 
 
Before initiation of any property acquisition activities, the real estate representative from 
WisDOT will contact the property owners, and tenants to explain the acquisition process and 
Wisconsin’s Eminent Domain Law under Section 32.05, Wisconsin Statutes.  Any property 
acquired will be inspected by one or more professional appraisers.  The property owner will be 
invited to accompany the appraiser during the inspection of the property.  Based on the 
appraisals made, the fair value of the property will be determined and that amount offered to the 
owner.  Compensation for independent property appraisals is also provided.  

4.3.2 Residential Relocations 

There are no residential relocations required for the No-Build, TSM or Commuter Rail 
Alternatives. 

4.3.3 Business Relocations 

According to Wisconsin Statutes, businesses are moved, not bought.  Therefore, the landowner 
is given just compensation for the realty and the business is relocated.  However, if these 
businesses are located in an area lacking comparable structures, new construction costs could 
be the most viable replacement.  In interviewing those businesses that will be relocated by the 
project, it was determined that there would not be unusual impact on the area in regards to 
employment, economic stability, or residential availability.   
 
No business relocations are required for the No-Build or TSM Alternatives.  The Commuter Rail 
Alternative would require two business relocations, one at the Caledonia and one at the South 
Milwaukee station sites.  See Table 4-13 for a summary of the business relocation costs.   
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The business located in South Milwaukee is a firm that manufactures and distributes 
commercial fitness systems, specializing in exercise equipment for health clubs.  In addition to 
their ground level manufacturing space, they also have office space and a showroom on the 
second floor.  They will need ground level replacement for their manufacturing and shipping 
because of the weight of the equipment.  They rent one entire building and part of another 
connecting structure.  The connecting structure houses a communications business, but they 
occupy a part of the building that will not be affected by the project.  There is rental space 
available in the part of the building that needs to be remodeled, but it is not occupied at the 
present time.  
 
In Caledonia there is one business property that housed a large recreational indoor paintball 
park. This property has recently changed ownership.  The new owner intends to divide the 
structure into multiple rental units.  The building is empty as of October 1, 2006, but has the 
capability of housing several businesses in the future.  
 

Purchase Cost Relocation Cost Total Cost
Business #1 700,000 $30,000 plus moving $930,000

Business #2 250,000 $ Moving expenses $255,000
Total $1,185,000

TABLE 4-13
SUMMARY OF RELOCATION COSTS (2006 DOLLARS)

 
 

4.4 Indirect and Cumulative Effects 

This section summarizes the potential indirect and cumulative impacts of the proposed 
improvements for the KRM corridor.  Such impacts can be both beneficial and adverse.  This 
section also discusses tools that are available to local governments to address indirect and 
cumulative impacts. 
 
The Council on Environmental Quality (CEQ) regulations (40 CFR 1500 - 1508) provides a 
regulatory framework and guidance for analyzing indirect and cumulative impacts.  WisDOT’s 
publication, Indirect and Cumulative Effects Analysis for Project-Induced Land Development:  
Technical Reference Guidance Document provides guidance on complying with the CEQ 
regulations.  According to the technical reference document and the language in the WisDOT 
Facilities Development Manual (Procedure 25-5-17):  “Environmental documents are required to 
include reasonably foreseeable direct and indirect effects, including changes to land use.  
Project-induced land development means changes in the land use that are a result, in whole or 
in part, of decisions made about the transportation system.” 
 
The CEQ regulations (40 CFR 1500 – 1508) implementing the procedural provisions of the 
National Environmental Policy Act (NEPA) distinguishes indirect and cumulative impacts from 
direct impacts through the following definitions (“effects and “impacts” are used synonymously in 
the CEQ regulations): 
 

1. Direct effects - “are caused by the action and occur at the same time and place.” 
 

2. Indirect effects - “are caused by the action and are later in time or farther removed in 
distance, but are still reasonably foreseeable.  Indirect effects may include growth 
inducing effects and other effects related to induced changes in the pattern of land use, 
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population density or growth rate, and related effects on air and water and other natural 
systems, including ecosystems.” (s. 1508.8) 

 
3. Cumulative effects - “the impact on the environment which results from the incremental 

impact of the action when added to other past, present, and reasonably foreseeable 
future actions regardless of what agency (federal or non-federal) or person undertakes 
such other actions. 

 
Cumulative impacts can result from individually minor but collectively significant actions taking 
place over a period of time.” (s. 1508.7) 
 
Many of the indirect effects, both positive and negative, resulting from a proposed transit 
improvement alternative in the KRM corridor have the potential to affect low income and 
minority populations because of the central urban nature of many areas of the corridor.  How 
these indirect effects apply to low-income and/or minority populations are a matter of federal 
environmental justice regulations.  In the Indirect Effects Analysis section below, the issue of 
environmental justice is touched upon to give the reader a sense of which effects are most likely 
to affect these particular groups.  Refer to section 4.16 for an overall discussion of how 
Environmental Justice regulations have been accounted for in this project. 

4.4.1 Indirect Effects 

Scoping 

As defined in Section 1.0, the purpose and need of this project is to provide regional transit 
connections between residential and employment concentrations to improve the mobility and 
transit access of residents and workers, especially those dependent on transit.  Other project 
purposes include encouraging transit oriented infill development and redevelopment around 
transportation hubs, and increasing the use of transit service. 
 
Section 2.0 provides a detailed description of the two alternatives that have the potential to 
cause indirect affects, the Commuter Rail and TSM Alternatives.  A potentially significant issue 
resulting from the project goals and objectives include potential land use changes resulting from 
infill development related to Transit Oriented Development (TOD) near proposed park and ride 
lots and station locations related to the Commuter Rail and TSM Alternatives. 

Study Area 

The study area for the overall project is generally defined as the area between the 
Illinois-Wisconsin state line and downtown Milwaukee, bordered by Interstate Highway (IH)-94 
on the west and Lake Michigan on the east.  For indirect affects, a more concentrated analysis 
is appropriate due to the limited extents to which the proposed alternatives have potential to 
provide. 
 
The recognized industry standard analysis area for transit-oriented development is focused 
within a ten minute walk or ½ mile of a transit facility, i.e., a park and ride lot or station area.  
Generally, higher density uses are concentrated within a five minute walk or ¼ mile area.  The 
study area used to evaluate the indirect impacts will maintain consistency with this standard 
practice of a ½ mile radius around the proposed park and ride lots and rail stations in Kenosha, 
Somers, Racine, Caledonia, Oak Creek, South Milwaukee, Cudahy/St. Francis, South Side 
Milwaukee, and Downtown Milwaukee associated with the Commuter Rail and TSM Alternative.  
The TOD planning process provided extensive coordination with local planning officials and 
citizens in the neighborhoods and cities that improvements are proposed.  These meetings 
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resulted in concurrence on the ½ mile study area for indirect development affects related to the 
project improvements. 
 
The timeframe for the indirect and cumulative effects analysis is the year 2035. 

Study Area’s Direction and Goals 

As described in Section 1.0, one of the purposes and goals of this project is to spur the 
economic development of the corridor and offer a service to address the existing trend that 
demonstrates job and residence density is not geographically proportionate.  Detailed 
information on the patterns, trends, and land use in the study area can be found in Sections 1.0 
and 3.0 of this document.  For information on trends such as population growth and other 
socioeconomic issues, see Section 3.3.  A description of land use plans and zoning in the study 
area is available in Section 3.1. 
 
Several public meetings were held in early 2006 to encourage involvement in planning future 
land use and development patterns for the proposed station areas.  Initially, interviews were 
held with key stakeholders in the project:  city engineers, planners, developers, and local 
elected officials.  Community area workshops were then held.  These workshops were 
advertised by the individual communities and were used to gain input from the general public.  
Attendees were given questionnaires that asked them to list the most important issues 
confronting the station area and the positive and negative aspects of the station areas.  Using 
comments from the stakeholder and community area workshop meetings, TOD land use plans 
were created.  At this point, station area design workshops were held in each station area 
community.  Attendees were given actual proposed land use plans for their area and asked to 
make comments.  Using the data gathered during all three stages of the public involvement 
process, the final land use and TOD plans were created. 
 
This TOD process had extensive local community coordination because the goal of the plans 
was to provide a future land use plan that would be acceptable for the local communities to 
incorporate and adopt into their regional plan.  Each TOD plan was approved by its respective 
community planning officials. 
 
For more information on the public involvement for the project, including the process used to 
arrive at the transit-oriented development land use plans, refer to Section 6. 

Notable Features in Study Area 

The overall project study area was evaluated for the existence of sensitive species and habitats, 
valued environmental components, and vulnerable elements of the population.  Results of this 
inventory of can be found in Section 3.0.  
 
The ½ mile Kenosha station area contains the City’s civic center, its historic “Main Street” 
business district, a portion of its harbor on Lake Michigan, and relatively dense residential 
neighborhoods.  
 
Within a ½ mile of the proposed site is the Somers Fire Department and one small children’s 
park. 
 
The ½ mile Racine station area boasts a historic train station and a new transit center adjacent 
to the station.  A new retail shopping center has been developed west of the station and 
includes a McDonalds and Walgreens.  Southwest of the station is a former publishing factory 
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along Mound Avenue that has been adapted for reuse as office space.  The Root River and 
several parks are also nearby the station. 
 
The ½ mile Caledonia station area contains the newly renovated Greentree Shopping Center, 
which contains a number of national retail tenants including Pick ‘n Save, Kmart, Walgreens, 
and McDonalds.  There is a U.S. Post Office south of the proposed station.  Running alongside 
the railroad tracks in this area is the Milwaukee-Racine-Kenosha (MRK) Trail, a 
bicycle/pedestrian path. 
 
The ½ mile Somers station area contains the Town of Somers Fire Department which is on 12th 
Street immediately east of the rail road tracks. 
 
The ½ mile Oak Creek station area contains Bender Park, a major regional park along Lake 
Michigan shoreline. 
 
The ½ mile Cudahy/St. Francis station area contains Patrick Cudahy Inc., a large industrial 
food-processing plant that abuts the railroad.  Also there is a planned major ice skating facility 
and a new public library that was constructed to serve as a focal point for the downtown. 
 
The ½ mile South Side Milwaukee station area contains a small community park at the 
intersection of Kinnickinnic and Lincoln Avenues. 
 
The ½ mile Downtown Milwaukee station area has very dense development with many notable 
features.  In particular, this area contains a large U.S. Post Office, the Amtrak train station, the 
new award winning 6th Street bridge and the Third Ward neighborhood, an area that has been 
revitalized in recent years with the renovation of several old industrial buildings into 
condominiums and mixed-use buildings. 

Impact-Causing Activities of Proposed Action and Alternatives 

Land use changes resulting from the TOD process and associated with the project alternatives 
would be the major source of indirect impacts of the project.  Because of the nature of the TOD 
process, working with local stakeholders to effect plans that are in good standing with land use 
plans of the area, it is anticipated that the majority of the impacts of the TOD’s will be 
considered positive for the community. 
 
Traffic volumes generated by proposed park and ride lots associated with the project 
alternatives are not anticipated to cause significant impacts to the adjacent roadway system.  
Refer to Section 4.2 for a discussion of the impacts to transportation systems with the proposed 
park and ride facilities.  

Potentially Significant Indirect Effects for Analysis 

Because one of the goals of this project is to encourage economic growth and stimulate 
redevelopment, the land use changes proposed by the TOD process at the park and ride and 
station areas are considered positive impacts.  As discussed previously, community workshops 
and planning meetings were held to gather input on what impacts the project alternatives should 
have on land use in the area.  These land use changes are the primary source of indirect effects 
to analyze in this project. 
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Indirect Effects Analysis of Land Use and Transportation Infrastructure 

This section describes the indirect effects resulting from the No-Build, TSM and Commuter Rail 
Alternatives.  The TSM Alternative proposes two park and ride facilities and the Commuter Rail 
Alternative proposes nine stations with parking, as described in Section 2.0.  Each of these 
alternatives has the possibility to indirectly impact several types of land use types, including: 

• Residential 
• Industrial 
• Commercial 
• Central Business District 
• Institutional 
• Agricultural 
• Park and Recreation 
• Transportation Infrastructure 

 
The alternatives are described with regards to the above land use types that have the potential 
to be impacted by each alternative.  

No-Build Alternative 

Since the No-Build Alternative is primarily local improvements to transportation infrastructure, 
the indirect effects of this alternative are difficult to reliably or accurately quantify.  It is 
anticipated that Transportation Infrastructure impacts are one source of indirect impacts related 
to this alternative.  Since there are segmented improvements of roadways along the corridor 
associated with this alternative, it’s assumed the termini of these segments will eventually 
become “bottlenecks” or illogical termini on the commuting routes and segment extension of 
improvements will become necessary. 
 
Since the No-Build Alternative does not address the regional transit deficiency in the project 
corridor, job access concerns may result in indirect impacts to residential, industrial, 
commercial, and Central Business District in situations where employees are difficult to recruit 
because of their limited transit opportunities. 

TSM Alternative 

This alternative is a comparatively low-cost upgrade of existing commuter bus transit in the 
KRM corridor.  The alternative requires the construction of two new park and ride areas, one in 
the City of Oak Creek and one in the City of Cudahy.  Refer to Exhibit 4 for a layout of the TSM 
Alternative. 
 
Commercial, agricultural, and transportation infrastructure are the only three land use categories 
that would be potentially impacted by this alternative. 
 
There are some current commercial facilities near the intersection of East Ryan Road and 
STH 32.  Indirect effects from the Oak Creek park and ride could include additional commercial 
uses near the park and rides such as a convenience store and gas stations. 
 
The area between East Fitzsimmons Road and East Ryan Road at the Oak Creek park and 
ride, between STH 32 and the railroad tracks is currently agricultural and woodlands.  Indirect 
impacts of the park and ride lot could result in a small loss of farmland in the area if the land is 
converted to commercial and residential uses because of the convenient access to the park and 
ride lot. 
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Slight increases in traffic congestion at the intersection of STH 100 and STH 32, along with the 
intersection of STH 32 and East Ryan Road, could be an indirect impact of the Oak Creek park 
and ride lot.  The intersection of STH 100 and STH 32 is currently signalized and the small 
increase in traffic volume generated by this park and ride lot would not significantly impact the 
operations.  The other intersection, STH 32 and East Ryan Road has very low traffic volume, 
and the small increase in traffic volume generated by the project would not likely produce 
significant impacts to the stop-sign control that exists there. 

Commuter Rail Alternative 

The primary element of the Commuter Rail Alternative is a new commuter rail service between 
the Kenosha Metra station and the Milwaukee Amtrak Station.  Six new stations and three 
existing stations would be used for commuter rail purposes.  Following is a description of each 
proposed station area and a discussion of the indirect impacts that may result.  Refer to 
Exhibit 4 for a layout of the Commuter Rail Alternative.  Existing and future land use maps for 
each station area can be found in Exhibit 7. 

Kenosha Station Area 

The Kenosha Station is located at 54th Street and 13th Avenue.  Based on 2005 estimates, the 
½ mile Kenosha station area has a population of 6,418 with 2,119 households and 6,285 jobs.  
Residential, industrial, commercial, central business district, institutional, and transportation 
infrastructure are the land use categories that would be potentially impacted by this rail station.  
 

- Residential 
There are 147 total acres of residential development within a ½ mile radius of the Kenosha 
Station area.  West of the railroad, the Columbus neighborhood area contains a mix of 
single-family and multi-family uses.  Mixed residential neighborhoods lie immediately north and 
south of the auto-oriented commercial corridor east of the railroad.  
 
The addition of rail service to the Kenosha station could have indirect impacts on residential 
land use.  A new commuter transit option, paired with the development of the Harbor Park 
neighborhood (which integrates 351 condominiums, lakefront open space, and new public 
museums into the downtown fabric), would draw new residents to the area.  Although Harbor 
Park lies just beyond the station area, it is well-connected to the train station via the new 
streetcar system along 54th and 56th Streets.  Harbor Park’s success has attracted an additional 
five downtown projects that are under construction or planned within the station area and 
includes 250 condominiums.  Based on these positive market trends and future population 
projections, 1,036 new residential units (69 per year on average) could be built in the ½ mile 
station area by 2020. 
 
No data exists to suggest the residential TOD plan would disproportionately affect minority or 
low-income populations.  The community-supported TOD plan would likely consist of phased 
development over many years, indicating a gradual growth of transit-oriented housing that 
would create rental units for people from a wide range of income levels. 
 

- Industrial 
A number of light industrial uses are located north of the downtown near Sheridan Road, 
including the City’s waste transfer facility and a boat storage warehouse.  Industrial uses also 
border the UPR as well as the Chicago and Union Pacific Railroad that divides the western 
station area. 
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Kenosha’s industrial land use areas could be indirectly affected by the addition of rail service in 
Kenosha.  Older industrial areas west of the station are proposed for future mixed-use 
residential to capture commuter-based residential and retail demand. 
 

- Commercial 
Commercial land use in the Kenosha station area is approximately 39 acres.  East of the Union 
Pacific Railroad, the 60th Street corridor functions as an auto-oriented commercial area.  There 
are a variety of scattered commercial uses further east and also to the northeast as well. 
 
Kenosha’s commercial land use could increase with the addition of rail service.  The effect of 
expanded rail service and increased residential growth would increase the demand for limited 
retail and service uses adjacent to the station, particularly for food stores, convenience stores, 
and personal services.   

 
- Central Business District 

Downtown Kenosha is currently defined as the area between 50th and 60th Streets and the UPR 
east to Lake Michigan.  The downtown includes a collection of important public uses and 
destinations close to the station, including the Municipal Building, the Kenosha County 
Courthouse, and a historic mixed-use business district centered along 6th Avenue between 54th 
and 59th Streets. 
 
The central business district in Kenosha will experience beneficial indirect effects from 
commuter rail service.  Employees will have a new means to access their jobs and prospective 
employees from other cities will now be able to efficiently travel into the downtown area.  A 
cumulative effect for the central business district could include more businesses wanting to 
relocate to the downtown area so their employees could take advantage of the commuter rail.  
 

- Institutional 
The Kenosha Civic Center which contains the county courthouse, police department, museum, 
visitor’s bureau and high school are in the Kenosha station area.  The Civic Center would 
indirectly benefit from the addition of rail service because the public would have a new, 
convenient means for accessing the center.  
 

- Transportation Infrastructure 
Laid out in compact blocks and a traditional urban street grid, the Kenosha Station is easily 
accessible by foot within the ½-mile station area.  From the east, pedestrians may reach the 
station from 52nd, 54th, and 56th Streets using the existing sidewalk network.  However, from the 
west, pedestrian access is somewhat constrained between 14th Avenue and the station due to 
the presence of the Metra yard. 
 
The Kenosha Station presently functions as a multi-modal facility, providing not only rail, but 
also bus and streetcar connections.  The Kenosha Transit Center, which also provides bus and 
streetcar connections, was recently built at 54th Street and 8th Avenue, a five-minute walk to the 
commuter railroad station.  The City’s new streetcar system connects the commuter station with 
the business district and the Harbor Park neighborhood along 54th and 56th Streets. 
 
Indirect impacts to the transportation infrastructure in the Kenosha station area could include 
increased pedestrian, bicycle, and commuter traffic presence and a lack of commuter parking.  
To combat these problems, a safe and convenient pedestrian access to the station could be 
created by improving nearby crosswalk areas, all railroad underpass areas, and the rail yard 
west of the station.  Bicycle access to the station could be improved through designated on-
street routes and improved bike parking facilities at the station.   
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Although no data exists to suggest disproportionate levels of impact to minority or low-income 
populations resulting from the indirect affects of the potential commuter rail, conventional 
wisdom would indicate a positive reaction from increased opportunities for regional transit 
alternatives in the densely populated central business district of Kenosha.  The placement of the 
commuter rail station in an area accessible by walking, biking, driving, and existing transit will 
positively affect a much wider cross section of the population than would be the case if it were 
not as accessible by these multiple modes of transportation.  Since this station would not only 
be accessible by many modes, but also accessible to a much larger population given the 
density of Kenosha’s central business district, it is anticipated the station would provide a 
positive influence on the low-income and minority populations among others. 

Somers Station Area 

The proposed Town of Somers commuter rail station is proposed for the north side of 
12th Street, next to the railroad tracks.  The ½ mile Somers station area sustains an estimated 
2005 population of 901 people.  The primary land uses in the area are residential, agricultural, 
commercial, and open space.  
 

- Residential 
The station area is characterized by single-family residential uses east of the UPR.  The 
majority of single-family residential uses are along Sheridan Road or its side streets.  There are 
also a few multi-family residential uses along Sheridan Road. 
 
The addition of a commuter rail station to the Somers area could have positive and negative 
indirect impacts on residential land use in the area.  Under consideration at the current time is a 
development proposal for 99 single-family homes and 84 townhomes west of the railroad and 
north of 12th Street.  The land use plan indicates the existing single-family residential uses along 
the Sheridan Road corridor will remain.  However, it is acknowledged that as development 
occurs within the greater area, and commuter rail service is established, that the single-family 
residential uses will become vulnerable to redevelopment and change.  
 
No data exists to suggest the residential TOD plan would disproportionately affect minority or 
low-income populations.  The community-supported TOD plan would likely consist of phased 
development over many years, indicating a gradual growth of transit-oriented housing that 
would create rental units for people from a wide range of income levels. 
 

- Commercial 
Commercial uses in the station area are scattered and mainly occur north of the Sheridan 
Road/12th Street intersection.  Examples of these uses include an auto dealership and aging 
motels.   
 
Indirect impacts of a commuter rail station are that it could spur development of small-scale 
retail and services for commuters and local residents.  The existing commercial uses on 
Sheridan Road are expected to be redeveloped for new retail and service commercial uses.   
 

- Institutional 
The Town of Somers Fire Station is the only public institution in the corridor, which is located on 
12th Street immediately east of the railroad.  In the future, this fire station could be relocated to 
provide better service throughout the entire community. 
 
Indirect impacts on the Somers Fire Station include an increase in emergency response times 
due to commuter trains crossing 12th Street while slowing down to stop at the Somers station. 
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- Agricultural 
Agricultural uses dominate west of the railroad tracks.  Also in this area is the Pike River and 
associated wetlands. 
 
There may be significant indirect effects on agricultural land use in the station area.  Future 
development in this area of town, including the proposed commuter rail station, threatens to 
eliminate the agricultural land uses in the station area.  Currently, there are 214 acres of 
agriculture/woodland.  By the year 2035, all of this acreage may be converted to other land 
uses, mainly single-family residential. 
 

- Park and Recreation Areas 
A small, unnamed children’s park exists north of the Somers Fire Station immediately adjacent 
to the railroad corridor.  Lake Michigan is also a dominant natural feature east of Sheridan 
Road. 
 
Future plans include the development of a multi-use path on at least one side of Sheridan Road 
and 12th Street to access the station.   
 

- Transportation Infrastructure 
Sheridan Road is a four-lane north-south roadway classified as a local arterial.  The minor street 
system intersecting Sheridan Road in the study area is cul-de-sac in design and terminates at 
the railroad or Lake Michigan coast line.  12th Street, or CTH E, is a two-lane east-west arterial 
that connects IH-94 with Sheridan Road.  None of the streets within the station area contain 
sidewalks, curbs, or urban design amenities.  However, 12th Street does have wide shoulders 
that may be used for bicyclists.   
 
Indirect effects on the transportation infrastructure in the region could include changes in traffic 
control and the addition of sidewalks and/or bicycle paths.  Future urban design plans would 
likely change the station area’s rural character to a suburban character as development 
proposals for the area are realized.  The proposed residential development along the west side 
of the tracks will likely include sidewalks and/or bicycle paths.  Traffic signals would be installed 
at the intersection of Sheridan Road and 12th Street to maintain safe handling of the traffic due 
to the commuter rail station.   

Racine Station Area 

The City of Racine’s proposed commuter rail station is planned to be integrated with the current 
downtown historic train station facility and the Racine Transit Center located on State Street at 
North Drive.  The ½ mile Racine station area sustains an estimated 2005 population of 5,756 
and contains 1,618 households and 2,578 jobs.  
 
Residential, industrial, commercial, central business district, institutional, parks and recreation, 
and transportation infrastructure are the land use categories that would be potentially impacted 
by this rail station.   
 

- Residential 
Racine’s station area sustains stable residential neighborhoods with single-family, two-family, 
and multi-family uses north and south-west of State Street.  In the neighborhoods southwest of 
State Street, the residential housing stock and public infrastructure have improved due to 
non-profit service provider activities and the assistance of public agencies.   
 
The addition of the rail service to the Racine station is not expected to cause significant indirect 
effects on the residential land uses in the station area.  The Root River waterfront area is 
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planned primarily for high- and medium-density, multi-family residential uses.  Anticipating 
modest demand for residential uses west of the downtown, the station area plan proposes 
medium-density residential uses only for the River District.  
 
No data exists to suggest the residential TOD plan would disproportionately affect minority or 
low-income populations.  The community-supported TOD plan would likely consist of phased 
development over many years, indicating a gradual growth of transit-oriented housing that 
would create rental units for people from a wide range of income levels. 
 

- Industrial 
There is an old industrial district of approximately 41 acres southeast of the station.  This former 
publishing house factory has been converted to institutional mixed-use with more 
redevelopment options.    
 
Cumulative impacts of the commuter rail service could include further conversion of this old 
industrial district into loft apartments and condos. 
 

- Commercial 
A new retail shopping center has been developed west of the station.  Tenants at this key 
gateway intersection include Walgreens and McDonalds.  There are several other commercial 
land uses scattered throughout the station area.  
 
Indirect effects on commercial areas could include increased land use.  The preliminary station 
area plan proposes State Street to be utilized as a mixed use corridor to provide land use 
flexibility based on future demand.  In particular, ground-floor retail, commercial or office uses 
with residential uses above the ground floor would appear to be an equally compatible land use 
mix. 
 

- Central Business District 
Downtown Racine and the community as a whole has recently benefited with public investment 
in a new Transit Center adjacent to the historic train station.  The addition of commuter rail to 
this center would further increase the ability of people to travel for work into the central business 
district in Racine.  Therefore, positive indirect effects can be expected as a result of the addition 
of commuter rail to the Racine Transit Center. 
 

- Institutional 
There are approximately 32 acres of institutional use in the Racine station area, with the 
majority concentrated northeast and southwest of the station area.  The addition of the rail 
service to Racine is not expected to have any indirect or cumulative impacts on institutional land 
use in the area. 
 

- Park and Recreation Areas  
Local parks along the scenic Root River provide a natural setting for recreation for residents.  
Portions of these parks and the river are within 1000 feet of the Racine Transit Center and could 
experience additional foot traffic from people using the rail station.  These indirect effects are 
expected to be insignificant. 
 

- Transportation Infrastructure 
The primary vehicle access routes to the station area include State Street and North Drive.  
Secondary routes include Martin Luther King, Jr. Drive and Marquette Street.  Two “five-point” 
intersections along State Street (at Memorial Drive and Marquette Street) are sources of traffic 
congestion that may create an unfriendly pedestrian environment. 
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The City of Racine recently developed the Racine Transit Center, which includes a new bus 
transfer station and a historically-renovated train station along the UPR.  The transfer station will 
provide an important inter-modal connection with proposed transit service within the KRM 
corridor.  Currently, there is limited off-street parking within the immediate station area. 
 
Indirect impacts to the transportation infrastructure in the Racine station area could include 
increased pedestrian, bicycle, and commuter traffic presence and a lack of commuter parking.  
Proposed access and circulation improvements focus on enhancements to the existing system.  
However, a significant service improvement is proposed for new streetcar service in the 
downtown area.  Clearly, streetcar service would improve multi-modal accessibility to the Transit 
Center and proposed commuter station, and could enhance transit ridership and development 
potential. 
 
The concept plan recommends that Union Street be enhanced for bicycle and pedestrian 
access.  This would provide a direct connection from State Street to Mound Avenue.  Also 
recommended is a southwest crossing over the Root River to connect with Marquette Street.  
The remainder of the station area contains a well-connected urban street grid of arterials, 
collectors, and local roads that make the station area accessible by car, mass transit, walking, 
and biking. 
 
A commuter parking lot with up to 100 spaces is also proposed for the Transit Center, south of 
Liberty Street and east of the railroad.  This parking lot would be accessible from Liberty Street 
and a new street through the Mound Avenue Business Center site, as recommended in the 
Racine Downtown Plan. 
 
Although no data exists to suggest disproportionate levels of impact to minority or low-income 
populations resulting from the indirect affects of the potential commuter rail, conventional 
wisdom would indicate a positive reaction from increased opportunities for regional transit 
alternatives in the densely populated central business district of Racine.  The placement of the 
commuter rail station in an area accessible by walking, biking, driving, and existing transit will 
positively affect a much wider cross section of the population than would be the case if it were 
not as accessible by these multiple modes of transportation.  Since this station would not only 
be accessible by many modes (including the existing Racine transit service which would use the 
same station building for both bus and commuter rail), but also accessible to a much larger 
population given the density of Racine’s central business district, it is anticipated the station 
would provide a positive influence on the low-income and minority populations among others. 

Caledonia Station Area 

The Village of Caledonia’s station area is located within a growing area of the community which 
presently includes a broad mix of land uses ranging from agricultural land, residential, 
commercial, industrial, and several vacant parcels.  The ½ mile station area is situated near the 
crossroads of Four Mile Road and STH 32/Douglas Avenue.  This area contains an estimated 
2005 population of 1,454.  There are 498 households and 173 jobs.  Residential, commercial, 
institutional, agricultural, parks and recreation, and transportation infrastructure are the land use 
categories that would be potentially impacted by this rail station.   
 

- Residential 
The periphery of the station area to the east and south are stable single-family residential 
neighborhoods.  There are also a few scattered residential units within the agricultural area to 
the west of the station area. 
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Indirect impacts on residential land use in the station area would be large.  Residential land use 
is expected to double as more people desire to live close to the rail station.  The immediate 
station area north of Four Mile Road and east of Douglas Avenue is proposed as a mixed-use 
village center.  A new, multi-family residential neighborhood is also proposed north of the 
Greentree Shopping Center.   
 
West of the UPR, new residential neighborhoods are planned north and south of Four Mile 
Road.  East of the railroad, the current single-family uses fronting the corridor are proposed to 
be redeveloped with multi-family uses in the future.  Established residential neighborhoods east 
of Douglas Avenue and south of Four Mile Road would likely remain unchanged. 
 
No data exists to suggest the residential TOD plan would disproportionately affect minority or 
low-income populations.  The community-supported TOD plan would likely consist of phased 
development over many years, indicating a gradual growth of transit-oriented housing that 
would create rental units for people from a wide range of income levels. 
 

- Commercial 
Douglas Avenue, which generally runs parallel to the railroad, is an auto-oriented corridor with a 
mix of primarily commercial and industrial uses.  On the east side, north of Four Mile Road is 
the newly renovated Greentree Shopping Center which contains a number of national retail 
tenants including Pick ’n Save, Kmart, Walgreens, and McDonalds. 
 
Because the Douglas Avenue and Four Mile Road area is already a local commercial center, 
indirect impacts from the station should be limited.  A cumulative effect of the station could be 
that Caledonia would choose to focus future commercial development here and create a village 
center to function as the community’s shopping and gathering place of choice.   
 

- Institutional 
The sole institutional land use in the Caledonia station area is the U.S. Post Office located just 
southwest of the proposed station.  This site occupies four acres and abuts Four Mile Road and 
the UP Railroad tracks. 
 
No significant indirect or cumulative effects are predicted for institutional land use in the station 
area.  The Caledonia post office could see increased business due to its proximity to the 
proposed station. 
 

- Agricultural 
Land used for agricultural purposes is the most common land use in the Caledonia station area.  
To both the east and west of the proposed station location the land is primarily agricultural. 
 
Indirect impacts to agricultural land are anticipated to be significant.  Land west of the station is 
proposed for conversion to single-family and multi-family housing.  Future land use plans do not 
show any agricultural land within a ½ mile of the proposed station. 
 

- Park and Recreation Areas 
The Milwaukee-Racine-Kenosha (MRK) Trail runs alongside the existing UPR corridor in the 
Caledonia station area.  The trail is free and is open to both bicycles and hikers.  The land the 
trail occupies is owned by We Energies, however Racine County is responsible for its 
designation, maintenance, and operation.  Current plans do not call for any alteration to the 
alignment of the Trail and access will be maintained during construction. 
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Indirect impacts to the trail could include an increase in use as people use the trail to access the 
rail station.  Trail users may also chose to use the station parking lot as an access point for the 
trail. 
 

- Transportation Infrastructure 
The primary streets within the proposed station area include Douglas Avenue (STH 32) and 
Four Mile Road.  Douglas Avenue is a five-lane road through most of the station area, with four 
travel lanes and a median turn lane.  Four Mile Road is a two-lane collector with limited capacity 
to function as the area’s major east-west access between IH-94 to the west and residential 
neighborhoods located to the east near the Lake Michigan lakefront.   
 
The station area generally lacks pedestrian and bicycle amenities.  Douglas Avenue and Four 
Mile Road provide only a partial sidewalk network along road frontages abutting major 
commercial uses.  Likewise, existing residential areas are not connected with commercial areas 
through an integrated sidewalk network.  However, the MRK recreation trail is a multi-use path 
that traverses the station area, running parallel along the east side of the UPR, but there are no 
connections to other uses within the station area. 
 
The station area is served by Bus Route 1, operated by the City of Racine’s Belle Urban Bus 
System, which runs along Douglas Avenue.  Route 1 provides limited hours of service between 
the station area from the Greentree Shopping Center to the City of Racine.  There are currently 
no station facility or rider amenities at the bus stop within Caledonia. 
 
Indirect impacts brought on by the Caledonia station would vary from increased traffic to a 
substantial pedestrian presence.  The preliminary station area plan proposes a new street 
network within the mixed-use village center east of the railroad and north of Four Mile Road, as 
well as a new street network for the mixed-density neighborhoods west of the railroad.  The 
access and circulation recommendations for these areas include pedestrian and bicycle 
improvements that create safe and convenient access to the proposed commuter station.  In 
particular, pedestrian crosswalks and new bike paths are recommended throughout the village 
center and adjacent neighborhoods. 
 
East of Douglas Avenue and north of Four Mile Road, the preliminary station area plan 
proposes a street network which assumes the eventual redevelopment of the Greentree 
Shopping Center.  This auto-oriented shopping center could become fully integrated with the 
mixed-use village center in the long-term, with new pedestrian and bicycle amenities.  Again, it 
is emphasized that redevelopment of this center is a long-term improvement strategy in the 
study area.  North of the Greentree Shopping Center, the concept proposes a new street 
network to integrate residential uses planned for the area. 

Oak Creek Station Area 

The City of Oak Creek’s proposed KRM commuter rail station would be located in the vicinity of 
East Ryan Road and 5th Avenue on the eastern side of the City.  The ½ mile Oak Creek station 
area has an estimated 2005 population of 286 and contains 104 households.  Employment 
within ½ mile of the station is 66, and expands to 5,737 within three miles of the station.  
Residential, commercial, agricultural, and transportation infrastructure are the land use 
categories that would be potentially impacted by this rail station.   
 

- Residential 
Single-family residential properties are primarily located to the west of STH 32 and to the north 
in the Carollville neighborhood.  The Carollville neighborhood lies just north of the study area.  A 
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new single family housing development consisting of twenty homes is under construction in this 
area. 
 
Indirect effects of the station may include an increased demand for residential land use.  In 
order to allow for a wider variety of housing opportunities within the station area, medium and 
high density multi-family residential uses are suggested surrounding the mixed use center to the 
northeast and northwest.  Further, expanded medium density multi-family residential uses are 
proposed in the southern portion of the study area. 
 
No data exists to suggest the residential TOD plan would disproportionately affect minority or 
low-income populations.  The community-supported TOD plan would likely consist of phased 
development over many years, indicating a gradual growth of transit-oriented housing that 
would create rental units for people from a wide range of income levels. 
 

- Commercial 
Current commercial land use is concentrated near the intersection of East Ryan Road and 
STH 32.  Indirect effects from the Commuter Rail Alternative could include additional 
commercial uses near the station such as convenience stores and restaurants. 
 

- Agricultural 
The area between East Fitzsimmons Road and East Ryan Road, between STH 32 and the 
railroad tracks is currently agricultural and woodlands.  Indirect impacts of the park ‘n ride lot 
could result in a significant loss of farmland in the area as the land is converted to commercial 
and residential uses. 
 

- Transportation Infrastructure 
Two roadway arterials serve the study area, STH 32 and STH 100.  STH 32/Chicago Road 
provides north-south access through the City of Oak Creek.  STH 100 provides access from 
west of Oak Creek, and currently dead ends into STH 32.  The City has plans to extend 
STH 100 to East Ryan Road east of the UPR.  To the east, Ryan Road merges with STH 100 to 
the west and dead ends into Bender Park. 
 
Milwaukee County Transit bus service is available in the area.  Route 48, the South Shore Flyer, 
provides service along STH 100 between a park ’n ride facility at IH 94 to STH 32/Chicago 
Road, north to downtown Milwaukee. 
 
Increased traffic congestion at the intersection of STH 100 and STH 32, along with the 
intersection of STH 32 and East Ryan Road, will be an indirect impact of the rail station.  
Proposed access and circulation improvements focus on enhancements to the existing system, 
with an emphasis of improving access to the lakefront.  Recommended access and circulation 
improvements include the extension of STH 100 to connect with East Ryan Road, east of the 
railroad. 
 
An expanded local street system would be required to serve new development.  The street 
system should be pedestrian friendly, encourage walking, and provide strong connections to the 
commuter station.  As improvements are planned, bike and pedestrian improvements, including 
safe crossings, sidewalks, and bikeways or bike lanes, should be considered. 

South Milwaukee Station Area 

Within South Milwaukee’s station area is a mix of commercial, industrial, residential, and 
park/open space uses.  Based on 2005 population estimates, the ½ mile station area has a 
population of 4,578.  The area contains 1,892 households and 2,897 jobs.  Residential, 
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industrial, commercial, and transportation infrastructure are the land use categories that would 
be potentially impacted by this rail station.   
 

- Residential 
The blocks surrounding the downtown contain a mixture of single-family and two-family 
dwellings.  This residential land use represents approximately 50% of the surrounding land use.  
Indirect effects of the South Milwaukee station include a decrease in single family/low density 
residential units and an increase in multi-family residential units.  A wider range of housing 
choices will attract a variety of transit users to the station area.  
 
No data exists to suggest the residential TOD plan would disproportionately affect minority or 
low-income populations.  The community-supported TOD plan would likely consist of phased 
development over many years, indicating a gradual growth of transit-oriented housing that 
would create rental units for people from a wide range of income levels. 
 

- Industrial 
Bucyrus International, Inc. located north of the proposed station is currently expanding their 
facility north of East Rawson Avenue.  In addition, smaller wholesaling and storage uses, as 
well as the partially vacant Line Building (which is no longer occupied by manufacturing uses) 
are located near the station. 
 
South Milwaukee’s Comprehensive Plan reflects that existing industrial uses in the station area 
would remain and transit would broaden access to employment markets.  Therefore, indirect 
effects from the station would be mostly positive.  Employees would have greater access to their 
jobs in the industrial businesses surrounding the station area. 
 

- Commercial 
The downtown retail core is aligned along Milwaukee Avenue, between 9th and 12th Avenues 
and along 10th Avenue/STH 32, between Marquette and Milwaukee Avenues.  Indirect effects of 
the proposed station include future plans for mixed-use development with retail and service on 
the ground floor and residential uses above the ground floor. 
 

- Transportation Infrastructure 
Major streets serving the downtown area include Milwaukee Avenue, 10th Avenue/STH 32, and 
Marquette Avenue.  Milwaukee Avenue connects neighborhoods to the east and west of the 
downtown, but does not run all the way east to Grant Park and the lakefront.  Access to Grant 
Park and the lakefront is provided by 10th and Hawthorne Avenues.  The proposed station can 
be accessed either by foot or vehicle off of Milwaukee Avenue from the north, Marquette 
Avenue from the south and local roads from the west.  With a traditional street grid and 
relatively complete sidewalk system, the proposed station will be accessible by foot for 
surrounding neighborhoods.   
 
However, currently there is only one improved pedestrian crossing over the railroad tracks at 
Milwaukee Avenue.  As such, providing additional pedestrian crossings over the railroad will be 
important in the future to improve pedestrian accessibility to the station.  The Oak Leaf Trail 
bikeway runs through Oak Creek Parkway on the west side of the station area, but it currently 
does not have designated connections to the station. 
 
The Milwaukee County Transit Agency operates bus service within South Milwaukee.  Route 48, 
the South Shore Flyer, provides connections between South Milwaukee and downtown 
Milwaukee via 10th Avenue, Marquette Avenue and 12th Avenue.  However, the route currently 
does not have stops near the proposed train station. 
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Indirect effects on the transportation infrastructure in the station area could include pedestrian 
access improvements for nearby crosswalk areas along Milwaukee Avenue and Marquette 
Avenue.  Other potential improvements identified include upgrading the existing railroad 
crossings at East Rawson and Milwaukee Avenues and improving the underpass at Marquette 
Avenue to improve accessibility and safety for pedestrians traveling to the station.   
 
Bicycle access to the station could be improved through designated on-street routes.  Access 
between the station and other areas of South Milwaukee can be improved with additional bus 
service to the station and along Milwaukee Avenue. 

Cudahy/St. Francis Station Area  

The City of Cudahy has been actively planning for transit-supportive development within the 
station area over the last ten years.  The program has resulted in a number of transit-supportive 
developments consistent with the KRM plan for the station area.  
 
In order to focus redevelopment and improvement efforts in the central business district south of 
Layton Avenue, the City is implementing a downtown master plan which recommends that the 
proposed KRM commuter passenger station be located approximately ¼ mile south of Layton 
Avenue, on the west side of the Union Pacific Railroad tracks.  The City has purchased land for 
the construction of a station and commuter parking lot.  A historic passenger railroad station that 
formerly served the Chicago and Northwestern Railroad (now the UPR) is located just north of 
Layton Avenue.  The station is currently used for commercial purposes. 
 
The ½ mile area surrounding the proposed station has an estimated 2005 population of 4,531.  
Based on 2005 estimates, the proposed station area also has 2,237 jobs.  This is attributed in 
large part to the Patrick Cudahy Company which employs 2,000 people and is located next to 
the proposed station.  Residential, industrial, commercial, and transportation infrastructure are 
the land use categories that would be potentially impacted by this rail station.   
 

- Residential 
The area east of the proposed station is mainly residential land use.  Single and two-family 
neighborhoods provide a customer base for downtown and a ridership base for the proposed 
station. 
 
Residential land use in the station area is expected to remain approximately the same with the 
addition of the station.  Indirect effects of the station could include a higher demand for high and 
medium density multi-family residential areas.  These land uses would most likely be located in 
close proximity to the station. 
 
No data exists to suggest the residential TOD plan would disproportionately affect minority or 
low-income populations.  The community-supported TOD plan would likely consist of phased 
development over many years, indicating a gradual growth of transit-oriented housing that 
would create rental units for people from a wide range of income levels. 
 

- Industrial 
Patrick Cudahy Incorporated is a major food-processing employer located on the southwest side 
of the proposed station.  The addition of the Cudahy/St. Francis station is expected to have 
positive indirect effects on the company since its employees will have more options for 
commuting to work.  Additional industrial uses exist northwest of the proposed station area and 
the station is also expected to positively affect them.   
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- Commercial 
East of the proposed station is Packard Avenue, the City’s traditional mixed-use downtown, and 
focus for revitalization efforts.  Commercial centers are also located along Layton Avenue both 
east and west of the station and along Nicholson Avenue west of the station. 
 
Commercial land use is not expected to be greatly affected by the addition of the station.  
Current land use provides enough businesses in the area, however many businesses along 
Packard Avenue may be converted to high density mixed use buildings.  These indirect effects 
are expected to encourage transit-supportive land uses in the area. 
 

- Transportation Infrastructure 
The two major roadway arterials serving the station area are Layton Avenue and Packard 
Avenue.  Layton Avenue, an east-west arterial, provides access between downtown Cudahy 
and the Lake Michigan lakefront to the east and General Mitchell International Airport to the 
west. Packard Avenue is the north-south arterial serving the main retail core of the City.  The 
proposed station location can be accessed off of both of these streets via local roads.  Regional 
automobile access between Cudahy and Milwaukee is provided by the newly constructed Lake 
Parkway which is accessed off of Layton Avenue to the west of the study area.  Additionally, 
IH 94, approximately three miles west of the study area, provides regional access to both 
Milwaukee and Chicago.  
 
With compact blocks and a traditional street grid, the proposed Cudahy/St. Francis Station is 
easily accessible by foot for those residents living north, east, and south of the downtown.  The 
sidewalk system within the station area is mostly complete.  The signalized intersection of 
Layton and Packard Avenues provides a safe crossing for pedestrians and cyclists.   
 
The Milwaukee County Transit Agency operates bus service within Cudahy.  Bus Routes 55 and 
15 serve the Layton Avenue and Packard Avenue corridors, respectively. 
 
Several indirect impacts may result due to the addition of the station.  To facilitate pedestrian 
access to the station, nearby crosswalk areas could be improved.  New sidewalks into the 
station area are necessary, particularly from the west where there are currently few pedestrian 
connections in place.  Bicycle access could be improved through designated on-street routes to 
the station and the inclusion of bicycle storage facilities. 
 
To improve vehicle access and parking at the station, an additional future access road off of 
Layton Avenue should be investigated and a future parking facility on the west side of the UPR 
tracks has been discussed.  Additional parking should also be provided in a shared parking 
structure as part of a future mixed-use development within the station area. 
 
Access between the station and other attractions in Cudahy can be improved with enhanced 
bus and shuttle service.  Bus and shuttle service could serve the station area and in particular, 
provide connections between the airport, employment areas, and the lakefront. 

South Side Milwaukee Station Area 

The South Side Milwaukee station is proposed near the Lincoln Street bridge adjacent to Bay 
Street.  According to the market assessment, in 2000 the ½ mile station area surrounding the 
proposed station was home to 3,751 people in 1,792 households.  Also, the area contained an 
estimated 1,663 jobs.  Employment within a three-mile radius from the proposed station, which 
includes a portion of Milwaukee’s central business district, is approximately 120,720.  
Residential, industrial, commercial, and transportation infrastructure are the land use categories 
that would be potentially impacted by this rail station. 
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- Residential 

The area west of the proposed station is mainly residential land use.  Single and two-family 
neighborhoods provide a customer base for downtown and a ridership base for the proposed 
station.  Residential land use in the station area is expected to remain approximately the same 
with the addition of the station.  Indirect effects of the station could include a higher demand for 
high and medium density multi-family residential areas.  These land uses would most likely be 
located in close proximity to the station, on vacant or underutilized land. 
 
No data exists to suggest the residential TOD plan would disproportionately affect minority or 
low-income populations.  The community-supported TOD plan would likely consist of phased 
development over many years, indicating a gradual growth of transit-oriented housing that 
would create rental units for people from a wide range of income levels. 
 

- Commercial 
The area identified for commercial development includes primarily the east edge of the 
residential neighborhood, particularly along Bay Street to the north and west of the station area.  
Space for retail uses is recommended as part of the proposed land use. 

Downtown Milwaukee Station Area 

The City of Milwaukee’s proposed KRM commuter rail station would be located on the site of the 
existing Amtrak station within a newly renovated and expanded facility in the South End District 
of downtown Milwaukee.  The area is commonly known as the “Menomonee Valley.”  The 
existing station is located on West St. Paul Avenue, east of 6th Street.  According to 2005 
estimates, the Milwaukee station area sustains an estimated population of 1,733 with 
907 households.  There are approximately 33,128 jobs within ½ mile of the station.  Residential, 
industrial, commercial, central business district, institutional, and transportation infrastructure 
are the land use categories that would be potentially impacted by this rail station.   
 

- Residential 
Residential land use in the area consists of condominiums near the interstate, the Milwaukee 
River, and in the Third Ward and a small residential neighborhood on the south side of the 
Marquette Interchange.  Many of the residential uses resulted from the conversion of old 
warehouses into condominiums.   
 
Indirect effects on residential land use in the station area are expected to be small.  
Comprehensive effects could include additional mixed-use development that would include 
multi-family housing.  Several of these units are already planned for key parcels adjacent to the 
Marquette Interchange once construction on the Interchange is complete. 
 
No data exists to suggest the residential TOD plan would disproportionately affect minority or 
low-income populations.  The community-supported TOD plan would likely consist of phased 
development over many years, indicating a gradual growth of transit-oriented housing that 
would create rental units for people from a wide range of income levels. 
 

- Industrial 
The south side of the Marquette Interchange has historically contained heavy industrial uses.  In 
recent years, the area is transitioning to a more diverse area that includes public, residential, 
entertainment, and retail uses. 
 
Future land uses plans call for a large reduction in industrial land use in the station area.  Much 
of this is due to the planned Harley-Davidson Museum that will occupy a current industrial zone 
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just south of the station area.  Since most of the redevelopment of current industrial sites in the 
area is already planned, the indirect effects from the addition of KRM commuter rail to the area 
would be minimal.  Comprehensive effects could include increased high density, multi-family 
housing and mixed use facilities. 
 

- Commercial 
There are several commercial land uses around the station area and even more mixed-use 
facilities with businesses at ground level.  “The Shops of Grand Avenue” is a mixed-use 
destination and a focal point of the area located north of the station. 
 
Future plans call for more mixed-use development and an increase in commercial business 
near the station.  These indirect/comprehensive effects would be beneficial for the station area 
neighborhood because they would provide services for potential commuters. 
 

- Central Business District 
The area north of the Marquette Interchange is proximate to the core of Milwaukee’s central 
business district and has a strong urban fabric.  With more than 33,000 jobs within a ½ mile 
radius of the station and 167,000 within 3 miles of the station, Milwaukee’s central business 
district is a major trip generator. 
 
The addition of a commuter rail service to the area would have very beneficial indirect effects on 
the district.  The rail service would provide a great transit option for the thousands of people who 
already work in the district and enable many more to access new job opportunities in the area.  
In addition, it may relieve traffic congestion and parking issues in an already overcrowded urban 
area. 
 

- Institutional 
Major institutional uses in the study area include the Midwest Airlines Convention Center, the 
Milwaukee Public Library, and the museum complex.  All of these uses are north of the existing 
rail station.  Future plans do not call for any modification to the existing institutional land use in 
the area. 
 
The Convention Center is a major trip generator for the area and would benefit greatly from the 
addition of a commuter rail serving the downtown area.  Indirect effects for the institutional uses 
in the area could include additional visitors and increased accessibility. 
 

- Transportation Infrastructure 
As an indirect result of the rail service, proposed vehicle and pedestrian improvements are 
recommended for locations where new development is likely to occur in the future.  Street 
extensions are proposed for West Canal Street to connect over the South Menomonee River 
Canal to South 2nd Street.  This corridor will provide access to the new Harley-Davidson 
Museum from the east.  Access improvements are recommended in the Reed Street Yards to 
create a connection between Pittsburg Avenue and Oregon Street.  Pedestrian connections 
between the 6th Street bridge and new developments to the east are recommended either via 
stairways leading to lower level streets, or via upper stories of new buildings providing vertical 
access to both 6th Street and lower level uses. 
 
Further, pedestrian crosswalk improvements are needed to better define pedestrian linkages 
through the Marquette Interchange corridor.  A new bicycle path could provide access to 
neighborhoods from North Water Street. 
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The City’s Downtown Plan includes a parking plan element which recommends new parking 
structures on both the east and west sides of the 6th Street bridge.  A proposed parking 
structure under the Marquette Interchange is generally consistent with the City’s Plan.  
 
Although no data exists to suggest disproportionate levels of impact to minority or low-income 
populations resulting from the indirect affects of the potential commuter rail, conventional 
wisdom would indicate a positive reaction from increased opportunities for regional transit 
alternatives in the densely populated central business district of Milwaukee.  The placement of 
the commuter rail station in an area accessible by walking, biking, driving, and existing transit 
will positively affect a much wider cross section of the population than would be the case if it 
were not as accessible by these multiple modes of transportation.  Since this station would not 
only be accessible by many modes, but also accessible to a much larger population given the 
density of Milwaukee’s central business district, it is anticipated the station would provide a 
positive influence on the low-income and minority populations among others. 

Evaluation of Analysis Results 

The No-Build and TSM Alternatives would have minor indirect impacts on the KRM corridor.  
The No-Build Alternative could negatively affect the ability of employers to attract employees 
due to the limited options for regional transit ability in the corridor.  With the TSM Alternative, 
traffic would slightly increase near the proposed Oak Creek park and ride and some commercial 
development may occur in this area.  Generally, these development impacts are positive 
because of the nature of this commuting route. 
 
The Commuter Rail Alternative would affect the land use of several station areas, especially 
Somers, Caledonia, and Oak Creek.  The other station areas would also have change to the 
land use there, but these changes will not be as significant because these stations are already 
reasonably built-out with development.  The reason why these redevelopment impacts are 
considered positive impacts is that transit-oriented development is implemented and well 
received by the people in the area.  The general sentiment of citizens in the station area 
communities, relayed in public workshops as a part of the TOD planning process, is that 
development and redevelopment in the station area communities is seen as a positive indirect 
effect of the Commuter Rail Alternative.  Traffic would slightly increase at all proposed station 
areas, but would not significantly impact the roadway system. 
 
No data exists to suggest disproportionate levels of impact to minority or low-income 
populations would result from the indirect affects of the Commuter Rail or TSM alternatives.  
Rather, the placement of transit access in urban locations within reach of multiple modes of 
transportation (walking, biking, driving, and existing transit) would provide positive influence on 
a wide cross section of the population, including low-income and minority populations among 
others.  Refer to section 4.16 for an overall discussion of how Environmental Justice regulations 
have been accounted for in this project. 

Assessment of Consequences and Mitigation 

Project influenced development effects can be mitigated to some extent through a variety of 
access control or land use control techniques.  Since most changes to land use in the proposed 
station areas are supported by the respective communities, extensive mitigation of negative 
indirect effects is not expected.  The KRM project has more positive indirect effects than 
negative, as metered by the public sentiment over the TOD process. 
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A wide range of tools is available to local governments and other agencies to mitigate and 
manage potential indirect and cumulative land use and socioeconomic impacts associated with 
transit improvements.  These tools include: 
 
Regulatory Tools 

• Comprehensive Planning 
• Zoning 
• Extraterritorial Zoning 
• Land Division Regulation 

 
Nonregulatory Tools 

• Cooperative Boundary Agreements and Other Types of Intergovernmental Agreements 
• Information and Education 

Regulatory Tools 

Comprehensive Planning 

Communities in Wisconsin are empowered to adopt comprehensive or master plans.  The 
various Wisconsin Statutes that enable local comprehensive planning include Chapter 59 
(Counties), Chapter 60 (Towns), Chapter 61 (Villages) and Chapter 62 (Cities) of the Wisconsin 
Statutes.  Wisconsin’s recently adopted Comprehensive Planning and “Smart Growth Law” 
requires that by January 1, 2010, all local governments that intend to take local land use related 
actions regarding any ordinance, plan or regulation must adopt a comprehensive plan.  This 
comprehensive plan must meet certain specific elements outlined in the new legislation.  Those 
local governments that do not want to engage in activities affecting land use do not have to 
create a comprehensive plan.  Funds are being made available to provide assistance to local 
governments to meet the new comprehensive planning requirements. 
 
In the KRM corridor study area, all local units of government for the communities with proposed 
stations have recently adopted master plans or comprehensive plans. 

Zoning 

Municipalities in Wisconsin are enabled to regulate land uses at the local level through zoning.  
Through Section 62.23 of the Wisconsin Statutes, cities and villages are enabled to adopt local 
zoning.  Towns may either participate in county zoning or adopt a local town zoning ordinance.  
Either municipal or county zoning regulates most of the land area within the KRM study area. 

Extraterritorial Zoning 

Through Section 62.23 (7a) of the Wisconsin Statutes, cities, villages, and towns are enabled to 
adopt extraterritorial zoning ordinances regulating land uses within either one-and-one-half 
miles (villages or 4th class cities) or three miles (1st, 2nd or 3rd class cities) of municipal limits. 
Implementation of extraterritorial zoning requires cooperation between the incorporated 
municipality and surrounding town(s).  

Land Division Regulations 

Wisconsin Statutes Chapter 236 enables cities, villages, towns, and counties to adopt land 
division regulations to control the creation of lots through Certified Survey Maps (CSMs) or 
Subdivision Plats.  Cities and villages may unilaterally implement land division controls within 
their extraterritorial jurisdictions that extend outside the municipal boundaries.  The most 
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restrictive regulations apply where a particular piece of land is regulated by overlapping land 
division regulations of the county, incorporated municipality or town. 

Nonregulatory Tools 

Intergovernmental Agreements 

Several different types of intergovernmental agreements are used by communities in Wisconsin 
to control and manage growth.  Communities are enabled through Section 62.023, of the 
Wisconsin Statutes to adopt cooperative plans and agreements; Section 66.021, Wisconsin 
Statutes allows local units of government to adopt annexation agreements; Section 66.027 of 
the Wisconsin Statutes addresses setting municipal boundaries by judgments; and 
Section 66.030 enables general agreements between municipalities. 

Information and Education 

The use of more general information and education programming plays an important role in 
informing the public about land use planning and development issues.  In the KRM study area, 
each of the counties and the University of Wisconsin Extension Service provide excellent public 
information programs and published literature on land use issues. 

4.4.2 Cumulative Effects 

Construction and operation of the proposed project would involve the direct and indirect effects 
of the proposed project as well as the cumulative effects of the proposed project combined with 
other related past, present, and reasonably foreseeable future actions. 
 
For purposes of analyzing the potential cumulative effects of the proposed project, the 
definitions of “cumulative impact” under both NEPA and the Council on Environmental Quality 
(CEQ) have been followed.  The CEQ regulations governing the implementation of NEPA 
(40 CFR 1508.7) define a cumulative impact as: 
 

 “the impact on the environment which results from the incremental impact of the action 
when added to other past, present and reasonably foreseeable future actions regardless 
of what agency (Federal or non-Federal) or person undertakes such other actions. 
Cumulative impacts can result from individually minor but collectively significant actions 
taking place over a period of time.”  

 
The analysis of the cumulative effects of the proposed project also incorporates the suggestions 
in the CEQ’s handbook entitled “Considering Cumulative Effects Under the National 
Environmental Policy Act” (January 1997), which is intended as an informational document 
rather than formal agency guidance.  Based on the CEQ guidelines, the following principles can 
be applied to the assessment of cumulative effects of the proposed project: 
 

• Cumulative effects typically are caused by the aggregate effects of past, present, and 
reasonably foreseeable actions.  These are the effects (past, present, and future) of the 
proposed action on a given resource and the effects (past, present, and future), if any, 
caused by all other related actions that affect the same resource. 

 
• When other related actions are likely to affect a resource that is also affected by the 

proposed action, it does not matter who (public or private entity) has taken the related 
action(s). 
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• The scope of cumulative effects analyses can usually be limited to reasonable 
geographic boundaries and time periods.  These boundaries should extend only so far 
as the point at which a resource is no longer substantially affected or where the effects 
are so speculative as to no longer be truly meaningful. 

 
• Cumulative effects can include the effects (past, present, and future) on a given 

resource caused by similar types of actions (e.g., air emissions from several individual 
highway projects) and/or the effects (past, present, and future) on a given resource 
caused by different types of actions (e.g., air emissions from a highway project, a solid 
waste incinerator, and a mining facility).  

Air Quality 

The No-Build Alternative is not anticipated to provide cumulative effects with regards to air 
quality in the corridor. 
 
The proposed TSM or Commuter Rail Alternatives would contribute to regional air quality 
compliance directly as a result of change in vehicle miles traveled (VMT) for trip-making across 
the corridor, and indirectly to the extent that transit oriented development would occur around 
proposed stations and further reduce VMT.  Combined with other transportation improvements 
in the region, there is a potential for cumulative positive benefits. 

Energy 

The No-Build Alternative is not anticipated to provide cumulative effects with regards to energy 
consumption in the corridor. 
 
The proposed TSM or Commuter Rail Alternatives, in coordination with other regional public 
transportation improvements, would help to reduce dependency on single-occupant vehicles.  
This would in turn reduce fossil fuel energy consumption and improve roadway congestion.  
Construction of either of these alternatives in combination with other construction projects 
occurring within the same period and within the region (IH 94 freeway reconstruction) may result 
in a short-term increase in energy consumption.  This would be a temporary effect and given the 
available and planned energy resources within the region and state, no significant impact is 
anticipated. 

Noise and Vibration 

The Union Pacific freight rail service on the proposed commuter rail line is part of the existing 
noise and vibration environment in the project corridor.  Under the No-Build and TSM 
Alternatives, the UPR would continue to provide service as needed and there would be no 
cumulative impacts associated with the proposed project.  
 
The areas with the greatest potential for cumulative noise and vibration impacts associated with 
Commuter Rail Alternative is where the proposed commuter rail would overlap with existing 
Union Pacific freight services.  Reconstruction of tracks within the right-of-way would tend to 
decrease the noise exposure and vibration levels experienced by adjacent land use.  However, 
some cumulative impacts of these two systems operating together may occur.  Since noise and 
vibration is generally considerably less severe with commuter rail equipment when compared to 
freight equipment, the cumulative effect is anticipated to be minor.  Refer to Section 4.8.2 for a 
description of the direct cumulative impact of the combination of commuter rail with the existing 
freight traffic. 
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4.5 Neighborhoods 

The purpose of this section is to determine the effect of the alternatives on the quality and 
cohesion of the established neighborhoods within the project corridor, 

4.5.1 Changes in Quality of Life 

Since the No-Build Alternative only addresses minor local improvements, it has the potential to 
negatively affect neighborhoods along the corridor.  This alternative minimally addresses the 
need of regional transit in the corridor, and as traffic increases in the future, neighborhoods 
containing transit-dependent citizens and employers may be negatively impacted by not 
providing significant improvements to regional transit service. 
 
Quality of life changes as a result of the TSM or Commuter Rail Alternatives will be largely 
positive changes.  The additional transportation opportunities will allow neighborhood residents 
new access to jobs and entertainment.  As development occurs around the new commuter rail 
stations, residents will benefit as community services such as dry cleaners, pharmacies, and 
restaurants open.   
 
Since there are only two business relocations required for the Commuter Rail Alternative and 
none of the TSM Alternative, these displacements are expected to have no change to the 
quality of life in the station area.   
 
Traffic in the station area will increase with the Commuter Rail Alternative.  To handle this 
increase, nearby intersections or signal timing devices will be adjusted to minimize these 
impacts.  Although some commuters may park on city streets, station parking lots were 
designed to accommodate a high number of commuter automobiles. 
 
Since the Commuter Rail Alternative would be implemented entirely along the existing, used 
railway, it is not expected to cause significant new negative neighborhood impacts or newly 
divide an established neighborhood. 

4.5.2 Barriers to Social Interaction 

Both the TSM Alternative and the Commuter Rail Alternative are expected to break barriers to 
social interaction by connecting neighborhoods and communities in the KRM corridor.  By 
providing additional means of transportation, residents will find it easier to travel between 
various neighborhoods for work and entertainment needs. 

4.5.3 Safety and Security 

This section assesses the safety and security aspects of the No-Build, TSM and Commuter Rail 
Alternatives.  The purpose is to describe the existing safety and security conditions, identify any 
perceived or potential areas of concern for residents and transit users and describe the 
proposed facility security measures and pedestrian safety design features being considered for 
each of the alternatives.  Existing police, fire, and emergency services for the KRM corridor are 
described in section 3.3.4.   

No-Build Alternative 

Under this scenario the service currently provided by the communities in the KRM corridor 
would continue without any change. 
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TSM Alternative 

Under this scenario the service currently provided by the communities in the KRM corridor 
would continue.  The only changes to the current services would be in the City of Oak Creek 
and City of Cudahy where new park and ride lots are proposed.  Moderate potential may exist 
for increases in theft or vandalism to vehicles in the parking lot.  City police may need to add 
circulation control in and around the park and ride lots.   
 
The park and ride area may include access to a pay telephone to allow patrons to contact 911 
emergency services should they be required. 

Commuter Rail Alternative 

As with all new public facilities, moderate potential for increases in theft, vandalism, and other 
emergency services could develop at rail station locations.  City police may need to add 
circulation control in and around rail station platform areas and private automobile parking 
(where available). 
 
Station platforms may include access to a pay telephone as well.  The presence of transit users 
would provide increased opportunity for the natural surveillance of the facilities.  Surveillance of 
station platforms and parking areas may be enhanced through the use of video monitors.  
Additionally, nearby residents, employers in the area and passers-by would contribute to natural 
surveillance. 

4.6 Visual and Aesthetic Qualities 

This section describes the potential for visual and aesthetic impacts at various locations along 
proposed alignments and proposed means to mitigate these impacts. 

4.6.1 Methodology 

Visual impacts are changes in the existing conditions within the visual environment, which may 
be brought about by construction of the various project alternatives.  The visual environments 
are described in Section 3.6.  The change that may result from the construction of the KRM 
Commuter Rail Alternative has the potential to detract from the visual environment or enhance 
it.  Since these are subjective criteria, this assessment focuses on those changes to the visual 
environment that may be measured in terms of high impact, moderate or low impact. 
Enhancement and detraction are factors that may be affected by subsequent design and 
mitigation considerations.  The major dimensions of the impacts would be determined by the 
following factors:  

 
High impact Moderate impact Low impact 

• In a new corridor  • Existing rail corridor  • No change  
• Substantial property 

acquisitions  
• Low property 

acquisitions  
• Within existing Right 

of Way  
• New rail station  • Renovated rail station • Existing rail station  
• New parking  • Minimum parking  • No new parking  
• High visual disruption  • Moderate disruption  • Low visual disruption 
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4.6.2 Impacts Related to Visual/Aesthetic Conditions 

No-Build Alternative 

There would be no significant impacts related to visual/aesthetic conditions from the No-Build 
Alternative. 

TSM Alternative 

Proposed new construction for the TSM Alternative is limited to two park and ride lots.  The first 
lot, in Oak Creek, would be constructed in a non-urban area, as described in Section 3.6.  The 
second lot would be constructed in Cudahy, near the old train station on Kinnickinnic Avenue.   
 
The Oak Creek lot would have a high impact on the visual environment because the area 
around the lot is undeveloped.  The new lot would require property acquisition, but no 
relocations.  The Cudahy/St. Francis lot would have a moderate impact on the visual 
environment due to the already urban environment it would be constructed in.  

Commuter Rail Alternative 

Impacts on the visual environment for the Commuter Rail Alternative would be limited to the 
locations where new rail stations are proposed.  In the urban and rural areas of the project, 
where the tracks are already in place, there will be no disruption to the visual environment.  The 
proposed station areas will be the sites of visual impacts. 
 
Following is a discussion about the visual impacts to each station area.  The impacts will be 
mostly positive, even if they are listed as “high” impact.  For each station area, there is a picture 
of the current conditions followed by an artist’s rendition of what the area could look like with the 
addition of commuter rail.   
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Kenosha Station Area 

The Kenosha station area will experience a low level of visual and aesthetic impact due to the 
fact that a new rail station does not need to be constructed.  The addition of rail service to the 
existing station is expected to cause indirect changes to the visual environment surrounding the 
station.  High-density mixed-use facilities are proposed near the station and there will be an 
increase in residential housing in the area.   
 
The overall urban environment could be improved through pedestrian streetscape 
enhancements, such as new decorative lighting, sidewalks, and street trees.  The existing 
railroad bridges could be used as gateway features into downtown Kenosha, and be 
supplemented with new lighting features, surface treatments, public art, and welcome signs. 
 
 

 
 
 
 

 
 

 

Existing conditions for 52nd Street

Potential 52nd Street Gateway
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Somers Station Areas 

The Somers station area will experience a high level of visual and aesthetic impacts if a new rail 
station is constructed.  This is due to the fact that property acquisition (without relocations), 
construction, and new parking will occur.   
 
The overall character of the proposed station area is rural, with farmland and natural resources 
west of the railroad and a residential corridor along Sheridan Road/STH 32. 
 
Proposed visual and aesthetic changes in the area include the creation of pedestrian-friendly 
streets and sidewalks within the station area and the installation of amenities such as street 
lighting and street side trees. 
 
 

 
 
 
 

 

 Future vision of intersection improvements and development at 12th Street

Existing conditions for Sheridan Road at 12th Street
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Racine Station Area 

The Racine station area would experience low impacts from the KRM project because the 
service will utilize an already existing station.  Recommendations would be made for pedestrian-
oriented façade details on nearby buildings including the design of doors, windows, lighting, and 
signs. 
 
Other proposed improvements include “gateways” which announce arrival to the downtown area 
and could help benchmark the location of the Transit Center and commuter station facilities.  
Also, as illustrated below, several corridors within the study area would benefit from streetscape 
improvements to enhance pedestrian walkability. 
 
 

 
 
 
 

 

 

 

Existing conditions for Mound Avenue

Future vision of Mound Avenue streetscape and townhomes
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Caledonia Station Area 

The Caledonia station area will experience high impacts due to the construction of the rail 
station and associated parking lot.  There will also be a business relocation required with this 
alternative. 
 
The visual environment in the station area will be affected by the recommendation to 
incorporate pedestrian streetscape enhancements throughout the station area.  These 
enhancements should include new sidewalks, decorative lighting, street trees, and crosswalks.  
These improvements not only enhance pedestrian comfort and safety, they also establish 
unifying character elements for the village center.  A key related urban design feature is to 
require consistent building setbacks at the public sidewalk, for creation of a “street wall,” that 
provides a sense of order, rhythm, and enclosure for pedestrian interest and comfort.   
 

 
 
 
 

 
 

 

Existing conditions along State Highway 32

Streetscape vision along Douglas Avenue
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Oak Creek Station Area 

The Oak Creek station area would experience high impacts from the construction of a new rail 
station.  The urban design framework proposed for the area is sensitive to and incorporates 
natural features, as well as reflecting the goals of Oak Creek’s Comprehensive Plan.  Plan 
recommendations include enhanced open spaces along lowland areas and around existing 
wetlands, pedestrian streetscape along new and existing access roads, and gateway features 
along key entryway points.  Gateway features could include architectural treatments, 
landscaping, and public art.  New residential neighborhoods would be developed according to 
the principles of “traditional neighborhood design”.  These principles include smaller lots, 
reduced setbacks, recessed garages, front porches, narrower streets, sidewalks, street trees, 
orientation towards a neighborhood focal ping and small scale retail and office uses. 
 
 

 
 
 

 

 
 
 Multi-family housing vision along East Ryan Road

Existing conditions East Ryan Road
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South Milwaukee Station Area 

The South Milwaukee station area will experience high impacts due to the construction of a 
commuter rail station.  One business will need to be relocated for the station to be built. 
 
Possible visual and aesthetic improvements in the station area include a strong streetscape and 
pedestrian access framework in the downtown.  In addition, the redevelopment site immediately 
west of the Union Pacific Railroad and south of Milwaukee Avenue should be designed to 
ensure that new development does not “turn its back to the railroad” and that it enhances the 
pedestrian environment around the station.  Extension of the City’s streetscape improvements 
along Milwaukee Avenue on either side of the future commuter station is recommended to 
create an east-west “portal” into the downtown area.  The existing streetscape improvements 
are recommended to be supplemented with additional lighting, gateway features, wayfinding 
signage, street trees, pedestrian amenities, and public art or a fountain feature to unify and 
enhance the downtown area. 
 

 
 
 
 

 
 

 

Future vision along Milwaukee Avenue and 12th Street

Existing conditions for Milwaukee Avenue and 12th Street
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Cudahy/St. Francis Station Area 

The Cudahy/St. Francis station area would experience high impacts due to the construction of a 
rail station.  The visual environment would be affected by the proposed urban design framework 
which recommends a continuation of the grid street pattern which currently exists on the east 
side of the railroad, with streetscape enhancements, including decorative lighting and street 
trees.  These treatments should also be applied to new development areas to the west to create 
a pedestrian-friendly environment.  Maintaining a consistent building setback for new 
development is also important.  Gateway features, including architectural elements, 
landscaping, street trees, as well as public art would be appropriate in areas entering the 
downtown.   
 
 

 
 
 

 

 
 
 
 

Existing conditions for rail corridor

Potential landscape enhancement adjacent to rail corridor
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South Side Milwaukee Station Area 

Visual impacts to the South Side Milwaukee station area would be high after a new station is 
constructed.  However, this area is already urban in character.  
 
The urban design program for the South Side Station recommends an enhancement to the 
existing urban framework of the neighborhood and a continuation of an urban street wall on the 
periphery of the neighborhood.  Pedestrian streetscape enhancements are recommended along 
Bay Street and Kinnickinnic Avenue for pedestrian comfort and safety, as well as to promote the 
area’s vitality. These enhancements could include banners, landscaping and street trees, 
decorative lighting, and crosswalk and sidewalk improvements.  Also, streetscape 
improvements along Lincoln Avenue are recommended that are compatible with the existing 
street’s residential character. 
 
 

 
 
 

 

 
 

 

Existing conditions for South Milwaukee Station Area

Potential Gateway Center connects neighborhood to lakefront
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Downtown Milwaukee Station Area 

Visual impacts to the Downtown Milwaukee station area will be low since the project will utilize 
the existing Amtrak station.  The potential of an urban design framework for the area proposes 
to continue the maintenance of an urban “street wall” throughout the station area which requires 
building facades to be placed at the public sidewalk.  Enhanced streetscapes, including lighting, 
street trees, banners, public art, and distinctive paving materials would improve several streets.   
 
A riverwalk along both the north and south edges of the Menomonee River has been discussed 
with the local community.  It would connect with the existing riverwalk in the Third Ward and the 
central business district.  Gateway features, including decorative wayfinding and architectural 
elements are recommended for key entryway points along Canal Street, Michigan Street, and 
St. Paul Avenue.   
 

 
 
 

 

 
 
 
 

Streetscape vision along St. Paul Avenue

Existing condition of St. Paul Avenue
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4.7 Air Quality 

According to the SAFETEA-LU Act of 2005, a federal agency may not approve or fund a 
transportation project unless it conforms to the State Implementation Plan (SIP) for air quality.  
To conform to the SIP, a project cannot (1) cause or contribute to a new violation of any 
National Ambient Air Quality Standard (NAAQS), (2) increase the frequency or severity of any 
existing violation of any NAAQS, and (3) delay timely attainment of any NAAQS or any required 
interim emissions reductions or other milestones.  At state and regional levels, ozone non-
attainment areas are of concern in conforming to the SIP.  In southeastern Wisconsin, Kenosha, 
Racine and Milwaukee Counties are all designated as ozone non-attainment areas. 

4.7.1 Conformity with the State Implementation Plan 

Proposed projects within ozone non-attainment areas must be identified in the region’s 
transportation plan.  This project is included in the 2025 Regional Transportation System Plan 
for Southeastern Wisconsin. This document was created by the Southeastern Wisconsin 
Regional Planning Commission (SEWRPC), the region’s Metropolitan Planning Organization.  
The conformity procedures of 23 CFR 770 do not apply. 

4.7.2 Air Quality Microscale Analysis 

No-Build Alternative 

The No-Build Alternative may have an adverse effect on air quality.  Generally, air quality effects 
of traffic streams are greatest when traffic is subjected to stop-and-go conditions.  As traffic 
increases on the existing facility, the incidence of such is expected to increase with resulting 
adverse effects to air quality. 

TSM and Commuter Rail Alternatives 

Carbon Monoxide (CO) is the only motor vehicle pollutant currently analyzed for transportation 
projects.  The NAAQS criteria for an adverse CO impact are levels exceeding the one-hour 
standard of 35 parts per million (ppm) or the eight-hour average of 9 ppm.   
 
In compliance with Section NR 411, Construction and Operation Permits for Indirect Sources, of 
the Wisconsin Administrative Code, the Wisconsin Department of Natural Resources 
(WDNR)-Bureau of Air Management has determined that based on both the size of the 
proposed park and ride lots associated with the TSM and Commuter Rail Alternatives and their 
locations, no pollution control permit is required for this project.  The WDNR states that the KRM 
project alternatives demonstrate an insignificant air quality impact regarding vehicle traffic.  
Refer to Appendix D for the WDNR coordination letter describing this air quality exemption. 

4.8 Noise 

Per WisDOT standards, a noise analysis is required for any EIS that involves a new highway 
location, significantly changes the highway alignment, or changes the number of through lanes.  
The No-Build Alternative would improve some local intersections and roadways with the 
purpose of making the roadways more efficient. 
 
The No-Build Alternative improvements potentially requiring a noise analysis are: 
 

• Reconstruction with additional traffic lanes of State Trunk Highway (STH) 100 from 
Howell Avenue (STH 38) to STH 32 in the City of Oak Creek (2.75 miles) 
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• Reconstruction with additional traffic lanes of STH 32 from Three Mile Road to Four Mile 
Road in the Town of Caledonia (1.25 miles) and reconstruction with additional traffic 
lanes of STH 32 from Five Mile Road to North County Line in the Town of Caledonia 
(3.37 miles)  

• Reconstruction with additional traffic lanes of STH 11 from the Village of Sturtevant 
eastern Village limits to STH 31 (2.0 miles) 

• Construction of a new transit operating and maintenance facility for Kenosha Area 
Transit, replacement buses for Kenosha Area Transit, reconstruction and expansion of 
the Metra train station in Kenosha, and construction of an overflow parking lot for the 
Metra train station 

• Replacement buses for MCTS, replacement of fueling systems at MCTS operating 
garages, renovation and repairs at the Fond du Lac Avenue and Kinnickinnic Avenue 
operating garages 

 
At the publication of this draft EIS, no preliminary or final design information was available for 
these improvements to allow a noise analysis to be conducted as part of the KRM project.  
Since each project would affect local and state of Wisconsin roadways, each individual project 
will be subject to its own environmental documentation process and noise analysis would be 
completed at that time.  Despite the lack of design information to conduct noise analyses with 
these No-Build improvements at this time, it is anticipated that some kind of mitigation measures 
will be taken into consideration. 
 
For example, to reduce the potential impact of construction noise, typical special provisions for 
these types of projects require that motorized equipment be operated in compliance with all 
applicable local, state, and federal laws and regulations relating to noise levels permissible 
within and adjacent to the project construction site.  At a minimum, the special provisions 
typically require that motorized construction equipment should not be operated between 10 p.m. 
and 6 a.m.  All motorized construction equipment will be required to have mufflers constructed 
in accordance with the equipment manufacturer’s specifications or a system of equivalent noise 
reducing capacity.  Mufflers and exhaust systems should be maintained in good working 
condition, free from leaks and holes. 
 
The TSM Alternative would improve and upgrade existing bus systems throughout the corridor, 
with more timely and efficient service.  This improvement in transit service may slightly increase 
the noise associated with increased numbers of buses and expanded routes, but it is not 
anticipated to be significant because of the widespread nature of the improvements.  Since the 
TSM Alternative does not propose new highway locations, significant changes to highway 
alignments, or changes in the number of through lanes on roadways, this alternative does not 
warrant a detailed noise analysis. 
 
The Commuter Rail Alternative has potential to create noise impacts related to the park and ride 
lots and the operation of diesel trains.  Section 4.2 above (transportation) indicates no 
significant capacity improvements necessary to the roadway system to mitigate the increased 
traffic due to the park and ride lots.  Therefore, no noise analysis was warranted for the adjacent 
roadway system and no noise impact is anticipated due to the automobile traffic on roads near 
the station locations. 
  
Two categories of general land use categories were determined to exist surrounding the 
proposed stations.  One is a rural setting with widely spaced residences and businesses; the 
other is an urban setting with nearby and closely spaced commercial, industrial, manufacturing, 
and residential land use.  Refer to Sections 3.1 and 3.6 for an overview of the land use of the 
community surrounding each station location.   
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Those stations with a rural character include Somers, Caledonia, and Oak Creek.  There are 
few nearby noise receptors at these stations, and in general, these receptors are business 
properties.  It is anticipated that an insignificant noise impact would occur at these locations due 
to the low number of receptors combined with the fact they are primarily commercial and 
manufacturing properties. 
 
Those stations with an urban character include Kenosha, Racine, South Milwaukee, Cudahy/St. 
Francis, South Side Milwaukee, and downtown Milwaukee.  Of these stations, Kenosha, Racine, 
Cudahy/St. Francis, South Side Milwaukee, and downtown Milwaukee exhibit high ambient 
noise readings as presented in Section 3.8.  It is not anticipated the amount of added noise 
based on the park and ride lots at these locations would significantly increase the ambient noise 
at these stations.  South Milwaukee has no ambient noise reading available for reference but 
since this station is surrounded by industrial and commercial property, no stationary automobile 
noise impact is anticipated to occur. 
 
To add upon this basic park and ride lot noise impact determination, a noise screening 
procedure outlined in the Transit Noise and Vibration Impact Assessment report (April 1995, 
Office of Planning, Federal Transit Administration) was conducted for the station areas to 
determine if a noise impact assessment was necessary for any of the proposed station 
locations.   
 
The first step was to determine the type of project to apply; in this case, it was determined to be 
Parking Facilities relative to Fixed Guideway Systems as outlined in the procedure.  The second 
step was to determine the Screening Distance for Noise Assessments; in this case, it was 
determined this value was 150 feet for unobstructed distance and 75 feet for intervening 
buildings distance.  The third step was to apply these distances from the center of each park 
and ride lot and determine whether noise sensitive land (Land Use Category 1, 2, or 3) existed 
within this critical distance.  In summary, no noise sensitive land use was determined to exist 
inside the screening distances set forth in the criteria, and therefore no further noise analysis 
was needed. 
 
The noise impact assessment for the proposed Diesel Multiple Unit (DMU) operations under the 
Commuter Rail Alternative along the project corridor was performed according to FTA 
methodology contained in their Transit Noise and Vibration Impact Assessment (May 2006) 
guideline.  Since the DMU maintenance services would be provided in the existing rail yards 
that are beyond the project limits, no stationary facility noise impacts under the proposed action 
were considered in this section.  This section discusses the potential noise effects from 
operational DMUs along the proposed track corridor which include: 
 

• Moving DMU-generated noise  
• Noise from DMU-equipped horns for use in producing a general audible warning to 

pedestrians and motor vehicles at roadway grade crossing plus the noise from crossing 
bells.  

• DMU traveling noise and the combined DMU noise with a horn blowing at street 
crossings were evaluated separately in the analysis.  A total of 28 combined trips from 
both directions are proposed for this alternative.  This forecasted amount of trips was the 
basis for the noise analysis. 
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4.8.1 DMU Traveling Noise Excluding Noise from a Horn Blowing at Street 
Crossings 

Project Noise Exposures 

Determining potential noise impacts in the vicinity of the project corridor without considering the 
DMU’s horn blowing effects was accomplished through the flowing steps: 

1. The estimated DMU traveling noise was calculated in Ldn and Leq(1) using the 
FTA-defined methodology at each representative site selected for existing ambient noise 
measurements. 

2. Comparing the predicted project-generated future level with the existing level using 
Figure 3-9 to determine potential noise impacts at each location in terms of “No Impact”, 
“Moderate Impact”, or “Severe Impact”. 

3. Calculated the critical distance from the railroad tracks to the corresponding noise 
impact thresholds (i.e., moderate or severe condition) for each identified existing 
measurement level.  These distances are summarized in Table 4-15. 

4. Based on 1) the calculated critical distance and 2) similarity of land use types for which 
an existing ambient measurement is available, the potential noise impact was 
determined for the remaining areas along the corridor. 

 
The predicted project-generated noise levels without the horn blowing noise component are 
summarized in Table 4-14.  The predicted noise levels indicate that no noise impacts would 
result at any of the measurement sites.  Based on the FTA described land use categories 
(Table 3-24) with respect to the representative ambient measurement data at those 10 sites, the 
corridor’s adjacent land uses in the similar categories would not be located within these critical 
impact distances.  Therefore, it can be concluded that the proposed DMU operations without the 
horn blowing component, would not result in any potential noise impacts on the neighborhoods 
adjacent to the project corridor.  
 

Site # Location/Land Use Category
1 4038 11th Avenue/2 63 50 No
2 1855 15th Avenue/2 64 53 No
3 1535 Melvin Avenue/2 60 50 No
4 10537 South Barton/2 55 46 No
5 Park/3 53 46 No
6 5252 Packard Avenue/2 72 44 No
7 4312 South Kinnickinnic/2 62 48 No
8 Cemetery/3 61 46 No
9 1603 East Oklahoma Avenue/2 64 53 No
10 2223 Lenox/2 61 43 No

TABLE 4-14
PREDICTED PROJECT NOISE EXPOSURES WITHOUT HORN BLOWING AT CROSSING

Existing Level    
(dBA)

Impact 
Conclusion

Project DMU-
Generated Noise 

Exposure         
(dBA)
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Site #
1 63 < 50 < 50
2 64 < 50 < 50
3 60 < 50 < 50
4 55 < 50 < 50
5 53 1 < 50 < 50
6 72 < 50 < 50
7 62 < 50 < 50
8 61 1 < 50 < 50
9 64 < 50 < 50
10 61 < 50 < 50

Note: 1 Leq(1) level applicable to Category 3 Land Uses.

TABLE 4-15
CRITICAL IMPACT DISTANCE

Representative 
Existing Level     

(dBA)

Moderate Impact 
Distance         

(feet)

Severe Impact 
Distance       

(feet)

 

 Mitigation Measures 

Since no potential noise impacts would result from the proposed DMU traffic along the corridor, 
no noise mitigation measures are necessary. 
 

4.8.2 DMU Traveling Noise with the DMU’s Horn Blowing at Street 
Crossings 

Project Noise Exposures 

Potential noise impacts in the vicinity of the highway or local roadway at grade crossings with 
the DMU’s horn blowing and bell ringing were evaluated through the following steps: 

1. Define the one quarter mile (1/4 mile) long track segment on both sides of each 
applicable crossing where the measurement site is located within this segment. 

2. At each measurement site located within above track segment, calculate the noise 
resulting from the DMU horn blowing at the nearest track location and crossing bell 
ringing at the crossing. 

3. Combine the DMU traveling noise predicted previously and the DMU horn blowing and 
bell ringing noise to determine the total project noise exposure at the applicable sites. 

4. Comparing the predicted project total noise exposure with the existing level using 
Figure 3-9, determine potential noise impacts at each location in terms of “No Impact”, 
“Moderate Impact”, or “Severe Impact”. 

5. Calculate the critical distance from a crossing with the potential noise impact that 
corresponds to each available existing measurement level. 

6. Based on 1) the calculated critical distance and 2) similarity of land use types for which 
an existing ambient measurement is representative, determine the potential noise impact 
for the remaining areas in the vicinity of each at-grade crossing along the corridor. 

 
The predicted project-generated noise exposures with the horn blowing noise component are 
summarized in Table 4-16.  It was determined that a total of five measurement sites are within a 
¼ mile radius of one or two adjacent crossings.  For these five sites, the predicted cumulative 
project noise exposures that included both horn blowing and bell ringing noise were calculated 
using the FTA-defined methods (May 2006).   
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TABLE 4-16 
PREDICTED PROJECT NOISE EXPOSURES NEAR AT-GRADE CROSSINGS 

 

Site # Location/Land Use Category
Existing Level

(dBA) 

Project DMU-
generated 
Cumulative 

Noise Exposure 
(dBA) 

Impact 
Conclusion 

1 4038 11th Avenue/2 63 n/a n/a 
2 1855 15th Avenue/2 64 75 Severe 
3 1535 Melvin Avenue/2 60 72 Severe 
4 10537 South Barton/2 55 69 Severe 
5 Park/3 53 n/a n/a 
6 5252 Packard Avenue/2 72 n/a n/a 
7 4312 South Kinnickinnic/2 62 71 Severe 
8 Cemetery/3 61 69 Severe 

9 1603 East Oklahoma 
Avenue/2 64 n/a n/a 

10 2223 Lenox/2 61 n/a n/a 
 
The predicted noise levels indicate that severe noise impacts would occur at all five sites given 
their close proximity to the neighboring crossing(s).  Based on the further defined critical impact 
distances (Table 4-17) established with respect to the available representative ambient 
measurement data, the corridor-adjacent land uses around each identified crossing that would 
likely have either a moderate or severe noise impact.  These critical distances would likely apply 
to the areas extending 1/4 mile from either side of each crossing.  
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TABLE 4-17 
CRITICAL IMPACT DISTANCE 

 
Site # Representative 

Existing Level 
(dBA) 

Moderate Impact 
Distance 

(feet) 

Severe Impact 
Distance 

(feet) 

1 63 690 260 
2 64 590 260 
3 60 940 360 
4 55 1290 500 
5 531 1500 590 
6 72 260 110 
7 62 800 310 
8 611 800 310 
9 64 590 260 

10 61 800 310 
Note: 1 Leq(1) level applicable to Category 3 Land Uses. 

Mitigation Measures 

According to 1) the prediction of project noise exposures by including horn blowing noise 
contributions at each at grade crossing and 2) the likely impact distance near each crossing 
along the corridor, horn blowing noise would likely have somewhat moderate to severe noise 
impacts near each crossing on sensitive land use categories (Categories 1, 2 and 3) within the 
identified critical distances (Table 4-18). 
 
However, horn blowing at each at-grade crossing is required under the safety rule established 
by the Federal Railroad Administration (FRA), therefore very limited mitigation measures can be 
considered with respect to proposed DMU operations.  Given the crossing access requirement, 
mitigation measures on the receptor side near the crossing (e.g., using a noise barrier) would 
also be very limited given the local roadway access requirement.  Moreover, the effects of the 
noise impact at each existing crossing (Table 4-18) are somewhat overestimated because such 
horn blowing noise is currently occurring at each crossing area due to already existing 
infrequent train operation. 

4.9 Vibration 

Vibration impacts may apply to automobile traffic associated with the No-Build and TSM 
Alternative and to DMU rail operations associated with the Commuter Rail Alternative. 

4.9.1 Operational Activities 

Consideration of vibration impacts of the No-Build and TSM Alternatives was completed by 
applying the Vibration Screening Process outlined in the Transit Noise and Vibration Impact 
Assessment report (April 1995, Office of Planning, Federal Transit Administration).  With the 
No-Build and TSM Alternatives, only rubber tire vehicles are applicable, so the initial decision 
step of vibration assessment determination involves investigation of three specific factors: 
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1. Will there be expansion joints, speed bumps, or other design features that result in 
unevenness in the road surface near vibration-sensitive buildings? 

2. Will buses, trucks, or other heavy vehicles be operating close to a sensitive building? 
3. Does the project include operation of vehicles inside or directly underneath buildings that 

are vibration-sensitive? 
 
Following this factor list in the screening process, it is determined that no vibration impact is 
likely and therefore no further analysis is required for vibration concerns associated with the No-
Build and TSM Alternatives. 
 
The vibration impact assessment for proposed DMU operations under the commuter rail 
alternative was performed according to FTA methodology contained in Transit Noise and 
Vibration Impact Assessment (May 2006).  This section discusses the potential vibration effects 
associated with the passing DMUs having a total of 28 combined trips traveling at an average 
speed of 60 miles per hour (mph) from both directions. 
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TABLE 4-18 

IMPACT DISTANCE FROM EACH CROSSING LOCATION 
 

Crossing Location Town 
Existing Level

(dBA) 

Moderate 
Impact 

Distance 
(feet) 

Severe Impact
Distance 

(feet) 

35th St. Kenosha 63 690 260 
31st St. Kenosha 63 690 260 
24th St. Kenosha 64 590 260 

Birch Rd. Kenosha 64 590 260 
12th St. Kenosha 64 590 260 
7th St. Kenosha 64 590 260 
1st St. Kenosha 64 590 260 

Hansche Rd. Racine 60 940 360 
Chicory Rd. Racine 60 940 360 

De Koven Ave. Racine 60 940 360 
16th St. Racine 60 940 360 
14th St. Racine 60 940 360 
13th St. Racine 60 940 360 

Washington Ave. Racine 60 940 360 
12th St. Racine 60 940 360 
11th St. Racine 60 940 360 

State St. Racine 60 940 360 
West St. Racine 60 940 360 

Prospect St. Racine 60 940 360 
Hamilton St. Racine 60 940 360 

Albert St. Racine 60 940 360 
High St. Racine 60 940 360 

Rapids Dr. Racine 60 940 360 
Yout St. Racine 60 940 360 

Goold St. Racine 60 940 360 
Layard Ave. Racine 60 940 360 

South St. Racine 60 940 360 
3 Mile Rd. Racine 60 940 360 
4 Mile Rd. Racine 60 940 360 
5 Mile Rd. Racine 60 940 360 
6 Mile Rd. Racine 60 940 360 
7 Mile Rd. Racine 55 1290 500 
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TABLE 4-18 
IMPACT DISTANCE FROM EACH CROSSING LOCATION (CONTINUED) 

 

Crossing Location Town 
Existing Level

(dBA) 

Moderate 
Impact 

Distance 
(feet) 

Severe Impact
Distance 

(feet) 

E. Elm Rd. Oak Creek 55 1290 500 
E. Oakwood Rd. Oak Creek 55 1290 500 

E. Fitzsimmons Rd. Oak Creek 55 1290 500 
E. Ryan Rd. Oak Creek 55 1290 500 
E. Puetz Rd. Oak Creek 55 1290 500 

Columbia Ave. Oak Creek 55 1290 500 
Milwaukee Ave. South Milwaukee 55 1290 500 
Rawson Ave. South Milwaukee 55 1290 500 
Ramsey Ave. Cudahy 64 590 260 

S. Whitnall Ave. Cudahy 64 590 260 
E. Barnard Ave. Cudahy 62 800 310 
E. Layton Ave. Cudahy 62 800 310 

E. Van Norman Ave. Cudahy 62 800 310 
E. Denton Ave. Cudahy 62 800 310 
E. Norwich Ave. Cudahy 62 800 310 
E. Denton Ave. Cudahy 62 800 310 

E. Crawford Ave. Cudahy 62 800 310 
E. St. Francis Ave. Milwaukee 64 590 260 
E. Greenfield Ave. Milwaukee 64 590 260 
N. Plankinton Ave. Milwaukee 64 590 260 

 

4.9.2 Applicable Vibration Impact Criteria  

Given the proposed number of daily trips, the potential vibration impacts predicted using the 
metric of VdB from the train pass-by can be evaluated in comparison with the threshold 
established for the “infrequent event (less than 30 events per day)”.  These thresholds are 
summarized in Table 4-19.  
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TABLE 4-19 

APPLICABLE VIBRATION IMPACT CRITERIA 
 

Land Use Category 

Infrequent 
Event 

Impact Criteria 
(VdB) 

Category 1: 
Buildings where vibration 
would interfere with interior 
operations 

 
65 VdB 

Category 2: 
Residents and buildings where 
people normally sleep 

 
80 VdB 

Category 3: 
Institutional land uses with 
primarily daytime use 

 
83 VdB 

4.9.3 Vibration Levels  

Determining vibration levels along the proposed track alignment was made through the following 
steps: 

• Compare with the distance screening thresholds (Table 4-20) and further determine that 
a general vibration assessment is necessary given the close proximity from certain 
affected land use categories to the proposed track alignment. 

 
 

TABLE 4-20 
SCREENING DISTANCES FOR VIBRATION ASSESSMENT 

 
 Critical Distance for Land Use Categories 

(feet from right-of-way)  
Type of Project  Category 1  Category 2  Category 3  

Light Rail/DMU 450  150  100 

 
 

• Use the base vibration levels established by the FTA in “Generalized Ground Surface 
Vibration Curve” associated with the adjustment value based on the change in traveling 
speed to determine the likely critical distances from track centerline that would result 
potential vibration impact for a pass-by DMU (Table 4-21).  
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TABLE 4-21 

CRITICAL IMPACT DISTANCE 
 

Land Use Category 

Infrequent 
Event 
Impact 
Criteria 
(VdB) 

Approximate Critical 
Distance from Track 

Centerline to Building 
from Proposed DMU 

(feet) 
Category 1: 
Buildings where vibration would 
interfere with interior operations 

 
65 VdB 150 

Category 2: 
Residents and buildings where 
people normally sleep 

 
80 VdB 20 

Category 3: 
Institutional land uses with primarily 
daytime use 

 
83 VdB 10 

 
 
These predicted critical distances associated with each applicable land use categories indicate 
that the pass-by DMU would unlikely result in a vibration impact at both residential (Category 2) 
and institutional (Category 3) land uses located adjacent to the proposed track alignment.  
 
According to Table 4-21, the vibration levels from DMU operations may exceed the impact 
threshold established for Category 1 land uses within 150 feet from the track.  Included in 
Category 1 are buildings where vibration would interfere with operations within the building, 
such as vibration-sensitive research and manufacturing, hospitals with vibration-sensitive 
equipment, and university research operations, etc.  The degree of sensitivity to vibration will 
depend on the specific equipment that will be affected by the vibration generated from the 
proposed DMU operations along the track.  Since the FTA-established thresholds are based on 
acceptable vibration for moderately vibration-sensitive equipment such as optical microscopes 
and electron microscopes, defining limits for specific vibration-sensitive equipment requires a 
detailed review of the specific equipment involved.  This type of review is usually performed 
during the final design phase and not as part of the DEIS.  

4.9.4 Mitigation Measures  

Mitigation measures are not necessary for both Categories 2 and 3 land uses.  Mitigation of 
transit vibration that affects sensitive equipment typically involves modification of the equipment 
mounting system or relocation of the equipment rather than applying vibration control measures 
to the transit project such the proposed DMU operations. 

4.10 Ecosystems 

4.10.1 Upland Plant Communities and Wildlife 

The areas proposed for the new commuter rail stations and park-ride lots have been highly 
modified by human activities with the majority of the proposed sites consisting of developed 
commercial properties, agricultural land, and degraded open lots.   
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No-Build Alternative 

Impacts to upland habitat and wildlife are not expected under the No-Build Alternative. 

TSM Alternative 

Impacts to upland habitat and wildlife under the TSM Alternative would be limited to the site of 
the proposed Oak Creek park and ride.  These impacts would be the same as those expected 
from the Commuter Rail Alternative for the south Oak Creek site option.  See Table 4-22 and 
the descriptions below. 

Commuter Rail Alternative 

Out of the nine proposed station sites, six are in developed areas with little to no habitat present 
to support wildlife.  Only two of the proposed station sites possess wildlife habitat; these are:  
Oak Creek (north and south options) and Caledonia.  The upland habitat on these sites consists 
of shrub-scrub, wooded, and ruderal/old field habitat.  The estimated number of acres impacted 
is listed in Table 4-22. 
 

TABLE 4-22  
UPLAND HABITAT IMPACTS 

 
UPLAND HABITAT TYPE 

Ruderal/Old field Shrub-scrub Woodland 
PROPOSED 
STATION 

acres hectares acres hectares acres hectares
Caledonia - - 1.3 0.5 1.6 0.6 
Oak Creek north 
option 4.2 1.7 - - -  

Oak Creek south 
option - - 1.7 0.7 - - 

 
There would be removal of trees and impacts to the upland wooded area at the proposed 
Caledonia station location.  Approximately 1.6 acres would be impacted.  The woodland area at 
this site is highly degraded with buckthorn, box elder, and garlic mustard common throughout.  
 
The remnant oak woodland located at the Oak Creek south option location would not be 
impacted by selection of this site for the proposed station, although the increase in human 
activities and traffic in close proximity to this woodland could have negative impacts.  
Approximately 4.2 acres of ruderal/old field habitat would be required for the Oak Creek north 
option.  Approximately, 1.3 acres of shrub-scrub habitat would be impacted at the proposed 
Caledonia site and 1.7 acres under the Oak Creek south option. 
 
The transit-related secondary growth that may occur as a result of this project may have a 
negative impact on the remaining open fields and wooded areas near the proposed stations.  
While the majority of the stations have been sited specifically in areas already highly disturbed 
and containing few, if any, environmental resources both on-site and within the surrounding 
areas, there could be some impacts to remaining natural areas under the project.  These areas 
may face increasing pressure for development if this project is implemented.  Urban planning 
that balances development and preservation of open space and natural resources will minimize 
or avoid these impacts.  One of SEWRPC’s stated goals in developing a regional plan is 
“Protection of natural areas, including wetlands, wildlife habitats, lakes, woodlands, open 
spaces and groundwater resources” (SEWRPC, 2003).  Adherence to this goal would ensure 
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that mass transit and other transportation projects do not result in uncontrolled urban growth 
that jeopardizes the area’s remaining natural resources. 

4.10.2 Critical Habitat 

No-Build Alternative 

Impacts to critical habitat are not expected under the No-Build Alternative. 

TSM Alternative 

Impacts to critical habitat under the TSM Alternative would be limited to the proposed Oak 
Creek park and ride site.  The SEWRPC-designated isolated natural resource area located 
south of Ryan Road at the proposed Oak Creek site will be avoided by the project.  

Commuter Rail Alternative 

Under current plans, the railroad bridges would not be replaced, therefore impacts to the 
environmental corridors associated with the area streams and rivers; Pike Creek, Pike River, 
Root River, Oak Creek, the Kinnickinnic River, and the Menomonee River would not be 
impacted by bridge replacement.  Any construction activities in the vicinity of these water bodies 
would adhere strictly to rules and regulations on erosion control as described in Section 3.9.1 
Surface Waters.  None of the proposed station sites are located in, or adjacent to, a SEWRPC-
designated environmental corridor; direct and indirect impacts to the resources in these areas 
would not occur.   
 
The SEWRPC-designated isolated natural resource area located south of Ryan Road at the 
proposed Oak Creek station site south option will be avoided by the project. 
 
The isolated natural resource area located west of the proposed Caledonia Station may be 
indirectly impacted by the project if the drainage connected to this offsite area is altered.  Under 
current design plans, an entrance road would intersect this drainage.  Proper design and use of 
BMPs would minimize impacts to this drainage and the isolated natural resource area should 
this entrance road option be selected. 
 
The field reconnaissance did not locate any evidence of a southern mesic forest, a community 
identified by the WDNR as a rare community.   
 
There would be no direct or indirect impacts to the Chiwaukee Prairie State Natural Area; this 
area is located outside of the KRM project limits.  Again, transit-related secondary development 
may occur as a result of this project.  The agricultural land, natural areas, and other open 
spaces that surround the proposed station sites may face increasing pressure for development.  
Urban planning that balances development and preservation of open space and natural 
resources can minimize or avoid these impacts.  The Regional Land Use Plan for Southeastern 
Wisconsin (preliminary draft, 2006), is protective of environmental corridors and isolated natural 
resources areas, and, other than for a limited number of exceptions, has not allocated urban 
and rural development in these areas for future planning. 



4-71 

4.10.3 Threatened and Endangered Species 

No-Build Alternative 

Impacts to threatened and endangered species are not expected under the No-Build Alternative.  

TSM Alternative 

Impacts to threatened and endangered species are not expected under the TSM Alternative. 

Commuter Rail Alternative 

No federally listed threatened or endangered species would be impacted by the project.  A 
federally listed threatened species, the eastern prairie fringed orchid, has been recorded from 
Kenosha County.  Neither this species, nor habitat to support this species, was encountered 
during the field survey.  Based on this, it is expected that the project would not directly impact 
this species.  No indirect impacts are expected.   
 
According to the WDNR and SEWRPC, eight species possessing the status of state 
endangered, threatened, or special concern, and one rare community may occur within the 
project area.  An endangered species is defined as being in danger of extinction or extirpation 
from the state throughout all or a significant portion of its range.  A threatened species is defined 
as being likely to become endangered within the foreseeable future throughout all or a 
significant portion of its range.  Special concern species are species about which some problem 
of abundance or distribution is suspected, but not proven.  The main purpose of this designation 
is to focus attention on certain species before they become threatened or endangered.  Special 
concern species are not protected under Chapter 27 of the Wisconsin Administrative Code, 
Endangered and Threatened Species. 
 
There were no encounters with the listed terrestrial species during the field survey.  Because of 
the lack of direct evidence for the presence of the above threatened, endangered, and special 
concern species, it is likely that none are present within the study areas, and therefore, the 
proposed project would have no direct or indirect impacts on them.  Marginal habitat, however, 
was found for the Butler’s garter snake (state-threatened); potential impacts to this species are 
discussed below. 
 
A small depressional wetland located at the Oak Street station north option offers potentially 
suitable habitat for the Butler’s garter snake which prefers open canopy wetlands.  However, 
while an open canopy is present this particular wetland is a small (0.42 acre) highly degraded 
monotypic stand of invasive reed canary grass.  The wetland is in a fragmented area, 
surrounded by East Ryan Road (south), 5th Avenue (east) and the Union Pacific railroad (west) 
and a disturbed field (north).  Selection of this site for the Oak Street Station would require the 
filling of this wetland.   
 
Blanding’s turtles (state endangered) have been known to lay their eggs within railroad right-of-
way on the ballast (personal communication with Dr. Don Reed, Chief Biologist SEWRPC), 
although no known nests have been found along the existing Union Pacific rail line from 
Kenosha to Milwaukee.  This project is not expected to have direct or indirect impacts on this 
species.    
 
Aquatic surveys were not performed therefore the presence or absence of the listed fish species 
cannot be confirmed.  Impacts to these species are not expected with the project.  There are no 
planned replacements of the railroad bridges, therefore water quality impacts from bridge 
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construction are not expected.  All construction activities will conform strictly to WisDOT 
requirements for erosion control to minimize impacts to surface waters and wetlands. 
 
Again, because the field survey focused only on those areas expected to sustain impacts (the 
station locations and park-ride lots), the existing railroad right-of-way was not surveyed.  Due to 
the fact that rare plants have been found within railroad right-of-way, it is recommended that 
prior to the final design phase of the project that a walking survey of the right-of-way be 
performed to check for the presence of rare plants.  Cumulative impacts on threatened and 
endangered species are not expected with implementation of the project.   

4.11 Water Resources 

For the analysis of impacts this project may have on the environment, an approach was 
implemented that focused on those areas where new land would be required, i.e. the proposed 
locations for the train stations and park-ride lots.  These locations are expected to sustain the 
greatest impacts from implementation of the project and therefore have been the focus of the 
field reconnaissance and of the impacts analysis.  The proposed rail line would remain within 
the existing Union Pacific railroad right-of-way.  Because of the extensive disturbance within the 
right-of-way that has historically occurred for railroad maintenance and operations, the right-of-
way is not expected to sustain significant project-related environmental impacts and therefore 
will not be evaluated in detail herein.  Should the project change and additional right-of-way be 
necessary for KRM operations, then a different methodology would need to be adopted and field 
surveys and impact analysis would need to be performed for these areas.  

4.11.1 Surface Waters 

No-Build Alternative 

Impacts on surface water resources are not expected under the No-Build Alternative.   

TSM Alternative 

Impacts on surface water resources are not expected under the TSM Alternative.   

Commuter Rail Alternative 

The project crosses the Menomonee River, Kinnickinnic River, Oak Creek, Root River, Pike 
River, and Pike Creek, however, there are no planned replacements of the railroad bridges so 
water quality impacts to the major channels from bridge construction are expected to be 
minimal.  Temporary construction-related impacts, such as soil erosion, could result from 
construction activities occurring in the vicinity of the area streams and rivers.  This is of 
particular concern near the Root River where sedimentation has been identified as a major 
pollutant on the State’s 303(d) list.  Strict adherence to the erosion control procedures described 
below would minimize construction impacts. 
 
None of the major channels along the route (Menomonee River, Kinnickinnic River, Oak Creek, 
Root River, Pike River, and Pike Creek) are located within or near the proposed station 
locations and park-ride lots and therefore construction and operation of these areas would not 
directly impact the water quality of these waters.   
 
Even so, vegetation removal and excavation would be required to construct new stations and 
parking lots resulting in an increase in the amount of erodible surface area, potentially 
increasing sedimentation into the storm sewer and local drainage systems.  Methods such as 
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laying vegetative cover, mulching or implementing silt fences would help control soil erosion.  In 
compliance with the National Pollutant Discharge Elimination System (NPDES) Program, 
Wisconsin has established permitting requirements for construction sites disturbing more than 
one acre (permit requirements include development of a storm water pollution prevention plan, 
weekly monitoring of erosion controls, and final site stabilization).  A NPDES permit to discharge 
storm water during construction would be acquired prior to commencement of construction 
activities.   
 
The Wisconsin Administrative Code Chapter Trans 401 titled “Construction Site Erosion Control 
and Storm Water Management Procedures for Department Actions” cites specific requirements 
regarding erosion control during construction.  This project would conform to all erosion control 
regulations mandated by the WisDOT including the requirements specified under this 
legislation.   WisDOT’s Erosion Control Product Acceptability Lists for Multi-Modal Applications 
will be used during construction.   
 
Operational impacts from increased right-of-way maintenance, station maintenance including 
snow control, and an increased concentration of vehicles due to the added park-ride lots, could 
result in contaminated runoff and impacts to water quality if the proper controls are not 
established.  Implementation of BMPs, erosion control measures, and proper engineering and 
operation controls would minimize impacts.  
 
Transit-related secondary development may occur as a result of this project.  If this happens, 
agricultural land, open spaces, and other pervious land would be replaced by impervious areas 
which would result in an increase in runoff since precipitation would be unable to seep into the 
ground.  Concentrations of pollutants in streams typically increase with an increase of 
impervious area.  Furthermore, an increased amount of runoff results in larger flows in streams 
and rivers which can cause scouring and degrade water quality and aquatic habitat.  There 
could be adverse impacts to water quality if unchecked secondary development were allowed to 
occur along the KRM alignment.   
 
Urban planning that balances development and preservation of open space and natural 
resources can minimize or avoid these impacts.  According to the Regional Land Use Plan for 
Southeastern Wisconsin (SEWRPC, 2006 preliminary draft), other than for a limited number of 
exceptions, incremental urban and rural development has not been allocated to primary or 
secondary environmental corridors or isolated natural resource areas (Note that the Kinnickinnic 
River, Oak Creek, Root River, and Pike River are considered primary environmental corridors 
within the KRM area).  Because these water bodies are designated primary environmental 
corridors development would be restricted.  Comprehensive watershed plans have been 
completed for the Kinnickinnic River, Menomonee River, Oak Creek, Pike River, and Root River 
watersheds (SEWRPC, 2003).  

4.11.2 Groundwater 

No-Build Alternative 

Impacts on groundwater resources are not expected under the No-Build Alternative. 

TSM Alternative 

Impacts on groundwater resources are not expected under the TSM Alternative. 
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Commuter Rail Alternative 

The project is not anticipated to adversely impact groundwater or drinking water resources.  The 
source of drinking water for the communities along the KRM corridor is Lake Michigan, therefore 
there would be no impacts to the drinking water for these communities.  The project would occur 
within an existing railroad alignment that has historically supported railroad operations.  Proper 
operations and implementation of BMPs will ensure that the increase in train traffic will not have 
an impact on localized natural resources, including groundwater.  Again, no sole-source 
aquifers have been designated in the State of Wisconsin. 

4.11.3 Floodplain Encroachment 

Floodplain impacts may occur wherever fill is placed in a floodplain or where the stream or river 
conveyance system has been modified by a project.  For the KRM project, potential impacts 
could be due to railroad line modifications or at the proposed station locations.  Exhibit 4 is a set 
of maps that show, for the project extents, the location of mapped floodplains.   
 
The KRM project, however, does not include any additional fill along the railroad line 
embankments nor does it include any proposal to modify the existing railroad line stream 
crossings to either reduce or increase the conveyance of the water bodies the railroad line 
crosses.  This means that there will be no impact to the floodplain due to the railroad line 
improvements proposed by the project. 
 
None of the proposed train station locations or TSM park and rides would be constructed in a 
designated floodplain area, so there will also be no impacts to the floodplain due to the 
proposed train stations or park and rides. 

4.11.4 Wetlands 

No-Build Alternative 

Impacts to wetlands are not expected under the No-Build Alternative. 

TSM Alternative 

Impacts to wetlands are under the TSM Alternative would be limited to the proposed Oak Creek 
park and ride site.  The current park and ride design would impact part (0.27 acres) of a forested 
wetland.  While only impacting a small wetland area, the development of the park and ride at 
this site may have negative impacts on the entire wetland with the increased human presence in 
the area.   

Commuter Rail Alternative 

The project would potentially directly impact wetlands by converting them to stations, park and 
ride lots, and entrance roads.  The project may also have indirect impacts on area wetlands by 
reducing the surface area of the wetland thereby impacting the water quality function.  Impacts 
to wetlands may indirectly impact adjacent wetlands by increasing or decreasing runoff to them, 
or by constricting channels up gradient or down gradient from such wetlands.  This is 
particularly relevant to the proposed Oak Creek station south option where one wetland is 
located in close proximity, and the proposed Caledonia station where a narrow on-site drainage 
is hydrologically connected to a wetland off-site.  Such impacts could change the frequency and 
duration of the inundation in the wetlands, which may in turn impact the vegetative community 
and the wildlife that currently utilize the wetlands.  Again, it is important to note that the impacts 
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discussed here are specific to the proposed station locations.  Since this alternative will remain 
within the existing railroad right-of-way, wetland impacts along the route are not expected.  
 
The functional value of each wetland located on the proposed station site locations, was 
qualitatively assessed during the field reconnaissance by completing the WDNR form entitled 
“Rapid Assessment Methodology for Evaluating Wetland Functional Values”.  The quality of 
each wetland was rated (low, medium, or high) based on the observed characteristics of the 
wetlands.  Three (3) potentially impacted wetlands were identified during the field survey; one 
wetland from the Caledonia station location, one wetland from the Oak Creek location north 
option, and one wetland area from the Oak Creek south option. 
 
Depending on the station location alternative selected for the Oak Creek station, either 0.27 or 
0.42 acres of wetland will be required under the Preferred Alternative (Table 4-23).  Each of 
these wetlands has been assessed with low to medium functional values.   
 

TABLE 4-23 
ESTIMATED IMPACTS TO WETLAND AREAS 

 

Estimated Size 
Approximate 

Area Impacted 
Site Community Type 

Functional 
Values Acres Hectares Acres Hectares

Caledonia 
Station 

 
Riverine Low 1.2 0.48 0 0 

Oak Creek 
Station – North 

Option 
Wet Meadow Low 0.42 0.16 0.42 0.17 

Oak Creek 
Station – South 

Option 

Forested, broad-
leaved deciduous

Low/ 
Medium 3.5 1.42 0.27 0.1 

 
The different station sites being considered at Oak Creek would also have different wetland 
impacts; the north option would directly impact 0.42 acres (0.17 ha) of wetlands from a low 
quality depressional area supporting a monotypic stand of invasive reed canary grass.  Under 
current design this entire wetland would be converted.  The Oak Creek south option would 
impact part (0.27 acres) of a forested wetland.  While only impacting a small wetland area, the 
development of the transit station at this site may have negative impacts on the entire wetland 
with the increased human presence in the area. 
 
At the proposed Caledonia station, an entrance/exit road will cross the narrow drainage that 
traverses this site, impacting approximately 0.1 acres.  In addition, the project could indirectly 
impact the wetland area (an isolated natural resource area) located outside the Caledonia 
station site if the drainage is altered as a result of the project.  This drainage joins the isolated 
natural resource area (and wetland) west of the Caledonia site, traverses the Caledonia site 
east and crosses under STH 32 where the drainage becomes channelized east of the highway.  
It is possible that the presence of the entrance road could restrict this drainage and impact the 
connected wetland (and isolated natural resource area) offsite.  Proper engineering design for 
the road and drainage crossing, and employment of BMPs during construction will minimize 
impacts.  
 
Erosion control and maintenance of wetland hydrology during construction would be important 
in maintaining the integrity of the wetlands.  Upslope erosion control would be accomplished by 
avoiding or minimizing construction traffic, planting a vegetative cover, and mulching or using 



4-76 

erosion control blankets.  Silt fences would reduce the amount of eroded material entering 
wetland areas.  Where possible, construction activities would remain outside of wetlands to 
prevent soil compaction.  Where work in wetlands is unavoidable, consideration would be given 
to utilizing special construction techniques to minimize impacts to wetlands.  
 
The station locations and preliminary designs avoid, to the greatest extent possible, impacts to 
wetlands.  Extensive effort and years of planning for this project has resulted in the identification 
of station locations that best meet the goals of the project while avoiding, to the greatest extent 
possible, wetlands and other natural resources. 
 
For placing fill in jurisdictional wetlands by this project, a Section 404 permit would be obtained 
from the U.S. Army Corps of Engineers (USACE) prior to construction in compliance with the 
Federal Clean Water Act.  The USACE would require compensatory mitigation; the WisDOT 
mitigates wetland losses at a ratio of 1.5:1.  WDNR Water Quality Certification would be 
required for wetland impacts. 
 
The U.S. Environmental Protection Agency (USEPA), in cooperation with USACE, implemented 
an Advanced Identification Program (ADID) to identify wetlands that are generally suitable or not 
suitable for discharge of fill material.  Within the project area, ADID wetlands are those mapped 
wetlands that occur within the boundaries of the primary environmental corridor adopted in 
1985.  There would be no impacts to ADID wetlands with this project.  Within the project area 
ADID wetlands are those mapped wetlands that occur within the boundaries of the primary 
environmental corridor adopted in 1985.   

Conceptual Wetland Mitigation 

Avoidance and minimization of wetland losses were important considerations throughout the 
scoping and alternative development process and in the selection of the station locations.  The 
proposed stations were selected after extensive evaluation of environmental and socioeconomic 
concerns.  The proposed station locations were developed to avoid wetlands where practical in 
view of other concerns such residential and business relocations, ridership levels, and each 
communities need for transit service.  
 
Planning for the proposed project includes practicable measures to minimize harm to the 
wetlands that may result from the project.  Measures that will be taken during final design to 
minimize wetland impacts include the following: 
 

• Water quality impacts from silt and sedimentation will be minimized through the strict 
adherence to erosion control measures as required by WisDOT’s Specifications for 
Road and Bridge Construction. 

 
• Existing wetlands will be marked and protected, to the extent possible, from disturbance 

with construction fences and/or silt fences during construction.  
 
Although wetland encroachments have been avoided and minimized to the extent practical, the 
Commuter Rail Alternative will acquire between 0.2 acres and 0.5 acres depending on the 
selected sites for the stations. 
 
To compensate for unavoidable wetland impacts from the project, mitigative measures will be 
employed in accordance with requirements of Section 404 of the Clean Water Act and the 
July 20, 1993 Interagency Cooperative Agreement between the WisDOT, WDNR, USACE, 
USEPA, USFWS, and the Federal Highway Administration.  A Section 401 Water Quality 
Certification and Section 404 permit application will be submitted to USACE during the final 
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design phase of the project.  The Section 404 permit and preliminary wetland mitigation design 
will be developed in coordination with WDNR, USACE, USEPA, and USFWS. 
 
The long-term goal of the conceptual wetland mitigation plan for this project is to provide 
functional replacement of the types of wetlands unavoidably lost for a no net-loss of wetlands.  
As previously described, a wetland assessment was performed at each of the proposed KRM 
station locations to estimate wetland impacts and determine an estimate of compensatory 
wetland mitigation acreage required.   
 
Wetland replacement will be pursued by wetland restoration, wetland creation, or debiting a 
wetland mitigation bank site in accordance with the WisDOT/WDNR Cooperative Agreement.  
Compensatory mitigation will be pursued preferably by restoring previously drained and/or 
altered wetlands within the same watershed. 
 
Restoration efforts will focus on the restoration of altered hydrology and soils through 
topographic manipulations and revegetation through natural regeneration from the seedbanks, 
wetland salvage or seeding.  Actual methodologies used for restoration will be determined by 
individual site characteristics, but in general will involve a combination of biological and 
engineering methodologies to restore desirable hydrology and vegetation.   
 
Since the project would directly impact less that 1 acre, WisDOT requires that a 0.25 mile 
survey be performed around the impacted area to locate potential mitigation sites.  If potential 
mitigation sites are not found, a wetland bank may be considered.  A survey of potential wetland 
mitigation sites has not yet been initiated for this project.  
 
If the development of a wetland mitigation site is found to be not feasible, the wetland impacts 
from the project will be mitigated at an existing wetland mitigation bank site.  Mitigation rations 
will be in accordance with the “WisDOT Wetland Mitigation Banking Technical Guidance” which 
establishes a program for compensatory wetland mitigation banking for WisDOT projects.  
Replacement ratios for wetland banking may range from 1:1 to 3:1 depending on three factors:  
watershed, floristic province, and wetland types. 
 
The transit-related secondary growth that may occur as a result of this project may have a 
negative impact on the wetlands in the southeastern Wisconsin area, in particular wetlands 
located near the proposed stations.  While the majority of the stations have been sited 
specifically in areas already highly disturbed and containing few, if any, environmental 
resources both on-site and within the surrounding areas, there could be some impacts to the 
remaining natural areas under the project.  These areas may face increasing pressure for 
development if this project is implemented.  Urban planning that balances development and 
preservation of open space and natural resources will minimize or avoid these impacts.  One of 
SEWRPC’s stated goals in developing a regional plan is “Protection of natural areas, including 
wetlands, wildlife habitats, lakes, woodlands, open spaces and groundwater resources” 
(SEWRPC, 2003).  Adherence to this goal would ensure that mass transit and other 
transportation projects do not result in uncontrolled urban growth that jeopardizes the area’s 
remaining natural resources. 
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4.11.5 Stormwater 

This project must conform to TRANS 401, the state rule governing stormwater quality and 
erosion control for WisDOT transportation facilities.  The project must therefore meet the 
erosion control design and inspection standards and the post-construction water quality 
standards (peak flow reduction, infiltration and total suspended solids reduction) described in 
the rule. 
 
The stormwater quality impact of the proposed stations associated with the KRM project are 
primarily due to:  1) site erosion during construction, 2) increased impervious area after 
construction,  and 3) the use of the roads and parking facilities after construction is complete.  If 
unmitigated, these conditions may increase soil erosion during construction, and increase 
stormwater pollutants (sediment, nutrients, metals, and other urban pollutants) and runoff 
volumes (from the additional impervious surfaces) under post-construction conditions.  The 
consequences are increased local water body degradation and increased flow rates in local 
streams.   
 
All improvements associated with the No-Build Alternative are subject to WDNR storm water 
management ordinances.  Thusly, the No-Build Alternative is not anticipated to have a negative 
impact on the storm water in the corridor. 
 
The stormwater quality treatment options listed below are intended to reduce sediment and 
other pollutants as well as reduce the increased runoff volumes and peak flows typically 
associated with new impervious areas, such as the park and ride lots associated with the TSM 
and Commuter Rail Alternatives.  The combinations of treatment options selected for each site 
provide runoff quality improvements and stormwater runoff volume reductions if used as 
described. 

Stormwater Quality Treatment Options 

Below is a brief description of potential stormwater treatment options for the KRM station sites.  
The treatment effectiveness of each device (pollution control, runoff volume reduction, and peak 
flow control) varies depending on the site design constraints and site and soil conditions.   
 

• Biofiltration - An infiltration device consisting of an excavated area that is back-filled with 
an engineered soil, covered with a mulch layer and planted with a diversity of woody and 
herbaceous vegetation.  Storm water directed to the device percolates through the 
mulch and engineered soil, where it is treated by a variety of physical, chemical and 
biological processes before infiltrating into the native soil.  Biofilters are suitable for both 
the rural and the urban sites, and typically require a moderate level of maintenance 
when becoming established. 

• Wet Detention Pond – A permanent pool of water designed to control water pollution and 
peak flow.  It has designed dimensions, inlets, outlets and storage capacity, and is 
constructed to collect, detain, treat and release stormwater runoff.  Wet detention ponds 
are typically suitable for the larger, urban sites because smaller ponds often do not 
maintain static water levels well.  Typical maintenance requirements include landscaping 
and an annual site cleaning; dredging is usually done once every ten to twenty years 
depending on the drainage area conditions. 

• Catchbasins – Storm sewer inlets or manholes with sumps that are greater than two feet 
deep that trap and remove larger sediment particles and organic debris from stormwater 
runoff.  Catchbasins are typically suitable for the urban sites and are usually cleaned 
annually or more often if necessary. 
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• Catchbasin Inserts/Manufactured Devices – Stormwater quality devices that either 
replace or are placed into catchbasins that are intended to remove or reduce pollutant 
loadings in stormwater runoff.  They work by either settling or filtering pollutants in 
stormwater runoff.  Catchbasin inserts and other manufactured devices are usually 
suitable for the urban sites.  Maintenance requirements vary by device and typically 
include sediment removal or filter cleaning or replacement on an as-needed basis. 

• Grass Swales - Natural or constructed channels shaped or graded to required 
dimensions, including suitable vegetation for stable conveyance, that remove lower 
levels of pollutants through a combination of infiltration and filtration.  Grass swales are 
typically suitable for the rural sites, and are low maintenance unless overloaded with 
sediment. 

• Grass Filter Strips - Low-angle vegetated slopes designed to treat sheet flow runoff from 
adjacent impervious areas.  Filter strips (also known as vegetated filter strips and 
grassed filters) function by slowing runoff velocities, filtering out sediment and other 
pollutants, and providing some infiltration into underlying soils.  Grass filter strips are 
suitable for both the urban and the rural sites so long as adequate land is available.  
They are low maintenance unless overloaded with sediment. 

 
Relative Effectiveness of the Stormwater Treatment Options: 
 

Treatment Option 
Total Suspended 

Solids Control 
Peak Flow 

Control 
Runoff Volume 

Control 
Biofilter High Medium/Low Variable 
Wet Detention Pond High High Medium 
Catchbasins Medium / Low None None 
Catchbasin Inserts/ 
Manufactured Devices Highly Variable None None 

Grass Swales High/Medium Medium/Low Variable 
Grass Filter Strips High/Medium Medium/Low Variable 

 
Note:  The effectiveness of treatment options that rely on infiltration (biofilters, grass swales and 
grass filter strips) will vary depending upon soil type. 

Recommended Control Options 

The matrix below summarizes the recommended control practices for each site.  It is followed 
by a description of how the practices would apply to each site. 
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Kenosha Station 

The Kenosha Station is an existing train station.  No additional construction is anticipated for 
this site.  

Somers Station  

This site is located in a flat upland area adjacent to a creek at a lower elevation, which makes it 
suitable for a grass swale conveyance system.  There appears to be enough land for biofilters 
and grass filter strips. 

Racine Station 

The Racine station would be located on a parcel of land that has more than one outlet and that 
is long, narrow, and with little unused space.  Since it will be drained with a curb and 
gutter/storm sewer system, catchbasins or catchbasin inserts or other manufactured devices are 
suitable control practices.  Biofilters used as part of the landscaping plan may also be suitable.  
Shallow grass swales may also be useful in islands between rows of parking as part of the 
conveyance system to biofilters. 

Caledonia Station   

This site is in an urban area, but potentially has enough land for a wet detention pond near 
STH 32 if runoff from the highway, adjacent lands, and the existing wet weather ditch can be 
routed to it.  The site topography also makes grass swales, biofilters and grass filter strips 
sloping away from the parking areas suitable control practices. 

 

SUITABLE STORMWATER QUALITY PRACTICES FOR KRM STATIONS
TABLE 4-24
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Kenosha Station Existing Station - No Controls Considered
Somers Station X X X
Racine Station X X X X
Caledonia Station X X X X
Oak Creek Station X X X
South Milwaukee Station X X X
Cudahy Station X X X
South Side Station X X X
Milwaukee Station Existing Station - No Controls Considered
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Oak Creek Station 

There are two alternatives for this station – the north site and the south site.  The north site has 
sufficient topographic relief and open area for grass filter strips, biofilters and grass swales.  The 
south site has less topographic relief than the north site, but also as significant open areas.  
This makes grass filter strips and biofilters suitable.  The access roads can likely be drained by 
grass swales. 

South Milwaukee Station   

This site is in an industrial area with little open space available for infiltration.  Since it will be 
drained with a curb and gutter/storm sewer system, catchbasins or catchbasin inserts or other 
manufactured devices are suitable control practices.  Biofilters used as part of the landscaping 
plan are also suitable.   

Cudahy/St. Francis Station   

This site is on an undeveloped site along a commercial corridor.  Since it will be drained with a 
curb and gutter/storm sewer system, catchbasins or catchbasin inserts or other manufactured 
devices are suitable control practices.  Biofilters used as part of the landscaping plan are also 
suitable. 

South Side Milwaukee Station 

This site is in an industrial area with little open space available for infiltration.  Since it will be 
drained with a curb and gutter/storm sewer system, catchbasins or catchbasin inserts or other 
manufactured devices are suitable control practices.  Biofilters used as part of the landscaping 
plan are also suitable. 

Downtown Milwaukee Station   

The Milwaukee Station is an existing train station.  No additional construction is anticipated for 
this site.  

4.12 Energy 

The change in regional energy consumption in the forecast year (2035), measured in British 
Thermal Units (BTU) per mile, is used as a means of comparing the No-Build, TSM, and 
Commuter Rail Alternatives.  For this analysis, the project area consists of the regional 
transportation network modeled for travel demand and air quality forecasting purposes.  

4.12.1 Operating Energy Consumption 

Energy consumption factors used for this analysis are based on the most recently available 
estimates of average energy consumption, as listed in the Oak Ridge National Laboratory 
Transportation Energy Book:  Edition 25, 2006. 
 
Rail transit operating energy consumption is defined as the energy used for vehicle propulsion, 
operation of stations and ancillary facilities and the maintenance of transit vehicles and track 
systems.  The energy impacts of the proposed rail transit system are determined by comparing 
the total energy consumption of the Commuter Rail Alternative with the No-Build and TSM 
Alternatives.  
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Energy supplied for the use of rail technology would come from We Energies.  We Energies is 
the major energy supplier in the KRM corridor.  In September of 2000, a comprehensive plan 
named Power the Future was created to address electricity and reliability issues for We 
Energies’ customers in a way that considers both the economy and the environment.  Power the 
Future expands power plant production to meet growing demand, improves existing power 
plants for increased efficiency and reduced emissions, and upgrades power delivery.  The 
power plant in Oak Creek, which is located adjacent to the proposed rail corridor, is currently 
being expanded.  When completed, the total generation at that plant will produce 50 percent 
more electricity. 

4.12.2 Methodology 

Automobile and commercial vehicle miles of travel (VMT) were developed for each alternative 
from data reports generated by SEWRPC.  Total annual VMT for each alternative is shown in 
Table 4-25.  Energy consumption factors derived for each technology were applied to the 
estimated VMT.  The benefits associated with the Commuter Rail Alternative were determined 
by comparing energy consumption by mode with the No-Build and TSM Alternatives.  The 
energy benefits demonstrated by this comparison are also shown in Table 4-25. 

4.12.3 Impacts in Relation to Energy 

Regional impacts on air quality and energy are estimated based on average vehicle speeds and 
the change in VMT, which is an estimate of the total miles traveled in 2035 in the Wisconsin 
portion of the corridor.  A decline in VMT infers that fewer miles are traveled in automobile and 
commercial vehicles, which results in positive impacts on air quality and energy use.  Change in 
regional pollutant emissions is based on daily tonnage of four pollutant and precursor emissions 
in 2035.  Estimated emissions for each alternative are compared to emissions for the No-Build.  
Change in energy consumption is based on estimates of annual British Thermal Units (BTU) in 
2035. 
 
In general, there will be a minimal reduction of regional air quality emissions if either the TSM or 
the Commuter Rail Alternatives were to be constructed as compared to the No-Build Alternative. 

No-Build Alternative 

The No-Build Alternative is estimated to generate 37.10 million annual VMT and would consume 
1,565,703 million BTUs of energy annually.  

TSM Alternative 

The TSM Alternative includes significantly enhanced bus transit service that would generate an 
estimated 37.09 million annual VMT and would result in the consumption of 1,565,261 million 
annual BTUs.   

Commuter Rail Alternative 

The Commuter Rail Alternative would have 37.08 million annual VMT and result in the total 
consumption of 1,564,615 BTUs of energy annually for DMU technology.   
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TABLE 4-25  
IMPACT ON REGIONAL AIR QUALITY & ENERGY

Daily 2035 Regional Measures No-Build TSM CR

Vehicle Miles of Travel (000s) 37,102.0 37,091.5 37,076.2

Difference from No-Build (000s) -10.5 -25.8

% Difference from No-Build -0.03% -0.07%
Pollutant Emissions (tons per 
day)

Carbon Monoxide CO 358.01 357.93 357.79

Hydro Carbons HC 23.95 23.95 23.94

Nitrogen Dioxide NOx 40.61 40.59 40.58

Particulate Matter (PM10) 1.68 1.68 1.68

Total All Forms of Emissions 424.25 424.15 423.99

Change from No-Build -0.10 -0.26

% Change from No-Build -0.02% -0.06%
Energy Consumption (mils. of 
BTUs) 1,565,703 1,565,261 1,564,615

Change from No-Build -442.2 -1,087.5

% Change from No-Build -0.028% -0.069%  
 

4.13 Hazardous Materials Contamination 

The purpose of this section is to evaluate the likelihood of environmental contamination present 
upon, below or in the immediate vicinity of the KRM Commuter Rail corridor.  

4.13.1 Methodology 

A Phase 1A Reconnaissance Investigation for hazardous materials was performed within a 
¼ mile radius of six of the proposed train station sites that would require new construction.  The 
Kenosha and Downtown Milwaukee sites were also not investigated due to the fact that they are 
existing stations.  
 
There is no single comprehensive source of information available that identifies known or 
potential sources of environmental contamination along the project corridors.  Therefore, to 
identify and evaluate sites containing hazardous materials, petroleum products or other sources 
of potential environmental contamination in these areas, the following tasks were completed: 
 
Regulatory Database Review – Regulatory database searches were provided by Environmental 
Data Resources, Inc. (EDR®) for each proposed train station site.  The following federal and 
state regulatory agency databases were reviewed for sites within ¼ mile of each station: 
 

• National Priorities List (NPL) - Including Proposed, Delisted and Recovery Lists 
• Federal Comprehensive Environmental Response, Compensation and Liability 

Information System List (CERCLIS) 
• CERCLIS No Further Remedial Action Planned List (NFRAP) 
• Federal Resource Conservation and Recovery Act Information List (RCRA) 
• RCRA Corrective Action Report (CORRACTS) 
• Federal Emergency Response Notification System List (ERNS) 
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• Wisconsin Department of Natural Resources (WDNR) Hazard Ranking List 
• WDNR Registry of Waste Disposal Sites in Wisconsin (Registry) 
• WDNR List of Licensed Solid Waste Facilities (SWF) 
• WDNR Environmental Repair Program List (ERP) 
• WDNR Spills Database (Spills) 
• WDNR Leaking Underground Storage Tank List (LUST) 
• Wisconsin Department of Commerce (Commerce) List of Registered Underground and 

Aboveground Storage Tanks (RST) 
• Wisconsin Department of Agriculture, Trade, and Consumer Protection (DATCP) List of 

Agricultural Spill Cases (Ag Spills) 
 
Windshield Survey – The windshield survey was conducted during the week of July 10, 2006.  
The purpose of the windshield survey was to locate environmental sites identified in the 
regulatory database search report, and visually inspect each proposed train station property and 
adjoining properties from public roadways for obvious environmental concerns including 
gasoline stations, storage tanks, commercial and industrial operations, solid waste disposal 
sites, and other visible signs of hazardous materials. 
 
Interviews – Interviews with local officials from the communities of Somers, Cudahy, Caledonia, 
Oak Creek, South Milwaukee, and Racine were conducted. 
 
WisDOT Phase 1 Hazardous Materials Assessment Site Summary forms were completed for 
the proposed train station sites and interviews with local officials were conducted in 
August 2006. 

4.13.2 Sites of Potential Concern 

Table 4-26 summarizes the preliminary Phase 1A findings for six of the proposed stations.  This 
table lists sites of potential environmental concern identified on and within a ¼ mile radius of the 
proposed station locations.  Generally, a site of potential concern was included in the table if 
further hazardous materials studies were warranted. 

4.13.3 Mitigation for Contaminated Sites 

Detailed mitigation measures will be determined during the Preliminary Engineering/Final EIS 
phase of the project.  For the selected alternative, limited sampling and Phase 2 testing would 
be conducted to determine the extent of contamination.  Mitigation for identified contaminates 
may include soil excavation and disposal or groundwater controls during facility construction.  
Measures would be invoked on a site-by-site basis.  All relevant Best Management Procedures 
would be followed throughout the course of project construction, and the requirements of all 
regulatory agencies would be met. 
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East  R ya n  R oa d In te rv ie w with  D ic k B o le n de r, Ma yor
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4.14 Archaeological and Historical Impacts 

A preliminary study of the historic and archaeological resources for the KRM AA/DEIS was 
undertaken to assist in complying with the National Environmental Policy Act (NEPA) of 1969 
(Public Law 91-190) and Section 106 of the National Historic Preservation Act (NHPA) of 1966 
(Public Law 89-665, as amended), as implemented by 36 CFR 800 Protection of Historic 
Properties.  Section 106 protects those properties that are listed or determined eligible for 
inclusion in the National Register of Historic Places (NRHP).  In addition, Section 4(f) of the 
U.S Department of Transportation Act of 1966, as amended (49 U.S.C. 303) protects historic 
and/or cultural resources of national, state or local significance and other natural public features 
from conversion to transportation use unless there is no prudent or feasible alternative. 
 

4.14.1 Archaeological Resources 

There are several potential cultural resource management issues for proposed improvements to 
the existing railroad corridor and station locations (Commuter Rail Alternative).  In addition, the 
results described below for the south Oak Creek station option and the Cudahy/St. Francis 
station apply to the TSM Alternative as well since park-and-ride lots are proposed for these 
locations.   

Railroad Corridor 

Of the alternatives carried forward, the Commuter Rail Alternative would improve upon the 
existing Union Pacific Railroad by re-establishing tracks to the west of the current railroad 
between the northern terminus at the existing downtown Milwaukee Amtrak Station to the 
southern terminus at the Kenosha Metra Station.  This segment of railroad had at one time two 
parallel tracks, but in the 1980’s the western track was removed.  The proposed KRM project 
would construct sidings both adjacent and parallel to the existing track, on top of the existing 
railroad bed. 
 
An archival and literature review of archaeological and burial sites located within one mile of the 
KRM project area revealed the presence of 247 sites.  Of these sites, 22 are either adjacent to, 
or within the project area (Table 4-27).  
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Site/Burial No. Site Name Type Cultural Affiliation Eligibility
47KN-0013 Unnamed Cache/pit/hearth Unknown Unevaluated
47BKN-0064 Campsite/village

Cemetery/burial
47BKN-0007 St. George Cemetery Cemetery/burial Historic Euro-American Unevaluated
47KN-0250 Gross Farm Campsite/village Early Paleo-Indian Unevaluated

Early Woodland
Late Archaic
Late Paleo-Indian
Late Woodland
Middle Woodland

47KN-0291 B. Bluff Site Campsite/village Unknown Prehistoric Unevaluated
47KN-0249 Pike Site Campsite/village Late Woodland Unevaluated
47KN-0336 Mars 915-3 Isolated finds Unknown Prehistoric Unevaluated
47KN-0334 S. Peck Farmstead Farmstead Historic Euro-American Unevaluated
47RA-0013 Slauson Group Mound(s) - Conical Woodland Unevaluated
47RA - 0093
47RA-0291 Oak Stump Mound(s) - Effigy Late Woodland Unevaluated
47RA-0250 Zelcon Lithic scatter Early Paleo-Indian

Paleo Indian

47BRA-0036 Holy Cross Cemetery Cemetery/burial Historic Euro-American Unevaluated
47RA-0148 W.E.P.C.O. II Campsite/village Middle Archaic Unevaluated

Middle Woodland
47RA-0147 W.E.P.C.O. I Campsite/village Late Woodland Unevaluated
47MI-0366 Unnamed Unknown Late Archaic Unevaluated
47MI-0399 Gassenhuber Archaic Unevaluated

Late Paleo-Indian
Woodland

47MI-0016 Rawson Mound Mound(s) - Conical Unknown Unevaluated
Cemetery/burial

47MI-0156 Unnamed Workshop site Unknown Unevaluated
Campsite/village

47BMI-0053 Unnamed Cemetery Cemetery/burial Historic Euro-American Unevaluated
47MI-0101 Deer Creek Village Workshop site Historic Indian Unevaluated

Campsite/village
47MI-0168 Unnamed Site Cemetery/burial Unknown Unevaluated
47MI-0086 Unnamed Site Cemetery/burial Unknown Unevaluated
47MI-0207 The Runner's Village Campsite/village Historic Indian Unevaluated

ARCHAEOLOGICAL SITES LOCATED WITHIN OR ADJACENT TO THE PROJECT AREA
TABLE 4-27

Not eligible for 
the NRHP

 

Station Locations 

Potential station locations at Somers, Racine, Oak Creek (North and South options), Caledonia, 
South Milwaukee, Cudahy/St. Francis, South Side Milwaukee, and Downtown Milwaukee were 
identified as within the Area of Potential Effect (APE) for the Commuter Rail Alternative.  Archive 
and literature researches and field investigations were conducted at each proposed station 
location.  Several sites were identified in the station areas.  However, only two proposed station 
locations contained sites within the proposed station areas (Table 4-28).   
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Site/Burial No. Site Name Type Cultural Study Unit
47KN-0143 Unnamed Campsite/village Archaic

Woodland
47MI-0399 Gassenhuber Archaic

Late Paleo-Indian
Woodland

TABLE 4-28
ARCHAEOLOGICAL SITES LOCATED WITHIN PROPOSED STATION 

AREAS

 

Somers Station Area 

Archival and literature reviews of archaeological and burial sites located within one mile of the 
Somers station revealed the presence of 22 sites.  Of these sites, one site is within the 
proposed station location.  The entire Somers station area was surveyed for archaeological 
sites/materials but none were encountered.  Cultural resource management clearance is 
recommended for this area. 

Racine Station Area  

Archival and literature reviews of the archaeological and burial sites located within one mile of 
the Racine station in Racine County revealed the presence of 29 sites.  Although no sites were 
located within the project area, the proposed station location is in close proximity to several 
documented mound groups. 
 
The archaeological investigations have determined that the entire APE has been modified and 
disturbed by historic and recent land use practices.  No archaeological sites were encountered 
during the field survey and it is likely that if sites once existed here, they have since been 
obliterated.  For these reasons, no further archaeological investigations are warranted at this 
location and the proposed station construction would not impact any significant archaeological 
or burial sites. 
 

Caledonia Station Area 
 
Archival and literature reviews of the archaeological and burial sites located within one mile of 
the Caledonia station revealed the presence of two sites.  This station area was subjected to 
both a reconnaissance level and intensive field investigations.  These investigations did not 
yield any archaeological sites or materials.  No further work is recommended at the proposed 
Caledonia station and cultural resource management clearance for archaeological resources is 
also recommended. 
 

Oak Creek Station Area 
 
Archival and literature reviews of the archaeological and burial sites located within one mile of 
the south Oak Creek station option revealed the presence of 10 sites.  None of the sites are 
within the south Oak Creek station area.  This area was subjected to a reconnaissance level 
survey and portions were also investigated through shovel testing.  Landowner permission was 
denied for one of the parcels on this site.  No further work is recommended for the parcels 
where access was granted, however until the unsurveyed parcel is investigated, cultural 
resource clearance can not be recommended. 
 
Archival and literature reviews of the archaeological and burial sites located within one mile of 
the north Oak Creek station option revealed the presence of ten sites.  One site is located within 
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the project area.  This area was subjected to both a reconnaissance level survey and intensive 
field investigations.  These investigations did not yield any archaeological sites or materials.  No 
further work is recommended at the proposed north Oak Creek station and cultural 
management clearance for archaeological resources is also recommended. 
 

South Milwaukee Station Area 
 
Archival and literature reviews of the archaeological and burial sites located revealed 12 sites 
within one mile of the South Milwaukee station area.  No sites are recorded as being within the 
project area of the station.  The entire proposed area of the South Milwaukee station is 
comprised of standing structures and impervious cover.  It is likely that if archaeological sites 
existed at one time here, historic and modern land use practices have obliterated the sites so 
that they no longer are present.  For these reasons, no further work is recommended at the 
South Milwaukee station.  Cultural resources management clearance for archaeological 
resources is recommended for the South Milwaukee station. 
 

Cudahy/St. Francis Station Area 
 
Archival and literature reviews of previously reported archaeological and burial sites located 
within one mile of the Cudahy/St. Francis station revealed the presence of four sites.  None of 
these sites are located within the Cudahy/St. Francis station area.  The western portion of the 
station location contains fill to at least a depth of 70 cmbs.  This fill may cover an intact soil that 
should be tested for archaeological materials.  It is recommended that geomorphological testing 
be conducted in this area.  Until this testing can be completed, cultural resource management 
clearance is not recommended. 
 

South Side Milwaukee Station Area 
 
Archival and literature reviews of previously reported archaeological and burial sites located 
within one mile of the South Side Milwaukee station revealed the presence of 22 sites.  None of 
the sites are located within the station’s project area.  A visual inspection of the proposed station 
area revealed the entire area is a concrete storage area for road salt.  It is likely that this area is 
completely disturbed from historic and modern land use practices.  However, this assumption 
cannot be confirmed at the present time.  It is recommended that the site be re-visited once the 
existing ground surface can be exposed. 
 

Downtown Milwaukee Station Area 
 
Archival and literature reviews of previously reported archaeological and burial sites located 
within one mile of the Downtown Milwaukee station revealed the presence of 55 sites.  No sites 
are recorded in the project area.  A visual inspection of the proposed station area revealed the 
entire area is the existing Amtrak Station.  Hence, no further work is recommended.    
 
Table 4-29 summarizes the recommendations for further archaeological work.   
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Station Status Recommendation
Somers Surveyed, no sites found No further work, clearance recommended

Racine Surveyed, no sites found No further work, clearance recommended

Caledonia Surveyed, no sites found No further work, clearance recommended

Oak Creek (North) Surveyed, no sites found No further work, clearance recommended

Oak Creek (South) Partially surveyed Field survey needed for WEPCO property

South Milwaukee Surveyed, no sites found No further work, clearance recommended

Cudahy Surveyed, additional work required Geomorphological testing recommended

South Side Milwaukee Reconaissance survey only Geomorphological testing recommended

Downtown Milwaukee Surveyed, no sites found No further work, clearance recommended

TABLE 4-29
RECOMMENDATIONS FOR EACH STATION LOCATION

 

Cultural Resources Commitments 

Additional archaeological investigations have been identified to meet the requirements of 
Section 106 of the National Historic Preservation Act of 1966 (33 CFR 800 Protection of Historic 
Properties).  This additional work includes a phase 1 intensive field survey of the WEPCO 
property on the southern Oak Creek station site and geomorphological testing at the Cudahy/St. 
Francis and South Side Milwaukee station sites.  It is anticipated that this work will be 
completed during the Final EIS and PE phase of the project.   
 
Along the entire rail corridor, it is anticipated that all archaeological sites will be avoided by 
design because the planned rail construction will be on top of the existing railroad base course.  
However, assessments of potential archaeological impacts along the rail corridor will also be 
completed during the Final Environmental Impact Statement and PE phase.   
 
Coordination with the State Historical Preservation Office (SHPO), WisDOT, and SEWRPC will 
be ongoing to ensure all Section 106 requirements are met.  If it is determined that the KRM 
project will adversely impact any archaeological sites, further investigations will be completed to 
determine each impacted site’s eligibility for the NRHP.  If it is determined that eligible sites are 
being adversely affected, a Documentation for Consultation report will be written.  If mitigation is 
required, the specific mitigation will be specified in a formal document, called a Memorandum of 
Agreement.  Completion of the Section 106 Review Process will be reported in the Final 
Environmental Impact Statement. 

4.14.2 Historic Resources 

This section describes the known historic resources located in the vicinity of the Detailed Study 
Alternatives in the KRM AA/DEIS project  

Description of Likely Impacts on Historic Sites 

Six sites within the APE defined in Section 3 were found to be listed, or eligible for listing, on the 
NRHP.  Two sites are listed on the NRHP.  The remaining four sites were determined to be 
potentially eligible and Determination of Eligibility forms (DOE’s) were completed.  Table 4-30 
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lists the six sites within the APE.  The locations of these sites are also marked on Exhibits 4 
and 5. 
 

Site Location Status
South Milwaukee Depot SE corner of Milwaukee Ave. and 11th St. Listed on NRHP

Racine Depot 1402 Liberty St. Listed on NRHP

Cudahy Depot 4643 S. Kinnickinnic Avenue Potentially eligible for NRHP

Kinnickinnic River Swing 
Bridge

Union Pacific Railroad over the Kinnickinnic 
River Potentially eligible for NRHP

Root River/CNW Bridge Union Pacific Railroad over the Root River Potentially eligible for NRHP

Federal Rubber Company 
Administration Building 3383 E. Layton Avenue Potentially eligible for NRHP

TABLE 4-30
HISTORIC PROPERTIES LISTED ON OR POTENTIALLY ELIGIBLE FOR NRHP

 

Section 4(f) Evaluation of Cultural Resources 

Since the Kinnickinnic River Swing Bridge, the Root River/CNW Bridge, the South Milwaukee 
Depot, the Racine Depot, and the Cudahy Depot are currently transportation facilities, their re-
use or rehabilitation by the KRM would not invoke the provisions of 4(f) provided it is 
determined, under the provisions of Section 106 of the National Historic Preservation Act, that 
there is no adverse effect to the historic characteristics of said properties.   

Historical Resources Commitments  

Effects on the properties described above will be assessed following the provisions of 
Section 106.  Those provisions require the identification of Consulting Parties (including FTA, 
SEWRPC, interested members of the public, and the SHPO), preparation of documentation 
suitable for consultation, and consultation with the Consulting Parties on potential adverse 
effects.  If such effects are found, the Section 106 Review Process requires consultation on 
means to avoid, minimize and/or mitigate such adverse effects.  If mitigation is required, the 
specific mitigation will be specified in a formal document, called a Memorandum of Agreement. 
Completion of the Section 106 Review Process will be reported in the Final Environmental 
Impact Statement.  

4.15 Environmental Justice 

4.15.1 Legal and Regulatory Requirements 

On February 11, 1994, the President of the United States signed Executive Order 12898, 
requiring that each Federal agency, including the USEPA identify and address 
disproportionately high and adverse human health or environmental effects of its programs, 
policies, and activities on minority and low-income populations in the United States and its 
territories.  
 
For its part, the FTA considers the number of low income households served in its evaluation of 
the mobility improvements realized by the implementation of a proposed project.  This measure 
reflects the absolute number of households with an annual income below the poverty level 
located within one-half mile of the “boarding points” or stations associated with the proposed 
project.  In comparing projects such as this to other proposed New Starts, this measure is 
normalized by the annualized capital cost of the proposed project, resulting in a measure of 
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persons served per dollar of capital cost.  The FTA also considers Enterprise 
Communities/Empowerment Zone and welfare-to-work programs in its assessment of “Other 
Factors” when evaluating project justification.  It is therefore imperative that the needs and 
concerns of minority and low-income populations be addressed during the course of this study. 

4.15.2 Outreach Activities 

The public involvement process described throughout this section and Section 7 (Comments 
and Coordination), was inclusive of all residents and population groups in the study area and did 
not exclude any persons because of income, race, color, religion, national origin, sex, age, or 
handicap. 
 
The KRM AA/DEIS project has included outreach activities to allow such effects, needs and 
concerns to be identified, addressed and mitigated to the greatest extent practicable.  In 
addition to meeting Federal standards, greater involvement of minority and low income 
populations will help in reaching decisions that support the needs of the population within the 
corridor most dependent on public transportation.  In general, minority and low income persons 
have been documented to have less access to personal vehicles and to have disproportionately 
higher dependency on public transportation to access jobs, education, and basic services such 
as healthcare. 
 
The public scoping meetings that inaugurated the environmental process were held at 
well-known, readily accessible locations within the corridor that could be reached by public 
transportation.  All facilities were handicapped accessible.  Locations included the Racine 
Gateway Technical College, Kenosha Gateway Technical College, and the Milwaukee 
Downtown Transit Center.  Meeting notices were placed in mainstream publications as well as 
those smaller newspapers serving minority and non-English speaking populations.  Mailings and 
publications related to this scoping process offered to provide, upon request, meeting translation 
services for non-English speaking attendees or signers for the hearing impaired.  Mailings and 
publications also provided information about locations such as libraries providing free internet 
access to the project website.  
 
A large database of organizations within the corridor providing services to minority, senior 
citizen, and low income populations was assembled since the start of the project.  This 
database contains over 70 organizations including, RAMAC, Young Professionals, the GMC, 
the Urban League, the Hispanic Chamber of Commerce, Rotary, and the Public Policy Forum.  
Refer to Table 4-31 for the complete list. 
 
A specific effort was made to reach all of these groups for the purpose of disseminating project 
information and gathering individual concerns.  In October 2006, each group identified in 
Table 4-31 received a letter from SEWRPC personally inviting them to comment on the KRM 
project or request a meeting with project officials and their group.  These letters contained a 
project summary describing the status of the project, and SEWRPC contact information for 
providing comments or requesting an individual or group meeting.  These letters were sent in a 
specific manner to provide opportunities for one-on-one and community group briefings in 
minority, senior citizen, and low-income neighborhoods.  
 
Another letter was sent to each of these groups again in January 2007, again soliciting 
individual or group meetings and comments from the groups.  This letter included the latest 
version of the SEWRPC project newsletter, along with an invitation to the public information 
meetings to be held in February 2007. 
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Part of the letter campaign to provide outreach to the environmental justice groups included a 
phone call campaign in fall/winter 2006 to contact these groups individually to ensure they had 
received invitations, letters, and request personally their concerns.  An attempt to contact each 
group by phone was made.  This call campaign resulted in many telephone conversations, voice 
messages, organizational departures, and a few individual and group meetings. 
 
In-person individual and group meetings were held in January and February of 2007 with 
Esperanza Unida, Lao Family Community, the Hispanic Roundtable organization, the 
Milwaukee Urban League, the United Community Center, the Milwaukee Inner City 
Congretations Allied for Hope, the Racine Housing and Neighborhood Partnership, the Social 
Development Commission, the African American Business & Professional Association of 
Racine, and the Local Racine Congregation.  These meetings typically consisted of project staff 
informing the group of upcoming public involvement, discussing the project status and gathering 
comments.  In general, these meetings were well received with the groups indicating their 
general support of the project because of its ability to provide access to jobs. 
 
Additional phone conference meetings were held in late 2006 and early 2007 with the 
Milwaukee Council Labor Council, the Racine Interfaith Coalition, the Congregations to Save 
Humanity, the El Conquistador, the Council for Spanish Speakers, the Mexican Fiesta, and the 
Faith Representatives.  Refer to Appendix D for copies of the letters that initiated this effort to 
solicit comments from low-income and minority groups. 
 

TABLE 4-31 
ENVIRONMENTAL JUSTICE OUTREACH GROUPS 

 
Civic Group 
 

City 
 

Saint Mark Catholic Church Kenosha 
Congregations United to Serve Humanity Kenosha 
Salvation Army/Kenosha Kenosha 
Spanish Centers of Racine,Kenosha,Walworth Cty. Kenosha 
Independence First Milwaukee 
Nat. Assoc. of Minority Contractors Milwaukee 
West North Ave Advancement Association Milwaukee 
16th Street Community Health Center Milwaukee 
Journey House, Inc. Milwaukee 
Repairers of the Breach Milwaukee 
La Casa, Inc Milwaukee 
United Community Center Milwaukee 
Council for the Spanish Speaking Milwaukee 
Green Party Milwaukee 
Southside Organizing Committee Milwaukee 
CNI/Fondy/North Business Assoc. Milwaukee 
Federation for Civic Action Milwaukee 
Merrill Park Neighborhood Assoc. Milwaukee 
NAACP - Milwaukee Milwaukee 
Harambee Ombudsman Project Inc Milwaukee 
Milwaukee Urban League Milwaukee 
Mil. Innercity Congregations Allied for Hope Milwaukee 
Riverwest Neighborhood Assoc Milwaukee 
Layton Blvd West Neighbors Milwaukee 
Milwaukee. Minority Chamber of Commerce Milwaukee 
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Civic Group 
 

City 
 

Hmong American Friendship Assoc Milwaukee 
Washington Heights Neighborhood Assoc Milwaukee 
West End Dev. Corp Milwaukee 
American Indian Center Milwaukee 
16th Street Community Health Center Milwaukee 
Urban Economic Dev. Assoc. Milwaukee 
African American Chamber of Commerce Milwaukee 
United Migrant Opportunity Services Milwaukee 
Esperanza Unida Milwaukee 
Black Health Coalition of Wisconsin, Inc Milwaukee 
Goodwill Industries Milwaukee 
Avenues West Association Milwaukee 
Hispanic Chamber of Comm. Milwaukee 
Sherman Park Community Assoc Milwaukee 
Wisconsin Regional Training Partnership Milwaukee 
Milwaukee Careers Cooperative Milwaukee 
Children's Health Education Ctr. Milwaukee 
Wisconsin Minority Bus. Opportunity Comm. Milwaukee 
9to5 National Assoc. of Working Women Milwaukee 
Community Brainstorming Conference Milwaukee 
ICRC Milwaukee 
Metro Milwaukee Fair Housing Council Milwaukee 
Mid-Town Neighborhood Assoc Milwaukee 
The Business Council, Inc. Milwaukee 
Lao Family Community Milwaukee 
Metcalf Park Resident Assoc Milwaukee 
United Indians of Milwaukee Milwaukee 
Interfaith Conference Milwaukee 
Senior Citizens Club/Oak Creek Oak Creek 
Salvation Army of Oak Creek Oak Creek 
Salvation Army/Racine Racine 
Hispanic Roundtable Racine 
1000 Friends of WI - Racine Racine 
Neighborhood Watch of Racine Racine 
Racine/Kenosha Economic Inclusion Coalition Racine 
George Bray Neighborhood Center Racine 
Primera Iglesia Luterana Racine 
Northside Bus & Professional Assoc Racine 
St. Patricks Catholic Church Racine 
Urban League of Racine & Kenosha Racine 
Racine Interfaith Coalition Racine 
Racine Taxpayers Association Racine 
Interfaith of South Milwaukee South Milwaukee 
Racine CEDCO Sturtevant 
Salvation Army/Waukesha Waukesha 
Assoc of Rights for Citizens w/ Handicaps Waukesha 
La Casa de Esperanza Waukesha 
The Salvation Army Wauwatosa 
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To meet both the requirements of NEPA and Executive Order 12898, this section addresses the 
characteristics of the affected communities, potential effects on minority and low-income 
communities and potential mitigation measures.  

4.15.3 Impacts Related to Environmental Justice for Social Factors 

Impacts related to Environmental Justice issues may be defined as disproportionate impacts to 
property, quality of life, and access to public services.  In specific, these may represent 
residential and commercial property relocations, visual and aesthetic changes, air quality 
changes, noise increase, vibration increase, and transportation infrastructure access changes, 
among others.  
 
Since the overall purpose and need of the project is to address the regional transit deficiency in 
the corridor, providing assistance to populations without alternate means of transportation, the 
No-Build Alternative would not provide improvements to help address the situation.  As traffic 
continues to grow into the future, the No-Build Alternative would tend to allow existing regional 
transit services to become more inefficient by not addressing the need for more routes and 
more frequent service in the corridor. 
 
Development of the TSM and Commuter Rail Alternatives has included a lengthy public process 
of locating and conceptually designing proposed park and ride and rail station locations.  The 
geographic location of these alternative elements has been chosen to allow the greatest overall 
benefit to the traveling public.  Since most of these alternatives could be provided on existing 
public or railroad right-of-way, few negative impacts are associated with the alternatives.   
 
The TSM Alternative has no residential or commercial relocations, and access to the facility 
would be provided at numerous public access points throughout the corridor.  This increased 
access to regional transit service is a positive impact and would affect many different 
populations throughout the corridor equally. 
 
The Commuter Rail Alternative has two commercial relocations, one in the City of South 
Milwaukee and one in the Village of Caledonia.  Both are located in areas that have a high 
potential for redevelopment related to their local government’s plans.  No data exists to suggest 
these relocations would present a direct impact to a minority or low-income population.  As 
mentioned above, the location of rail stations with this alternative has had a significant level of 
public input and comment to ensure access points are located where they provide as much 
overall corridor benefit as possible.  This increased access to regional transit service is a 
positive impact and would equally affect many different populations throughout the corridor. 
 
The KRM project alternatives travel through areas that represent a large cross section of 
socioeconomic demographics.  The alternatives travel through regions ranging from 
high-density urban areas to low density areas with rural or suburban characteristics.  Although 
there are potential impacts related to property relocations, visual and aesthetic changes, air 
quality, noise, vibration, and transportation infrastructure access, among others, no data exists 
to suggest disproportionate levels of these impacts to minority or low-income populations would 
result from the Commuter Rail or TSM alternatives.  Rather, the placement of transit access in 
urban locations within reach of multiple modes of transportation (walking, biking, driving, and 
existing transit) would provide positive influence on a wide cross section of the population, 
including low-income and minority populations among others.  Refer to Section 3.4.2 for a 
description of the community characteristics, including information on minority and low-income 
households within walking distance of potential station locations. 
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For FTA evaluation, the final EIS will include the number of low-income households served in its 
evaluation of the mobility improvements realized by the implementation of the Locally Preferred 
Alternative. 

4.16 Public Use Lands 

4.16.1 Description of Likely Impacts/Section 4(f) Evaluation 

This section describes the potential impacts associated with the proposed KRM AA/DEIS 
project No-Build, TSM and Commuter Rail alternatives on existing and proposed parks and 
recreation lands.  Each of the 36 parks and the Milwaukee-Racine-Kenosha (MRK) Bicycle and 
Pedestrian Trail was evaluated with respect to potential direct effects as well as indirect effects 
(proximity effects) based on field observations and the current conceptual plans.  Direct effects 
are impacts that are the direct result of the proposed action, such as when land is acquired from 
a park site and permanently incorporated into the transportation facility.  Proximity effects are 
those impacts related to the project proximity; impacts which are so severe that the activities, 
features or attributes, which qualify a park for protection under Section 4(f) of the Department of 
Transportation Act of 1966, are substantially impaired.  Substantial impairment occurs only 
when the protected activities, features or attributes of the parks are substantially diminished.  
 
After evaluating each Section 4(f) site, only the MRK Trail was determined to be potentially 
impacted by the proposed project. This section discusses the applicability of Section 4(f) 
requirements to the MRK Trail located within the Kenosha-Racine-Milwaukee (KRM) Commuter 
Link study corridor.  See Section 3.14.2 for a description of the trail. 
 

4.16.2 Milwaukee-Racine-Kenosha Trail Evaluation 
 
No-Build Alternative 
The KRM No-Build alternative incorporates 
selected planned and programmed public 
transportation and system management 
improvements described in the regional 
Transportation Improvement Program (TIP).  Since 
there is no major highway or transit capital 
improvements identified for the corridor in the TIP, 
the KRM No-Build alternative essentially reflects 
current conditions plus transit and roadway 
improvements committed for implementation 
through the year 2035.  The committed projects 
included in this No-Build are assumed in all other 
alternatives.  The No-Build alternative would have 
no impact on the existing MRK Trail. 

 
Transportation System Management (TSM) 
Alternative   
The TSM alternative is a comparatively low cost 
upgrade of existing commuter bus transit in the 
corridor.  Improvements include expanded 
schedules, traffic signal prioritization, additional 
park-and-ride spaces, assistance in forming 
transportation management associations among 
area employers, and passenger information 
systems at bus stops.  The TSM alternative Figure 4-1 Site Overview 
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Figure 4-2 1st Commuter Rail Station Alternative

N 

includes a pair of additional Metra trains added to the current Union Pacific-North service from 
Chicago to Kenosha, one northbound in early morning and one southbound in the afternoon.  
These trains will allow commuters to connect with the commuter bus service to Milwaukee for 
the business day.  The TSM alternative would have no impact on the existing MRK Trail. 

 
Commuter Rail Alternative   
This alternative is a commuter rail service operated by the Wisconsin Regional Transit Authority 
without impacting the existing Metra Union Pacific-North service.  Train sizes and service are 
tailored to the specific demands of the KRM corridor using self-contained, efficient, diesel 
multiple unit railcars.   
 
The service would be coordinated with Metra for timed-transfers to and from the existing UP-
North service at Kenosha or Waukegan.  In addition, two very early morning trains would be run 
in existing open time slots in the Metra schedule from Chicago in limited-stop service to 
Kenosha, continuing north in normal KRM service, and arriving in Milwaukee before the start of 
the normal business day.  A similar pair of trains also makes the late afternoon single-seat trip 
to Chicago. 
 
The location and layout of each proposed rail station has been determined through an extensive 
planning process involving local planning organizations and members of the public.  The local 
neighborhood planning association (C1-C2 Douglas Avenue Neighborhood) has based its future 
plans on the recommendation of a rail station placed on the east side of the railroad tracks north 
of Four Mile Road (refer to Figure 4-1).  To keep the railroad tracks from becoming a “barrier” to 
the developed business district in the village of Caledonia, land use planners have 
recommended the rail station be constructed on the east side of the tracks and incorporated into 
a “town center”, allowing safe and convenient access between business development and the 
rail station.  The Village of Caledonia’s C1-C2 Douglas Avenue Neighborhood plan, in 
development since 2003, has assumed this east side location for a rail station, and 
subsequently planned for residential development on the west side. 
 
Two alternative rail stations layouts have been investigated in the Village of Caledonia. 
 
The first station layout incorporated access to the bike trail but had the negative effect of 
introducing conflict points between automobiles and buses crossing the trail (Refer to 
Figure 4-2).  It also recommended a potential realignment of the trail. 
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The other layout, locally chosen as the preferred station layout, is an avoidance alternative to 
direct impact to the bike trail.  Construction of this rail station in the village of Caledonia would 
be approximately 1000 feet north of Four Mile Road and would positively affect the MRK Trail.  
Proposals call for construction of a parking lot to the east of the trail and a station house and 
detention pond between the existing trail and the Union Pacific railroad tracks (Refer to 
Figure 4-3 for a schematic of the proposed Caledonia station layout). 
 
The intent of the project would be 
to avoid negative impacts to the 
trail.  No change in trail 
alignment or use is proposed 
with this alternative, and the trail 
access would be maintained 
during construction.  Additionally, 
no automobile/bus traffic conflicts 
with trail users are associated 
with the layout.  The only conflict 
that would exist would be 
between bikes and pedestrians 
crossing the trail in a marked 
location to get between the 
parking lot and the rail station. 
 
This proposed rail station would 
provide positive long–term 
effects to the MRK Trail.  
Construction may involve paving 
a short section of the trail to 
allow pedestrians to cross the 
trail safely between the parking 
lot and the rail station.  Potential 
lighting and signing would 
increase the nighttime safety of 
the trail for users, and the station 
parking lot would provide a new 
“trailhead” access point for those 
who would like to drive to the trail 
and then continue on by bike.  
Also, locating the rail station 
adjacent to the trail allows potential commuters to arrive to the station on bike, and continue on 
by commuter rail, thereby increasing the multi-modal transportation opportunities in the area. 
 
The two alternatives as described above were presented to both the property owner (WE 
Energies) and the public entity responsible for the development, construction, and maintenance 
of the trail (Racine County).  Both entities view the preferred layout as a benefit to the MRK trail.  
Refer to their correspondence in Appendix D, pages C-1 and C-5. 

4.17 Impacts During Construction 

Construction activities associated with the Build Alternatives include clearing and grubbing, 
grading, station and parking lot construction, rail and road bed preparation, rail and roadway 
embankment preparation, constructing temporary haul roads; excavating wetland soils or other 
unsuitable materials and associated disposal, constructing drainage ways and ditches; 

Figure 4-3 Locally Preferred Commuter Rail Station 
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constructing new bridges, borrow excavation, some obliterating of existing rail segments, finish 
grading of base course, paving operations, and landscaping. 
 
Since the No-Build Alternative only addresses minor local improvements, it is not anticipated to 
provide significant construction impacts.  The improvements consist of small-scale 
improvements that can easily be designed with construction mitigation techniques to minimize 
the impacts. 

4.17.1 Neighborhoods 

Construction impacts associated with the TSM or Commuter Rail Alternative could potentially 
result in temporary air, noise, vibration, water quality, visual, and access impacts at any of the 
neighborhoods located in the proposed corridor. 
 
Maintenance of traffic and sequence of construction would be planned and scheduled so as to 
minimize traffic delays and inconvenience.  Access to all neighborhoods would be maintained 
throughout the construction period. 

4.17.2 Air Quality 

There is a potential for air quality impacts resulting from fugitive dust from the construction site 
and haul roads.  Establishment of aggregate crushing/washing operations or batch plants may 
also affect water and air quality.  The location and operation of the aggregate crushing/washing 
operations or batch plants would be in accordance with the Standard Specifications and any 
Special Provisions developed during coordination with the WDNR regarding air quality 
standards and emissions. 
 
Dust will be controlled in accordance with WisDOT’s Standard Specification for Road and 
Bridge Construction (2008 Edition), which requires application of water or other approved dust 
control methods during grading operations and on haul roads. 

4.17.3 Noise  

The FTA has developed criteria (Table 4-32) for assessing construction equipment-generated 
noise impact for a transit project based on the land use type.  
 

TABLE 4-32 
FTA CONSTRUCTION NOISE IMPACT CRITERIA 

 
 

Leq(1) in dBA 
 
Land Use 

 
Daytime 

 
Nighttime 

 
Residential  

 
90 

 
80 

 
Commercial 

 
100 

 
100 

 
Industrial 

 
100 

 
100 
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The construction process for the DMU build alternative would involve the use of equipment and 
vehicle operations that typically result in high noise levels adjacent to the construction sites. 
Table 4-33 shows typical construction equipment noise emission levels at 50 feet (15 meters). 
 
The construction activities would consist of construction of 1) track works on top of existing track 
infrastructure and 2) new train stations.  The track works include using backhoes, bulldozers, 
rollers, etc. for subgrade and ballast cars, cranes, spikers, ballast tampers, etc. for track works.  
The conventional building construction equipment, such as, backhoes, dump trucks, flatbed and 
concrete trucks, etc., will be utilized for new station construction.  The construction equipment 
would likely generate noise levels (in dBA) in the range between high 70’s to low 80’s.  Even if a 
few machines are being used at the same time, the daytime noise levels at 50 feet from the 
sources would unlikely exceed 90 dBA construction equipment noise impact threshold defined 
by the FTA.   
 
Since most of the noise sensitive land uses are located at a distance greater than 50 feet from 
the track, it is anticipated that no daytime construction noise impacts would result from the 
construction activities associated with the project.  However, if construction occurs at nighttime 
there may be a potential noise impact at those sensitive land uses that are closely located near 
the track.  However, these impacts would be intermittent and temporary. 
 
At this early stage of project development, the extent of the short-term construction impacts is 
uncertain as construction plans will not be completed until the final design stage of the project.  
Once this information is known, the appropriate detailed noise assessment will be completed.  
This detailed assessment would determine whether a mitigation plan is necessary to keep the 
noise levels at or below the FTA-defined acceptable levels.  

Mitigation Measures 

To reduce the potential impact of construction noise, the special provisions for this project will 
require that motorized equipment shall be operated in compliance with all applicable local, state, 
and federal laws and regulations relating to noise levels permissible within and adjacent to the 
project construction site.  At a minimum, the special provisions will require that motorized 
construction equipment shall not be operated between 10 p.m. and 6 a.m. without the prior 
written approval of the project engineer.  All motorized construction equipment will be required 
to have mufflers constructed in accordance with the equipment manufacturer’s specifications or 
a system of equivalent noise reducing capacity.  It will also be required that mufflers and 
exhaust systems be maintained in good working condition, free from leaks and holes. 
 

TABLE 4-33 
CONSTRUCTION EQUIPMENT NOISE EMISSION LEVELS 

 
 
Type of Equipment 

 
Typical Noise Level at 
50 feet from Source 

(dBA) 
 
Air Compressor 
Backhoe 
Ballast Equalizer 
Ballast Tamper 
Compactor 
Concrete Mixer 
Concrete Pump 

 
81 
80 
82 
83 
82 
85 
82 
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Type of Equipment 

 
Typical Noise Level at 
50 feet from Source 

(dBA) 
Concrete Vibrator 
Crane (derrick) 
Crane (mobile) 
Dozer 
Generator 
Grader 
Impact Wrench 
Jackhammer 
Loader 
Paver 
Pile Driver (impact) 
Pile Driver (sonic) 
Pneumatic Tool 
Pump 
Rail Saw 
Rock Drill 
Roller 
Saw 
Scarifier 
Scraper 
Shovel 
Spike Driver 
Tie Cutter 
Tie Handler 
Tie Inserter 
Truck 

76 
88 
83 
85 
81 
85 
85 
88 
85 
89 

101 
96 
85 
76 
90 
98 
74 
76 
83 
89 
82 
77 
84 
80 
85 
88 

 
Source: FTA, May 2006. 

 

4.17.4 Vibration 

The FTA has developed criteria for assessing construction equipment-generated vibration 
impact for a transit project.  Since the primary concern with regard to construction vibration is 
building damage, the peak particle velocity (PPV) in inches per second defined above will be 
used for assessment of vibration levels.  The available FTA-defined vibration damage 
thresholds are summarized in Table 4-34. 
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TABLE 4-34 

FTA CONSTRUCTION VIBRATION DAMAGE CRITERIA 
 
  

Vibration Impact Criteria 

Building Type PPV (inch/sec) Approximate VdB 

Reinforced-concrete, steel or 
timber (no plaster)  

 
0.5 

 
102 

Engineered concrete and 
masonry (no plaster)  

 
0.3 

 
98 

Non-engineered timber and 
masonry buildings 

 
0.2 

 
94 

Buildings extremely 
susceptible to vibration 
damage 

0.12 90 

 
Construction activities with significant potential for vibration impact normally include such 
activities associated with blasting, pile-driving, vibratory compaction, demolition, and drilling or 
excavation in close proximity to sensitive structures.  Typical vibration levels for construction 
equipment are summarized in Table 4-35. 
 
It is anticipated that the proposed construction activities would involve using backhoes, 
bulldozers, rollers, etc. for subgrade construction and ballast cars, cranes, spikers, ballast 
tampers, etc. for track works.  Backhoes, dump trucks, flatbed and concrete trucks, etc. would 
be used typically for the new station construction.  These types of equipment would generate 
little or no ground vibration (see reference levels in Table 4-33).  Therefore, as compared to the 
FTA-established construction vibration damage criteria (Table 4-32), vibration impacts would 
unlikely result from the proposed construction activities.  Consequently, mitigation measures 
would not be necessary.  
 
However, when the detail construction plans and schedules are more refined during the final 
design phase of the project, a review of the potential vibration impact to the corridor- and/or 
station-adjacent structures will be performed to ensure that the proposed construction activities 
would not result in potential vibration impact.  
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TABLE 4-35 

MEASURED VIBRATION SOURCE LEVELS FOR CONSTRUCTION EQUIPMENT 
 

 
Type of Equipment 

 
PPV at 25 ft 

(inch/second) 

 
Approximate 

VdB 
at 25 ft 

 
Pile Driver (Impact) – Upper Range 
                                   Typical   
 
Pile Driver (sonic)    – Upper Range 
                                   Typical   
 
Clam shovel drop  
 
Hydromill  - in soil 
                   in rock      
 
Vibratory Roller 
 
Hoe Ram 
 
Large bulldozer 
 
Caisson drilling 
 
Loaded trucks 
 
Jackhammer 
 
Small bulldozer 
 

 
1.518 
0.644 

 
0.734 
0.170 

 
0.202 

 
0.008 
0.017 

 
0.210 

 
0.089 

 
0.089 

 
0.089 

 
0.076 

 
0.035 

 
0.003 

 
112 
104 

 
105 
93 
 

94 
 

66 
75 
 

94 
 

87 
 

87 
 

87 
 

86 
 

79 
 

58 

4.17.5 Water 

The project crosses the Menomonee River, Kinnickinnic River, Oak Creek, Root River, Pike 
River, and Pike Creek.  However, there are no planned replacements of the railroad bridges so 
water quality impacts to the major channels from bridge construction are expected to be 
minimal.  Temporary construction-related impacts, such as soil erosion, could result from 
construction activities occurring in the vicinity of the area streams and rivers if proper controls 
are not strictly adhered to.  This is of particular concern near the Root River where 
sedimentation has been identified as a major pollutant on the State’s 303(d) list.  Strict 
adherence to the erosion control procedures described below would minimize construction 
impacts. 
 
None of the major channels along the route (Menomonee River, Kinnickinnic River, Oak Creek, 
Root River, Pike River, and Pike Creek) are located within or near the proposed station 
locations and park-ride lots and therefore construction and operation of these areas would not 
directly impact the water quality of these waters.   
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Even so, vegetation removal and excavation would be required to construct new stations and 
parking lots resulting in an increase in the amount of erodible surface area, potentially 
increasing sedimentation into the storm sewer and local drainage systems.  Methods such as 
laying vegetative cover, mulching or implementing silt fences would help control soil erosion.  In 
compliance with the National Pollutant Discharge Elimination System (NPDES) Program, 
Wisconsin has established permitting requirements for construction sites disturbing more than 
one acre (permit requirements include development of a storm water pollution prevention plan, 
weekly monitoring of erosion controls, and final site stabilization).  A NPDES permit to discharge 
storm water during construction would be acquired prior to commencement of construction 
activities.   
 
The Wisconsin Administrative Code Chapter Trans 401 titled “Construction Site Erosion Control 
and Storm Water Management Procedures for Department Actions” cites specific requirements 
regarding erosion control during construction.  This project would conform to all erosion control 
regulations regulated by WisDOT including the requirements specified under this legislation.  
WisDOT’s Erosion Control Product Acceptability Lists for Multi-Modal Applications will be used 
during construction.   
 
For wetlands, erosion control and maintenance of wetland hydrology during construction would 
be important in maintaining the integrity of the wetlands.  Upslope erosion control would be 
accomplished by avoiding or minimizing construction traffic, planting a vegetative cover, and 
mulching or using erosion control blankets.  Silt fences would reduce the amount of eroded 
material entering wetland areas.  Where possible, construction activities would remain outside 
of wetlands to prevent soil compaction.  Where work in wetlands is unavoidable, consideration 
would be given to utilizing special construction techniques to minimize impacts to wetlands.  

4.17.6 Ecosystems 

Increased human activity in the area, increased noise, and dust would be the primary impacts to 
area wildlife from construction activities.  Of particular relevance are the possible impacts on 
protected migratory birds and nesting habitat.  In order to protect these species from 
construction activities, there may be calendar restrictions on bridge and other work that may 
have impacts.  It is recommended that bridges be surveyed for the presence of these species if 
construction is scheduled to occur within the nesting season.  Nests or fledgling young swallows 
will not be removed from May 15 to August 20.  Nests of protected gulls and terns will not be 
removed or destroyed between March 15 and June 1.  
 
Construction vehicles and equipment will flatten and destroy vegetation.  Construction within the 
proposed station locations will avoid to the greatest extent possible, impacts to vegetation 
located near to the construction site.  Prior to final design and construction, a walking survey of 
the right-of-way be performed to check for the presence of rare plants.  Construction within the 
railroad right-of-way would have negative impacts on the existing vegetation within the right-of-
way.  

4.18 Irreversible and Irretrievable Commitments of Resources 

Construction and operation of the proposed project would involve certain commitments of 
resources. In some instances, the resource committed would be recovered after a short period 
of time.  Often, however, resources would be irreversibly or irretrievably committed to the 
proposed project because they would be permanently consumed or they would be dedicated to 
a particular use for an essentially limitless period of time. 
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The proposed project would involve the commitment of a range of natural, physical, human, and 
fiscal resources.  For example, the land used for the project park and ride lots and station 
locations would continue the existing commitment of land in the area for transportation 
purposes.  To the extent that this commitment would be for long-range use, it would be an 
irreversible commitment. In the event, however, that a greater need would arise for the land in 
the future, or that the corridor was no longer needed, the land could conceivably be converted to 
some other use.  Currently, there is no reason to expect that such a need for conversion would 
ever be necessary or desirable. 
 
The proposed project would also require that various other resources be irreversibly or 
irretrievably committed.  Non-renewable fossil fuel resources would be necessary to power 
construction equipment, electrical devices, vehicles, and buses.  Considerable amounts of other 
types of resources would also be expended, including iron, steel, wood, sand, stone, aggregate, 
and cement construction materials.  Additionally, large amounts of labor and natural resources 
would have to be committed to the fabrication and preparation of these construction materials.  
This commitment of resources would be considered irretrievable, except for the possible 
recycling of raw materials in the unlikely event that the corridor was ever dismantled.  These 
resources are generally not in short supply and their use would not have an adverse effect on 
their continued availability.  Given the commitment of these resources well into the foreseeable 
future, however, their use should be considered irreversible and irretrievable. 
 
A substantial one-time expenditure of local, state, and federal financial resources would also be 
necessary to construct the proposed project.  This expense would be offset by the direct and 
indirect benefits to the local and regional economy from new construction employment, 
purchases of construction materials and services, and long-term economic development 
opportunities resulting from an enhanced transportation system. 
 
The commitment of resources to construct and operate the proposed project is based on the 
belief that residents, employees and visitors would benefit from the improved efficiency and 
accessibility of the regional transit system in the KRM corridor.  These benefits are anticipated 
to substantially outweigh any irreversible or irretrievable commitments of resources. 

4.19 Short-term Uses of Environment and Long-term Productivity 

Construction and operation of the proposed project would enhance the productivity and general 
quality of life in the KRM corridor through attainment of the following objectives identified in the 
project’s purpose and need statement: 
 

1. Improve Regional Transit Mobility and Access,  
2. Contribute to Desirable Economic and Community Development, 
3. Attract Increased Transit Ridership.   

 
The benefits of improving the efficiency of the regional transit system would be realized in the 
near term and would likely increase over the long term as the need for transportation 
infrastructure increases.  
 
In addition to the near- and long-term productivity benefits and improved quality of life derived 
from the proposed project, certain short-term uses of the environment would occur during 
construction of the proposed project.  These short-term uses of the environment would include 
temporary, localized traffic obstructions, air emissions, noise, vibration, and light and glare that 
typically occur in the vicinity of construction activities.  Beneficial short-term effects of the 
proposed project would be related to new construction employment and purchases of 
construction materials, supplies and services. 
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4.20 Only Practicable Alternative Finding, Protection of Wetlands 

Presidential Executive Order 11990, “Protection of Wetlands” issued May 24, 1977, directs 
federal agencies “. . . to avoid to the extent possible the long- and short-term adverse impacts 
associated with the destruction or modification of wetlands and to avoid direct or indirect support 
of new construction in wetlands wherever there is a practicable alternative . . .”  
 
This section sets forth the basis for a finding that there is no practicable alternative to the 
construction of KRM improvements in wetlands and that the proposal includes all practicable 
measures to minimize harm to these resources.   
 
The Clean Water Act’s Section 404(b)(1) “Guidelines for Specification of Disposal Sites for 
Dredged or Fill Material” (40 CFR Part 230) administered by the USEPA and the USACE also 
addresses determining the most practicable alternative for proposed actions that involve the 
discharge of dredged or fill material into aquatic ecosystems including wetlands.  The guidelines 
are premised on the mandate that dredged or fill materials should not be discharged into aquatic 
ecosystems including wetland unless it can be demonstrated that there are no practicable 
alternatives to such discharge, that such discharge will not have unacceptable adverse impacts 
either individually or in combination with known or probable impacts of other activities, and that 
all practicable measures to minimize adverse effects are undertaken. 

4.20.1 Reasonable Alternatives 

As discussed in Section 2, the alternative development process included a scoping process and 
preliminary development of a broad range of alternatives.  Alternatives that were not feasible 
and reasonable were dismissed.  Detailed study was then done for a range of reasonable 
alternatives including the No-Build Alternative, the TSM Alternative, and the Commuter Rail 
Alternative.  The reasonable alternatives are described in Section 2.  The Build Alternatives that 
were investigated in detail are shown on Exhibit 4. Wetland impacts only occur on the 
Commuter Rail Alternative, chosen as the Locally Preferred Alternative as outlined in Section 2.  
Exhibit 5 shows the Locally Preferred Alternative superimposed on an aerial photograph base 
map. 

4.20.2 Determination of No Practicable Alternative 

The wetland impacts, as well as the other impacts of each detailed studied alternative are 
discussed in detail in Section 4.  The following discussion of each reasonable alternative 
provides the basis for the conclusion that there is no practicable alternative to the wetland 
impacts associated with the Preferred Alternatives. 

No-Build Alternative 

The No-Build Alternative does not meet the purpose and need for this project and does not 
address the numerous deficiencies of the existing regional transit facilities as outlined in 
Section 1.  There would be no improvement in regional transit mobility and access, no 
contribution to desirable economic and community development, and no increased attraction to 
transit ridership in the corridor.  For these reasons, the No-Build Alternative is not considered a 
practicable alternative to avoid the wetland impacts of the Locally Preferred Alternative. 

TSM Alternative 

The TSM Alternative meets the purpose and need for this project, but does so at a considerably 
less effective level compared to the Commuter Rail Alternative.  TSM measures are generally 
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most applicable in large urban areas where traffic signal timing, designated use lanes, and other 
measures can have a substantial effect.  Such measures do not contribute as effectively to 
mitigating regional transit needs in a rural and smaller-urban corridor like the KRM.  The 
alternative would improve regional transit mobility and increase attraction to transit ridership, but 
would provide little contribution to desirable economic and community development.  For this 
reason, it is not considered a practicable alternative to avoid the wetland impacts of the Locally 
Preferred Alternative.  

Commuter Rail Alternative (Locally Preferred Alternative) 

The Locally Preferred Alternative presented in Section 2 has low impacts, fully and efficiently 
meets the purpose and need of the project, and none of the other alternatives was found to be 
as practicable.  Although the Locally Preferred Alternative does have wetland impacts, there are 
no practicable alternatives that have less overall impacts. 
 
The Commuter Rail Alternative would directly impact between 0.2 and 0.5 acres of wetlands, 
depending on which Oak Creek station location is selected. 

4.20.3 Measures to Minimize Harm 

In accordance with various state and federal agency policies and mandates for wetland 
preservation, following is a summary of wetland mitigation strategies for the KRM project. 

Avoid Wetlands 

It was not possible to completely avoid wetland encroachment.  Although the amount of 
wetlands impacted by each alternative is very low compared to other transportation projects, the 
design and location of station locations and park and ride lots were developed to avoid wetlands 
where practical in view of other impact trade offs, including farmland acquisition and severances 
and residential and business relocations. 

Minimize Wetland Impacts 

Planning for the proposed project includes all practicable measures to minimize harm to the 
wetlands that may result from the project.  Measures that will be taken during final design to 
minimize wetland impacts include the following: 

• Water quality impacts from silt and sedimentation will be minimized through the strict 
adherence to erosion control measures as required by WisDOT’s Specifications for 
Road and Bridge Construction. 

• Additional measures that will be considered include use of steeper embankment slopes, 
narrowed median or use of retaining structures. 

Conceptual Wetland Mitigation Plan 

Avoidance and minimization of wetland losses were important considerations throughout the 
scoping and alternative development process and in the selection of the station locations.  The 
proposed stations were selected after extensive evaluation of environmental and socioeconomic 
concerns.  The proposed station locations were developed to avoid wetlands where practical in 
view of other concerns such residential and business relocations, ridership levels, and each 
communities need for transit service.  
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Planning for the proposed project includes practicable measures to minimize harm to the 
wetlands that may result from the project.  Measures that will be taken during final design to 
minimize wetland impacts include the following: 
 

• Water quality impacts from silt and sedimentation will be minimized through the strict 
adherence to erosion control measures as required by WisDOT’s Specifications for 
Road and Bridge Construction. 

 
• Existing wetlands will be marked and protected, to the extent possible, from disturbance 

with construction fences and/or silt fences during construction.  
 
Although wetland encroachments have been avoided and minimized to the extent practical, the 
Commuter Rail Alternative will acquire between 0.2 acres and 0.5 acres depending on the 
selected sites for the stations. 
 
To compensate for unavoidable wetland impacts from the project, mitigative measures will be 
employed in accordance with requirements of Section 404 of the Clean Water Act and the 
July 20, 1993 Interagency Cooperative Agreement between the WisDOT, WDNR, USACE, 
USEPA, USFWS, and the FHWA.  A Section 401 Water Quality Certification and Section 404 
permit application will be submitted to USACE during the final design phase of the project.  The 
Section 404 permit and preliminary wetland mitigation design will be developed in coordination 
with WDNR, USACE, USEPA, and USFWS. 
 
The long-term goal of the conceptual wetland mitigation plan for this project is to provide 
functional replacement of the types of wetlands unavoidably lost for a no net-loss of wetlands.  
As previously described, a wetland assessment was performed at each of the proposed KRM 
station locations to estimate wetland impacts and determine an estimate of compensatory 
wetland mitigation acreage required.   
 
Wetland replacement will be pursued by wetland restoration, wetland creation, or debiting a 
wetland mitigation bank site in accordance with the WisDOT/WDNR Cooperative Agreement.  
Compensatory mitigation will be pursued preferably by restoring previously drained and/or 
altered wetlands within the same watershed. 
 
Restoration efforts will focus on the restoration of altered hydrology and soils through 
topographic manipulations and revegetation through natural regeneration from the seedbanks, 
wetland salvage or seeding.  Actual methodologies used for restoration will be determined by 
individual site characteristics, but in general will involve a combination of biological and 
engineering methodologies to restore desirable hydrology and vegetation.   
 
Since the project would directly impact less that 1 acre, WisDOT requires that a 0.25 mile 
survey be performed around the impacted area to locate potential mitigation sites.  If potential 
mitigation sites are not found, a wetland bank may be considered.  A survey of potential wetland 
mitigation sites has not yet been initiated for this project.  
 
If the development of a wetland mitigation site is found to be not feasible, the wetland impacts 
from the project will be mitigated at an existing wetland mitigation bank site.  Mitigation rations 
will be in accordance with the “WisDOT Wetland Mitigation Banking Technical Guidance” which 
establishes a program for compensatory wetland mitigation banking for WisDOT projects.  
Replacement ratios for wetland banking may range from 1:1 to 3:1 depending on three factors:  
watershed, floristic province, and wetland types. 
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The transit-related secondary growth that may occur as a result of this project may have a 
negative impact on the wetlands in the southeastern Wisconsin area, in particular wetlands 
located near the proposed stations.  While the majority of the stations have been sited 
specifically in areas already highly disturbed and containing few, if any, environmental 
resources both on-site and within the surrounding areas, there could be some impacts to 
remaining natural areas under the project.  These areas may face increasing pressure for 
development if this project is implemented.  Urban planning that balances development and 
preservation of open space and natural resources will minimize or avoid these impacts.  One of 
SEWRPC’s stated goals in developing a regional plan is “Protection of natural areas, including 
wetlands, wildlife habitats, lakes, woodlands, open spaces and groundwater resources” 
(SEWRPC, 2003).  Adherence to this goal would ensure that mass transit and other 
transportation projects do not result in uncontrolled urban growth that jeopardizes the area’s 
remaining natural resources. 

4.20.4 Wetland Finding 

In summary, the Locally Preferred Alternative will provide the best long-term transportation 
service for the communities and counties served by the project corridor.  It also provides the 
best balance among social, economic, and natural resource impacts, and is fully consistent with 
local transportation and land-use objectives. 
 
Based on the above considerations in accordance with Presidential Executive Order 11990, 
Protection of Wetlands, it is determined that there is no practicable alternative to the proposed 
construction in wetlands and that the proposed action includes all practicable measure to 
minimize harm to wetlands that may result from such use. 
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5 COST AND FINANCIAL ANALYSIS 

The cost of a transportation investment falls into two categories:  capital costs, and operating 
and maintenance (O&M) costs.  Capital costs are the start-up costs for the project, including the 
costs of railroad track and station construction, buses, and any system facilities necessary 
before the project can begin operation.  Operating and maintenance costs are the costs 
associated with the regular running of a new transportation facility.  Costs such as labor, vehicle 
maintenance, and overall facility maintenance all fall into this category. 
 
This section discusses both types of costs, presents the proposed capital financing plan, and 
then analyzes the ability to afford the Transportation System Management (TSM) and 
Commuter Rail Alternatives. 

5.1 Financial Analysis 

This section summarizes the capital and operating and maintenance cost estimates for the TSM 
and Commuter Rail Alternatives.  The No-Build Alternative does not have any associated capital 
costs for comparative purposes as they are considered in the overall financial capability of the 
state and local governments.  Cost estimate information was obtained from the Capital and 
Operating & Maintenance Cost Estimates Report, January, 2007, and updated in August 2007. 

5.1.1 Capital Cost Estimates for Build Alternatives 

The capital cost estimates were prepared with all costs expressed in 2007 dollars.  Federal 
Transit Administration’s (FTA) Standard Cost Categories (SCC) for Major Capital Projects is 
structured to ten general categories as shown below in Table 5-1. 
 
 

10 Guideway and Track Elements
20 Stations, Stops, Terminals, Intermodal
30 Support Facilities: Yards, Shops, Administration Buildings
40 Sitework and Special Conditions
50 Systems
60 ROW, Land, Existing Improvements
70 Vehicles
80 Professional Services
90 Unallocated Contingency
100 Finance Charges

TABLE 5-1

Category 
Number

Category Name

  FTA STANDARD COST CATEGORIES (SCC) FOR MAJOR CAPITAL PROJECTS

 
 
 

The first seven categories (10 through 70) are the physical construction entities:  infrastructure 
improvements and hardware supply and installation categories.  There are certain risks, 
uncertainties, assumptions and/or opportunities for cost savings within each of the construction 
alternatives.  These risks, etc. are responsible for the uncertainties in the cost estimates and are 
therefore estimated in the FTA SCC summary spreadsheet at three different capital costs levels:   
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1. Low Costs (LC) – This figure represents the low costs because certain assumptions or 
savings are figured in to the cost.  

 
2. Most Likely Costs (MC) – This figure represents what the industry standards and 

practices would normally cost. (Based on similar projects) 
 

3. High Costs (HC) – This figure represents the high end of what industry standards and 
practices would suggest.  For example an up-scaled commuter rail station with coffee 
shop versus a simple station with no coffee shop. 

 
The LC, MC and HC cost risks are considered herein to be design variations.  They can be 
alternate designs that may be chosen or required by outside agencies to address known 
engineering problems.  They arise mostly from uncertainty in the estimates of quantities arising 
from the design, from the possible need to select alternate designs for a specific item, or from 
anticipated market variation in unit costs (new technology, quantity discount, soft markets, etc.). 
 
The LC, MC and HC values are input to the FTA SCC workbook at segment levels.  The Build 
Alternative is divided into logical segments to enable the LC, MC and HC values for the first four 
Construction Categories (10 to 40) to be tailored to different design and construction issues.  
Since the entire KRM Build Alternative is an upgrade and restoration of a previous double track 
railroad, no need has arisen for such a segmentation of the line.  Therefore, all LC, MC and HC 
values will be input as one line segment into one spreadsheet along with the SCC standard 
second spreadsheet for “Project Wide Costs” (Categories 50 to 100). 
 
Provisions are made in the FTA SCC model for both allocated and unallocated contingencies.  
These represent reserves for unanticipated engineering problems.  Examples are poorer soil 
conditions than anticipated, unexpected repair to failed drainage, greater repair than anticipated 
to rehabilitate a structure, etc.  Both rely on engineering judgment and experience.  The 
unallocated contingency is generally considered a project management reserve that increases 
the overall contingency to traditional levels of cost estimating accuracy as project design 
matures.  For the current conceptual level of design on the KRM project an overall 
25% contingency (total of allocated and unallocated) has been chosen. 
 
Neither the LC, MC and HC estimates nor the contingencies include other specific types of 
capital cost allowances which are provided in other parts of the FTA SCC workbook: 
 

• Engineering inflation, which is a separate spread sheet in the FTA SCC 
• Financing risks, again another spread sheet in the FTA SCC.  

 
For the initial cost analysis for the Evaluation of Alternatives report in support of the Locally 
Preferred Alternative decision, the differences within each Category between MC and HC was 
used as the allocated contingency.  Therefore, LC, MC and HC values have not yet been input 
to the SCC Segment and Project-Wise Cost spreadsheets 
 
The rationale behind the LC, MC and HC assumptions for the first seven cost categories are 
discussed below.  Within any one category, there may not be a difference between two of the 
cost levels.  Or in some cases where the costs are well defined, the costs may be the same for 
all three of the columns.  In still other cases, LC and HC may be defined and an average of the 
two used for MC.   
 
The remaining three categories (80 through 100) represent professional services, contingencies 
and finance charges.  These three categories normally are estimated as fixed percentages of 
the construction costs.  Therefore, the only variation in their low, most likely, and high costs 



5-3 

arise from the variations in the construction costs of the previous seven categories on which the 
percentages are taken.  
 
General Guidelines for Low, Most Likely, and High Cost Estimates 
 

10 Guideway and Track Elements – LC and MC are the same; HC includes 
additional mainline siding and additional yard tracks. 

  
 20 Stations, Stops, Terminals, Intermodals – Two costs were used for stations:  LC 

and HC based on standard or typical station costs.  These were based on a 
simple station and an enhanced station.  Averages of the two were used for the 
MC.  

 
30 Support Facilities:  Yards, Shops, Administration Buildings – LC reflects a 

nominal same yard track footage with room for expansion and a nominal crew 
welfare facility, but a minimal cost for the maintenance shop.  This minimal shop 
anticipates a maintenance policy of changing out components and outsourcing 
much of the repair work by subassemblies (motors, transmissions, air 
conditioning, etc.).  The MC and HC use a heavy maintenance facility where the 
majority of components are repaired in the facility.  The HC also includes 
additional yard track footage to reflect the longer diesel trains in the HC choices 
under category 70, vehicles. 

 
40 Site Work & Special Conditions – The LC and MC are the same based on 

acreage estimates for stations and the DeKoven Yard in the conceptual design.  
The HC includes additional acreage for both the DeKoven Yard and a lump 
added acreage for all stations. 

 
50 Systems – The same quantities of wayside signal and train control work were 

used in the LC and the MC estimates.  However, the nature of those designs and 
their associated unit costs were varied.  The main difference is with the 
highway-railroad at-grade crossings road design and warning equipment.  The 
LC assumed that constant warning time (CWT) devices would be placed only 
where a second track was being added or the existing system was too antiquated 
for intended operations.  The MC assumes all crossings that are not CWT would 
be upgrades to CWT per the railroad’s standards and industry practices with 
other new start projects.  The HC assumed additional passing sidings which 
mean more signaling control points and additional train control work. 

  
60 Right of way, Land, Existing Improvements – An average $90,000 per acre unit 

cost was used throughout the project.  Acreage estimates agreed with those 
discussed for site work above in category 40.   

 
70 Vehicles – All three cost levels used the same numbers of trains.  However, the 

LC and MC used the diesel multiple unit vehicles, whereas the HC used regular 
push-pull diesel locomotives, cab cars and coaches, as reflected in the land 
costs of categories 40 and 60.  This approach was taken in case the agencies 
involved would not except the diesel multiple unit. 

 
Unit costs were obtained from a variety of sources.  These included consultant files, experience 
developed over the years and contacts with vendors.  Quantity take offs were from the 
conceptual designs.  In general, the designs were driven by the KRM Definition of Alternatives 
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report1 and the most current Evaluation of Alternatives report2 at the time of the design, but also 
reflect refinements necessitated by the details of that design work.   
 
    Commuter Rail Alternative  
 
The base year (2007) total capital cost for the basic Commuter Rail Alternative is $207.5 million.  
The annualized capital cost for the Commuter Rail Alternative is $16.5 million.  The percentage 
distribution of costs among the major categories is in Table 5-2.  The FTA’s definition of general 
construction, Categories 10 to 50, is 60% of the total project costs. 
 

10 Guideway and Track Elements 25%
20 Stations, Stops, Terminals, Intermodal 6%
30 Support Facilities: Yards, Shops, Administration Buildings 4%
40 Sitework and Special Conditions 5%
50 Systems 21%
60 ROW, Land, Existing Improvements 2%
70 Vehicles 19%
80 Professional Services 13%
90 Unallocated Contingency 5%
100 Finance Charges 1%

TABLE 5-2
COMMUTER RAIL DISTRIBUTION OF CAPITAL COSTS

Category 
Number

Category Name % of Capital 
Cost

 
 
    TSM Alternative 
 
The base year (2007) total capital cost for the TSM Alternative is $28.1 million.  The annualized 
capital cost for the TSM Alternative is $2.5 million.  The percentage distribution of costs among 
the major categories is shown in Table 5-3.  The FTA’s definition of general construction, 
Categories 10 to 50, is 58% of the total project costs. 
 

10 Guideway and Track Elements 10%
20 Stations, Stops, Terminals, Intermodal 25%
30 Support Facilities: Yards, Shops, Administration Buildings 3%
40 Sitework and Special Conditions 8%
50 Systems 12%
60 ROW, Land, Existing Improvements 3%
70 Vehicles 22%
80 Professional Services 13%
90 Unallocated Contingency 5%

TABLE 5-3
TSM DISTRIBUTION OF CAPITAL COSTS

Category 
Number

Category Name % of Capital 
Cost

 
                                                 
1 KRM, Definition of Alternatives, SEWRPC, September 2006. 
2 KRM, Evaluation of Alternatives, Rev 01, SEWRPC, April 21, 2006. 
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5.1.2 Operating and Maintenance Costs Estimates 

No-Build Alternative 
 
The No-Build Alternative assumes no change to existing service levels.  For purposes of this 
exercise, it was assumed that Wisconsin Coach Line’s (WCL) weekday service travel times 
would degrade by 10% between now and the project’s horizon year (2035).  Future year travel 
time estimates were verified from travel demand model results.  Thus, there is a slight increase 
in annual O&M costs (Table 5-4) over existing cost estimates.  Costs were estimated in 2006 
dollars and inflated to 2007 assuming a 2% adjustment factor. 
 
 

No-Build Alternative Hours Unit Cost O&M Cost
WCL Service 10,899 $97.24 $1,059,800
MCTS Route 48 4,208 $95.00 $399,800
Total Cost (2006) $1,459,600
Total Cost (2007) $1,488,792

TABLE 5-4
N0-BUILD ALTERNATIVE O&M COSTS

 
 
 

TSM Alternative 
 
The TSM Alternative assumes improvements to the WCL service.  Improvements include:  
additional bus trips, better timed meets with Metra service, new limited service to/from 
Waukegan and operation of limited stop service instead of current flag stop operations.  The 
TSM Alternative also includes expansion of MCTS Route 48 service (additional trips).  WCL 
in-service and revenue bus-hours were estimated by developing a schedule and blocking trips 
into bus assignments.  The unit cost of $97.24 per revenue bus-hour was then applied to the 
estimate of annual revenue bus-hours.  Additional revenue bus-hours were then calculated for 
Milwaukee County Transit System (MCTS) Route 48 based on the proposed number of trips for 
Route 48.  The MCTS hourly rate of $95 per revenue bus-hour was applied to the estimates of 
MCTS revenue bus-hours.  Table 5-5 shows the O&M costs in 2007 dollars for the TSM 
Alternative. 
 

No-Build Alternative
WCL Service 24,792 $97.24 $2,410,700 $1,350,900
MCTS Route 48 7,854 $95.00 $746,100 $346,300
Total Cost (2006) $3,156,800 $1,697,200
Total Cost (2007) $3,219,936 $1,731,144

Add'l. Over No-Build

TSM ALTERNATIVE O&M COSTS
TABLE 5-5

Hours Unit Cost O&M Cost

 
 
 

Commuter Rail Alternative 
 
The Commuter Rail Alternative assumes the continuation of WCL and MCTS Route 48 at their 
no-build service levels.  The decision to retain both routes with the Commuter Rail build 
alternative was the product of a detailed sensitivity testing exercise.  Two conclusions were 
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reached:  1) a portion of the markets served by the bus routes are distinctly unique from 
markets that the build alternative would serve, and 2) for significant portions of both routes, 
each would serve a complementary feeder function to the rail service.  The Commuter Rail 
Alternative includes a new airport shuttle route and two downtown circulator routes.  Annual 
revenue bus-hours were estimated for each of these MCTS bus additions, and applied to the 
hourly rate of $95 per revenue bus-hour.  Estimated bus costs in 2006 and 2007 dollars for the 
Commuter Rail Alternative are summarized in Table 5-6. 
 

Commuter Rail Alt. Hours Unit Cost O&M Cost
WCL Service 10,899 $97.24 $1,059,800 $0
MCTS Route 48 4,208 $95.00 $399,800 $0
Airport Shuttle 3,825 $95.00 $363,400 $363,400
Downtown Circ.'s 7,650 $95.00 $726,800 $726,800
Total Bus-Related (2006) $2,549,800 $1,090,200
Total Bus-Related (2007) $2,600,796 $1,112,004

TABLE 5-6
COMMUTER RAIL BUS COSTS

Add'l. Over No-
Build

 
 
 
The KRM total annual commuter rail O&M costs were developed by starting with real operating 
data, making modifications and adjustments for KRM and adding KRM operating data from the 
operations plan.  The following steps were involved in the process: 

1. Identify the most appropriate O&M annual cost data from an existing commuter rail 
operation (obviously, Metra-UP data) and the levels of subdivision, or “cost categories,” 
of the data. 

2. Select the most appropriate annual operating statistic, or “cost driver,” that is expected to 
vary proportionally with each category.   

3. Make adjustments to the Metra-UP data to remove specific characteristics that do not 
apply to KRM and calculate adjusted Metra-Union Pacific unit costs.  

4. Add adjustments to the unit costs for the specifics of the KRM project. 
5. Multiply the resulting unit costs by the calculated operating statistics from the KRM 

Operations Plans herein.   
 
The KRM unit costs were developed using a process that is very similar in approach to that 
used in the 2003 KRM Corridor Study.3  The starting data for these calculations is Metra’s series 
of annual Program and Budget documents.4  Metra’s budget is divided into four major groups of 
carriers or lines.  One of those is the “Union Pacific,” which combines the numbers from three 
lines:  Union Pacific North, Northwest and West Line operations.  Since KRM will run on Union 
Pacific Railroad (UPR) tracks which are currently a freight line continuation of those already 
used for the Metra UP-North service, these Metra data are considered an excellent starting 
point for the KRM calculations.   
 
Table 5-7 shows the calculation process starting with Metra budget numbers and operating 
statistics, adding KRM operating statistics, and ending with a single total annual KRM commuter 
rail O&M cost in 2006 dollars. The estimate in 2006 dollars was inflated to 2007 assuming a 2% 
adjustment factor.  
 

                                                 
3 WISE Ride:  KRM Corridor Transit Study, Technical Report No. 5, “Operating and Maintenance Costs for Alternatives,” Regional 
Planning Commission, May 2002, Table 17, page 30. 
4 (Typical) “Building on Success, 2007 Metra Program & Budget,” Metra, Draft October 2006, Final December 2006.    



5-7 

Cost Category
Metra-UP 

Unit Costs 
(2006 $)

KRM 
Adjustment

Projected 
KRM Unit 

Cost

KRM
Quantities

KRM 
Annual 

Cost

Percent of 
Total

Transportation - Labor ab $407.37 -43% $210.19 7,514 $1,579,398 15.6%
Transportation - Other b $245.41 -10% $220.87 7,514 1,659,619 16.4%
Maintenance of Way c $67,855 -15% $57,677 50.7 2,924,220 28.8%
Maint. of Equip.-Material d $0.45 -20% $0.36 558,195 202,717 2.0%
Maint. of Equip.-Other d $89,028 -20% $71,222 10 712,221 7.0%
Administration e $33,351 -5% $31,684 10 316,836 3.1%
Total Carrier Expense $7,395,011 72.9%

Insurance - Property $2,122 none $2,122 10 21,217 0.2%
Insurance - Liability $1.56 none $1.56 279,098 435,848 4.3%
Regional Services f 2.7% -5% 2.6% $7,395,011 188,816 1.9%
Downtown Stations $1,119 none $1,119 10 11,191 0.1%
Total without Fuel $8,052,084 79.4%

Diesel Fuel g $2.71 15% $3.12 279,098 1,000,590 9.9%
Com. Rail Related Bus Costs 1,090,200 10.7%

Total-2006 $10,142,873 100.0%
Total-2007 $10,345,731

TABLE 5-7

b Allowance for the inefficiencies saddled on Metra's UP operations by two separate maintenance facilities: California Coach Yard and M-19A locomotive facility.

c Metra service is the sole operation over about half of the current three UP lines.  KRM operations will share UP tracks with heavy freight and Depot only with Amtrak.

d Maintenance of Equipment reduced to reflect DMUs:  smaller easier to handle components and competitive prices for parts-repair in the automotive-truck industry.

e Metra must work with multiple freight railroads and has 2.26 rt-mi/station.  KRM must work with one freight railroad plus Amtrak and has 3.76 rt-mi/station.

Commuter Rail Estimated O&M Costs (2006 & 2007$)

a KRM Transportation labor cost rate is prorated based on crew sizes.  KRM crew:  2 (1 engineer + 1 conductor); UP crews:  50% 3, 50% 4.

 

5.1.3 The Project Finance Plan 

The text in Sections 5.1.3 and 5.1.4 is taken from the Financial Plan5, August 2007. The capital 
costs for the project are assumed to be financed by a combination of federal, state, and local 
RTA funding sources.  These funding sources include: 

1. FTA New Starts Capital Grant:  The Financial Plan assumes that the project will 
successfully compete for discretionary Section 5309 New Starts funding from the Federal 
Transit Administration (FTA) to cover 50 percent of project capital costs.  The total federal 
New Starts funding is assumed to amount to $124.9 million, based on the year-of-
expenditure project construction cost (i.e., adjusted for future inflation) of $250 million.  A 
maximum annual amount of $68.7 million is needed in 2011.  

2. FHWA Congestion Mitigation and Air Quality (CMAQ) Funding:  It is assumed that 
SEWRPC will allocate a portion of its annual apportionment of CMAQ funding to the 
project during its construction period.  The CMAQ funds would be obtained over a period 

                                                 
55 Kenosha-Racine-Milwaukee Commuter Rail Extension.  Financial Plan Report, August 2007  
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of 6 years at equal annual amounts of $3 million, or $18 million total.  This amounts to 
approximately one-quarter of the more than $12 million per year of total regional CMAQ 
funding that SEWRPC expects to be available for local projects.  Public transit projects 
have historically been the highest priority projects for CMAQ funding, but few have been 
submitted in recent years.  The CMAQ local match of 20 percent will be funded by the 
RTA.  Other Federal funds may be used along with CMAQ funds, including freeway 
construction mitigation funds during the reconstruction of Interstate Highway 94 between 
the Wisconsin-Illinois state line and the Mitchell Interchange near Milwaukee and Surface 
Transportation Planning funds made available by the State of Wisconsin for projects 
which provide alternatives to automobile travel. 

3. State Section 85.064 Commuter Rail Development Program Capital Grant:  It is 
assumed that the State of Wisconsin will appropriate funding for the project under its 
discretionary Commuter Rail Development Program.  This program was created under the 
2003-2005 Wisconsin State Budget (2003 Wisconsin Act 33) to provide grants in partial 
support of engineering, property acquisition, equipment acquisition, and infrastructure 
construction projects related to the development or extension of commuter rail transit 
systems in the state.  By statute, this program could pay up to half of the non-federal 
share of annual project capital costs or 25 percent of project costs, whichever is less.  The 
total state funding is assumed to amount to $53.4 million, based on the year-of-
expenditure project construction cost (i.e., adjusted for future inflation) of $250 million and 
the contribution of other federal funding sources as described in Table 5-8.  To date, the 
State has provided 10 percent of the cost of the Alternatives Analysis / Draft 
Environmental Impact Statement at an estimated cost of $400,000.  

4. RTA Direct Capital Investment:  The RTA will cover the remainder of the capital costs of 
the project from vehicle rental tax and bond proceeds, which amounts to $53.4 million.  
This funding will be derived from the vehicle rental tax, which is expected to generate 
$6.0 million in 2008.  The RTA plans to issue $23.0 million in bonds backed by revenues 
from the vehicle rental tax to cover a portion of the local share of the project’s construction 
costs.  

5. Municipal Capital Funding:  No municipal contributions to the project capital 
expenditures are assumed.  However, it is customary for communities in Illinois to 
contribute to enhancements at Metra commuter rail stations, such as upgraded waiting 
facilities or landscaping.  Similar capital assistance may materialize in the KRM corridor.  
To date, investment has occurred at a number of stations.  The city of Racine has 
completed rehabilitation of its historic train station, relocated its pulse bus system’s central 
transfer facility adjacent to the train station, and purchased adjacent land for potential 
parking.  The city of Cudahy has assembled land for its station.  The city of Kenosha has 
improved and expanded its station, including construction of a new parking structure.  

Table 5-8 summarizes the funding sources and levels of commitment for the KRM Commuter 
Rail Extension project.   
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Sources of Funds Funding Level Funding Share

Federal Sources:

Section 5309 New Starts $124,880,154 50% Proposed

CMAQ $18,000,000 7% Proposed

Total Federal Funds $142,880,154 57%

Non-Federal Sources:

State Commuter Rail 
Development Program

$53,440,077 21% Proposed

RTA Bonds $22,981,027 9% Proposed

RTA Direct Investment $30,459,050 12% Proposed

Total Non-Federal Funds $106,880,154 43%

Total Project Budget $249,760,308 100%

TABLE 5-8
PROJECT FUNDING SOURCES

Level of 
Commitment

 

The operating and maintenance costs of the project are assumed to be financed by a 
combination of federal, state, and local RTA funding sources.  These funding sources include: 

1. Federal Section 5307 Operating Assistance:  The FTA Section 5307 Urbanized Area 
Formula Program distributes funding to regional transit agencies based on population, 
population density, bus and fixed guideway revenue vehicle miles, bus and fixed 
guideway passenger miles.  In 2006, regions with commuter rail received a floor amount 
of formula funding of $7,652,551, plus apportionments based on the other criteria.  
Recognizing that apportionments vary each year based on congressional appropriations, 
it is assumed that the region will receive at least one-half of the 2006 level of funding 
following introduction of commuter rail.  Because the apportionment is based on National 
Transit Database reported data, there is typically a two-year lag between system startup 
and funding availability.  Accordingly, this source of funding is expected to become 
available in 2015.   

FTA Section 5307 Urbanized Area Formula Program funding has covered 11.8 percent 
of operating costs in Kenosha, Racine, and Milwaukee between 2001 and 2005.  The 
funding level described above would cover approximately one-third of the project O&M 
costs.  Funding levels from this source have grown at an annual rate of 11.5 percent 
between 2001 and 2005.  Assuming that this funding grows at the same 5.0 percent 
annual rate as O&M costs, federal formula funding would be $5.9 million in 2015, rising 
to $13.6 million in 2032. 

2. State Section 85.020 Mass Transit Operating Assistance:  This State program 
currently provides about $100 million annually to fund local urban public transit system 
operations in Wisconsin.  Commuter rail operations would be eligible under this program.  
This program is now widely used by urban bus transit and taxi systems and total 
program funding would need to be increased to also fund commuter rail.  State funding 
covered 41.1 percent of transit operating expenses in Kenosha, Racine, and Milwaukee 
between 2001 and 2005.  It is assumed that funding from this program will cover 
40 percent of commuter rail operating and maintenance costs.  Statewide funding levels 



5-10 

from this source have grown at an annual rate of 1.5 percent from 2001 to 2005, and 
total program funding has not changed significantly since 2003.  It is assumed that this 
funding will grow at an average annual rate of 1.5 percent per year following a one-time 
increase in overall appropriations to cover commuter rail operating costs.  Accordingly, 
state formula funding amounts to $4.5 million in 2013, rising to $6.0 million in 2032 
Project Farebox Revenues. 

3. Project Farebox Revenues: Farebox revenues are estimated based on annual 
ridership forecasts and average fare assumptions.  Ridership is assumed to grow in a 
linear manner between a 2000 forecast of 5,966 passengers per weekday and a 
2035 forecast of 7,392 passengers per weekday, based on patronage forecasts 
presented in the Ridership Forecasting Report.6  Using an annualization factor of 
255 typical weekdays per year (commuter rail service is assumed to not operate on 
weekends or holidays), this reflects an annual ridership of 1,521,000 unlinked trips in 
2000 and 1,885,000 unlinked trips in 2035.  By linear interpolation, opening year 
ridership is estimated to be 1,656,000 in 2013, rising to 1,854,000 in 2032. 

These annual ridership forecasts are multiplied by an average fare based on 2035 
station-to-station ridership forecasts and fare assumptions that are an extension of Metra 
experience.  Metra one-way fares begin at $1.95 and increase $0.40 to 0.50 per 
five-mile fare zone.  Approximately 30 percent of Metra riders purchase ten-ride tickets 
at a 15% discount.  Approximately 60 percent of Metra riders purchase monthly tickets at 
a cost equal to that of 27 one-way trips.  Using these assumptions, an average fare of 
$2.51 (2007 dollars) was developed for KRM.  The average fare is assumed to increase 
with inflation at an average annual rate of 2.2 percent.  Opening year average fare is 
thus $2.86 in 2013, rising to $4.32 in 2032.  This yields farebox revenues ranging from 
$4.7 million in 2013 to $8.0 million in 2032.  Farebox recovery ratios fluctuate between 
33 and 22 percent, for an average of 26 percent over the analysis period. 

No other potential system-generated revenues, such as from advertising, concessions, 
real estate, or commuter parking fees, are included in the financial plan. 

4. RTA Vehicle Rental Tax:  All of the revenue required to support the operations of the 
RTA currently is derived from a $2.00 vehicle rental fee authorized under the enabling 
legislation of the Authority.  The RTA is considering a legislative request to increase this 
tax to $15.00 to fund the local share of the project.  It is assumed that this tax is enacted 
and imposed on or before July 1, 2007 to fund the KRM Commuter Rail Extension 
project.   

The current vehicle rental tax yielded $800,000 in 2006.  The increased tax is estimated 
to yield $5,850,000 if it were imposed for the full year in 2007.  The financial plan 
assumes that approximately one-quarter of this revenue will be available in 2007.  The 
fee is assumed to be adjusted as needed over time such that revenue keeps pace with 
inflation, assumed to be 2.2 percent per year.  Accordingly, it is expected to generate 
$6.0 million in 2008, rising to $6.7 million in 2013 and $10.1 million in 2032. 

5. Bond Proceeds:  As described above, the RTA is considering a legislative request for 
bond authority of up to $50 million backed by the sales tax revenue stream.  The cash 
flow analysis assumes that the RTA will borrow as needed during the construction and 
operations periods to maintain a positive cash balance. 

                                                 
6 Kenosha-Racine-Milwaukee Commuter Rail Extension.  Ridership Forecasting Report, September 2007. 
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5.1.4 Financial Capability to Build and Operate 

The proposed RTA vehicle rental tax, combined with the issuance of debt against future tax 
proceeds, is expected to be adequate to fund the project’s local share.  Expenditures beyond 
2012 are related to debt service of bonds issued to support the project’s capital costs. 

Borrowing, Debt Level and Ratings 

Although the tax is expected to result in a rising fund balance in the RTA account throughout the 
pre-construction engineering period, some borrowing will likely be needed in the final years of 
construction in 2011 and 2012 to meet the large annual demand for resources during the 2-year 
construction period.  The financial plan assumes that the RTA will issue bonds for $8.7 million in 
2011 and $14.3 million in 2012 to meet construction obligations not covered by accumulated tax 
revenues.  This $23.0 million of debt amounts to 43 percent of the RTA’s total capital 
contribution to the project.   

The expected debt level represents 46 percent of the proposed $50 million in bonding authority 
that the RTA expects to recommend to the State Legislature and the Governor.   

The financial plan assumes that the RTA will have a similar rating as the Miller Park Stadium 
Authority, a special-purpose public authority supported by a 0.1 percent sales tax in five 
counties in the Milwaukee metropolitan area.  Based on experience with the stadium bonds, it is 
assumed that the RTA will issue bonds with a 20-year maturity at 4.5 percent, resulting in 
annual debt service costs are $1.8 million.  A similar amount of $1.7 million is expected to be 
incurred as finance charges during the construction period. 
 

Contingencies 

The capital cost estimate includes a 17.5 percent contingency applied to the construction costs, 
which reflects the current level of design and the uncertainties inherent in the development of 
similar projects.  The contingency is estimated at $31.6 million dollars (2007 dollars).  This 
contingency is conservative and provides for potential cost increases as the project advances 
through the design process. 

However, if project cost overruns exceed the levels included in the contingency, some project 
cost overruns may be accommodated within the RTA’s unused borrowing authority.  For 
example, if total project construction costs rise to the High Cost estimate, the RTA would be 
able to complete the project with $41.4 million of debt.  Under this scenario, the RTA would be 
able to maintain positive cash balances in its combined capital and operating accounts 
throughout the six-year construction period and the 20-year operating period.   

Potential Actions in the Event of Federal Funding Shortfalls 

Likewise, if federal funding does not meet expectations in terms of either magnitude or timing, 
some project funding shortfalls may be accommodated within the RTA’s unused borrowing 
authority.  If New Starts funding amounted to only $100 million (or 40 percent of the project 
cost), the RTA would be able to complete the project with $42.5 million of debt.  Under this 
scenario, the RTA would be able to maintain positive cash balances in its combined capital and 
operating accounts throughout the six-year construction period and the 20-year operating 
period.   
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Description of Cash Reserves for Potential Cost Increases 

The RTA is expected to require a small influx of working capital in its first two years of revenue 
service.  This is primarily a result of the fact that federal Section 5307 formula funds are not 
expected to become available until the new commuter rail system appears in the National 
Transit Database.  It is assumed that the RTA will issue short-term notes of $0.9 million in 2013 
and $1.3 million in 2014.  Repayment terms are assumed to be over five years at 6.0 percent 
interest. 

After 2015, the RTA is expected to accumulate a cash surplus up to $6.2 million per year.  At 
the end of 20 years of operations in 2032, the RTA is expected to have $56.3 million of cash on 
hand. 

The financial plan includes conservative assumptions in the form of capital cost contingencies, 
funding levels below historical experience or reasonable expectations from various revenue 
sources, and low growth rates in revenue sources in its conclusion that the RTA has adequate 
financial resources to construct and implement the KRM Commuter Rail Extension project.  If 
future conditions are worse than the conservative assumptions reflect, the RTA has cash 
reserves and bonding capacity to cover many more pessimistic scenarios. 

5.2 Comparative Analysis of Alternatives 

This section provides a variety of measures to evaluate and compare the No-Build, TSM, and 
Commuter Rail Alternatives.  These measures are consistent with the FTA guidelines for 
assessing and evaluating major investments.   

5.2.1 Effectiveness in Improving Mobility 

Various elements serve as indicators of improved mobility including responsiveness to goals 
and objectives and transportation problems and deficiencies identified in previous sections.  
Ridership describes the amount of people using the proposed transit alternatives in 2035, as 
estimated through a transportation demand model.  Travel time savings assess the annual 
value of time saved for transit users as a result of the proposed transit alternatives. 
 
   Corridor Goals and Objectives 
 
In addition to the evaluation factors discussed below, the TSM and Commuter Rail Alternatives 
relate to the goals and objectives presented in Section 1.2.1.  Throughout the planning 
development process these goals and objectives have been at the forefront of the alternatives 
development, analysis and selection process.  The three goal statements for the KRM AA/DEIS 
are listed below: 
 

1. Improve Regional Transit Mobility and Access 
2. Contribute to Desirable Economic and Community Development 
3. Attract Increased Transit Ridership 

 
The Commuter Rail Alternative responds most strongly to the goals, objectives, and problems 
within the corridor.  The TSM Alternative provides a quality bus development option but is not as 
strong in addressing the goals, objectives, and problems within the corridor. 
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   Ridership 
 
For all proposed projects and alternatives, transit ridership is a function of travel time and cost.  
All else being equal, the faster technologies attract more riders.  The speed is usually a function 
of both the technology and the physical conditions in which it has to operate.  Longer segments 
have higher ridership because they service a larger area, incorporate more stations, and 
potentially reduce the number of transfers. 
 
Transit ridership has been estimated for the TSM and Commuter Rail Alternatives using the 
latest TP+ based KRM travel demand forecast model, based on the forecast year of 2035.  
More information on projected KRM ridership and how ridership models were determined can 
be found in the Ridership Forecasting Report, September, 2007.   
 
The definitions of the TSM and Commuter Rail Alternatives can be found in Section 2.  For 
comparison purposes, the results obtained by applying the FTA’s Aggregate Rail Ridership 
Forecasts (ARRF) sketch forecasting model are also shown.  The KRM model results are 
consistent with the ARRF results for the base year 2000 and also reflect a growth in ridership 
between 2000 and 2035.  The projected growth reflects the increase in population and 
employment in the corridor and in areas of the corridor that are located closer to the KRM 
alignment.  Table 5-9 summarizes the projected ridership under each service scenario. 
 

AARF Model 
2000 Census

KRM Model 
2000

KRM Model 
2035

TSM -- 1,733 2,575

Commuter Rail 4,496 to 5,764 5,966 7,392

YEAR 2000 AND 2035 RIDERSHIP FORECASTS 
TABLE 5-9

 
 
The ridership under both the TSM and the Commuter Rail Alternatives is concentrated during 
the AM and PM peak periods of the day (Table 5-10).  Ninety percent of the projected daily 
ridership under the commuter rail option is expected to occur during the peak periods between 
6:00 and 9:00 AM and between 2:30 and 6:00 PM.  This pattern is consistent with the peak 
period oriented level of KRM rail service and is also consistent with experience in other 
commuter rail systems. 
 

TSM TSM Commuter Rail Commuter Rail 
2000 2035 2000 2035

AM Peak 734 1,010 2,689 3,223

Midday 169 275 338 471

PM Peak 729 1,120 2,841 3,549

Evening 101 170 98 149

Total 1,733 2,575 5,966 7,392

TABLE 5-10
SUMMARY OF RIDERSHIP FORECASTS BY TIME OF DAY
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The major measure of effectiveness of transit ridership for comparison between alternatives is 
the number of new “transit” trips compared to the No-Build Alternative.  The Commuter Rail 
Alternative attracted 4,700 more total system wide transit trips than the TSM Alternative.  
 
   Transportation System User Benefits 
 
The transportation system user benefits measure is defined as the total benefits that are 
expected to benefit existing and new transit riders that would be expected to result from the 
TSM and Commuter Rail Alternatives in the forecast year (2035).  Compared to the TSM 
Alternative, the Commuter Rail Alternative would generate 787,763 hours of system user 
benefits per year for existing and new transit riders. 

5.2.2 Operating Efficiency 

The FTA uses a single measure of the operating efficiencies criterion, which is the change in 
operating cost per passenger mile for the entire regional transit system.  The basic calculation 
involves dividing the system annual operating and maintenance costs for the transit service by 
the system annual passenger-miles projected for the year 2035.  Calculation of the O&M costs 
is discussed under Section 5.1.2.  System annual passenger miles are produced from the travel 
forecasting model for each alternative for the forecast year of 2035.  The No-Build Alternative 
has an operating cost per passenger mile of approximately $0.818.  The TSM Alternative has an 
operating cost per passenger mile of approximately $0.808 and the Commuter Rail Alternative 
has a cost of $0.779.  Table 5-11presents the costs per passenger mile of the existing systems 
and with the addition of either TSM or Commuter Rail. 
 
 

TSM Commuter Rail
Operating Cost (000s) $159,110 $160,841 $169,456

% Change from Existing -- 1.1% 6.5%

2035 Passenger Miles (000s) 194,473 199,031 217,548

% Change from Existing -- 2.3% 11.9%

Cost per Passenger Mile $0.818 $0.808 $0.779

Change from Existing -- -$0.012 -$0.05

Existing Plus AlternativeExisting 
Systems

TABLE 5-11
EXISTING SYSTEM O&M COST & PASSENGER MILES

 
 

5.2.3 Efficiency (Cost-Effectiveness) 

Cost-effectiveness is a measure used to evaluate how the costs of a transit project alternative 
(for both construction and operation) compare to the expected benefits.  Over the last few years 
FTA has revised the cost-effectiveness measure and changed the measure of benefits from 
“new transit trips” to “transportation system user benefits or travel time benefits in annual hours” 
for the proposed alternatives.  FTA’s change reflects their decision that the cost per hour of 
transportation system user benefits is a preferable measure for cost-effectiveness (as compared 
to the former measure of cost per new transit trip), as it (1) captures the benefits which accrue 
to all transit system users (including existing transit riders); (2) better reflects the underlying 
reason for ridership increases – improvements in travel time; (3) incorporates and considers the 
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nature of the service being provided by the proposed project (for example, the measure 
distinguishes the benefits of long vs. short trips); and (4) does not penalize those agencies 
which are already providing a high level of transit service in a corridor for which a major capital 
investment is proposed. 
 
FTA’s cost-effectiveness criterion is measured by the incremental cost per hour of transportation 
system user benefit in the forecast year for the TSM Alternative compared to the Commuter Rail 
Alternative.  This measure is based on the annualized total capital investment and annual 
operating and maintenance (O&M) costs divided by the annual hours of transportation system 
user benefits. 
 
To calculate the change in capital cost, project costs were aggregated according to their 
assumed useful life and annualized accordingly.  Table 5-12 compares the cost-effectiveness 
for the TSM and Commuter Rail Alternatives.  
 

Cost Effectiveness Measures TSM
Commuter 

Rail
Capital Costs (in millions) $28.1 $206.1
Annualized Capital + O&M Costs $4.3 $26.8
Annualized Capital + O&M Costs per 
Passenger Trip $6.5 $40.8

Annualized Capital + O&M Costs per 
Passenger Mile $1.0 $1.5

Revenue-to-Cost Ratio 34% 26%
Incremental Costs per Incremental 
Linked Passenger Trip $0.019 $0.059

TABLE 5-12

Evaluation Values

COST-EFFECTIVENESS MEASURES BY ALTERNATIVE

 

5.2.4 Equity Considerations 

Equity considerations generally fall into three interrelated classes:  (1) the extent to which the 
transportation investments improve transportation service to various population segments (i.e., 
the extent to which transit improvements benefit the transit dependent); (2) the distribution of 
project costs across the population through the funding mechanisms used for the local 
construction and operation; and (3) the incidence of significant environmental impacts.  In 
addition, Executive Order 12898, Federal Actions to Address Environmental Justice in Minority 
Populations and Low-Income Populations, requires that federal agencies consider and address 
disproportionately high adverse environmental effects of proposed federal projects on the health 
and environment of minority and low-income populations to the greatest extent practicable by 
law.  Sections 3.4 and 4.16 (Environmental Justice) of this document discusses the equity and 
environmental consideration for the study corridor and the alternatives under consideration.  
Section 6.2.1 (Public Involvement) of this document discusses the outreach program to all 
groups that have been part of the planning process. 
 
The No-Build Alternative would not offer the study area residents and businesses the enhanced 
mobility, regional connectivity, and accessibility provided by the TSM and Commuter Rail 
Alternatives as stated in the goals and objectives and the statement of purpose and need. 
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The Commuter Rail Alternative provides many benefits related to equity, accessibility to 
opportunities, mobility improvements, economic revitalization, employment opportunities, 
federal, state, and local funds for construction, and additional funds for the operating and 
maintenance costs and expanded bus services.  The TSM Alternative provides many of the 
same benefits, however not to as large of an extent. 
 
Cities along the corridor have indicated their interest and commitment to economic 
development/redevelopment in the vicinity of the proposed commuter rail stations by developing 
land use and comprehensive plans in these areas.  The Commuter Rail Alternative provides an 
impetus to support planned growth in each of the cities on an equitable basis.  Table 5-13 
summarizes the significant transportation characteristics related to the alternatives. 
 

Factor

Capital Cost (million 
$) $0.00 $28.1 $207.5

Annual O&M Cost 
compared to No-
Build (million $)

N/A $1.73 $10.35

Daily New Transit 
Trips Compared to 
No-Build

N/A 912 5,601

Annual New Transit 
Trips compared to 
No-Build 

N/A 332,900 2,044,400

TABLE 5-13

No-Build 
Alternative

Commuter Rail 
Alternative

TSM            
Alternative

SUMMARY OF SIGNIFICANT TRANSPORTATION 
CHARACTERISTICS

 
 

5.2.5 Trade-Offs Between Alternatives 

The trade-offs between the No Build and TSM Alternatives and the Commuter Rail Alternative 
are that the No-Build and TSM Alternatives would involve less capital costs, but would not 
provide an enhanced level of mobility and accessibility to the communities along the corridor.  
The Commuter Rail Alternative would also provide improved access to a broader range of 
employment, shopping, educational, and cultural opportunities, consistent with the goals and 
objectives discussed above and in Section 1. 
 
The financial trade-offs between the Commuter Rail and TSM Alternatives are directly related to 
the ability of the region and the local communities in concert with the federal and state 
governments to adequately fund the construction and operation of these alternatives as 
discussed in Sections 5.1.3 and 5.1.4. 
 
From a mobility standpoint, the Commuter Rail Alternative provides the greatest improvements 
to mobility for the residents and businesses along the corridor and is the most effective in 
satisfying the goals and objectives for the corridor. 



 
 
 

SECTION 6 
 

COMMENTS AND COORDINATION 
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6 COMMENTS AND COORDINATION 

This section describes the public involvement and agency coordination effort that occurred 
during the Kenosha-Racine-Milwaukee (KRM) Alternatives Analysis/Draft Environmental Impact 
Statement (AA/DEIS) project.  The public involvement process described throughout this section 
was inclusive of all residents and population groups in the study area and did not exclude any 
persons because of income, race, color, religion, national origin, sex, age, or handicap. 
 
As outlined in the Section 1.2.1, Project Goals and Relationship with Previous Planning Efforts, 
there have been a number of increasingly detailed studies for major transportation 
improvements in the KRM corridor prepared previously.  These studies served as an important 
foundation for the investment alternatives considered in this study. 
 
Most recently, in 2003, the KRM Corridor Transit Study was completed.  The project evaluated 
commuter rail and commuter bus alternatives connecting Kenosha, Racine and Milwaukee.  
This study was the precursor to the KRM AA/DEIS project and had a significant level of public 
involvement activities.  This section will describe public involvement activities in two categories: 
 

1. Those activities that occurred during the KRM Corridor Transit Study 
2. Those that occurred through the DEIS stage of the current KRM AA/DEIS project. 

6.1 KRM Corridor Transit Study (PREVIOUS STUDY) 

During this study, an extensive public involvement program was undertaken to encourage the 
active participation of both public and private interests such as citizens, public interest groups, 
private businesses, local units of government and agencies throughout the preliminary study 
and decision-making process.  This element of the study was focused exclusively on providing 
the public with the opportunity to identify issues and concerns and provide feedback about the 
study findings and recommendations.  Public input was invited and encouraged early in the 
study process to help refine transportation options before considerable time and effort was 
spent developing alternatives.  This allowed the public, their elected officials, governmental 
agencies, and community groups to have information on the study, and provided them with an 
opportunity to help direct the study's course.  Public input was also actively solicited near the 
end of the study to obtain feedback and reaction to the study findings. 
 
Through newsletters, briefings, public meetings, and the web site, the public had ample 
opportunity to participate in and comment on the study.  The public reaction to the study 
findings, conclusions, and preliminary recommendations of a project advisory committee were 
documented in a separate report entitled Record of Public Comments:  Kenosha-Racine-
Milwaukee Corridor Transit Studv: December 11, 2002 -May 16, 2003.  This public record 
includes written comments received by letter, e-mail, fax, and on comment forms available on 
the study web site and at the public information meetings and hearings; oral comments made at 
the public information meetings and hearings; pertinent newspaper articles; and examples of the 
public involvement materials and announcements.  This public record is available to anyone for 
review and downloading on the current study website at www.KRMonline.org.  
 



6-2 

The following lists the public and agency outreach activities that were undertaken during this 
study. 
 

• Study Advisory Committee 
• Coordination of Local Government and Agencies 
• Public Informational Meetings and Hearings 
• Briefings for Public Businesses and Civic Officials and Groups 
• Presentations to Public Officials 
• Study Newsletters 
• Study Website 

6.1.1 Study Advisory Committee 

The Advisory Committee for the study performed two important functions.  First, as mentioned 
above, the Committee was responsible for guiding and directing the study, reviewing materials 
prepared under the study, and developing preliminary and final recommendations.  The 
Committee also performed the very important function of acting as a direct liaison between the 
work of the study effort and the local areas that will be responsible for making the decision 
concerning whether or not to proceed with the public transit improvements being evaluated.  As 
such, the Committee was composed of a multi jurisdictional group of members who represented 
the various units of government and agencies that would be served by the transportation 
improvements and or would be expected to be instrumental in implementation of the potential 
improvements. 
 
Because the Advisory Committee represented:  the municipalities and counties that would be 
directly served by the alternatives; the Wisconsin Department of Transportation (WisDOT) and 
the affected transportation operators, the direct and regular participation by the Committee 
members provided an excellent opportunity for local interests, communities, and officials to be 
kept informed of the study's progress and results.  This also allowed the Committee members to 
easily bring back feedback and concerns from local officials and community areas they 
represent as the study progressed. 
 
In summary, the broad representation of various corridor interests on the Advisory committee 
allowed for a two-way exchange of study progress information and feedback and refinement of 
the study findings and results as the work of the study was being carried out. 

6.1.2 Coordination of Local Government and Agencies 

Since representatives from the counties and municipalities in the KRM corridor were included in 
the membership of the study Advisory Committee, one of their duties was to keep local public 
officials apprised of the study’s progress.  These community representatives regularly drew 
upon the comments and suggestions regarding the direction of the study made by their local 
constituencies and staff.  In addition, study staff was available to make presentations or 
progress reports regarding the study. 

6.1.3 Public Information Meetings and Hearings 

Two sets of public information meetings and hearings were held at key points during the KRM 
Corridor Transit Study.  The first set consisted of public "scoping" meetings as work on the 
study commenced.  These scoping meetings were intended to introduce the study to the public, 
describe the scope of the study's work effort, and identify project issues and concerns early in 
the study.  Residents, civic leaders, community interest groups, and agencies were invited to 
comment on what issues should be addressed and what alternatives should be developed and 
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evaluated during the study.  Each scoping meeting included a short presentation about the 
study and an "open house" session during which interested individuals could meet with study 
representatives to ask questions and discuss the study.  A list of these scoping meetings is 
presented below in Table 6-1. 
 

(PREVIOUS STUDY)

City
Kenosha August 29, 2000 15
Racine August 29, 2000 35
Cudahy August 30, 2000 40
Milwaukee August 31, 2000 40

Total Meeting Attendance 130

TABLE 6-1
SUMMARY OF PROJECT SCOPING MEETINGS 

Meeting Date Number of 
Attendees

 
 
The second set of public meetings consisted of information meetings and public hearings held 
near the conclusion of this study.  These meetings were intended to obtain comments and 
feedback from the public concerning the findings and conclusions of the study effort and the 
Advisory Committee's preliminary recommendation.  Each of these meetings included an 
"open-house" session to provide an opportunity for interested individuals to meet one-on-one or 
in small groups with study staff to ask questions and provide feedback and input on the study; a 
presentation by study staff that summarized the study findings and conclusions; and a public 
hearing that provided a forum for public comment in "town hall" format.  A list of these public 
information meetings and hearings is presented below in Table 6-2.  
 

City
Kenosha April 23, 2003 70
Milwaukee April 24, 2003 165
Racine April 30, 2003 170
Cudahy May 1, 2003 75

Total Meeting Attendance 480

TABLE 6-2
SUMMARY OF PUBLIC INFORMATION MEETINGS

Meeting Date Number of 
Attendees

 
 
The dates, locations, and times for both sets of public meetings were widely distributed using 
the study newsletter, news releases sent to newspapers, radio stations, and television stations 
serving the corridor, and paid announcements in corridor newspapers. 

6.1.4 Briefings for Business and Civic Officials and Groups 

The study team conducted numerous presentations throughout the corridor to brief 
organizations such as local chambers of commerce, service clubs, business and professional 
associations about the study.  Examples of such organizations and groups included the 
following: 
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• Chambers of Commerce - Kenosha Area Business Alliance (KABA), Racine Area 
Manufacturers and Commerce (RAMAC), Oak Creek, Cudahy, South Milwaukee, and 
Sturtevant chambers. 

 
• Service Clubs - Kiwanis, Rotary, Lions, and Optimist clubs within the corridor. 

 
• Other - Racine and Kenosha Area Boards of Realtors, Racine County Economic 

Development Corporation (RCEDC), Greater Racine Committee, West Racine Business 
and Professional Association, Racine Women's Business and Professional Association, 
Transit Forum held at Insinkerator, Sustainable Racine, Transit Now, Racine County 
Connection and Visitors Bureau, WisPark, S.C. Johnson & Son, Inc., Downtown Racine 
Corporation, WGTD-FM-Kenosha, Commuter Rail supporters meeting at Racine City 
Hall, and Milwaukee's Historic Third ward Association. 

6.1.5 Presentations to Public Officials 

Individual meetings and presentations were conducted by study staff with numerous public 
officials including the mayors and county executives for the Cities and Counties of Kenosha, 
Milwaukee, and Racine.  Initial meetings occurred during the scoping process and an interim 
status meeting occurred with each official during the course of the study.  Elected officials were 
also contacted and encouraged to attend the information meetings at the beginning and at the 
conclusion of the study.  They were encouraged to contact study representatives with any 
questions during the course of the study. 

6.1.6 Study Newsletters 

A newsletter called "Wise Ride" was developed, printed, and distributed.  Three newsletters 
were produced during the course of the study.  The newsletters were intended to make 
interested parties aware of the study, present information concerning the alternatives being 
considered, describe the study findings and conclusions, announce upcoming public meetings, 
and foster feedback, comments, and opinions from people in the corridor.  The newsletters 
included: 
 

• Issue One - Summer 2000:  Announced the four public information "scoping" meetings 
held in August 2000, described the study and the study area, provided rationale for the 
study, presented potential alternatives, listed the membership of the Study Advisory 
Committee, described the study scope and schedule and encouraged people to get 
involved. 

 
• Issue Two - Summer 2001:  Described the alternatives selected for further study, 

identified the screening process, noted two new members of the Advisory Committee, 
cited some public comments, and discussed what comes next. 

 
• Issue Three - Spring 2003:  Announced the four public information meetings and 

hearings, provided a summary of the study findings and conclusions, described the 
alternatives, discussed the evaluation, and presented the major differences among the 
alternatives and the preliminary recommendations of the Advisory Committee. 

 
The three issues of the study newsletter were mailed to interested persons using a mailing list 
developed and maintained specifically for the KRM Corridor Transit Study. The mailing list was 
maintained and updated throughout the study and included almost 2,300 names.  Quantities of 
newsletters were also made available to Advisory Committee members, public officials, 
agencies, and groups for distribution. 
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6.1.7 Study Web Site 

A study web site called "Wise Ride" was developed and maintained as a primary means to 
provide information about the study and its findings and conclusions, to announce upcoming 
public information meetings and hearings, and to solicit feedback and comments from the 
public.  This website was replaced with the updated and expanded website for the current study 
www.KRMonline.org. .  

6.2 KRM AA/DEIS (CURRENT STUDY) 

This section presents the public and agency outreach efforts that have taken place during the 
current study, the KRM AA/DEIS project.   
 
Public involvement is integral to the planning phase of the KRM AA/DEIS project.  Input and 
feedback of elected and appointed officials, business and civic leaders, environmental and 
community groups, community based organizations and concerned and interested citizens and 
parties is essential for identifying issues of concern and for making informed decisions.  To that 
end, the following public involvement activities have been undertaken: 
 

• Scoping Meetings 
• Website 
• Newsletters 
• News Releases/Advertisements/Media Kits 
• Public Information Meetings 
• Steering Committee 
• Station Area Design Workshop 
• One on One Key Interviews 
• One on One and Small Group Meetings 

6.2.1 Scoping Meetings 

Scoping is the process of alerting the public and agencies to the presence of the project and 
soliciting input on the study issues that should be examined, alternatives to be considered, or 
other issues or concerns believed to be important.  Information on the scoping process was 
provided in the first issue of a project newsletter, which was widely distributed in the corridor.  
The primary means of dissemination was a mailing to individuals on a large database that was 
created for the Regional Planning Commission’s 2003 KRM Corridor Transit Study described in 
the previous section and updated for this project.  Electronic announcements regarding public 
meetings and the availability of newsletters were also sent via email to individuals who provided 
their email address for the interested party database. 
 
Scoping meeting announcements were advertised in local media outlets and were the subject of 
press releases.  Information on the project, as well as other opportunities to provide feedback, 
was available on the study’s website (www.KRMonline.org). 
 
Opportunities to provide written or verbal comments were available at the scoping meetings as 
well as through the project website.  Members of the public as well as affected Federal, State, 
regional and local agencies were invited to participate in public scoping meetings held at the 
following locations:  
 

• Tuesday, February 21, 2006 - Kenosha Gateway Technical College, Kenosha, 
Wisconsin; 
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• Wednesday, February 22, 2006 - Racine Gateway Technical College, Racine, 
Wisconsin; and 

• Thursday, February 23, 2006 - Milwaukee Downtown Transit Center, Milwaukee, 
Wisconsin. 

 
All meetings were conducted in an open house format and included a project presentation.  
Refer to Table 6-3 for the attendance of these scoping meetings.  The scoping meeting sites 
were accessible to mobility-impaired people, and interpreter services were provided for hearing-
impaired people upon request.  A special interagency scoping meeting was also held as 
discussed below in section 6.2.10 of this report. 
 

(CURRENT STUDY)

City
Kenosha February 21, 2006 54
Racine February 22, 2006 72
Milwaukee February 23, 2006 77

Total Meeting Attendance 203

TABLE 6-3
SUMMARY OF PROJECT SCOPING MEETINGS

Meeting Date Number of 
Attendees

 
 
Interested parties were invited to read a draft scoping report that outlined project details.  The 
draft report described the current ideas regarding the potential transit improvements being 
considered in the KRM corridor.  The public was encouraged to give their comments about the 
alternatives and any other issues related to the KRM project.  Comments and suggestions on 
any or all of the material contained in the scoping document were encouraged.  Comments 
could have been made orally at the scoping meetings, submitted through the study website, or 
provided in writing by March 24, 2006. 
 
At the scoping meetings, study staff briefly explained the study process; described the 
alternatives proposed for analysis; and presented the anticipated analysis issues.  They 
received both public interest group and government agency comments on alternatives and 
study issues.  Comments took the form of: 
 

• Suggestions for additional alternatives, issues or public-involvement methods 
• Suggested changes or refinements to the alternatives, issues or public involvement 

methods proposed in this document 
• Suggestions for addressing additional environmental issues  

 
Following conduct of the scoping meetings in February, 2006, the draft Scoping Report was 
then revised, expanded, and finalized.  The final version of this report is entitled Final Scoping 
Report - May 2006, and provides a description of the background, purpose, and need for the 
project, the DEIS process, the alternatives to be studied, issues to be addressed, the project 
schedule, the scoping process results and public input, and identifies the issues and concerns 
from this input and their disposition.  An appendix to the Final Scoping Report was also 
prepared to allow interested parties access to all of the scoping process documentation and 
comments.  The appendix provides detail on the methods used to publicize the meetings, 
attendance lists of participants, the presentation delivered during the meetings, input received 
from the public, and press articles covering the project.  This document is entitled Final Scoping 



6-7 

Report Appendix - May, 2006.  This report and its appendix are available for review and 
downloading on the current study website at www.KRMonline.org.  

6.2.2 Website 

A user friendly, interactive web site was established, www.KRMonline.org.  This site contained 
the most current study information as well as notices of all upcoming meetings and opportunities 
for community participation.  The site was interactive and public comment and feedback was 
encouraged. 

6.2.3 Newsletters 

Newsletters were distributed throughout the study area by mail, bulk distribution to elected 
officials, and distribution to a large media listing.  Thus far, three newsletters were issued.  The 
editions included: 
 

• Edition 1 – February, 2006:  Provided an introduction to the project and announced the 
public scoping meetings held during February 2006.  

 
• Edition 2 –  Summer, 2006:  Discussed the public scoping meetings that were held, the 

transit alternatives being considered, screening of these alternatives by the project 
Steering Committee, and the transit-oriented-development workshops held for each of 
the proposed station areas   

 
• Edition 3 – January, 2007:  Announced the latest round of public information meetings, 

highlighted the differences between commuter rail and bus transit alternatives, and 
outlined the reasons for recommending the advancement of commuter rail toward 
implementation. 

6.2.4 News Releases/Advertisements/Media Kits 

Press Releases announcing public scoping meetings were distributed to more than 80 news 
outlets including radio, TV, and print.  Press kits with project information were also provided.  
Paid advertising was placed in news outlets representing both major mainstream markets and 
small publications targeted to low income and minority populations.  Table 6-4 lists the various 
media used to advertise the scoping meetings.  Copies of the press releases and the paid 
advertising are included in the Final Scoping Report Appendix - May 2006, which can be viewed 
or downloaded from the current study website. 
 

6.2.5 Public Information Meetings 

In February, 2007, public information meetings were held at the Gateway Technical Colleges in 
Racine and Kenosha, and at the Downtown Transit Center in Milwaukee.  All three locations 
were handicap accessible.  The purpose of the meetings was to update the public on the 
project.  The meetings were announced through news releases and a letter to individual 
residents and property owners in the immediate vicinity of the proposed Detailed Study 
Alternatives.  The meetings were held in an open house format that began at 5:30 p.m. and 
ended at 8:00 p.m.  Similar presentations were given at 6:00 p.m. and 7:00 p.m. 
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Table 6-4 
Scoping Meeting News Outlets 

Paper/ Radio/ 
TV Media City State

Kenosha News  Kenosha WI Paper MAJOR  
Milwaukee Journal Sentinel  Milwaukee WI 

 The Journal Times  Racine WI 
 Associated Press/Milwaukee  Milwaukee WI 

Burlington Standard Press  Burlington WI Paper MINOR  
The Business Journal  Milwaukee WI 

 Small Business Times  Milwaukee WI 
 The Daily Reporter  Milwaukee WI 
 CNI Newspapers  New Berlin WI 
 The Labor Paper  Kenosha WI 
 Kenosha News  Kenosha WI 
 Milwaukee Journal Sentinel – Racine 

Co. New Bureau  
Milwaukee WI 

 Milwaukee Labor Press  Milwaukee WI 
 Shepherd Express Metro  Milwaukee WI 
 Milwaukee Magazine  Milwaukee WI 
 The Bulletin/ Western Kenosha County 

Bulletin  
Paddock 

Lake 
WI 

 Westosha Report  Twin Lakes WI 
 Waterford Post  Waterford WI 
 Bay View Compass  Milwaukee WI 
 Corporate Report Wisconsin  Black Earth WI 
 MSOE Ingenium  Milwaukee WI 
 Marquette Tribune  Milwaukee WI 
 MATC Times    
 UWM Post  Milwaukee WI 
 Outpost Exchange  Milwaukee WI 

El Conquistador  Milwaukee WI Paper Minority  
Milwaukee Courier, Southeastern Star  Milwaukee WI 

 The Milwaukee Times  Milwaukee WI 
 The Spanish Journal  Milwaukee WI 
 The Spanish Times  Milwaukee WI 
 The Insider News  Racine WI 
 Milwaukee Community Journal  Milwaukee WI 
 The Spanish Journal  Milwaukee WI 
 Hmong Community Journal  Oak Creek WI 
 The Hispanic Chronicle  Racine WI 
Radio  WISN AM – 1130  Greenfield WI 
 WTMJ AM – 620  Milwaukee WI 
Radio  WKTI FM -94.5  Milwaukee WI 
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Approximately 263 people attended the three meetings.  Exhibits included informational 
diagrams of project data and maps presenting alternative details.  77 written comments were 
received at the meetings.  Representatives from WisDOT, SEWRPC, and the project team were 
available to answer questions and to obtain input from attendees.  Table 6-5 gives a summary 
of the three meetings. 
 
 

Kenosha February 5, 2007 109 40
Racine February 7, 2007 66 15
Milwaukee February 8, 2007 88 22

Total 263 77

Written 
Comments 
Received

TABLE 6-5
SUMMARY OF PUBLIC INFORMATION MEETINGS

(CURRENT STUDY)

Meeting Date Number of 
AttendeesCity

 
 
The public was able to also provide comments electronically through the website created for the 
project.1  In addition, comments were received by the Regional Planning commission via e-mail 
or by letter.  Table 6-6 indicates that 351 comments were received, of which 239 came by 
e-mail.  See Appendix C for all of the public information meeting comments. 
 

Method Comments Percent
e-mail 239 68%
Meeting Form 77 22%
Letter 35 10%
Total 351 100%

TABLE 6-6
PUBLIC COMMENTS BY METHOD

 
 

The 351 comments can be divided into three general categories:  
 

1. In support of commuter rail in the KRM corridor 
2. In support of improved bus service (the TSM Alternative) 
3. In opposition to commuter rail service in the KRM corridor 

 
A total of 312 persons expressed support for commuter rail service in the corridor.  A variety of 
reasons were cited for expressing this opinion, including: 
 

• Provide a more balanced transportation system 
• Encourage and facilitate commerce and workforce development 
• Act as a catalyst for developing transit-oriented communities that are environmentally 

friendly 

                                                 
1 http://www.sewrpc.org/KRMonline/ 
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• Access to more jobs, housing options, mobility for all, less dependence on cars and 
gasoline 

• Promote alternative forms of transportation that reduce global warming emissions 
• KRM is a viable and legitimate option for the reconstruction and expansion of IH 94  

 
One person indicated a preference for enhanced bus service in the corridor.   
 
A total of 22 persons were opposed to the implementation of commuter rail service in the 
corridor.  A sampling of reasons included the following: 
 

• No provision for service for the western or northern suburbs of Milwaukee 
• Will compete with Amtrak 
• Transfer with Metra will add time to the trip 
• Object to the Somers station location 
• Waste of money, service won’t be used  
• Against project because of rental car tax  
• Proposed level/type of rail service not appropriate 
• Property values will plummet on all houses and apartments within close proximity to the 

tracks 

6.2.6 Steering Committee 

A project Steering Committee made up of appointed officials from the cities and counties of 
Kenosha, Racine, and Milwaukee as well as representatives from the SEWRPC and WisDOT, 
met monthly to review project progress and guide decisions.  Members disseminated study 
information to elected leaders in their own communities. 

6.2.7 Station Area Design Workshops 

Each of the communities with proposed stations hosted a design workshop in which study team 
members worked with interested parties to gather input to help develop station area design 
plans and determine the Transit Oriented Development (TOD) potential.  A second series of 
meetings was held with each community to get feedback on preliminary plans.  Meetings were 
held in Kenosha, Racine, Somers, Caledonia, Cudahy/St Francis, South Milwaukee, Oak Creek, 
and Milwaukee.  As the study proceeded, a second Milwaukee stop was considered and two 
meetings were held in the area of the South Side Milwaukee station to review options for a 
station there as well.  In all, 18 community workshops were conducted.  Refer to Table 6-7 for a 
summary of the station area workshops.  Refer to Section 4 for detailed information on the TOD 
process that initiated these station area design workshops.  The resulting input from the 
community workshops is available by each potential station location and is included in the report 
entitled Transit-Oriented Development (TOD) Portfolio Appendix which may be viewed or 
downloaded from the current study website. 
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Station Area
Kenosha April 26, 2006 14

June 20, 2006 8
Somers March 9, 2006 17

August 10, 2006 19
Racine April 3, 2006 39

June 29, 2006 33
Caledonia March 22, 2006 30

July 12, 2006 34
Oak Creek May 10, 2006 15

July 27, 2006 6
South Milwaukee March 20, 2006 22

August 2, 2006 17
Cudahy/St. Francis March 2, 2006 17

July 6, 2006 8
South Side Milwaukee July 18, 2006 38

August 22, 2006 39
Downtown Milwaukee April 17, 2006 10

July 26, 2006 16

Total Workshop Attendance 382

Workshop Date Number of 
Attendees

TABLE 6-7
SUMMARY OF STATION AREA DESIGN WORKSHOPS

(CURRENT STUDY)

 

6.2.8 One-on-One Key Interviews 

In addition to the 18 public workshops, 98 one-on-one interviews were conducted with key 
individuals, property owners, officials, and residents potentially impacted by the proposed 
stations.  The resulting comments input from these interviews are available by each potential 
station location and are summarized in the report entitled Transit-Oriented Development (TOD) 
Portfolio Appendix which may be viewed or downloaded from the current study website. 

6.2.9 One-on-One and Small Group Meetings 

A large database of organizations within the corridor providing services to minority, senior 
citizen, and low income populations was assembled since the start of the project.  This 
database contains over 70 organizations including, RAMAC, Young Professionals, the GMC, 
the Urban League, the Hispanic Chamber of Commerce, Rotary, and the Public Policy Forum.  
Refer to Table 6-8 for the list of central city, minority, and low income groups and organizations 
contacted. 
 
An effort was made to reach all of these groups for the purpose of disseminating project 
information and gathering individual concerns.  In October 2006, each group identified in 
Table 6-7 received a letter from SEWRPC personally inviting them to comment on the KRM 
project or request a meeting with project officials and their group.  These letters contained a 
project summary describing the status of the project, and SEWRPC contact information for 
providing comments or requesting an individual or group meeting.  These letters were sent in a 
specific manner to provide opportunities for one-on-one and community group briefings in 
minority, senior citizen, and low-income neighborhoods.  
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Another letter was sent to each of these groups again in January 2007, again soliciting 
individual or group meetings and comments from the groups.  This letter included the latest 
version of the SEWRPC project newsletter, along with an invitation to the public information 
meetings to be held in February 2007. 
 
Part of the effort to provide outreach to the environmental justice groups included a phone call 
campaign in fall/winter 2006-2007 to contact these groups individually to ensure they had 
received invitations, letters, and request personally their concerns.  An attempt to contact each 
group by phone was made.  This call campaign resulted in many telephone conversations, voice 
messages, and a few individual and group meetings. 
 
In-person individual and group meetings were held in January and February of 2007 with the 
following organizations:  Esperanza Unida, Lao Family Community, the Hispanic Roundtable 
organization, the Milwaukee Urban League, the United Community Center, the Milwaukee Inner 
City Congregations Allied for Hope, the Racine Housing and Neighborhood Partnership, the 
Social Development Commission, the African American Business & Professional Association of 
Racine, and a local congregation in Racine.  These meetings typically consisted of project staff 
informing the group of upcoming public involvement, discussing the project status, and 
encouraging submission of, or offering to take their comments.  In general, these meetings were 
well received with the groups indicating their general support of the project because of its ability 
to provide access to jobs. 
 
Additional phone conference meetings were held in late 2006 and early 2007 with the 
Milwaukee Labor Council, Racine Interfaith Coalition, Congregations to Save Humanity, El 
Conquistador, Council for Spanish Speakers, Mexican Fiesta, and other interfaith and faith-
based representatives.  Refer to Appendix D for copies of the letters that initiated this effort to 
solicit comments from low-income and minority groups. 
 

TABLE 6-8 
ENVIRONMENTAL JUSTICE OUTREACH GROUPS 

 
Civic Group City 
Congregations United to Serve Humanity Kenosha 
Salvation Army/Kenosha Kenosha 
Spanish Centers of Racine,Kenosha,Walworth Cty. Kenosha 
Independence First Milwaukee 
Nat. Assoc. of Minority Contractors Milwaukee 
West North Ave Advancement Association Milwaukee 
Journey House, Inc. Milwaukee 
Repairers of the Breach Milwaukee 
La Casa, Inc Milwaukee 
United Community Center Milwaukee 
Council for the Spanish Speaking Milwaukee 
Southside Organizing Committee Milwaukee 
CNI/Fondy/North Business Assoc. Milwaukee 
Federation for Civic Action Milwaukee 
Merrill Park Neighborhood Assoc. Milwaukee 
NAACP - Milwaukee Milwaukee 
Harambee Ombudsman Project Inc Milwaukee 
Milwaukee Urban League Milwaukee 
Mil. Innercity Congregations Allied for Hope Milwaukee 
Riverwest Neighborhood Assoc Milwaukee 
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Civic Group City 
Layton Blvd West Neighbors Milwaukee 
Milwaukee. Minority Chamber of Commerce Milwaukee 
Hmong American Friendship Assoc Milwaukee 
Washington Heights Neighborhood Assoc Milwaukee 
West End Dev. Corp Milwaukee 
American Indian Center Milwaukee 
16th Street Community Health Center Milwaukee 
Urban Economic Dev. Assoc. Milwaukee 
African American Chamber of Commerce Milwaukee 
United Migrant Opportunity Services Milwaukee 
Esperanza Unida Milwaukee 
Black Health Coalition of Wisconsin, Inc Milwaukee 
Goodwill Industries Milwaukee 
Avenues West Association Milwaukee 
Hispanic Chamber of Comm. Milwaukee 
Sherman Park Community Assoc Milwaukee 
Wisconsin Regional Training Partnership Milwaukee 
Milwaukee Careers Cooperative Milwaukee 
Children's Health Education Ctr. Milwaukee 
Wisconsin Minority Bus. Opportunity Comm. Milwaukee 
9to5 National Assoc. of Working Women Milwaukee 
Community Brainstorming Conference Milwaukee 
Inner City Redevelopment Corporation Milwaukee 
Metro Milwaukee Fair Housing Council Milwaukee 
Mid-Town Neighborhood Assoc Milwaukee 
The Business Council, Inc. Milwaukee 
Lao Family Community Milwaukee 
Metcalf Park Resident Assoc Milwaukee 
United Indians of Milwaukee Milwaukee 
Potawatomi Bingo Casino Milwaukee 
Interfaith Conference Milwaukee 
Senior Citizens Club/Oak Creek Oak Creek 
Salvation Army of Oak Creek Oak Creek 
Salvation Army/Racine Racine 
Hispanic Roundtable Racine 
Neighborhood Watch of Racine Racine 
Racine/Kenosha Economic Inclusion Coalition Racine 
George Bray Neighborhood Center Racine 
Primera Iglesia Luterana Racine 
Urban League of Racine & Kenosha Racine 
Racine Interfaith Coalition Racine 
Salvation Army/Waukesha Waukesha 
Association of Rights for Citizens w/ Handicaps Waukesha 
La Casa de Esperanza Waukesha 
The Salvation Army Wauwatosa 
American Indian Chamber of Commerce West Allis 

 
 
The study team had a representative on the Greater Milwaukee Committee/KRM Working 
Group, a group of business leaders working to provide the community at-large with information 
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regarding the benefits of the KRM Commuter Link.  Transit Now, a not-for-profit group 
advocating for public transit alternatives was active in providing speakers for meetings and 
providing information about KRM to affected individuals throughout the corridor.  
 
In general, the initial outreach contact with many of these groups was successful.  General 
support was indicated and interest was expressed in how this transit project could improve the 
ability of local residents to access more and better jobs and other opportunities.  In particular, 
there was interest in potential job generation as one of the benefits of this project, although 
formal comments specifically from these groups have not been provided to date.  Many groups 
and individuals contacted expressed a desire to stay informed on the progress of this project 
and indicated that more comments may be forthcoming in the future once planning and 
development of the project has progressed further.  Refer to Table 6-9 for a list of public 
correspondence related to the KRM project.  Each of these individual correspondence materials 
can be found in Appendix D. 
 

6.2.10 Agency Coordination 
 
Agency coordination was a key part of the KRM AA/DEIS project.  The project team coordinated 
with Federal, State, local and tribal governments, and private organizations to receive input on 
the project’s purpose and need, alternative development, and ways to balance competing 
transportation, social, economic, and environmental goals.  The National Environmental 
Protection Act (NEPA) process provides a forum for these interested agencies to participate in 
the development of the proposed transportation improvements.  
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TABLE 6-9 

PUBLIC CORRESPONDENCE 
 
Local Municipalities: 
Racine County 
 
 

• September 6  
Letter from Racine County stating concurrence 
that the proposed Caledonia station will have no 
significant impact on the Milwaukee-Racine-
Kenosha Trail. 

City of Milwaukee 
 

• March 1, 2006 
Letter in response to project scoping stating 
support of commuter rail service in the KRM 
corridor. 

Other Entities: 
Milwaukee Art Museum 
 

• March 8, 2006   
Letter in support of commuter rail service in the 
KRM corridor. 

We Energies • September 7, 2006  
Letter from We Energies stating concurrence that 
the proposed Caledonia station will have no 
significant impact on the Milwaukee-Racine-
Kenosha Trail. 

1000 Friends of Wisconsin 
 
 

• March 24, 2006  
Letter in support of commuter rail service in KRM 
corridor. 

The United Performing Arts Fund 
 

• March 7, 2006   
Letter in support of commuter rail service in the 
KRM corridor. 

Sierra Club 
 

• March 20, 2006  
Letter in support of commuter rail service in the 
KRM corridor. 

Milwaukee Area Land 
Conservancy 
 
 

• August 9, 2006  
Phone call to discuss impacts to Conservancy’s 
land.  The KRM project will have no impact on 
their land. 

Environmental Justice List 
(Table 6-7 above) 

• October 10, 2006 & January 29, 2007 
 Letters soliciting comments, offering individual/ 
group meetings, and invitation to public 
information meetings.  

Refer to Appendix D for copies of this correspondence 
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Included in the development of an Environmental Impact Statement are specific activities that 
form the basis of the agency coordination process.  NEPA helped guide the agency coordination 
effort for the project and recommended early scoping coordination to solicit information at an 
early stage in the project development.  This was to help refine the work effort and key agency 
issues related to the project.  NEPA also requires a full range of alternatives analysis, and 
coordination with the key regulatory agencies.  A summary of the agency coordination process 
for the KRM project is described below. 

Scoping Process 

The scoping package and process applied to a wide range of governmental agencies and tribal 
entities.  A follow up to this public scoping package and the three public scoping meetings was 
an interagency scoping meeting held Thursday, February 23, 2006 at the Milwaukee Downtown 
Transit Center.  The purpose of this meeting was to solicit concerns from the major NEPA 
regulatory agencies that may have an interest in the project. 
 
Those agencies invited to participate in this interagency scoping meeting are: 
 

• US Army Corps of Engineers (USACE) 
• US Environmental Protection Agency (USEPA) 
• US Fish and Wildlife Service (USFWS) 
• Federal Transit Administration (FTA) 
• Wisconsin Department of Transportation (WisDOT) 
• Wisconsin Department of Natural Resources (WDNR) 
• Seventeen separate Native American Tribes 

 
Refer to Appendix D for copies of letters received in response to the project solicited from the 
interagency scoping meeting.  Refer to Table 6-10 for a summary of agency correspondence 
during the KRM AA/DEIS project. 
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TABLE 6-10 
AGENCY CORRESPONDENCE 

 
Federal Agencies: 
US Army Corps of Engineers 
Waukesha Field Office 
1617 East Racine Avenue, Room 101 
Waukesha, WI  53186 

• March 17, 2006 
 Letter in response to scoping report. 

• September 13, 2006  
 Email stating concurrence on purpose and 
need of project. 

US Environmental Protection Agency, 
Region 5 
77 West Jackson Boulevard 
Chicago, Ill  60604-3590 

• April 10, 2006 
Letter commenting on scoping report. 

• December 6, 2006 
 Letter stating concurrence on purpose  and 
need of project 

US Fish & Wildlife Service  
2661 Scott Tower Drive  
New Franken, WI 54229 

• June 7, 2006  
Letter discussing federally listed species, 
candidate species, and critical habitat. 

Natural Resources Conservation Service 
Southeast Area Office 
451 West North Street 
Juneau, WI 53039 
New Franken, WI 54229 

• February 23, 2007 
Letter discussing exemption from any further 
FPPA policy coordination 

State Agencies: 
Wisconsin Department of Natural Resources 
2300 N Dr Martin Luther King Jr. Dr. 
Milwaukee WI  53212-3128 

• April 13, 2006  
Letter commenting on scoping report.  
Identified concerns include water resources, 
endangered species, and hazardous 
substance releases in the project area. 

• August 21, 2006  
Phone call to discuss wetlands on potential 
station location.  Habitat of Butler’s garter 
snake also discussed. 

• September 27, 2006 
Email stating concurrence on purpose and 
need of project. 

• December 13, 2006 
Letter stating concurrence that KRM AA/DEIS 
is exempt Indirect Source Permit and Air 
Quality Analysis 

Tribal Organizations: 
Sac and Fox Nation of Mississippi in Iowa 
349 Meskwaki Road 
Tama, Iowa  52339-9629 

• February 21, 2006 
Letter received commenting on scoping report.  
States no objections to project. 

 
In early 2006, potentially affected Native American Tribes were encouraged to participate in the 
scoping process as described above.  A listing of the Tribes invited to participate include those 
in Table 6-11 below.  In addition to the scoping effort, the effort to contact and involve Native 
American Tribal entities included three mailed newsletters and two formal letters of invitation to 
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comment or request individual or group meetings.  These letters were sent on October 10, 2006 
and again on January 29, 2007.  Copies of these letters and the mailing list can be found in 
Appendix D.  One tribal organization responded to these project solicitations.  
 
In the Final EIS stage of the project, coordination with the Native Americans will continue 
through the Section 106 process. 
 

TABLE 6-11 
NATIVE AMERICAN TRIBES 

 
Red Cliff Band, Lake Superior Chippewa 
Ho-Chunk Nation 
Stockbridge Munsee Mohegan Community 
Forest Cnty Potawatomi Community 
Mole Lake Band-Sokaogon Chippewa 
Lac Courte Oreilles Band, Lake Superior Chippewa 
St. Croix Chippewa Indians 
Menominee Indian Tribe of Wis 
Great Lakes Inter-Tribal Council, Inc. 
Lac du Flambeau Band, Lake Superior Chippewa 
Prairie Band Potawatomi Nation 
Bad River Band, Lake Superior Chippewa 
Oneida Tribe of Indians 
Sac & Fox Nation of Missouri 
Sac & Fox Nation of Oklahoma 
Sac & Fox Nation of Mississippi in IA 
American Indian Chamber of Commerce 
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7 LIST OF PREPARERS 
 

TABLE 7-1 
LIST OF PREPARERS 

NAME RESPONSIBILITY QUALIFICATIONS 
AECOM 
Kevin Grigg, P.E. Project Manager B.S. Civil and Environmental 

Engineering, 26 years experience in 
transit system planning, design and 
construction 

Dennis A. Gary P.E., PhD. Definition of Alternatives B.S. Mechanical Engineering; 
M.S.E. Aeronautical Engineering; 
Ph.D. Civil Engineering; 
30 years experience in transit system 
design, planning and construction. 

Randall L. Fuchs, P.E. DEIS Preparation B.S. Civil and Environmental 
Engineering, 20 years experience in 
transportation design, planning and 
construction 

Jeff Knudson, P.E. DEIS Preparation B.S. Civil and Environmental 
Engineering, 8 years experience in 
traffic engineering, transportation 
planning, and design 

Gary Foyle Scoping Report; Purpose 
& Need; Evaluation of 
Alternatives 

B.A., M.A. Economics; 28 years 
experience in transit planning, market 
research and operational analysis. 

John Voorhees, P.E., P.H. Stormwater Runoff 
Quality  

B.S., M.S., Civil and Environmental 
Engineering, 18 years experience in 
water resources and environmental 
engineering 

Mary M. Buettner, CHMM Hazardous Materials  B.S. Anthropology, Environmental 
Scientist, 13 years experience in 
environmental assessment and 
WisDOT hazardous materials 
investigation 

Jesse Phillips Capital Costs Estimates, 
Signal Design Criteria & 
Assumptions for Signal 
System Improvements, 
Signal Implementation 
Plan 

20 Years experience in signal 
design and signal construction 
management. Lead Signal 
Engineering Consultant on several 
FTA New Start Projects. 
 

Fang Yang Noise and Vibration 
Analysis 

B.S. Physics and M.S. Atmospheric 
Science, 18 years experience in 
noise and air quality impact studies. 

Annette DuCharme Conceptual Relocation 
Plan 

Real Estate Specialist with 7 years of 
experience in relocation, relocation 
assistance, acquisition and 
negotiation under eminent domain 
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TABLE 7-1 
LIST OF PREPARERS 

NAME RESPONSIBILITY QUALIFICATIONS 
Shannon Donley Biological Resources B.S. Environmental Studies; M.A. 

Ecology and Evolutionary Biology.  
10 years experience performing 
habitat assessments and wetland 
evaluations, and evaluating 
environmental impacts for NEPA 
projects. 

HNTB Corporation 
Brian S. Swenson, P.E. Oversight of Public 

Involvement and Planning 
B.S. Civil Engineering, 20 years 
experience in transportation planning 
design, and construction 

Phil Hanegraaf, AICP Transit Supportive Land 
Use and Future Patterns 

B.S. Urban and Regional Planning, 
25 years experience in land use 
planning and urban design 

Gina M. Trimarco, AICP Transit Supportive Land 
Use and Policies 

Masters in Urban Planning and Policy 
(MUPP); 25 years experience in 
transit planning, land use, 
environmental documents, public 
involvement, and transit oriented 
development 

Joseph L. Clemens, AICP Transit Supportive Land 
Use and Policies 

Masters in City and Regional 
Planning (MCRP); 9 years 
experience in land use 
planning, transit oriented 
development, and public 
involvement. 

Cambridge Systematics 
Kimon Proussaloglou Market Analysis, KRM 

corridor model 
development, preparation 
of demand forecasts 

M.S. and Ph.D. in Civil Engineering, 
16 years of experience in travel 
demand modeling 

J. Christopher Kopp, AICP Financial Plan B. Architecture and M.S. Civil 
Engineering, 10 years experience in 
transportation planning and economic 
analysis 

Great Lakes Archaeological Research Center (GLARC) 
Jennifer R. Harvey Archaeological Resources M.A. Anthropology; B.A. 

Anthropology; B.A. History; 13 years 
experience in cultural resource 
management 
 

Justin L. Harvey Archaeological Resources B.S. Anthropology; 18 years 
experience in archaeological field 
studies and research 
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TABLE 7-1 
LIST OF PREPARERS 

NAME RESPONSIBILITY QUALIFICATIONS 
Others   
Kristine F. Martinsek Public Involvement 30 years experience in developing 

and implementing effective public 
involvement programs and 
maximizing involvement of minority 
and low income populations.    

John N. Vogel, Ph.D. Section 106/Historical 
Resource Survey and 
Analysis 

Ph.D. in American History; 25 years 
experience in Cultural Resource 
Management (CRM), including 
historic resource identification, 
evaluation, and analysis in the 
context of transportation projects. 

Southeastern Wisconsin Regional Planning Commission 
Kenneth R. Yunker, P.E. Project Manager; 

oversight, coordination, 
and review of all aspects. 

B.S. and M.S. in Civil Engineering, 30 
years experience in regional 
transportation and transit planning, 
travel forecasting, and plan 
development and evaluation. 

Otto P. Dobnick Project management, 
review, and coordination 
of all aspects; analysis 
and preparation of 
materials. 

B.A. and M.A. in transportation 
systems planning, 28 years 
experience in transportation, bus, 
and rail planning, design, and 
analysis. 

Wisconsin Department of Transportation (WisDOT) – Advisory Role 
Jon Novick Review and guidance for 

NEPA/WEPA Compliance
B.S. Sociology, 30 years experience 
in Environmental Planning, 
Programming, Analysis, Document 
Preparation, and Review for 
Transportation Facilities and 
Services. 

Federal Transportation Administration 
Brian Jackson Federal lead agency, 

oversight, guidance, 
direction, management, 
and review 

B.A., Economics, 11 years 
experience in planning for major 
transit capital investments 

Victor Austin Federal lead agency, 
oversight, guidance, 
direction, management, 
and review 

B.A. Political Science, 25 years 
experience in transportation planning 
(transit operator – St. Louis, MO; 
Illinois DOT, and FTA) 
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8 LIST OF GROUPS RECEIVING COPIES OF THE DEIS 
 
 

8.1 Federal Agencies 
 
Advisory Council on Historic Preservation 
Center for Environmental Health and Disease Control  
Federal Railroad Administration 
Federal Transit Administration 
U.S. Army Corps of Engineers 
U.S. Department of Agriculture, Natural Resources 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 
U.S. Department of the Interior, National Park Service 
U.S. Department of the Interior, Office of the Environmental Projects Review 
U.S. Department of Transportation, Federal Aviation Administration 
U.S. Department of Transportation, Office of Secretary 
U.S. Environmental Protection Agency 
U.S. Federal Highway 
 
 

8.2 State Agencies 
 
Wisconsin Department of Administration, Division of Energy & Intergovernmental Relations 
Wisconsin Department of Administration, Office of Secretary 
Wisconsin Department of Agriculture, Trade and Consumer Protection 
Wisconsin Department of Commerce 
Wisconsin Department of Natural Resources 
Wisconsin Department of Transportation, Southeast Region 
Wisconsin Department of Transportation, Office of Secretary 
Wisconsin Legislative Fiscal Bureau 
Wisconsin State Historical Society 
Wisconsin State Reference and Loan Library 
 
 

8.3 Federal and State Elected Officials 
 
Governor James Doyle  
Honorable Russell Feingold (U.S. Senator) 
Honorable Herbert Kohl (U.S. Senator)  
Honorable Tammy Baldwin (U.S. Congress) 
Honorable Gwen Moore (US Congress) 
Honorable Paul Ryan (U.S. Congress)  
Honorable F. James Sensenbrenner, Jr. (U.S. Congress)  
Honorable Tim Carpenter (State Senator) 
Honorable Spencer Coggs (State Senator) 
Honorable Neal Kedzie (State Senator)  
Honorable Mary Lazich (State Senator) 
Honorable Jeffrey Plale (State Senator) 
Honorable Lena C. Taylor (State Senator) 
Honorable Robert W. Wirch (State Senator) 
Honorable Scott Gunderson (State Representative) 
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Honorable Mark R. Honadel (State Representative) 
Honorable Samantha Kerkman (State Representative) 
Honorable Jim Kreuser (State Representative) 
Honorable John Lehman (State Representative) 
Honorable Thomas. A. Lothian (State Representative) 
Honorable Cory Mason (State Representative) 
Honorable Christine Sinicki (State Representative) 
Honorable John Steinbrink (State Representative) 
Honorable Robert L. Turner (State Representative) 
Honorable Robin J. Vos (State Representative) 
Honorable Leon D. Young (State Representative) 
Honorable Josh Zepnick (State Representative) 
 
 

8.4 Local Units of Government 
 
City of Cudahy 
City of Kenosha 
City of Milwaukee 
City of Oak Creek 
City of Racine 
City of South Milwaukee 
City of St. Francis 
Kenosha County Board 
Kenosha County Department of Public Works 
Kenosha County Highway Department 
Milwaukee County Board 
Milwaukee County Department of Public Works 
Milwaukee County Highway Department 
Racine County Board 
Racine County Department of Public Works 
Racine County Highway Department 
Town of Somers 
Town of Caledonia 
Carthage College - Hedberg Library 
City of Milwaukee Legislative Reference Bureau Library 
Cudahy Family Library 
Kenosha Public Libraries 

Northside Branch 
Simmons Library 

Milwaukee Public Libraries 
Bay View Branch 
Central Library 
Tippecanoe Branch 

Oak Creek Public Library 
Racine Public Library 
South Milwaukee Public Library 
St. Francis Public Library 
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8.5 Others 

 
Amtrak 
Bad River Band of Lake Superior Chippewa Indians of Wisconsin 
Bureau of Indian Affairs 
CP Rail 
Forest County Potawatomi Community of Wisconsin 
Great Lakes Inter-Tribal Council, Inc., Executive Director 
Ho-Chunk Nation 
Lac Vieux Desert Band of Lake Superior Chippewa Indians 
Menominee Indian Tribe of Wisconsin  
Metra 
Prairie Band Potawatomi Nation 
Red Cliff Band of Lake Superior Chippewa Indians of Wisconsin 
Sac and Fox Nation of Mississippi in Iowa 
Sac and Fox Nation of Missouri in Kansas and Nebraska 
Sac and Fox Nation of Oklahoma  
Sokaogon Chippewa Community, Mole Lake Band 
Union Pacific Railroad 
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9 INDEX 

Topic   Page 
 
Aesthetic Resources .............................................................................................S-16, 3-40, 4-46 
Agency Coordination................................................................................................................6-14 
Air Quality ................................................................................. S-14, S-16, 3-51, 4-44, 4-57, 4-99  
Alternatives 
 Conceptual ............................................................................................................. S-4, 2-5 
 Conceptual Alternatives Screening .........................................................................2-2, 2-5  
 Detailed Study...................................................................................................... S-9, 2-42 
 Detailed Study Screening......................................................................................2-2, 2-53 
 Detailed Study Screening Results...................................................................... S-12, 2-68 

Locally Preferred .................................................................................................. S-3, 2-71 
 Preliminary ........................................................................................................... S-7, 2-13  
 Preliminary Alternatives Screening .......................................................................2-2, 2-24 
 Preliminary Alternatives Screening Results ......................................................... S-8, 2-37 
 Screening Process .........................................................................................................2-1 
Archaeological Resources ....................................................................................S-25, 3-74, 4-86 
 
Business Relocations (See Relocations) 
Bus Rapid Transit (BRT) 
 Description of Service ...........................................................................................2-8, 2-17 
 Decision to Drop Alternative.........................................................................................2-38 
 
Commuter Rail Alternative 
 Description of Service ........................................................................ 2-9, 2-22, 2-45, 2-71 
Conceptual Alternatives (See Alternatives – Conceptual) 
Construction Impacts ...............................................................................................................4-98 
Costs 
 Capital Costs........................................................................................................ S-28, 5-1 
 Operating and Maintenance Costs....................................................................... S-28, 5-5 
Critical Habitat.......................................................................................................S-19, 3-59, 4-70 
Cumulative Effects ................................................................................................S-14, 4-22, 4-43 
 
Detailed Study Alternatives (See Alternatives – Detailed Study) 
Displacements (See Relocations) 
 
Ecosystems............................................................................................................................4-104 
Employment .............................................................................................................................3-28 
Endangered or Threatened Species .....................................................................S-20, 3-61, 4-71 
Energy ........................................................................................................ S-14, S-23, 4-44, 4-81 
Environmental Justice..................................................................................S-26, 3-33, 4-91, 6-12 
Environmental Commitments.................................................................................................. S-32 
 
Financial Plan ............................................................................................................................5-7 
Floodplains............................................................................................................S-21, 3-68, 4-70 
 
Governmental Actions............................................................................................................. S-32 
Groundwater .........................................................................................................S-21, 3-67, 4-73 
 
Hazardous Materials ...................................................................................................... S-24, 4-83 
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Historic Resources.......................................................................................S-25, 3-75, 4-86, 4-90 
 
Income/Tax Base .....................................................................................................................3-28 
Indirect Effects ............................................................................................................... S-14, 4-23 
Irreversible and Irretrievable Resources ................................................................................4-104 
 
Land Use...................................................................................................................S-12, 3-1, 4-1 
 
Minority Populations.................................................................................................................3-34 
Milwaukee-Racine-Kenosha (MRK) Trail ........................................................................3-77, 4-96 
 
Neighborhoods.............................................................................................S-15, 3-37, 4-45, 4-99 
Noise ...................................................................................... S-15, S-17, 3-51, 4-44, 4-57, 4-99 
No-Build Alternative 
 Description .....................................................................................................................2-5 
 
Preliminary Alternatives (See Alternatives – Preliminary) 
Project Description............................................................................................................. S-1, 1-3  
Project Goals ....................................................................................................................1-2, 1-13 
Project Location ........................................................................................................................ S-1 
Project Purpose and Need................................................................................................. S-2, 1-1  
Project Scoping......................................................................................................... 6-2, 6-5, 6-16 
Public Involvement...................................................................................................... 6-2, 6-5, 6-7  
Public Use Lands ..................................................................................................S-27, 3-77, 4-96 
 
Regulatory Compliance........................................................................................................... S-32 
Relocations .................................................................................................................... S-13, 4-21 
Ridership........................................................................................................................ S-30, 5-13 
 
Section 4f ..............................................................................................................S-27, 3-77, 4-96 
Section 106 .....................................................................................................................4-86, 4-90  
Socioeconomic.........................................................................................................................3-24 
Stormwater.................................................................................................S-23, 3-72, 4-78, 4-103 
Surface Water Resources..........................................................................S-20, 3-63, 4-72, 4-103 
 
Transportation..................................................................................................S-13, 1-5, 3-8, 4-10 
Transportation System Management (TSM) Alternative 
 Description .................................................................................................. 2-8, 2-13, 2-42 
 
Upland Habitat ......................................................................................................S-18, 3-57, 4-68 
 
Vibration.................................................................................. S-15, S-17, 3-55, 4-44, 4-63, 4-101 
Visual/Aesthetic Resources (See Aesthetic Resources) 
 
Wetlands .........................................................................................S-21, 3-68, 4-74, 4-103, 4-106 
Wildlife .....................................................................................................................................3-63 
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CONCEPTUAL ALTERNATIVES 
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0, .. 1-;;;,. l-.e{.<, Y,L.L .. Lld!? i e"SfoX diLL Y 

!rel/;" 
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Date -=--""'--'--""-'''''+-_ 
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Title-lit .,pplic<lI:tI<:') -~"-'-"-----
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VLrauke5h<l, WI ~3'l:;i'-1.&::Jl 

PI9asa write your oom_menls about KRM Commuter Rail here:, 

llr ~, (\. 64 z'>:~ 'v- /~<;J.I jl{".:,q- .-Co' ut.:=/o ,"'!Uth.--J,/'--___ _ 
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~It:~~ w rite yo~r .. ~omments about KRM Commuter Roan h9r~: 

---P I.e ct.SD d a --4-~!. __ 

Appendix C Page C-2 of C-135 



KRM Alternatives Analysis 
EIS and Project Development Phase 
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\ \ r'*hS:_>50.'"'f)~ r:-' \i ~\.o =(f.l,{~ 
~<.. < 

C\.,., ,\ n.:J) ';£-(J-.I(~y~. 
__ 4~' ,}~ --(' -"hLJl . q- --~'r~-=--=="-"IF"----='-

SUA..- O~~ C(}'~'~:~'Y'~' .. 

Public Comment Form 

Street addre!S;; . __ 

(ityi~~t\IJJ 1 O!. 5t t /JY,.. z' ::')3 ,~0 ae ... _ IP_--'--'--". 

Appendix C 

YDU rl'I"~ <lIs!} sub mi t com m€r.ts by; 
We"', www.kr_nUnIl.eJII 
EmilI.; krmonl;nfl@'.""PU}(ll 
1\iJx:: 262-547-1"'3 
Mall! I(RM Commuter Link, PD tlo); 16(]7, 

Wo u kc~h;;., WI 53187-1607 
-;,....~: ~"",'Jt L>:':V ( . 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

FEBRUARY 2007 PUBLIC INFORMATION MEETINGS 

Public Comment Form 

E!l,lsines!;lOrg. (;1 .~~I~,"bl.) _____ _ 

Street address f'J-j- i.}-!J. if c"'._ , __ 
f-'::> r ,,-:r"- . ." City. : '-. ,'I-t .. "-". __ Slatei::::..... Zip _" .. ~) . 

'(OJ rnav ~l!;a ~ubmit ~omm .. ntl: by: 
We .. , WWIII.kr_1I11ne.otS 
Imiiil_ krmn nlirll::!@se\I'lrpc.urg 
I'u: 2~~·5(17·'103 
Mall, KRM Com mul. r Li n k, PO 00)(1607, 

Waukesha. WI ~J187-06Q7 

Please wnt~.your!=2mments about KRM C<;>mmuter Rail.h""er",e=-: ___ _ 

cl ...... ,L. 

-------:--~·k3r ------ ~~ 

~KRM 
COMMENT FORM 

February IS, ZOO7 
Racne Gateway Tec:mlcal Col. 

Plea. ..... this page to pfO'IIc» any CIIIIYIItfIt8 O(~. regan:lng u-.. KRM project. 
Commera ""'-1 be pIaoed h \he Comment Box !hi. eworing. Comments may lllea be fa>:ed to 
(262) &47-1103.0( mallad to u-.. addAou an \he bide dth. __ by FebRnory 23.2001. 

Name: J(}\itJ KelLEY M,'.6-e'C 

Organization: TMNrir wsw &- "eN If.At'L 

At:kt'eM: 

DIIYIiIM Phone:. 

Emelt 

Commem.: U,s. II A V,v Wd if (,,0 /.. iKe- 10 -S"r#P A- T" G-RFAr- I.,.-f/,(E' " 

$.,.. A '1'"1 «) IV -r 0 C-c r "rO M "1.-1,1,1 rI!,(sr i M -"riMQ It]: 

6-S"r To WAVt.<rVEABI T, 'DUnfteT 76 Iter- To? G-f:l:)'T 

E&'4111 MiLWIWJt~£ n &-RfA T l-AKt' ..:('"rA TiO nt. L-4Ke-, 
r . K-SOOTH S;Qfr M'L!¥A(I: fc= S'tAr!H{ W()VLf} 1 iKe 7ir 
CHANGE iT To \\ BAy Vi E" W" k -S"1I TNt! R KlJdws 7f..(f'.T 

AREA W4!lLO r3t 8pTrtf(IIAME rd" 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

FEBRUARY 2007 PUBLIC INFORMATION MEETINGS 

Public Comment Form 
Date =--,-,-=-,-

Title(if oppli,.blo) _________ ... 

Street address 

YOl[ rn~v also submit C(lmmerlts by~ 
Web; wwtf.kniJunlin'!!.Drg 
Email: krmonline@S"l'tlrp<;,Q!K 
F.,.: 262'547'1103 
Mail: KR M (om muter Un k. PO Bo)\ 16;17, 

Waul,,,,,,, 0, WI 531<;1161:'7 

~~~ __ State Zip~'f; 

~l'Iosh a-Racine-M ilwau kee 

:ommuter Rail 

Public Comment Form 
Oate ~(1:~ (~7 
N;;m~ VH( l rD~fJj('\jf\l,~ 

_ l{ofT -"T j ?-~T£ <T'o 'f 1)(., 
l1tle\iI "P~Ii'dUI~) -V~\P;t:R"i7£iJ(,,;:<l"t"'l;<.. 'r~-1.1! 

Bus in~sslOrg_ (I J"P'k.>h,,,(I11.tl2,(f,,,,, T "'"" S- \:&.. " 
Stre .. t addrESS 

City l.i~~tr-1.iL",g 

You mol' also submit com'11ents by; 
Web; """"'.krmonll ...... o'll 
Email: krm4Jfllin e'@:!':'l'!WrIX.QFIi: 
Foe 262-547-1103 
Mall: KRM (ommllt~r Link, PO An, 16"7, 

W;)tlkesl1a.WI53187<607 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

FFRRTTARY )007 PTTRTJC TNF()RMATT()NMFJ~'TTNGS ., 

COMMENT FORM 
February 6, 2007 

Milwaukee Downtown Transit Center 

Please use this page to provide any comments or questions regarding the KRM 
Comments may be placed in the Comment Box this evening. Comments may also be faxed to 
(262) 547-1103, or mailed to the address on.the back of this sheet by February 23, 2007. 

Name: G'L tN VI/, SAl YPtt< . 
Organization: _____________________ _ 

AddreSs: MILWy WI. 5J2pl[ 
Daytime Phone: _ _ ~=__~~-----..----=------------

Email: &: fJh I~J ito7 r , - .. 

. " 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

COMMENT FORM 
February 8, 2007 

Milwaukee Downtown Transit Center 

Please use this page to provide any comments or questions regarding the KRM project. 
Comments may be placed in the Comment Box this evening. Comments may also be faxed to 
(262) 547-1103, rled to the address on the back of this sheet by February 23, 2007. 

Name:~ ~~ 
Organization:. _____ _ 

lJ)J;h.,: J WI I 5 J20 'l 
i J 

Address: 

Daytime Phone: _ 

Email: _________________________ _ 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

Februe.y 5, 2007 FEB .. 9 
Racine aa-y TechniCal College roMEmroRM J~~ 

PIeMe weltols page to provide ..,y commenll or queetlons nogardng 
Commenll may be placed In Ihe Comment Box Itoll evening. Comme 
(262) 547-1103, or milled to Ihe addr8ss on Ihe baCk of this Iheet by 1'ebnIe.y 23. 2007. 

Name: S3s\.l~ C?!..fWS>"" 
O~: ______________ ~ ________________ ___ 

DayIime Phone: ________________________________ _ 

EmeII: 

COMMENT FORM 
February 5, 2007 

RacI ... Gateway Technic81 Colege 

Please use Itois page to)ll<>'ijde any cornmenta orquestio/\$ ragardng Ihe,_~~ii~~c-.. 
Corrmenls may be placed In the Comment Box this evening. Commenl!l 
(262) 547-1103, or mailed to the adcIr8es on 1!le beCk of tills sheet by February 23. 2Dr11. 

Name: A!AAf(\! ;!eA//I,YSS\/ 
1'1 

Organization: , Ue 1"01 GIt.( h _: 
Da¥Jma Phone:_ 

EIIIIIII: 

Commenl!l: £<Rn(!?>t(~ ck",/epl/<h?t C,..e4.u eel 'S/'Jt"'t7...,/. 
,aravcv@;"&' 4£ bc.n/4rV-/,. ~Ir; - o/f ~d' 
"t!".f~m 6af to f (!U€f "']Mr&.... t (4/I'"f,uu;:6 n? t 
vet tqe--qn!ze<() NjH@? tc 0d tit<'; pI#? If 

he 1@nu7J 'l/qli<'"v/ ~'M,-"'_I1:1 OCOO/tnn h '/ 
4(.U/UY4t.e'f, In Me at-xi k?~;W<4C/""'S ('u: lUll 

he ,S'cCIhnOUM/f h 4< r CIfJ"'" e#f(sf" en 5 tn' f'{/;ry 

t../""r!-<t t"" e can Tn t1t e Air, rc .. 1@"'4. / kK". 'i 

m driUH.{Y'GYJ'" "(?Yip eefflf5len"i,. ,"il t1A4«-e k5 

5' hd ,Ate k"" 4 /f..:t;n4ht/e f!?:l#5 /p .f...nwt' /, 
«,n,t, Wf.i {ir&' aln""'C/j> De(ri..-, ?tree/tn' ~ 
fr; ,Ivhce /-FIe 'l7W4Hv"'r v/l c-Z$' /I'i Me c.;';y, I{}( 

t.N /1 net' cI IV U .ft! m a..,..;y, ma, ... -'Y, ,,",.iZl.''15 fo f"edqc e 
(t; ..... e-.,s$/0.5 , "lh;s ($ t?nY!' crP/7,~/ tJc. 
n t> €c/ /< PM , 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

COMMENT FORM 
FebNary 5, 2007 

Racine G~ Technical College 

PIeMe uae this page to prIWide any comm .... or queetiona regarding the KRM projed. 
Commsnts may be placed In the Comment Box INa evening. Commsnts may also be falIIId to 
(262) 547-110~ mailed to the add_ an Ihs ..-of INa sheet by February 23, 2007. 

Nams: t:a.~~ f.I~I)C-JI'1 flt.o 

::~:-------------/5,77"~,-,-:kfi.'"7.iiW. ..\~~ 

Daytime Phone: __ 

Emal: __________________ _ 

COMMENT FORM 
FeI:Iruary 5, 2007 

Racine Gateway Technical College 

~ we this page to provide any commenl& or q~ regarding the KRM project. 
Commen!s may be placed In the Comment Box thI8 _ning. Commenta may al&o be faxed to 
(282) 54711 1y3, «ma~ to the add~ on the baok of this sheet by February 23, 2007. 

Name: ~Cb 4\~ 
OIganization: __________________ _ 

Adc1resa: 

DaytIme Phone: _ 

Emall: --

AppendixC Page c- 10 of C- 135 



KRM Alternatives Analysis 
EIS and Project Development Phase 

COMMENT FORM 
February 5, 2007 

RacIne Gateway Technical College 

PIea8e use this page to provide any comments 01' ~ regarding the KRM proJecl 
Comments may be p'-d in the Comment Box thi8 ~Ing. Comments may aIIo be faxed to 
(262) 547-1103,.01' mal~ address on the beck of this.heet by February 23,2007. 

Name: ~ro~ 
O~~~: ____________________________ ~ __________ __ 
Add __ 

Daytime Phone:_ 

EmaIl: _ 

CoIl1lllents: 4.J ~ ...... ~ fb.LYr. "'"=13"''TK ~ "n-<L -a...."f',t' ~ 
Q.I"" ~N"''''' ~ "n4u":ot. wI-<..> ~ NUr ~ ~L ~ ... tt 

COMMENT FORM 
February 5, 2007 

RacIne Gateway Technical CeIIege 

PIeMe use this page to pnMde any commenta or ql.leSlionll'llgardilg the KRM project. 
Comments may be placed in the Comment Box thi8 evening. Cornmenta may also be faxed to 
(262) 547-1103, or mailed to the adchsa on the beck of this sheet by Februafy 23, 2007. 

Name: __ .1..) ..... 4:200.· .. • ... • _....::.lJ-=!:.:~=~:.....,:l!:!!. 21~/---------------------

Organization: \.I.-R~"""":¢Y ~...,q'"'::> -::- ..... c:... 

Address: Mj("Y ... yb-:Q: ..r30~'5~ 
Daytime Phone: _ 

Email: 

AppendixC 

\ t, k:=S> ' \ A 

........ ~~. - ... -
:ze-=' .... '15:> .4-....,7< c:.e- ""= c.q.,..J,.,.; I ..... ~ 
1:. q a '-" -=r\:''£\ yO c) ,.--.:;> '--
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KRM Alternatives Analysis 
EIS and Project Development Phase 

,,~~- KRM 
COMMENT FORM 

I'GtIn8y 5, 2007 
Raci .... G~ TachnIcal College 

_ .-thls page to ..-_ commenlll ... q'-ns regardq .... KRM proJad. 
Com_ may be pIacad kI the Comment Box tills evening. Commema may 8Il10 be fal(8d to 
(262) 547-1103 . .,.. mailaclto lila ~ an ilia back dthls II...t byFebruolry 23. 2007. 

~: . ::JC:FF /-'" f(1(iitpfA/ . 

0Igan1qlion: ->- C_ ~IV"$<PN Add __ 

~PMM: ____________________________ __ 

EmaI: 

~KRM 
COMMENT FORM 

FebnIIry 5, 2007 
Raci .... a-.y Technical Co1Jege 

PIeeaa UB81hi. psge to provide an, _ or qwsIIona reganlng the KRM pooJect. 
CommenIa may be placed In the Comment Box this ..... q. Com ...... may aI80 be falCed to 
(252) 547-1103, ... mailed to ilia 8ddnooa an the back of IhIa Iheet by FebruoIry 23, 2007. 

Name: &ph..ck £.#1 
~laIIan:, _________________________ _ 

AdcII.e: 

DayUme Phore: _~......"."",-:!L; _....<JJ:..::L:.....-_ 
EmaIt 

AppendixC Page c- 12 of C- 135 



KRM Alternatives Analysis 
EIS and Project Development Phase 

/11 .~..., • .. -.,); ... K R M 
COMMENT FORM 

FebNaIy 5, 2007 
Rao!ne Gateway Technical Callege 

Pleue use thill page to provide any comments or qwatiom reganj1ng the KRM project. 
Commenls may be pac:.d in the Comment Box this _Ing. Commenls may atao be faxed to 
(262) 547-1103, or mailed to the ecIdfen on the beck of this aheet by February 23, 2007, 

Name: /kyCl/l Alb/uhf 
OIgIDzation: &td;UIpJ,I Pchllrt4 CbIi.L{W 
AddI8ll8: 

~P~------------------------------------
Email: 

-KRM 
COMMENT FORM 

Fe.bn.I8I}' 5, 2007 
Racine Gateway Technleal College 

Please use this page to provide any commenls or queatlona ~ardlng the KRM prgject. 
Comrnant8 may be placed In the Comment Box thla _klg. Commenll! may also be I'axed to 
(262) 647-1103, or malad to the IldIhM on the back ofthla IIheet by February 23, 2007. 

Name: 7kn" ; s :6&« d a.J 
Organlzatlon: ________________ ......-_____ _ 

AddI8II8: __ 

DaytIme Phone: _ 

EmaI: __ _ 

Comment&: Tk< 7,;;", IS' 41) W -b> 4t q.r-C2 

L.w- An,D. tJ" ...... -'f "s.< .'1' batt..:h. 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

···~KRM 
COMMENT FORM 

February 5, 2007 
Racine Gm-ay Technical College 

Plea.e use this pege to pnMde any comments or qU88lions regarding the KRM project. 
Comments may be placed In the Comment Box this evening. Comments may also be faxed to 
(262) 54?r03, or mailed to the addnies on the beck of tIlia sheet by February 23, 2007. 

Name: UtctJ( &'c/(6<...J . 
~.~on~: _____________________________________ ___ 

Add ..... : 

DaytIme Phone: _ 

EmalI: 

COMMENT FORM 
February 5, 2007 

RacIne Gm-ay Technical College 

Plea .. uee this pegs to provide any comments or queations regarding the KRM prajec:t. 
Comments may be placed in the Comment Box this _nlng. Comments may also be faxed to 
(262) 547-1103, or mailed to the addr8ss on the beck of tills sheet by February 23,2007. 

Name: {i..~ l~ 11.0(') It6.lC.I..j 

Organlzation: ____________________________ _ 

AddI88S: 

Daytlme Phone; _ 

EmaH: 

Commems: _______________________________________ ___ 

~.u OlD xov ~ -t':; .A'1 :("614.. PIU_O/C-f f I)..J) 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

. , 
,~KRM 

COMMENT FORM 
February 5, 2007 

Racine Gateway Technical College 

pteese use this page to provide any comments 01' questions regarding the KRM project. 
CommenlS may be placed In the Comment Box this~. Comments may also be faxed to 
(262) 547-1103, or mailed to the add . n the beck of IhiI eat February 23, 2007. 

Nam« __ ~~~~~~~~~~~~~~~~~ ______ _ 

Organlzation:_~1t-!'-1-~:!:=::!:!:::!:::::""' ___ ""7:l'---:--_____ _ 

Addresa: 

DayHme Phone: _ 

Email:_ 

COMMENT FORM 
Fabruary 5, 2007 

Racine Gateway Technical College 

PIeaaa usa this page to provide any comments 01' questions regarding the KRM project. 
Comments may be placed in the Comment Box this evening. Comments may also be faxed to 
(262) 547-1103, ermalled to the add ... on the beck of this sheet by February 23,2007. 

Name: ~y ~-(""" 
Organlzallon: ___________________ _ 

AddnI88: 

Daytime Phone:_ 

Email: 

Comments: - C~tr ~st iMA-/:.ss 4. (of d-fl 

Iic\o\f€.- k Idl.t\. co-(("td..'f , :r wo ... \), ',1« .Jo ~ 

k r4 'S~9</,(y "tl\. ~t\bo",- acf ~i!l\, wIth. 

17 

hti! d 11."6 ~+l00\. ~ AA."I .A..ffi"-t'tlCf ,tel S"~tCE". lE. AO +r-.. .. s-Ctr. 
"{!we r ~u. ~ <'i,f"ss S"~., ;ag$ c..;+k ~e'>J s1.ts 
~-\t..<.e .... Jo\il.., ..... l-'-e AA~ C~'t.<>a0 .f ~, 

:a.l:l'. ~. AUI. 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

~.~.~ ... K R M 
COMMENT FORM 

FeblUary 5, 2007 
Racine ~ Technical College 

fl1 

Please use this pege to proyIde any commenta or questiona regarding 1118 KRM proJeet. 
Comments may be pIacecIln 1118 Comment Box this evening. Comm ... mey also be falIed to 
(262) 547·1103, or meledtollle address anllle beck oflhia IheeI by February 23, 2007. 

Name: LaUI1l Mcx. -Her 
OrganiDllon:; ________________ _ 

AdcIreaa: Raui1f. wI S'rH~ 
j 

~~:--------------------------
Emal: 

COMMENT FORM 
Fobtull}' 5, 2007 

Radne Gateway Tachnlcal Cohge 

PI ... _ ..... this page to pro¥ide any ccmm_ /)( qUHtlona regaldlng 1he KRM proJeet. 
Comments msy be placed in 1he Comment Box this ewnJng. CcimmenIlo may also be faxed 10 
(282) 547·1103. ormalledtollleaddreeeanlhebadc ofthiolheelbyFebnary23, 2007. 

Name: JOHtJ KtL.L£t MA ~€'e-
OrganIzation: MNRAjL ? Tf?ANS'/rNdw' 

Daytime Phone: _ 

EmaI: 

Comments: :Z::'M c.ol/ceR}/ ABoUT pUr pof/&£ TI<Acrl.S OV 

(1c-TweeW /.{E;tlOSNIl, ANO frIILw/lflVCt: THAT ,S SAnTY f?o(j~ 
TIl (J/?,oTecr 1: RdM HeAl) 0 tJ cRAsH. 

,\ ~ /' oWe STAT;ON c.(lc LI.. ~D .s OaTH Si()E M,L WIj(//4'e- TIlAr ""iI-I.. 8e-
(oflF'IISE (JEiTWcEAI S()/ITH stOt I<'IiUt"AIIK6c t;- SOVTt! fJ"LWA~~ 

e~cA<lS'~ sO(/n! PJ',,'/.J,/AftK£€ If or! tvliLwAift<E:r::: AVf.NU~ (}(JIIINTtlw~ 

sovm MiLWAiltCEE" S()(/TH ·Si()£ t!t'L.ltfl\lI/(EE oS dV L.it/CelLA! AI/EWE' 
;tJ BAYView ARYl) +''Tf,t;/\/i( iT Via"!.." 8f' Ct'/I\III6-e- iT 

f'Rolll SO 11TH s;{)~ ""';/"WM~E) To "BAYViEW -: TI-/,o.T 

WO!110 at: 8ETn~ To VMO~Ks'I\WO WHeRe- ts nt1\T 
At£A. 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

.. .,. KRM 
COMMENT FORM 

FebnwY 8, ZJt1I 
MIWaI*ae o-town,.... .. CadIr 

PI8I8e UlleIlU ~ IOpIOVkII "'Y CCIfIl11MIIIIaar~ ~"ICRM ~ 
Comments ma}! be pIIcId In .. CGmment Box IIU.....,. CanlIIIIIIbI ma}! allo befa.d 10 
=':547-1103, or n:IecI ~ __ an tI1et.c:lc ~IIU -; by ~ 23, 2I!D7. 

Orva~..r-~#k--'" .bc_ 
AddNR:, G#bw4t;& 5:J~z 
DaytIme Phone: • 

$nIH; 

~::i:d;r:72 
'~.. if',{- zt:,. ... ".... /....£"",;,,;.,tJ. 

CD .1 ~,;,{ He ~1'5- Cfjc ,eJi! 4e ~ k 
.J'.J4,;~ ~~ trptiJ' ....H-..,...d.%= 

cDJ.t A., rei;. ~d~~~r -
Public Comment Form, 

Yo II Tl ~y "I." ,ubm it comments b~: 
W,,', www.lu.nllllftllne..01.1 
E.-an, krmonLine@5f!'II'rpc,arg 
foil!: 26~'54711Q3 
Ma, ~ KflM C(lmm u ter U, k, PO Ro)!. 1(107 

~J,; . " ~, ,', . W.4k~:ha,.WI53Ig7-1n.a7 
(W,W[<.,fi! .' "iJ'It?''--) ,';:{fj / / (' t 

- i l "'::" _.' --" '--

City kJ...t. (;stli) __ State l.""'o- _ Zip "'7SP// 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

·,~KRM 
COMMENT FORM 

Februely II, 2007 
RacIne ~v Technlcel CoIege 

PIeaae uae thit page to provfde any comments or queatlona Ngllning the I<RM project. 
Comments may be pIacecIln Iha Comment Box thla.....mg. ComrnanI8 may aIeo be faxed to 
(262) 547-1103, or mailed to the addrUa on Iha beck of this she8tby February 23, 2007, 

Name: fJ1 C£C((l Ii S (j)2/.vO '2CL~(ilA 
~~on:; ____________ ~ ____ ~~ ____________ ___ 

~: __________ ~~i~~ ________ =-____ __ 
~~~---j/~~~---~~----------~d: ______ ~~~~~~ ________________________ _ 

) 

o.cor ..... ~ 1/00:<lr 

~l 

" 
;-d .... KRM 

COMMENT FORM 
February 5, 2007 

RacIne a_y Technlcel Colege 

PIeaae UMlhia ""'" to PfO'Iide any comments or qUMlions ~ the I<RM project. 
ComrnenIB may be plllClKlln the Comment Box\lllaIMlfl~. Comrnem. may 8110 be faxed to 
(282) 547-1103. or maRed tolha IIdcIr8aa on the beck oflhi, ,heat..,. Fellruary 23. 2007. 

Name: ) lett"" K !lut. 
~~::~Ywr~~~ ________________________ ___ 
Addreee: _ 

Daytime Phone: _ 

Emal: _ 

Convnanta: ~'~'-D HPrll~ HAl> <3? \(GT~-.I c$.. /t.JsoMlf( 

Se:'"SHZI "I. 1!u &<PJ:~IU .. 

(0 

AppendixC 

'~KRM 
COMMENT FORM 

FeIIruary II, 2007 
Racine GaIaway Ted1nical CoOesIe 

PIeaae UMIhIs ""'" to PfO'Iide any comments or queMiona NgIIIdIng Iha KRM project. 
CamrnenIB may be placed In the Comment Box this 8V8fing. ComInenIs may 8110 be _ to 
(262) 547·1103, or mllilld to Iha acIdree8 on the beck of this she8t byFebNaIy 23,2007. 

, '"De .",'-'s COX 
Nuw. ___ ~~~~~~------------------------
Ofganizal!on: 1i':" < " "<i' (; -/.;~ 
AddreIa: __ 

[)aytiIllllPhOne: _______________________ _ 

EtIIaH~ ___ , 

eomm_, kJ I~o Jr..f:t- rjf..f- ",t .... "'0 ? Fraj;./.+- Or 

(, ..... V'" .... --k.y l?"':" I 
IfI.<\Vd -,'-IM.. - b"s V.f VA i I 7l .. ; I NO .... "" ~ -..."L 

~ 

COMMCNTFORM 
February 5, 2OD7 

RacIne Ga\8Way Tachnica! College 

_ UMlhia """,to provide any ~ or~ nlgan:l~ the I<RM projecl 
CamrnenIe may be plaCed In the Comment Box Ihi. evanlng. Comments may IIiao be faxed to 
(282) 547-1103, or mailed to Iha addreM on the beck ofthla she8t by February 23, 2007. 

N_: A\"~ (,1,.,.0 .... 7 ' 
o~;: __________________________________ __ 

Addreee, _ 

DaytIme Phona:_ 

emal: 

.50) I : 0\,\ '7 su.. $~~~It. ' etoo", • ...,i'L 

s;Y" ... t\; COIl"lc.. .era- G\ c.oWl.~Jkr +r..j.... ~~ 
'-'o~~ \ll.""~1U..... k. V'\,lv"""It:,,-< ...... .1 C.4; .... ,j" •. 

:r d&!&.( S"f~~ xw.., "PIli ...... 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

~~ ... KRM 
COMMENT FORM 

February 6, 2007 
RacIne o.-y Technical College 

Plea .. 11M IhI8 page 10 Ilf'O\'kIe any comments or qU88tians owglltllng die KRM PfCject. 
Commerrts may b& pIac:ed in die Comment Box this evening. Commenla may eIIIo b& faxed \0 
(262) 547-1103, or ma~ \0 !he acid .... on !he bade oIlIIia.heeI by February 23, 2007. 

rum.: Rd,;; k,,,k 
Organlzation: __ --'-yP. .... 'k"--___________ _ 
AddRl88: 

DaytIme Phone:_ 

Emai: 

,~,~ ... KRM 
COMMENT FORM 

February 5, 2007 
Racine GaI8way Technical College 

PIeue uae IIIIs page to p!Ovide any comm ..... or quesIIona ~rdlng !he KRM Pf"lecl 
CommeIU may b& placed In !he Comment Box IhI8 _ning. Com_ may alllo be faxed \0 
(262) 547-1100, or mailed \0 Ihe IIdcIr8ss on die back of 1II1s"'-l by Febnlary 23, 2007. 

Name:tk4M~ 
Organization: M StAyt A9"2 dtl/k 5c.1t&! 
Add_ 

DayIIme Phone: _ 

EmIlI: ., 

Com~~ ____________________________________ ~ 

WL f'l.l.(ctrA tV.f".r1/~:" -I- 4f~Jwt'~ ((.ell/ 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

·~KRM 
COMMENT FORM 

FebN.:y 5, 2007 
RlCina Gataway Technical College 

Plea .. use this page to provide any oommenII or q~ regarding the KRM prgject. 
Commenls may be placed In the Commllll Box thIa .....,Ing. Comments may also be faxed to 

:''''·'{Ji!t~~iEt;i .. -·-""., 
Orgarization,~ _:D IlAdUfe 5(£;0) 
Addre88: 

DaytIme Phone:_ 

Ernalt ________________ _ 

COMMENT FORM 
Fobrualy 5, 2007 

Racine Gateway Technical College 

Please .... this page 10 provide any commenta or qlM8llons ~ardlng tile KRM proJect 
CommenIs may be pI~ In tile Comment Box this evening. Comm ..... may allo be faxed 10 
(262) 547-1103, or mailed to the addreaa an tile bIIck of thIa sheet by February 23, 2007. 

Name: 11 zli l: () <;; g )) 2) r/ 0 7: L (JIJ'{'L 

OIganizatian: er=: 9 

Addr1I8s: _ 

Daytme Phon .. , _ 

Ernal: _...!.,.ryr~ ______________ _ 

Comments: IV U p -vt> 1'1!..iLt:s; 6\.<lt ~I""" ",.J. 
A=d u_H -- Y" ":f"'=\' - ",..;01-0' ..... ~ FPtY 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

,~.~~ ... K R M 
COMMENT FORM 

FebN8t)' 5, 2007 
RacIne Galftay Technklal Cclege 

PI_ use this page to pI01IkIe any comments or quesUcns regarding the KRM project. 
Comments may be placed in the Comment Box this evening. Comments me! also be faxed to 
(262) 547-1103, or mailed to the ad<k8ss on the back of thi8.heeI by February 23, 2007. 

">/ 

Name: MtdJ4!CL < RQaqfl0 
OIganlzation: Pt2f1112¥v't:S+v' J7J1N J7J.Gld,.) ,., IPtJ(.E <;,~ Add __ 

Daytime Phona:_ 

Emalt 

$~f. IN €l1e"'j7 'tnt J;v40 C()I'vJ<:(t?fYU 
'"11J1IV~ YOL) , 

PJoi! ~ RUSH HOIJB .5e&Vi<E.r 

'~KRM 
COMMENT FORM 

February 5, 2007 
Recine GIIIewBy Technical College 

e _thl. page to provide any comm_ or quMtiona regarding the KRM project. 
nenIs may be plaCed in the Comment Box Ilia evening. Comments may 8Iao be faxed to 
547-1103, or mailed to the acIdrMa on the bad< ofthlllhaatby February 23, 2007. 

~ Z,~ ... ~ ·C, ... IJI /( ~,:,,,'7'#L ./ ~'!JPI'/"'(e-~ .... V
,lzatIon:~".. ./ a, ,';'t 
188: Aaou..J, 
.... Pho .. :_ 

nents: d" &ML~'" Ih'tf, ~"'L --z(; ro __ s&7m S 

~~1~:~~~A=~O~d_4 
tr«d. :ZZ-ri .. o/?,;:p;;r;fi;"r"'Pi~ ..v~,4 ~ 
~ r~ .... '?"I;,t /~ .... < S'O' ..... _d flH'fF':: C .. __ .. "7i.e 

j/ 6u-r:;.Nt/U~ .F,1' "74 , .... .47 .11",,..,,,; -?tI .. ,..
""'Y',ft,,; w«">t Ab .L>AW,,<yz c.u. ~N.,y'& '/;"},67 
, k. .. "i!f ./-ztt;: VA LCf$-t. r "..:.~ 

_ ?- oR, ;. c'AR.J' WiTH L..GlCOI'1 G1 T¥E CA/it. 

:z: ·Wlll.. /...oVE TO ~it?E AU .. rHE 'T,MES " 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

"'~KRM 
COMMENT FORM 

February 5, 2007 
Racine G-.y Technical Cdlege 

PIeaee use this page 10 prcMde any commenbl or queeliona regarding the KRM project 
Comrnoonts may be placed ~ the Commant Bole 1hie _nlng. CooImenla may al80 be f8lC8d to 
(262) 547-1103. ormaillld 10 the addreMonll1e bad<d1l1 .. 8I1eetby Fobruary23. 2007. 

Name: Z,:. .... tJ ·C .... /.Il /4 b .. ,..7k. ./C'!Y'DI"Hr~ .... r
a.ganlzatlon: 6.,. ,/ ~ f ,.)c 

Add ... : ~u";t 
Daytime Phone: _ 

Email: 

,KRM 
COMMENT FORM 

February 5, :!007 
Racine ~y TacIwlical College 

Plane U&e 1his page 10 provide any cornmenIa or quealiona regarding the KRM pRljecl 
Comments may be placed in the Comment Bole 111 .. _no. Comments may also be faxed 10 
(2e2) 547-1103, or mailed 10 the add ... on the bad< of1hi, _ by February 23.2007. 

Name: \::\elch C' fl\o.Mr\S 
Organlzatlon: ___________ --:-____ _ 

AddreM: 1\o.c 1m &.., 

Daytime Phone: _ 
email: _________________ _ 

Comments: f> II '» \ it> tru\ro oS f oJ:\-0' m i 0 0, ~ocd 

;:::08 f'j:~::'~ ::::::!};xP P±~;,., :.-

:sE:~ $:'~ .. :U.~::, 
\ (,d5 a\ oOlb, JlQ<!<1)"c R I h .. a;"p +'o)p 

::::~~;~::: ~.:' O~:~t~l= 
to'S Am c\an.a- ' '9 0 01;1.- ",~. 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

·'~KRM 
COMMENT FORM 

FeblUary 5, 2007 
Rod ... ~y Technical ~ 

P"'_ use this page '" I'f'CIVicIe any """"'-'" or question. regilding \hi KRM pmjad. 
Comments may be p~ In \hi Ccmrnent Box 1111. evening. Comments may also be faxed '" 
(262) 5047-1103, or mailed "' .... add_ on \hi beck ofthia_ by February 23,2007. 

Name; Lor i Ac+;Ol'YlqU,1 

Orgenir.aticf\: R e C i yJ g 

AddreM: 

Cj+', ben 
1< ... 0.;0" WI I 

D~me Phone: _ 

EmaU: 

Comments: J /qpK fPocl .... rd tv +be iWlp/em!1.K1.f."t;pY1 oF? th;S 

pro£RC.+, I tn .. ~(t b,4/,gV£ +hefH1e k'RWl <"""min.-
Mil UJ, Ii 5reqfJy b.qVle fH +hiS COCCjJov-. ,I hW& 

HseJi O;!mm .. ./-er +'9"'0$ 'In Chia~Q and U2,.sL,:p>jt<2IQ Dc. 
«!'lei !::f:'lOuJ, £,,$1 be~ ho") (:.tz!IlWifW1+ COWl ta1l6kc 

y".i I i '$, G.....,n1,..fV Cq; J bCir'l::1 'j' Cammt.!"'jJ,-es 

:tcse+hu-- 1+ i5 19~ purdue in 4;$ qree, 

I e$pR<' ;olly laok: .h2ck14Cd +0 q.>l+.g.w/in~ +kg. 
k'Rm CPImWl!d+V raj f +0 mcadisl!t1o, 5Qn'ltd-jm~ 
i 0 th.e h,J..(A(e... o,ee +hs k R Wl (!crmmLlt~r. 

t=GI~ r ;$ ,~·., .. d; n&) / WI II hg <3 r~u (<lI Y /4SeA:o 

COMMENT FORM 
February 8, 2007 

Milwaukee Downtown Transit Center 

PI!Iaea use this page'" provide any comments or questionl regarding the KRM projecI. 
Comment8 may be placed In the Comment Box this ellflfllng. Comments may al80 be faxed '" 

~ ......... -.. - .. "". 
Organization: = 
Addrees: , 

DaytIme Phone:_ 

EmeU: _ 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

COMMENT FORM 
February 5, 2007 

Rache o-y Technical College 

Please use this page 10 provide any coinmenIs or qU88lion8 JlIIIn"" the KRM prtIJecl 
Comments molly be pieced n the CoomIent Box this evening. Commenta may .a18o be flIl<8d 10 
(262) 547-1103. or n"IIIlled 10 Ihe __ on the beck ofthi.",- by February 23. 2007. 

Name: MA~ #{IIJIAI}J;. 

~~-----------------------------
~: ~-----------------------------
DaytIme PIIone: ______ ---,-___________________ _ 

Email: 

Comments: 61»~ 11"" EJil~ Of 1W: kJCVl1ti Sflaz£ P.A1LfaJ./J 
1He rJA.uNt .J1/Ik:,t(}SJ ,,12M dAS ~l Ull~6tLB1 ~\L--

eJPANP$ HlqJ\,\wA.t\ S"~f~'; ovf <"\:0 \ - qy IN 
~{loJJ5G .fa tff.-JMi.. 1!?1f.nc. V(jJJiAE I-«.~ tv<Jr 
~ Coif!f5:§'ON t!;,.0rZ fflVeL 1?M6""j·IN djt!e:tS 
t'.d{/.bs.. I { .\:)f-,J -{ 1" ~1 0f£t\r- JJe§ f":> kiM fbret 

€J?Jl!llrNg l;l?N\ IN WILL.. :3t\/E: & M!f¥ M:$r 1""0 
LAtstfaPT trlfA-S $JQ.JEA .ft?GaN\ ·1He. IAlfB2s1J\fb. 
NWl LV£. ow E.ITH€f %.slOW 4X:4L WAs. d/! M31f6 
0Jt 101:KE: INlCflSTA,16/ go tJ~~ ~ 5:Vm I ..t..v~ 1~(;lIv 
tilve ~ 1~ 

~;"~ ... KRM 
COMMENT FORM 

FeIlr\Iary 6, 2007 
Radne GaIeway Technical ~ 

PIe88e use IIlls page to pnMde .,y eomments or questionII JlIII8"'~ \he KRM projecl 
Comments mey be placecS In the Comment Box this ewni~. Comments may.also be felC8d to 
(262) 547-1103, or melIacIto the IIddr8aa on the beck oflllia sheet by February 23, 2007. 

Name: fDA-VI D Y#1Jrr ......... r 
o..ganization: __ S_f:t._P-________________________ __ 

Add_: 

0aytIme Phone: _ 

En"IIIll: _ 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

~KRM 
COMMENT FORM 

February 5, 2007 
Raclna Gateway T""""1co1 College 

Ptea .. uoethla page \0 p:ov;de any commenla or q .... rIiDre regarding th& KRM projed. 
Comments may be pIaaId In the Comment Box this e'Nling. Canmenls may eiso be faxed to 
(262)547-1103, or mailed \0 the addniH on th& back oIlhi. _ by February 23,2007. 

Nama: kif((}, 1Vt<d.$'(1I\. 
Qvmution: __________________________________ _ 

Daytime Phone:_ 

EmaD: __ __ 

J, 

COMMENT FORM 
February 5, 2007 

Raclne Gateway Technic81 CoIlega 

PIea88 use this page to provide any comments or questions regarding the KRM project. 
Comments may be placed in the Comment Box this evening. Comments may 8180 be faxed to 
(262) 547-.1103, r mailed toM r888 on the bactc of this sheet by February 23. 2007. 

Name: i!1i vIk.,...( ~V 
~n~on:: ________ ~ __________________________ __ 

AddrH8: 

Daytime Phone:_ 

EmaD: __ 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

~- ... KRM 
COMMENT FORM 

February 5, 2007 
Redne Gateway Technical College 

PI_ .... this page to provide any oamments or queeIlons regarding the KRM project. 
Comments may be placed In the Comment Box Ilia evering, Comments may also be faxed to 
(282) 547-1103, or mailed to the IIdcIr8sa an the back of Ihie Ihaet by February 23, 2007. 

Name: MA(lk M 61 e-s:s-
Orgarization:_S.2.:::.VJ~~ ___________ --.,._ '~KRM 
Addreu: ____ _ 

DaytIme Phone: _ 

Emeit 

,'\A ( , N.z 5' h{j 
_1'_ 0 3 

COMMENT FORrI'I 
FeIl<uary 5, 2007 

RacIne Gateway Technlcel College 

PI_ .... thi. page to provide any commenIB or quaalions regard~ the KRM project. 
Comments may be pllOC8d In the Comment Box this _ring. CommenIB may also be faxed to 
(282) 547-1 3, or mailad to the add .... en the back afthis Iheet by Februery 23,2007. 

Name:..s;,;;;~;.wJfl).~.ml~ __ --"r-_____ _ 

COMMENT FORM 
FeIl<uary 5, 2007 

Racine ~ TedYllcal CoIege 

PIaMe use this page to provide any comments or quea1lcns regatdIng the KRM prc)ecl. 
Comments may be placed in the Commetll Box th • ......,~. Comments may aile be faxed to 
(262) 547-1103, or mailad to the_en the back ofilia __ byFeIl<uary 23, 2007. 

::~~~5t:~ ..... _ .. ........ _._-
Daytime PIIcne: _ 

Email: 

~--------------------------------------

AddnIaa: 

Daytime Phone: 

Emeit _ 

J AA ~ =«;,y., ~ <Au';"',,) c±b< ct~ 
i4.~. &..,.,.., <Ht{.y a-: ="72,,; Go- 1 6~ 
'~ .Pd .... coe±n:"'«41,4¢f 1:4 ;;"" ~ 
'+~' iA4J Kfm 1.9 ~A bt+ ~ 
&>brr<dtk 'II e;.M~J>d-ng#'U'# ~r 6"9 • .«J~ r ~ / 
OrLl1!",e. ~ ~ JILl ~ 4~, 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

-~KRM 
COMMENT FORM 

FebNIIry 5. 2007 
Recine G-.y Technical College 

~ I.e this pege to provide ""l' commenla orqueotlona regarding the I:RM proJad. 
Com_ may be plaCed it the Com_Bole this evening. Commenta may also be flIlO!Id to 
(262) 5<17-1103, 01 mailed to the IIti'IIII8 on the bed< of thlll ~ by Felnary 23. 2Inl. 

Nsme: C \eo, ().o.Q.. \\.\,\~'--
Organization: '9. lie< (, ..... .;Th...na;~ 
Address: 

D\Iytime Phone: _ 

EmeI: 

~: -C n...~-....,. :'s4 -PI"... p' L ......... r "\-,, ,,\\ ,'. "I 

0. '7 ..... \ co!-> %3 s\.-vp..? \P9~ 89 A) \o;p , I 'A- e...J.. 
M,:\\pt>.s*-R'E' • 

"~ ... KRM 
COMMENT FORM 

FeIInJaIy 5, 2007 
Recine GaIewIIy Technical College 

PIIIaae UN this page to provide ""l' commen18 or~ regsIIIng the KRM proJad. 
Comments may be plecedln the Com_Bole this """"'no, ~ mayalllo be flIlO!Id 10 
(282) 547-1103, 01 maled 10 the __ an the beck dth .. ~ by Felnary 23, 2007, 

Nama: ,/&&.e,< eA'<~N 

R#'f/G ;f;e,A. !It#,tJMql?~~ .i ~Af6~ 
A9k~ dJ.Z:' 5pf(J3 

Dayllme Phone: __ 

&dIt414!/€« 4N/~ t!S'eu?.tdr OPec 11.6,tMC • .e~(€ 

AV ~"'" RAO,f/4!r !"P.lf::GA, 

'~ .. KRM 
COMMENT FORM 
~ry7.2Inl 

Kanosha Gaieway Technlc:at College 

.,.... UI8 this page 10 provide any _nil 01 q.-ti ..... l'8g8fding the KRM project. 
Commen18 may be plllCIId In the CommenlBole thll _ins. Commen18 may also be feIoad to 
(282) 547-1103, or maleclio the add_ on Iha beck ofthllllhHt by Febrvary23. 2007, 

Nerne: ==wo ~eacb(? 
Organization: 4)0 4 \€;: 

~: 

Daytime Phone: __ Al,I,)'-f!~A=q:::;;",.. ___________ _ 
Emait __ " 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

COMMENT FORM 
Fellruery 7, 2007 

Kanoeha GaI8Way Technical Cclege 

~4"" KRM 
COMMENT FORM 

FebNary 7, 2007 
KenoIha G_y Technical CoIage 

Please use this page to flI'OvIde any commanla or '1uae1fona regarding !he KRM prcjact 
Commenlll may be pI~ In !he ~ Box this ....".ng. Commenla may Il18o be f1IxacI to 
(262) 547-1103, or mallaOtolhltaddreeaon!hebackofthisaheetbvFablwry23, 2007. 

Nama: 'T1fI>/,j1!£ ~Slf" 

Organization: Vld - PA-L'f§ rp Ii. 
A"~ __ . 
"""'-'-
Dlyljlllt Phone: __ 

Emait __ ' 

Convnenta: 1k:4 ~O;e-&! .......,~~ ~ ~l 
:t+ ;, eo ~b'" ~ \ ~ ev..- c""""' ............ :'t) 

PIaMe use this page 10 flI'OvIde any cornmenla or '1ue1tions rwgerdIn; !he KRM project. 
CommenIa may be pI~ In !he Comment Box this 8Y8ring. Commenll may also be faxed to 
(262) 547-1103. or mailed to the addms en !he back of thillheet bv Fellruary 23. 2007. 

Name: 1n;f1ft,' y~ 
Organization: C41'Z¥je ~ 
Addreea: k~ / W 5"3//f-o 
~~Pm~: ________ ~~~~ ______________ ___ 
~t __________________________________ ___ 

Commenlll: j.- <'l h~ ~'iI'~ {h-~ Fj'd 
- [er..-( ~4-.. >e/Yytce. /1 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

~""KRM 
COMMENT FORM 

Febtllary 7, 2007 
Kenoeha Geway Technical ~ 

PIoNose use"'" page to provide .. y cam_ or qUHllona teg8rd1ng 1he KRM praja(:t, 
Com""""" may be ~ In 1he Commerot Boo! 1I1a~. Comm_11I"l" a ..... be r-to 
(262) 647-1103, or malad to 1he ~ on 1he beck of lila """' by February 23, 2007. 

N.",.: :z:;... ..t: fl LTU4 dGQ£N 
~.~~; __ ~N~/4~ ____________________________ __ 

DayIIme Phone: _ 

emil: 

QWI<''''f''' 'WI'> Of' Sf WI SCi''''',,,'' AM'! /IV e.g '.:1> 'DIn 

£AI7jOeJ CU'<JlLn ().:)" 'e"«tkfllf ""Qmr2 AI'Ltl.A ... 

~!U"4pS IoIlDo :nJlJ! 'I\£Oe4S]~O VS!9 Of' O1IZYUEU

AI1l f""P Svlf""T WI.,(... £41> If &n A Tt4m. D 

qllfrB FAt 1"72Y' nsr 

. ~ .. KRM 
COMMENT FORM 

FeIlnJary 7. 2007 
Kenoeha Gatftay Taclln1c81 College 

Pteaee 11M lIis page to provide .. y cam""""" or queeti ..... regarding 1he KRM PfI)jecI. 
Comments may be ~;,1he Commerot Box this _Ing. Commenll! may allo be r- to 
(262) 647-1103. orm.ledto1he~on1hebe9'=:.heeI by February 23, 2007. 

Name: S-hr v1 Ro.s€.-nS(r0.... 
~~:;------------------~~~------~-----
AddJwA: _ ~ 
Daytimot Phone: __ 

EmaIl: 
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KRM Alternatives Analysis 
EIS and Project Development Phase 

~""'KRM 
COMMENT FORM 

FebnI8Iy 7, 2007 
Kenosha G_y Technical College 

PIeMe .... tIIis page to proIIide any comrnants or quelllioni regalding the KRM project. 
Comments may be p/acad In the Commant Box tllill """"Ing. Comments may lllso be "'-I to 
(262) 547-1103, or maaed to the addrM8 on the back ofllia._ by FeIInIay 23, 2007. 

Ni1l'ii": 1>,...4....., .... ~ 
Organlzallon: __________________ _ 

~$~~:---------------------
Email: 

-rKRM 
COMMENT FORM 

February 8, 2007 
lot_kAle O-Wown Trans. Center 

"" .. use this page to provide any commants or quHIIone regarding the KRM project . 
• mm ..... may be placed In the Comment Box this evening. Comman .. may IIeo be "'-I to 
82) 547-1 103,,,, mailed to the addreu on the back of tllill aheeI by February 23, 2007. 

Ima:41(~; 
lJonization AMal7rnw;: fro (flbrYJ) 
Id_: . 

IYIimePhone:_ 

nall: __ _ 

7 

Commen~' p... UN' b?:ytmitt> Mit> ",~y;:- I~ 

-=-z1i..<M=" ,<. caeEl/iMPr'\7 6« MILIt.lfsO'E§f5 tju(.LflS_ 

JjI.wu; IS No POll". 7p $'t?p.:r~ 0t2. S<£:L 

<9 !IS (~(~ Cg..-'NYX,r ~ ~ t,r(i?i ,4 
J,J1f'rt'j?J£> mud -;rt?M/s;r- ("?€OW 5Zt¢:,A'-s ~ 

&4 @IL 15 4 ~c "1m! trS (AteuP1;ft1ff?t'J7oV 

,a-l.tI(/ &a ~,/~ ~/&/~;, , ,; 
liM" ,f6'Mt!3 72? /I!~tA/r ~ Cf1v!.tttfWtrtO A&tl 
&er: /?p;nwu£ ,4t!D 5jA7.!:tVfr' fWz RYe 
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KRM Alternatives Analysis 
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~"'KRM 
COMMENT FORM 

Febrwry 7. 2007 
Keno8ha GaIney Technical College 

Pleae uaelllis page to provide any comments or qlMllona l89ardng the KRM 1lfOject. 
Comments may be pieced In the Commant Bole III. _mg. Comments may IIIeo be faJced to 
(282) 547,1103, or mailed to the add .... an the back of lIIis.heeI by Febnlery 23, 2007. 

Name: 141.£,.u? J.ke'n R IGHA/f4 SGHCE'INf8 

Ofganizallon: ________________ _ 

Add .... : _ 

DaytimaPhone: _______________ _ 

EtnelI: 

~.~ ... KRM 
COMMENT FORM 

February 5, 2001 
RacIne GaI8way TecIwIlcal College 

Please use thI_ page to provide any coinments or queeIIone regarding the KRM project. 
Comments mil)' be placed in the CornmenI BDlc IhIa evening. Comments mil)' also be faxecllo 
(282) 547,1103, or mailed 10 the 8Idc:Qee onlha back of III. _ by February 23. 2007. 

Name: '!\alia Otruittf 
Organization: ~ frpKu,MaiJ <£ 1}A?N 

Emal: 

Cammenta: /'", baM,. h rW~ 16;, lodtAAa: tbK ri 
.... ·/1 ""'" "',p4&' 4W 1M.!., to .... +01(' ""& WNo 

t/""'J po 1m t= h a.. tC:y .' 

AppendixC 

~:~ ... KRM 
COMMENT FORM 

February 7, 2007 
Kanoeha GaIney Technical Colege 

PIaa8a uae this peg. to provide any comments or queotlona tagardlng the KRM project. 
Comments may be placed In the Comment BDlc III. evening. Comrnanbl may also be faJced to 
(282) 547,1103, o~ to the add_ on the baCk of III. _ by Februery 23, 2007. 

Name: \ lel7Jl;~ 82((&11 
~~:.--------------~---
A<khu: JIbur.Jrc, WI 631'10 , 
Daytime Phone: ________________ _ 

Email: 

Co_: I it! All .fk Cpmjrll.//ey- (1(;/- -/ -t..k tIu g~ -k> 
a/fiji" and if 5 sO ",'U fr;"of hPlve fo H,hr'»t Ahe#: 

WMqf' tv do u/i'dt ""¥ fAc/imllz~ 6t 7lte 0111 

-Mrh, #we £Wit 1/ "YUa: '-IiI.! ;4/t/r'r( bd-Ier IS. ,:,( ;r ~.5 
~91«. I #lMt we 5hpyll Cpn!I'iv l;uli//Yl1!i h;fA.
Spt&l trAM rll#w- {flea -Ik dUI1~ dtl-ltsh,OY/e,! 
DM()/i1~ -frAr'nS b.~ Ad J~ hal/l! +/tiS Ilnd 
It's heAv;'V U$e1. I )eli,!/( if ",g: ffB,.td -AAtS, if 

IAhkU set M ~m#k. ..rIta:t t?fkT w..giffl, HJ?I!ld, surely 
.[Oliow (1\ ~C1. :h'~ ,5 rY/(J""¥, /tM' pit wit use. 
CDml!!Lf:llr @i/ j:. it's ASh CUrll"ltliUI.J- ad ...;.:k-,f hie. If 
,}- .-m.Us ~ S 'lin, 1<> 'jer..)m.,. !»IM A '7t:> {»'i1:f B. -«'I i,raq 

-fW.. ~,'" A'S ,:,-. ",/"U'$ of- d,., ..... , w~, ~ if"I.'1. Mtffl VD;;#'6rl' 
-to -hik -tk -/YAin? lin a",/ AmeY/Vuc C(l1.d / 11M.. '""{ 
lltr- (NJIl ~rt<ts...)--1"Vl I'I\e, a. "lAS~ -t.> 5h>() IOV>n:J,:r! 
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{C/ 

-Wi .... KRM 
COMMENT FORM 

FlllHuary 7. 2007 
Kenoaha G_y Techn1c81 College 

PIeaa use tills page lO provide any ~ CO' q ........ l'8garalng the KRM project 
Comments may be placed In ilia Comment Box til .. _Ing. ~ may aI80 be falIed to 
(262) 647-1103. or mailed to the _ on the beck oflhl8 eheel by February 23. 2007. 

Name: t:4n;r A' 4J;kJ 
~a~:, __________________________________ _ 

~ 

Da~Phone:_ 

EmaIl: 

~"KRM 
COMMENT FORM 

February 7. 2007 
Kenon Gateway Technical College 

Plea.., use this page 10 pnMde any comment. or questionII rugardlng the KRM PRJjec:l 
Commenlll may be placed In the Comment Box !his evening. Commenla may e180 be faxed to 
(262) 547-1103. Or meiled to the add ... on the back of this m-t by Febniary 23,2007. 

Name: LmtS Ru &Itf J " 
organlzation~.i4Pt 
Adclreas: ____ rv-_ _=__ 

DaytIme Phone: _ 

Email: 
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COMMENT FORM 
February 7, 2007 

KenClllha Gateway Technical College 

Please use this page to provide any QCllllmenls or QUMliDns "'9IIrdlng the KRM project. 
Com_ may be placed In the Comment Box thillevenlng. Commenbl may also be faxed to 
(262) - 1 . or mailed to the add..,.. on the back of Ihill sheet by February 23, 2007. 

Name: I'M- ,*lt~~lAV 
Organization: uc<a.tf..t;ki (A'f) 

~~: --------------------------------------
~~me~M: __________________________________ __ 

email: _____________________________________ __ 

COMMENT FORM 
February 7. 2007 

Kenosha Gateway Ted1nlcal Collage 

Please use this page to proWle any QCIIIIment. or questions nagarding the KRM project 
Comments may be placed In the Comment Box this evening. Commen18 may also be faxad to 
(262) 547-1103. or mailed to the addI88s on the back of this sheet by February 23,2007. 

Name: 'EriPd 41' .... dy;" 

OrganiZatIon: 7 ... lin .. n 11M" / r,,/, ... L'1 RH' /of!-= ... ; 

Address: 

Dllytime Phona: _ 

EmaIl: __ 

Commenls: 4-1e ere C111 ever/Jet! ahau' ,1 cuo q/J 
~Y.IJ0e ;<1 (inad'<>j 
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~KRM 
COMMENT FORM 

February 7, 2007 
Ken06ha Gamway Technical College 

Pleaee uee lIlis page to pro\llde any comments or quedons ragardlng !he KRM project 
Comments may be placed in the Comment Box IIlIs ......,ilg. Ca'nments may allo be faxed to 
(262) 547-1103, or mailed 10 !he add""" on the back of INs .Mot by February 23, 2007. 

Name; -<f.IJ :bJtlt'~ 
Organization: ¥. .... $L. Am-- "tS""".\."CfiS AU.-........y:= 
Address: ILe....<L.Itlf" {"JI'iO , 
Daytime Phone: . 

Ema~: 

COMMENT FORM 
February 7, 2007 

Kenosha Gatnay Technical College . 

Is page to provIcIe any comments or questions ragardilg !he KRM project. 
Comment. may be placed In !he Comment Box IN. evening. Comments may also be faxed to 
(262) 547-1103, or mailed to the _ on !he back of tNalheet by February 23, 2007. 

Name; <:La, #JlJ-(~ 
Organlzation:,,4;.;..., e '" J.. ,*,114 fJ....w 
Address: _ 

Daytime Phone; _ 

Email; 

Comments; kL.«Jo."......,. r-...J"-t..r.~ ~*~ 
,,, I - .:ill...er-c± J;,... .4.;.,.. T++- .....;..u, t?'VeHth ~ 

..:H!:.A J t k .b......Jl..! 4.y t-J...., ,..".;.....u., -~ k»+ J4-
~~<t'P s..",...~ "t .... t~ 4r Jet -? ~~ 
~. t'fi>t ZL,:." ... J:;e ~ (c,,-........) J""!..,,,.;;t-l t 61. ~ 

• Ld kt o;-t ;i.e> ,,<'td .p,. A-!S4rf=Ho i...J:y...,~ 
'Y' hI' J I,.; .. r t.:.. J" Uti'.,. IJ~ :tLt, to 'II ~ i .... 
"tt,..;:. . ..y.a:. If ... 12.u., 
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'rKRM 
COMMENT FORM 

February 8, 2007 
MilWaukee Downtown T""'.~ Center 

Please use thl$ page to """"de any comments or questions regarding the KRill project 
Comments may be placed in the Comment Box thi. evening. Comments may also be faxed to 
(262) 547-1 103, or rna/led to the add ...... on the bad< of this sheet by February 23,2007. 

Nama: 8~ &rye 
Organlza~on; __________ --:-________ _ 

Address: 11;/w~ 
Daytime Phone: ______ _ 

Erna~: _____________________ _ 

Comments: ~:J' 0 1rz,'I&L "'" -(t.J. f~ 'ir~IU ~& 
~ i4 V'r ~ ,¢., ,.e.... ~ 

~AI~ d. vty ;k.~. 

...... KRM 
COMMENT FORM 

February 7, 2007 
KoMI"" GaIftO\' TocIII'IIcaI COU _ 

_ .Nlhis _ to poovIde III)' com_ Of q __ rwjlo/dng IIIe KRM p,*"" 
Commento may be placed In IIIe Comment Box 11110 ownir1U. Commonta may aJoo be _Ix> 
(262) 547-'103, or "",lied to lheaddroa OIl IIIe back ofll1ls "'"' by FoI>fuory 23, 2007. 

::.:!~t~J GOb), ) ) 
____ fl_=:.... 

Daytime PIlone; _ 

Email' 

'rKRM 
I 

COMMENT FORM 
Fabruary 8, 2007 _.Ieee Down/OWn Tranoll Conlor 

Pi ....... 11115 page to.,.-ovIde any comments or queoUons rogordlng lhe KRM pmjecI. 
Cornman .. may be pIo<>ld In 111. Com ......... eo.lhls owning. Cornmen .. may also be _ to 
(262) 547·,,:Y, mailed 10 lhe add.- OIl IIIe _ of this _ by Fellruary 23, 2007. 
Namo: (}li&e«r e ~ 
OrganiDlion·· _________________ _ 

Address: 

Daytime Phon.: _ 

EmaR: 

-.It '&":' 4L< #rr«a1;vJ4~ thY An .hY&<<c?<:$4 W 
~ .e:4wicr.j .t'&..:<~ 0/' .7Z.-ft< .te&,-c%<b 2? 
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.. ~~ .... K R M 
COMMENT FORM 

February 7, 2007 
Kenosha GaI_V Technical Colega 

Please uulhls page 10 pll:Wlda any commanls "'" quesUons IegIIrdIng the KRM project. 
Comments may be pIaoed In 1ha Comment Box this evanInQ. Commenla may 8110 be faxed 10 
(262) 547-1103. or mailed 10 Ihe adcIrass on 1ha back of this aheeI ~ February 23. 2007. 

Nama: _ ..... $-$ C\ a.-1J..5 ...... \ ~ Co\...': \!>~ V"-e. .. .s .. " 
Clfganiza�ion: _________________ _ 

Addren: 

08ytime Phone: ________________ _ 

~~:--------------------

;'?,.e...., ...... I =r """""" .......n rsS' .... S.\94 \IS,*-. Lx t,o",. 

at'wz \<. R'rm--A \... ...... \)19 at. 0"" \.n,p, 4:!.\ l!5r" O:J 4.,\ 
v. v 
~ ... Prl """'Q, \ .......; .••. ,,(\ M\'a b • \:ny, I.:uvab9 .. ) ... A ~ .... L~ • 
INc> & nth h"'e~ U. : +- do 0&\ I&\ ...... A- ... 100 s cy. >\W''t&..-t 
lot <On :\k 51 J ... A ~ ~!!.. . ~ul) .. 1; ( \ ;>.\\. Sa.. \- ') 

& ~::s bJ "\~'n E..~) i .. "AM-H, \)o;\" 

AppendixC 

?KRM 
COMMENT FORM 

Febrllar/ 8. 2007 
Milwaukee Down!own Tran.a Canter 

Please use this page to prOvide any comments or questiOt"lA mgar<ling ItIe KRM project. 
Com_ may be plaa!d in tha Comma", Box !hill avenine. Comments may also be faxed 10 
(262) 547-1103. or mailed 10 1ha ad<kess on the beck oflhis s_ by February 23. 2007. 

Name: MJtflfill 131/11111\1\ 
~rnmtion: ______ -~~-~~~~~=_---

Address: _______ ~N~I..:..._"jvrM>,~:;...I<a.::..L) ..:..._W..:..J ....:S"':..:3:..:.]...:..J S-~ __ _ 
DaytimePhon": ___ ~~------------

Email: 
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· ..... KRM 
COMMENT FORM 

February S, 2007 
Milwaukee Downtown Transit Center 

Please use this page to provide any comments or questions regarding the KRM project. 
Comments may be placed in the Comment 80)( this evening. Comments may also be faxed to 
(262) 547-1103, mailed to as on the back of this sheet by February 23,2007. 

Name: ~-..-f""":"P"/1 "" 

L-J 

:::~on:_-_-_--'"--""""""---'--:-"7:;··-"""'~'-At--;:--I""'Z-'D/---!J.7""""":"/~S:-:::::~::::O-" ~ 
Daytime Phone: _ ----~....:;.......,~ 
Email:. 
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-PKRM 
COMMENT FORM 

Fobruary 8, 2007 
Milwaukee Downtown Tranoll Cenblr 

Plea .. use this page to provide en)' comment. or questiona regarding tho KRM PfQjec:t, 
Comments may be placed in the Comment Bole th. evening. Commenta may also be !axed to 
(282) 547-1103. or mailed to the IIddrMa on the back of this sheet by Fe«uary 23,2007. 

Name: L£fIan mUwr= 
Organization: fI'rU l.OMt.. qq8 

DaytIme Phone: • 

Email: 

"'KRM 
COMMENT FORM 

February 8, 2007 
Milwaukee Downtown Transit Centet 

Please use this page to provide any comment. or q .... tions regarding the KRM projacl 
Commenta may be placed il the Comment Is evening. Camment8 may also be faxed to 
(2S2) 547-1103, or ailed to the lICk! on~ beck ofthie sheet by February 23,2007. 

Name: ---6;z:Ld~~...-i...:..J61.blllI------------
OrgaNa~n:_~~~~ _____ ~~ _______ __ 

M.~ \ S3?(.T? Adcireaa: _ 

Qaytime Phone: _ 

Email: __ _ 

-rKRM 
COMMENT FORM 

FebnJary 8. 2007 
Milwaukee Downtcwn TransK Center 

Please use this page to prcvicle any ccmmenm or questions regarding the KRM project. 
Comments may be placed in the Comment Box thls evening. Cornrnants may also be faxed to 
(262) 547-1103, or mailed to the addRlIIS on the back of this sheet by February 23,2007. 

Name: {'jImifs. ~ -.<?bfI 

Organization: tPtt.U)1L¥ y at!l~CLLZ2 
Addnass: 

Daytirna Phone:_ 

Email: 

Comments: Gut, -:vfM::!!'C t It7ULR (tk< m 6tlL 

1745 6r2 8!#oI!!JC..J ...... ~ ?/",q;(: e'iTd#'? 

0/(«<2L«U.L tP ~J Ir.aac=..:7.t<:t:: y 4»?C 

(heLe .f<~d.X2At1&.H.Lw' .6 ~ r &Z..!SD ..paC/AU v: 

1Z:? ~Q d:-VtCgtU:.(.,€., tUpt:L c?U4?P.qj!O ~ 

nit;. 4?t "0/ tp tWqM DV<t ).hfA4L L?iU.a;;! llh.5 

AppendixC Page c- 38 of C- 135 



KRM Alternatives Analysis 
EIS and Project Development Phase 

TKRM 
COMMENT FORM 

February 8. 2007 
Miwalkee Dcwn10wn Transit Center 

PIeMe usa !his page to ptO'IicIe any comments « queetklns "Gardlng the KRM project. 
Comments may be plaeed in the Comment Box this 8II8I11ng. Cam_ may also be faxed to 
(262) 5<17-1103 or mailed to e ressonthebec:kofthiuheet by Februery 23. 2007. 

~me--~~~~~-,~fL--~----~--~----------
~n~~~: ~~~~~~~~~~~~~~~ __ __ 

Addreu: 

Daytime Phone: _ 

Emal: _ 

Commenta: f/ h YdVlvk 7k-~ . / 
7 

---- ----

~KRM 
COMMENT FORM 

February 8. 2007 
Milwaukee Downtown Translt Canter 

Pleaea ...... 1Il1. page to ptO'IicIe any _ or questions "Gardlng \he KRM pR>jed. 
Comments may be plaoed in \he Comment Box this evening. Camm ...... may ..... be faxed to 
(262)5<17.1103. or mailed tolhe addreaaonthe back at this _by F«>ruary23. 2007. 

Name: t1nce f\1ora" C! 
~n~n::~~~ ________________________________ ___ 

Daytime Phone: _ 

Email: __ 

Sg.I'1,/.." V 5312:2. 

Commente: M .. T ,de-It" 76,s "ec.b 10 ""1'fM' ~I;rOp-t 
rvn.. t~e -tr .. ,:U d II fie '=";Y j-q ,1. cg10 ~ Ii".,! 
fJ.1$ MY!,) k .. 1'1,+r~ MWlfm q ... d .d."" ....... t' 

AppendixC 

7KRM 
COMMENT FORM 

Febfuary 8. 2007 
"'lwaukee !low!-.. Transit Cen18r 

P .... use lIlis page to provide any co......- or q ..... ticns regarding \he KRM PfCjed. 
Commenlll may be plaoed in Ihe Comment Box Ihis """"Ing. Comments may allO be faxed to 
(262) 5<17-1103. or mailed to Ihe address on Ihe back of Ihis ahaet by February 23, 2007. 

~me: dO..!\¥- i;c.ca.. 

~~~.~. -------------------
Addreaa: 
Da~~: __________________ __ 

Email: ______________________ __ 

Commenta: ~ SWooL. .fa Jdc. fc:ri,LJil!l 
,Jie41S ,f ..lI.e ~ • .,ee$ ".f 

TKRM 
I 

COMMENT FORM 
Febfuary 8. 2007 

Milwa ..... Downtown T18nll Center 

Plea .. uee thie page to pmvIde any oamments or quMliona regarding the KRM pR>jed. 
Comments may be plaoad in Iha Comment Box thil _ning. Comments may allO be faxed to 
(262) 5<11-1103,« mailed to lheaddress on the beCk oflllis ahaet by FebnJary23. 2007. 

Nama: 0 AVf: SAO\$ 
~nization:, ____________________ ___ 

Addrea: 

Daytime Phone: _ 

EmaM: 

C ... ,kt,'t w:r S-t lib 

Commenta::::C" -H.,;-"- +1..<. keNt,....;\. i.l.e. .... i·~,~. 
H ... vi .... ) +k, +r_lp..r-h..-h~", ... l+u..-tiu ,5 

'I~ ~-t\...(J,..* 1>113 <acli .... &..1'- ~ ,...e ·• ... fiz ... ....J. 
;:,G +\-(.. k.n.b-I~ (~,)fe.$S! 
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-rKRM 
COMMENT FORM 

FebJuaty 8. 2007 
Milwaukee Downtown Transit Center 

Please UIIIiI this page to provide any """,me"'" or quesllo ... regarding tho KRM project
Comment. may be placed in the Comment Box this evening. Commenbl may also be faxed to 
(262) 547-1103. or ma~ed to the addre ... an the back 01 this sheet by FebJuary 23. 2007. 

Name: }\;,: f \-\0 VI \w «-If-
O<geni2ation:_---Ic:;.;;.:l.~:US<!l,,~,, ______________ _ 

Add""",: _ 

Daytime Phone: _ 

Emal~ 

Comments: -C,;,; .... """;,,o;.t "",,{ j!u\:t\;c_ f .. ~.l!. b"-:"j 
\/'scd (:g,- .\.4-:> fro)~d, wl.. .. fL,a.r .f:oc,/e ..... \, $+"(.., Or /,,<. .. \. 

-rt.UL. ;'" ".\- p. "1"", ""SJ .\. <;r~J.. "I( .j4..'s ""'''''I eo,-
A. .\-,,,:,, :\> t-..h. , ... ,t.... t-...... 1'. .. ..: ...... .\. o",1c (, .... L Of 91\ 

-rKRM 
COMMENT FORM 

February 8, 2007 
Ml4waukee 00wrt0M0 Transk Canter 

~ use this page to provide any """,me"", or questions regarding tho KRM project. 
Comment. may be placed in tho Comment Box this """ring. Commenbl may also be faxed to 
(282) 547-1103. Of maRed to the address on the back 01 this sheet by Febluaty 23. 2007. 

10. 

lAM bf '" .$+ e.-o'Er t 0,-."- ~.l .\!o~t ... 0"-- $3.,'C.""t u>st" 
{J .. \-..~ .It> ..\1...: .... r..pV .. .t.. (~lcli· • .j _ ... 0,.,-. + f"MSf"r-\..¥M 

M 11p.fS. W"I,( Kg. Sf-t "" , r. "i (4 we. ~;L(/"; ~o pi" I¥ :,1 
Name: Gn...s fJ- 'I ceg 

Orglnilation: N.Ji{!lJ Asmia.\i,,, of K',\D41 fpSsc ... ,m 
Add,...: !,!~ 'lit.. -l!>L M.'1.~It( d 200 il\'wrJ,..~eS _ «M....l1""'-
DaytimePhone: __________________ _ 

Emsil: 

Commenbl: I ~, ... 1J 1;,& +r> u", I/y, kR.NI (.mn ... k ... ; fly.. ,.M oS <"m"e 

..,,....c., 'Mthtt #..... fr#d"t..; by ~dI:~ ~i'5f,igI .... t!!"' ... ...,( le,>-/( 8;LI 

G-rilltr,(dSqf,.) a..J b"jc. :;b.pfpt.Jfm..s. :tli5 c"l;U ~4 fu CMrl.tn i'l 

IA.H, oJ.. b~)!1 riJ.,.)bop. I .. provyo.® ¢oW .J#"7' be.. "fiJ, -r12l)<-f
~~ c§Je. !i¢:ptwb LB. 

i"k (UlsCDMs,,, tNt&! ~~ ",f Tl7-Uosr't:f,.:fu,,, 1lw...fl fs~ fit ...... 
fULl 8~L!! Th" C4t= ru,.{· ... ( -h.)C ~ is l;k W.~ .. b4k.. 'i~e. 

It Wl1<rf fn-Lu h(J.J r~" ..... Q'~, Wi) Dc.f I.t .. , ,'N Qlkyb.......p ,'11 

""'f"*W"1 g,r.J h~'''''o/ V!w--hl<~'.Is. 
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"-KRM 
COMMENT FORM 

FGbn.lary 8, 2007 
MilWau_ Downtown Transit Center 

PIe ..... uaethl. page to provide any <:001_ or queetiorl$ regardirlg Iha KRM project. 
Comrnants may be pllI<:8(j In the Cornmant Box IN. evening. Comments may also be fa>eed to 
(262) 547·1103. Or mailed to U1e addraaa on the back olIN. aheetby February 23,2007. 

Name: 8,u._ l1oo~ 
A~m""', NSiJ &ae.."J 

Organlzallon: VIU Qf8t& ANO ~p.J ettA'l? G!gBtT!cI4pS tP!!PtJl' 0(: 
, 71Ifi GGI2II!A CL.UB 

AcId .... : . Mow e..w>l III. D"..' 

Daytfme Phone: _ 

Emal: 

sPsA-l4,.-J/D R>£ "Tlf6 '1-c.orJtI7'( cWa:x)p Cf:"1"H-G 9&11?M CuI/S 
VJ.T"tl "3;sPD ,........~S: S~PC Ll.AS·..."tlI\l.- • \ 

COmm.nta: _________ ....;;;....;;....-. __ ;,..",..;";,,;;._'«1~_..,.;;,,,..,,;Fl-'N......;,._ 

b<X~'f .IQB. If S7!.!PYuJ<2 ~E' WIS9i>rJS IlJ 7£ltiVCRJe-
71ffl6,J ®cAf S : 11M/? CDrJq..oStO"vS ME spuD IWO 

Jitr; SIEP2A o..l.fB A-".ea:c; W'1U ]?I€tf!ECI6"'1'n9llp.4ptJAi 

1D MDve;- A#Gl4tI Wrffi Pf€ K!2m cf)mtl'U/re/? 1t!}1/.- etAtI. 

WE: AlSO Pl%L- if lt12fOb7h7tC 7V li'ST1f:&!s# le,!!!" ~ 

71il2m B:)AIOINtb. INC!2GI1tN6 -nt€ AU7l> Ra1trTK.- Ph< WOaJ) 

BE' Q,l!OO AS lAbt:l!.:D M Mm-Wt{)(f" SRI.-E$ 1@<. t2aJlC!BJit? 

7D lI'lr4'i$"T1?Atls rC rLM S SflPt:1-O ALSo GG" m8pG" 70 

tiNf/tJNc€ ntis S@2!/Ic€SY A-IWIO-1"#.IbVStr svf!:.WIW SJ$

-n:m, 1±tJ6&,ro K -[}.Hi" [hufKJrpyJ;J IJUL~ smttIJAJ. , 7 

AppendixC 

"-KRM 
COMMENT FORM 

February 8, 2007 
MllwauJcee D<lwntown T~ Centar 

Ie_ UI8 t~i. page to provide any <:OOImenlll 0' qu8$liorl$ regarding lI1e KRM project. 
,ornmenta may be placed In the Cornmant Box this """"ng. Commanll may also be faxed to 
!82) 547·1103, or maHed to lI1eadd .... on the back of this_by Februory23, 2007. 

lame: -:Sap L'III? 
lilla_on: ,IAt"",tz'.<.§< Ft.( S¢&C# C "'....., biLe II, b,tFJJt; er Itt.. 

ddnsoa: ~ !t.H?tr AU! s WI baalff 
laytlme Phon,,: _ 

,maD: 

:ommenta: I SlIPfdL t ;; CM.s l.tC/JMt..r,,,,nJt71(N 77J 

Ohlkl4Pf P. CdAW"W lUItl 7Zhv61T' 6YSl'&t, 

'Tiff hiS sY(rkM IA4t.a V c II¢ttt%t Zl 6fT' d+ 
7-,1& Mthlt.t/ 711£ UJh4 /f:.wttSw f r..te r wallA? 
II$f PIIS 7'L1laj(,ft/lt""rA7/btJ w1t14? Mfml /7' Ml!hA 
£1M iJMrVO "WHet II#. .t 77 'I -rlMei 

MAL f IdlrJut-l, It nnt B. rwH. fTtS rd., !?ltd. 

,«(:t.VI c.{. Ol.fli 7'1 ME, '1'HE IN<-LI2Kt:12 LttJtd..f.t,llP 

10.1() fff$ 7j;I (/.$lf 7111$ S¢;e VI Cf" I,A.())l..O J1I-tL 
M41Ar7'41AJ 1"(,5. tWit:{ Zi2 tlfth,de 7'1t1$ t?eu, 
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COMMENT FORM 
Febn.iary S, 2007 

Milwaukee Oowntown Transit Center 

Please use this page to provlde any comments or questions regarding 1he KRM proj&et, 
Commenb may be placed In the Comment Box this evening. Comments may als() be faxed to 
(282) 547.1103, or mai~ the ~~S the back of ml5 sheet by February 23, 2007. 

Name: J\'IV\ La.,,~..pc 
Organization,; ____________ ----~_---..__----

li\l~;ke L..tt~~ Addre$$: 

Daytime Phone: , 

Email: _ 

Comm~nw;,-----=~---=~----.~---.. ---.--------~--~~~~--
I strongly support a commuter rail link to Chicagc for several reasons including, 

• [ wiD I.Ile it to travel ttl the no~ side ofCbicago where my SOJ1 lives. 
• SoutMestcm WLSCOnlUn needs a more balanced transportation syMem that 

includes taster and more CODVeflient public transit, 
• 1 want to see citizens in southeast«n WilCOftSin have the opportunity to act as 

globally h;$ponsible citizens, Le.. driving len and using more public transit. The 
earth is facing a global warming crises that demands increased energy efficiency. 
Rail transit is more energy efficient than automobiles. 

• Rail transit attraet5 new riders to pubic rransit. 
• Rail traPsit serves as a focal point for stabilizjog urban CCtlters, n:ducina sprawl 

and reducing the energy inefficiencies associated with sprawl. 
• Hopefully. the KRM rail is the beginnjng of a commuter rail network that serves 

aU of the Milwaukee metro area. We lack such a network and we have 
undenJtili2ed rafl eonitkm. that CBll be used for this netWork. 

• Ttan.$it URI'$. both the transit dependent and those who take traruit by choice, 
have been neglected with our over emphasis on cat'tra\'d, This w111 be one small 
step in helping to right this balance. 

• Traffic accidents are the leading cause of death for people between the ages 00 
1033. If the lack of transit aJtematives forces unsafe vehicles utd drivers onto the 
highway. oor Wety wiU be further harmed, 
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"~KRM 
COMMENT FORM 

Fobluary 5, 2007 
Rod"" ~y Technical ~ 

P"'_ .- this page III I'f'IVide any c:cmmenbs CO" question. I8IIIIdIng the KRM projad. 
Comments may be placed In the Comment Box this evening. Cammenll may also be faxed III 
(262) 5047-1103, CO" mailed III the add,.. on the back of this ..-by February 23, 2007. 

Name: Lori AC+;QWJoy,) 

OIganilaticn: Ree i af Ci+',7,e n 
AddreM: J<9O,jOll, WI 53402 

Daytime Phone: • 

EmaU: 

Commants: I /oo!; .fOr ....... rd tv the jnaplgmg.",.J.,,+;oV! of? fh.s 

pra1qc,.+, I +,...""./2(t b,4l;gV.£ +hef±he k'RWl <"qmm,n.-
red wi!1 :jr€dityh q lo'1ef)+ +1,;$ CMcjdoll""'. ,I b .. v.g.. 

fd$(J) O;!mm",.f.« +''',Os "0 Ch;a~o and U)ash:-:3+<2IQ .Dc. 
,u1d b-lOu), F,ist bervRl hOl,u C,t?lIlWifWJ+ ComwllAkc 

rai I i 1>, c,n?r?1..rfv Cq; I bCi"'9 S' Com mL!Y' ik'e s 

:tc8!2.+her. It i5 !!2~ purdue in +hiS qree , 

I e~p"(1 jail)" lao" CCklAcd +0 q.><+.g,w/;n~ +kg. 
k 12m COYnWIlAW rai t +0 rV2Q di:i<!no, :5Qn'ltZJ.im~ 
in ±h,e hJ.!IIf~.. Chef -tbs k R ttl (!on"wY!!.lt~r. 

Cc:I\[ i$ ~[ing,.) I WI II b.g 9 r~u(<1IY /4SeKo 

Pie ... use this page to provide any comments or questions ~"~~.~~~i~~_1 
Comments may be placed In the Comment Box this evening. may 
(262) 5047·1103, or mailed III the addns •• on the beck ofthi. sheet by February 23.2007. 

Name: "'Af¥. flteU1)ISNWALP 

OIganlmion: nOVle (I 0. .... "- f'o+e"-H...i IJ.er:) 

Address: C.<Jt/eJ41ia../ WI 53./08 
DaytlmePhone: _______ ...,.... _______ ~ __ _ 

Email: ________ ...,.......,...._....,.., _______ ~ __ 

Comments: Th;~ 1$ <l verj U$E'-&r and ~r.t,wh.'le FI"rJJ'u,t" 
Ja.. Wl4f11 r6::lSo"'~ svG.1-, a.,S: ·1.H:('e<l,SO!'d 

CO!\l\ec.+ioV\s ,~ t.!!'\flgy ""e..ct- ~ffor+"t'\;+i"-<l- ~ 
-tk evtlire. ,.vt,IW4vluL.- o,/Ot3!' CC1rr-,ck>r; prlfr\+!..J -to 
[-td"u. -h-,,++,'C. c.. .. ~eS1::io"'} ~ r....t eGOMM,'c.. 

J.IIJ,,~. Tk 0 .. 11 ep..c.ern 1: hA~ l!) -tL.X ......k..--
riCIn 12 n-"iv1re. f"'~eq -lo c.("a"ic. .j-ICl;f>$ a Kel'll/so/. .... 
or Wa.vkej"'.... w'l.IlJ. dISChH'''je. SD'>I'U- J ( • e I/vwtber 

of F.m"'rff~ r/Jers. Two F':J f ways to avoid.. 

-thiS pr~~leWl wovl d.. be.: I) ..fc h,,"/e. s .. lOt e. . of +/.s.
KRM. -ira/lIS ~"v~1 all .~ WAy "'- (!...I,/ctt~ .:r't:' 

2)~ have SoWle. 4 4k... iI')6'·V;dv..Ji. C4rs of

~ ic::./::.M -h/l\if>~ dt!.-\-c.c..I, o:;t: Ke ... "sNt.... ( .. ~ W4"~ 
a"d +h".... ~ G«,r-:; c,,"ld. c:.o"t"e. =It:> -t4 ;Yl~,,-
+r6.\"'$ -f..r -!k rid. -h> C"hjc. ... ~o. 
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From: Allan Kehl 
Sent: Monday, February 26, 2007 3:00 PM 
To: KRM Online 
Subject: KRM 
I as a community leader understand the 
vital link that commuter rail provides to any 
community looking toward economic 
development. I urge your support of this 
project. 

Submitted: 2/27/2007 11 :50:04 AM 
Name: Patricia Oemig 
Organization: WisDOT 
City: Kenosha 
State: WI 
Zip: 53140 
Comments: I think the Commuter Link is 
GREAT idea! Big you need to dream 
bigger!!! Too bad this plan doesn't include 
Waukesha county or even southern 
Ozaukee county. A passenger rail line west 
would provide alternative transportation 
when 1-94 and the Zoo interchange are 
reconstructed. One cost that didn't seem to 
be addressed: There may be a need to 
upgrade warning lights or gates to at any 
of the railroad crossings. Do all the 
crossings along the route meet the 
minimum requirements for rail lines 
carrying passenger trains? If this cost is 
necessary, federal funding may be 
available under railroad safety programs. 
Would it be possible to scale back the size 
of the railroad stations? Most of the current 
Metra stations are very small or just simply 
a covered loading platform. What is lacking 
at most Metra stations is parking. The cost 
should then be use to purchase more real 
estate for parking. This additional space 
could result in lower maintenance cost and 
reduce potential parking complaints from 
those that live near and/or use the 
stations. 

Please, please, please: get the commuter 
rail rolling as soon as possible. We will 
use it to go to Milwaukee and Chicago to 
see plays & operas & concerts, 
especially in the evening. The METRA 
is a nuisance because their schedule 

never brings us back home after a 
performance at night. So, you have to 
consider late trains for this purpose. 
Daytime trains are, of course also very 
important for everybody. 
"The sins of our fathers", meaning when 
they ripped out the Northshore, is 
haunting us now! And we have to pay 
for it too! 
I hope to see some progress soon .. 
Mrs. c.A. (Ann) Gehring 

Racine, WI 53402 

I'm a resident of Caledonia, and my 
husband and I are really excited about the 
link that will be available with the new KRM 
line. Every one we talk to, gives us a new 
reason that this will be a good thing. 

I think, in our need to conserve energy, train 
travel is the best thing to happen to us. 
People can do their part, only when they 
have the means, to facilitate changes. I 
think there will be benefits that we haven't 
even imagined yet. Access to everything 
our nearby cities of opportunity have to offer 
us, will now be within our reach. And what 
about what WE have to offer? Maybe 
Racine will finally get the recognition it 
deserves. 

Thanks you for allowing me the opportunity, 
to express my support. 
Jane Hitzelberger 

To Whom It May Concern, 
I , a Milwaukee County resident 

support and endorse the KRM 
Commuter Rail . 

Elaine Richter 

Franklin, Wi 53132 
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KRM Commuter Link 
To whom it may concern, 
I am a resident from Kenosha and 
support the Kenosha-Racine-Milwaukee 
Commuter Rail. KRM will meet critical 
needs in SE Wisconsin such as: 

Help attract and retain talent, businesses, 
andjobs. 
Support and assist in bringing about 
development near the KRM stations. 
Bring about job growth. 
Expand arts and culture participation and 
provide easy regional access to artistic, 
cultural and technical and support talent. 
Spur economic growth for the cities in the 
Southeastern reg ion. 
Sincerely, 
Donna Sowden 
Signs By Tomorrow 

Kenosha, WI 53144 

KRM Commuter Link 
PO Box 1607 
Waukesha, WI 53187 -1607 
To whom it may concern, 
I am a resident from Racine, WI and 
support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will 
(1) support and assist in bringing about 
planned development near the KRM 
stations thereby improving local 
economies; (2) increase property values, 
and (3) provide a safe, reliable mobility 
option for residents and visitors. 
Sincerely, 
John H. Williamson 
Vice President - Mortgage Servicing 
Johnson Bank 

Racine, WI 53406 

Submitted: 2/26/20079:19:39 AM 
Name: Cathy Klaus 
City: Racine 
State: WI 
Comments: Hello! I'm in favor of the 
proposed Kenosh-Racine-Milwaukee 
commuter rail link. I think it would be a 
good investment in our cities & help breath 
new life into our unique downtowns & this 
is a good "start". I'm hoping we can 

expand further to Door County. If you've 
been to Door County a good part of their 
tourist trade comes from Illinois. We have 
beautiful towns along the lakeshore that 
could benefit from this rail link too. We 
have so much to be proud of here in 
Racine & this is an exciting step in our 
future. Thank you, Cathy Klaus 

Dear FTA, 
I am a resident from Milwaukee and am 
adamantly for the commuter rail system! 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
* Bring about job growth 
* Link us to Chicago and 1.97 million 
people/customers/labor force 
* Link us to nearly 1 million existing 

jobs within 1 mile of the stations between 
Milwaukee and Chicago 
* Act as a catalyst for developing 
transit-oriented communities that are 
environmentally friendly 
* Expand arts and culture 
participation and provide easy regional 
access to artistic, cultural and technical 
and support talent 
Sincerely, 
Briena Jacob 

To Whom It May Concern: 

Kenosha needs rail service to Milwaukee. 

The choice of employment the rail system would 
open up helps people of all surrounding 
communities. 

In addition, there are cultural and educational 
opportunities this would open up. All of the 
festivals that happen in the lake front 
communities, theatre, dining, and sports 
activities need easier access. Getting people 
out of their cars would enhance our beautiful 
lakefronts. 

I fully support rail service to Milwaukee. 

Best Regards, 
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Joy D Matthews, CEBS MBA 
Kenosha Theatre Restoration Project, 
Chairperson 

2/24/07 
KRM Commuter Link 
To whom it may concern, 

I am a resident from Cudahy and I support 
the Kenosha-Racine-Milwaukee Commuter 
Rail. KRM will meet critical needs in SE 
Wisconsin such as: 

• Help attract and retain talent, 
businesses, and jobs. 

• Support and assist in bringing about 
development near the KRM stations. 

• Bring about job growth. 
• I ncrease property values. 
• Link to metro Chicago economy-and 

1.97 million people near stations. 
• Link people to nearly 1 million existing 

jobs within 1 mile of the stations 
between Milwaukee and Chicago. 

• Help build a vibrant globally 
competitive economic region. 

• Act as a catalyst for developing 
transit-oriented communities that are 
environmentally friendly, help to clean 
our air and reduce energy use. 

• Spur economic growth for the cities in 
the Southeastern region. 

• Reduced transportation and parking 
costs. 

• Provide a safe, reliable mobility option 
during the mcUor 1-94 reconstruction, 
and reduce traffic congestion on 1-94. 

Sincerely, 
Robert & Mary Jo Hallfeld 

Cudahy, WI 53110 

Hello, 
I strongly support the addition of the train 
stopping in Racine and continuing onto 
Milwaukee. Racine needs this to continue 
our business growth. Many commutors and 
pleasure riders would benefit from this 
addition. 
An avid supportor 
Sandra Fox 
Racine, Wi 

KRM Commuter Link 
Southeastern Wisconsin Regional Planning 
Commission 
P.O. Box 1607 
Waukesha, WI 53187-1607 
To whom it may concern: 
We are residents from the City of Racine 

and we support the Kenosha-Racine
Milwaukee Commuter Rail. We support 
KRM because it would allow us to take the 
commuter rail from Racine to Chicago and 
then to O'Hare Airport, without getting in our 
car. It would also allow us to get to the 
Milwaukee Airport as well. We are 
somewhat regular flyers and leaving our car 
at the airport can be inconvenient, time 
consuming and expensive. 
We also take advantage of the Milwaukee 
Symphony, various museums and 
restaurants. We are members of the Adler 
Planetarium in Chicago and enjoy going to 
the other cultural attractions in the Chicago 
area. When I travel on business to 
McCormick Place, my colleagues and I must 
drive to Kenosha to pick up the train. It 
would seem quite clear that the Chicago
Milwaukee Corridor represents 
the economic future for the 
region. Commuter Rail will be an important 
part in contributing to economic 
development. We have to be very sensitive 
to the environmental impact of all the 
automobiles and congestion in the region. 
Commuter Rail, again, will have a positive 
impact on the environment. 
Sincerely, 
Fred and Debby Ganaway 
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Racine, Wisconsin 53405 

Submitted: 2/24/2007 3:29:20 PM 
Name: Suzanne Valentine-French 
City: Kenosha 
State: WI 
Zip: 53144 
Comments: I think this is long overdue. 
Milwaukee has many things to offer, but 
presently if I want the feel of a big city 
(restaurants, nightlife, shopping) I use the 
Metra line headed south, (as only an idiot 
would drive to Chicago). As a resident of 
Wisconsin I would like to leave my money 
in this state. I can honestly say that I 
would not object to an increase in auto 
licience fees to help fund this endeavor. 
love rail travel, and extensively use Amtrak 
rather than flying. As the proposed 
Milwaukee line would end at the Amtrak 
station this would be an added benefit. 

To Whom it May Concern; 

I am a resident of Kenosha, WI. I work in 
the Kenosha Downtown area. I think the 
KMR commuter rail is an excellent move for 
Southeast WI. I believe this will increase 
property values, reduce commuting 
expenses for many citizens. I think each 
community will greatly benefit from 
additional tourism, many people who do 
not want to drive in the city will be more 
inclined to use the railway. There are 
many benefits that Southeast WI wi II see 
from this expansion (more than I have time 
to list). I am a definite supporter! 

Aimee Somers 

Kenosha, WI 

Submitted: 2/24/2007 11 :47:52 AM 
Name: Kurt Thomsen 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53402 

Comments: I support the KRM project. 
Rail service between Chicago and 
Milwaukee will provide a much needed 
economic boost to Racine by making 
Racine more accessible. It will also provide 
easier access to cultural events in Chicago 
and Milwaukee. I can't imagine anyone 
seeing a down side to the KRM project. 

I strongly support as I have for the last 10 
years the KRM. It's impact on southeastern 
Wisconsin is immeasurable, It's 
inconceivable that anyone would not realize 
the impact on growth and quality of life in the 
region. Jack Vaccaro, City of Cudahy, 
Economic Development Coordinator. We're 
Ready!!!!!! Just send us the Trains. 

Dear Members of the Regional Transit 
Authority, 
As citizens of Racine County, we are 
requesting your support for the proposed 
KRM rail linking Milwaukee to Chicago 
through Kenosha and Racine. I n recent 
years, Racine has been developing 
attributes that have made for improvement 
in our community - the marina, a vibrant 
downtown area, community events, a 
strong arts and cultural community, and 
the support of business for this ongoing 
rebirth. Bringing KRM to Racine is the wise 
thing to do for the sake of our community's 
continuing financial well-being, 
environmental health, and metropolitan 
growth. It will bring potential employees 
here, benefiting business in the 
community. It will encourage 
development, thus improving the tax base 
and lowering taxes. It will bring numerous 
individuals here for our community events 
and cultural activities, further supporting 
the Racine community. It will assist in 
addressing the air quality issues that have 
plagued this area. And it will allow Racine 
citizens easier access to the mcUor 
metropolitan areas to our north and to our 
south. 
I n recent years, some difficult decisions 
have been made that have assisted with 
improving the quality of life in Racine 
County. Please make the decision now 
that is the wise choice for the citizens of 
Racine County and of Wisconsin. Please 
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support KRM, another advance for the 
strengthening of our community, county, 
and state. 
Thank you for your consideration. 
Stan and Linda Flashinski 

Racine, WI 53402 

2123/07 
KRM Commuter Link 
Southeastern Wisconsin Regional Planning 
Commission 
PO Box 1607 
Waukesha, WI 53187 -1607 
To whom it may concern, 
I am a resident from Racine and I support 
the Kenosha-Racine-Milwaukee Commuter 
Rail. KRM will meet critical needs in SE 
Wisconsin such as: 

• Help attract and retain talent. 
businesses, and jobs. 

• Support and assist in bringing 
about development near the KRM 
stations. 

• Bring about job growth. 
• I ncrease property values. 
• Link to metro Chicago economy

and 1.97 million people near 
stations. 

• Link people to nearly 1 million 
existingjobs within 1 mile of the 
stations between Milwaukee and 
Chicago. 

• Help build a vibrant globally 
competitive economic region. 

• Act as a catalyst for developing 
transit-oriented communities that 
are environmentally friendly, help 
to clean our air and reduce energy 
use. 

• Spur economic growth for the 
cities in the Southeastern region. 

• Reduced transportation and 
parking costs. 

• Provide needed regional mobility: 
over 23% of households near the 
urban KRM stations in Wisconsin 

do not have autos. Under
employed populations have good 
access to train station locations. 

• Provide a safe, reliable mobility 
option during the mC!ior 1-94 
reconstruction, and reduce traffic 
congestion on 1-94. 

• Expand arts and culture 
participation and provide easy 
regional access to artistic, cultural 
and technical and support talent. 

Sincerely, 
Kathleen Johnson 

Racine, WI 53403 

I strongly support the proposed KRM rail 
option. 
The data presented at the public hearings 

were persuasive. KRM rail service would 
provide a long term benefit for the Racine 
area, and I believe it would do so at a 
lower total life cycle cost if you factor 
anything in for environmental and public 
safety and services issues. 
As a fourth generation employer and 

Racine resident, I have watched with 
increasing concern the decline of our 
community over the last 25 years. Some 
of the factors involved were not 
controllable, but we have failed to provide 
effective access to and from our 
community which would have helped 
increase the attractiveness and vitality of 
the Racine area. I suspect that many 
people today wish that we had the old 
North Shore right of way back and were 
able to have that kind of service available. 
We now have an opportunity to correct 

that situation. In my mind it is an 
absolutely essential investment for the 
future in our area's health and it's 
economic development. To fail to make 
this investment now will cost far more than 
the initial capital and on going operating 
costs in the long run. 
Richard Gorton 

Racine, WI 53406 

Submitted: 2/24/2007 12:58:09 AM 
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Name: gayen thompson 
City: glendale 
State: WI 
Zip: 53217 
Comments: To SEWRPAC, Re: KRM 
Commuter Rail Link I am considering 
investing in the Racine area. I currently 
live in Milwaukee and feel that growth will 
occur in Wisconsin from the State line 
north through Milwaukee and west to 
Waukesha. I am concerned that there is 
limited low-cost fuel efficient transportation 
between the mcUor cities in SE Wisconsin 
and Northern Illinois. The reliance on 1-94 
for transportation is not cost effective, 
produces excessive pollution and does not 
provide the means for growth in 
communities east of the immediate 1-94 
corridor. As someone who seeks to 
promote growth and investment in SE 
Wisconsin I endorse the construction of the 
KRM Rail Link. Gayen T. Thompson 

Glendale, WI 53217 

Submitted: 2/24/2007 4:37:38 PM 
Name: Nicholas Michael Ravnikar 
Organization: Racine Arts Council, 716 
Fine Art Gallery 
PO Box/Street: 
City: Kenosha 
State: WI 
Zip: 53140 
Comments: The KRM Commuter Link 
might just be the biggest opportunity for 
growth that Kenosha and Racine have ever 
met. Adding the KRM line onto the existing 
Northwest Pacific line that runs from 
Chicago to Kenosha will have cultural, 
economic, and environmental benefits - all 
of which will lead to a more integrated 
flavor of Midwestern life that, if we 
approach it sensibly and rationally, will 
cultivate a more a more inclusive, 
community-orientated, and socio
economically diverse business and 
nonprofit sector. The ultimate and most 
eagerly anticipated result, moreover, being 
the creation of more and better jobs. Not 
only will it give us a more environmentally 
friendly method of transportation between 
Chicago and Milwaukee, it will help to 
increase the viability of commerce between 

the cities of the region. As an artist and 
writer who once lived in Chicago, having 
returned to Kenosha the most sorely 
missed aspect of "big city life" is certainly 
public transportation. The expansion of the 
existing train line would not only provide a 
cost-effective means of transportation 
between and among Kenosha, Racine, 
Milwaukee and Chicago; it would also allow 
smaller cities, like Kenosha and Racine, to 
be more viable weekend getaways 
locations for urban dwellers. For those of 
us artists in these part-urban, part-rural, 
part-suburban enclaves like Kenosha, it 
means drawing the attention and 
camaraderie of a larger artistic community 
with more established institutions, and to 
integrate the work of big-city artists more 
thoughtfully into our spheres of influence. 
As a resident of Kenosha who teaches 
nonprofit programs for at-risk and 
incarcerated youth in Racine, 
transportation my biggest frustration on a 
weekly basis. The pangs of guilt set in 
whenever I approach the gas pump. Since 
UW-Parkside cut its funding of the Racine 
bus line, there has been little consistent 
service from Kenosha to Racine - aside 
from a privately owned coach bus line, 
unpublicized (and quite likely 
unsubsidized) by both municipal and 
county administrations. As dreadful as 
losing that tangible link between Kenosha 
and Racine was for students and socially
conscious faculty of UW-Parkside, it hit 
lower-wage earning workers, who have no 
option but public transit, even harder. Now 
their commutes have extended by one and 
sometimes up to two hours on each end, 
as they must wait for a coach bus to arrive 
according to the company schedule. With 
some of the harsher days this winter 
hopefully past, those of us who have 
access and can afford to drive our personal 
cars should be grateful for not having to 
wait for long periods in the midst of 
blizzard conditions and frost-biting cold. 
But in light of the scientific evidence placed 
before us on the subject of global warming, 
we auto drivers should be ashamed that 
we haven't pushed for or investigated the 
possibilities of establishing a connection 
like the KRM sooner. And while we may 
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relish the unique characters of our 
relatively small, relatively isolated, and 
somewhat pastoral Midwestern cities, it 
nonetheless behooves us to look around 
our neighborhoods and toward our 
collective future, to consider how we can 
better use the resources at our disposal -
as well as how we may more equitably 
distribute them. Feel free to contact me 
regarding any of my above comments, and 
please add me to any email listservs 
pertaining to the KRM Commuter Link at 
my email address: 
Sincerely, Nicholas Michael Ravnikar 
I ndependent Literary Artist Program 
Director and Instructor, Film Seed 
Community Youth Program & Unjailed 
Voice Poetry Workshop (at Racine Youthful 
Offender Correctional Facility) Literary 
Programs Director 

Submitted: 2/25/2007 11 :13:49 AM 
Name: Bob Gelhaus 
Organization: self 
PO Box/Street: 
City: Wind Lake 
State: WI 
Comments: Fellow Citizens, I am 
commenting on the proposed KRM 
Commuter Rail proposal. I want to say 
upfront that I am not opposed to the KRM 
Commuter Rail system; I am, however, 
opposed to the proposals to fund it. I have 
ridden a number of train lines in various 
cities. They all have their own 
characteristics -- some good, some bad -
and I can not comment on their financial 
stability or funding sources because I've 
not looked into those train systems that 
closely. All that said, I am glad the original 
funding source proposed for this rail 
system -- a county wide sales tax -- is 
currently not being promoted. As a western 
Racine county resident, I would benefit 
little and pay a lot. Now, the proposal is a 
tax on rental cars, which I oppose as well 
because it increases costs to businesses -
and ultimately every resident -- as well as 
tourists, further reducing the desirability of 
either of those groups coming to 
Wisconsin. I believe the benefactors of the 
KRM line are geographically limited to the 
urban areas it will service. And, I disagree 

with most of the arguments put forth for 
supporting the KRM rail, such as • helping 
the poorer folks around the train line to 
have better access tojobs (what jobs will 
they have access to?) • Clean our air & 
water (there will be more people in and 
around the train line -- so say the 
promoters -- and that means more cars) • 
Provide modern, efficient, reliable, 
affordable, regional mobility (these words 
better describe the car, not a train). I 
propose lowering the cost of operating a 
business here in Wisconsin and focusing on 
teaching the people in the KRM areas the 
skills and knowledge necessary to enhance 
their own lives as the approach to start 
with. The proposed train is masking the 
real problem, but I guess it makes a few 
people feel better about themselves (and 
making a few people rich along the way). 
Bob Gelhaus Wind Lake, WI 

Hello, 
I strongly support the addition of the train 
stopping in Racine and continuing onto 
Milwaukee. Racine needs this to continue 
our business growth. Many commuters 
and pleasure riders would benefit from this 
addition. 
An avid supporter 

Sandra Fox 
Racine, Wi 

2/24/07 
KRM Commuter Link 
Southeastern Wisconsin Regional Planning 
Commission 
PO Box 1607 
Waukesha, WI 53187 -1607 

To whom it may concern, 

I am a resident from Cudahy and I support 
the Kenosha-Racine-Milwaukee Commuter 
Rail. KRM will meet critical needs in SE 
Wisconsin such as: 

• Help attract and retain talent, 
businesses, and jobs. 

• Support and assist in bringing about 
development near the KRM stations. 

• Bring about job growth. 
• I ncrease property values. 
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• Link to metro Chicago economy-and 
1.97 million people near stations. 

• Link people to nearly 1 million existing 
jobs within 1 mile of the stations 
between Milwaukee and Chicago. 

• Help build a vibrant globally 
competitive economic region. 

• Act as a catalyst for developing transit
oriented communities that are 
environmentally friendly, help to clean 
our air and reduce energy use. 

• Spur economic growth for the cities in 
the Southeastern reg ion. 

• Reduced transportation and parking 
costs. 

• Provide a safe, reliable mobility option 
during the mcUor 1-94 reconstruction, 
and reduce traffic congestion on 1-94. 

Sincerely, 
Robert & Mary Jo Hallfeld 

Cudahy, WI 53110 

To Whom It May Concern: 
Kenosha needs rail service to Milwaukee. 
The choice of employment the rail system 
would open up helps people of all 
surrounding communities. 
In addition, there are cultural and 
educational opportunities this would 
open up. All of the festivals that happen in 
the lake front communities, 
theatre, dining, and sports activities need 
easier access. Getting people 
out of their cars would enhance our 
beautiful lakefronts. 
I fully support rail service to Milwaukee. 
Best Regards, 
Joy D Matthews, CEBS MBA 
Kenosha Theatre Restoration Project. 
Chairperson 

Dear FTA, 
I am a resident from Milwaukee and am 
adamantly for the commuter rail system! 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 

Bring about job growth 
Link us to Chicago and 1.97 million 

people/customers/labor force 
Link us to nearly 1 million existingjobs 

within 1 mile of the stations between 
Milwaukee and Chicago 

Act as a catalyst for developing transit
oriented communities that are 
environmentally friendly 

Expand arts and culture participation and 
provide easy regional access to artistic, 
cultural and technical and support talent 
Sincerely, 
Briena Jacob 

Submitted: 2/26/2007 9: 19: 39 AM 
Name: Cathy Klaus 
City: Racine 
State: WI 
Comments: Hello! I'm in favor of the 
proposed Kenosha-Racine-Milwaukee 
commuter rail link. I think it would be a 
good investment in our cities & help 
breathe new life into our unique 
downtowns & this is a good "start". I'm 
hoping we can expand further to Door 
County. If you've been to Door County a 
good part of their tourist trade comes from 
Illinois. We have beautiful towns along the 
lakeshore that could benefit from this rail 
link too. We have so much to be proud of 
here in Racine & this is an exciting step in 
our future. Thank you, Cathy Klaus 

KRM Commuter Link 
PO Box 1607 
Waukesha, WI 53187-1607 
To whom it may concern, 
I am a resident from Racine, WI and I support 
the Kenosha Racine Milwaukee commuter rail 
because commuter rail will (1) support and 
assist in bringing about planned development 
near the KRM stations thereby improving local 
economies; (2) increase property values, and 
(3) provide a safe, reliable mobility option for 
residents and visitors. 
Sincerely, 
John H. Williamson 
Vice President - Mortgage Servicing 
Johnson Bank 

Racine, WI 53406 

February 26, 2007 
KRM Commuter Link 
To whom it may concern, 
I am a resident from Kenosha and 
support the Kenosha-Racine-Milwaukee 
Commuter Rail. KRM will meet critical 
needs in SE Wisconsin such as: 
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Help attract and retain talent, businesses, 
andjobs. 
Support and assist in bringing about 

development near the KRM stations. 
Bring about job growth. 
Expand arts and culture participation and 

provide easy regional access to artistic, 
cultural and technical and support talent. 
Spur economic growth for the cities in the 

Southeastern reg ion. 
Sincerely, 
Donna Sowden 

Signs By Tomorrow 

Kenosha, WI 53144 

To Whom It May Concern, 
I , a Milwaukee County resident 

support and endorse the KRM Commuter 
Rail. 

Elaine Richter 

Franklin, Wi 53132 

I am a resident of Caledonia, and my 
husband and I are really excited about the 
link that will be available with the new KRM 
line. Everyone we talk to, gives us a new 
reason that this will be a good thing. 
I think, in our need to conserve energy, 

train travel is the best thing to happen to 
us. People can do their part, only when 
they have the means, to facilitate 
changes. I think there will be benefits that 
we haven't even imagined yet. Access to 
everything our nearby cities of opportunity 
have to offer us, will now be within our 
reach. And what about what WE have to 
offer? Maybe Racine will finally get the 
recognition it deserves. 
Thanks you for allowing me the 

opportunity, to express my support. 
Jane Hitzelberger 

Please, please, please: get the commuter 
rail rolling as soon as possible. We will use 
it to go to Milwaukee and Chicago to see 
plays & operas & concerts, especially in the 
evening. The METRA is a nuisance because 
their schedule never brings us back home 
after a performance at night. So, you have 
to consider late trains for this purpose. 

Daytime trains are, of course also very 
important for everybody. 
"The sins of our fathers", meaning when 
they ripped out the Northshore, is haunting 
us now! And we have to pay for it too! 
I hope to see some progress soon .. 
Mrs. C.A. (Ann) Gehring 

Racine, WI 53402 

Submitted: 2/27/2007 11 :50:04 AM 
Name: Patricia Oemig 
Organization: WisDOT 
City: Kenosha 
State: WI 
Zip: 53140 
Comments: I think the Commuter Link is 
GREAT idea! Big you need to dream 
bigger!!! Too bad this plan doesn't include 
Waukesha county or even southern 
Ozaukee county. A passenger rail line west 
would provide alternative transportation 
when 1-94 and the Zoo interchange are 
reconstructed. One cost that didn't seem to 
be addressed: There may be a need to 
upgrade warning lights or gates to at any 
of the railroad crossings. Do all the 
crossings along the route meet the 
minimum requirements for rail lines 
carrying passenger trains? If this cost is 
necessary, federal funding may be 
available under railroad safety programs. 
Would it be possible to scale back the size 
of the railroad stations? Most of the current 
Metra stations are very small or just simply 
a covered loading platform. What is lacking 
at most Metra stations is parking. The cost 
should then be use to purchase more real 
estate for parking. This additional space 
could result in lower maintenance cost and 
reduce potential parking complaints from 
those that live near and/or use the 
stations. 

I as a community leader understand the 
vital link that commuter rail provides to 
any community looking toward economic 
development. I urge your support of this 
project. 

Submitted: 2/28/2007 9:34:27 AM 
Name: Donald Cesar 
City: Racine 
State: WI 
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Comments: To all local, state, and federal 
officials involved with the funding and 
implementing of the KRM rail project; The 
KRM commuter rail must not be allowed to 
falter. It is vital in the efforts to decrease 
the counties unemployment problems. The 
benefits associated with this project far 
outweigh any funding issues. Please do not 
let this opportunity pass us by. Our 
children and grandchildren will thank us for 
this when we are long gone. 

Date 2/23/07 
To whom it may concern, 
I am a resident from Bristol, WI and I 
support the Kenosha-Racine-Milwaukee 
Commuter Rail. KRM will meet critical 
needs in SE Wisconsin such as: Bring 
about job growth, help retain talent, 
businesses andjobs, a link to Chicago 
economy and to increase a competitive 
economic region. I look forward to the KRM 
taking effect. 
Sincerely, 
James Kellerman 
Regional Sales Manager, Bristol WI 
Merchant Processing Services 
I n Association with Bank of America 

To Whom It May Concern, 
I have listed a few reasons in favor of 
commuter rail linking Kenosha to 
Milwaukee. 
Existing end-to-end rail service doesn't 

serve most smaller communities but rather 
is a bypass of them - there are two stops 
(Sturtevant, WI & Glenview, I L) 
between Mitchell Field in Milwaukee and 
downtown Chicago along the Amtrak 
Hiawatha route. While an expeditious trip 
bridging Milwaukee and Chicago, this 
Amtrak route is impractical 
to commuter travel to destinations 
anywhere in between the cities of 
Milwaukee, Racine, Kenosha, and the 
numerous northern suburbs of Chicago. 
Expanding commuter rail in Southeastern 

Wisconsin would be a prudent, responsible 
effort toward reducing commuter 

automobile traffic into Milwaukee; 
providing an alternative where few exist 
already. 
What is a commuter anyway? 

People (myself included) travel to 
metropolitan areas for many reasons that 
may boil down to these; 
employment, shopping, 
recreation/entertainment, and 
educational/cultural experiences. The 
citizens of the region would benefit in all 
these ways from a commuter rail line 
linking them. 
Please count myself strongly in favor of 

commuter rail from Kenosha to Milwaukee. 
Best Regards, 

David J. Del Frate 

Submitted: 2/23/2007 9: 12: 59 PM 
Name: William Grady 
City: Kenosha 
State: WI 
Comments: Kenosha, Racine and 
Milwaukee counties being bordered on their 
east side by a large Great Lake have their 
transit options limited from the outset. 
Witness Detroit, Michigan my hometown, 
beholden to the auto industry. Bordered to 
the east by the Detroit River. Lots of roads. 
City buses(built by GM) but the city core 
died. Witness Chicago. Mass transit rail 
lines radiate out like spokes from a hub. 
Which downtown is alive? Which does more 
business? Which area is most likely to 
prosper in the next 10 years? KRM rail is 
MORE thanjust a nice idea. KRM rail is 
perhaps one of the best investments a 
region could make in itself. First, the 
infrastructure dollars come mainly from the 
Federal and State governments. Second, 
the increase in commerce, jobs and land 
values skyrocket in areas that have 
commuter rail.TH IS IS NOT A THEORY. All 
one has to do is check the public records 
and related news items. Even if a person 
takes the attitude that: " I will never ride 
this rail transit". That person is missing the 
idea of how Kenosha county as a whole will 
benefit. Long story short. KRM is an 
investment. An investment that will pay big 
dividends. Look at other areas of the 
country that have prospered with their 
commuter rail. We need to prosper. I am a 
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supporter of KRM I am a Kenosha county 
resident I am a city of Kenosha business 
owner I am a Kenosha County Supervisor I 
will be voting in favor KRM rail. William. R. 
Grady Kenosha, WI 
53140 

Submitted: 2/23/2007 9:37:59 PM 
Name: William Heidenreich 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53405 
Comments: To Whom It May Concern, 
am writing in support of the KRM 
Commuter Rail Link. As a teacher 
employed by the Racine Unified School 
District I see every day what the lack of 
growth in the local economy and tax base 
is doing to the schools, the students and 
the future of the 100 square mile Racine 
Unified School District. The schools are in 
disrepair due to a shrinking tax base and 
lack of support from an aging population. 
Many in the population fail to understand 
that investing in the infrastructure and 
transportation network in southeastern 
Wisconsin is key to the redevelopment and 
future growth of this area. This investment 
is not only in terms of the physical aspect 
of development, but is also true in terms of 
the investment in the people of this area. 
This is particularly important in regards to 
the students of RUSD. If we as stake 
holders and decision makers looking 
towards the future expansion of this area 
do not take into consideration the need for 
inexpensive and fuel efficient 
transportation to allow individuals the 
means to travel to competitive 
employment, we will fail this area and our 
students at a critical time. If one fails to 
grow, stagnation is inevitable. This is true 
for communities as well. One only needs to 
look south to Kenosha to see the 
development that is occurring in an area 
that has commuter rail. The KUSD is 
developing and growing. New schools are 
being built at an increasing pace. The 
Racine Unified School District has not built 
a completely new school in over 35 years. 
Our High Schools are on the verge of 
wearing out. Many elementary schools are 

well over 100 years old. The Racine area 
needs commuter rail to grow. Our students 
need new industry to providejobs and a 
future. The time is now to pursue growth 
as a strategic necessity for this area. I 
intend to live in the Racine area for some 
time to come. I want all of my students to 
have a future. Commuter rail is a 
necessary link to that future. William 
Heidenreich Career and Technical 
Education I nstructor Racine Horl ick High 
School Racine, WI 
53405 

Submitted: 2/23/2007 10:27:25 PM 
Name: Nancy Humphrey 
City: Kenosha 
State: WI 
Comments: February 23, 2007 KRM 
Commuter Link To whom it may concern, 
am a resident from Pleasant Prairie and a 
Kenosha small business owner and I 
support the Kenosha-Racine-Milwaukee 
Commuter Rail. KRM will meet critical 
needs in SE Wisconsin such as: -Help 
attract and retain talent, businesses, and 
jobs. --Support and assist in bringing 
about development near the KRM stations. 
-Bring about job growth. -Increase 
property values. -Link to metro Chicago 
economy-and 1.97 million people near 
stations. -Help build a vibrant globally 
competitive economic region. -Spur 
economic growth for the cities in the 
Southeastern region. Sincerely, Nancy 
Humphrey Co-Owner, Cruise Holidays of 
Kenosha 
Kenosha, WI 53142 

To Whom It May Concern: 
As a former Chicagoan and a resident of 

Kenosha who regularly uses mass transit, 
wish to endorse the extension of METRA to 
Milwaukee. The economic benefits should 
be obvious in a business and residential 
corridor that is showing steady growth and 
intertwining interests. In addition, the 
convenience would add up to increased 
participation in cultural events and growth 
for retailers and restaurateurs. 
It is my fervent hope that this opportunity 

to stimulate economic growth is seized and 
not put off. 
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Sincerely, 
Brenda Lashbrook 

Kenosha, WI 

I say Yes 
Dale Wamboldt wants the railroad! 

To whom it may concern: 
We have been homeowners in Kenosha 

since 1989 and are totally in favor of the 
Commuter Rail to Milwaukee. 
David Schild and Mireille Lacomere-Schild 

Kenosha, WI 53142 

I just wanted to add my support for the 
commuter rail to Milwaukee and back to 
the Kenosha area. I am very excited if 
they go through with this project. I was 
not able to attend the meeting a couple 
weeks ago since my son was in the 
hospital, to voice my opinion. Priscilla 
Horswell, Pleasant 
Prairie 

To whom It May Concern, 
Kenosha is extremely lucky to have 

commuter rail service to Chicago. It would 
much luckier if it also had such service to 
Milwaukee. 
It not only opens up thejob market to 

more places, especially to those who are 
dependent upon mass transit, it also 
provides more opportunity those who 
presently are totally dependent upon the 
automobile. 
But it goes far beyond access to 

employment. It also helps with Cultural 
development providing access to 
community events across each of the 
communities served in the present or the 
future by commuter rail. Events such as 
Kenosha HarborMarket already benefit 
from the Northern Illinois regional access 
of Metra. Metra would also open up events 
such as Summerfest in Milwaukee, 
Harborfest in Racine to more people and 
give more access to more people to attend 
nightly events Ravinia in Highland Park. 
And, lastly, it will help to get people out of 

their cars. The air quality is anything but 
good in this region. The more people using 
alternative transportation, the fewer cars 

that will be polluting our precious air with 
hydrocarbons. 
I provide my full support for commuter rail 

between Kenosha and Milwaukee. 
ray forgianni 

Street Piazza Marche, LLC 
Kenosha HarborMarket 
Kenosha Common Markets, Inc. 

I am a resident Kenosha I am against the 
rail way there is already the am track you 
may have to put in a stop out on 52 st but 
it would benefit all more 

To whom it may concern: 
My family and I look forward to the 
upgrading of our existing rail 
system in Racine, Wisconsin to allow for 
interconnecting travel from 
Chicago and its northern environs to 
Milwaukee and those cities in 
between. We think this rail connection will 
provide our family, and 
hundreds of thousands of others, the 
opportunity to travel in an 
unobstructed way throughout this area, 
taking advantage of two larger, 
beautiful cities with their greater cultural 
and commercial offerings, 
and offer travelers a chance to discover the 
interesting, and hitherto 
undiscovered, features and of the smaller 
communities on Lake Michigan 
in between--benefiting each community, 
and hopefully, our environment as 
well. in this Chicago/Milwaukee area .. 
We are natives of Chicago and suburbs, 
and travel there often by auto. 
We'd be delighted to travel there and 
continue on with other public 
transport when possible. 
Out comments here don't even begin to 
address the possibilities of 
commercial and residential development, 
and other possible economic 
impacts on all the SE Wisconsin 
communities served. 
Sincerely, 
Lee and Gail Patel 
Racine, Wisconsin 

This is to voice our support for the 
proposed commuter rail line. We believe 
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that this is critical for the well-being of our 
community as well as the protection of our 
environment. We would be happy to help 
pay for this development through taxes or 
other means as this in an important 
addition to our quality of life. 
David & Kathy Zablotney 
Village of Caledonia, Wisconsin 
CoreComm Webmail. 

The operator of the restaurant in the 
Kenosha Metra Station tells me that not 
one day passes when someone does not 
ask when the next northbound train is, 
even though the last scheduled train was 
in 1971! The demand is clearly there and 
fully support the KRM Line. 
Louis Rugani 

Kenosha WI 53140-3044 

February 23, 2007 
KRM Commuter Link 
Southeastern Wisconsin Regional Planning 
Commission 
PO Box 1607 
Waukesha, WI 53187 -1607 
To whom it may concern, 
I am a resident from Racine 
and I support the Kenosha-Racine
Milwaukee Commuter 
Rail. KRM will meet critical needs in SE 
Wisconsin 
such as: 
Help attract and retain talent, businesses, 
andjobs. 
Support and assist in bringing about 
development near 
the KRM stations. 
Bring about job growth. 
I ncrease property values. 
I would, however, like the train to go 
straight through to Chicago 
and not require changing trains in 
Kenosha. This would bring about a 
greater value. 
You have my support regardless. 
Sincerely, 
Lisa Goeke 

Racine, WI 53403 

I support the KRM line and will use it. 

Kind regards, 
jerry hershberger 
Racine 

As a resident of Racine, I believe that a 
commuter rail link would 
greatly increase economic opportunities for 
the inhabitants of SE 
Wisconsin, both within and beyond the 
region. As an educator at 
UW-Parkside, I believe the link would have 
a direct impact on the 
university, increasing our accessibility to 
local students as well as 
enhancing our ability to draw students 
from the Chicago and Milwaukee 
metro areas, who would be likely to 
continue their links with the 
region and further contribute to our 
economic well-being. 
I n addition, job prospects for Parkside 
students and for other 
residents of SE Wisconsin would be 
improved, both by improved access 
to the Milwaukee and Chicago labor 
markets as well as by the increase 
injobs that is projected to result from 
KRM. More companies will 
locate their operations in SE Wisconsin 
thanks to the improved 
transit opportunities KRM will bring, 
providing much-neededjobs to 
communities where underemployment and 
unemployment are serious and 
chronic social problems in the wake of 
massivejob cuts in the local 
manufacturing sector. 
A rail link would also reduce road traffic 
and the corresponding 
congestion and pollution that degrades the 
quality of life in our 
communities. In addition, it would provide 
low-cost, rapid 
transportation to large carless populations, 
improving their economic 
prospects as well as helping to break down 
the socio-economic and 
racial segregation that still plagues our 
communities. Lastly, KRM 
would give the communities of SE 
Wisconsin increased access to the 
artistic and cultural opportunities of the 
Chicago and Milwaukee 
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metro areas, as well as increasing the 
potential audience for local 
artistic productions. 
I look forward to the project's continued 
progress, and I appreciate 
this opportunity for public comment. 

Nat Godley 
Assistant Professor 
Department of History 
University of Wisconsin - Parkside 

I live on 8th St in Kenosha (township of 
Somers) and my house shakes 
every time a train goes by ... still, I in FULL 
SUPPORT an look forward to 
being able to walk to the train station in 
Somers!!! ! 
yea to the train station in Somers and KRM 
Curzio Caravati 

Kenosha, WI 43140 

Submitted: 2/23/2007 2:53:30 PM 
Name: Leonard laquinta 
Organization: Len laquinta's Excellence in 
Communications, Inc. 
PO Box/Street: 
City: Kenosha 
State: WI 
Zip: 53142-8194 
Comments: 23 February 2007 KRM 
Commuter Link Southeastern Wisconsin 
Regional Planning Commission PO Box 
1607 Waukesha, WI 53187-1607 RE: K-R
M Rail Link Restoration I am a resident of 
Kenosha, Wisconsin, and I support the 
Kenosha-Racine-Milwaukee Commuter Rail. 
K-R-M will meet my personal business and 
financial interests: Help me land consulting 
jobs in the Milwaukee - Kenosha corridor 
by facilitating cost- and time-effective 
travel. Increase property values. Link me 
better to the metro Chicago economy with 
more frequent regular and express service 
and thus link me to hundreds of potential 
clients of my firm. Help build a competitive 
economic region. Spur economic growth for 
the cities in the Southeastern region. 
Reduce transportation and parking costs. 
Provide a safe, reliable mobility option 
during the mcUor 1-94 reconstruction, and 
reduce traffic congestion on 1-94. As I am 

in my 60s, this is especially important to 
me. Sincerely, Leonard P. laquinta Len 
laquinta's Excellence in Communications, 
Inc. Kenosha WI 53142-8194 

I oppose the extension of commuter rail from 
Kenosha to Milwaukee. A greater tax burden is 
not what is needed at this time. The person who 
wishes to work outside of walking distance from 
home is able to purchase a reliable vehicle for as 
little as $900 in our area with little or nothing 
down. As gas prices rise, people will be inclined 
to car pool. further reducing pollution and 
continue to relieve the tax burden on the 
general public. Also, it is not convenient for 
commuters to park and ride, then taxi their way 
to the job (at more cost) when they can drive 25 
minutes straight to thejob site. 
Lawrence N Cappozzo 
President, Aer-Wave Systems, Inc. 
Broker/Owner 
PROVIDENCE REAL TV 
PROVIDENCE MORTGAGE 
PROVIDENCE CREDIT REPORTS 

Kenosha, WI 53144 
WEB: www.providencecompanies.com 

I am a resident of Kenosha & I support the 
Kenosha, Racine, Milwaukee commuter rail 
service because it will increase property 
values, spur economic growth and expand 
arts & cultural participation. Thank you. 
Paula M. Jakubowski 
Johnson Insurance Services, LLC 

Submitted: 2/23/2007 2:58:42 PM 
Name: Mary Matton 
City: Racine 
State: WI 
Zip: 53405 
Phone: 
Comments: To Whom it May Concern: 
live in Racine and would very much like to 
see the rail line connected between 
Milwaukee, Racine, Kenosha, and Chicago. 
Sincerely, Mary Rae Matton 

Racine, WI 53405 

Submitted: 2/23/2007 2:45:04 PM 
Name: Jack Parker 
Organization: None 
PO Box/Street: 
City: Kansasville 
State: WI 
Zip: 53139 
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Comments: I am from the "West of the 
I nterstate" area of Racine County, where 
some are lukewarm about KRM, because 
they don't see themselves using it. TH IS IS 
AN INCREDIBLY SHORT SIGHTED 
ATTITUDE. KRM is an absolute necessity 
for the social and economic growth of 
Racine County. Without it, Racine will 
continue in it's downward spiral, and we 
will have a county that is half affluent, half 
poor, and nobody's long term prospects 
will be as good as they could be with a 
united strategy for economic growth. KRM 
is a piece of that strategy to bring new 
development andjob access east of the I, 
improve East of the I property values, and 
thereby keep West of the I property taxes 
in balance. It will help workers have access 
to the development along 1-94 and its 
improvements as well. It WI LL be 
necessary to provide quality surface 
transportation from KRM stations tojob 
sites throughout the county if this 
increasedjob strategy is to work. 
Theoretically, it will also hold down the 
growth in the number of cars used in the 
area. This may be true regarding those 
who will come in from different parts of the 
area, or out of the area for jobs created by 
1-94 development, but it will only be true if 
reasonable, convenient transportation is 
provided to and from KRM tojob sites. 
Otherwise, the increase in capacity for 1-
94, to serve the development along that 
corridor, will almost immediately be eaten 
up those who elect to drive cars because 
the KRM connection is too time consuming 
and inconvenient. Amtrak through 
Sturtevant will also have to be part of the 
overall strategy. But KRM is the Iynchpin 
for saving the inner core of Racine and 
turning around its economic and social 
problems. I am aware that there has not 
been much response to KRM ... I 'm afraid 
the marketing to ordinary people in the 
county has been close to non-exitant, so 
I'm not surprised. But this is one time 
when leadership must prevail, and make 
this far-reaching decision, even for the 
good of those who don't think it is for their 
own good. PS. A answer must be 
developed for the negative idea floating 
around that the car rental tax will hit 

mostly (or many) Wisconsin businesses. 
$15.00 tax on a $35.00 one day rental 
(which many Corps do) of a Wisconsin 
Company will not be well received. 

Submitted: 2/23/2007 3:08:33 PM 
Name: Don Lintner 
Organization: University of Wisconsin
Parkside 
PO Box/Street: 
City: Oak Creek 
State: WI 
Zip: 53154 
Comments: As I live near the tracks in 
Oak Creek and work at UW-Parkside, I 
would finally be able to take public 
transportation to work! I think the KRM 
would be an economic boon to the whole 
area besides being convenient for me. 

To the FTA: 
I appreciate this opportunity to 
communicate my strong support for the 
extension of commuter rail service from 
Milwaukee to Chicago. This service will 
provide the key opportunity for quality-of
life organizations like ours, in Racine 
County and throughout the region, to 
reach significantly larger audiences, 
cooperating on a regional level to bolster 
the profiles and enhance the economic 
impacts of the unique arts and culture 
resources in each of our communities. 
applaud the KRM organizers for all their 
diligent and thoughtful work, and look 
forward to the day when communities 
throughout the region are truly connected. 
Christopher R. Paulson 
Executive Director 
Racine Heritage Museum 

I'm a Racine resident, retired. KRM has my 
wholehearted support for all the pluses it 
will bring to Racine, city and county, 
in better employment opportunities at all 
levels, and thus an increased tax base. 
The City of Racine's contribution to the 

county tax has dropped severely in recent 
years, due to the downturn in our 
economy. 
With the construction jobs KRM will 

provide, and with brighter job future --
nearly a millionjobs near the proposed 
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KRM stations! -- the city can once again 
assume its share of county tax. 
This will benefit west-of-the-interstate 

homeowners, many of whom won't take 
advantage of the transportation 
opportunities KRM provides, but who 
will certainly appreciate lower taxes. 
Racine's beautiful lake front will 
welcome the upswing in day trippers, who 
will enjoy the many recreational, dining 
and cultural attractions our city offers. 
And we'll all benefit from cleaner air and 

decreased fossil fuel usage. 
Sincerely, 
Jane Witt 

Racine WI 53403 

2/23/07 
KRM Commuter Link 
To whom it may concern, 
I am a resident at 1596 38th Ave. Kenosha, Wi. 

43144 and do not support the Kenosha-Racine
Milwaukee Commuter Rail. 
Sincerely, 

Richard D. Bushey 
President, Expanded Technologies Corp. 

Kenosha, Wi. 53144 

To Whom It May Concern, 
I am a resident of Pleasant Prairie, WI, and 
I support the Kenosha-Racine-Milwaukee 
Commuter Rail. KRM will meet critical 
needs in SE Wisconsin such as: A critical 
link between metro Milwaukee and Chicago 
as many Illinois and Wisconsin residents 
find their careers going back and forth 
between the two metro areas. KRM would 
mean families not having to move back 
and forth across state lines and allowing 
the expansion of Wisconsin towns between 
the stateline and Milwaukee. SouthEastern 
Wisconsin is poised to allow for additional 
taxpayers as a larger tax base in those 
towns would bring in more commerce and 
services and promote economic growth in 
those communities. 
Thank you for your time. 
Gretchen Koehler-Swaney 

General Manager 
Prairie Business Partners LLC 

Submitted: 2/23/2007 3: 18: 29 PM 
Name: Ronald Simonsen 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53402 
Comments: why would anyone come to 
Racine? what is there to do here. there is 
no entertainment here, its all in Milwaukee 
or Chicago so why would they come here. I 
keep hearing about the benefits to our 
community. I would like to see the list of 
benefits. we can't even pay for our schools 
properly to keep them operating correctly, 
we need more money for them. I would 
rather see all this extra money go for 
schools instead of a train that nobody will 
ride. our bus riddership has dropped, so 
why would people ride a train. why don't 
we park a bus at the park and rides and 
drive those people to Kenosha and see 
what kind of response we get after a year 
trial. also this is a big money loser and a 
known fact that it will lose money. so 
where are the gains. please send me a list 
of the gains. whats the big hurry to pass 
this thing. lets see if the gains surpass the 
losses. why must we always invest in a 
loser. Sincerely Ronald Simonsen 

To whom it may concern, 
I am a resident from Kenosha and 
support the Kenosha-Racine-Milwaukee 
Commuter Rail. KRM will meet critical 
needs in SE Wisconsin, particularly by 
bringingjob growth and development near 
rail stations, reducing transportation costs 
(financially and environmentally) and will 
expand access to arts and cultural 
opportunities in the corridor (thereby 
increasing the quality of life in the area). 
Sincerely, 
Thomas 
Thomas Schnaubelt, Ph. D. 
Dean for Community Engagement and 
Civic Learning 
UW-Parkside Center for Community 
Partnerships 

Kenosha, WI 53141 
www.uwp.edu 

Submitted: 2/23/2007 3:47:03 PM 
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Name: Kit Keller, JD 
City: Cedarburg 
State: WI 
Comments: I support the KRM and expect 
policy makers to move the project forward 
as quickly and as cost-effectively as 
possible. Our region had an extraordinary 
transportation system that was ripped out 
in favor of auto travel. Many transportation 
system users in SE WI long for a system 
that works as well as the Interurban 
system once did. To remain economically 
viable, and to protect human life and air 
quality, our region must invest in public 
transit. Driver behavior has become 
increasingly dangerous throughout the 
region. Many people who walk or bike have 
abundant stories of inattentive drivers 
nearly running them over. Our region 
includes many residents who are too young 
or too old to drive. Decision makers must 
plan for and accommodate everyone when 
looking at transportation investments. At 
the same time, our region must implement 
a social marketing campaign to acquaint 
people with other modes of transportation. 
Most of us could replace at least one trip a 
week with a walking, bike, bus or train trip. 
Many times we don't simply because we 
never have. Once we are introduced to 
other modes through coaching and buddy 
systems, we are more likely to see if we 
can further reduce our car trips to the 
times we really need to drive. Our leaders 
need to ensure that we have 
encouragement programs and also model 
multi-modal behavior. Look to the 
innovative transit promotion program in 
Portland, OR. Thank you for your 
consideration. 

Living within a few blocks of Kenosha's 
Metra station, I am strongly supportive and 
anxious for expanding our rail service 
northward to Milwaukee via the proposed 
KRM rail link. Not only will this be a boon 
to rail travel, but it will be a significant 
economic stimulus, not to mention 
reducing air pollution created by vehicle 
traffic. 

What a wonderful opportunity to 
advantage of this mass transportation 

option. Let us not miss the chance to 
increase convenience for the residents but 
also reduce the dependency on pollution
causing, one-person-occupied automobiles. 

I will ride it as often as possible given 
that I live in the Caledonia community. 
KRM is an idea whose time has come. I 
support it wholeheartedly. Quality of like 
depends on it. 
Lloyd G. Miller, Jr. CTC 
Sales Manager 
Vacation Together, Inc. 

To Whom It May Concern: 
The Commuter Rail System is a part of 
Mass transportation, which helps reduce 
sprawl, traffic congestion, dependency on 
imported fuels and is a part of smart 
growth. I hope we are fortunate enough to 
see the Commuter Rail System become a 
reality. 
Sincerely, 
Jon Greco 

To Whom It May Concern: 
As a Kenosha resident and concerned 
citizen, I want to make it known that I 
greatly support the Kenosha-Racine
Milwaukee Commuter Rail. It is a critical 
link to tying the three cities together, and 
beyond, south to Chicago. The good and 
right reasons are many and obvious. We 
are so far behind that of other countries 
when it comes to this type of situation. It 
is really amazing that we have to petition 
this to get the project underway. 
Thank you! 
Connie Wheeler 
Connie Wheeler, Academic Department 
Associate 
University of Wisconsin - Parkside 
School of Business and Technology 
Computer Science and Business 
Departments 

Kenosha, WI 53144 

Dear One, 
I HIGHLY support the KRM line. 

frequently have to drive down to Kenosha 
to take the Metro to 
Chicago, and I would really like to be able 
to get the train in Racine. 
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It saves gas, pollution and my time -
and the times I take the Metro, it is 
ALWAYS full going down 
Into Chicago. 

Homes, businesses would benefit, and 
look at the pollution and congestion on the 
inter-state highway 
That would be reduced. 

I, personally would pay more taxes to 
support this, BUT I would like to see LESS 
money going into subsidizing highways. 
Thank you, Betty Brenneman 

Racine, WI. 53405 

Dear SEWRPC Representative, 
As a inner city principal. I see the absence of 
work opportunities take its toll on our families 
each day. I am confident urban rail would 
contribute to morejob opportunities for the 
parents of our students, 
I n addition, as we work to provide preparation 
for our students to attend college, I am struck 
by the number of Colleges near the KRM right of 
way! 
With the cost of education soaring our poorer 
students could commute and minimize the cost 
of college! 
Respectfu Ily, 
Mike Frontier 
President San Juan Diego Middle School. 

Submitted: 2/23/2007 4:18:46 PM 
Name: Karen Maki 
PO Box/Street: 

City: Kenosha 
State: WI 
Zip: 53143 
Comments: The KRM Rail would be a 
wonderful improvement for this area. I 
normally take the train to Chicago for 
entertainment for my family.This would 
give everyone an opportunity to explore 
the Milwaukee area instead of going to 
Chicago and spending time and money. I 
live in Kenosha,and this would be great for 
our state. Please build it. 

Submitted: 2/23/2007 4: 14: 00 PM 
Name: Jeffrey Labahn 
Organization: City of Kenosha 
PO Box/Street: 

City: Kenosha 

State: WI 
Zip: 53140 
Comments: The KRM Commuter Rail 
project will be beneficial to the City of 
Kenosha and the surrounding area as it will 
strengthen the economic connection to the 
Milwaukee business market. The project 
will also enhance the City's development 
and redevelopment efforts in the station 
area and acjjacent downtown core. Finally, 
the project will provide yet another 
transportation alternative to the public to 
complement the existing rail, bus and 
streetcar systems. The KRM commuter rail 
is a logical, effective and beneficial 
enhancement to the City's and regions 
transportation network. Sincerely, Jeffrey 
B. Labahn Director of City Development 
City of Kenosha Kenosha, Wisconsin 

Submitted: 2/23/2007 4:37:59 PM 
Name: Walter Hermanns 
City: Racine 
State: WI 
Zip: 53405 
Comments: Dear friends, I'm excited 
about the developments which will 
hopefully lead towards establishing a rail 
link between Milwaukee, Racine, Kenosha, 
and Chicago. As a person with a physical 
disability, it is extremely difficult right now 
for me to travel from one city to another. I 
urge you to ensure that any rail service, 
including stations is fully handicapped 
accessible. According to the Metra web 
site, the Kenosha railroad station is not 
accessible at this point. I would hope this 
would be rectified, since the plans that I 
see would require me to transfer at that 
station should I wish to travel to Chicago. 
Thank you, Walter Hermanns 

Submitted: 2/23/2007 4:42:34 PM 
Name: Tim Weidner 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53403 
Comments: This idea though in concept 
sounds like a good idea, in practice it is 
doomed to failure. The idea that there 
would be enough interest in communterrail 
between Milwaukee and Chicago to actually 
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make it viable is nothing short of wishful 
thinking. If such a demand actually 
existed, you wouldn't be able to find a 
parking space at the Amtrak station. There 
is already adequate service from Kenosha 
to Chicago and from Milwaukee to Racine 
to Chicago. The proposed train would take 
HOURS to go from Milwaukee to Chicago, 
time most people would not be willing to 
endure on a regular basis. Initially, people 
would view it as entertainment, but as 
someone who commutes 90 miles a day, 
can tell you I wouldn't even consider 
making a three hour ride each way 
everyday. There isn't anyone who would 
use it between Racine and Milwaukee, 
much less between Racine and Kenosha. If 
this is an idea in such demand, just forget 
about any public subsidy and charge the 
people what it really costs. The last thing 
we need is another hole to pour money in. 
I can't believe any rational person would 
support this idea! 

This letter is from Jan and Jim Jedlicka, 
city of Racine, WI residents. 
We urge support and continued movement 
forward on the plan to support 
and build the proposed Kenosha-Racine
Milwaukee commuter rail link. 
It is vital to the community in terms of 
employment, development and 
it is urgently needed to ease the traffic on 
1-94. I believe it is 
also eco-friendly in terms of our country's 
natural resources and 
controlling pollution. We support this 
project. Jan and Jim 
Jedlicka (34 year residents of Racine, 
Racine County) 

ATTN: Federal Transit Administration 
(FTA) 
As I understand your deadline for 

collecting public comment on the extension 
of commuter rail from Kenosha to 
Milwaukee is closing, I would like to take 
this opportunity to reiterate that CNH Case 
New Holland, with offices and a 
manufacturing facility located in Racine, 
Wisconsin, is on record in support of this 
project. 
Respectfully yours, 

Linda Maurer 
Vice President, Human Resources North 
America 
CNH Case New Holland 

Submitted: 2/23/2007 5: 11 : 11 PM 
Name: Hubert Weisensel 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53402 
Comments: I support the Commuter Rail 
option, as the best way to provide for 
future needs and growth. 

Submitted: 2/23/2007 5:13:49 PM 
Name: J Weidner 
City: Racine 
State: WI 
Comments: PUBLIC FINANCED 
COMMPUTER RAIL? Dumb idea! NoBody is 
going to use it, but everyone will have to 
pay for it. If people really want it, then let 
the riders pay for it even if it's a hundred 
dollars a ticket. 

Submitted: 2/23/2007 4: 15: 19 PM 
Name: William Moore 
Organization: Great Waters Group of the 
Sierra Club 
PO Box/Street: 
City: New Berlin 
State: WI 
Zip: 53151-6149 
Phone: 
Comments: KRM Commuter Link SEWRPC 
February 23, 2007 I have attended several 
KRM Rail meetings and have become very 
familiar with the project in my capacity as 
the Transportation and Development Chair 
for the Great Waters Group of the Sierra 
Club and the Group's Vice-Chair. I 
represent the 3,500 member in the four
counties of Milwaukee, Waukesha, Ozaukee 
and Washington and, by extension, my 
comments reflect the opinions of the 
14,000 members of the Club in Wisconsin. 
I have entered comments at the Public 
Information Meetings but wanted to 
reiterate the general position of our 
members at this time. KRM Rail is an 
opportunity that must not be missed. The 
reasons to advance this project have been 
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well documented and, along with Transit 
NOW and many other organizations, we 
support those reasons. It is not my 
intention to reiterate those excellent 
reasons. I do want to touch on two items: 
First, we must learn from others. We are 
one of the smallest metropolitan areas 
world-wide without effective mass transit 
beyond city buses. We are one of the few 
(if not the only) industrialized, first- or 
second- world countries without an 
effective mass transit system country
wide. And we are one of the few 
comparable countries without widespread 
commuter rail. Tied to the automobile, we 
have become elitist in our view of 
transportation: if you don't have a car, it's 
just your problem if you can't get 
somewhere. This, then, has become both 
an environmentaljustice issue and a 14th 
Amendment equality issue. As of now, if 
you don't have the cash, you're going 
nowhere. Literally. Thus, it's a catch-22 
situation. You don't have enough cash for a 
car, you can't get a goodjob which will pay 
you enough to buy the car to get to the 
job. And there is no good, inexpensive 
transportation to get you there and back. 
For thousands of people, KRM will fit that 
need. And second, global warming is 
universally recognized as no longer just an 
hypothesis. It is a theory recognized by 
99% of the scientific community as not 
only fact, but human induced. Thus, it is 
incumbent upon us to correct our 
wrongdoing, to reverse our growing impact 
upon the planet. Humankind has known 
how to do that for decades. We must act 
upon that knowledge. Commuter rail is one 
way to decrease our pollution, to decrease 
our production of carbon dioxide, the main 
contributor to global warming, by taking 
cars off the highways. Whether you feel 
that rail is safer than driving (which it is) 
or that rail is smart economically by 
bringing businesses and industry and thus, 
job growth, to neighborhoods and 
communities near the stations, or whether 
you know that it will bring about beauty to 
depressed areas (which it will), KRM 
Commuter Rail is not just a smart choice, it 
should be the precursor to a whole new era 
of planning for mass transit in Southeast 

Wisconsin. William F. Moore 
New Berlin, WI 53151 

Submitted: 2/23/2007 5: 18: 57 PM 
Name: Yusaf Sumba I 
City: Kenosha 
State: WI 
Comments: THE KRM Commuter link will 
link two large cities together allowing for 
commerce to grow in this region. It will 
also decrease the amount of traffic in this 
region. It is crucial that KRM happen in the 
very near future. We can only benefit from 
it! 

Submitted: 2/23/2007 5:53:48 PM 
Name: MATT AUGUSTINE 
PO Box/Street: 
City: Kenosha 
State: WI 
Zip: 53144 
Comments: WE SHOULD USE AMTRAC 
AND BUlL TRAIN STATIONS ALONG 
EXISTING LINES. THEN BUS PEOPLE TO 
THE TRAIN STATIONS.THIS IDEA WOULD 
BE THE MOST COST EFFECTIVE WAY TO 
HAVE A TRAIN SYSTEM. INSTEAD OF 
SPENDING A 1/4 OF A BILLION DOLLARS 
ON A COMPLETLY NEW SYSTEM. AM-TRAC 
IS ALREADY SUBSIDES AND I CANNOT SEE 
US BUILDING ANOTHER SUBSIDES 
TRAIN,WHICH WOULD ONLY INCREASE 
THE TAX BURDEN ON WORKING FAMLIES. 
MATT AUGUSTINE 

Unfortunately I was unable to attend the 
meetings regarding this issue, but 
personally I think a commuter train from 
Kenosha to Milwaukee would be fantastic. 
work in Milwaukee and commute from 
Kenosha everyday by car and it's a horrible 
drive (especially during the winter). It 
would be great to have a rail system I 
could depend on if I had car trouble or just 
need to do some extra work while riding 
the train. When I lived in Lisle, IL and 
worked downtown Chicago, I took the train 
everyday and it was a pleasure. 
Please add my name to this of individuals 
in support of this proposed commuter rail 
system. 
Regards, 
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John Schuld 

Kenosha, WI 53140 

I support the KRM line and will use it. 
Kind regards, 
Jerry Hershberger 

Racine, WI 53406 U.S.A. 

Submitted: 2/23/2007 6:07:36 PM 
Name: David Gehne 
City: Racine 
State: WI 
Comments: I write in strong support of 
the KRM project. It is high time we change 
our public transportation paradigm to 
include comprehensive rail travel in all 
significant population corridors. Rail and 
road planning should be a unified 
endeavor. My wife and I have lived in four 
regions which offer a significant commuter 
rail option: Baltimore / Washington North 
West Indiana / Chicagoland The East 
Midlands of England St. Petersburg, Russia 
I was able to reside in Baltimore and 
commute to downtown DC, and to live in 
Indiana and commute to downtown 
Chicago. I n both cases the outlying 
suburban residence was far more attractive 
as a result of the rail option. I see a direct 
correlation between those experiences and 
the relationship of Racine and Kenosha to 
their larger urban neighbors north and 
south. In both Russia and England rail was 
a preferred method of connection 
throughout the whole country. Absence of 
such an effective system in the US is the 
result of negligent planning. Racine 
continues to demonstrate vision for its 
future through various development 
initiatives. Rail access is a vital part of 
continued success in this regard. Some 
pine for the return of manufacturingjobs -
unlikely at best. Rail is a needed 
component to make Racine first a region 
from which to commute to professional 
jobs and eventually a location in which to 
create them. I applaud this effort and hope 
its merits are well understood at all levels 

of government. David Gehne 2029 Geneva 
St. Racine, WI 

As a resident of the City of Milwaukee, 
whole-heartedly support the efforts to 
bring commuter rail to southeastern 
Wisconsin. Even though I do not live 
within the route's primary service area, 
know that an investment of this kind will 
pay dividends for generations to come. In 
cities across America, the first line of a rail
transit system has historically been the 
hardest to build -- usually due to 
opposition -- but all examples in 
comparable cities have shown that the gain 
was well worth the pain. I support this 
new development because it could 
revolutionize transit in our metro area, 
and, perhaps, someday, expand to areas 
where I live and work. I would probably 
use this new system for the occasional 
leisure trip to the northern Chicago 
suburbs. 
Thanks, 
Rich Steenwyk 

Milwaukee, WI 53212-3341 

To Whom it May Concern 
We are writing in support of the proposed 
KRM commuter rail system. Affordable 
mass transportation is an important 
component for the sustainability of any 
region. Being able to travel to Chicago, 
Milwaukee, and points in between without 
the stress and expense of driving a car 
would be a welcome and needed addition 
to our area. Our 25 year old disabled son is 
employed in a Chicago suburb. As he does 
not drive a car and the only existing mass 
transportation (Amtrak) is not affordable 
on a daily basis, he must live in Illinois to 
commute to thisjob. If the KRM system is 
developed, he would be able to live in 
Racine and commute to hisjob in Illinois. 
That would impact all of our lives in a 
positive way. We strongly urge the FTA to 
approve the requested grant money so 
that much needed commuter rail can be 
developed in the Kenosha, Racine, and 
Milwaukee region. 
William and Melody Streeter 
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Racine, WI 53402 

Submitted: 2/23/2007 5:59:51 PM 
Name: Donald Schwab 
City: Trevor 
State: WI 
Zip: 53179 
Comments: I live in Western Kenosha 
county and don't see the advantages that 
are reported in the media. I would never 
use this line because I work in Lake County 
Illinois and start work at 6AM. Because I 
start that early I'm at a disadvantage. 
There are no mass transit systems to help 
me. I am part of a huge trend that has an 
early start time and there has been no 
effort by the traditional office (we run the 
world) people to address our needs and to 
that I say "to hell with this line!" There is 
also the fact that we in Western Kenosha 
county are asked to pay for a line that will 
only serve the city of Kenosha. What's in 
this for us? Again this shows the narrowed 
minded thinking of politicians and their 
cronies, big business. In Illinois the CTA 
and the RTA have provided more than 
enough proof that that this system doesn't 
work in it's present form. The rest of the 
state is taxed to keep the few riders riding! 
If it isn't a self sufficient system, who pays 
and where is the benefit? I would like to 
see a greener way of living, but this is not 
the answer! 

Submitted: 2/23/2007 7: 27: 59 PM 
Name: Joan Davies 
City: Kenosha 
State: WI 
Comments: I believe the commuter rail 
expansion project should go forward. The 
corridor from Milwaukee to Chicago is only 
going to grow in population. The highways 
are overcrowded. We need to have a 
mindset change to use our resources 
wisely to preserve a greenspace for the 
generations to come. 

Dear Friends, 
I am a resident of Racine and the 
Executive Co-Director of a non-profit with 
national offices in Chicago. The proposed 
Kenosha Racine Milwaukee commuter rail 
would be a real benefit to me and other 

staff I work with. It would provide us with 
new commuter options other than auto for 
our regular travel between Chicago and 
Racine. 
Sincerely, 

Chuck Ruehle 
Crossroads 

How can this be a question? Allover the 
country -- not to mention the world -- the 
latest technology is being brought to bear 
on the obvious benefits -- environmental, 
efficiency, comfort, conveniences, 
reliability -- of rail commuter links. These 
benefits have been well known for at least 
a century; diversion of funds to highways -
- squanderous, dangerous, and endlessly 
space consuming -- was a foolish idea from 
the beginning. All elsewhere, such rail 
links are fully funded and appreciated; 
here, we struggle to put together a few 
bucks to get a motorized railbus to trundle 
back and forth a few times a day. 
Robert Venn 
Kenosha, Wisconsin 

Dear FTA, 
I am a resident from Racine and am 
writing to express my extremely support 
for the proposed KRM extension of Metra. 
I support the Kenosha Racine Milwaukee 

commuter rail because commuter rail will: 
Help Racine attract and retain talent, 
business, andjobs; 
Support and assist in bringing about 
planned development near the Racine KRM 
station; 
Link us to Chicago and 1.97 million 
people/customers/labor force and things to 
do; 
Act as a catalyst for developing transit
oriented communities that are 
environmentally friendly; 
Spur economic impact for the cities in the 
Southeastern reg ion; 
Provide an environmentally responsible 
form of transportation to hundreds of 
thousands of people every year. 
Sincerely, 
Jonathon Strauss 

Racine, WI 53403 
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Dear FTA, 
I am a resident from Racine and work at 
the Racine Marriott. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
Support and assist in bringing about 
planned development near the KRM station 
Link us to Chicago and 1.97 million 
people/customers/labor force 
Build a vibrant globally competitive 
economic region 
Sincerely, 
John Wilson, Director of Sales 
Racine Marriott 

On behalf of S. C. Johnson & Son, Inc., I 
want to express the company's strong 
support for the proposed KRM commuter 
rail project. 
SC Johnson (SCJ) is a global manufacturer 
and marketer of household products. Our 
brands include Windex glass cleaners, 
Glade air fresheners, Pledge furniture care 
products, Raid and Off! pest control 
products, Edge and Skintimate shave gels, 
and Ziploc and Saran containers and 
wraps. Our global headquarters are 
located in Racine, Wisconsin. At our 
corporate facility in downtown Racine and 
at our Waxdale manufacturing facility in 
nearby Sturtevant we employ 2,800 
workers. 
SCJ supports KRM for several reasons. 
Reasons relating to local and regional 
economic development, job growth, and 
enhancement of property values and the 
local tax base are well documented in the 
Environmental I mpact Study and 
associated studies. These factors are the 
basis for the Racine County Economic 
Development Corporation's understandable 
decision to include KRM in its strategic plan 
for the county. 
As an employer SCJ believes KRM will help 
it attract and retain world-class 
employees. We recruit at some of the 
finest universities and business schools in 
the country. To attract the best employees 
we appreciate the advantage of offering 
exceptional benefits and training 
opportunities. As a result. we have been 
recognized by Fortune magazine and 
others as a national employer of choice. 

But we know that recruits also look at 
regional "quality of life" issues in choosing 
where they wish to work. Our employees 
and potential employees are desirous of 
commuting options as well as convenient 
access to cultural attractions in Chicago 
and Milwaukee. KRM will address this 
existing deficit in Racine and neighboring 
communities, help put Southeastern 
Wisconsin on a par with other metropolitan 
areas, and make it a more attractive place 
for employees to choose to live, work and 
raise their families. 
We appreciate the opportunity to submit 
these comments in support of the KRM 
project. Chip Brewer 
F. H. Brewer 
Director, Worldwide Government Relations 
S. C. Johnson & Son, Inc. 

Dear FTA, 
I am a business owner in Racine. 
wholeheartedly support the creation of the 
Kenosha Racine Milwaukee commuter rail. 
The economic advantages to all the served 
areas goes without saying. Add to this the 
ecologic and cultural benefits to all of the 
area's citizens and you have what amounts 
to a winning hand, in fact a Royal Flush. 
Thejob market increase in both directions, 
the ability to safely commute, the cohesion 
of the Chicago-Milwaukee corridor (think 
Boston-New York-Philadelphia-Washington 
DC), the expansion of development 
(residential and commercial) and the 
ability to be more attractive for outside 
organizations/people to move into the 
area as well as retention and 
growth of existing businesses are cards 
that we must play and, if we do, we will all 
win. 
Thank you for moving forward on this 

endeavor. 
Respectfu Ily, 

Name and Contact information 
Howard Tarnoff 

gallery & gifts 

Racine, WI 53403 

Dear FTA, 
I am a resident from Racine and work at 
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the Racine Marriott. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
Support and assist in bringing about 
planned development near the KRM station 
Link us to Chicago and 1.97 million 
people/customers/labor force 
Build a vibrant globally competitive 
economic region 
Sincerely, 
Mr. Kasey Rose 
Front Office Manager 
Racine Marriott Hotel 

To the KRM Staff: 
I fully support the extension of the 

Metra Line from Kenosha to 
Milwaukee for many reasons. I am sending 
you via mail a copy of the letter 
That was published in the Racine Journal 
and written by me several 
Weeks ago, which outlines my personal 
thoughts on this very important 
Project. I would accept any tax plan that 
gets it going, but I did 
Think a sales tax for this 5 county area was 
the best answer in the 
Long term. 

William J. Fervoy 

Racine, Wi. 

I just wanted to send a note saying that 
the proposed rail system is not as 
unpopular on the west end of Racine 
county as some would have people 
believing. There are a substantial amount 
of people out here who would like to see it 
go forward. 
From the environmental aspect (fewer cars 
on the road) to the fact that it will help 
alleviate the financial problems of the city 
of Racine it appears to be a project that 
could promote a better life for many 
individuals. 
Kay Collins-Schulz, member of Burlington 
Area Progressives 

Waterford, WI 53185 

Greetings: 
I hope this is the right link to register my 

support for the KRM connection to Chicago. 

Please consider me a supporter of the 
commuter rail system. 
Dan Sharkozy 

Supervisor, Racine County 9th District 

Dear FTA, 
I am a resident from Racine and work at 
the Racine Marriott. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
Support and assist in bringing about 
planned development near the KRM station 
Link us to Chicago and 1.97 million 
people/customers/labor force 
Build a vibrant globally competitive 
economic region 
Sincerely, 
Pat Coulter 

I live in Mundelein IL and travel to Kenosha 
for work. Any additional lines heading 
North would be great - also a way to get to 
Racine, and Mitchell airport would be 
awesome. Also, my wife and I enjoy going 
to events in Milwaukee - Miller Park, the 
Bradley Center and Summerfest - anything 
to make it easier and more convenient -
we would attend more often. It probably 
would be safer to travel by rail as well. 
Please make this happen and soon. 
Ted Repsholdt, Jr. 
Johnson Bank 

From: Janet A Kuhl 
Date: Thu, 22 Feb 2007 11 : 03: 03 -0600 
Subject: Rail System 

As the healthy senior population grows 
and the traffic increases, we 
need more alternatives to get to events 
safely. 

I am taking a bus to Chicago with 35 plus 
seniors whose average age is 
over 70. We will be ice skating at the 
Millennium Square and getting 
lunch. The bus leaves from the Petit 
Center and stops at Hwy. 20 to pick 
up 6 people from Racine. The bus could be 
eliminated and the drive to 
meet the bus could be eliminated/reduced 
if we were able to take the 
train. 
I have a senior friend coming to visit from 
the Michigan lakeshore in 
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March. She could get the train in northern 
I nd. and come to Racine 
without driving. Again saving my drive to 
Kenosha and therefore one less 
car on the road. 

These arejust some examples of how the 
train would reduce traffic and 
increase travel and economic growth in our 
area. 
The availability of a train to easily get to 
work and/or cultural events 
in Milwaukee and Chicago gives people the 
opportunity to live in the more 
economical Racine area and still enjoying 
the other benefits of a larger 
city. 

We need the train. 
Janet A. Kuhl 

Racine, Wi. 53402 
President, Business Resources Inc. 
Treasurer, Friends of the Wind Point 
Lighthouse 
Past Treasurer and Board Member, 
Preservation Racine 
Past Board Member, Jordan Hall 
Past Board Member, Big Sisters of Greater 
Racine 
Member, North side Business Assoc., 
Exchange Club, Semoma 

I am a Racine WI downtown merchant who 
wants to see the KRM rail line be 
develpoed. The opportunities for job 
creation, enhancement of the community, 
bringing in prospective customers and 
other benefits of a light rail line would 
bring to the communities are 
numerous. Please approve the rail line 
so that Racine will have the 
opportunity become even a greater city. 
Paul Fiegel 
JOJO's TOYS 

Submitted: 2/23/2007 1 :46:37 PM 
Name: Dan Dashner 
Organization: Hughes House Bed and 
Breakfast 
PO Box/Street: 
53403 
City: Racine 
State: WI 
Zip: 53403 

Racine, WI 

Comments: If someone is opposed to the 
KRM project they need to pull their head 
out of their car and look around to see 
whats happening in SE Wisconsin. The KRM 
project will do nothing but promote 
economic growth for Racine county. Just 
because the Midwest may be a little 
backwards when it comes to new and 
innovative ideas relating to community 
issues, no one should be afraid. It will 
bring nothing but goodness. Let us not let 
fear and business as usual hold us back. 
Kenosha didn't. Kindest Regards; Dan 
Dashner Racine WI 53403 

To Whom It May Concern, 
I am a resident of South Milwaukee and 
support the Kenosha-Racine-Milwaukee 
Commuter Rail. KRM will meet critical 
needs in SE Wisconsin such as: 
Support and assist in bringing about 
development near the KRM stations. 
I ncrease property values. 
Act as a catalyst for developin~ a more 
environmentally friendly mode of 
transportation. 
Link Southeastern Wisconsin to Chica~o 
and provide an option to using 1-94 with a 
safe, reliable, convenient mode of travel 
Sincerely, 

Debby Pizur 

South Milwaukee, WI 53172 

I am in support of the plans for commuter 
rail to Chicago and 
Milwaukee. Like other Racine Business 
Consultants, the ability to 
expand our market and easily access "out
of-town" customers would be 
a real shot in the arm to our local 
economy. 
Bob Teska 
Teska & Associates Inc. 

Racine, WI 53406 

To: Southeastern Wisconsin Regional 
Planning Commission 
I am a business owner in Racine employing 
about 85 people. I am in favor of 
building the commuter line from Kenosha 
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to Milwaukee. We are expanding and 
sometimes need specialized talents and 
skills difficult to find in Racine. 
We draw people from Chicago and 
Milwaukee. We own property in Racine 
and 
have found the increase in value lackluster 
compared to other areas close to 
us. We feel that Racine has a lot to offer 
and that economic development 
would be enhanced greatly with public 
transportation. We are presently 
experiencing a shortage of parking at our 
facility. Please help us remove 
some cars from the road and pollution from 
the air. Thank you for your 
consideration. 
Al Van Maren, President 
Imperial Laundry Systems 

Racine, WI 53403 

Submitted: 2/23/2007 1 :44:32 PM 
Name: Q.A. Shakoor, II 
PO Box/Street: 
City: Racine 
State: WI 
Comments: February 23,2007 KRM 
Commuter Link SEWPC P.O. Box 1607 
Waukesha, WI 53187 -1607 To whom it 
may concern, I am a resident from Racine 
County and I support the Kenosha-Racine
Milwaukee Commuter Rail. KRM will meet 
critical needs in SE Wisconsin such as: > 
Bring about job growth> Help build a 
vibrant globally competitive economic 
region> Expand arts and culture 
participation and provide easy regional 
access to artistic, cultural and technical 
support talent> Help develop a regional 
Sustainable collective initiatives in many 
areas. > Will aid the environment 
positively Best Regards, Q.A. Shakoor, II 
Alderman & Racine County Supervisor 

Racine, WI 53404 

Dear FTA, 
I am a resident from Racine and work at 
the Racine Marriott. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
Support and assist in bringing about 
planned development near the KRM station 

Link us to Chicago and 1.97 million 
people/customers/labor force 
Build a vibrant globally competitive 
economic region 
Sincerely, 
Denise Henson 
Racine Marriott 
Associate Director of Sales 

Racine, WI 53406 

Submitted: 2/23/2007 1: 36: 54 PM 
Name: Tasha Oliver 
Organization: 
PO Box/Street: 
City: Racine 
State: WI 
Comments: I am a resident of Racine and 
I support the Kenosha Racine Milwaukee 
commuter rail because it will open upjob 
opportunities for those who don't own 
automobiles. As a matter of fact, over 23% 
of households near the urban KRM stations 
in Wisconsin do not have autos. Under
employed and unemployed populations 
have good access to train station locations. 
I hope in the near future, you will consider 
expanding the commuter rail up to Green 
Bay via the Fox River Valley, and west to 
Madison. Both of those areas are booming 
with employment opportunities. Madison is 
the state capitol, and the Fox River Valley 
still has manufacturing up there that still 
could use some diversity in that area. -
Tasha Oliver 

DearFTA, 
I am a resident from Racine and own my own 
business Nature's Grace 
Floral Design. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter 
rail will: 
* Increase our property values 
* Link us to Chicago and 1.97 million 
people/customers/labor force 
* Act as a catalyst for developing transit -oriented 
communities that are 
enviromnentally friendly 
* Spur economic impact for the cities in the 
Southeastern region 
Sincerely, 
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Susan Bowen 
Owner, Nature's Grace Floral Design 

Racine, WI 53403 

Submitted: 2/23/2007 2:21 :00 PM 
Name: Tim Shea 
City: Racine 
State: WI 
Zip: 53402 
Comments: Since the existing rail will be 
used I think the project will be worthwhile. 
I am for it. 

I hope, as business owner and resident of 
the area you have the foresight to have 
this plan go forward. 
James E. McCormack 
Chief Executive Officer 

Waukesha, WI 53186 

Submitted: 2/23/2007 2: 24: 13 PM 
Name: John Albanito 
Organization: KenRail1 UWParkside 
PO Box/Street: 

City: Kenosha 
State: WI 
Zip: 53140-1479 
Phone: 
Comments: I love riding the trains. I used 
to go to Milwaukee long time ago, when I 
took the train in order to go to either 
Minnesota or Montana for visits. I would 
like to see train service to Milwaukee again 
as I enjoy the trains a lot. I do hope that 
trains will go back to Milwaukee so I can 
get train tickets for travel anywhere in the 
U.S. Sincerely, John Albanito 

KRM Officials, etc. 
As former Chicago area residents, we 

know how commuter rail helped to grow 
the communities that we lived in including 
Naperville, Lisle, Riverside, Wheaton & La 
Grange. KRM would also expand our 
growing tourist base to SE Wisconsin & 
improve our Downtown areas. 
Robin Kruk 

Dear FTA, 

I am a resident from Racine and own my 
own business Martin Petersen Company, 
Inc. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
Support and assist in bringing about 
planned development near the KRM station 
Bring about job growth 
Spr economic impact for the cities in the 
Southeastern reg ion 
Expand arts and culture participation and 
provide easy regional access to artistic, 
cultural and technical and support talent 
Sincerely, 
Rob Jossart 
Vice President & CFO 
Martin Petersen Company, Inc. 

February 23, 2007 
KRM Commuter Link 
To whom it may concern, 
I am a resident from Salem (Kenosha 
County) and I support the Kenosha
Racine-Milwaukee Commuter Rail. KRM will 
meet critical needs in SE Wisconsin such 
as: 
Help attract and retain talent, businesses, 
andjobs. 
Link to metro Chicago economy-and 1.97 
million people near stations. 
Provide needed regional mobility: over 
23% of households near the urban KRM 
stations in Wisconsin do not have autos. 
Under-employed populations have good 
access to train station locations. 
Sincerely, 
Robert W. Pieroni 
Vice President 
First Banking Center 

Kenosha, WI 53144 

Dear FTA, 
I am a resident from Racine. I support 
the Kenosha Racine Milwaukee commuter 
rail because commuter rail will: 
Help Racine attract and retain talent 
business andjobs ' 
Support and assist in bringing about 
planned development near the KRM station 
Bring about job growth 
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I ncrease our property values 
Link us to nearly 1 million existingjobs 
within 1 mile of the stations between 
Milwaukee and Chicago 
Act as a catalyst for developing transit
oriented communities that are 
environmentally friendly 
Spur economic impact for the cities in the 
Southeastern reg ion 
Reduce transportation and parking costs 
Provide a safe, reliable mobility option 
during the mcUor I 94 reconstruction 
Expand arts and culture participation and 

provide easy regional access to artistic, 
cultural and technical and support talent 
Sincerely, 
Sandra Kontra 
Sandy Kontra 

Racine, WI 53403 

I would urge the funding, construction, and 
utilization of the proposed KRMI Metra 
expansion. The potentially positive 
economic, social, and quality of life impact 
of further connecting the economic zone 
that already exists in the Milwaukee, 
Racine, Kenosha and Metro- Chicago area 
should be obvious. To ignore the fact that 
this area composes, by some estimates, 
the 25th largest economic zone globally is 
short sighted. Kenosha already has 
accepted they are a suburb of Chicago; for 
Racine and Milwaukee to continue this 
railroad isolation turns a blind eye to the 
increased road traffic along 1-94, Hwys 31 
and 32. Embrace change, and the potential 
for new opportunities, or destine this area 
to it's mid-sized rust-belt destiny. 
Patrick G Gaitens 
Associate Vice President- Investments 
Wachovia Securities 

Kenosha, WI 53140 

To Whom It may concern: 
I work in Racine and live in Caledonia, and 
I am strongly in favor of KRM. 
Please contact me if you have any 
questions regarding this matter. 
Atty. John A. Becker 

As two long-time Racine residents and now 
senior citizens, we are enthusiastic about a 
rail link from Milwaukee to Chicago through 
Racine. We make quite a few trips to 
Chicago and now have to drive to Kenosha 
and deal with parking issues there. We 
also drive into Milwaukee often. We are 
anticipating the time in our future when 
driving may become difficult and even 
unsafe. We also strongly believe that this 
rail connection will be a boon to the 
economies of all the communities in the 
corridor. Thanks for you attention. John 
and Darlene Foreman 

I'm retired and don't get pay raises like 
most other in the working area do. To 
reach into my spendable income would be 
a hardship on us. We once had an inter 
urban that went from Kenosha to 
Milwaukee, this was shut down, many 
years ago. We had the M.R.K. Many years 
ago, this was shut down also. The land was 
sold. Why can't we have an industrialist 
invest in this? If the transit system is so 
valuable to industry, they should support 
it. I do think the K.R.M. would help, but I 
don't want to pay for it. 
Jerome St.Clair 

As a retired school teacher from Racine 
Unified and a taxpayer in 
Racine, I want to voice my strong support 
of the proposed KRM 
commuter rail link. Many retirees oppose 
any tax increase at all, 
but I feel strongly that a community will 
not survive and expand 
without taxes well spent, and I feel that 
any tax levied for the 
purpose of expanding the KRM rail is well 
worth the cost. We would 
definitely use this rail link and as a result, 
keep another car off 
the all ready crowded I 94 corridor. 
Sincerely, 
Joyce Firebaugh 

Racine WI 53406 

Please find this letter stating my support of 
the KRM Commuter rail system from 
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Chicago to Milwaukee. This project will 
impact South East Wisconsin in a very 
positive way, economically and 
environmentally. I give it my full support. 
Thank you, 
Mary Rohrer 
Racine, WI 

Submitted: 2/23/2007 9:41 :46 AM 
Name: Fred Cain 
PO Box/Street: 
City: TOPEKA 
State: IN 
Zip: 46571-9046 
Comments: Dear KRM, While I am not 
actually a resident of the wonderful State 
of Wisconsin, I do reside in the greater 
Chicago area and make frequent trips to 
Wisconsin. I believe that a new, modern 
and efficient rail link between Chicago and 
Milwaukee would benefit the entire region. 
Amtrak service in this corridor is too 
infrequent nor does it benefit the same 
communities that the proposed KRM line 
would pass through. I strongly support the 
proposal and sincerely hope to see it 
become a reality. 

Feb. 23, 2007 
Dear FTA, 
I am a resident from Milwaukee Co. I work at 

Memorial Lutheran Church in Glendale. 
I support the Kenosha Racine Milwaukee 

commuter rail because commuter rail will: 
Act as a catalyst for developing transit-oriented 

communities that are environmentally friendly 
Spur economic impact for the cities in the 
Southeastern region 
Reduced transportation and parking costs 
Needed regional mobility: over 23% of 
households near the urban KRM stations in 
Wisconsin do not have autos. Under-employed 
populations have good access to train station 
locations. 
Provide a safe, reliable mobility option during 
the mC!ior I 94 reconstruction 
Sincerely, 
Cindy J McManus 

Glendale WI 53209 

Dear FTA, 
I am a resident from Racine, chair of 

Racine's Sister City Planning Council. In 
this capacity our committee is continually 
hosting visitors from our five sister cities. 

Our hospitality toward these guests always 
includes visits to either / or Milwaukee and 
Chicago. A commuter rail would be a 
tremendous assistance in providing 
transportation for out guests. 
My other interest is personal. I am about 

to retire and plan on staying in the 
community. As has been pointed out to 
me, my years in the "go_go" stage of 
retirement probably won't be much of a 
problem. It will be the "slow-go" stage 
where a commuter rail system and 
improved public transportation would be a 
real boon. I look forward to a continual 
push toward the completion of a commuter 
rail system up the eastern Lake Michigan 
corridor. 
Kindest regards, 
AI Guetzlaff, Chair 

Racine Sister City Planning Council 

This e-mail is in support of KRM extension. 
As a growing company in Racine, KRM is 
instrumental to our growth plans. With 
KRM commuter rail we will be able to 
attract and retain good people. I believe 
studies show the importance of rail to 
communities as it is tied to economic 
growth. I fear without the extension of 
commuter rail, Racine Federated will have 
a hard time achieving our growth 
projections. 

David M. Perkins 
Vice President/CFO 
Racine Federated Inc. 

February 23, 2007 
KRM Commuter Link 
Southeastern Wisconsin Regional Planning 
Commission 
PO Box 1607 
Waukesha, WI 53187-1607 
To whom it may concern, 
I am a resident of Franklin, WI, 

and I support the Kenosha
Racine-Milwaukee Commuter Rail. 
KRM will be an important catalyst for economic 
growth in Southeastern Wisconsin and will 
provide accessibility for the citizens to the jobs 
in the area. 
The KRM links the metro areas of Milwaukee and 
Chicago to help us build a globally competitive 
region. 
Sincerely, 
Barbara Wesener 
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Franklin, WI 53132 

Submitted: 2/23/2007 9:52:39 AM 
Name: Chris Dubis 
PO Box/Street: 
City: Kenosha 
State: WI 
Zip: 53143 
Comments: 02/23/07 KRM Commuter 
Link PO Box 1607 Waukesha, WI 53187-
1607 To whom it may concern, I am a 
resident from Kenosha and I support the 
Kenosha Racine Milwaukee commuter rail 
because commuter rail will: Link people to 
nearly 1 million existingjobs within 1 mile 
of the stations between Milwaukee and 
Chicago. Act as a catalyst for developing 
transit-oriented communities that are 
environmentally friendly, help to clean our 
air and reduce energy use. Spur economic 
growth for the cities in the Southeastern 
region. Provide a safe, reliable mobility 
option during the mcUor I 94 
reconstruction. Reduce traffic congestion on 
I 94. I have lived in Kenosha for the past 
13 years. I am a former resident of Cary, 
I L and used the METRA rail system 
exclusively for transportation between my 
home andjob in Loop. I have used METRA 
from Kenosha to travel to Chicago for both 
business and entertainment as well. I think 
extending the line up from Kenosha to 
Milwaukee is a great idea. Sincerely, 
Christopher L Dubis 
Kenosha WI 53143 

Dear People, The City of Racine has been 
at some disadvantage ever since the 
interstate was located several miles to the 
west many years ago. Despite our great 
location on the lake midway between 
Chicago and Milwaukee, the easy 
commutes afforded other communities 
have not been one of our assets. I believe 
commuter rail could change that. I 
strongly endorse it both as a private citizen 
who would definitely use it and from my 
vantage point as a former alderman in the 
City of Racine. 
Sincerely, 
John Engel 

Racine WI 53405 

Dear KRM, 
I strongly support commuter rail in this 
region for the many, many reasons that 
have been clearly stated and are publically 
understood as being beneficial to 
individuals, businesses and our 
communities. We must support the 
commuter rail endeavor or we will not only 
not advance our region, but in fact, fall too 
far behind to ever catch up when other 
communities pass us by, because they 
were visionary and committed to a bright 
and prosperous future. 
Rebecca Buhler Banks 

Employer: Wheaton Fransciscan 
Healthcare-AII Saints 
Racine, Wisconsin 

Submitted: 2/23/2007 10:11 :52 AM 
Name: Charles Janzer 
City: Racine 
State: WI 
Comments: As a resident of the City of 
Racine, I am not in favor of building the 
KRM. I firmly support the first option of the 
study. "No-Build. This alternative 
essentially reflects the current 
transportation system throughout the 
Kenosha-Racine-Milwaukee corridor." The 
cost of building this transportation system 
will always be paid for by the tax-paying 
public. It will never be self supporting, and 
the cost per rider cannot bejustified. From 
the reading I have done, there is only one 
or two systems in the country that 
approach paying for themselves in 
ridership. For those that say the Federal 
Government will pay a substantial portion 
of the costs, I reiterate "Who is the Federal 
Government?" No matter which pocket it 
comes out of, it ultimately is the 
taxpayers, my, back pocket. It is another 
big government project that is not 
necessary. 

Dear FTA, 
I am a resident from Racine and a current 
Concordia University student and employee 
of a commercial photography studio 
located on the far north side of Racine. I 
support the Kenosha Racine Milwaukee 
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commuter rail because the commuter rail 
will: 
Help Racine attract and retain talent, 
business andjobs . 
Support and assist in bringing about 
planned development near the KRM station 
which is long overdue for the Racine area. 
Bring about job growth. 
Link us to Chicago and 1.97 million 
people/customers/labor force. 
Link us to nearly 1 million existingjobs 
within 1 mile of the stations between 
Milwaukee and Chicago. 
Build a vibrant globally competitive 
economic region. 
Promote commuter systems and maintain 
a healthier eco-environment with less 
traffic. 
This is not only a great opportunity for our 
local economy but also an advantage to my 
future career outlook in that I will have 
broader areas to market myself with a rail 
system at my disposal. 
Sincerely, 
Pamela L. Kramer 

Racine, WI 53402 

To whom it may concern, 
I am a resident of Kenosha and I support 
the Kenosha-Racine-Milwaukee Commuter 
Rail. KRM will reduce area over
dependence on automobiles, with its 
resultant traffic, pollution and dependence 
on petroleum products. I currently use the 
Kenosha-Chicago line on a regular basis 
and would certainly avail myself of the 
extension of service to Milwaukee. I 
wholeheartedly support this project, and 
am more than willing to see my tax dollars 
invested in this important undertaking. 
Respectfully yours, 
Gail Gonzalez, Ph.D. 
Associate Professor of Spanish 
Department of Modern Languages 
University of Wisconsin - Parkside 

Kenosha, WI 53141 

I support the commuter rail between 
Milwaukee and Kenosha. I think it 
would benefit the area. 
Sincerely, 

Patrick T. Sullivan 
Bay View home owner 

Milwaukee, WI 53207 

To Whom it May Concern, 
I would like to register my support for the 
proposed KRM Commuter Rail. The 
completion of this project will help 
reinvigorate a once strong transit system. 
As you are aware, transit is more efficient, 
more safe, more environmentally friendly 
and more productive then cars. With the 
completion of this system more people will 
have a viable alternative to using their 
cars. For these reasons this project must 
be supported. 
I n the end a transit system will be invested 
in. Why spend the money on propping up 
a system that by a mcUority of residents is 
a last alternative means of transportation 
and instead be the leaders this community 
needs and spend the money necessary to 
create a system that will be used not as an 
alternative but as a resident's first choice. 
I understand the strong political pressure 
being put on you, and I do not envy your 
position, but do what is right for Milwaukee 
Region. 
Thank you, 
Benjamin Butz 

Milwaukee, WI 53202 

Dear FTA, 
I am a resident from Milwaukee and work 

in the City of Franklin. 
I support the Kenosha Racine Milwaukee 

commuter rail because commuter rail will: 
Bring about job growth 
Link us to nearly 1 million existingjobs 
within 1 mile of the stations between 
Milwaukee and Chicago 
Act as a catalyst for developing transit
oriented communities that are 
environmentally friendly 
We need mass transit alternatives!!!! The 
region must evolve into the 21 st century or 
they will be left behind (basically already 
is) in the face of international and national 
competion!!! Job growth is imperative for 
this region to prosper!!!! 
Sincerely, 
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Molly Bacon 

A community lives or dies with its access to 
good transportation. Rail, Good Highway 
System, Good Bus System, Taxi Service, 
& Air Service. I believe that Racine is 

limited in almost all aspects. The success 
or failure of the commercial health of a 
community is directly related to its access 
to good transportation .. The Racine 
community has suffered since the loss of 
good transportation & will continue to 
deteriorate until this shortcoming has been 
eleviated. Anything that can be done to 
improve all modes of public transportation 
would be a move in a positive direction 
with the KRM becoming a starting point. 
Sincerely, 
H. Ertel, Sr. 
Pres / COB 
H. Ertel, Inc. 

Hi, 
I'm writing in support of the commuter 

rail. My husband and I live in Pleasant 
Prairie and both work in Racine, we would 
love to be able to hop on the train in 
Winthrop Harbor every morning and not 
have to spend all of our money on gas and 
wear & tear on our vehicles. It would 
mean less pollution and more time to 
spend together. We would also use the 
train to visit friends in Milwaukee a lot. 
Please make sure this initiative goes 
through! It will benefit so many people, 
increase economic development for Racine 
& Kenosha and help the environment! 
Regards, 

Courtenay & Chris Race 

Submitted: 2/23/2007 10:59:22 AM 
Name: Gretchen Warner 
City: Racine 
State: WI 
Zip: 53406 
Comments: I am a resident of Racine, and 
am employed in downtown Racine as 
Executive Director of the Montessori 
Accreditation Council for Teacher Education 
(MACTE). I support the Kenosha Racine 
Milwaukee commuter rail because 
commuter rail will help Racine attract and 
retain talent, business andjobs; bring 

about job growth; and link Racine to nearly 
one million existingjobs within one mile of 
the stations between Milwaukee and 
Chicago. Establishment of commuter rail 
will also increase our property values and 
spur economic development within our 
region. Sincerely, Gretchen L. Warner 2716 
Red Fawn Court, Racine WI 56406 

To Whom It May Concern: 
I am a resident of Racine, Wisconsin and 
support the 
Kenosha-Racine-Milwaukee Commuter 
Rail. KRM will meet critical needs in 
Southeastern Wisconsin such as: 
1) Bringing about job growth 
2) Increasing property values in the area 
3)Linking to the metro Chicago economy 
and the millions of people near the 
stations in addition to linking area 
residents to millions of existing 
jobs near the stations between Milwaukee 
and Chicago. 
4) I ncrease transportation opportunities in 
SE Wisconsin and provide 
mobility for area residents. 
5)Providing easy regional access to arts 
and cultural events which will 
increase the participation and support for 
those events. 
Please accept my written comments as 
stand in support of this very vital 
and necessary project. 
Sincerely, 
Karen Grabher 

Racine, WI 53403 
employed: UW-Parkside 

I strongly believe that we should have rail 
service to connect us to Chicago and 
Milwaukee. We are putting million of 
dollars into highways, which I realize we 
need, but having rail travel would be a 
great alternative for the people who can't 
afford parking, wear and tear on their 
vehicle, gasoline, etc. Our environment 
would benefit greatly also. On a personal 
level, since I work in Racine, I wouldn't use 
the train on a daily basis, but my family 
and I travel to Milwaukee a few times 
every month and to Chicago occasionally, 
so I know we would use the train often. 
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I hope rail service becomes a reality and 
not another missed opportunity for our 
city. 
Thanks. 
Maejorie Russell 

Racine, Wi 53403 

I am a resident from Racine and I support 
the Kenosha-Racine-Milwaukee Commuter 
Rail. KRM will meet critical needs in SE 
Wisconsin. 
Casey Jones 
Volunteer & Experiential Programs 
University of Wisconsin-Parkside 

As a UW-Parkside faculty member who 
lives in Milwaukee, I'd use the rail line 
service regularly. Please make it happen! 
Ed Schmitt 

Dear FTA, 
I am a resident from Racine and own my 
own business, Uncorkt - Wine All You 
Want! in Downtown Racine. I support the 
Kenosha Racine Milwaukee commuter rail 
because commuter rail will: 
- Help Racine attract and retain talent, 
business andjobs 
- Spur economic impact for the cities in the 
Southeastern reg ion 
- Reduce transportation and parking costs 
- Expand arts and culture participation and 
provide easy regional access to artistic, 
cultural and technical and support talent 
Sincerely, 
Sherry & Tim Etes 
Owners, Uncorkt LLC 

Racine, WI 53403 

Submitted: 2/23/2007 11 :22:08 AM 
Name: M Miller 
City: Racine 
State: WI 
Comments: To Whom It May Concern: 
Please be advised that bringing the 
commuter rail to our area of Racine should 
be of utmost importance to all. It will open 
so many doors that one can only imagine 
to this area. Having grown up in suburban 
Chicago, I can only tell you that the 
commuter rail system allowed not only me, 

but anyone, the opportunity to travel to 
jobs outside our suburban community, the 
opportunity to go into the city to enjoy 
theater, shopping, museums, sporting 
events and so many other things that the 
large city of Chicago offered. It also offered 
us a means to travel to other suburbs by 
transferring to other train lines. Without 
these means, one couldn't get to other 
places without a car, which, not everyone 
has/had. It also offers/ed this at a 
reasonable cost without the tension of 
commuter driving in traffic or weather 
related problems. Racine is so isolated and 
without any means of getting anywhere or 
opportunities right now. People should see 
what opportunities this commuter rail 
would open to them with two mcUor cities 
at either end of the rail. Please open 
everyone's eyes to the need of this 
wonderful opportunity. 

To whom it may concern, 
We live in Racine, Wisconsin and support 
the Kenosha-Racine-Milwaukee Commuter 
Rail. The commuter rail will meet critical 
needs in SE Wisconsin particularly: 
Help attract and retain talent, businesses, 
andjobs. 
Bring about job growth. 
I ncrease property values. 
Link to metro Chicago economy-and 1.97 
million people near stations. Link people to 
nearly 1 million existingjobs within 1 mile 
of the stations between Milwaukee and 
Chicago. 
Help build a vibrant globally competitive 
economic region. 
Act as a catalyst for developing transit
oriented communities that are 
environmentally friendly, help to clean our 
air and reduce energy use. 
Spur economic growth for the cities in the 
Southeastern reg ion. 
Reduced transportation and parking costs. 
Expand arts and culture participation and 
provide easy regional access to artistic, 
cultural and technical and support talent. 
Sincerely, 
Ray & Carol Kinsley 

Submitted: 2/23/2007 6:07:56 AM 
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Name: Larry Schwer 
City: Kenosha 
State: WI 
Comments: We don't need! We already 
have one, and its called Amtrak. Just build 
a station and tell Amtrak to stop here after 
all we the people support them. And 
disregard the study they did on that 
proposal not being feasible. But now that 
they are getting more riders because they 
have a station at Mitchel to go downtown 
and they are only a block away from Metro 
in Chicago for sure it might be more 
financial feasible for Amtrak to make 
money and for the communities not to add 
more burdens on their citizens. But I see 
by your news letter that the communities 
have started building and building plans 
like Cudahy I know has started revamping 
their station. 

To Whom it May Concern: 
The KRM rail extension is a must for 
southeastern Wisconsin. Officials 
in the city of Kenosha and Kenosha 
residents are well aware of the 
"value add" the METRA connection provides 
when it comes to the area's 
ability to compete for businesses and 
organizations the fuel economic 
development. Communities along the Lake 
Michigan corridor (Racine, Oak 
Creek, South Milwaukee, Cudahy, etc.) will 
experience this same 
competitive advantage with the KRM rail 
extension. 
I'm not talking about these communities 
competing with one another. I'm 
talking about the ability of these 
communities to compete with regional 
areas in other parts of the country. We 
must think, I believe, think 
regionally -- that's what SEWRPC is all 
about -- and the KRM rail 
extension (based on the numerous studies 
conducted over the past five 
years) will be a PLUS for the region. 
Please give this project your enthusiastic 
support. 
John Mielke 
Racine Resident 

Submitted: 2/23/2007 7:46:26 AM 

Name: Paul Zens 
Organization: Cornerstone Design ltd. 
PO Box/Street: 
City: Franksville 
State: WI 
Zip: 53126 
Comments: As a local Racine business 
owner I am in favor of the KRM plan. It will 
bring my business within reach of qualified 
employees. Our business is Manufacturing 
Consulting and without quality people we 
cannot provide quality services to our local 
clients, Modine, I nsinkerator, etc. this is a 
vital step forward towards making the KRM 
area a true cluster. Please consider these 
comments when deciding. Paul H Zens 
President COL Manufacturing Specialists 
thank you 

Writing both as a citizen living in the 
Village of Caledonia and as an 
administrator at the University of 
Wisconsin, Parkside I want to express my 
support for the proposed commuter rail 
between Kenosha and Milwaukee. I am 
convinces that both the intermediate and 
long term benefits of commuter rail will 
greatly enhance the economy of our 
region, promoting business development 
and attracting professionals to live and 
work in our region. 
Gerald Greenfield 
I nterim Provost and Vice chancellor 
UW-Parkside 

I see nothing in your statement that spells 
out what the fares would be and what the 
costs would be per rider of this rail system. 
Do you have these numbers? 
Blane R. Vik 
SEM/SEO Specialist 
JADE International Inc. 

Brookfield, WI 53005 

I would like to express my opposition to 
the proposed KRM line between Kenosha 
and Milwaukee. Local leaders only seem to 
be interested in available Federal money 
and they are "pushing" the train line 
without any consideration to future 
additional costs to area taxpayers once the 
rail line is built and Federal aid has been 
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exhausted. Studies conducted 
by organizations such as the Cato Institute 
indicate that many communities have to 
rely on large subsidies and additional taxes 
to support the operating costs of commuter 
rail. 
There is already a successful Amtrak line 

connecting Milwaukee with Chicago via 
Racine and Kenosha, Wisconsin. 
Wisconsinites are already overburdened 
with high taxes and any commuter rail line 
should be self-supporting without any 
further impact on our taxes. 
James Sisak 

Racine, WI 53406 

I am a firm supporter of the KRM 
commuter rail service. I live in Racine and 
am convinced that the rail service will have 
a positive impact on Racine's economic 
future. In fact, it may very well be the only 
thing that will change it. 
Count me as a supporter of this program. 
Thank you, 
Nancy C. Sullivan 

Racine 

This is to let you know I am very much in 
favor of extending rail service 
from Kenosha to Milwaukee. I think it is 
vital for our region to develop 
mass transportation, consolidate 
development to hi density corridors, and 
preserve rural and natural habitats. We 
need to reduce our reliance on the 
private automobile and suburban sprawl. 
The train will dramatically improve 
the opportunities for our citizens to obtain 
employment and to obtain an 
education in the Chicago/Milwaukee region. 
Personally, I live near downtown Racine 
and look forward to the opportunity 
to catch a train to Milwaukee or Chicago. 
Sincerely, 
Scott Thomson 

Racine, WI 53403 

We want to go on record that we are VERY 
big supporters of KRM Commuter Rail. 
Please see to it that it gets done. 

Thanks. 
Don & Sherry Allen 

There seem to be many people that think that this 
rail road is the best thing that could happen to 
south east Wisconsin. If that is the case that these 
same people should be more than happy to put 
their own money into this project. After all, the 
rail road is just a business and as such should not 
be a burden on the tax payer. Also, why should 
people that rent cars be subject to an extra tax? 
Isn't is possible that some may need to rent a car 
for purposes that the rail road can't meet? Plan it 
as the business it is, solicit investors like any 
business would do and leave the tax payers out 
of the picture! ! ! 
Walter Koshen III 

Racine, WI 53406 

I am fully in support of the KRM railroad. 
As a business owner, a babyboomer and as 
a resident I feel the railroad is the greatest 
thing to come back of all. They say that 
history repeats itself so surely we have 
learned what a great commodity the train 
was and can be again. We need to get 
beyond the provincial stage and start to 
act and behave as sophisticated as our 
neighbors in Europe who use and thrive 
around the train. Pollution alone tells us 
this is the best thing we can do. I 
appreciate your support. 
Sincerely, 
Amy Schwanke 
Fiscals Decor LLC 
We Dress NAKED Windows! 

Hello. 
My name is Janet Shaw, and I have lived in 
Racine for about five years now. 
For a long time, I commuted from Kenosha 
to Chicago on a part time basis when 
working for the Chicago Tribune. 
The Metra train SO IMPORTANT for the 

development of our community and it's 
population. 
It will open up opportunities for ALL and 
think a decent rail system is imperative. 
I am VERY happy to see the extension to 
Milwaukee! 
Sincerely, Janet Shaw, 
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The new train line is a great idea and I 
hope it finally gets a green light. We have 
been hearing about it and waiting for it for 
the last 15 years since we have lived here. 
My wife and I both live in Somers, 
Wisconsin and work in downtown Chicago. 
We are excited that we will be able to walk 
or ride our bikes to a train station that will 
hopefully be located near our home. The 
only thing that I wish would be 
reconsidered with the KRM Link is the 
timely reconstruction of Sheridan Road. As 
it stands now, there are no plans for 
nearby residents to be able to walk or ride 
bicycles to the station with the current 
construction configuration. It doesn't make 
sense physically or ecologically to be 
having residents who live near enough to 
walk to the station, driving their cars there 
because there is no sidewalk or bike path 
access to it!?! If this board is serious 
about servicing Chicago and Milwaukee by 
getting more people aboard trains and 
cutting down area emissions, this should 
seriously be considered. If you take a look 
around places like Lake Forest, and 
Wilmette Illinois, people pay premium 
prices to live near enough to the train 
station so that they can walk to it. We 
have an opportunity right now to construct 
the road and the train stations to serve 
everyone in the best manner. Our 
government agencies should be working 
together to address issues like this. Let's 
take full advantage of what can be a great 
asset to the entire community before it's 
too late! 
Michael McUewski 

Kenosha, WI 53140 

Submitted: 2/23/2007 8:32:33 AM 
Name: JaneMarie Schatzman 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53403 
Comments: I think making the connection 
between Kenosha and Milwaukee is a 
fabulous idea. We often use the metra to 
travel to Chicago. Being able to pick up the 
line in Racine would be great ... 1 am sure 

we would also use the connection to 
Milwaukee. I have many friends that 
currently take the train to their jobs in 
Chicago. I know there are a lot of Racine 
people that currently commute to 
Milwaukee. The train is a great way to save 
gas and also much safer and less stressful 
than driving. 

Dear FTA, 
I am a resident from Milwaukee and work 
in Racine. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will 
help Racine attract and retain talent, 
business andjobs. I also believe in the 
importance of building a vibrant globally 
competitive region that can act as a 
catalyst for developing transit oriented 
communities that are environmentally 
friendly. In these times it is evident that 
are would benefit form reduced 
transportation cost as well. 
Sincerely, 
Rachel Westergren 
Community Builder 
Neighborhood Housing Services of 
Southeast Wisconsin 

Racine, WI 53403 

Submitted: 2/23/2007 8:38:03 AM 
Name: Marianne Burks 
City: Racine 
State: WI 
Comments: Yes, Yes, Yes I would like to 
see the commuter transit happen. I and 
many others would travel much more to 
Milwaukee and to Chicago, if it just wasn't 
for the traffic getting there. I think people 
from Illinois would visit alot more. $$$ (44 
year old supervisor) 

I support KRM because I think it is 
important for this area's economic growth 
and development. It will also help the 
pollution problem, I know that I would use 
KRM to visit Chicago and Milwaukee 
instead of driving! 

Submitted: 2/23/2007 8:54:52 AM 
Name:john dwyer 
PO Box/Street: 
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City: Racine 
State: WI 
Zip: 53402 
Comments: we are in favor of extending 
the metra to Milwaukee. This will greatly 
strengthen development in southeastern 
Wisconsin 

SewerPac people: 
KRM rail isjust another example of 
corporate welfare. I do not 
support KRM light rail for any reason. It 
will not have the riders 
you folks think it will. It will be nothing 
but a waste of taxpayer 
money and resources. I am sending this 
to MY elected officials also. 
What makes you think I trust you, some ad 
hoc committee representing 
your 
own interests only, to forward my view to 
the US government? Your 
contempt for the taxpaying public is 
atrocious. 
Jayne Siler 

Racine, WI 53406 

KRM Commuter Link 
Southeastern Wisconsin Regional Planning 
Commission 
P.O. Box 1607 
Waukesha, WI 53187 -1607 
Dear Southeastern Wisconsin Regional 
Planning Commission: 
As a resident of Racine County, I am 
writing in support of Kenosha-Racine
Milwaukee Commuter Rail. Having 
attended a number of local meetings on 
the KRM and hearing the merits and 
concerns, I believe it will be valuable 
addition to our community. Not only will 
commuter rail provide an alternative 
means of transportation while reducing 
traffic congestion on 1-94, but it will act as 
a catalyst tojob and economic growth in 
our region. Having lived in Chicago for ten 
years and Milwaukee for six years, I am 
encouraged at the prospect of having the 
KRM as a link to these vibrant cities, 
enabling us to enrich each community and 
the region as a whole. 

Thank you in advance for your support. 
Sincerely, 
gina 
Gina Huck Siegert 
I maginative Solutions, Inc. 

Racine, WI 53403 

To whom it may concern, 
I am a resident from Racine and I support 
the Kenosha-Racine-Milwaukee Commuter 
Rail. KRM will meet critical needs in SE 
Wisconsin such as: 
Help attract and retain talent, businesses, 

andjobs. 
Support and assist in bringing about 
development near the KRM stations. 
Bring about job growth. 
I ncrease property values. 
Link to metro Chicago economy-and 1.97 
million peoplenear stations. 
Link people to nearly 1 million existingjobs 
within 1 mile of the stations between 
Milwaukee and Chicago. 
Help build a vibrant globally competitive 
economic region. 
Act as a catalyst for developing transit
oriented communities that are 
environmentally friendly, help to clean our 
air and reduce energy use. 
Spur economic growth for the cities in the 
Southeastern reg ion. 
Reduced transportation and parking costs. 
Provide needed regional mobility: over 
23% of households near the urban KRM 
stations in Wisconsin do not have autos. 
Under-employed populations have good 
access to train station locations. 
Provide a safe, reliable mobility option 
during the mcUor 1-94 reconstruction, and 
reduce traffic congestion on 1-94. 
Expand arts and culture participation and 
provide easy regional access to artistic, 
cultural and technical and support talent. 
Sincerely, 
Tracy Birdsall 

Racine WI 53403 

Submitted: 2/23/2007 9:03:49 AM 
Name: Debbie Seeger 
Organization: Modine Manufacturing 
PO Box/Street: 
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City: Racine 
State: WI 
Zip: 53403 
Comments: I think this will benefit the 
southeast corridor if adequate travel times 
are available and not limited, I have a 
concern with the location of the station in 
racine and safety. I would use the train to 
go downtown Milwaukee and into Chicago 
several times per year. 

Submitted: 2/23/2007 9: 16: 56 AM 
Name: Joanne Allen 
City: Racine 
State: WI 
Zip: 53402 
Comments: The KRM Project would be 
excellent for the Racine community. Please 
make it happen. Thanks Joanne Allen 

Dear FTA, 
I am a resident of Caledonia. live very 

near the proposed station at 4 
Mile Road and Douglas Avenue. I also 
work in downtown Racine. My wife and 
I both vehemently support the Kenosha 
Racine Milwaukee commuter rail because 
commuter rail will: 
Help Racine attract and retain talent, 
business andjobs; 
Act as a catalyst for developing transit
oriented communities that are 
environmentally friendly; and 
Spur economic impact for the cities in the 
Southeastern reg ion. 
We urge your support and thank you in 
advance for your time and support for 
this crucial element to Racine County's 
economic future. 
Sincerely, 

Devin and Karen Sutherland 

Racine, WI 53402 

Submitted: 2/22/2007 3:02:24 PM 
Name: Rev. Sue Gaeta 
Organization: Divine Word Lutheran 
Church 
PO Box/Street: 
City: Milwaukee 
State: WI 
Zip: 53208 

Comments: I believe the KRM project is 
crucial to our growth as a metropolitan 
region. I am a pastor in Milwaukee and 
walk with many people who have little 
access to gainful employment due to the 
limit transportation options in the area. I 
also have a deep concern for the impact of 
automobile transportation and as someone 
who needs to travel to Racine, Kenosha 
and Chicago on a regular basis would 
appreciate alternatives to driving. Finally, 
have a growing investment in this 
community and believe the commuter link 
is crucial to making it a more livable place. 

Submitted: 2/22/2007 3:20:21 PM 
Name: Rick Chiapete 
City: Racine 
State: WI 
Zip: 53406 
Comments: To whom it may concern, 
am a resident from Racine and I oppose 
the Kenosha Racine Milwaukee commuter 
rail because: • Traffic in Southeastern 
Wisconsin does not result in a level of 
congestion that discourages residents of 
these communities from commuting .• 
Commuters to Chicago will not want to 
deal with switching vehicles in Kenosha. 
They will either drive to Kenosha and catch 
the Metra there, or take the Amtrak .• The 
funding via car rental fees/tax will make 
Southeastern Wisconsin a less attractive 
location for businesses .• Long-term there 
is significant potential that this will be 
another ongoing transportation system the 
tax Sincerely, Rick Chiapete 

This email serves as notice of my extreme 
objection to the proposed Kenosha-Racine
Milwaukee commuter rail proposal. I 
personally know of not one person who 
would benefit from this waste of tax 
dollars. 
Mike Gabbey 
City of Racine 

I really want KRM! 
I live in Racine and havejust registered for 
a series of courses at UW Milwaukee in 
downtown Milwaukee. Unfortunately, this 
means that I will have to drive, and add to 
the already congested highways. If KRM 
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were in service, I would have an easy 
commute to my classes. 
Although KRM will not be here in time for 
these courses, in the future it would help 
me and others get to the many educational 
opportunities in Milwaukee, Chicago, and 
other communities in-between. Also, with 
KRM, when I finish my courses I could seek 
employment in many different places and 
without having to move out of Racine. 
John Kruk 

Racine, WI 53404 

Submitted: 2/22/2007 3:42:21 PM 
Name: Betty Nelson 
City: Racine 
State: WI 
Zip: 53406 
Comments: I am a strong supporter of 
commuter rail, and have followed this 
project for the last several years. I think 
the Kenosha-Racine-Milwaukee Commuter 
Link should be completed, and it will be to 
the benefit of all who live in the 
surrounding communities. Our highways 
are becoming more and more congested 
and pollution is getting worse. We cannot 
continue to take up more land for 
highways. The commuter link will be a 
positive step in the right direction. Betty M. 
Nelson Racine, Wisconsin 

Dear FTA, 
I am a resident from Caledonia and own 

my own business, Sign*A*Rama of 
Racine. 
I support the Kenosha Racine Milwaukee 
commuter rail it will: 
Help Racine attract and retain talent, 
business andjobs 
I ncrease our property values 
Link us to Chicago and 1.97 million 
people/customers/labor force 
Build a vibrant globally competitive 
economic region 
Spur economic impact for the cities in the 
Southeastern reg ion 
Sincerely, 
Richard Krueger 
Si~n*A*Rama 

Racine, WI 53406 

Submitted: 2/22/2007 4:07:07 PM 
Name: Heather Bumstead 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53403 
Comments: I write in support of the KRM 
commuter link. I believe commuter rail is 
an important step in Racine's continued 
growth and improvement. Aside from 
connecting us to both Chicago and 
Milwaukee and, therefore, giving us access 
to resources in those cities, rail will give 
them access to us. Commuter rail will 
significantly improve our quality of life, 
which can - in turn - attract business and 
industry to our community. In addition, 
commuter rail will make it possible for 
people who work in Chicago or Milwaukee 
to live (and, become taxpayers) in Racine. 
This would be of economic benefit to them, 
and us. As commuter rail connects our 
communities this region will become more 
and more desirable as a place to live and 
work - and that benefits us all. Sometimes 
it is hard to see the big picture when one 
looks at startup and maintenance costs. I 
truly believe, however, that commuter rail 
will bring more income to our community 
even if the system, itself, does not post a 
profit. As a current and future resident of 
Racine, Wisconsin, I support the KRM 
project. 

Submitted: 2/22/2007 4:15:05 PM 
Name: Jeanette Weinstock 
City: Kenosha 
State: WI 
Comments: We are looking forward to 
having a link to Milwaukee as well as 
Chicago by commuter rail from our home 
in Kenosha. It will expand arts and culture 
participation by providing easy access. For 
us it would reduce transportation costs. 

I am a resident of Racine who strongly 
supports the addition/extension of rail 
service. I feel it is vital to the economic 
development of the region (not just the 
cities). In addition it will provide easy 
transport for those of us elderly/retired 
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who have occasional need to travel and are 
reluctant to use the freeway system. 
There are multiple reasons for supporting 

commuter rail service. As far as I am 
concerned the only reason for opposing it 
is a selfish desire to no be well connected 
to other areas of the state and Illinois. 
Thank you soliciting my views. 
Dorothy Feeney 

Submitted: 2/22/2007 4:44:05 PM 
Name: TJ Curtis 
City: racine 
State: WI 
Comments: Preposterous. Ridiculous. 
Ludicrous. Anyone who supports this waste 
of taxpayer money should revisit Racine's 
waterfront to look at how the marina has 
fallen into disrepair and is only renting out 
a small percentage of the slips available 
each year. This is a boondoggle. All the 
statistics say, clearly, that this project will 
cost millions, need millions in aid every 
year and will never come anywhere near 
being supported by ridership. People can't 
get anywhere when they get off the train. 
There are no cabs in Racine. The bus 
system is ajoke. How will these people get 
from the train to their jobs? If big 
companies like J Wax need the train to 
bring in talent, why don't they fly them in 
on helicopters like Sam Johnson went to 
work in every day? Don't ask the 
government or the taxpayers nationwide to 
support a losing proposition like this! Like 
the marina, if it's such a good idea, why 
isn't private industry paying for it on it's 
own? Why don't the J Waxes of the world 
put in the rail service on their own dime, 
since they are the ones that stand to gain? 
It's not going to improve my life or the 
lives of 98% of the residents in Racine or 
the other communities. Let those that want 
the service and think it's a good idea pay 
for it from their own pockets! In 20 years, 
we will look back on this as another joke. 
Another marina .... a train going back and 
forth with no one on it. Then, you will be 
cutting service since there's no ridership. 
Soon, it will be a schedule like Amtrak's 
that no one can use and have fit into their 
life style ..... Well, let'sjust cut out the 

middle man, save the 20 years and forget 
the idea now ... unless YOU PERSONALLY 
want to cough up all the money 
yourselves, without taxpayer funding! 

Submitted: 2/22/2007 5:45:18 PM 
Name: robert anderson 
City: racine 
State: WI 
Zip: 53403 
Comments: I wouldjust like to voice my 
support for the KRM project. Alderman 2nd 
District Racine Robert L. Anderson 

I am a resident of Racine, and strongly 
support development of the KRM 
commuter rail system. The lakeshore 
communities have been for too long cut off 
from adequate intercity public 
transportation. Having this rail link in 
place will enhance the economic 
development of communities along this 
corridor. This will provide greater ease of 
travel for me, both to Milwaukee and 
Chicago, and I would use this rail service 
often rather than drive. In addition to 
providing improved transportation away 
from Racine, this service will also enhance 
the ability of residents elsewhere to come 
to Racine for cultural and entertainment 
experiences. Naturally, for those who 
commute in either direction, this rail 
connection would make life much easier, 
and will open upjob opportunities to those 
who have been unable to commute by car 
or intercity bus. Having commuted to 
Milwaukee from Racine for 13 years until 
recently, I would have used this service 
daily had it been available. 
Again, I strongly support and encourage 

development of the KRM commuter rail 
link. Thank you. 
Marc Wollman 

Racine 53403 

Dear FTA, 
I am a resident of Racine and am 
employed by the City of Racine Health 
Department. I support the 
Kenosha/Racine/Milwaukee commuter rail 
because I make frequent business and 
personal trips to Milwaukee and Chicago 

AppendixC Page c- 83 of C- 135 



KRM Alternatives Analysis 
EIS and Project Development Phase 

and would like to see an expanded 
commuter rail system. A commuter rail 
system will provide environmentally 
friendly alternatives for travel between 
these communities. A commuter rail 
system will also spur economic growth and 
attract talented individuals to businesses 
along this corridor as the necessity to 
travel via private automobile for long 
distances is often a deciding factor against 
seeking employment in communities other 
than the one's own. I obtained my Ph.D. 
in England, currently holding an academic 
appointment at the University of Surrey, 
and am always impressed with their 
commuter rail system. It is convenient, 
safe, has expanded timetables, and allows 
one to travel freely throughout the country 
with little or no inconvenience. There has 
never been a time in which I could not 
reach a destination, in a timely manner, 
via public transportation. I think KRM 
commuter rail would be a great benefit to 
our respective communities. 
Regards 
Julie Kinzelman, Ph.D., MT (ASCP) 
Microbiologist 
City of Racine Health Department 

Racine, WI 53403 

Submitted: 2/22/2007 6:16:40 PM 
Name: Thomas Rutkowski 
Organization: Walden III High School 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53402 
Comments: Next almost three hundred 
students from Walden III will go on a field 
trip to Chicago, taking the metra 
downtown. Unfortunately, everyone needs 
to drive down to Kenosha to start the trip. 
I know that if there were a train station in 
Racine our school would use it much more 
often for both trips to Chicago and 
Milwaukee. I also look forward to a time 
when I can take the train down to Chicago 
on weekends. I have season's tickets to a 
theater company and would gladly sit and 
read rather than leaving early because you 
never know how bad traffic will be. It 
seems to get worse every year and the 

KRM Commuter Link will do much to 
alleviate the congested highways. 

Submitted: 2/22/2007 7:15:05 PM 
Name: Donna Deuster 
City: Union Grove 
State: WI 
Comments: I am not in favor of this rail 
service. I feel Amtrak works in this 
corridor, and having to drive downtown 
would be prohibitive. 

The KRM is a waste of tax payer's money 
and should not be funded by the Federal, 
State or Local governments. Remember, 
any money from the Feds, the State and/or 
Local is the tax payer's money since none 
of these branches governments have any 
revenue other than from the people they 
serve. This is a political movement for a 
very few and not for the many. If it is 
built, the many will pay for the very few 
and rider ship will be enough to pay the 
initial cost or the continuing operating cost. 
Ed Parkinson 

Racine, WI 53405 

I am writing to weigh in my voice in 
support of the KRM. This is one of the 
smartest new developments in a long time. 
If we are serious about retaining young 
professionals, if we are serious about the 
future economic growth in S. E. Wisconsin 
then we must approve the KRM. 
I am a small business owner and a person 
keenly interested in the KRM. 
Lets do the right thing for a change!! 
Diane Chamness 
Chamness Group 

Milwaukee, WI 53204 

Submitted: 2/22/2007 9: 13: 52 PM 
Name: Laura Deming 
Organization: Lyric Opera of Chicago 
PO Box/Street: 
City: South Milwaukee 
State: WI 
Zip: 53172 
Comments: I've been commuting from 
the Racine and/or Milwaukee area to 
Chicago since 1996. I began attending 
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hearings about this rail service over 10 
years ago when they predicted it would 
take 7 more years to get it. It seems 
inconceivable to me that this is not a 
reality yet. Build it and they will come! We 
need it yesterday! 

Dear FTA, 
We have been residents in Racine for the 
past three years. One reason why we 
moved to this locale is because we thought 
it would be a great middle ground to keep 
in touch with city life in Chicago 
and Milwaukee. Unfortunately, we have 
made trips to the cities far less often than 
we had hoped for because of the expense 
and inconvenience of car travel. We would 
love to see a commuter rail put into place. 
Further, we support the Kenosha Racine 
Milwaukee commuter rail because 
commuter rail can help Racine grow 
business and tourism. We also think it will 
bring about some much neededjob growth 
and increase property values. 
The commuter rail would be a great asset 
to our community. We hope you will make 
it happen. 
Thank you, 

Mark and Margaret Gesner 

Racine, WI 53402 

There has been a great deal of 
development that has been done over the 
past several years on Racine's lakeshore, 
and Downtown. The condominiums, banks, 
museum, Johnson offices, refurbished 
business buildings, and updated 
Monument Square have made Racine look 
and feel like a city with far greater 
economic prosperity than what is actually 
the case. All of this development has 
occurred without any commuter rail lines. 
The only mass transit in these areas is 
either Racine City buses, taxis, or the 
motorized trolleys which are mainly for 
recreational tours of the downtown. I 
would like to know why KRM is promoting 
commuter rail as being "essential" for our 
urban areas to grow in both businesses 
and residential units, when substantial 
development has happened, and will 
continue to happen (the Walker 

manufacturing site, f.e.) without any form 
of rail transit. I am not opposed to some 
private entity coming up with the funds for 
a privately owned and operated system, 
which does not utilize tax funds for 
subsidies. If they can find sufficient riders 
to keep the system operating at a profit, 
more power to them, since this is what 
free enterprise is all about. However, I do 
have some strong concerns about a 
proposed rail system that has been made 
out to be an "essential" component for 
"sustainable" economic and social renewal 
in Racine's urban heartland, when that 
very renewal has been steadily advancing 
for years without any KRM or Metra. Please 
don't put the cart before the horse, when 
you make your arguments for government 
assistance to such an extensive ( and 
expensive) project as commuter rail, which 
has had a poor track record in almost 
every city that has it, and has been mainly 
a very pricey toy for affluent condo 
dwellers, rather than a cost effective 
transit alternative for all citizens. 

Submitted: 2/22/2007 10:13:03 PM 
Name: Peter Wardrip 
City: Evanston 
State: IL 
Comments: I support the Krm commuter 
link. My family and I travel once a month 
to Racine from Evanston, I L. We do not 
have a car so we take the Metra now, but 
must have someone come pick us up in 
Kenosha when we travel. Racine would be 
far more convenient. We also see it as a 
more sustainable for of transport. 
Sustainable for the environment and 
sustainable economically. Good luck. 

Submitted: 2/22/2007 9:39:46 PM 
Name: Tom and Sharon Sharratt 
PO Box/Street: 
City: Westby 
State: WI 
Zip: 54667-8182 
Comments: We strongly support the 
development of the KRM commuter link. 
We have traveled extensively in the US, 
Canada and overseas (Europe, China, 
Australia, New Zealand) on business and 
for pleasure. We have used and observed 
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mass transit in many large cities, and 
believe that the KRM project is long 
overdue. The Chicago - Milwaukee corridor 
(in reality, the triangle formed by Chicago -
Milwaukee - Madison) is one of the most 
natural regions for commuter mass transit 
that we have seen based on past and 
projected growth. Over the past forty 
years, the lack of planning for residential 
and commercial development in this region 
has placed great stress on natural 
resources and many community 
infrastructures; converted much prime 
agricultural land to non agricultural use 
and caused conflict between farmers and 
new residents; and created heavy 
demands for added highways. The current 
critical demand for adequate supplies of 
safe water in many regional communities is 
just one example of such stress. The 
benefits of the KRM commuter link have 
been identified and touted by the project's 
supporters. Economic development in the 
form of new job creation and housing; 
reduced strain on and demand for 
expanded highways; and greater energy 
efficiency are all solid, proven arguments 
for the project. We have seen in city after 
city that once reliable and convenient 
alternatives to automobile use is offered, 
people will park their cars (or do without) 
and use bus/rail links to get to work and 
entertainment sites. The effect of new 
service is often dramatic and exceeds 
initial estimates (the Hiawatha Light Rail 
service in Minneapolis is one local example, 
but certainly not the only one.) Having 
adequate Park and Ride facilities and a 
good feeder bus system that ties into the 
commuter rail system are essential. The 
KRM commuter link, we believe, will be 
only the first of several rail lines that will 
develop over the coming twenty years. 
METRA has multiple rail lines that run 
north and northwest from Chicago and 
presently terminate near the state line. As 
residential pressure continues to increase 
in SE Wisconsin, it will make sense to 
extend these lines into Wisconsin, perhaps 
even to Madison. Once the KRM project is 
up and running, it is very likely that new 
service will be sought to reach north, 
northwest and west from Milwaukee to Port 

Washington, West Bend and Watertown. 
The history of rail commuter systems in 
the US over the past twenty years clearly 
shows that once a system is started, 
demand increases rapidly for new routes. 
There are two final reasons that we 
strongly support the prompt development 
of this service. First, the economics of our 
dependence on foreign oil are very 
unpredictable. Although few if any national 
leaders have mentioned this in public, the 
possibility of a complete loss of Middle East 
oil is not at all an unlikely possibility if that 
region becomes engaged in a regional civil 
war. While we debate now about getting 
our troops out of I raq, few have taken a 
serious look at the possible - maybe likely 
- consequences of a failed nation state in 
Iraq. Three dollar per gallon gas may look 
like a real bargain in one or two years. We 
very seriously believe the cost of 
petroleum will only go up, and 
significantly, in the coming years. Second 
is the effect of global warming and the 
demands for a cleaner environment. More 
automobiles is not an acceptable answer to 
this problem that faces all mankind, not 
just those humans currently living in SE 
Wisconsin. We live in western Wisconsin. 
Why are we concerned with this issue? It 
does truly affect all of us. We, on a number 
of occasions, have driven our car to 
Sturdevant and parked it there for several 
weeks at a time, taking AMTRAK service 
into Chicago to start a longer trip or 
conduct business in Chicago. If there was 
frequent high speed rail to LaCrosse, we 
would use it. Without such service, even 
we use the park and ride concept that we 
believe will be very successful with the 
KRM commuter link. We urge the rapid 
development of this service, and finding a 
regional source of income to fund both it 
as other mass transit is SE Wisconsin. 

To Whom It May Concern: 
The Commuter Rail extensionjoining the 
two largest financial markets in the 
Midwest is the best sprawl prevention tool 
our area will have. 
Please continue educating the community. 
Sincerely, 
Louie Arecco 
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Kenosha, WI 53143 

To Whom it may concern, 
We are residents from Racine and we 

support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
Link to metro Chicago economy- and 1.97 

million people near stations 
Spur economic growth for the cities in the 

Southeastern reg ion 
I ncrease property values 
Sincerely, 

Dr. Anthony LoCurto 
Mrs. Debbie LoCurto 

Racine, WI 53405 

1. The project is not economically 
sustainable. KRM will have to be 
subsidized by the taxpayers forever. 
2. Top Management people will continue 
to flee Racine in favor of 
Milwaukee, Kenosha and the Chicago 
suburbs, because it will be easier for 
them to do so. They eventually take their 
companies with them. Politicians 
and planners don't understand how this 
works, but, believe me, it does. 
Case/New Holland headquarters (now in 
Lake Forest) isjust one example of 
many. 

Submitted: 2/22/2007 10:16:40 AM 
Name: maria pandazi 
City: Milwaukee 
State: WI 
Zip: 53207 
Comments: Dear FTA, I am a resident 
from Milwaukee I am also employed in 
Milwaukee. I support the Kenosha Racine 
Milwaukee commuter rail because 
commuter rail will: * Help Milwaukee 
attract and retain talent, business andjobs 
* Support and assist in bringing about 
planned development near the KRM station 
* Link us to Chicago and 1.97 million 
people/customers/labor force * Link us to 
nearly 1 million existingjobs within 1 mile 
of the stations between Milwaukee and 
Chicago * Act as a catalyst for developing 
transit-oriented communities that are 
environmentally friendly * Reduced 

transportation and parking costs Sincerely, 
Maria Pandazi 
Milwaukee, WI 53207 

Submitted: 2/22/2007 10:30:00 AM 
Name: Gerald Cross 
City: Racine 
State: WI 
Zip: 53406 
Phone: 
Comments: Commuter rail from Racine to 
Chicago and Milwaukee is long overdue 
and should be reinstated as soon as 
reasonably possible. (Ending the North 
Shore Line was one of the great faux pas 
of our time.) It is a much needed step in 
the saving of our environment. Gerald 
Cross, Racine 

Dear FTA, 
I am a resident of Kenosha and have been 
a leader in our regional talent attraction 
initiatives. I support the Kenosha Racine 
Milwaukee commuter rail because 
commuter rail will: 
Help the corridor communities attract and 
retain talent, business andjobs 
Link us to nearly 1 million existingjobs 
within 1 mile of the stations between 
Milwaukee and Chicago 
Build a vibrant globally competitive 
economic region 
Provide a safe, reliable mobility option 
during the mcUor I 94 reconstruction 
Sincerely, 
Dawn Lingo 

Kenosha, WI 53142 

Submitted: 2/22/2007 10:53:58 AM 
Name: Shelly Palmer 
City: Racine 
State: WI 
Zip: 53405 
Comments: I believe this project is 
necessary for Kenosha, Racine and 
Milwaukee. Imagine the impact it will have 
on all communities. Jobs will be impacted 
as people will have more availability to get 
to work if it's a long distance. 
Racine/Kenosha/Milwaukee will lose out on 
a lot if this does not happen. 
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Submitted: 2/22/2007 10:42:30 AM 
Name: Jim Nielsen 
City: Racine 
State: WI 
Zip: 53402-2633 
Comments: I am near sick of hearing 
about this rail line as I am of Anna Nicole 
Smiths death. This is a total waste of 
money and land use. I don't believe that it 
will pay for itself and it will always be a 
burden on the taxpayer. Having a rail line 
that travels in only two directions is 
absolutely illogical and that is why 
everybody is driving a car. The only people 
that it will benefit are those that are 
traveling to Chicago (Where it is too 
expensive to park and where they have a 
commuter rail line in place albeit less than 
adequate.) 

I am against adding this project to the tax 
role and feel that if this project is needed it 
should be borne by fees for those that 
want it. The logic that we need to get 
some of our tax dollars returned to the 
community does not compute. The less 
demands we put on government means 
less tax dollars we pay. It is time we stop 
being big brother to everyone that has a 
pet project. 
Ronald Brinkmann 

Racine, WI 53403 

Dear FTA, 
I am a resident from Racine. I am 
employed within Racine County, but I 
adamantly support the Kenosha Racine 
Milwaukee commuter rail because 
commuter rail will: 
Help Racine attract and retain talent, 
business andjobs 
I ncrease our property values 
Link us to Chicago and 1.97 million 
people/customers/labor force 
Link us to nearly 1 million existingjobs 
within 1 mile of the stations between 
Milwaukee and Chicago 
Build a vibrant globally competitive 
economic region 
Spur economic impact for the cities in the 
Southeastern reg ion 
Sincerely, 

Allison Perugini 
Resident and employee of Racine 

Dear FTA: 
As residents of Racine and owners of a 
small business here, we support 
the Kenosha Racine Milwaukee commuter 
rail system because we feel it 
will help Racine attract and retain new 
jobs, talent and businesses. As 
a convenient link to Chicago and 
Milwaukee and their larger populations, 
it would introduce us to not only potential 
customers and a fresh labor 
pool, but to expanded opportunities to 
participate conveniently in 
artistic, cultural and technical exchanges 
with our neighbors to the 
north and south. 
Sincerely, 
Terry and Angela Brinton 

Racine WI 53403 

Federal Transit Administration, 
I support the KRM Project as a vital need 
to our community. 
Chris Karnowski 

Racine Wi 53403 

I write to support the extension of the 
Metra line to Racine and Milwaukee, or 
KRM. Our company was founded in 1850 
in the City of Racine. I am the fourth 
generation of my family to own and 
operate this company, which is the oldest 
of its kind in the country. We have seen 
the city change over these many years. 
We are now part of the Chicago -
Milwaukee metropolitan area. Our 
company started out selling to merchants 
on Main Street in Racine. We now sell 
from Gary, Indiana to Green Bay, WI. We 
need a more efficient transportation 
network to be able to continue to prosper 
and grow. KRM is the most critical 
component of that new transportation 
network. For the sake of our economic 
viability, for the sake of our environment, 
for the sake of our quality of life, I ask for 
your support for KRM. 
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If you wish to contact me, I would be 
most happy to discuss my support of KRM. 
My direct line is 
Thank you for seeking our input, 

Jeff Neubauer 
Chairman & CEO 
Kranz, Inc. 

Submitted: 2/22/2007 11 :44:04 AM 
Name: Danita Hughes 
City: Racine 
State: WI 
Comments: 2/22/2007 KRM Commuter 
Link PO Box 1607 Waukesha, WI 53187-
1607 To whom it may concern, I am a 
resident from Racine and I support the 
Kenosha Racine Milwaukee commuter rail 
because commuter rail will: .• Link people 
to nearly 1 million existingjobs within 1 
mile of the stations between Milwaukee 
and Chicago .• Act as a catalyst for 
developing transit-oriented communities 
that are environmentally friendly, help to 
clean our air and reduce energy use .• 
Spur economic growth for the cities in the 
Southeastern region .• Provide needed 
regional mobility: over 23% of households 
near the urban KRM stations in Wisconsin 
do not have autos. Under-employed 
populations have good access to train 
station locations. Sincerely, Danita Hughes 
Racine, WI 

I support the extension of the Metra to 
Racine and Milwaukee. I am very 
concerned about our environmental crises 
and believe that public transportation must 
be made available as an alternative to our 
use of automobiles. I also believe that the 
KRM would certainly stimulate our 
economy. I hope you will support this 
necessary step forward. 
Thank you. 
Sandra Roberts 

Racine, WI 

Dear FTA, 
I am a resident of Racine County and 
strongly support the Kenosha Racine 
Milwaukee commuter rail. A commuter rail 
will help Racine attract and retain talent, 
business andjobs; it will link us to nearly 1 

million existingjobs within 1 mile of the 
stations between Milwaukee and Chicago; 
and very importantly, it will act as a 
catalyst for developing transit-oriented 
communities that are environmentally 
friendly. 
Please consider this as you proceed with 
the development of this project. 
Sincerely, 
Tracy Fink 

Racine, WI 53403 

I can't stress how important the KRM rail 
connection would be for the 
communities of Southeastern Wisconsin. It 
would provide a economic shot 
in the arm for this region, and help us build 
on our region's proximity 
to Chicago. I live in Milwaukee, and work 
in Racine, and would 
definitely use the train to commute to 
work, saving me 80 miles of 
driving a day (I nterstate 94 runs through 
Milwaukee, but is at least 10 
miles west of downtown Racine and 
Kenosha). Please fund this project. 
Peter O'Shea 
Milwaukee, WI. 

Dear FTA Official, I would like to comment 
on the proposed KRM commuter 
rail link considered by FTA. I have used 
the Metra line out of Kenosha many times 
and will use the extension to Racine 
and Milwaukee. I also think it will help the 
Racine area in many ways. 
Sincerely, 
James O. Strom 

Racine, WI 53405 

Submitted: 2/22/2007 12:30:44 PM 
Name: Carol Baumgartner 
PO Box/Street: c/o St. Andrew Lutheran 
Church 
City: Racine 
State: WI 
Zip: 53402 
Comments: I heartily support the 
development of a commuter rail-line 
connecting Milwaukee, Racine, Kenosha 
with Chicago. Many reasons: it would be 
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great for our community to utilize 
environmentally friendly transit options. 
Our experience could serve as a model for 
similar communities to adopt best
environmental practices. It would support 
those who need transportation to work and 
would expandjob opportunities for workers 
in our area. I look forward to the increased 
access to arts and cultural opportunities. 
And this would help attract newcomers, 
businesses andjobs to Racine. 

Submitted: 2/22/2007 12:40:20 PM 
Name: Michele Foy 
Organization: Dynamic Alternatives, Inc. 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53406 
Comments: I moved to Caldonia in 2002 
from the North Shore of Illinois. The 
prospect of the rail line from Milwaukee to 
Chicago is one that will make my personal 
life and business life much more pleasant. 
Clients, friends and family can visit more 
easily. I can commute south or north 
without driving, a pleasant thought and 
one that is both "green" and efficient. 
Having bought my own home, I also feel 
that the rail will increase my property 
value to be equal to that of Kenosha's, at 
least. The economic benefits are to 
numerous to name here but this is 
something that the area could certainly 
stand to benefit from. Please support the 
rail line. 

Submitted: 2/22/2007 12:44:18 PM 
Name: robert langlois 
City: racine 
State: WI 
Zip: 53406 
Comments: We need to go forward on the 
KRM project. So what if it cost me a little 
tax money. It's for my kids and their kids. 
This is how 1 st class cities evolve. We 
must move positively. 

Submitted: 2/22/2007 12:49:17 PM 
Name: James Foy 
Organization: Dynamic Alternatives, Inc. 
PO Box/Street: 
City: Racine 

State: WI 
Zip: 53406 
Comments: The KRM is a critical move to 
lessen dependence on the automobile in 
the KRM corridor while opening the way to 
greater economic development. I strongly 
endorse the plan. 

Submitted: 2/22/2007 12:42:01 PM 
Name: Lynne Besaw 
City: Racine 
State: WI 
Zip: 53406 
Comments: February 22, 2007 To whom 
it may concern: I am a resident of 
Caledonia, WI and I support the KRM 
commuter rail proposal because it will 
provide transportation that is 
environmentally friendly, will help to clean 
the air in Southeastern Wisconsin, and 
reduce energy usage and the dependency 
on automobiles for transportation. The 
commuter rail will also provide 
transportation and employment 
opportunities for those without 
automobiles by providing access to the 
Milwaukee and Chicago markets, as well as 
those in between. The KRM commuter rail 
system would also provide a great 
alternative to congestion along 1-94, both 
before, during, and after 1-94 
reconstruction. My family will utilize the 
KRM commuter line, if it is built, to travel 
to both Milwaukee and Chicago on a fairly 
regular basis. 

I take trips nearly weekly to Kenosha to 
pick up my daughter who commutes from 
Evanston to the end of the Metra line, 
transporting her the rest of the way by car, 
up to Racine for meetings for her work. A 
train to and thru Racine would be 
immensely helpful personally. 
But that'sjust one example of the many 
who would take advantage of the train 
from Chi to Mil. Please do all you can to 
support the extension. 

Dear FTA, 
I am a resident from Kenosha and work at 
Jockey International. 
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I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail 
will: (pick 3 from below or add your own) 
Help Racine & Kenosha attract and retain 

talent, business andjobs 
Support and assist in bringing about 
planned development near the KRM station 
Link us to Chicago and 1.97 million 
people/customers/labor force 
Spur economic impact for the cities in the 
Southeastern reg ion 
Sincerely, 
Sara Fuhs 

I am so excited to hope that a commuter rail will 
be going through Racine. What a wonderful 
opportunity for all cities involved. I support it 
100% I!! 

Submitted: 2/22/2007 1: 23: 38 PM 
Name: Leonard Schulze 
Organization: Carthage College 
PO Box/Street: 
City: Kenosha 
State: WI 
Zip: 53140 
Comments: Dear FTA, I am a resident of 
Kenosha, and work as a faculty member at 
Carthage College. I am relatively new to 
the community, having moved here almost 
three years ago. My spouse is an 
administrator at Mount Mary College in 
Milwaukee. I strongly support the 
Kenosha-Racine-Milwaukee commuter rail 
project. I would use the line regularly, both 
because of my family's connection with 
both Kenosha and Milwaukee, and because 
my college students and I could more 
easily take advantage of the opportunities 
for internships and site visits in Milwaukee. 
The opportunity to use this rail line would 
mean my family would add far less to the 
growing traffic congestion in the 1-94 
corridor, and would accordingly contribute 
less to the deterioration of the air quality in 
the region. The whole region will profit 
from the transportation infrastructure 
provided by this rail line. Sincerely, 
Leonard G. Schulze 
Kenosha, WI 53142 

Submitted: 2/22/2007 1 :17:48 PM 
Name: Robert Goepel 
Organization: GOEPEL LAW OFFICE 

PO Box/Street: 
City: Racine 
State: WI 
Zip: 53403 
Comments: For the Federal Transit 
Administration: I support the KRM 
Commuter train proposal. It will be a great 
benefit for our community as well as the 
environment. Having lived in Racine all my 
life I thought that it was a great loss to the 
community when we lost the Northshore 
and Chicago Northwestern service to 
Milwaukee and Chicago. The proposed KRM 
service will, in some measure, replace that 
loss of train service. 

Submitted: 2/22/2007 1: 57: 14 PM 
Name: Kim / Matt Poehlman 
City: Racine 
State: WI 
Zip: 53402 
Comments: We strongly support the 
extension of commuter rail transit from 
Kenosha through downtown Milwaukee. 
Extending public transit will benefit the 
community by providing better access to 
morejobs for a greater percentage of the 
population, stimulate the economies of 
communities with rail stations, help the 
environment by reducing the number of 
private vehicles on the roads. We urge the 
Federal Transit Administration to support 
this project for the betterment of 
Southeastern Wisconsin by awarding a 
New Start grant. 

I think it is a good idea to add the train up 
to Milwaukee. It gives people 
many more options for work and less 
congestion and parking all around. 
Each station could have an income 
generating coffee shop to pay for the 
extra tax the area faces. 
People are waiting for trains and like to get 
coffee and/or donuts in the 
mornings. 
Just a thought. 
Ann 

Re: 02/22/07 Royse Myers letter to the 
editor in Racine Journal Times. 
Car companies, and oil companies, and the 
U.S. government, CONSPIRED to build our 
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interstate system to encourage MASSIVE 
use of NEW cars? 
So lets have that KRM. Will solve global 
warming and every other pea-brain 
daydream certain bozos somehow have in 
their pea-brain minds. 
Get the heck out of here Royse Myers, of 
Hounds Trail no less. 

While I'm a strong believer in the KRM 
project, I am stymied about how the rental 
car increase will meet the $4.8 million per 
year. That would require the KRM area 
rental car agencies to rent nearly 877 cars 
each day. 
I'd I ike to see some numbers from the area 
rental car agencies that would support that 
many cars rented each day. Between 
Racine and Kenosha, I'd guess 50 each day 
would be pushing it. Can Milwaukee 
possibly rent the remainder -- 827 cars -
each day? 
Please put my mind at ease on this 
question. I am also sending this request to 

Thanks, 
Jim May 

I am fully supportive of continuing the 
movement toward developing rail 
connection between Kenosha, Racine and 
Milwaukee. I travel frequent in the local 
area and would support this service for 
many reasons but primarily for the sake of 
our environment. 
Please do all you can to bring this concept 
to reality. 
Sincerely, 
Gary Liedtke 
St. Luke's Lutheran Church 
Waukesha, WI 

Submitted: 2/22/2007 2: 04: 14 PM 
Name:james may 
Organization: retiree 
PO Box/Street: 
City: racine 
State: WI 
Zip: 53405 
Comments: I am nearly in full support of 
the KRM project as it would become a 
great mode of transportation between 
Chicago and Milwaukee and would have a 

positive impact on our environment. The 
only concern I have is confirming that the 
$15 tax on car rentals will achieve the 
estimated $4.8 million annually expected 
income. To gather that amount in one year 
there would need to be an average of 877 
rental vehicles rented each day in the KRM 
area. That seems like it's quite high. Do 
you have any information from the area 
car rental agencies that support their 
renting that many cars per day? Please set 
my mind at ease. Thanks Jim May 

My husband, Patrick and I are both in favor 
of extending train service 
from Kenosha to Racine & Milwaukee. We 
travel to both cities 
frequently and would use the train. 
Economically, the extension would be good 
for all three communities, 
opening up various employment options. 
Sincerely, 
Patrick K. Dawson 
Mary (Katie) Dawson 
Wind Point 

Wind Point, WI 53402 

The propose KRM not only is an asset to 
the corridor along Lake Michigan but will 
finally provide transportation for people 
that find driving to Milwaukee, Kenosha, 
and Chicago and its suburbs difficult. 
As it now stands Racine is isolated for 
traveling for many people. Infirmed 
people find it difficult to travel by the 
presently available forms. 
Rail transportation makes taxi service a 
means for intracity travel for incoming 
travelers. 
Please note that Kenosha has numerous 
taxi Companies. That's because they have 
a source for fares. Racine Taxi Company 
struggles without Rail service. 
On the whole, KRM would and should be a 
reality. 
I am a senior (86yrs) and have children 
and grand children living in Milwaukee and 
Illinois, KRM would enable me and my wife 
to visit them on a regular basis. 
We hope to live long enough to see KRM 
service. 
Sincerely LeRoy Roberts 
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Submitted: 2/22/2007 2:47:05 PM 
Name: Amy Paulson 
City: Racine 
State: WI 
Zip: 53403 
Comments: Dear FTA, I am a resident 
from Racine, attend UWM and frequently 
spend time in Milwaukee. I support the 
Kenosha Racine Milwaukee commuter rail 
because a commuter rail will: help Racine 
attract and retain talent, business andjobs 
link us to Chicago and 1.97 million 
people/customers/labor force link us to 
nearly 1 million existingjobs within 1 mile 
of the stations between Milwaukee and 
Chicago build a vibrant globally competitive 
economic region act as a catalyst for 
developing transit-oriented communities 
that are environmentally friendly spur 
economic impact for the cities in the 
Southeastern region reduce transportation 
and parking costs reduce the number of 
cars on the roads, decrease pollutants, 
I nterstate congestion, and traffic accidents 
increase needed regional mobility: over 
23% of households near the urban KRM 
stations in Wisconsin do not have autos. 
Under-employed populations have good 
access to train station locations. provide a 
safe, reliable mobility option during the 
mcUor I 94 reconstruction expand arts and 
culture participation and provide easy 
regional access to artistic, cultural and 
technical and support talent. Sincerely, 
Amy I. Paulson 

Submitted: 2/22/2007 2:55:08 PM 
Name: Bob Reinders 
City: Racine 
State: WI 
Zip: 53405 
Comments: Please accept these 
comments in support of the proposed 
commuter rail development project. I am a 
local citizen who lives and works in the city 
of Racine. The nature of my employment in 
banking requires travel to downtown 
Chicago several times per year for 
meetings. On these occasions, I typically 
utilize the existing Metra system out of 
Kenosha as my preferred method of 
transportation. In addition, my wife and 

have also used Metra to travel to Chicago 
for weekend or holiday travel for cultural, 
entertainment and shopping events (the 
$5.00 roundtrip open weekend travel is an 
incredible offer). I have also used the 
Hiawatha Amtrak availability from 
Sturtevant but find the limited choice in 
runs a mcUor drawback as well as being 
very expensive relative to Metra. Based on 
these experiences, I highly recommend 
that commuter rail be extended to include 
Racine and Milwaukee. On a personal level 
I greatly enjoy the freedom that 
commuting by train offers, the opportunity 
to work in route (individually or in a group) 
or choose to read or simply relax. I don't 
enjoy the I nterstate traffic backups, tolls, 
and other headaches related to traveling 
by car in mcUor urban areas. This method 
also avoids the nuisance of parking in 
Chicago which is expensive. I typically can 
walk from the train station downtown to 
my destination. I do feel that the choice of 
traveling by train is a small part that I can 
do to have a less negative environmental 
impact over the alternative of traveling by 
car. Obviously one of the most compelling 
considerations of expansion to Racine is 
my personal added convenience of saving 
30 minutes of commute time each way for 
existing travel via Kenosha Metra. But in 
addition, I think with the added 
convenience of a local transit station in 
Racine combined with new access to 
Milwaukee I would be much more likely to 
travel via rail to both Chicago and 
Milwaukee on a regular basis. From a 
community impact standpoint, I believe 
that being part of a regional transportation 
system would have far reaching long-term 
benefits for the Racine area and add to the 
quality of life to a broad spectrum of 
individuals and families. This would be one 
of our community assets that are worth the 
public investment necessary to make it 
happen. Just like other public investments 
to better utilize our lakefront and revitalize 
our downtown area, this would serve to 
reinforce that Racine has a positive future. 
In particular, I believe that this would open 
windows for desperately needed 
employment opportunity for our distressed 
central city area residents. I would find it 
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incredibly short-sighted if we as a 
community have a public regional sales tax 
to support a professional baseball stadium 
but do not have the conviction and will to 
find a way to make public regional 
transportation a reality. As someone who is 
not a native to Racine and came here to 
work about twenty years ago, I am no 
longer surprised to hear some people 
express sharply negative feelings about the 
future prospects for Racine. We as citizens 
of the community need to put aside the 
doom and gloom mentality and strive for 
ways to keep Racine a vital place to live 
and raise a family. I think that the city and 
regional area of Kenosha have benefited 
greatly from the value of having Metra 
accessibility. I realize that some of the 
benefit may be difficult to measure on an 
economic scale, but I believe that there is 
the collective perception that Kenosha is 
on the rise in no small part because of the 
regional expansion from Illinois. The 
expansion of commuter rail to Racine and 
Milwaukee is another vital piece in the 
puzzle that can make our region stronger 
and vibrant. 

Subsidizing KRM? Aren't our taxes, auto
fees subsidy for the highways? So, we can 
afford to have rail, (KRM) too. It will take 
some cars off the road. That's not all that 
bad! 
Its GG For Me! 
LeRoy Roberts 

Submitted: 2/22/2007 2: 55: 14 PM 
Name: Sharon Ramquist 
City: Racine 
State: WI 
Zip: 53403 
Comments: I am not in favor the KRM 
project as currently proposed. I prefer the 
extension of the current Metro system to 
Racine. Having to change trains in Kenosha 
or Waukegan does not make sense to me. 
I fear Wisconsin taxpayers are going to 
end up funding this plan and we already 
are taxed to death. 

We are so looking forward to the train 
coming to Racine and Kenosha!!! It will be 
a more economical and environmentally-

friendly way to travel. Our family would 
use it weekly if not more. But, most 
importantly I believe it will help us 
establish a better business base in 
Caledonia where the proposed 4 mile road 
station would be. We need businesses so 
badly out our way. I'm so hoping a station 
nearby will encourage business to want to 
profit from commuters on their way home. 
Sincerely, Janet Klein, Racine/Caledonia, 
WI 

Submitted: 2/22/2007 12: 23: 13 AM 
Name: Norman Siler 
PO Box/Street: 
City: Somers 
State: WI 
Zip: 53171-0278 
Comments: KRM commuter trains hold 
vast economic growth potential for these 
lakeshore counties, and should move 
forward expeditiously despite hesitation 
and ambivalence by one or two RTA board 
members. In fact, that inability to decide 
and to act in a timely manner as issues 
arose in years past has already shown its 
consequences. Timely decisions have 
fended off overall economic stagnation, 
whereas indecision has allowed inert 
progress where inaction has been 
tolerated. KRM commuter trains hold 
potential for uplifting its three principal 
counties and acjjoining counties, even 
those unaccustomed to deciding and acting 
in a timely way. The project must stay on 
track and on schedule. 

21 Feb 
The undersigned writes to support the rail 
extension and it is necessary for economic 
development. 
Yours, 
Attorney John Barry Stutt, MBA 
Board Certified in Civil Trial Advocacy* 

Racine WI 53403-1566 

I am a resident of Racine, Wisconsin and 
am writing in support of the 
implementation of the proposed commuter 
rail between Chicago and Milwaukee. This 
will greatly enhance the economic 
development of Racine and other 
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communities along the route. It will also 
serve to reduce emissions polluting our air 
and relieve the growing congestion of 
automobiles traveling between Chicago and 
Milwaukee. It will expand the 
opportunities for employment in all of the 
affected communities. 
Sincerely, 
J Carol Douglass 

Racine, WI 53402 

Failure to support this critically needed 
public transportation link between 
Milwaukee and the Chicago area is a 
mistake that will echo for generations. The 
Racine-Kenosha area is positioned for 
significant growth. One of the few missing 
pieces of infrastructure is rapid public 
transit. The project will be a benefit to the 
entire Chicago-Milwaukee corridor, allowing 
greater mobility, reducing congestion on 
already overused interstate highways, and 
allowing businesses to fully utilize the 
available development areas between the 
two anchor cities. 
Please do not drop the ball on this. 
Rod French 

President 
Sales Promotion Ideas 

Submitted: 2/22/2007 7:58:55 AM 
Name: David Kristopeit 
PO Box/Street: 
City: RACINE 
State: WI 
Zip: 53403 
Comments: I would like to submit a 
comment about the proposed KRM 
commuter rail in SE Wisconsin. I believe 
the rail system is unneeded. With the 
money that would be spent on it. a bus 
rapid transit system would better serve 
this area. Buses are more versatile and 
cheaper. In those communities with 
commuter rail, many existing bus systems, 
which are used primarily by low income 
people dependent on mass transit, have 
had to cut back routes and schedules due 
to funding that has gone to the rail 
systems. How fair is that? The rail systems 
that have been built all across America are 
requiring large subsidies to operate. In this 

day and age of cutbacks, we do not need 
to start another program requiring 
increasingly large subsidies. I am against 
building a commuter rail system in SE 
Wisconsin between Kenosha and 
Milwaukee unless it is a privately owned, 
for profit, enterprise. David Kristopeit 

Racine, WI 53403 

I'm writing to support the funding and 
establishment of the KRM commuter link 
being considered at this time. 
I find it really frustrating that I must 

travel to Kenosha from Racine in order to 
catch the Metra to travel to Chicago. I find 
that it would be most helpful for me and 
my wife if we were able to take a train 
from the City of Racine rather than from 
Sturtevant to travel either to Milwaukee or 
Chicago. Mass Transportation is the way 
to go in this time, Mass transportation that 
is both economical and convenient. 
Please know that this is a needed service 

and yes, I'm even willing to pay extra 
taxes in order to accomplish it. 
Sincerely 
James F. Peters 

Submitted: 2/22/2007 8:22:51 AM 
Name: Jane Hutterly 
City: Racine 
State: WI 
Comments: KRM should be approved and 
done so expeditiously. KRM is critically 
needed infrastructure for the Kenosha
Racine-Milwaukee corridor. The economic 
study and positive economic impact as a 
result of KRM is clear and fact based and it 
will benefit the entire broader KRM 
community. Increased business, increased 
property value, greater job opportunities, 
less congestion, greatly enhanced quality 
of life and a much more attractive place for 
the citizens and their families. Please move 
this project forward successfully now. 

Greetings, 
I just wanted to express my strong interest 
in seeing this railway come to fruition. I 
live near the lakefront in Kenosha and 
therefore have a difficult commute to 
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Milwaukee. I know I am not alone. SE 
Wisconsin is an extremely geographically 
desirable area to live, and an upgraded 
railway system would significantly enhance 
its attractiveness. 
Thank you in advance for your 
consideration. 
Best regards, 
Bill Fitzpatrick 

Submitted: 2/22/2007 8:37:57 AM 
Name: Becky Knebel 
City: Kenosha 
State: WI 
Zip: 53143 
Comments: 2/22/2007 KRM Commuter 
Link PO Box 1607 Waukesha, WI 53187-
1607 To whom it may concern, I am a 
resident from Kenosha, WI and I support 
the Kenosha Racine Milwaukee commuter 
rail because commuter rail will: Help 
attract and retain talent, businesses, and 
jobs. Link people to nearly 1 million 
existingjobs within 1 mile of the stations 
between Milwaukee and Chicago. Act as a 
catalyst for developing transit-oriented 
communities that are environmentally 
friendly, help to clean our air and reduce 
energy use. Provide a safe, reliable 
mobility option during the mcUor I 94 
reconstruction. Reduce traffic congestion on 
I 94. Expand arts and culture participation 
and provide easy regional access to 
artistic, cultural and technical and support 
talent. Sincerely, Becky Knebel 

Kenosha, WI 53143 

Submitted: 2/22/2007 8:37:30 AM 
Name: Steve Zimmerman 
City: Racine 
State: WI 
Comments: I will like to say that I am in 
favor of the proposal to extend the 
commuter rail to Racine. I support the tax 
proposals to fund it as I know it will benefit 
me as a senior citizen in allowing more 
flexible travel alternatives and as a Racine 
citizen in thejob possibilities that will open 
up for our city's people. It will especially be 
advantageous to people who cannot afford 
a car expenses to travel outside our city to 
work. And anything that takes some cars 

off of the current travel corridor between 
Milwaukee and Chicago is a plus. 

I support the Kenosha Racine Milwaukee 
commuter rail. Racine is uniquely situated 
between Chicago and Milwaukee. In order 
to capitalize on this asset and to keep the 
entire Southeastern region vibrant and 
economically sound, a place to live and 
work and visit; it is crucial to have 
commuter rail. Besides the economic 
advantage to the entire region, the rail will 
attract and retain talent and business and 
createjobs. I vote YES for commuter rail 
In Leadership with you, 
Karen 
Leadership Racine 
Karen Bayer 
Executive Director 

Good morning: 
After perusing the talking points on this 
issue, I feel the need to put my two cents 
in. I can't for the life of me image why 
anyone would oppose the implementation 
of this railway. The environmental impact 
alone is enough reason, at least in my 
mind, to go forward with the project, and 
sincerely hope that with the growing 
evidence of climate change, that the 
mcUority of the politician and the general 
public would agree. The economic impact 
would be the next compelling reason to 
move ahead with this project. From what 
I've read today, I have to say that I fully 
support the implementation of this railway. 
Stephanie L. Benner 

Racine, WI 53402 

KRM is needed to assure the future of 
South Eastern Wisconsin. Please do 
everything you can to assure its inception. 
THANK YOU. 

Good Morning, 
In all the discussion whether we should or 
should not have the rail system linked to Racine 
and Milwaukee, I feel that this can only help the 
communities involved. I agree with all the points 
expressed concerning the critical needs that SE 
Wisconsin will be provided by having the 
Commuter rail system. Having gone to Chicago 
for the weekend and not having to worry about 
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parking the car has been wonderful. Think of all 
the people that will now use the system and 
consider living here and working there. We will 
also see an influx of people from Illinois during 
the summer season to go to our numerous 
festivals, museums and shop in our 
communities. This system can only be a plus for 
all communities involved and our environment. 
Let's all make this a reality for SE Wisconsin. 
Peggy Konieczko 

Submitted: 2/22/2007 8:55:44 AM 
Name: George Meyers 
City: Racine 
State: WI 
Comments: I do not have any objection to 
commuter rail, per se. If someone want to 
come into the area and put in a commuter 
rail system, using there own money, that is 
fine by me. The question comes with the 
funding of the proposed KRM line. We 
cannot afford more taxes in this area, 
especially for commuter rail. According to a 
report from the Brookings Institute all of 
the 25 commuter rail systems studied have 
a negative social impact on the 
environment in which they exist. The 
American Enterprise I nstitute also cautions 
against commuter rail showing that it is 
failing nationwide here as well as 
internationally in Europe. The Cato 
I nstitute points out how the expensive 
commuter rail systems draw scarce 
transportation funds from highway 
development and bus systems causing 
congestion on the roads and hardships for 
the working poor who need the bus 
systems to get to their jobs. The Brookings 
I nstitute is generally associated with the 
Democrats; The American Enterprise 
I nstitute with the Republ icans; The Cato 
I nstitute with Libertarians. The researchers 
for these organizations are not politicians, 
however. They are careful investigators, 
separate from political whims. Their 
decisions are not colored with concerns 
about getting elected to office. Across this 
intellectual political spectrum, all point to 
the fact that commuter rail is a failing 19th 
Century artifact that cannot make it on its 
own, but must rely on huge taxpayer 
subsidies to exist. They point out that the 
automobile has taken center stage and 
continues to be the transportation mode of 

choice in a modern living and economic 
environment. But the automobile won't 
always be here. Newer, better, faster, 
cleaner forms of transportation are in our 
future. But we will never achieve that 
future if we continue to anchor ourselves 
to the past with expensive artifacts such as 
commuter rail. 

Submitted: 2/22/2007 9:09:51 AM 
Name: Ronald Cassidente 
Organization: Johnson Bank 
PO Box/Street: 
City: Caledonia 
State: WI 
Comments: Greetings, I hardily support 
commuter Rail Service be established 
between the Southeast Wisconsin 
communities that are that the heart of 
Southeast Wisconsin's future economic 
growth and the quality of life for all of us. 
recently moved to Racine after living over 
eight years in down town Milwaukee. The 
commute is only 25 miles but the options 
for travel are limited. Even the current 
commuter bus line only provides 
reasonable service for a commute going 
north in the a.m. and south in the p.m. 
The two mcUor arteries on I 43-94 and 794 
are both strained to capacity during rush 
hour work commutes or when mcUor sports 
or cultural events take place in Milwaukee. 
Milwaukee is not the only place people can 
and want to live and work. Nor does 
everyone want to live in outlying 
communities if they choose to work outside 
of Milwaukee. I would have liked better 
options. A commuter rail service can 
provide those options. Likewise a 
commuter rail service could stimulate 
attendance at quality of life events 
throughout the region and not just in 
Milwaukee. Milwaukee, however, could 
benefit from increased attendance at mcUor 
events that many of us outside of 
Milwaukee might patronize more often if 
there were better transportation options. 
The move away from inter-urban trolley 
rail service between towns and cities in the 
Midwest has now been shown to be a 
mcUor 20th century mistake. The 
automobile cannot be the sole 
transportation alternative for citizens as 
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our population grows and our need for 
economic interdependence continues to 
escalate. Let's get smart and supplement 
the individual independence provided by 
the automobile with reliable 
interdependent transportation like the light 
rail commuter option. We need reasonable 
change. Thank You Ronald B. Cassidente 
Caledonia, WI 

Hello, 
Ijust wanted to let you know that I 
support the KRM commuter rail project. 
feel that it would make a mcUor impact on 
the economic growth of the area and will 
help us in the future with an 
environmentally friendly transit option. 
would use it!!! 
Todd Schober 

Racine WI 53405 

Submitted: 2/22/2007 9:15:46 AM 
Name: Deborah Eisel 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53403 
Comments: I live in Racine and am 
thrilled at the prospect of being able to get 
to Chicago and Milwaukee--even Kenosha 
by train. Though I do not commute daily to 
Chicago, I travel there at least once a 
week--often to a northern suburb on the 
train route and then to the loop. The 
schedule will be critical to me. If you 
expect us to take the train seriously as a 
means of transportation and you want the 
public to begin thinking of the train FIRST, 
and the car second when traveling this 
route, you must provide a schedule that 
works beyond rush hours. We want to 
travel to Milwaukee and Chicago for dinner 
and a play in the evening or meet friends 
in Kenosha at mid-day. Please make it a 
real train schedule. The current one from 
Kenosha to Chicago often does not work 
for me. I am forced to drive into Waukegan 
or Lake Forest to catch a train that will 
allow me to return when I want to. Thanks 
for moving forward with this very 
important new development in our 

community. Deborah Eisel 
Racine, WI 53403 

Just wanted to send a message conveying 
I am a STRONG proponent of KRM. It 
will catapult economic development 
forward in Southeastern Wisconsin. 
Brianna Lock 

A commuter train connection from 
Milwaukee and Racine to Chicago is long 
overdue. Reducing air pollution, 
congestion and energy use for vehicles are 
some of the advantages Southeastern 
WI. will appreciate with the KRM line. 
Revitalization of Racine is a huge concern 
and having the commuter line to Chicago 
will encourage I L people to buy property, 
move to this area and spend their monies 
in WI as opposed to I L. With the departure 
of manufacturing, the KRM can bring new 
life to a dying but beautiful, lake front city
--Racine. 

J. White 

Submitted: 2/22/2007 9:26:36 AM 
Name: Angie Schatzman 
City: Racine 
State: WI 
Comments: I think the KRM is an 
awesome plan for Racine County. What a 
great way to commute from one great city 
to another. 

I would love to see the commuter rail 
system come here. 
Rita Klimek 
Mortgage Processing 

Racine, WI 53406 

Submitted: 2/22/2007 9:32:31 AM 
Name: Dave Blank 
Organization: Racine County Convention 
and Visitors Bureau 
PO Box/Street: 
City: Sturtevant 
State: WI 
Zip: 53177 
Comments: The Racine County 
Convention and Visitors Bureau Board of 
Directors is on the record as supporting the 
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KRM Commuter Rail Project. We are 
looking forward to marketing the 
conveniently located Racine County 
stations to potential visitors from the 
Chicago area. This will be a great benefit to 
the $245.5 million tourism industry of 
Racine County. Sincerely, Dave Blank 
executive director Racine County 
Convention and Visitors Bureau 

Submitted: 2/22/2007 9:32:39 AM 
Name: Patricia Stachowicz 
City: Racine 
State: WI 
Comments: To whom it may concern, I 
am a resident of Racine, Wisconsin and I 
support the Kenosha Racine Milwaukee 
commuter rail because for all of the 
reasons listed below Help attract and retain 
talent, businesses, andjobs. Support and 
assist in bringing about planned 
development near the KRM stations. Bring 
about job growth. Link to metro Chicago 
economy-and 1.97 million people near 
stations. Link people to nearly 1 million 
existingjobs within 1 mile of the stations 
between Milwaukee and Chicago. Help 
build a vibrant globally competitive 
economic region. Act as a catalyst for 
developing transit-oriented communities 
that are environmentally friendly, help to 
clean our air and reduce energy use. Spur 
economic growth for the cities in the 
Southeastern region. Reduced 
transportation and parking costs. Provide 
needed regional mobility: over 23% of 
households near the urban KRM stations in 
Wisconsin do not have autos. Under
employed populations would have good 
access to train station locations. Provide a 
safe, reliable mobility option during the 
mcUor I 94 reconstruction. Reduce traffic 
congestion on I 94. Expand arts and 
culture participation and provide easy 
regional access to artistic, cultural and 
technical and support talent. Sincerely, 
Patricia Stachowicz 

Submitted: 2/22/2007 9:29:01 AM 
Name: Deborah Dubis 
PO Box/Street: 
City: Pleasant Prairie 
State: WI 

Zip: 53158 
Comments: I am lending my voice in 
support of the Kenosha-Racine - Milwaukee 
Commuter Link that is proposed. I live in 
Pleasant Prairie and work in Milwaukee. 
This commuter link would give me another 
way of commuting to my job. The 94 link 
between Milwaukee and Chicago will be 
going under extensive construction in the 
near future. This will offer another way of 
commuting between these cities. The link 
will help both population growth in the 
area as well as allow business to tap into 
other employee areas for filling positions in 
Kenosha-Racine as well as Milwaukee. I 
believe this is a win win for the people in 
the area as well as business and the 
communities. Please add my name to the 
list of supporters for the commuter link. 

Submitted: 2/22/2007 9:10:23 AM 
Name: Joseph Clementi 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53406 
Comments: I would like to go on record 
that I support the Kenosha-Racine
Milwaukee KRM project. I am a resident of 
Mt. Pleasant and a lifetime resident of the 
Racine community. I am retired as well as 
being a self employed business owner (JSC 
Enterprises). I do travel to both Milwaukee 
and Chicago for business and pleasure. I 
have family in both communities. I am a 
past Chairman of the Village of Mt. 
Pleasant and while serving as such I 
served on the KRM committee which 
whole heartedly supported and voted for 
accordingly. I firmly believe that the 
implementation of the KRM project will add 
to the quality of life throughout the area as 
well as creating a significant economic 
impact within the entire southeastern 
region of the State. Not only do I support 
this project, I do believe that my family 
and I would use this service. Feel free to 
contact me at your earliest convenience if 
you have any question regarding my 
comments. Joseph S. Clementi 

Racine, WI 53406 
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Submitted: 2/22/2007 9:44:42 AM 
Name: Katy Thomas 
City: Racine 
State: WI 
Comments: Dear FTA, I would live to 
voice my support for the proposed KRM rail 
service to Racine. I am from Racine and 
frequently must travel to Chicago and 
Milwaukee to see my customers. I would 
also like the ability to travel via rail for 
pleasure as well. I support the Kenosha 
Racine Milwaukee commuter rail because 
commuter rail will: . Help Racine attract 
and retain talent, business andjobs . Bring 
about job growth· I ncrease our property 
values Sincerely, Katy Thomas 

Racine, WI 53403 

The KRM is important to provide better 
access to and from Racine. As the 
population density increases in this 
corridor, the KRM transportation can 
reduce highway traffic and improve the 
economic vitality of the area. I believe 
that Racine would benefit from this 
project. I may make it easier to attract 
employees from a larger geographic area. 

Alan J. Ruud 
President 
Ruud Lighting, Inc. 

Submitted: 2/22/2007 9:50:36 AM 
Name: Mark Henschel 
City: Oak Creek 
State: WI 
Comments: The KRM Commuter link is a 
necessary form of transportation for 
southeastern Wisconsin. Every analysis of 
the state shows that the fastest growing 
area of Wisconsin is the span between 
Milwaukee & Chicago. A rail line will help 
drive this growth by allowing greater 
access to the Chicago businesses, give 
greater ability to workers to gain 
employment and help drive tourism 
between Chicago & Milwaukee. It's time 
that Milwaukee take a step toward 
becoming a larger player in the business & 
tourism industries in the country and the 
way to do that is to allow easy access to 
Chicago, Racine & Kenosha to fuel the 
creation of a strong business segment that 

would be the greater 
Milwaukee/Racine/Kenosha metropolitan 
area. The KRM is the answer to this growth 
and business strength. 

hi ... 1 have lived and worked in Wisconsin 
and Illinois for over 30 years .... as I get 
older, driving everywhere does not work 
anymore .... I'm tired, crabby and have a lot 
to do. Commuter rail would alleviate a lot 
of time and energy used in transportation 
and redirect it to my work. 
The opportunity for my children to get 

around the region safely and responsibly is 
also a huge plus. I grew up in Chicago and 
can't believe how many folks here are 
afraid to use a bus or train ... but they also 
know that it could make a difference in the 
quality of life. Access tojobs is essential, 
let alone colleges, services and cultural 
institutions. 
Know that I support and look forward to 

using light rail and encourage thorough 
and ethical debate and action on this. 
Sincerely, 

Patricia A. Flanagan 

Patricia Anderson Flanagan, Ed. D. 
Accreditation Services Coordinator 
M.A.C.T.E 

Racine, WI. 53403 

Hello, 
When I was a kid we could go shopping 
and plays in Milwaukee and Chicago where 
we could get right off at the EI at Marshall 
Fields. We could go to football and 
basketball games in Kenosha. My family 
didn't have a car and we didn't need one 
because, even during the World War II 
public transportation was reliable and 
convenient. 

When I watched then take out those 
tracks and build houses on those right-of
ways, I knew then that a serious mistake 
was made. 

I'm 75 now and avoid driving to 
Chicago, but last spring I took the Metra 
from Kenosha twice and enjoyed 
memorable events. I used to work in 
Milwaukee for ten years and would have 
used public transportation then to avoid a 
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45-minute drive, wear and tear on the car 
and me. 

I've traveled almost around the world, 
but I find it difficult to enjoy the many 
events that surround me here at home 
because I don't want to cope with all the 
congestion in the I nterstate. I'm planning 
two trips now to Chicago in March and 
April. And parking costs a fortune. 

Please, Please, Please, give us back our 
"Interurban" and our "MRK" as we used to 
call it. 

We need the KRM for working 
commuters as well as people like me who 
want to enjoy the cultural aspects of 
Milwaukee and Chicago. 

Thank you. 
Jeanne Arnold 

Racine, WI 53405 

Get KRM buried where it belongs. 
2 peanuts a day each way. 
That's my estimate. 
Of course I could be off, by maybe 20. 
So what's this build cost? The rail is 
there, aint it? 
You fricken idiots ..... 

Dear FTA, 
I am a resident of Racine and employed at 

Racine Area Manufacturers and Commerce. 
I support the Kenosha Racine Milwaukee 

commuter rail because commuter rail will: 
Link us to Chicago and 1.97 million 
people/customers/labor force 
Link us to nearly 1 million existingjobs 
within 1 mile of the stations between 
Milwaukee and Chicago 
Spur economic impact for the cities in the 
Southeastern reg ion 
Expand arts and culture participation and 
provide easy regional access to artistic, 
cultural, technical and support talent 
Sincerely, 

Jacqueline M. Boudreau 
Director of Chamber Programs 
Racine Area Manufacturers and Commerce 

Racine, WI 53403 

Submitted: 2/22/2007 10:05:50 AM 
Name: Linda Duczman O'Connell 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53402 
Comments: I am a resident of Racine who 
works in Milwaukee. Although I bus up, 
when I can, I would love to ride the train. 
Our 3 children live in Milwaukee and one 
does not own a car. It would be wonderful 
for them to have another way to come 
down for visits other than driving. Two of 
our children have visited Europe and talk 
about the ease of getting around (without 
a car). It would be great if that option were 
open to us here in the U.S. as well. I 
support development of KRM to achieve 
that. A slight increase in taxes to pay for 
this would yield a mcUor benefit for me 
directly and for my neighbors, those with 
and without automobiles. I also think 
improved public transportation, which KRM 
would help accomplish, is a critical link in 
dealing with our country's long term 
energy needs. Linda Duczman O'Connell 

Submitted: 2/21/2007 4: 55: 32 PM 
Name: Janet Carter 
City: Racine 
State: WI 
Comments: Dear FTA, I am a resident of 
the city of Racine for over 24 years, 
working at S.C. Johnson & Son, Inc. I 
support the Kenosha Racine Milwaukee 
commuter rail project because it will link 
people to almost 1 million existingjobs 
within 1 mile of the stations between 
Milwaukee and Chicago (plus encourage 
the growth of newjobs), help to develop 
transit-oriented communities that are 
environmentally friendly, and encourage 
economic growth for many communities in 
the Southeastern Wisconsin and Northern 
Illinois region, making these areas more 
globally competitive. Sincerely, Janet A. 
Carter Racine, 
WI 53403 

Submitted: 2/21/2007 4: 54: 02 PM 
Name: Lee Sucharda 
City: Racine 
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State: WI 
Zip: 53402 
Comments: Dear FTA, I am a resident 
from Racine and own my own business, 
Design North, I nco I support the Kenosha 
Racine Milwaukee commuter rail because 
commuter rail will: Help Racine attract and 
retain talent, business andjobs Bring 
about job growth Link us to Chicago and 
1.97 million people/customers/labor force 
Act as a catalyst for developing transit
oriented communities that are 
environmentally friendly Sincerely, Lee 
Sucharda III 

Submitted: 2/21/2007 4:47:57 PM 
Name: Jerilyn Smith 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53405 
Comments: Every time I take the train 
from Kenosha to Chicago (or vice versa), 
am amazed by the number of people who 
ride it. And I am envious of them as well 
because they have that as an option. I live 
in Racine, and I want that option, too. I am 
convinced that many, many people will ride 
the train - to Chicago, to Milwaukee, and to 
other places in between. Increasing 
accessibility from Racine would be 
wonderful, but as my grandfather used to 
say, "The (rail)road runs both ways!" 
People who live elsewhere would also be 
able to travel TO Racine. This connection is 
just so necessary - in terms of 
convenience, in terms of saving the energy 
required to drive cars, in terms of 
accessibility for individuals as well as for 
people who commute tojobs. Please make 
it happen this time! 

Dear FTA, 
I am a resident from Milwaukee and work 
for Johnson Financial Group in 
Racine. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail 
will: 
Help Racine attract and retain talent, 
business andjobs 
Link us to Chicago and 1.97 million 
people/customers/labor force 

Link us to nearly 1 million existingjobs 
within 1 mile of the stations 
between Milwaukee and Chicago 
Reduced transportation and parking costs 
Sincerely, 
Heather Grzybowski 
Marketing Logistics Coordinator 
Johnson Financial Group 

Racine, WI 53403 

I would like to voice my approval for the 
proposed railway line and would be willing to 
pay a sales tax to help pay for it. 
carolyn chaplin 

Submitted: 2/21/2007 4: 13: 21 PM 
Name: Stephen Smith 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53403 
Comments: I am an attorney who has 
been in private practice in Racine for the 
past 30 years. I advise businesses and 
individuals in southeastern Wisconsin, and 
I live in Racine. In my opinion, the KRM rail 
link of Racine to Milwaukee and Chicago, 
as proposed, is a vital improvement that is 
long over due, and I strongly support it. 
Stephen J. Smith Racine 
WI 53403 

Submitted: 2/21/2007 3: 48: 14 PM 
Name: Sarah Rorich 
City: Milwaukee 
State: WI 
Comments: Dear FTA, I am a resident 
from Milwaukee and work for SC Johnson 
in Racine. I support the Kenosha Racine 
Milwaukee commuter rail because a 
commuter rail will: -Support and assist in 
bringing about planned development near 
the KRM station -Link us to nearly 1 million 
existingjobs within 1 mile of the stations 
between Milwaukee and Chicago -Act as a 
catalyst for developing transit-oriented 
communities that are environmentally 
friendly Sincerely, Sarah Rorich 

Dear FTA, 
I am a resident from Racine and work at CNH 
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America LLC. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
Help Racine attract and retain talent, business 
andjobs 
Link us to Chicago and 1.97 million 
people/customers/labor force.. .. 
Link us to nearly 1 million eXlstlngJobs within 1 
mile of the stations between Milwaukee and 
Chicago 
Sincerely, 
Heidi Hansen 
Case CE Distribution Development 

Submitted: 2/21/2007 3:46:06 PM 
Name: Krystyna Sarrazin 
City: racine 
State: WI 
Comments: Dear FTA, I am a resident 
from Racine and work in the community. 
support the Kenosha Racine Milwaukee. 
commuter rail because commuter rail will: 
1) Support and assist in bringing about. 
planned development near the KRM station 
2) Bring about job growth 3) Increase our 
property values 4) Link us to nearly 1 
million existingjobs within 1 mile of the 
stations between Milwaukee and Chicago 
5) Act as a catalyst for developing transit
oriented communities that are 
environmentally friendly 6) Needed 
regional mobility: over 23% of households 
near the urban KRM stations in Wisconsin 
do not have autos. Under-employed 
populations have good access to train 
station locations. Sincerely, Krystyna 
Sarrazin 

Dear FTA, 
I am a resident from Racine and work at 
CNH Capital. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
Help Racine attract and retain talent, 
business andjobs 
Provide a safe, reliable mobility option 
during the mcUor I 94 reconstruction 
Expand arts and culture participation and 
provide easy regional access to artistic, 
cultural and technical and support talent 
Sincerely, 
Danae Haarsma 
LM Risk / Documentation Specialist 

Dear FTA, 

I am a resident from Milwaukee and 
support the Kenosha Racine Milwaukee 
commuter rail because commuter rail 
will act as a catalyst for developing transit
oriented communities that are 
environmentally friendly, reduce the 
immediate need for expansion of our 
freeways, and hopefully lower the number 
of vehicles containing one passenger, 
every work day, every year. 
Sincerely, 
Brian Perz 

I am an 80 year old vet who has to go to 
the VA in Milwaukee for medical attention 
and would find the rail 
connection useful. 

Submitted: 2/21/2007 2:46:58 PM 
Name: Ethan Skeels 
PO Box/Street: 
City: Milwaukee 
State: WI 
Comments: Dear FTA, I am a resident 
from Milwaukee and work in the planning 
field. I support the Kenosha Racine 
Milwaukee commuter rail because 
commuter rail will: - Link us to Chicago 
and 1.97 million people/ customers/ labor 
force - Build a vibrant globally competitive 
economic region - Act as a catalyst for 
developing transit-oriented communities 
that are environmentally friendly Sincerely, 
Ethan Skeels 

Submitted: 2/21/2007 1 :48:25 PM 
Name: Nancy Frank 
Organization: UWM Dept of Urban 
Planning 
PO Box/Street: 
City: Milwaukee 
State: WI 
Zip: 53201 -0413 
Comments: I want to register my support 
for the KRM project. Improving 
transportation options, especially in the 
heavily traveled N-S corridor south of 
Milwaukee, is a critical element to a 
balanced transportation system, 
transportation equity, and economic 
opportunity. The development of 
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neighborhoods around the rail stations 
promises to create new economic 
opportunities that will benefit all of SE 
Wisconsin and not just those who live near 
the rail line. Finally, circumstances are 
converging that are likely to continue to 
put steep upward pressure on gasoline 
prices. Mass transit will be an increasingly 
important resource, and the KRM project 
fills a need in this area. 

Submitted: 2/21/2007 1 :41 :21 PM 
Name: James Keegan 
PO Box/Street: 

City: Milwaukee 
State: WI 
Zip: 53211 
Comments: Dear FTA, I am a resident 
from Milwaukee and I fully support the 
KRM Commuter rail alternative. I support 
the Kenosha Racine Milwaukee commuter 
rail because commuter rail will: *Help 
Racine attract and retain talent, business 
andjobs *Support and assist in bringing 
about planned development near the KRM 
station * Bring about job growth * Increase 
our property values *Link us to Chicago 
and 1.97 million people/customers/labor 
force *Link us to nearly 1 million existing 
jobs within 1 mile of the stations between 
Milwaukee and Chicago *Reduced 
transportation and parking costs *Provide 
a safe, reliable mobility option during the 
mcUor I 94 reconstruction Sincerely, James 
Keegan E.I.T. 

Submitted: 2/21/2007 1 : 21 : 58 PM 
Name: James Dicker 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53402 
Comments: I am very much in favor of 
the Racine Kenosha Milwaukee Project. 
Point to point commuting systems are 
essential to the controlled growth of 
metropolitan areas. I live in Racine and will 
use this line to commute to my work in 
Milwaukee. 

Submitted: 2/21/2007 1: 17: 1 0 PM 

Name: Carolyn Esswein 
Organization: 
PO Box/Street: 
City: Milwaukee 
State: WI 
Zip: 53202 
Phone: no presentation 
Comments: I support the KRM and the 
value it will bring to Southeastern 
Wisconsin. Carolyn J Esswein, AICP 

Submitted: 2/21/2007 12:30:33 PM 
Name: Robert Lovdahl 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53402 
Comments: We need to move forward and 
get KRM in the minds of our state and 
national representatives. Most know the 
importance of KRM and what it will do for 
our area. Perhaps if the politicians would 
vote what their district would like to see 
happen and not vote for retaining in office, 
we be riding the train now. 

Dear FTA, 
I am a resident from Milwaukee and 
currently am enrolled in graduate school at 
UWM. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail 
will: 
Support and assist in bringing about 
planned development near the 
KRM station 
Link us to Chicago and 1.97 million 
people/customers/labor force 
Act as a catalyst for developing transit
oriented communities that 
are environmentally friendly 
Sincerely, 
Alycia Hillman 

Submitted: 2/21/2007 11 :39:21 AM 
Name: curtisstein washington 
PO Box/Street: 
City: Milwaukee 
State: WI 
Zip: 53210 
Comments: I have worked in the travel 
industry for thirty years, and knowing the 
desperate need for a reliable source of 
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transportation will definite be a great 
means of reliable and economical source of 
transportation. 

Submitted: 2/21/2007 11 :28:26 AM 
Name: Thomas Brusky 
City: Racine 
State: WI 
Zip: 53406 
Comments: Dear FTA, I am a life long 
resident of Racine and work in the area as 
well. I support the Kenosha Racine 
Milwaukee commuter rail because 
commuter rail will: Help Racine attract and 
retain talent, business andjobs ensuring 
our sustainability. Link us to Chicago and 
1.97 million people/customers/labor force 
building a vibrant globally competitive 
economic region. locations. Expand arts 
and culture participation and provide easy 
regional access to artistic, cultural and 
technical activities and support talent 
sharing. Sincerely, Thomas Brusky 

Racine, WI 53406 
Thank you and if you have any 

questions let me know. 

Dear FTA, 
I am a resident from Racine and work in 

a small non-profit agency. 
I support the Kenosha Racine Milwaukee 

commuter rail because commuter rail will: 
Link us to nearly 1 million existingjobs 
within 1 mile of the stations between 
Milwaukee and Chicago 
Needed regional mobility: over 23% of 
households near the urban KRM stations in 
Wisconsin do not have autos. Under
employed populations have good access to 
train station locations. 
Expand arts and culture participation and 
provide easy regional access to artistic, 
cultural and technical and support talent 
Judy Mayer 

Submitted: 2/21/2007 10:52:06 AM 
Name: Mary Imhof Prujansky 
Organization: homeowner in Racine 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53403 

Comments: We would like very much to 
see a continuous transit from Milwaukee 
through to Chicago without a transfer at 
Kenosha to another train going to Chicago. 
Please consider this. Many of us have daily 
jobs in Illinois and it would make it so 
much more convenient (time and weather 
wise) this way. 

I am writing to encourage you to approve 
the funding for the KRM 
commuter rail project. The proposed 
economic development along the 
line as well as the increased accessibility to 

jobs for those without 
other transportation would be very positive 
for our community. 
Racine has a very high unemployment 
rate; the KRM link could help 
make morejobs available to those who 
really need them. Also, 
commuter rail is more environmentally 
friendly. The proposed 
increase in the car rental tax would be paid 
not only by WI residents 
but by those visiting WI. We offer so much 
free or at a low rate -
free roads, low sales tax ... to visitors; this 
is one way they can 
help pay for some of our needs. I hope 
you will support the KRM 
funding plan and get it into this budget so 
that WI can access the 
federal funds available now. 
Sincerely, 
Joyce Anderson 

Racine, WI 53402 

Submitted: 2/21/2007 10:08:51 AM 
Name: Ken Usky 
Organization: Town & Country Electric 
PO Box/Street: 
City: Wauwatosa 
State: WI 
Zip: 53222 
Comments: I attended the last set of 
meetings at the Milwaukee County Transit 
Center, and found them to be informative. 
The KRM study group has spent 
considerable time and effort to document 
what they contend is the best solution to 
address an opportunity to infuse more 
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commerce and convenience for the 
business' and residents of eastern 
Kenosha, eastern Racine, and south 
eastern Milwaukee counties. And I think 
they've done a goodjob. I am concerned 
that their proposed source for the revenue 
needed on top of government program 
contributions sucks. The mcUority of the 
construction capital needed would 
hopefully come from several different 
government programs, which I am all for, 
but they propose a "car rental fee" of $15 
per rental be used to make up the balance. 
There must be better resources. I am also 
concerned that the route is along the 
eastern end of all three counties, and does 
not compliment the current building trend 
near the 1-94 corridor. Although I believe 
the new line would have a positive impact 
on the growth of both business and 
residential properties near the proposed 
route, I have serious doubts about it's 
ability to survive long enough for the 
anticipated growth to support it's operating 
costs and make it a worthwhile 
investment. I believe that some way to 
either a) tie the route to the 1-94 corridor, 
b) guarantee long term federal 
government operating subsidies, or c) 
significantly reduce operating costs, must 
be found to make the line a success. 

Dear FTA, 
I am a resident of Racine and I support the 
Kenosha Racine Milwaukee commuter rail. 
On a personal note, I would love to have 
the convenience of transportation to 
Milwaukee and Chicago. More importantly 
for the district, the rail system is 
imperative to the continued economic 
development of SE Wisconsin. In my 
mind, this is a no brainer. Let's cut 
through the red tape, get the funding, and 
get on with it. 
Alix Sanchez 

Sr. Community Relations Representative 
SC Johnson & Son, Inc. 

Racine, WI 53403 

Submitted: 2/21/2007 8: 4 7: 38 AM 
Name: Morris Reece 
Organization: City of Racine 

PO Box/Street: 
City: Racine 
State: WI 
Zip: 53403 
Comments: I am unequivocally supportive 
of the KRM rail project. We are in 
desperate need to have in place within the 
next 5-10 years this type of infrastructure 
that, I believe, will encourage employment 
opportunities. As has been been 
mentioned, there will be a sense of hope 
that our region is willing to assume the 
necessary risks to make what appears to 
be extremely promising a reality. The KRM 
is now more than ever necessary for this 
region to survive and grow. Morris S. 
Reece, Fair Housing Dir. City of Racine 

Submitted: 2/21/2007 10:05:17 AM 
Name: Diana Farris 
City: Racine 
State: WI 
Comments: I support the Kenosha Racine 
Milwaukee commuter rail because 
commuter rail will help Racine attract and 
retain talent, business andjobs; link us to 
Chicago and 1.97 million 
people/customers/labor force; expand arts 
and culture participation and provide easy 
regional access to artistic, cultural and 
technical and support talent. 

Dear FTA, 

I am a resident from Racine. I support the 
Kenosha Racine Milwaukee commuter rail 
because commuter rail will: 
Support and assist in bringing about planned 
development near the KRM station 
Bring about job growth 
Link us to nearly 1 million existingjobs within 1 
mile of the stations between Milwaukee and 
Chicago 
Sincerely, 
Shari Karasek 

Racine, WI 53402 

Submitted: 2/21/2007 9: 53: 25 AM 
Name: Eric Olesen 
Organization: O&H Danish Bakery 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53404 
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Comments: I feel the ability to attract 
business to Racine and southeast 
Wisconsin is positively impacted by 
accessibility to a variety of commuter 
options. The KRM can be one of those 
options to commuters going into and out of 
Racine. I think it will attract new business 
to Racine and southeast Wisconsin. 

Hi, I am a resident of the City of Racine 
and would like to express my support for 
the KRM commuter rail. Racine must and 
is reinventing itself from a manufacturing 
hub to a variety of employment 
opportunities and attractions. KRMs 
mobility is a vital role in this future 
existence from attracting and retaining 
jobs, spur economic growth and reduce 
transportation and parking costs. Again, 
am in support of this link along the 
Southeastern region of WI. 
Thank you, 
Peggy Bell 
CRB Insurance 

Racine, WI 53406 

Submitted: 2/21/2007 9:44:56 AM 
Name: Cheryl Buckley 
City: Racine 
State: WI 
Zip: 53406 
Comments: I am in full support of the 
KRM project. 

Dear FTA, 
I am a resident from Racine and work at a local 

CPA firm. 

I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 

Link us to nearly 1 million existingjobs within 1 
mile of the stations between Milwaukee and 
Chicago 
Needed regional mobility: over 23% of 
households near the urban KRM stations in 
Wisconsin do not have autos. Under-employed 
populations have good access to train station 
locations. 
Provide a safe, reliable mobility option during 
the mC!ior I 94 reconstruction 
Sincerely, 

Michele Jones 

Certified Public Accountant 
Gordon J Maier & Company, LLP 

Dear FTA, 
I am a long time resident from Racine, 
Wisconsin and I support the Kenosha 
Racine Milwaukee commuter rail because 
commuter rail will: 
Bring about job growth 
Spur economic impact for the cities in the 
Southeastern reg ion 
Expand arts and culture participation and 
provide easy regional access to artistic, 
cultural and technical and support talent 
Sincerely, 
Donnie Snow 

Name and Contact information 
Thank you and if you have any questions 
let me know. 
Bonnie B. Prochaska 

Submitted: 2/21/2007 9:38:33 AM 
Name: Chris Larsen 
City: Franksville 
State: WI 
Zip: 53126 
Comments: I am in favor of commuter rail 
between Milwaukee, Racine and Kenosha. 
believe this will add value for all three 
communities by providing a convenient 
transportation resource for residents to 
commute to and from each city. 

Submitted: 2/21/2007 9:05:26 AM 
Name: Linda Naegeli 
City: Racine 
State: WI 
Zip: 53405 
Comments: This is a note in support of 
commuter rail in South-Eastern Wisconsin. 
Commuter rail is an important step in 
connecting the Milwaukee-Chicago corridor 
and strengthen our communities 
economically. I fully support bringing 
commuter rail to our community. 

Submitted: 2/21/2007 9:07:45 AM 
Name: Ray Koukari 
City: Racine 
State: WI 
Comments: This is the most exciting 
project to get off the ground in the 
Racine/Kenosha area! Keep it going and 
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make it happen. It will Change our world! 
Next up the school district overhaul! 

Dear FTA, 
I am a resident from Racine and work for 
Everbrite in Milwaukee. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
Bring about job growth 
Act as a catalyst for developing transit
oriented communities that are 
environmentally friendly 
Spur economic impact for the cities in the 
Southeastern reg ion 
Sincerely, 
Kim Barkow 
Customer Service Specialist 
Everbrite, LLC 

Submitted: 2/21/2007 8:41 :49 AM 
Name: Carol Barkow 
Organization: RAMAC 
PO Box/Street: 
City: RAcine 
State: WI 
Zip: 53403 
Comments: I strongly support the 
development of the KRM train linking 
Milwaukee and Chicago through Racine. 
Our economy needs the long-term strength 
that this train can help build. Carol 
Barkow, RAMAC 

Please accept this email as my 
endorsement of the KRM plans. I grew up 
in the days of the North Shore railroad and 
am thrilled to think we will do this bigger 
and better! 
I intend to expand my business to include 
Chicago when this service becomes 
available! 
Marsha Con net 
Lakeshore Studio 

Racine, WI 53403 

Rail service is needed in this area, 
especially as both population and 
commuting increase! 
Energy costs of private transportation 
make mass-transit viable .... We'll ride, 
often .... 

Here is my vote for the KRM line. It has 
been 43 years for me living in Racine and 
never having good rail transport to 
Milwaukee or Chicago. I hope I do not 
have to wait another 43 years because I'll 
never make it. The cities all lose because 
the population needs this transport. With 
gasoline prices going up and up, why must 
we wait for China to take over our work 
force and our culture. Where do you think 
our people will work, too many jobs are 
done in China now. Get SERIOUS. G. 
Hostak 

The KRM project will be the salvation of our 
struggling city. Am old 
enough to remember the past, commuter trains, 
and a thriving State St., 
and with the successful implementation of the 
above project I look 
forward to that again. We MUST get cars off the 
road and we Must have 
alternative transportation. The KRM project is 
the logical, sensible 
answer for keeping people mobile without "auto 

pollution", Go Metra Betty Larsen 

The proposed KRM line will result (over 
time) in economic benefits to all of the 
communities served. As a current resident 
of Racine, and a former resident of the 
western suburbs of Chicago - living 
between the BN Lisle station and the UP 
West Line Glen Ellyn station I have 
personally seen the benefit that rail brings 
to communities. I firmly believe that the 
KRM proposal will allow those in Racine, 
Kenosha (and the northern suburbs of 
Illinois) access tojobs in Milwaukee and 
the other corridor communities. Likewise 
it will allow people in 
Racine/Kenosha/Milwaukee to live and 
work along the rail corridor. 
Having worked in Naperville, Illinois I know 
that I could get to a train in mid-day, go to 
Chicago's loop for a meeting, and return. I 
have seen Naperville, a town anchored by 
a now shuttered furniture factory (now 
closed) become a prosperous vibrant 
community, boosted by its position on the 
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BN line. In fact Naperville now has 2 
stations. 
Having had the occasion to commute -
there's no comparison between a tense 1 
hour drive - or a relaxing 45 minute rail 
trip - even taking into account time spent 
going to and from the station. I object to 
the bus proposal. Development does not 
happen along bus routes. Buses are 
viewed, rightly or wrongly, as a lower level 
form of transport. the ride is not as 
smooth, and is not nearly as comfortable. 
To those who complain about taxes, and 
wish to use their personal automobile -
they should take into account the huge tax 
levy that maintains our road systems -
and support alternative methods of 
transport for those who don't want to 
drive, or who can't drive. Transport. in 
whatever form is not free. Rail shouldn't 
be totally user fare box supported. Roads 
aren't directly supported by the drivers, 
airports aren't directly supported by the 
airlines or their passengers. 
As I read the newspaper I'm dismayed that 
pressure from local politicians in Milwaukee 
to support the Milwaukee county system 
seems to be a problem. County transport 
should be the responsibility of the county, 
or a regional transport group. For some 
reason Wisconsinites seem to think that if 
it doesn't benefit them individually, they 
shouldn't have to pay taxes for the 
betterment of all. I'm all for whatever 
feasible taxation plan that will support rail, 
including a 1/2 % sales tax, or, better yet. 
a gas tax. I would also support the 
currently proposed car rental tax. 
Commuter rail won't be free, but we need 
it. We can't afford to be without it. 
Robert A. Miller 
Wind Point 

Submitted: 2/20/2007 8: 28: 34 AM 
Name: Thomas Wanat 
City: Wauwatosa 
State: WI 
Comments: KRM is very much needed and 
should have been in place years ago. The 
economic and ecological benefits will help 
all future generations as well as current 
business and health. Please support the 
project! 

Submitted: 2/20/2007 9: 17: 19 AM 
Name: Gwen Miller 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53402 
Comments: Let's be forward thinking and 
move forward with commuter rail. We need 
to think of the future. Trains can run on a 
variety of fuels. 

To Whom it may concern, 
I think the proposed train idea would be 
great for the city of Racine. I am a 24 year 
old women that would definitely use the 
train system. I have lived in Racine all my 
life, I feel that the train system would give 
Racine the opportunity to get more tourism 
into our developing downtown. This could 
only be a positive change for the Racine 
community. 
Thank you 
Andrea Shove 

Submitted: 2/20/2007 12: 56: 58 PM 
Name: Larry Wood 
Organization: Self 
PO Box/Street: 
City: Caledonia 
State: WI 
Zip: 53402 
Comments: As a resident of Caledonia I 
believe the KRM is essential to both 
physical development and economic 
growth for the area. I am disappointed the 
process has taken so very long. The 
current point should have been met when 
the August 2003 report was issued and the 
train would already have been running. 
The area needs KRM, as does business. 
The process should be accelerated to 
ensure KRM operation no later than 2009 
to be running before the 1-94 rebuild. It 
can not start too soon for us residents and 
commuters. 

Submitted: 2/20/2007 1 :06:35 PM 
Name: Ward Lyles 
Organization: 1000 Friends of Wisconsin 
PO Box/Street: 

City: Madison 
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State: WI 
Zip: 53703 
Comments: 1000 Friends of Wisconsin 
would like to express its strong support of 
the Kenosha-Racine-Milwaukee Commuter 
Rail line. Increased commuter rail service 
is a positive step towards a more balanced 
transportation system in Southeastern 
Wisconsin. First and foremost, the KRM line 
will encourage better land use and 
development patterns - particularly the 
redevelopment of vital downtown centers 
with a mixture of offices, retail stores and 
residences near the train stations. The 
development of the KRM line represents 
the first mcUor step in Southeastern 
Wisconsin to reverse the more than 50-
year trend of increasing dependence on 
automobiles and sprawling development. 
Sprawling development is widely 
recognized as a mcUor environmental and 
social problem and is strongly correlated 
with traffic congestion, loss of agricultural 
and natural lands, lower air and water 
quality, increased costs to taxpayers, 
increased rates of obesity and asthma, and 
segregation. In addition to its positive 
land-use impacts, the KRM line will also 
create other benefits for communities, 
businesses, and individuals. For 
communities, increased development in 
downtown areas serviced by the KRM line 
will boost local economies, increase the 
property tax base and increase 
communities' attractiveness to tourists. 
Denser development will also mean that 
local services such as garbage collection 
and snowplowing can be provided to 
residents in a more efficient and cost
effective manner. For businesses, workers 
throughout the region will have increased 
access tojobs. Clients and business 
partners will have increased access as well, 
particularly those traveling to and from 
Milwaukee and Chicago. And, working in a 
community with a vibrant downtown that is 
linked to nearby communities as well as 
regional metropolises is a mcUor draw in 
attracting workers. For individuals, the 
KRM line provides an alternative to 
commuting by car. By allowing for reading, 
relaxing and working while traveling, rail 
systems such as the KRM line allow for a 

more productive, les frustrating commute. 
For instance, families and individuals can 
save thousands of dollars per year by 
reducing their dependence on cars. And, 
inclement weather has little impact on the 
convenience or safety of rail travel. 

Submitted: 2/20/2007 1 :57:47 PM 
Name: Marlene Haigh 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53402 
Comments: I support the KRM project. It 
is needed if we want our city to thrive. As 
much as some residents would like to see 
everything stay the same, the reality is 
that we will only go backwards if we don't 
strive to move forward. 

Submitted: 2/20/2007 3: 08 : 1 9 PM 
Name: Thomas Berger 
Organization: AFSCME Council 40 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53404-7013 
Comments: Southeastern Wisconsin has 
been hit harder than any other area of the 
State injob loss. We desperately need to 
enhance any opportunity to create or bring 
new jobs to southeast Wisconsin. Further 
because Wisconsin has so much to offer I 
believe that young professionals working in 
Chicago or Milwaukee may be entice to 
settle here and raise their families. 
Wouldn't that be lovely! 

Submitted: 2/20/2007 3:23:05 PM 
Name: Keith Hemmig 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53403 
Comments: Part of what drew me and my 
family to relocate from Ohio to the SE 
Wisconsin area, Racine in particular, was 
the close proximity to both Chicago and 
Milwaukee. As a professional that 
frequently visits both downtown centers as 
well as Mitchell airport, it is obvious to me 
the importance and practical value of the 
KRM link. The opportunity for all residents 
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and businesses to take advantage of safe, 
reliable and environmentally friendly 
transportation is an exciting necessity for 
the viability and growth of the entire 
region. My family and I strongly support 
efforts for this project. 

Submitted: 2/20/2007 3: 24: 20 PM 
Name: RAM BHATIA 
City: Racine 
State: WI 
Zip: 53406 
Comments: Please continue to work 
towards the KRM commuter rail goal. This 
is an investment in our community. In the 
ever changing economic environment, 
Racine/Kenosha communities must find 
new ways to better connect with the 
surrounding large metropolis, to encourage 
and facilitate commerce and workforce 
development. affordable, efficient 
commuter rail is the only way to go. Let us 
have vision for the future, and make our 
community an even better place to live. 

Dear FTA, 
I am a resident from Racine and work at 
the Racine County District Attorney's 
Office. Many of the attorneys who work 
here commute by their own personal 
vehicle from Milwaukee. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
* Help Racine attract and retain talent, 
business andjobs 
* Link us to Milwaukee and Chicago and 
1.97 million people/customers/labor force 
* Act as a catalyst for developing transit
oriented communities that are 
environmentally friendly 
* Spur economic impact for the cities in 
the Southeastern reg ion 
* Reduced transportation and parking 
costs 
* Provide a safe, reliable mobility option 
during the mcUor I 94 reconstruction 
Sincerely, 
Patricia Proska, 

Dear FTA, 
I am a resident from Kenosha and work at 
Johnson Bank. I support the Kenosha 

Racine Milwaukee commuter rail because 
commuter rail will 

o Link us to Chicago and 1.97 million 
people/customers/labor force 

o Reduced transportation and parking 
costs 

o Needed regional mobility: over 23% of 
households near the urban KRM 
stations in Wisconsin do not have 
autos. Under-employed populations 
have good access to train station 
locations. 

o Provide a safe, reliable mobility option 
during the mcUor I 94 reconstruction 

Sincerely, 
Frances Rosales 

Submitted: 2/20/2007 4:25:51 PM 
Name: Jessica MacPhail 
Organization: Racine Public Library 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53403 
Comments: We need KRM to expand the 
boundaries of Racine for our residents, and 
to invite into Racine those folks who 
haven't yet discovered us. I want to hop on 
the train to see the Chicago Cubs, see my 
daughter, and Christmas shop. I want my 
family to hop on the train to visit us. I 
want to go to SummerFest on the train, 
and bring guests back to Racine 
afterwards. Jessica MacPhail 

Racine, Wi 53403 

Dear FTA, 
As the former executive director for 

Sustainable Racine and a current board 
member for Transit Now I support the 
extension of commuter rail from Kenosha 
to Milwaukee. 
Knowing how important this link will be to 
Chicago and the economic impact it will 
bring to our region is my primary reason 
for supporting it. This extension will bring 
vibrancy back to our community, increase 
opportunities for jobs, retain our young 
talent and add to the overall enhancement 
of our city that so many people have been 
working on. This extension will be another 
jewel in the crown of Racine. 
Thank you! 
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Bonnie B. Prochaska 
Executive Director 
Jane Cremer Foundation 

Racine, WI 53406 

Submitted: 2/20/2007 4:41 :42 PM 
Name: Lorna George 
City: Racine 
State: WI 
Comments: February 20, 2007 Dear FTA, 
I am a resident of Racine and own a home 
there. I work at the State Capitol in 
Madison and rent an apartment in Madison. 
Earlier in my life and career, I lived in 
Northern California. I support the Kenosha 
Racine Milwaukee commuter rail because 
commuter rail will: • Help Racine attract 
and retain talent, business andjobs • 
Support and assist in bringing about 
planned development near the KRM station 
• Link us to nearly 1 million existingjobs 
within 1 mile of the stations between 
Milwaukee and Chicago During the years 
served on Racine's City Council, (1994 -
2004) we discussed the vital role that 
transit plays in the economy and vitality of 
a community. We began the planning for 
future rail connection and revitalization of 
the area near the Transit Station. Funding 
was allocated for restoration of the historic 
depot. It is now critical that we continue to 
move forward with this vital rail 
connection. Sincerely, Lorna J. George 

Racine, WI 53402 

Dear FTA, 
I am a resident of Racine and someone 

who is extremely interested in 
environmental issues. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
Reduce the number of cars on the road, 
saving on vehicle emissions, 
consequently, reduce the need for parking 
space and additional road development, 
and act as a model for furthering 
environmentally friendly solutions to 
transportation needs. 
Sincerely, 
Melanie Bohl 

Racine, WI 53402 

Dear FTA, 
I am a resident from Racine who works in 
Chicago 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
Help Racine attract and retain talent, 
business andjobs. 
I ncrease our property values 
Act as a catalyst for developing transit
oriented communities that are 
environmentally friendly 
Provide a safe, reliable mobility option. 
Sincerely, 
David Rhoads and Sandra Roberts 

Racine WI 53403 

Dear FTA 
I live in Racine, WI. I am currently on the 
Sustainable team supporting the KRM. I 
am the Manager of Physician Recruitment 
for WFHC - All Saints in Racine. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 

Assist me in my position of attracting 
new physicians to our community 
Help Racine attract and retain talent, 
business andjobs 
Bring about job growth 
Link us to Chicago and 1.97 million 
people/customers/labor force 
Link us to nearly 1 million existing 

jobs within 1 mile of the stations 
between Milwaukee and Chicago 
Build a vibrant globally competitive 
economic region 
Reduced transportation and parking 
costs 
Needed regional mobility: over 23% 
of households near the urban KRM 
stations in Wisconsin do not have 
autos. Under-employed populations 
have good access to train station 
locations. 
Expand arts and culture participation 
and provide easy regional access to 
artistic, cultural and technical and 
support talent 

Sincerely, 
Carol Kamenar 
Manager - Physician Recruitment 
Wheaton Franciscan Healthcare 
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Racine, Wisconsin 53405 

Dear FTA : 
I moved to Racine 18 years ago from the 
Chicago land area. I often take the trek 
down to Kenosha to take the train into 
Chicago for shopping, dining, 
entertainment andjust to have fun. I 
would love the convenience of being able 
to take the train from Racine. How fun it is 
to load up my bike and ride around 
Chicago and the lakefront. How about 
having people from the Chicago area pack 
up their bikes and bike Racine's gorgeous 
lakefront. More than that, I would love 
the people of Chicago to visit this 
wonderful area during the fall, summer, 
and spring and see what great things we 
have to offer here. Racine is bursting with 
arts and entertainment and fine dining. 
Why wouldn't we want to expand our 
economic growth to include another few 
million people? 
I am a commercial property owner 

(multiple properties) in downtown Racine 
and I personally believe that our little city 
is one of the greatest in the country. 
When nationally known speakers come into 
town, they are astonished at what great 
things Racine has to offer! We are ready 
for a big economic infusion ....... I am 
convinced that KRM would help. 
Traffic gridlock .......... reducing pollution from 
automobiles! That in itself should be the 
right reason to commit to rail service. 
Regards, 
Pat levine 
A proud Racine resident 

Submitted: 2/20/2007 5: 21: 35 PM 
Name: Pete Karas 
Organization: Alderman, City of Racine 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53405 
Comments: I write in support of the 
proposed Kenosha - Racine - Milwaukee 
commuter rail project. As an elected official 
in Racine, I have talked to many people 
who believe, as I do, that commuter rail 
will both spur economic development in the 

areas served and reduce the amount of 
people using fossil-fuel burning vehicles to 
travel between cities. Southeastern 
Wisconsin and primarily Racine needs this 
rail project if we are to once again be a 
thriving community as we were in our 
manufacturing hey-day. I believe this 
project would eliminate the need to widen 
1-94 from the Illinois state line to the 
Milwaukee county line, saving valuable 
monetary resources that could be put 
towards clean, cost-effective, 
environmentally friendly rail service. Thank 
you and pleasejoin me in supporting this 
important commuter rail project. Alderman 
Pete Karas Racine, Wisconsin 

I am a resident of Racine County and an 
employee in Downtown Racine who is in 
support of the Kenosha Racine Milwaukee 
Commuter Rail. The addition of KRM will 
bring about planned development andjob 
growth. It will provide a safe and reliable 
mobility option during mcUor 1-94 
reconstruction. And, it will also expand 
arts and cultural participation by providing 
easy access to regional artistic, cultural, 
and entertainment venues. 
Thank you. 

Jean Garbo 
Director of Marketing 
Downtown Racine Corporation 

To Whom It May Concern: 
I am a resident of Racine and a student. 
do not own a car, but I frequently visit 
both Milwaukee and Kenosha and have 
always been disappointed by the lack of 
mass transit between Kenosha, Racine, 
and Milwaukee. I believe that the KRM rail 
would not only bring business to the 
Racine area and support my local 
economy, but also provide 
environmentally-friendly mass transit. 
Please help ensure that this valuable 
service will be in our community. 
Thank you, 
Hannah Roberts 

Submitted: 2/20/2007 6:03:24 PM 
Name: Cherry Wardrip 
City: Racine 
State: WI 
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Comments: The KRM project is immensely 
exciting, an unusual positive for this area. 
With retirement around the corner for me, 
I'm anxious to take the Metra to Evanston 
to visit my granddaughter, to attend 
concerts at Ravinia and to visit Chicago. 
For several years our son and daughter-in
law have taken the train from Evanston to 
Kenosha several times a month where it's 
a short ride for us to pick them up. A 
Somers' station would be even better. I 
moved to Southeastern Wisconsin in 1966 
from Ohio. 1-94 was partly under 
construction then as it still is. I remember 
calling my dad and saying I wasn't going 
home unless there was a boat. Well, the 
boat is in operation now, and the train 
needs to be next. We need this project for 
convenience, sensible growth of the area 
and for personal peace of mind. 

Dear FTA, 
I am a resident from Racine - and am a 
retired citizen. I worked for the Kenosha 
School system for 33 years. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail 
will: 

• Link us to nearly 1 million existing 
jobs within 1 mile of the stations 
between Milwaukee and Chicago 

• Act as a catalyst for developing 
transit-oriented communities that are 
environmentally friendly 

• Needed regional mobility: over 23% 
of households near the urban KRM 
stations in Wisconsin do not have 
autos. Under-employed populations 
have good access to train station 
locations. 

• Expand arts and culture participation 
and provide easy regional access to 
artistic, cultural and technical and 
support talent 

Sincerely, 
Ruth Copeland 

Racine, Wisconsin 53406 

Submitted: 2/20/2007 7:37:29 PM 
Name: Kim Adriano 
Organization: S. C. Johnson 
PO Box/Street: 

City: Racine 
State: WI 
Zip: 53403 
Comments: I am a resident in Racine and 
work for S. C. Johnson. One of my job 
responsibilities includes employee 
recruiting. This role has become 
increasingly difficult over the last few 
years, to find available talent willing to 
relocate to Racine. I very much support the 
KRM rail project as it will 1) assist in 
attracting talent to the area and 2) link 
Racine to the much larger workforce in 
Chicago. Additionally, the KRM rail project 
will further enable economic growth for the 
entire Southeastern Wisconsin region. 
Sincerely, Kim Adriano 

Dear FTA, 
I am a resident of Racine and am retired. 
I support the Kenosha Racine Milwaukee 
commuter rail service. Rail transportation 
is a necessary alternative to increased 
automobile transportation. Subsidies for 
rail now will be an investment toward less 
air pollution and fewer highway repairs in 
the years to come. 
Beverly Friedrich 

Racine WI 53404 

Dear FTA, 
We are citizens of Racine, Wisconsin. 

Canadian by birth, we have had 
opportunities to live in Europe, various 
Canadian provinces and here in the 
Midwest due to work in the Human 
Resource profession. More recently, Viki 
has been involved locally as a Wisconsin 
Realtor. 
WE support the Kenosha Racine 
Milwaukee commuter rail because 
commuter rail will: (pick 3 from below or 
add your own) 
Help Racine attract and retain talent, 
business andjobs 
• Link us to nearly 1 million existingjobs 

within 1 mile of the stations between 
Milwaukee and Chicago 

• Build a vibrant globally competitive 
economic region 

Viki & Bob Ryan 
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Racine Wisconsin 
53402 

Dear FTA, 
I am a resident of Racine County, working 
at SC Johnson. I support the Kenosha
Racine-Milwaukee commuter rail because 
commuter rail will: 
• Help Racine attract and retain talent, 

business andjobs 
• I ncrease our property values 
• Build a vibrant globally competitive 

economic region 
• Act as a catalyst for developing transit

oriented communities that are 
environmentally friendly 

• Spur economic activity for the cities in 
the Southeastern reg ion 

• Reduce transportation and parking 
costs 

• Provide a safe, reliable mobility option 
during the mcUor I 94 reconstruction 

• Expand arts and culture participation 
and provide easy regional access to 
artistic, cultural and technical and 
support talent 

Sincerely, 
• James H. Mueller 

Franksville, WI 53126 

James W. Romanshek 

Racine, WI 53403 
Dear FTA, 
I am a resident from North Bay ( in Racine 
County) and own my own business Racine 
Heat Treating Co., I nc, located in the city 
of Racine. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
• Help Racine attract and retain talent, 

business andjobs 
• Bring about job growth 
• Link us to Chicago and 1.97 million 

people/customers/labor force 
Thank you, 
James Romanshek 

Dear FTA, 
I am a resident from Racine and own my 
own business Racine Heat Treating Co., 

Inc. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
• Help Racine attract and retain talent, 

business andjobs 
• Link us to Chicago and 1.97 million 

people/customers/labor force 
• Build a vibrant globally competitive 

economic region 
Sincerely, 
Gretchen Romanshek 

Racine, Wi 53402 

Submitted: 2/20/2007 9:43:33 PM 
Name: Nancy Tawney 
PO Box/Street: 
City: Milwaukee 
State: WI 
Zip: 53207 
Comments: I endorse this project and 
support its coming to fruition. 

As president of Racine Interfaith Coalition, 
I am submitting RIC's total approval of 
commuter rail. As a faith-based 
organization RIC is working to build 
neighborhoods in Racine. It is the belief of 
our members that commuter rail will bring 
living wagejobs to Racine and allow 
residents without cars to reachjobs in 
neighboring communities. 
No matter how it is funded, it is needed for 
the COMMON GOOD. 
Sincerely, 
Nancy Holmlund 

Dear FTA, 
I am a resident from Racine, and I support 

commuter rail because it will 
• Spur economic impact for the cities in 

the Southeastern reg ion 
• Provide a safe, reliable mobility option 

during the mcUor I 94 reconstruction 
• Expand arts and culture participation 

and provide easy regional access to 
artistic, cultural and technical and 
support talent 

• I ncrease our property values 
Sincerely, 

Esther Letven 
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Racine, WI 53403 

Dear FTA, 
I am a resident of Racine and I support the 
Kenosha Racine Milwaukee commuter rail 
because it will give me access to both 
Milwaukee and Chicago and their cultural 
activities, help to reduce automobile traffic, 
and provide transportation for those who 
either live without personal cars or choose 
not to use them to commute tojobs in 
cities along the rail line. In addition to 
promoting economic growth in SE 
Wisconsin, a rail line is 
also environmentally friendly. 
Sincerely, 
Lynne Leithleiter 

Racine WI 53403 

I support the KRM commuter rail program. 
RI Steve Bulik 

Submitted: 2/18/2007 2:33:41 PM 
Name: Allen Filloon 
City: Racine 
State: WI 
Comments: I support KRM. I believe that 
the Kenosha-Racine-Milwaukee commuter 
link is a welcome alternative to using an 
automobile to commute. Both my wife and 
I commute and would use the system 
instead of driving. 

Submitted: 2/18/2007 2: 54: 59 PM 
Name: Lisa Postles 
City: Whitefish Bay 
State: WI 
Zip: 53217 
Comments: I have not had a chance to go 
to any of the meetings this time, but I still 
support the KRM project. I commute 
between Mil and Racine every day. I would 
use it 3-5 days a week. 

Submitted: 2/18/2007 3:08:57 PM 
Name: Jerry Franke 
City: Milwaukee 
State: WI 
Comments: The Chicago 1 Milwaukee 
corridor is poised for substantial growth. 
Extension of commuter rail is essential to 
the long term benefit of the area. We are 

lagging other urban areas in commuter 
rail, much to our disadvantage as we try to 
compete in the 21 st Century economic 
development 1 job creation arenas. 

Submitted: 2/18/2007 2:56:48 PM 
Name: Bruce Zahn 
City: Racine 
State: WI 
Comments: Linkage of KRM to other 
transportation modes. Support from county 
residents living in West Racine County and 
West Kenosha County will likely continue 
until some effort at including these 
populations in the mix. A variety of East
West linkages should be considered and 
roughed out for inclusion with the KRM 
publications from here-on -out. These 
could involve bus, taxi, shuttle, expanded 
park and ride lots, etc. 

Hi Mr. Yunker, 
I'm John Kelley Magee, I would like to tell 
you that Milwaukee South Side's station 
should change a name to "Bayview". that a 
name in this area for people knows that 
Bayview is near Port of Milwaukee. 
in Great Lake's station should stop for U.S. 
Navy people can goes to Milwaukee. 
instead of transfer at Waukegan, to get to 
Great Lake area, from Milwaukee. 
I would like to stop at Ravenwood's station 
most of the time, if others people like to 
get off near north side of Chicago. 
otherwise their has to get off at Evanston's 
station, then transfer to CTA's L-train to 
get to Lawance Street near Uptown area 
on Broadway Street. 
and from Milwaukee, what is a LAST train 
leave? if people come from Summerfest, 
Bradley Center, Brewers Game, and New 
Year Eve Parties. Thank you! 

Submitted: 2/18/2007 4:21 :04 PM 
Name: Louie Seabolt 
Organization: citizen 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53402 
Comments: I am in favor of KRM. I 
believe it will enhance the total quality of 
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life for the Racine area. The funding 
concept is brilliant. 

Submitted: 2/18/2007 4:21 :04 PM 
Name: Louie Seabolt 
Organization: citizen 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53402 
Comments: I am in favor of KRM. I 
believe it will enhance the total quality of 
life for the Racine area. The funding 
concept is brilliant. 

Submitted: 2/18/2007 6:57:22 PM 
Name: Lynne Leithleiter 
E-mail: 
Organization: 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53403 
Phone: 
Comments: Definitely in favor of a rail 
system to serve SE Wisconsin, and I will 
use it! I already use my car less and less, 
and look forward to someday eliminating 
the need for it altogether. 

Submitted: 2/18/2007 7:03:48 PM 
Name: Anthony Ferraro 
City: Racine 
State: WI 
Zip: 53402 
Comments: KRM is absolutely mandatory 
for SE Wisconsin survival in our 
increasingly global economy. Economically 
connecting Northeastern Illinois and 
Southeastern Wisconsin is necessary to 
reinforce the region as a strong location to 
locate business. KRM is a crucial piece of 
the infrastructure investment. KRM will 
also put the region in line with other fast 
growing, progressive regions competing for 
business investment. KRM is not only 
needed in 3 years, it is needed NOW. 

Submitted: 2/18/2007 6:45:48 PM 
Name: Christian Hansen 
Organization: Sierra Club-- Great Waters 
PO Box/Street: 
City: Glendale 

State: WI 
Zip: 53217 
Comments: To whom it may concern: 
favor the KRM commuter rail line. I do this 
for economic and ecological reasons. 
Ecologically, it comes down to one tail 
pipe(the train's) or those of the millions of 
tail pipes for the millions of cars. 
Economically, the resulting development 
around the train stations will bring 
thousands of homes, hundreds of retail 
establishments, and a healthy new tax 
base for the cities. It's a Win-Win situation! 
What's not to like? Chris Hansen 

Submitted: 2/18/2007 7: 38: 52 PM 
Name: Robert Kairis 
City: Racine 
State: WI 
Zip: 53403 
Comments: KRM is vital to our corridor 
development, it is an answer to a 
demonstrative need for recruiting 
resources to our communities be it 
business, education, or, health care. Each 
of these sectors will be able to draw 
targeted personnel more effectively with a 
viable transit link. Commenting specifically 
on higher education, KRM offers a 
substantive student population an 
attractive "means" to consider our 
academic institutions. 

Submitted: 2/18/2007 7:52:07 PM 
Name: Juliette Dages 
PO Box/Street: 
City: Kenosha 
State: WI 
Zip: 53144 
Comments: I am very excited to hear 
about the transport options, and strongly 
support the Commuter Rail option. In 
addition to adding travel options every 
day, the rail is also an option for 
commuters if and when gas prices go sky 
high, or the area needs to be evacuated. 
Those who are environmentally conscious 
can choose to use public transport. 
Personally I would appreciate the 
opportunity to hop in a train in Somers 
(where I live) for transport to both 
Milwaukee and Chicago. 
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Submitted: 2/18/2007 8: 13: 15 PM 
Name: stephanie hanson 
City: racine 
State: WI 
Zip: 53406 
Comments: Please support the Commuter 
Rail. We need it now and more so in the 
future when more baby boomers age but 
still want to and need to get to other cities. 
Thank you. Stephanie Hanson, Racine, WI 

I am writing to voice my support for the 
Commuter Rail alternative for the 
KRM project, including a stop in Bay View, 
Milwaukee. 
It is my hope that the Regional Transit 
authority can come up with a viable 
financing solution that can make this 
project move forward as soon as 
possible. 
Sincerely. 
Michael Kramer 

Submitted: 2/18/2007 8:12:02 PM 
Name: Louie Arecco 
PO Box/Street: 
City: Somers 
State: WI 
Zip: 53140 
Comments: For the region, the KRM 
Commuter Rail is the most critical and 
economic proposition in dealing with the 
growth and development that will unite 
Chicago and Milwaukee as the largest 
financial Mecca in America. We welcome 
the opportunity of reducing cars on the 
street, sprawl, pollution, unemployment, 
traffic, and the tax rate while increasing 
property values, jobs, income levels, and 
the tax base of the communities where the 
stations will be located. 

I live in Racine, and am much in favor of a rail 
line. I would like to be able to get rid of a car 
and use more public transportation. 

L. Leithleiter 

Submitted: 2/19/2007 7: 13: 1 0 AM 
Name: Louis Rugani 
Organization: Self 
PO Box/Street: 
City: Kenosha 
State: WI 

Zip: 53140-3044 
Comments: Another funding possibility is 
a Transit Lottery, which would be similar 
but unconnected to the current statewide 
lottery system, limited to the involved 
counties, and devoted to the direct 
purpose of supporting all forms of transit 
within itsjurisdiction. 

As a business owner, a Racine resident and 
a concerned citizen, I believe we have no 
choice but to continue forward with the 
KRM option. We need to invest in our 
transportation infrastructure and any 
politician who does not believe in the 
KRM's future as a vital part of the SE 
Wisconsin survival and prosperity does not 
have my vote. 

Stan Postorino 

Submitted: 2/19/2007 8:06:59 AM 
Name: Norman Schultz 
City: Racine 
State: WI 
Zip: 53405 
Comments: I'm all for KRM I think it 
would open upjob options in Chicago and 
Milwaukee to lots of middle class workers 
in Racine, if there was an affordable (the 
Amtrak is not affordable in my view for 
daily use) and although I would not use it 
myself on a daily basis(would not be 
convenient to my work location) I would 
use it to go to Chicago for entertainment 
purposes on occasion 

I am emailing to express my support for 
the KRM commuter rail. Being a young 
professional living in Racine and working in 
Kenosha and attending classes at UW
Parkside, I would love the opportunity to 
keep my car parked in one location all day 
and commute via train. I lived in Oak 
Park, I L for some time and used the Metra 
rail there on a daily basis. It's convenient, 
more economical & environmentally 
friendly, and reduces the stresses often 
associated with commuting via car. 

I also believe the community where I live, 
Racine, has the most to gain from the 
commuter rail coming back to SE 
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Wisconsin. Job opportunities for residents, 
development opportunities and recruitment 
opportunities for businesses, and 
connectivity to Milwaukee and Chicago are 
just some of the many benefits I see for 
KRM. 
Mark Harrod 
Business Banking Officer-Bank of 
Kenosha 

Submitted: 2/19/2007 9:05:30 AM 
Name: Karri Hemmig 
Organization: Homeowners in Downtown 
Racine 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53403 
Comments: Absolutely we are for it! We 
could have lived anywhere around the 
Chicago/Milwaukee area and we picked 
Racine one year ago with this in mind. I'm 
sure there are others like us out there who 
want to live in a small town but be 
connected by rail. Keith and Karri Hemmig 

I can't think of anything that would further 
economic growth and development in 
Southeastern Wis. than the KRM. 
Economic Development Coordinator, Jack 
Vaccaro, City of Cudahy. 

Submitted: 2/19/2007 9:44:23 AM 
Name: Susan Spring 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53406 
Comments: The KRM extension is critical 
to the economic survival of the area. The 
City of Racine has lost thousands of jobs, 
and the community has lost working class 
families. The area is suffering. According to 
the Journal Times, The Racine Unified 
School District has over 40% of its 
students from poverty households, and 
over 50% of the school-age children in 
Caledonia do not attend RUSD schools. 
KRM can help our area by making it easier 
for Racine residents to find employment in 
neighboring communities and KRM can 
help attract talent needed by mcUor 
companies such as SC Johnson and Modine 

Manufacturing. KRM will serve as a catalyst 
to spur growth in our community. KRM is 
an investment in the future of 
Southeastern Wisconsin. Studies indicate 
the KRM will expand the tax base. SC 
Johnson has made it clear that KRM is 
essential for keeping professionaljobs in 
Racine. 

Submitted: 2/19/2007 10:26:49 AM 
Name: Erin Horton 
City: Milwaukee 
State: WI 
Comments: we support transit! we really 
hope this becomes reality!!!!!!! Erin Horton 
and Mark Sirek 

Submitted: 2/19/2007 10:31 :54 AM 
Name: Daniel Risch 
Organization: Lincoln Lutheran of Racine 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53404 
Comments: As a CEO of a human services 
company, employing almost 500 people, I 
am very supportive of KRM. We face a 
critical need for alternative transportation 
to allow skilled workers from the entire 
southeastern Wisconsin region tojoin our 
workforce. I also believe the economic 
benefits to the entire region will boost our 
ability to grow in services in the future. 

Submitted: 2/19/2007 10:39:30 AM 
Name: Virginia Karul 
PO Box/Street: 
City: Racine 
State: WI 
Comments: I believe the KRM is vital for 
Racine's growth. As a household with 
multiple commuters (Milwaukee, Chicago), 
it would be wonderful. Thank you, Virginia 
Karul 

Submitted: 2/19/2007 11: 12: 23 AM 
Name: Anna Pagnucci 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53402 
Comments: I am very much in favor of 
the extended commuter rail service. I am a 
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Caledonia resident. I have used the Metra 
services to Chicago periodically, but service 
into Milwaukee I would use daily. I think it 
would have numerous advantages. Having 
an extended rail service would be great for 
commuters, it would enable more tourist 
options between Chicago, Kenosha, Racine, 
and Milwaukee, it would expand economic 
growth, and it would help the environment 
by cutting down on cars on the roads. I am 
in favor of the commuter rail development 
even if it costs me more in tax dollars. I 
think it is a sound investment. 

Submitted: 2/19/2007 11: 15: 59 AM 
Name: Keith George 
City: Racine 
State: WI 
Zip: 53402 
Comments: I am all for the KRM link, it 
will give Racine a shot in the arm by 
bringing much needed business 
development and employees to our area, 
not to mention that it will connect 
Milwaukee to the entire Chicago Metro 
system. It will put SE Wisconsin on the 
World map! Keith George Racine 

I strongly recommend a commuter rail for 
the area. Havingjust moved from 
Minneapolis and experiencing how 
successful their light rail is, I can see 
the same benefits having a strong and 
positive impact on our area. Please 
consider it. 
Mark Sirek 

Submitted: 2/19/2007 12:27:00 PM 
Name: Ryan Melbard 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53402 
Comments: I would like to say that I 
support the train line that connects 
Kenosha, Racine, and Milwaukee. I live in 
Caledonia and would use this line to go to 
work in Milwaukee everyday. Plus I could 
see myself taking this train to Chicago on 
the weekends. I currently take the 
Wisconsin Coach lines bus to Milwaukee for 
work, but the train offers a more reliable 
means of transportation (and faster). Plus, 

I could easily take the train to other 
destinations. I would be willing to pay 
additional taxes to support this project. 
think the additional development in the 
Racine area will more than offset the costs 
associated with this project. 

Submitted: 2/19/2007 12:41 :24 PM 
Name: Greta Hansen 
PO Box/Street: 
City: Kenosha 
State: WI 
Zip: 53142 
Comments: As a resident of Kenosha and 
aware of the benefits of a KRM Commuter 
Link, I support investment in this proposed 
rail system. Thank you. Greta Hansen, 

Kenosha, WI 53142. 

Submitted: 2/19/2007 11: 58: 25 AM 
Name: Carol Kamenar 
City: Racine 
State: WI 
Comments: If we are to move forward as 
a community - we must promote the KRM. 
I do understand that depending upon 
funding sources, it could potentially be a 
hardship for Racine County residents -
Burlington, Waterford, etc., who will not 
really benefit. I believe that should be 
taken into consideration. 

Submitted: 2/19/2007 1 :11 :06 PM 
Name: Mercedes Dzindzeleta 
Organization: citizen who uses mass 
transit 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53403-1129 
Comments: Provide KRM to us as soon as 
safely possible! Then look for extension of 
commuter links too. I live in Racine and 
use Metra to go places south and beyond. I 
again look forward to using rail to travel; it 
has been "too many years without" rail and 
commuter options. 

Back in the late 1980's myself and several 
other transportation industry officials took 
a look at bringing back the North Shore 
Line as a non-freight high speed intercity 
rail line. If you were thinking money was 
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what killed the plan; that wasn't the case. 
Apathy killed the proposal. Everyone wants 
to drive Their Own Car. But it's the same 
people who are upset with our dependence 
on foreign oil and the metro region air 
pollution. Maybe now the time is right for a 
line between Chicago and Milwaukee 
because Amtrak is not a regional line but 
rather part of a larger rail system. Think of 
regional rail as compared to the large 
airlines with smaller commuter feeder 
airplanes ... doing thejob of moving people 
to the larger hubs. If you look at it this 
way: regional transit makes sense. It 
bringsjobs, keepsjobs and reduces the 
road infrastructure which represents an 
ever growing item that needs a huge tax 
tab to keep in operative condition. 

Respectfully, 
Steve Gorsline, Mgr 
Transportation Associates 

of the North Shore 

Barry Stuart 
wrote: 

As someone living in Wisconsin's main 
gateway, I support the idea of giving many 
in Southeast Wisconsin the choice of local 
service trains. The idea of being able to 
stop in Racine, Kenosha, or Lake County, 
Illinois is a welcome option to me. It's up 
to the average traveler to determine where 
helshe wants to go. On top of that, this 
would be a shot in the arm for Great Lakes 
tourism. 

Submitted: 2119/2007 2:28:48 PM 
Name: Daniel Bogacz 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53402 
Comments: I think it's high time this 
region became connected to Milwaukee 
and Chicago by rail. There should be an 
alternative to the stressful and polluting 
congestion on the highways in our area. 
Daniel Bogacz 

Submitted: 2/19/2007 2:20:34 PM 
Name: Kay Gregor 
PO Box/Street: 

City: Racine 
State: WI 
Zip: 53402 
Comments: Having the KRM is so 
important for the economic, 
environmental, and equity issues: Access 
to morejobs, housing options, mobility for 
all, less dependence on cars and gasoline. 
We are making decisions not only for 
ourselves, but for our children and 
grandchild. We will regret not doing this 
now, as the cost will only increase over 
time and we will have to struggle with this 
issue again in time. Thank you to all our 
visionary leaders who are working so hard 
to make KRM a reality. Kay Gregori Racine 
resident. PS. I wonder if the "KRM project" 
really conveys what this issue is about. 
Maybe to look at the "Branding" of the 
Project. ?? 

Submitted: 2/19/2007 4:16:46 PM 
Name: David Maurer 
City: Racine 
State: WI 
Zip: 53404 
Comments: I am fully supportive and 
enthusiastic about KRM. I believe it is the 
single most important economic 
development strategy we must have for 
the future of Racine County citizens. I am 
the director of our local United Way and as 
such am engaged in efforts to improve the 
lives of children, families and individuals 
who need the assistance of our fellow 
citizens philanthropy in order to become 
financially stable and self-sufficient. The 
KRM project will enable all citizens to have 
more choices relative to employment while 
maintaining their homes in Racine as well 
as bringing more young professionals and 
business interests here to make their 
homes. The relative cost is minimal to the 
benefits we will receive. 

Submitted: 2/19/2007 4:58:57 PM 
Name: Kevin Donahue 
PO Box/Street: 

City: Milwuakee 
State: WI 
Zip: 53202 
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Comments: I fully support the KRM rail 
extension of the Chicago Metra UP-North 
line. I believe that by creating rail transit, 
because of the infrastructure required, you 
will have made a visible statement about 
commitment to the permanence of the 
transit system to locals and to developers 
who will be willing to invest at the stations. 
Nobody will invest in a bus depot or stop 
as it is too impermanent and readily 
movable. Given how the bus 
stops/"depots" in Racine have moved over 
the years, I have no faith in urban 
investment as a spinoff of a bus only 
oriented transit system. What I do support 
is the idea of a regional transit system that 
does hook up to local bus lines, commuter 
parking, kiss & rides, bicycle and 
pedestrian access. I would encourage an 
even loftier goal, a single region wide 
smartcard that would allow a rider to move 
between municipalities and their various 
local transportation systems but use only 
one ticket/pass system. Make it a universal 
transit smart card, one that could have 
additional fare added at machines/stations 
as needed when and where needed. It 
makes public transport even less of a 
hassle. Then I can take a Milwaukee bus to 
the KRM depot, catch the train, stop in 
Racine or Oak Creek, catch a local bus, get 
back on the train, head to Chicago and ride 
the (e)L(elevated train) all with one pass 
and not have to worry about correct 
change or carrying half a dozen different 
cards/pieces of paper I have to fish 
through my pockets or bags for. 

Submitted: 2/19/2007 6:49:48 PM 
Name: Heidi Russell 
City: Racine 
State: WI 
Comments: I am definitely in favor of the 
commuter rail alternative. As a Racine 
resident, I am currently looking for jobs in 
the Chicago area and am hoping not to 
have to move if I find one. My plan would 
be to take the train, but right now I would 
probably take the amtrak from Racine. 

Submitted: 2/19/2007 8:08:57 PM 
Name: Sammy Rangel 
City: Racine 

State: WI 
Zip: 53403 
Comments: I was apart of the Leadership 
Racine 2005 graduation class (Class #7). I 
was a part of the group that began looking 
at potential for the KRM. I support the 
commuter rail 100% coming to our city in 
Racine, WI. 

Submitted: 2/19/2007 9:49:59 PM 
Name: Edward Ciechanowski 
PO Box/Street: 
City: Oak Creek 
State: WI 
Zip: 53154 
Comments: Hello, It is very obvious that 
the only way to go is by train. But we can 
not sit on our bums (Dari airs) as mcUor 
road reconstruction of the I 94 corridor will 
take place very soon and we need to have 
an alternative in place prior to this mcUor 
undertaking. If wejust sit and wait until 
the road construction is over with we have 
just wasted a lot of time and money. 
Please note that in Florida they seemed to 
have found a way to get a mass transit 
system at least operating when the road 
project got underway. people got use to 
the system and are still using it after the 
road project was completed. If you wait 
people are not going to use the system 
because the road project is over with and 
they got through it because they had no 
choice. What you and your committees 
need to do is get off your duffs and talk to 
your blue in the face with Congress, State 
and local officials. Remember the squeaky 
wheel gets the grease. Don't just sit there 
and say well this is the government way of 
doing things. NO that is not the way force 
the issue speak up and be heard and 
congress and al other governments will 
listen. Maybe what you can do is 
remember Teddy Roosevelt saying "speak 
softly and carry a big stick" Anyway 
gentleman and ladies if you want 
something youjust may have to beg for it. 
Ed Ciechanowski 

Submitted: 2/12/2007 7:44:17 PM 
Name: Christian Hansen 
Organization: Sierra Club-- Great Waters 
PO Box/Street: 
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City: Glendale 
State: WI 
Zip: 53217 
Comments: The RTA has recommended 
that an additional 13% tax be placed on 
rental cars and trucks. Does this tax have 
to be approved by the state legislature and 
governor? Should we as citizens be 
lobbying these officials? CP Hansen(Sierra 
Club) 

2/11/07 Good morning 

We completely agree with the article in this 
morning's Racine Journal by Michael Burke. 
Please make this happen. 

B Casey and Bob Kniestedt 

2/9/07 believe that the KRM Commuter 
Link is an idea whose time has come, 
actually it is way past time. This will be of 
benefit to the communities linked to large 
metropolitan areas as to development. 
citizens traveling tojobs or traveling for 
entertainment (museums, festivals, etc.) 
and will benefit the environment by the 
smaller number of cars traveling the 
highways and emitting gases which 
contribute to global warming and air 
pollution. It's a "no brainer" in that the 
benefits are so obvious and I am all for the 
commuter link to happen, the sooner, the 
better. 
Miriam Bugnacki 
Raymond, WI 

Submitted: 2/9/2007 12:48:27 PM 
Name: Ryan Horton 
City: Milwaukee 
State: WI 
Comments: Hello, I love the KRM 
proposal. I live in the City of Milwaukee 
and work in downtown Milwaukee. I would 
use it on the weekends to visit downtown 
Racine (the Racine Art Museum is 
amazing) and downtown Kenosha (The 
Kenosha Public Museum and the lakefront 
is very nice). I might even use it during 
weekday nights to visit the Bayview 
neighborhood in Milwaukee to visit all the 
hip bars and restaurants. I think the train 
will bring in a lot of workers and tourists 

into downtown Milwaukee and would be a 
great alternative to driving. One 
suggestion: Make sure the transit 
connections are good at each stop! Also, 
make sure it is aligned with the 
Metra/Chicago schedule. Please build the 
KRM!!! Thanks! 

Submitted: 2/9/2007 7: 54: 19 AM 
Name: Belle Bergner 
City: Milwaukee 
State: WI 
Zip: 53212 
Comments: I support the KRM commuter 
link construction. We need an affordable 
high speed line between Milwaukee and 
Chicago to encourage non-automobile 
traffic and reduce our carbon dioxide 
emissions. 

Submitted: 2/8/2007 8: 17: 25 PM 
Name: Carla Klein 
Organization: Sierra Club 
PO Box/Street: 
City: Madison 
State: WI 
Zip: 53715 
Comments: The John Muir Chapter Sierra 
Club strongly supports the Kenosha
Racine-Milwaukee Commuter link. The 
worlds leading scientists have reached 
consensus: global warming is real, 
happening faster than predicted, and 
caused by humans. The Intergovernmental 
Panel on Climate Change's conclusive 
report also agree urgent action is needed 
to curb global warming to protect our 
planet. our economy and our children's 
future. We must begin to look to the future 
and promote alternative forms of 
transportation that reduce global warming 
emissions. Cars and light trucks account 
for 40% of U.S. oil consumption and emit 
20% of the nation's carbon dioxide (C02) 
pollution, the heat-trapping gas that 
causes global warming. Because each 
gallon of gasoline burned pumps 28 
pounds of C02 into the atmosphere, the 
average car emits about 63 tons of C02 
over its lifetime - and the average SUV or 
pickup emits around 82 tons. In 
comparison: America's automobiles 
produce more global warming pollution 
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than all the vehicles, power plants, and 
factories in Great Britain combined. It is 
imperative that we begin developing 
alternative forms of transportation. 
According to the Kenosha-Racine
Milwaukee Corridor Transit Study: • This 
commuter rail has great potential to reduce 
peak hour traffic on the area highways 
from 4.1 % - 12.2%, depending on the 
specific highway being addressed .• 
147,500jobs are projected within 1/2 mile 
of train stations in Wisconsin alone and 
540,000 in population are projected within 
3 miles of the planned Wisconsin 
Additionally the KRM will support and 
promote higher density development 
resulting in vibrant, energy efficient more 
sustainable development. On behalf of our 
14,000+ members, we strongly support 
the Kenosha-Racine-Milwaukee Commuter 
project. Carla Klein, Chapter Director 
Sierra Club - John Muir Chapter 

Madison WI 53703-3201 

wisconsin. sierraclub. org 

Submitted: 2/8/2007 7:08:40 PM 
Name:john h. kummer 
City: milwaukee 
State: WI 
Comments: I think that the KRM is going 
to put S.E. Wisconsin in the 21st century. 
With the way the future plans for highway 
construction are going, not only in 
Wisconsin, but also in Illinois; how can we 
possibly say no to this project. Also, right 
now as this project goes on, Chicago is 
being considered for the home of the 2016 
Olympics, Can you imagine what this rail 
service would do for the possible 
consideration of this site? I have seen the 
development in the Chicago region around 
the Metra stations, so I know what the 
potential is as far as development. But, I 
have a question. What are the guidelines 
as far as advertising on the trains 
themselves go? The reason I ask this is, 
with there being a gap in the finances; why 
couldn't the trains be done in sponsors 
logos ( Harley-Davidson, Miller etc.) with 
either a yearly or a one time fee? To end 
this, I hope that this train isn't derailed 

because of some of the negative nellies I 
keep hearing from. Keep up the good 
work, and I'll be at the Feb. 22 meeting; 
and I'll try to get more people on board. 
John H. Kummer 

2/8/07 KRM: 

I am the current President of the Wisconsin 
Chapter of the Society of Industrial and 
Office REALTORS (S lOR), the world's 
lead ing professional 
designation/association of commercial 
REALTORS and because of a previous 
commitment, I am unable to attend the 
hearing tonite. While I only represent 30 
commercial REALTORS, these are the top 
REALTORS within Wisconsin. As such, I 
can immediately tell you that the 
commuter train proposal of extending 
Chicago's METRA beyond Kenosha to serve 
both Racine and Milwaukee offers 
enormous economic benefits to the citizens 
of those communities as well as to the 
citizens of Kenosha and Illinois. The 
benefits far outweigh the costs and should 
be integrated with the existing bus 
systems in each of those communities. 
Those communities should view this as a 
natural extension of their existing bus 
systems linking these three communities to 
the larger Chicago metropolitan market 
place. 

As our populations increase in 
Southeastern Wisconsin, we need to 
become increasingly aware of more and 
more effective opportunities to improve 
public transportation not only for the 
obvious economic benefits but also for how 
it will benefit our collective efforts to 
reduce energy consumption and reduce our 
collective emissions into the earth's fragile 
atmosphere. 

For these reasons, we need strong 
leadership to see this "no brainer" plan 
through to its implementation. This is an 
opportunity where government can be play 
an effective role. Certainly this plan needs 
fiscal creativity and with appropriate 
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restraints but needs to be implemented as 
soon as possible. 

If our current elected leaders cannot see 
the wisdom of this Commuter Rail 
opportunity, we need to get rid of their 
"penny-wise and pound-foolish" attitudes 
and elect others to replace them. As 
leaders within these communities, we need 
to be thinking of energy conservation 
measures that can increasingly bolster our 
existing public transit systems so that they 
will increase ridership and, in effect, 
reduce our overall energy consumption. 
We need to make the public transit 
systems easier to use and more attractive 
to use - not just for those that are less 
fortunate, but for all to utilize more 
effectively. This plan does that! 

Please express my thoughts at the 
hearing. 

For more information on the Society of 
Industrial and Office REALTORS (SIOR), go 
to '!"'!'!c~.!..L!!!J!.!C.!!!.-='-~~~,!,! 

Gratefully, 
SIOR 

Senior Vice President 
NA I MlG Commercial 

Submitted: 2/8/2007 9:27:44 AM 
Name: Jerry Kalbfell 
PO Box/Street: 
City: Kenosha 
State: WI 
Zip: 53143 
Comments: Is KRM going to hire it's own 
employees, or use Union Pacific employees 
as Metra does to operate the trains, track 
repair, clerks and management? 

Submitted: 217/2007 12: 1 0: 41 PM 
Name: Dave Lewis 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53403 
Comments: As a resident of Somers living 
at I would like to express 
my support for the KRM commuter link. I 

think that the potential benefits that it is 
capable of providing to the area will be 
numerous. I also believe that it will help to 
increase viablejobs in the area and help to 
increase property values. Most importantly, 
I believe that it is a small step in helping to 
reduce our country's dependence on oil. I 
have traveled to Europe several times and 
have always been impressed with the mass 
transit systems in place there. Perhaps this 
can be one small step in the right direction 
for our country. 

The Metropolitan Milwaukee Association of 
Commerce is a regional chamber of 
commerce representing nearly 2,000 
businesses that employee over a quarter 
million people. 

The MMAC has a blueprint for economic 
prosperity that we update regularly and 
among its 5 mcUor areas of concern is 
I nfrastructure. Under infrastructure we 
have in 2007 -2009 (as it was the case in 
the past two years) supported the creation 
of an RTA to pursue an extension of the 
KRM Metra (or alternative) commuter rail 
line. We have had a representative on the 
original study group for the KRM and 
remain actively engaged in this matter. We 
believe that this asset would be a positive 
transportation option as well as an 
economic development tool. 

The MMAC and GMC infrastructure and 
transportation committees will meet 
together in March to discuss the transit 
funding issues that are the heart of the 
debate on moving this valuable proposal 
forward. The MMAC has recognized the 
need for transit in general (bus/train) to 
have a different funding source than 
property taxes. Regional transit is needed 
as the historical operations by cities or 
counties, that once made sense due to 
their boundaries defining travel patterns, 
no longer make sense. 
People travel over political boundaries 
frequently and this needs to be reflected in 
the governance of the operations as well as 
the funding. 
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We support the process to move the KRM 
proposal into preliminary engineering. 

Peter Beitzel Vice President MMAC 
February 7, 2007 

217/07 Dear Sir, 
We would like to express our strong support for 
the KRM Commuter Rail 
project. The project make sense from many 
different stand points such as: 

I) Reduced C02 emission to slow down the 
Global Warming 
2) Air quality improvement (reduced emission 
from passenger cars) 
3) Energy conservation -less dependency on 
foreign oil 
4) Boost on local economy 
5) Downtown Racine re-development (revive 
the inner city) 

We are both from Japan where many effective 
train systems keep making a 
difference, and really want to see the KRM 
Commuter Rail happen here. 
Our gratitude goes to all the people involved in 
the project. 
Thank you. 

Ken & Fumi NAKAYAMA 
resident - Racine, WI 

Submitted: 217/2007 9:12:52 AM 
Name: Pamela Jobson 
City: Racine 
State: WI 
Zip: 53405 
Comments: A scam that won't work - who 
will use it? Maybe 10 to 12 people, is it 
worth it? 

Submitted: 2/6/2007 10:23:47 PM 
Name: Diane Lange 
Organization: Racine County Board 
PO Box/Street: 
City: Racine 
State: WI 
Zip: 53402 

Comments: I am in full support of the 
KRM project for both the potential 
economic development boost it will provide 
to SE Wisconsin and the infrastructure 
enhancements it will provide to grow 
greater regional partnerships for our 
community. The KRM transit project will 
also increase potential access for jobs for 
people in our community and reduce on
road vehicle congestion. Racine County 
Board Supervisor Diane M. Lange 

Submitted: 2/6/2007 5:41 :22 PM 
Name: John Weiss 
City: Kenosha 
State: WI 
Zip: 53140 
Comments: I'm definitely a supporter of 
the KRM project. Summerfest, Bucks 
games, Performing Arts Center, etc. would 
be accessible if there were trains that 
coincided with event schedules (arrive 
downtown Milwaukee - 7pm, depart -
10:30pm). Pricing should be similar to 
Metra and should be less expensive than 
driving to Milwaukee: - $5/ride from 
Kenosha ($10 round trip). Gas/parking for 
a Milwaukee Rep event is - 3 gallons + $6 
for parking = - $13/evening) We rarely 
drive downtown Chicago with the 
convenience of Metra. Driving is our only 
choice for Milwaukee. Living on the 
Kenosha harbor and being a season ticket 
holder for Milwaukee Repertory Theater 
and Bucks, we'd certainly prefer the train 
vs. driving if it were available. Thanks, 

Submitted: 2/6/2007 4:26:33 PM 
Name: Thomas Kristiansen 
Organization: concerned citizen 
City: Racine 
State: WI 
Zip: 53406 
Comments: According to the numbers you 
presented at the meeting at Gateway 
Technical College, a general weekday 
number of trips would be 6,700. Figuring 
most of those would be round trips, this 
would serve about 3500 riders per any 
given weekday. With the initial cost of near 
$200 million, that would cost taxpayers 
$57,000 per passenger. This is a complete 

joke, a complete waste of taxpayers 
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money. It is time to realize that commuter 
rail is a boondoglejust waiting to happen. 
That doesn't even count the waist every 
year that this would be in service. We 
already have empty buses, we do not need 
an empty train too. There is a reason all 
new developments are growing around 
McUor highways and not near train 
stations. Stop this NOW! 

Submitted: 1/24/2007 11 :37:41 AM 
Name: John Valaske 
PO Box/Street: 
City: Kenosha 
State: WI 
Zip: 53143 
Comments: (Letter rec'd Jan. 13, 2007) 
Dear Sirs: I am interested in receiving 
material about the proposed train service 
between Kenosha and Milwaukee. I do not 
have internet skills so I need old-fashioned 
paper copies. (Signed) John Valaske 
(return address sticker) John M Valaske 

Kenosha, WI 53143 

Submitted: 1/17/2007 7:56:44 PM 
Name: Curzio Caravati 
Organization: GREEN SOMERS FOR 
METRA 
PO Box/Street: 
City: Kenosha 
State: WI 
Zip: 53140 
Comments: I live on in Somers 
100% in support of Somers Station!!! 
Cannot believe how short-sighted my 
neighbors are - I'm willing to write an 
essay on the advantages of living in 
walking distance from a train station. I was 
born in Switzerland where we have a great 
rail network and lots of people commute by 
rail rather than by car! 

Comments: 1/10/07 Hello, 
I am very excited about the new proposed 
commuter line in SE WI. I am curious if 
the locations of the stations have been 
proposed other than the broad description 
of city i.e. ( cross streets or 
neighborhood, etc). Please add me to any 
email list that you have regarding the KRM. 

thank you 

Richard Slayton 

Comments: 1/9/07 
Good Afternoon 

I attended one of the sessions in 2006 - at 
the Golden Roundel - that provided an 
update on the status of the KRM project. 
During that presentation, an individual who 
is the leader of the Sacramento train, 
provided statistics on a similar project that 
he helped develop outside Boston. I can 
remember the presentation and the 
statistics on economic development were 
staggering. 
I believe that study would provide definite 
and accountable data to support the KRM 
project. For the past 2 days I have suffered 
listening to Mark Belling whine on the 
useless benefits to be gained to create a 
competitor to Amtrak. No one seems to be 
looking beyond dinnertime on the project, 
whereas it does take time to reap the 
benefits of any project. 
Robert O'Brien 
Treasurer - Village of North Bay 

Racine, WI 53402 

Submitted: 117/2007 7: 27: 55 PM 
Name: Michael Clausing 
PO Box/Street: 
City: Milwaukee 
State: WI 
Zip: 53223 
Comments: I originally saw this in the 
Milwaukee Journal Sentinel. I think the 
commuter rail is a great idea and am 
completely behind it. I think that it is very 
important to have some type of public 
transportation as an option and maybe 
even a basic infrastructure for future 
development. 

Submitted: 12/16/2006 10: 25: 20 AM 
Name: Wanda Pye 
PO Box/Street: 

City: Racine 
State: WI 
Zip: 53406 
Comments: As a life-long resident of 
Racine, born and raised, I feel this is well 
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overdue. The economy of our city needs 
this. The people of the this community 
need goodjobs. This rail would provide 
transportation for Racine people tojobs, 
entertainment, and culture outside the 
city. I see myself using it to travel out of 
the city back and forth. I also see residents 
of our neighboring cities stopping off to see 
Racine. The question should not be "should 
it be built?" but "why not?" Connecting 
people, connecting towns, and a better 
Racine economy is what is needed. 

12/14/07: Dear KRM Online: 

I recently read in the Journal Times that 
the KRM proposal has been revised to 
propose a separate rail service running 
between Milwaukee and Kenosha or 
Waukegan, with transfers at one of those 
stations to a train to Chicago. 

While I have concerns about the hassles 
involved in switching trains - which might 
discourage people from taking the train (an 
article in Newsweek on "extreme 
commuting" said that commuting becomes 
more stressful when more transfers are 
involved) - I would support this new plan if 
1.) it will get the commuter rail up and 
running sooner than one line running all 
the way from Milwaukee to Chicago 2.) 
operating costs would be lower and 3.) 
some trains would run to Waukegan, which 
has many more trains running each day to 
Chicago than Kenosha. 
Whatever is decided, I hope that 
construction begins on the commuter rail 
soon. We've had years of talking and 
studies - it's time to start moving! : -) 
Sincerely, 

Submitted: 12/13/2006 9: 14: 55 AM 
Name: Dave Sachs 
City: Cudahy 
State: WI 
Comments: I think this project is great 
and firmly believe having commuter rail in 
this region will have multiple and tangible 
benefits for this generation and future 
generations to enjoy. 

Julie A. Jacob 

Submitted: 12/5/20068:31 :25 PM 
Name: Julie Nicolazzi 
PO Box/Street: 
City: West Allis 
State: WI 
Zip: 53214 
Comments: I include Chicago in the KRM 
corridor as my husband travels from 
Milwaukee to Chicago daily on Amtrak. I'm 
FOR commuter rail as a means of moving 
people through the Milwaukee, Racine, 
Kenosha, Chicago corridor. That stretch of 
freeway does not need, nor can it handle 
any more vehicles, including buses. So the 
alternatives which were mentioned, in my 
opinion, have no value. A separate system 
as would be used with trains would far 
better serve commuters as well as clearing 
the freeway 

Submitted: 11/25/2006 2: 22: 11 PM 
Name: George F Cook 
City: New Berlin 
State: WI 
Comments: Well, I see somebody has got 
a pipe dream again for a commuter line 
that is not cost effective or should I say 
another way for the state to tax the 
taxpayers to death. My name is George F. 
Cook and I'm an engineer on the Canadian 
Pacific Railway, former Milwaukee Road. 
I've worked on the railroad for 41 and half 
years. I started out on the Milwaukee Road 
when every railroad had it's own passenger 
service. At the time I hired out on the 
Milwaukee Road, railroads didn't want the 
passenger service anymore driving 
passengers off to get rid of the passenger 
service. They just wanted to have freight 
service. We don't need another non cost 
effective government fund sucking outfit 
such as the commuter service. We already 
have Amtrak that isn't self sustaining, we 
don't need another tax burden on the state 
of Wisconsin taxpayers. I don't think you 
really realize what costs are involved for 
the commuter service. First, I'm sure, 
you'd have to get the railroad bed worked 
on to bring it up to passenger speed as 
well as the costs of the stations you want 
to have, plus the cost of the rolling 
equipment. Then there's the maintenance 
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cost of the buildings, the roadbed, and the 
rolling equipment. Again, I say the 
taxpayers should not have to pay for your 
pipe dream. If you can't have enough fares 
coming in to cover costs, without stealing 
money from the taxpayers via taxes, then 
you shouldn't have the commuter service 
at all. The taxpayers of Wisconsin pay 
enough taxes without adding more of a tax 
burden than they already have. This is 
especially true in southeastern Wisconsin 
with the Miller Park tax fiasco. 

Comments: 11/25/06 
In the article on the KRM coming to 
Milwaukee it was said that the Metra can 
not come to Wisconsin because they are a 
division of the State of Illinois. Yes, they 
can. There is nothing stopping them from 
doing it. 
Of course, as political boundaries are 
becoming less distinct, they couldjust turn 
it over to a regional entity. 
The other problem I see is that the fare 

need to be a I ittle higher than $2.66 per 
ride. The MCTS is at $1.75. 
Craig M. Pradarelli 

So. Milwaukee, WI 53172 

Submitted: 10/17/2006 8: 14: 58 AM 
Name: George MacDonald 
PO Box/Street: 
City: Ventura 
State: CA 
Zip: 93004 
Comments: When I have traveled from 
California to Milwaukee to visit my family, 
have used the METRA & AMTRAK trains 
from Chicago. I've use the "L" in Chicago 
to reach the train station, which connected 
me to the above. Keep up the good work. 
The system will be successful. A way to 
become less dependant on oil & build up 
the infrastructure. Reminder, the Israelis' 
rebuilt the narrow gauge Turkish railroad 
line, which is how the I OF out flanked the 
Egyptian army in the 73 war. 

Submitted: 1 0/13/2006 9: 25: 36 AM 
Name: Eric Jacobi 
Organization: 
PO Box/Street: 

City: Milwaukee 
State: WI 
Comments: I am in continued support of 
commuter rail as an option for Kenosha
Racine-Milwaukee Commuter Link. It is a 
viable solution to growing transportation 
problems as the link between Milwaukee 
and Chicago becomes more vital. 

Submitted: 10/13/20069:09:37 AM 
Name: Louis Rugani 
City: Kenosha 
State: WI 
Comments: Public support for the KRM 
Line seems to be solid indeed. WLIP AM 
1050 in Kenosha held an online poll in the 
Summer of 2006 asking for input towards 
the concept of commuter rail service 
between Kenosha and Milwaukee Counties 
through Racine County, and 94% of the 
several hundred poll respondents voted to 
indicate their approval. 

Submitted: 10/12/2006 1 :46:04 PM 
Name: Jack Hirt 
Organization: The Bicycle Federation of 
Wisconsin 
PO Box/Street: 

City: Milwaukee 
State: WI 
Zip: 53202 
Comments: On the issue of design of the 
stations, I want to stress the importance of 
bicycle and pedestrian access. Proper 
facilities should be built to assure a safe 
passage for walkers and bikers directly to 
the stations. Also the stations should be 
designed to have adequate space and 
adequate facilities for bicycle parking. 

Comments: 10/1/06 Expansion of Metra 
to Milwaukee is not only desperately 
needed it has been being needed. 
I fully support this project and encourage 
all who are working on it to progress the 
work as rapidly as possible. 
Thank you for your good work. 

John Corey 
Bloomington, I L 

Submitted: 9/22/2006 10:07:29 AM 
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Name: Dave Sutter 
Organization: 
PO Box/Street: 
City: Rochester Hills 
State: MI 
Zip: 48307 
Comments: I am not a resident of 
Kenosha, But my wife is there currently on 
ajob assignment. I have heard about plans 
for a Metra stop in Somers. If this were to 
happen it would be great!!! My wife is 
living close to Somers and to be able to 
take Metra from Chicago right to Somers 
would mean less driving for her to pick me 
up. It would also be great to be able to go 
up to Milwaukee for an evening out. I know 
there is a group of Somers Residents 
opposed to the stop. But I think overall for 
the great mcUority it would be a benefit 
and could definitely bode well for the 
sprucing up of the Sheridan corridor in that 
area, Which I think it greatly needs. 

Dear Commission Members, 

While I will not be able to make the August 22 
KRM connector meeting, I 
wanted to give a heart-felt endorsement to the 
concept of having a KRM 
stop in the neighborhood of Bay View. Although 
I recently moved to Bay 
View, I plan to be here for a long time. Having 
the KRM connector would 
enable me to get to Chicago with ease on a 
regular basis, which would make 
a dream possible for me: to remain rooted in 
Milwaukee and attend graduate 
school at Northwestern University in Chicago. 

Moreover, Milwaukee has long suffered from a 
dearth of good public 
transportation options. While the county bus 
system was at one time an 
award-winning system, it has suffered from a 
spiteful county government 
and the continuing spread of urban sprawl. 
Milwaukee has continued to 
slowly lose population. It is my firm belief that a 
KRM connector to 
Chicago would be a vital component in a multi
faceted reinvigoration of 

Milwaukee. While there are many more parts to 
renewing the city thanjust 
having reliable inter-mass transit, it is vital to 
have it. 

Sincerely, 

Jason haas 
Bay View, Milwaukee, Wisconsin 

Submitted: 8/31/2006 12:18:06 PM 
Name: thadd swiger 
City: kenosha 
State: WI 
Zip: 53140 
Comments: this is stupid. I have no 
concerns about having a train station run 
right next to my house, but I do have a 
problem with you guys paving my house 
down to make a freakin parking lot, when 
you couldjust as easily put it on the west 
side of the tracks. instead of having 100 
pissed off neighbors, you would have 100 
customers. and if you do insist on putting 
up a parking lot on the east side of the 
tracks, there is a beautiful patch of land at 
the end of 9th place that could serve this 
purpose. it would definitely be much easier 
to put everything on the west side of the 
tracks. one road, one parking lot, and 100 
happy people. 

Submitted: 8/21/2006 2: 07: 13 PM 
Name: Brian Peters 
City: Oak Creek 
State: WI 
Zip: 53154-8130 
Comments: Hello; As a resident of Oak 
Creek, and engaged to someone whojust 
began ajob in Chicago, I am very 
supportive of the commuter train option as 
this will allow us the "best of both worlds" 
in commuting to our jobs in Milwaukee and 
Chicago. I've had the opportunity to ride 
the train to/from Chicago, and can attest 
that the trains have usually been filled with 
people on way to work, visiting friends, or 
simply traveling to enjoy the sights. I 
believe it's important to have alternative 
transportation options other than the 
highway, especially for people who cannot, 
or prefer to not, drive, such as people with 

AppendixC Page c- 130 of C- 135 



KRM Alternatives Analysis 
EIS and Project Development Phase 

disabilities, those who are elderly, or even 
people who would prefer to spend the time 
relaxing instead of driving through the city 
traffic. 

Submitted: 8/20/2006 6: 1 7: 04 PM 
Name: Steve & Cherie Uhlenhake 
City: Kenosha 
State: WI 
Zip: 53140 
Comments: Dear KRM, I am writing in 
regards to the Somers proposed rail 
station. I live on 10th street in Somers, 
which is 2 blocks away from the proposed 
station on 9th St. Our neighbors 
distributed flyers and went door to door 
informing each household about this new 
situation that WE DID NOT KNOW 
ANYTH I NG ABOUT. The neighborhood had 
a meeting of our own Sat. August 12. The 
few people who found out about the 
meeting (which was only in the Kenosha 
paper once-Wed. the day before the town 
meeting.) They brought out the maps that 
were supplied and discussed what 
happened at the Somers meeting. None of 
us were informed about your proposal or 
the town meeting. A lot of us do not get 
the Kenosha paper, and were NOT notified 
by the town of somers board that this was 
transpiring. If we had been notified there 
would have been more than 14 people 
present to ask questions. We all agreed 
that the train station was NOT a good idea 
to be placed on the east side of the 
railroad tracks. Too many homes are in 

jeopardy. West of the tracks is farm land 
that was bought by a developer. At this 
time there is NOTH I NG TH ERE EXCEPT 
CROPS! Now why in the world would the 
Town of Somers pass the station with out 
informing the people that it would affect? 
Something is not right here. We vote NO 
train station in Somers at all. Steve & 
Cherie Uhlenhake 

To Whom It May Concern: 8/19 

My name is Kelly Van 8endegom and I own 
a residence located at which 
resides in Kenosha/Somers, Wisconsin. 
Upon my arrival home yesterday, I found a 
flyer in my mailbox regarding a "Concerned 

Citizen's Meeting" to occur on August 19, 
2006. Upon further research I found that 
this meeting is occurring due to the 
proposed addition of a Metra Depot by the 
tracks slightly southeast of my home. 

To be honest, I strongly feel as though 
additional transportation will benefit the 
people of Kenosha, Somers and Racine 
highly as the populations in these areas 
increase. From a personal perspective, if I 
had a mode of transportation with a 
convenient location/schedule available to 
me, I might have considered different 
employment opportunities when job hunting. 
As it is, although my work is approximately 
35 miles from home I still end up commuting 
an hour to and from my employer. Transport 
via Metra could possibly cut this time in half, 
plus eliminate potential driving accidents, 
save on fuel costs, etc. 

The point of this communication is that I 
have had my home for sale for a little over a 
month now. The proposed depot 
could/would/will impact my home sale in 
either a positive or negative way. The 
positive would be if my property is desired 
for either the depot itself or as I noticed on 
the proposal maps for multi-housing 
development. If this is the case, obviously I 
am going to have a hard time attracting 
interested parties other than developers for 
the project and I am writing in an effort to 
expedite my home sale. The negative 
impact of this proposal would be if my 
property is not desired for the depot 
project. The selling points for my home as 
it stands are that it offers a country type 
setting/feel while still being close to 
shopping, schools, etc. These factors 
would be completely eliminated by the 
depot addition and would more than likely 
detract from my home's market value and 
affect me financially. If this is the case, I 
would have to side with those that oppose 
this proposal . 

If you could provide further information to 
me on how my property might/will be 
impacted, I would greatly appreciate it. In 
addition if you could point me to potential 
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purchasers/developers for this project, (if 
my property is included in those desired) 
that would be a big help. 
Thanks in advance! 
Kelly Van Bendegom 

I am a property owner in the Kenosha 
County transit areas. I am concerned that 
we are not promoting enough density in 
the transit areas to foster Smart Growth. 

I admit that at one time I believed in 
promoting low density everywhere but I 
am now more environmentally educated 
and a full supporter of Smart Growth and 
transit area planned density. Commuter 
rail plays a key role in Smart Growth and 
preventing sprawl. With the exception of 
Milwaukee, I am very familiar with all the 
station areas plans and feel that a couple 
of the draft station plans do not adequately 
promote ridership and may become station 
liabilities verses public transit assets. We 
do not need to waste the energy of 
a hundred tons of steel breaking to stop 
and start in Somers and Caledonia or Oak 
Creek if several passengers do not get on 
or off each time. We need to plan density 
to foster ridership. 

We have an opportunity to plan. 
Populations have been projected within 3 
miles of the KRM. Lets make sure that our 
land use plans can foster ridership 
requirements and accommodate the 
projected population growth. We need to 
encourage high density at EVERY station. 
There should be no such thing as low or 
medium density transit stations. Promote 
a successful transit system. End sprawl, 
save fossil fuels and mitigate congested 
highways. Plan for the highest density at 
ALL our transit stations including Somers 
and Caledonia. 

Submitted: 8/13/2006 10:09:53 AM 
Name: Laura Ostrum 
City: Kenosha 
State: WI 
Zip: 53140 
Comments: Being a resident of the Town 
of Somers, residing on , will we 
be directly informed of the final decision on 

the location of the train station? To date 
we have not been adequately informed on 
the plans and progress of the commuter 
rail. 

Dear Sir or Madam, 8/4 
I like the idea of added train service 
between Kenosha, Racine and Milwaukee. 
Whenever I travel to Kenosha, I use Metra 
and for Milwaukee I use Amtrak. Train 
service to towns such as Madison, Eau 
Claire, Fond du Lac and across the Upper 
Peninsula of Michigan would also be good. 
With added train service, I would be able 
to travel more often. 
Sincerely, 
Shane Nodurft 

Submitted: 8/1/2006 12:07:58 PM 
Name: nicholas lajoie 
Organization: marquette university 
City: milwaukee 
State: WI 
Zip: 53202 
Comments: it is CRITICAL that all parties 
involved seek development of the land 
underneath the freeways in the downtown 
area. in regards to the federal critique of 
such development, these buildings could 
be constructed at a low cost and yet yield a 
much higher value than the surface 
parking lots currently existing beneath the 
freeway underpasses downtown. when 
freeway upgrades are necessary, these 
structures may be removed and 
reconstructed, as such freeway repairs will 
only occur once every few decades or so. 
the land and developments may also be 
leased to tenants with the agreement that 
future repairs to the freeway system would 
necessitate the demolishing of these 
structures. with these legal clauses in 
place, the federal government will most 
likely agree to allow development beneath 
the freeway system in the downtown area. 
such developments would be crucial to the 
reconnection of neighborhoods which have 
long been divided from one another by the 
elevated highways above them. 

Submitted: 7/26/20065:01 :28 PM 
Name: Brad Foley 
City: Milwaukee 
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State: WI 
Comments: Will KRM kill the very 
successful Amtrak Hiawatha line? If KRM 
rail moves people between Milwaukee and 
Chicago,just like Amtrak does, will the 
taxpayers have two competing taxpayer 
supported rail lines essentially doing the 
same thing? Stations in downtown 
Milwaukee, Mitchell Airport, and Sturtevant 
have all been renovated or are in the 
process of renovation. If KRM is 
implemented, are those Amtrak stations 
(except for downtown Milwaukee) then 
already obsolete? How many people 
actually commute to downtown Milwaukee 
from Kenosha and Racine? How many 
people on a weekday will actually use, for 
example, a St. Francis station to downtown 
Milwaukee when they can get there on 
local roads fairly quickly already? How will 
KRM rail move people more quickly than 
Amtrak from Milwaukee to Chicago when it 
makes stops at every station in Lake 
County, I L and northern Cook County, I L 
all the way into Chicago? Thank you for 
your time. 

Submitted: 7/2/2006 10: 08 : 04 AM 
Name: Ross Ludwig 
PO Box/Street: 
City: Chicago 
State: IL 
Zip: 60616 
Comments: I was very excited to hear 
about this project about a year ago 
because I am visually impaired and I 
cannot drive. I live in Chicago and I love 
the CTA and Metra. I wouldn't use the KRM 
service daily, but it would be nice to be 
able to visit my friends in Milwaukee for a 
reasonable fare. I read the latest 
developments and I still have no idea how 
close this project is to realization, which is 
somewhat disappointing, but I'm still 
rooting for it. 

Submitted: 6/30/2006 10:47:37 AM 
Name: Dave Karnes 
City: Milwaukee 
State: WI 
Comments: Consider putting a station in 
Milwaukee's Bay View neighborhood. This 
is a dense residential neighborhood with 

many commuters that is currently 
underserved by transit. It doesn't have to 
be elaborate. There are plenty of METRA 
stations in Chicago area that arejust 
platforms. In general, don't over-design 
the stations. Let's keep the costs down so 
we can get this up and running. 

Submitted: 6/28/2006 7:43:05 PM 
Name: Kathleen Nelson 
PO Box/Street: 
City: Village of Mount Pleasant 
State: WI 
Comments: We are more excited about 
Metra through the area than anything else 
that has happened since we moved here 
from the northshore of Chicago in 
September 1992. We would like to urge 
the Village of Mount Pleasant to have a 
station on the line, ideally at Chicory Road. 
It gives the village a presence and a cache 
that nothing else can equal. To not have a 
station on the Metra line will be 
tantamount to not existing. On Chicago's 
northshore there are stops at every village, 
some villages have multiple stops. There's 
no reason not to plan for that here. Build a 
train station and watch the area around it 
explode. We will ride every single day if 
there is a station near Chicory Road. 

Submitted: 6/25/2006 9:05:29 AM 
Name: Dennis Grim 
City: KEnosha 
State: WI 
Zip: 53140 
Comments: As a taxpayer and local 
citizen I fully support this expansion. Often 
conflicts between work and travel prevent 
my attendance to the local open forums. 
The web page, Kenosha News, and email 
updates help me keep abreast. I live and 
work in Kenosha with frequent travel to 
Chicago and Milwaukee. The travel times 
can be distressingly slow and tedious, 
often for no apparent reason. I take the 
train when my daily schedule requires me 
to be in the city all day long, I can leave 
early morning and come home early 
evening. For a shorter day I must drive to 
Waukegan since the service is much more 
frequent from there. This is a shortcoming 
I hope will be addressed by METRA once 
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the new trains are running. Development 
and rehabilitation of the areas surrounding 
these new/r~ uvenated transportation hubs 
continue to impress and amaze. Many, not 
all, of the stations with in the present 
METRA system are in the progress of mcUor 
rehabilitation or new construction. Our 
platform in Kenosha is undergoing exactly 
that type of work. The surrounding areas 
seem to become reborn with shops, 
condos, and places of interest. Our 
waterfront in Kenosha again heralds this 
concept. We will soon see the effects of 1-
94 reconstruction between the state line 
and Milwaukee. If you wish to see a 
glimpse of this upcoming nightmare travel 
south of Chicago on the Dan Ryan 
Expressway or closer to home go visit 
Milwaukee. Forge ahead with this service 
expansion; 'build it and they will come' 
may not be totally appropriate but I firmly 
believe no one will be disappointed in the 
end. This is the right idea at the right time 
in the ri~ht place! Dennis H. Grim 

Kenosha, WI 53140 

To Whom It May Concern: 
I am sending this email in favor of the 
Commuter Rail. It is very 
necessary for us to have this. Let me tell 
you my story: 
My husband and I are the kind of citizens 
you want to keep in the 
southeastern Wisconsin area ... and 
commuter rail will help us stay. I am 
an Ivy League minority professional who 
makes six figures. My husband 
finished law school at Marquette and has 
not been able to find ajob for 
many months. We desperately would like 
to stay in this area -- we love 
Racine -- but his inability to find 
employment pushes us to look at 
other cities. If we had the ability to have 
him commute into Madison or 
Chicago without us leaving the area, we 
would take it. This is a very 
real issue that is at the forefront of our 
minds each and every day! 
Please consider having the rail developed. 
We really need it to sustain 
our communities. 

Sincerely --
Autumn Latimore-Schienke 

Dear FTA, 
I am a resident from Racine and work at 
Johnson Bank. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail 
will: 
Help Racine & Kenosha attract and retain talent, 
business andjobs 
Support and assist in bringing about planned 
development near the KRM 
station 
Bring about job growth 
Sincerely, 
Julie C. Meyer 

Racine, WI 53405 

My husband Bob and I would like to add 
our names to the list of people 
who support KRM. We think this is a vital 
tool to help improve the 
economy of Racine and Racine County. 
Jill and Bob Hartmann 

Jill Hartmann 

Racine, WI 53403 

To Whom It May Concern: 
I am a resident from Racine and own my 
own business as a Realtor with First Weber 
Group. 

I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
Help Racine attract and retain talent, 
business andjobs 
I ncrease our property values 
Build a vibrant globally competitive 
economic region 
Spur economic impact for the cities in the 
Southeastern reg ion 
Expand arts and culture participation and 
provide easy regional access to artistic, 
cultural and technical and support talent 
Sincerely, 
Julie Lang ABR, CRS 
REALTOR & Relocation Specialist 
First Weber Group 

Dear FTA, 
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I am a resident from Racine and work for a 
business in Milwaukee. 
I support the Kenosha Racine Milwaukee 
commuter rail because commuter rail will: 
Link us to nearly 1 million existingjobs 

within 1 mile of the stations between 
Milwaukee and Chicago 
Build a vibrant globally competitive 
economic region 

Provide a safe, reliable mobility option 
during the mcUor I 94 reconstruction 
Sincerely, 
Sue Conway 
Program Manager, KTPA Milwaukee 

Milwaukee, WI 53202 
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