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Hlinais Comimerce Commission
RAIL EAFETY S50TION

STATE OF ILLINOIS
ILLINOIS COMMERCE COMMISSION

WISCONSIN CENTRAL LTD.,

Petitioner,

V. Docket No. T02-0027

ILLINCIS DEPARTMENT OF TRANSPORTATION,

)
)
)
)
)
)
)
)
Respondents. )
)
)
. Petition of Wisconsin Central Ltd. seeking an order of the )
lllinois Commerce Commission directing that an additional )
track and grade crossing be constructed at Touhy Avenue )

(DOT 689-651T) on the Wisconsin Central Ltd. in )
the City of Des Plaines, Cook County, IL. )

NOTICE OF LATE FILING OF EXHIBIT

To: June Tate, ALJ
Henry Humphries, ICC
Michael J. Barron Jr., W.C. Atty. ;
David R. Wiltse, Des Plaines Atty.
Donna McAllister, City Clerk

PLEASE TAKE NOTICE that | have this 18" day of July 2002 forwarded to Mr. Kevin
Sharpe, Director of Processing, Transportation Division of the lllinois Commerce
Commission, Springfield, lllinois, for late filing in the above matter, Department’s Exhibit
1, a copy of which is attached hereto and hereby served upon you. - -
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%@w« EApteo
Stacey C. Hglio =5
Special Assistant Attorney General
2300 South Dirksen Parkway
Room 311
Springfield, lllinois 62764
(217) 782-3215

Counsel for the lllinocis
Department of Transportation

M



.u“\

LN

FROM :

PHONE NO. : Jul. 18 2092 B8:04AM P2
R RO TERNL B RN L JEHT Uk R g e TR W

| |
! ;
| |
! !
|

i
|
i :
: i

:
i !

|
| |

Bureau of Design and
Environment Manual

]

| Hllinois Department of Transportation
/ Division of Highways

ExHBIT# /



FROM :

PHONE NOD.  Jul. 18 2002 28:05AM P3

n—1h-2002 11038 L SERT OF TRENS G s AR L
L W T AL e P Bt

Liivois VERTICAL ALIGNMENT Novermber 1999

33-6.04(b) Design of Urban Profile Gradelines

Laylng out profile gradelines in urban areas often i more complicated thar ta nual areas due 1o limited
right-of-way, closely spaced intersections. existing roadside development, and accommodation of
drainage on owrbed streers including drainage from outside the street  Evaluate the following factors
when developing 1 prefile gradedine on an urban projest:

1. Yenical Curves, Long vertical curves on wrban streets aze generally impracical. ‘The designer
will typleally need to Jay cut the profile gradeline 10 meet existing field conditions, Therefore,
the minimem verteal curve leggths generally are provided on urban strests. Where practical,
locate VPI's at or near the centerlines of cross strasts. For flat urban arsas whers the algehraic
difference in grades is detwzen 0.6% and 1%, use the mimimum length of sag or crest cuxve as
discussed in Sections 33-4,01¢a) and 33-4.02(0) (e L = 0.6 V) At slgmalized apd stop-
controlied intersections, some flattening of the approaches alse may be required for better tratfic
operations.

2. Swrface Drajpape. Urban sweets will ussaily have curbs and guiters, which may complicate the
‘ayout of the profile gradeline to facilitate drainnge. Take special care w0 avoid flar spots whers
water may pond, especially through radius returns. Section 33-2 provides the rinimum gradients
for zurbed strees. In very flax areas, he profile gradeline may be roiled up end down 21 0,3% 1o
3.3% 10 provide the necessary drainags. Also, ses the IDOT Dralnage Manual for guidance on
encrozchment of water onto the travaled way. At intersections, the surface drainage preferably
should be interzepted upsiream of ¢n intersection.

3. Spling Curves. Spline curves can be helpful in laying grades i urban arzas where it is nacessary
t0 meet numerous glevation resrictions in relatively short dismnees, Splie curves are thin,
flaxible pieces of plastic thar can Be bent into agy curved shape. The designer will need to tie
these cutves 1 the profile gradeline ot the beginning and 2nd, Show the elevations aong a spline
curvs at 5-m intervals.

4. Exisring Readside Duveloomems. Where roadside development is extensive. the cross-section
desiga of a cutb and gutter sweet is critical. Ensure adequare drainage Iy providad behiod curbs
and that the profiles for existing driveways ar¢ acceptable.

Esthwork Balange. Balancing sarthwork is typically imprectical in wrban areas, sec Soction
33+6,04(§). An excess of excavation is praferable to the need for bormow. due to the gensrally
higher cost of borrow in urban axeas.
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Intersections

existing driveway conmections. Major controls and design features are discussed in other
reference sources (19, 20. 21), '

RAILROAD-HIGHWAY GRADE CROSSINGS

A railroad-highway crossing, lke any highway-highway intarssction. involves either a
separation of grades or a crogging at-grede. The geometrics of e highway and strmgrure rhat
involves the overcrossing or undercrossing of a railroad are substanttally tho same as those for o
highway grade separation without zamps.

The horizontal and vegtical geometrics of a highway epproeching a wilroad grade crossing
shoonid be construciad in 4 manner that dogs divert driver atienticn 16 roadway sonditions,

Horizontal Alignment

If practical, the highway should intersect the tracks at a rght angle with no nearby
intersections or driveways. This layout znhances the driver’s view of the crossing and tracks,
reduces conflicting vehicular movements from crossroads and driveways. and js preferred for
bicyctists, To the extent practical. czossings should not be located on either highway or railroad
¢urves. Roadway curvature inhibits a driver's view of a crossing shead, and a driver’s aftention
may be direeted toward negotiating the curve rather than looking for a wain. Railroad curvatuce
may inkibit a driver's view down the wacks from both 3 stopped position at the crossing and on
the approach to the crossings, Thosc crossings that are located on both iighway and railroad
curves present fmainteniance probisms and poor rideability for highway teffic due to conflicting
superclevatians.

Whers highways thet are parallel with main tracks intersect highways that cross the main
tracks, there should be sufficient distance between the tracks and the highway intersections to
enable highway tratfic in al} directions to move eapeditiously, Where physically restricted areas
make it impossible to obtain adeguite storage distance betwesn the main tack and a highway
intersection, the following should be considered:

o Interconnsction of the highway traffic signals with the grade crossing signals to enable
vehicles to cleur the grade crossing when u train approaches.

+»  Placement of 2 “Do Not Stop on Track™ sign on ihe roadway £pprosch to the grade
crossing.

Vertical Alignment

¥

It is desirable from the standpoint of sight distance. rideabiiity. braking, and acceleration
distances that the imtersection of highway and railroad be made as ievel as practical. Vertical
curves should be of sufficient length to ensure an adequate view of the crossing.

735
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AASHTO—Gromstriz Design of Hignways cid Streers

In some instances, the readway verzical alignment may not meet acceplable geometrics for a
given design speed because of restriciive topography or limitations of right-of-way. To pravent
drivers of low-clewance vehicles from becoming caught on the acks, the crossing surfice should
be at the sume plane as the wp of the rajls for a distance of 0.5 m [2 #t) cutside the raily. The
surface of the highway should sfse not be mere than 75 mm [3 ia) higher or lower than the top of
aearest rail at 2 point § m [30 ft] from the rail unless wuck superelevation makes a differant level
appropriate, 35 shown in Bxhibir 9-102. Verical curves should b2 used to taverse from the
highway grade to a level plane at the elevation of the reils, Rails that are supervlevated. or a
roadway approach section that is not level, will necessitate a sits specific analysis for rajt

!

D v i I i_w_‘_____ﬁ!'#'g;“‘}?smm
Wy " D g : R e R
£35 in) Jrrace Max.

Nox.

clearances.
, &
Track €
Rail . Y
! A 3m L3I0 £41 Min, o ! ! 8m (30 F47 Mim o }
0.6 m | i 9.6 m v
i , v IR red
-y : }
1 t 1
i : |

t2 7}
|
]

£xhibit 9-192, Railroad-Highway Grade Crossing

Ganeral i

The goometric design of railroad-lughwey grade crossings shovld be made jointly when
datermining the waming devices to be esed. When only pagsive waming devices such as signs
and paverpent merkings are used, the highway drivers are warned oF the crossing location but
must determine whather or not there ars train movements for which they should stop. On the
other hond. when active warning devicas such as flashing lignt signals or awtermatic gates ure
used. the driver is given a positive indication of the presence or the approach of 3 Tain at the
crossing. A large number of significant vantables shonld be considered in determining the type of
warning davice 1o be msialled at a railroud grade crossing. For cemain low-volume highway
crossings where adequare sight distence is not avaitable. additional signing may be nesded.

Traffic conuol devices for railroad-ighway grade eroseings consist primarily of signs,
pavemsant markings, flashing light sigrals, and sutomatic gates. Critevio for design. placement,
installmen:, and operation of these devices are covered in the MUTCD (9), as well as the use of
varicus passive warning devices. Some of the comsiderations for evaluating the need for active
warning devices at a grade srossing include the type of highwity. voiume of vehiculur traffic,
volume of railroad traffic. maximum speed of the railrond trains, purmissible spewd of vehicular
traffie, volume of padestrian waffic, crash history, sight distance, und geometrics of the crossing.
The potantial for coarmplete slimiration of grade erossings without active waffic control devices
{e... closing lighty used crossings and imstalling sctive devices at other more heavily used
crossings) shou!ld be given prirne considersion.
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These guidelines are not ali inglusive. Sftuations not covered by thess guidelines should b
evaluated using good engineesing judgment. Addidenal information on railroad.kighway grede
crossings can be found it various published sources (22, 23, 24, 28, 26, 27).

Numerous index formulax have been developed to assess the relayive conflict potential at
railroad-highway grade crossings on the basis of varicus combinations of its charactsristics,
Although no single formula has univarsal acceptance, each has its own values In establishing an
index; when used with sound engineering judgment, cach formula pravides a basis for 2 selection
of the type of waming devices 10 be instalied at 2 given crossing.

The geometric desigo of a reilroad-highway prade crossing involves the clemems of
aligzment, profile, sight distance, and csoss section. The appropriate design may vary with the
type of warning device used. Where signs and pavetent markings are the only means of warning,
the hightway should cross the railroad at or nesrly at right angles. Even when flashing lights or
aytomatic gates are used, small intersection angles should be aveided, Regardless of the type of
coptrol, the roadway gradient should be flat at and zdjacent o the railroad crossing to permit
vshicles to stop, whet: necessary, and then proceed across the tracks without difficudty.

Sight distamce is & primary coosideration at crossings withouwt train-activated warping
devices. A cornplete discussion of sight distance at grade crossings can be found in two published
sqruwes (24, 27).

Az in the case of 2 highway intersection, there are several events thar cin ocour at a raifroad-
highway grade intersection without trainvactivated warring devices, Two of these events related
to detepmining ths sight distancs are;

o  The vehicle operator can observe the approaching watn in a sight line that wilt allow the
vehicle to pass through the grade crossing prior 1o the train's amival at the crosaing,

¢  The vehicle cperator can cbeervs the approaching ain in 2 sight line that will permit
the vehicle to be brought to a stop prior to ancroschment in the crogsing area.

Both of these maneuvers are shown as Case A of Exhibit 3-103. The sight triangle consists
of the two major legs (i.e., the sight distance, dy, along the tighway and the sight distance, dy,
along the raiiroad racks), Case A of Exiibit 9-103 indicates values of the sight distances for
various speeds of the vehicle and the train. These distences aze developed from two basic
formulas:
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PROOF OF SERVICE

The undersigned hereby certifies that a copy of the foregoing instrument was
served upon the addressees listed below by mailing a true and correct copy via first
class mail, postage pre-paid and depositing the same in the United States Mail,
Springfield, lllinois, this 18" day of July, 2002:

Liar, L %@é{

4

June Tate

Administrative Law Judge
State of lllinois Bldg.

160 N. LaSalle

Suite C-800

Chicago, lllinois 60601-3104

lllinois Commerce Commission

Attn: Henry Humphries

527 East Capitol Avenue :
Springfield, 1L 62701

Mr. Michael J. Barron, Jr.
Counsel

Wisconsin Central Lid.

455 North Cityfront Plaza Drive
Chicago, IL. 606011-4400

Mr. David R. Wiltse
City Attorney

City of Des Plaines
1420 Miner

Des Plaines, IL 60016

Donna McAllister

City Clerk

City of Des Plaines

1420 Miner Street

Des Plaines, IL 60018-4400



