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Introduction and Background 
Located at Mile Marker 198 on the Illinois River, the Port of Henry, Illinois, is strategically located in the 
heart of agricultural and industrial North Central Illinois. With barge, rail and truck access, and a short 
drive to several interstate highways, the Port of Henry (Port) will provide area companies needing bulk 
and project cargo transportation an efficient, cost-effective option. The Port is a partnership between the 
City of Henry and Ozinga, the Mokena-based firm that has been mining aggregates out of a former farm 
field adjacent to the Illinois River for several years.   

The City of Henry (City or Henry) is undertaking a Port of Henry Master Plan designed to support the 
creation of an economic development engine that will help drive the region in the years to come. The goal 
of the Port of Henry Master Plan is to identify and prioritize projects that can support the development of a 
new river port being created from an aggregate mining operation adjacent to the Illinois River. The plan 
was funded by the Illinois Department of Transportation (IDOT) as part of a series of local marine planning 
efforts. 

The Port of Henry and Marshall County are located within the “Heart of Illinois” Regional Port District 
(HIRPD) where marine transportation plays a significant role within the regional economy. In 2021, it was 
estimated that marine cargo activity directly or indirectly supports 27,624 jobs with earnings totaling 
more than $1.6 billion dollars and nearly $2.7 billion in value added activities and $5.8 billion of total 
output.1 These employment and output totals are higher than any other port district within Illinois and 
represent roughly six percent of the state’s total. The HIRPD is concurrently conducting a Regional Port 
District Master Plan and Implementation Strategy Plan for the six counties within its jurisdictional 
boundaries.  

The expansion of port facilities and capabilities in the northern portion of the district will open a window 
to significant economic development opportunities in several markets and services key to the Illinois 
economy. Situated to the south of the Starved Rock Lock and Dam and to the north of the Peoria Lock 
and Dam, the Port of Henry is virtually materializing from the extraction of gravel. The City of Henry has a 
long and rich history as a river town with the distinction of being the location of the first lock and dam on 
the Illinois River. As a result of on-going gravel extraction by Ozinga Materials and Logistics, port capacity 
is progressively being expanded. This new port is emerging at a time when solid waste, agriculture, wind 
energy, construction and other industries are seeking ways to lower costs, be more resilient, and address 
the persistent truck driver shortage. 

Barge transportation provides a low-cost option for moving vast quantities of heavy bulk materials to and 
from the nation’s agriculture and industrial heartland. Barge transportation is especially important to the 
competitiveness of Midwestern farmers competing in a global market. The Mississippi and Illinois Rivers 
are the primary waterways for moving agriculture and farm products in the U.S. which trail only crude 
materials (i.e., aggregates including sand, gravel, rock; forest products; ores and steel waste/scrap) and 
coal products in terms of the top commodities moved by barge through the lock system.2  

 
1 Illinois Marine Transportation System Plan and Economic Impact Analysis. Illinois Department of Transportation. 
https://idot.illinois.gov/transportation-system/transportation-management/planning/marine-
transportation/marine-transportation.html  
2 U.S. Army Corps of Engineers Lock Performance Monitoring System: Annual Usage Report 
(https://ndc.ops.usace.army.mil/ords/f?p=108:1::::::) 

https://idot.illinois.gov/transportation-system/transportation-management/planning/marine-transportation/marine-transportation.html
https://idot.illinois.gov/transportation-system/transportation-management/planning/marine-transportation/marine-transportation.html
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From a barge transportation perspective, the Mississippi River System (MRS) is made up of the Upper and 
Lower Mississippi River and several tributaries including the Arkansas, Illinois, Missouri, and Ohio Rivers. 
The Upper Mississippi consists of the portion between St. Louis, Missouri and Minneapolis, Minnesota. A 
series of 29 lock and dam structures allow commerce on the Upper Mississippi. There are no lock 
structures below St. Louis and the river south of St. Louis is considered ice free year-around. The bar chart 
below (Exhibit 1) displays total tonnage passing over particular segments on the Mississippi and Illinois 
Rivers. The blue bars at the top portion of the graph show three locations on the Upper Mississippi River 
starting with the head of navigation in Minneapolis, Minnesota, the section between lock and dam (L&D) 
25 and the confluence of the Illinois and Mississippi Rivers, and section to the south of the confluence to 
the Mel Price L&D at Alton, Illinois. The middle bars show four sections of the Illinois River: 1) Between its 
mouth at Grafton, Illinois to the Lockport Lock and Dam, 2) Between Lockport and the split between the 
Chicago Sanitary and Ship Canal (CS&SC) and the Calumet Sag Channel, 3) The CS&SC, and 4) The Calumet 
Sag Channel. The lower section of the chart shows three points along the Lower Mississippi River where 
barge traffic converges as tows make their way to the Gulf of Mexico. Volumes on the Illinois River 
totaled roughly 32.4 million tons in 2021 while both the CS&SC and Calumet Sag totaled nearly 4.3 million 
tons.   
Exhibit 1 Barge Commodity Volumes from Sample Locations on the Illinois and Mississippi Rivers 

 
Source: U.S. Army Corps of Engineers and Quetica 

Farm Products comprise nearly half of all commerce on the Mississippi River, and 30 percent of the 
commodities moving on the Illinois River (Exhibit 2). Coal represents less than one percent of the 
commodities moving on the Illinois River versus 21 percent on the Upper Mississippi River and six percent 
on the Lower Mississippi. The low volume of coal moving on the Illinois River is not surprising given state 
law makers in 2021 passed a law that eliminates coal fired plants by 2030. Crude materials are the second 
largest commodity moving on the Illinois River at 23 percent of total flows and include wood products, 
aggregates and stones, metals, non-metallic minerals, salt, scrap, and other similar products. Petroleum 
and petroleum products accounted for 18 percent of river commerce while chemicals represented 16 
percent. 
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Exhibit 2 Commodity Composition From Sample Location on the Illinois and Mississippi Rivers 

 
Source: U.S. Army Corps of Engineers and Quetica 

The Port of Henry Port Master Plan is a three-phased study highlighted in Exhibit 3 Phase 1 of the Master 
Plan sought to discover information from previous related study efforts, engage in conversations with 
regional freight stakeholders, and assemble and analyze the data resources required to build the Port 
Henry Region Supply Chain Optimization Model (PHRSCOM). PHRSCOM data inputs include an inventory 
of the road, rail, and inland waterway networks and the locations where freight can transfer between 
modes (the supply); the flows of raw materials, intermediate goods, and finished products moving 
through supply chains (the demand); and benchmarks related to costs paid and equipment used to move 
freight derived from private sector shipment records.  
Exhibit 3 Port of Henry Port Master Plan Three-Phased Process 

 
Source: Quetica 

Phase 2 focused on using the PHRSCOM to identify future opportunities at the Port of Henry. 
Optimization models are a math-based approach using AI and big data to find the optimal solution to 
complex problems. These models have become a common planning tool among private sector shippers 
and carriers for strategic site location and operational planning to minimize costs, maximize efficiency, 
and prioritize investments. When adapted to public sector freight networks, the methodology extends 
beyond a single company’s supply chain to understand how freight, aggregated across all supply chains, 
currently flows over the region’s multimodal freight network (the baseline), how freight would flow 
through an unconstrained network (the Greenfield Analysis), and how changes to the network, such as 
the introduction of the Port of Henry, would impact the use of modal services by regional shippers (the 
“What-if” Scenario). The approach is demand-driven, allowing agencies to measure supply chain 
performance, adapt to changing environments, and identify freight network investments that increase 
speed, improve reliability, and lower total costs for regional shippers. Model outputs are quantifiable 
metrics that provide the business case for public and private investment. 
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Phase 3 focused on taking the information collected in Phase 1 and the results from the modeling effort 
in Phase 2 to evaluate port operating models and to identify regional port partners and potential sources 
of funding available to the City as it develops its port property and supporting infrastructure. Phase 3 also 
produced planning documents for the City of Henry to use as it develops the Port:  

• Land Use Plan with recommendations for future developments consisting of conceptual 
engineering drawings and associated costs for priority developments. 

• Target Industry Analysis and Marketing Plan that identifies industries to target based on the 
existing assets and strengths of the region and outlines strategies, tactics, and success metrics to 
focus on over the short-, medium-, and long-term.  

• Business Case development for infrastructure investments based on targeted industries use of 
the Port of Henry for moving goods into and out of the region including volumes, transportation 
cost savings, and public benefits. 

While previous technical memorandums presented findings of the discovery process in Phase 1 and the 
modeling process and data analysis of Phase 2, this final report presents the marketing and implementation 
plans from the development process of Phase 3, while also summarizing key findings from earlier phases. 

The remainder of the report is organized as follows: 
• Overview and findings from Phase 1 including a summary of the previous plans and studies, the 

stakeholder outreach completed as part of this master plan, the commodity flow analysis, and the 
economic profile of the Port of Henry region. 

• Overview and Findings from Phase 2, including a summary of the data modules supporting the 
PHRSCOM, network optimization methodology and assumptions, and results from the optimization 
modeling related to the Barge Transload and Rail Transload what-if scenarios. 

• Overview and findings from Phase 3 including the land use plan; business cases for three prioritized 
commodity groups; marketing plan with strategies, tactics, and performance metrics; and an 
overview of port operating models for the City of Henry to consider. 

• Concluding remarks and recommendations for the Port of Henry. 

Phase 1 Discovery 
Phase 1 included a review of prior state and regional planning studies to gain an historical and 
environmental context of the region. Stakeholder outreach was completed to gain an understanding of 
current perspectives on market conditions, potential future industrial activity at the Port of Henry, and 
regional transportation network needs. Analyses of current and forecasted regional commodity flows and 
economic base were conducted to identify key industries, trade partners, and supporting freight 
transportation infrastructure and supply chains connecting shippers in the Port of Henry region with their 
suppliers and final markets.  

Previous Plans and Studies 
The consultant team gathered prior planning efforts through web searches of regional communities and 
meetings with the port development committee. The study team identified ten prior land-use, water 
quality, freight, and special study efforts by local, regional, and state agencies. The list of prior plans 
reviewed is shown in Exhibit 4. 
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Exhibit 4 List of Prior Planning Documents Reviewed for the Port Henry Port Master Plan  
Planning Document Title Date 

1 2013 Henry Comprehensive Plan Apr-2013 
2 Middle Illinois Basin Water Supply Planning: Public Outreach & Collaboration Report  Jun-2018 
3 Water Supply Planning: Middle Illinois Progress Report Feb-2016 
4 Peoria Lakes Comprehensive Conservation Plan Oct-2019 
5 Illinois State Freight Plan Dec-2023 
6 Illinois Marine Transportation System Plan  Mar-2021 
7 Illinois Long Range Transportation Plan Feb-2019 
8 City of Chicago Waste Strategy, Existing Conditions: Waste in Chicago Jul-2021 
9 Illinois Landfill Disposal Capacity Report Jun-2023 
10 Brandon Road Interbasin Project, U.S. ACE On-going 

  
Key Takeaways from Prior Plans Review 

• The City of Henry and its residents view the Illinois River as an important asset for tourism, 
recreation, and commerce. The Illinois River is also referenced in prior comprehensive plans as 
Henry’s greatest asset, noting that an emphasis should be placed on riverfront cleanliness and 
accessibility.   

• Land designed or zoned for industrial use was identified as areas north of the City of Henry: “The 
character of the areas is industrial and is suitable for this type of growth. The area is zoned for 
industry and rail and river access are available making the area an ideal place for industry to 
locate.” Another area identified for commercial or light industrial development was southwest of 
the city along Route 29. Having direct access to a transportation system is beneficial to a 
business, and locating along Route 29 would achieve this. 

• Previous water quality studies conducted in the region found that Lake Michigan diversion has 
substantive impacts on the availability of water in the Illinois River, especially during low flow 
periods. Water availability on the Illinois Waterway during drought conditions is also influenced 
by the operation of locks and dams. Surface water is heavily utilized along the Illinois River by 
industries, with the largest withdrawals in the past for non-consumptive use by power plants. 

• In 2022, the eight county Chicago Metropolitan Area3 generated nearly 10 million cubic yards (cy) 
of municipal solid waste (MSW) while the City of Chicago alone generated over 4 million tons of 
MSW in 2020. Currently, only about 10 percent of Chicago’s municipal solid waste gets recycled, 
with the remainder going to landfills. The Illinois Landfill Disposal Capacity Report indicates the 
total remaining capacity in the Chicago Region is just 18.6 million cy, far less than many other 
regions in the state. 

• Illinois understands both the important role transportation plays in supporting the economic 
vitality and quality of life for residents and businesses in the state as well as its place at the center 
of the nation’s freight network providing key linkages not only for Illinois residents and business 
but also those across the U.S. The state’s vision for its transportation system, as outlined in the 
Illinois Long Range Transportation Plan (LRTP), is to provide innovative, sustainable and 
multimodal transportation solutions that support local goals and grow Illinois’ economy. 
Performance of the state’s transportation system is measured against five goals: 

 
3 Illinois EPA Region 2 is made up of McHenry, Lake, DuPage, Cook, Kane, Kendall, Grundy and Will Counties. 
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• Economy – Improve Illinois’ economy by providing transportation infrastructure that supports 
the efficient movement of people and goods. 

• Livability – Enhance the quality of life across the state by ensuring that transportation 
investments advance local goals, provide multimodal options, and preserve the environment. 

• Mobility – Support all modes of transportation to improve accessibility and safety by 
improving connections between all modes of transportation. 

• Resiliency – Proactively assess, plan and invest in the state’s transportation system to ensure 
that our infrastructure is prepared to sustain and recover from extreme events and other 
disruptions. 

• Stewardship – Safeguard existing funding and increase revenues to support system 
maintenance, modernization, and strategic growth of Illinois’ transportation system. 

Stakeholder Outreach  
Involving key stakeholders in the Port of Henry Master Plan process was an important activity designed to 
ensure that future infrastructure decisions are made in “consideration of and to benefit public needs and 
preferences.”4 One of the primary goals for engaging stakeholders in this effort was to provide an 
opportunity for those likely to be impacted or affected by project outcomes to participate in and provide 
input to the planning and project identification process. For this freight centric planning effort, 
involvement by the business community was important. The Stakeholder Outreach Plan developed for the 
Port of Henry included targeted interviews with regional businesses, as well as several public meetings 
open to any attendees. 

The goal of business outreach efforts encouraged stakeholders to share their knowledge and perspectives 
about regional infrastructure conditions and existing supply chain operations. Participants were also 
encouraged to share their thoughts about the challenges and opportunities affecting transportation, 
quality of life, and economic development in the region.   

Regional Stakeholder Forums 

Twenty-four stakeholders attended the Port of Henry Port Master Plan kick-off meeting on August 23, 
2023, hosted by the City of Henry and Ozinga at the site of the future port. Attendees represented 
various interests including the City, area businesses, Marshall County, the Illinois Department of 
Transportation, the regional council of governments, and elected officials or their representatives. 
Stakeholders’ ideas about a future vision for the Port of Henry included: 

• To be an economic driver that not only generates sustainable revenue for the city but also 
benefits the region with jobs 

• To provide economic development in a relatively safe environment 
• To become a thriving multimodal commerce hub open to all to move materials and goods in and 

out of the region and attracts diverse industrial tenants 
• To make the best of use the Port for economic and environmental benefits 

 
During the interactive kick-off meeting, the consulting team led participants through a community 
Strengths, Weaknesses, Opportunities and Threats (SWOT) exercise. Exhibit 5 provides a summary of the 
SWOT responses. Identified strengths included items related to the community, such as the City’s local 
leadership, strong business relationships, and its geographic location with access to transportation assets 

 
4 FHWA Public Involvement web page: https://www.fhwa.dot.gov/planning/public_involvement/ 
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like the river, rail via the Iowa Interstate Railroad (IAIS), and Interstate 180. Also noted as a strength was 
the relationship between the City and Ozinga which has led to the ongoing private development of the 
Port without government funding.  

Conversely, identified weaknesses related to the community included recent losses in the region’s 
industrial base, a lack of housing to accommodate future growth, and a declining labor force paired with 
an aging population. In terms of the port itself, participants noted the need for a long-term plan, the need 
for a coordinated communication strategy, the length of time to fully develop the port, the lack of access 
to capital for forging a public-private partnership, and the lack of infrastructure to support growth at the 
Port of Henry with roadway access cited as a specific example. 

Participants communicated a number of opportunities that the Port of Henry development presented to 
the community. These were heavily focused on being able to recruit industry and businesses to the City of 
Henry and the Port’s adjacent properties with mid- to large industrial and agricultural companies and 
potential new manufacturing plants related to the reshoring trend of bringing operations back to the U.S., 
being a particular opportunity. The Port was also seen as an opportunity to provide funding to the City, 
while the U.S. Economic Development Administration (EDA) funding programs were noted as being able 
to assist in both freight and passenger rail services. 

The community identified a number of threats to future port development. Participants noted barriers 
between stakeholders which could limit grant-funding. Threats related to private sector adoption of 
barge usage within supply chains included lock and dam improvement projects which shut down river 
transportation for long periods of time, changes in weather patterns resulting in river level fluctuations 
(high- and low-water), a global geopolitical environment dealing with trade wars, and a reluctance to 
make changes to current routes and modal usage. Participants also listed citizens being skeptical of 
specific types of goods moving into and out of the Port, regulations, and the potential loss of agricultural 
land as additional threats. 

The Kick-Off meeting’s SWOT Analysis was supplemented with a second round of feedback provided at a 
community meeting in December 2024. Identified strengths echoed those of the original SWOT Analysis 
including the Port of Henry’s location within the largest Illinois River pool, its access to other 
transportation assets like road and rail, and the intersection of agriculture and industrial base within the 
region. The community’s leadership, and specifically it being an advocate for Central Illinois, was also 
noted along with regional port district leadership as being a strength. Lastly, the community was 
identified as a strength with a hardworking labor force. 
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Exhibit 5 Port of Henry Regional SWOT Summary 

 
Source: Quetica 

The Port of Henry’s location was also noted to be a weakness, however, as it is situated too close to 
Hennepin, Illinois, and too far from Chicago, Illinois. Inadequate road and rail infrastructure to support 
movement through the port was noted along with the state’s challenging business environment, a lack of 
awareness from potential port tenants and users, and a lack of workforce and workforce development 
programs related to port and industrial jobs. Lastly, while the City’s leadership was found to be a 
strength, it was also seen as a weakness as council members can change every two to four years bringing 
a potential loss of institutional knowledge and change in priorities. Participants did state that a master 
planning document could assist in mitigating these weaknesses. 

Community members felt the amount of available land adjacent to and in close proximity to the Port was 
an opportunity the City could leverage to foster economic growth. In addition, marketing efforts were 
noted as a way to bring leads from potential companies to locate in the City of Henry, as was the 
opportunity to leverage the region’s low costs when compared to large cities. Lastly, participants noted 
the opportunity to use development upriver to bring in new industries and Port users to Henry.  

Similar to the initial analysis, fluctuating river levels, geopolitics, and a lack of available funding were seen 
as threats, as were the potential permitting needs related to hazardous materials and specific industries. 
The state’s regulatory environment and unfriendly business climate were also seen as threats. 
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Public Officials Forum  

As part of the planning process, a virtual meeting was conducted with local officials from within and 
nearby the defined Henry Study Region. Invitees included public officials, economic development 
organizations, waterway organizations, and agriculture organizations. Thirteen people were invited and 
six attended. One responded that he was unable to attend but was interested in participating going 
forward. There was no response from the remaining six invitees, for a 46 percent participation rate. 
Additionally, five members of the consultant team and the Mayor of Henry participated in the meeting. 

When asked about the needs of the region related to economic development and freight transportation, 
participants suggested more public river access and transload options, especially in the southern part of 
the region. While there are several private river terminals owned by a single business, there are no 
publicly available river ports for smaller shippers, noting a general lack of public land adjacent to the river. 
In this regard, the City of Henry is an exception, owning property at the water’s edge. 

The need to modernize the locks and dams on the Illinois River was mentioned as an opportunity to 
improve reliability for both current and prospective shippers. It was also noted that eastern Marshall 
County lacks natural gas service, and that there are some areas with internet connectivity issues. From a 
workforce perspective, there are concerns with resident migration away from the area impacting the size 
of the pool of workers to support current and future industries. There were also some concerns about the 
lack of workforce housing. Regarding education, there are partnerships with local colleges and secondary 
schools to build on the foundation of mechanical and machinery skills inherent in a rural workforce.  

Stakeholder Interviews 

Members of the Technical Working Group and area groups like the Marshall-Putnam Farm Bureau 
provided recommendations and contact information for companies they believe should be interviewed 
for the study. Key Insights from interviews with stakeholders include: 

1. Regional shippers compete in a global market. Henry’s location on the Illinois River provides 
shippers of bulk materials a competitive advantage. For one, stakeholders noted the ability to 
ship via barge to the Gulf year-round, while locations further north on the MRS deal with annual 
closures to commercial traffic during the winter. Second, IAIS rail service provides access to all 
Class I railroad networks and the associated markets, albeit with additional costs. 

2. The Mississippi River System (MRS), including the Illinois River, has experienced a number of 
challenges in recent years. 

a. Major lock and dam rehabilitation and maintenance – The summer of 2023 marked the 
completion of a four-year, two-phase lock and dam maintenance project on the Illinois 
River. Maintenance to the LaGrange, Starved Rock, Marseilles, and Dresden Island locks 
resulted in months long closures of the Illinois River to commercial barges during 2020 
and 2023. Less extended closures and restrictions were also experienced in 2019 to 
conduct prerequisite work prior to the major work performed in 2020. Less extensive 
closures are also anticipated in future years as maintenance will be conducted on 
Lockport and T.J. O’Brien lock and dams. 

b. Climate impacts – While stakeholders indicated the lock and dam system within the 
Illinois River maintained navigation channels at nine-feet and kept commerce flowing 
during recent periods of high- and low-water, commerce destined for or originated from 
locations south of St. Louis and along the lower Mississippi River was impacted from such 
events because water levels cannot be controlled. A study published in 2023 analyzed 
time series data on the volume of goods moving through the MRS (including the Illinois 
River) between 1963 and 2020. The analysis found: “a decreasing pattern in the number 
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of days without any navigation operational restrictions for the Illinois River and the 
Mississippi River between downstream Pool 10 [northern Iowa] and Memphis, TN.”5 In 
general, the study found that high and low water events were affecting river navigation 
reliability. “Overall, we observe more fragmentation of the navigable periods, with losses 
of more than a month and halving the annual duration of free navigation days in some 
stretches of the river.” Despite the more frequent disruptions, the authors noted that the 
river continued to move the same volume of commodities over the period of analysis. 

c. Volatile price swings – Research on barge rates, confirmed during interviews with barge 
transportation users, indicated volatile shipping rates during the past two fall harvest 
seasons. The MRS is generally responsible for conveying over half of all U.S. grain exports. 
During the past two years, low water levels on the Mississippi River below St. Louis have 
coincided with peak harvest season resulting in severe price spikes as barge tows had to 
reduce their loads to navigate a shallow river. 

d. Invasive species – Invasive aquatic species, like Asian Carp, were introduced to the MRS 
by aquatic farm operations in the southern U.S. to control algae, weeds and parasite 
growth. During high water/flooding events, captive carp escaped into the natural river 
system. Since their original introduction, invasive carp have migrated north throughout 
the Mississippi River and its tributaries. Due to concerns over the potential for Invasive 
Carp migration into Lake Michigan, Congress passed a law in 2007 (Public Law 110-114, 
Section 3061) calling on the U.S. Army Corp of Engineers (USACE) to study the creation of 
a barrier to prevent Invasive Carp from entering Lake Michigan. The Great Lakes and 
Mississippi River Interbasin Study (GLMRIS) was published in 2014 after a multi-year 
effort. The Brandon Road Lock and Dam to the north of Henry near Joliet was identified 
as a critical location where a layered system of technologies could be deployed to deter 
invasive carp from entering the Great Lakes. Pre-construction and engineering design 
was initiated in 2020. For several years the Brandon Road Interbasin Project stalled due 
to funding disputes regarding state contributions to the $1.1 billion project. In July 2024, 
Illinois Governor Pritzker signed an agreement with the state of Michigan and the federal 
government, allowing the project to move forward. 

3. Barge operations on the Illinois River differ from operations on the Mississippi River. Stakeholders 
familiar with Illinois River operations note considerable differences between tows on the Lower 
Mississippi River and those on the Illinois and Upper Mississippi Rivers. A typical tow on the 
Illinois and Upper Mississippi Rivers consists of 15 barges (three wide by five long) measuring up 
to 1,200 feet in length while the majority of locks measure 600 feet in length. Tows must be 
broken down, locked through in two steps, and reconsolidated before moving on. However, 
Peoria and LaGrange have been programmed for the installation of tandem locks with a 1,200- 
foot chamber. The tandem locks will allow for one side to close for maintenance while 
maintaining commerce on the other while the 1,200-foot chamber will match those on the Upper 
Mississippi at Mel Price and the Chain of Rocks locks. Located north and south of the confluence 
of the Mississippi and Missouri Rivers respectively, these two locks are the last locks to navigate 
before reaching the Lower Mississippi River which is not controlled by locks and dams. 
Improvements to the Illinois River locks will allow future barge movements between Henry and 
points south along the Illinois and Mississippi Rivers to lock through in a single step. It will be 
several years before work begins. Barge tows on the Lower Mississippi (south of St. Louis to the 

 
5 Reduced and More Fragmented Mississippi River Navigability by Rising Flow. R. Amorim, G. Villarini, W. Veach, K. 
White. October, 2023. https://doi.org/10.1029/2023GL104619 
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Gulf) often consist of 40 barges (five wide by eight long). These differences in barge operations 
on the Upper Illinois River result in smaller tugs being used and typically require handing off of 
barges bound for the Gulf Coast.  

4. As some traditional barge markets decline, new opportunities are emerging. 
a. Coal was once the top commodity moving on U.S. inland waterways – Several decades 

ago, coal made up about one-third of all commodity volumes on U.S. inland waterways. 
Since the 1970s, the U.S. Environmental Protection Agency has promulgated rules under 
the Clean Air Act to limit a variety of harmful emissions from power plants, causing many 
plants to close or convert to cleaner fuels. In 2021, Illinois lawmakers passed a clean 
energy bill that will ban most coal-fired power generation in the state by 20306. In 2021, 
NRG Energy also announced it was closing two coal-fired power plants in Illinois, 
including the Will County Electric Generating Station on the I&M Canal in Romeoville. 
Overall, the use of coal to produce Illinois’ electricity peaked in 2008, and in 2020 coal 
use for power generation in the state was down 55 percent. Since 2007, all or parts of 23 
coal-fired power plants have been closed statewide. Coal, once a significant commodity 
movement on the Illinois River, has contracted significantly.  

b. Waste disposal is a mounting issue for the Chicago Urban Area – Based on an analysis 
conducted for another port master plan in the Chicago region using supply chain 
optimization modeling, Waste and Scrap presented a significant opportunity to convert 
scrap and waste products currently being transported out of the Chicago Region by truck, 
to barge transport. When the Port of Henry Master Plan was initiated, Ozinga Companies 
had a tentative agreement with LRS, a Chicago based waste management company, to 
received baled MSW at the Port of Henry. The deal would have transported the MSW 
down the Chicago Sanitary and Ship Canal and the Illinois River to the Port of Henry, 
where it would then be trucked to regional landfills. 

c. The green economy may provide new opportunities for river transport of raw materials – 
As the green economy expands, new markets for large volumes of raw materials such as 
copper, nickel, manganese, graphite, lithium, zinc, and silicon will be required for new 
technologies manufacturing. Wind farm components such as blades, towers and nacelles 
are an example of green economy project components increasingly moving by barge 
transport. 

5. Central Illinois is a competitive market for grains and soybeans. The MRS, including the Illinois 
River, is a vital conduit for the nation’s grain exports with about 60 percent of all U.S. grain 
exports barged down the Mississippi River to port facilities in the Gulf of Mexico. Corn and 
soybeans also represent the largest commodity volumes moving by barge at the confluence of 
the Illinois and Mississippi Rivers near Grafton, Illinois. However, stakeholders noted a 
considerable drop in river business compared to 20-25 years ago and the local competition for 
products. In particular, they called out established river grain terminals in Hennepin, La Salle, 
Spring Valley, and Lacon; rail loaders in Toluca, Mendota, Ottawa, Dwight, and Ransom; and other 
opportunities to market corn, soy, and wheat products including coop grain elevators; ethanol 
plants in Hennepin, Rochelle, and Gibson City; and soybean plants in Decatur, Gilman, and Gibson 
City. While demand for identity preserved grains, which are moved in intermodal containers, 
from Asia fluctuates, these markets provide another option for regional producers when demand 
is high. Overall, stakeholders thought success for moving grains and soybeans through the Port of 

 
6 Climate and Equitable Jobs Act (illinois.gov) 

https://dceo.illinois.gov/ceja.html
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Henry would depend heavily on the equipment, bid for the product, freight rates, and service 
levels provided. 

 

Stakeholders were cautious about the prospects for moving grains and soybeans but were 
optimistic about the opportunity to move fertilizer. Fertilizer was described by one stakeholder as 
the “biggest challenge” and not always located where you want it when you want it, while 
another noted driving further distances to get limestone. Stakeholders also noted competition for 
freight services located in Seneca, Marseilles, and Perdue; best-in-class facilities with load times 
less than five minutes; and supply disruptions for facilities reliant upon barge services when the 
river is shut down due to extreme water level fluctuations or lock maintenance. 

Port of Henry Study Area Commodity Flows 
Public planning agencies use commodity flow analyses to better understand high-level demands on 
freight infrastructure. This report describes the commodity flows analyzed for the Port of Henry’s Core 
Region, including Bureau, Marshall, Putnam, and Stark counties. The year 2019 serves as the base year 
and 2035 as the future forecast year. Transearch commodity flow data, obtained from IDOT, is one of the 
inputs to the PHRSCOM. Commodity flows represent current and future demands placed upon the 
multimodal freight network in the Henry region. The commodity flow analysis is conducted to address the 
following questions: 

• Who is the region’s most important trading partners, both for goods produced elsewhere and 
consumed in the Port of Henry Core Region and for goods produced in the region and consumed 
elsewhere? 

• What industries and commodities place the greatest demands on the regional multimodal 
transportation infrastructure? What Port of Henry Core Region industries are the most freight-
intensive? 

• How are goods currently transported into, out of, and within the Port of Henry Core Region? 

In 2019, Transearch estimated the counties of Marshall, Bureau, Putnam, and Stark generated the 
movement of more than 13.5 million tons of domestic freight valued at $3 billion. By volume terms, the 
area’s freight flows are comprised of 51.2 percent inbound flows and 47.3 percent of outbound flows with 
the remaining movements staying within the four-county study area (roughly 1.5 percent). In terms of 
value, inbound flows represent 41 percent of total value versus 58.3 percent for outbound flows and 0.7 
percent for within flows. The higher share by value of outbound flows suggests overall that lower value 
raw materials flow into the region, while higher value finished or semi-finished products move out.    

The pie charts presented in Exhibit 6 show the use of modes for moving freight by volume and value. 
Trucks transported over 11 million tons of freight, or 82 percent of total freight flows by volume. Core 
region truck freight is valued at more than $2.4 billion, or 81 percent of the total freight by value. 
Railroads carried 539,284 tons, just four percent of the total flows by volume and nine percent by value 
while barges carried 14 percent by volume and 10 percent by value. 
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Exhibit 6 Henry Port Study Area Freight Flows by Mode 

 
Source: Transearch and Quetica 

Crops, Livestock and Farm Products represent over 60 percent of the Port of Henry Core Region freight 
volumes (8.2 million tons) and over $1 billion in value. Aggregates are the second largest commodity 
volume (2 million tons, 15.2 percent), followed by Energy Products (1.4 million tons, 10.3 percent). By 
value, the second ranked commodity in the study area is Warehouse and Secondary Movements, 
accounting for $509 million. Warehouse and Secondary Movements freight is typically associated with 
containerized goods, where the contents are unknown or represent a mix of products. Additional details 
about the region’s commodities by volume and value are shown in Exhibit 7. 

In terms of trucks, more freight comes into the Port of Henry Core Region than moves out, 58 percent 
versus 41 percent, with the remaining flows staying within the region. In terms of value, outbound truck 
flows exceed inbound flows, 54 to 45 percent. Crops, Livestock, and Farm Products account for nearly 
eight million tons or roughly 71 percent of the county's truck flow volumes, followed by Aggregates at 1.9 
million tons, or 17 percent, valued at $40 million. Food Products accounted for the third highest truck 
volume and value with 775,853 tons valued at $482 million, or 6.9 and 19 percent respectively. 
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Exhibit 7 Port of Henry Core Region Commodity Share by Volume and Value 

 
Source: Transearch and Quetica 

Outbound carload rail flows from the Port of Henry Core Region Study Area represent 84 percent of the 
total and are valued at more than $211 billion. Chemicals, Pharmaceuticals, Plastics & Rubber Products 
moving by rail accounted for 525,845 tons valued at $215 million in 2019, or 98 percent of the total, and 
are primarily outbound. By 2035, volumes are forecasted to roughly double to 1.16 million tons, a 121 
percent increase, while the value of these flows is anticipated to grow to $436.7 million tons, a 103 
percent increase.  

Barge flows via the Illinois River are about 75 percent outbound, 20 percent inbound, with five percent of 
flows staying within the region. Energy Products accounted for 71 percent of the region’s volume and 54 
percent of value. Crops, Livestock, and Farm Products accounted for 11 percent of volume and 10 percent 
of value. Chemicals, Pharmaceuticals, Plastics & Rubber make up eight percent of flows by volume but 23 
percent of the flows by value. Roughly 40 percent of the volume is coming from or is destined to another 
Illinois county. By 2035, barge flows between the Henry region and the rest of Illinois are expected to 
decline by 306,891 tons and $15.9 million in value, while flows within the region to decrease by 43,700 
tons and $2.2 million in value. 

Overall, forecasts show between 2019 and 2035, freight volumes in the Port of Henry Core Region will 
increase by more than 172,000 tons (1.3 percent) and increase in value by $800 million. Exhibit 8 shows 
the forecasted growth or reductions for key commodity groups. Chemicals, Pharmaceuticals, Plastics & 
Rubber are expected to lead the growth followed by Food Products.  
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Exhibit 8 Port of Henry Core Region Commodity Volume Forecasts by Tonnage (2019-2035) 

 
Source: Transearch and Quetica 

Most domestic trade to and from the Port of Henry Core Region by both volume and value stays within 
the Great Lakes region (Exhibit 9). The Great Lakes regional trade accounted for more than 8.5 million 
tons of freight valued at nearly $1.7 billion in 2019, representing 63 percent of the volume and 57 
percent of the value. The Plains region is the second largest domestic trade partner, accounting for 23 
percent of trade by volume and 16 percent by value. The Southeast and Southwest regions represent six 
and five percent of the trade volume and nine and eight percent of the trade value, respectively. Chicago 
alone accounts for 21 percent of all trade by volume and 26 percent of the value. Of the top ten trade 
partners, only New Orleans, Louisiana, with multiple deep-water ports providing bulk commodities access 
to export and import markets and ranking tenth, is located outside of the Great Lakes region. 
Exhibit 9 Port of Henry Core Region Domestic Trade Partners by Volume 

  
Source: Transearch and Quetica 
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In 2019, foreign trade for the Port of Henry’s Core Region exceeded 1.1 million tons valued at more than 
$928 million. Exports accounted for 81 percent of volume and 57 percent of the value. Crops, Livestock, 
and Farm Products exports top all foreign Port of Henry Core Region commodity flows with 613,517 tons 
valued at more than $170 million and representing 68 percent of total exports (Exhibit 10). Agricultural 
exports consist almost entirely of cereal grains (e.g., corn) and other agricultural products, such as 
soybeans. Foreign trade of Chemicals, Pharmaceuticals, Plastics & Rubber was the top commodity group 
in terms of value with exports totaling more than $170.1 million from 124,097 tons and imports totaling 
nearly $74.9 million from 67,561 tons. These products (which include industrial organic chemicals, 
fertilizers, and plastic materials) represent 26 percent of the total foreign trade by value. Roughly half of 
all foreign trade by volume and value is conducted with Mexico, Canada, and China. 
Exhibit 10 Henry Study Area Import and Export Flows by Commodity Group 

 
Source: Transearch and Quetica 

Port of Henry Economic Profile 
Identifying the most important industries to the Henry region is critical to understanding what drives 
regional economic growth and provides insights about how transportation infrastructure can help 
maximize the competitiveness of key industries.  

An Economic Base Analysis is a high-level examination of the industries that support the regional 
economy. The analysis examines key employment sectors using 2-digit industry groupings under the 
North American Industry Classification System (NAICS). The analysis provides an economic background for 
Henry and the surrounding regions based on its current industry and occupational make-up. The data 
source for the analysis comes from Lightcast and includes the following information:  

• Number of employees  
• Concentration (location quotient)  
• Wages  
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• Past five-year growth  
• Future expected five-year growth  

Lightcast provides information on industries and their impact on the local economy, but it does not 
identify specific firms. Lightcast data for the Port of Henry’s Core Region is presented with the bubble 
chart in Exhibit 11. The chart graphically shows a first-level occupation analysis and is compared to the 
Port of Henry’s Greater Region in Exhibit 12 that includes nine surrounding counties: Henry, Knox, LaSalle, 
Lee, Livingston, Peoria, Tazewell, Whiteside, and Woodford. The X-axis (horizontal) is the historic growth 
or contraction by industry over time. The Y-axis (vertical) identifies the industry location quotient. The 
size or diameter of an industry cluster circle or bubble represents the number of employees in the region. 

A location quotient (LQ) compares study area employment to national employment in the same 
industries. The resulting number provides an indication of industry employment concentration as 
compared to the national economy. The charts in Exhibit 11 and Exhibit 12 should be viewed as four 
quadrants, split by industries above and below zero percent growth, and those above and below average 
concentration (LQ = 1.0). The four quadrants reflect four general approaches to industry 
characterizations, which are used as a starting point and then adjusted based on the specific dynamics 
within the region. The general characterization for each of the four quadrants are: 

• Stars (Gold): Positive Growth/Above Average Concentration: Industries that currently drive the 
economy that have been positive contributors to economic growth. There is a high-level of 
existing specialization and economic infrastructure; therefore, the region is likely competitive in 
those industries. Stars are often ideal targets for growing existing industry and attracting new 
industry. 

• Mainstays (Blue): Negative Growth/Above Average Concentration: These industries represent a 
very important part of the economy, but they have not been contributing to growth and may in 
fact be contributing to job loss. It is important that these industries be aggressively supported 
through retention efforts to ensure they can continue to play a significant role in the economy. 

• Opportunities (Green): Positive Growth/Below Average Concentration: These industries have 
been growing but are not currently well represented in the regional economy. If the regional 
economic infrastructure is able to support the operational requirements of these businesses, 
there is the opportunity to develop future stars. To foster such opportunities, economic 
development organizations must build the necessary infrastructure and actively engage in 
business attraction. 

• Reactive (Red): Negative Growth/Below Average Concentration: These industries are not well 
represented in the region and have not been growing. As such, they should only be targeted in 
reaction to some need or opportunity, as such need or opportunity arises.  

On the Core Region bubble chart, Manufacturing and Transportation and Warehousing are shown as 
prominent “Star” industries. These two industries are also the largest employers in the region, both 
accounting for over 3,000 employees. “Mainstays” in the region are led by Agriculture and Government. 
The broad industry classification Administrative and Support and Waste Management and Remediation 
Services is a potential opportunity for the region. 

The economic base analysis also identifies five Core Region industries more highly concentrated (LQ >1.0) 
when compared to the national economy: Agriculture, Forestry, Fishing and Hunting (NAICS 11), 
Manufacturing (NAICS 31-33), Retail Trade (NAICS 44-45), Transportation and Warehousing (NAICS 48-
49), Other Services (except Public Administration) (NAICS 81). Several industries – Agriculture, Forestry, 
Fishing and Hunting, Manufacturing, and Transportation and Warehousing are also more highly 
concentrated than the same industries in the nine county Greater Region. 
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Exhibit 11 Economic Base Bubble Chart for the Core Region 

 
Source: Lightcast and Chrisman Consulting  

In the bubble chart for the Greater Region, Manufacturing, is the most prominent “Star” industry, joined by Retail Trade, Other Services, 
Transportation and Warehousing, and Management of Companies and Enterprises (Exhibit 12). “Mainstays” in the greater region not surprisingly 
are led by Government, Healthcare and Other Services industries. Agriculture is also a mainstay in the broader economy but not as prominent in 
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terms of employment. Most of the industries identified in the Greater Region as opportunities fall in the service sector of the economy with the 
exception of Construction. 
Exhibit 12 Economic Base Bubble Chart for the Greater Region 

 
Source: Lightcast and Chrisman Consulting  
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The base economic analysis reveals some stark differences in industry concentrations between the Core 
Region and Greater Region. These differences provide insights about how the Core Region may interact 
with the Greater Region. Five Core Region industries more highly concentrated (LQ >1.0) compared to the 
national economy include: Agriculture, Forestry, Fishing and Hunting (NAICS 11), Manufacturing (NAICS 
31-33), Retail Trade (NAICS 44-45), Transportation and Warehousing (NAICS 48-49), Other Services 
(except Public Administration) (NAICS 81). Several industries such as Agriculture, Forestry, Fishing and 
Hunting, Manufacturing, and Transportation and Warehousing are also more highly concentrated than 
the same industries in the Greater Region. 

The Greater Region also exhibits higher concentrations than the Core Region in the following industries: 
Utilities (NAICS 22), Management of Companies and Enterprises (NAICS 55), Administrative and Support 
and Waste Management and Remediation Services (NAICS 56), Educational Services (NAICS 61), Health 
Care and Social Assistance (NAICS 62), Arts, Entertainment, and Recreation (NAICS 71), and 
Accommodation and Food Services (NAICS 72), suggesting that the Core Region likely relies on the Greater 
Region for goods and services from these sectors. 

Looking at growth by industry cluster provides some indication of potential strengths of an industry in the 
region, at the state level, as well as at the national level. The industries that have experienced and will 
continue to experience growth of over five percent in the Core Region include: 

• Utilities (NAICS 22) 
• Wholesale Trade (NAICS 42) 
• Finance and Insurance (NAICS 52) 
• Professional, Scientific, and Technical Services (NAICS 54) 
• Management of Companies and Enterprises (NAICS 55) 
• Accommodation and Food Services (NAICS 72) 
• Arts, Entertainment, and Recreation (NAICS 71) 

One industry that experienced significant growth but is projected to experience significant decline over 
the next 5-year period is Agriculture, Forestry, Fishing and Hunting (NAICS 11). Industries which have 
experienced a significant decline of over five percent in the past five-year period, but are projected to 
significantly grow over the next five-year period in the Core Region include: 

• Transportation and Warehousing (NAICS 48) 
• Health Care and Social Assistance (NAICS 62) 

Industries which have experienced a significant decline of over five percent in the past five-year period, 
and are projected to continue significant decline over the next five-year period in the Core Region 
include: 

• Mining, Quarrying, and Oil and Gas Extraction (NAICS 21) 
• Administrative and Support and Waste Management and Remediation Services (NAICS 56) 
• Government (NAICS 90) 

Phase 2 Design   
Phase 2 of the Port of Henry Master Plan effort focused on developing the Port of Henry Regional Supply 
Chain Optimization Model (PHRSCOM) and using commodity flow data to simulate how goods move into, 
out of, and within the Study Area. The PHRSCOM has three primary data modules: 1) Demand – 
commodity flows expressed in tonnage moving to, from and within the Study Area; 2) Supply – the 
multimodal freight network connecting the Study Area to domestic and global markets; and 3) 
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Benchmarks – cost of service and equipment type benchmarks derived from private sector shipping 
records.  

PHRSCOM Demand Module 
The PHRSCOM uses commodity flows from the 2019 Illinois Transearch database to represent the 
demand for freight transportation.7 The base year of 2019 was selected to avoid the demand anomalies 
due to COVID-19 in 2020 and 2021. The Illinois Transearch data was enhanced using Illinois Surface 
Transportation Board (STB) rail waybill data and private shipping records with an Illinois origin or 
destination. Flows beginning or ending within Illinois are captured at the county level while the remaining 
domestic flows use Bureau of Economic Analysis (BEA) state-level regions. For example, while the full 
Chicago BEA region extends into three states (Illinois, Indiana, and Wisconsin), the state-level data within 
the PHRSCOM includes three separate regions for Chicago, one for each state. Import/Export data from 
the Study Area to 41 countries/country groups was produced by WISERTrade and integrated into the 
demand module.  

All domestic origin/destination commodity flows are derived from Illinois Transearch data with a base 
year of 2019. There are five types of freight movement or commodity flows that can be analyzed between 
the seven node types in the model (Exhibit 13). The PHRSCOM Study Area nodes include Marshall County 
and six surrounding counties – Bureau, LaSalle, Livingston, Putnam, Stark and Woodford. Peoria County 
was excluded due to existing barge terminals in Peoria County. The Out of Study Area nodes include the 
rest of Illinois and all other U.S. states. Foreign nodes include Canada, Mexico and 39 additional foreign 
counties or regions. 

1. Domestic Inbound – Freight is transported from a domestic out-of-state node to the Port of 
Henry region.  

2. Domestic Outbound – Freight is transported from the Port of Henry region to a domestic out-of-
state node. 

3. Within Study Area– Freight is transported between two locations in the study area. 

4. Import – Freight is transported from a foreign node to a U.S. port node first, then from the U.S. 
port node to the region. 

5. Export – Freight is transported from the region to a U.S. port node first, then from the U.S. port 
node to a foreign node. 

The movement of goods between an origin and a destination can be accomplished using a single mode or 
a combination of two or more modes (multimodal). PHRSCOM treats a multimodal movement in multiple 
legs, with each leg representing a single mode. For example, a multimodal shipment from Henry, Illinois, 
to New Orleans, Louisiana, can be done by trucking the commodity to the nearest rail access point, then 
railing the freight to New Orleans; or by trucking the commodity to the closest barge terminal, then 
barging the freight to New Orleans.  
 

  

 
7 The 2019 Illinois Transearch database was purchased by the Illinois Department of Transportation (IDOT) to 
support the state’s most recent state freight plan update. 
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Exhibit 13 PHRSCOM Commodity Flow Types 

 
Source: Quetica 

PHRSCOM Network Module 
The transportation network in PHRSCOM consists of road, rail, inland waterway, and ocean networks and 
is defined at the U.S. County level. U.S. network data primarily comes from the Center of Transportation 
Analysis at the Oak Ridge National Laboratory8 while geospatial data from Illinois Department of 
Transportation (IDOT) and information collected from local agencies comprise the Illinois specific 
network. This data is augmented using additional sources such as Google imagery, Bing Maps, the Surface 
Transportation Board (STB) confidential waybill sample for Illinois, and the U.S. Army Corps of Engineer’s 
(USACE) Ports and Waterways Facilities, among others. The PHRSCOM’s network, shown for the study 
area in Exhibit 14, includes the following components: 

• Road network. The road network is modeled as records in a database table with the road distance 
between the origin and destination.  

• Rail network. The rail network is modeled as records in a database table with the rail distance 
between the origin and destination nodes.  

• Inland waterway network. The network is modeled as records in a database table with the water 
distance between the origin and destination nodes.  

• Intermodal network. In the PHRSCOM, intermodal refers to containerized cargo that moves using 
more than one mode, with the emphasis on truck-rail intermodal movements. In general, 
intermodal facilities are required to transfer containers from one mode to another. There are 
approximately 193 intermodal facilities in the U.S. The intermodal network is modeled as records 
in a database table with the distance between two areas with intermodal facilities in the U.S.  

• Ocean network. The ocean network is consisted of port-to-port pairs between U.S. seaports and 
the representing seaports in the 41 countries/country groups in scope. This network includes all 
possible ocean freight shipment options for import/export.  

 
8 http://cta.ornl.gov/cta/  

http://cta.ornl.gov/cta/
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Exhibit 14 PHRSCOM Network Module Study Area 

 
Source: USDOT FHWA, USACE, NTAD, and Quetica 

Within the seven-country Study Area, there are 48 river terminals with most located in Hennepin, Illinois, 
and in LaSalle County. As shown in Exhibit 15, there are 31 terminals that handle Chemicals, the most for 
any commodity type. Twenty-five facilities handle Crude Materials 9 while others handle Coal, Farm 
Products, and Manufactured Products. Most terminals handle more than one commodity type. Two 
mooring sites sit on the eastern and western edges of Ottawa, one in the Peru-LaSalle region and one 
south of Henry near Lacon. In addition to the terminals located within the Study Area, there are 23 
terminals near Peoria and four river grain elevator terminals to the east in Morris. 

 
9 Crude materials include forest products such as lumber, logs, and woodchips; aggregate materials including sand, 
gravel, stone, rock, limestone, soil, and dredged material; iron ore, iron products, along with steel waste and scrap; 
non-ferrous ores along with scrap; dry sulfur, clay, and salt; slag; and other non-metal minerals. 
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Exhibit 15 Port Henry Regional River Terminal Counts by Commodity Types Handled 

 
Source: U.S. Army Corps of Engineers and Quetica 

PHRSCOM Benchmark Module 
Modal benchmark rates are used to examine the relative shipping cost of each mode or 
mode/combination during optimization modeling. The optimization model fed by the demand for 
products/commodities in the Study Area examines every possible mode or modal combination for 
satisfying the demand on the multimodal network, seeking the mode or combination of modes that 
provides the lowest cost.  

The PHRSCOM includes three main components: linehaul costs, fuel surcharges, and common accessorial 
charges. Linehaul charges are based on the distance and quantity (weight or space occupied) of 
commodities transported between two points. All linehaul benchmark rates, except ocean rates, are 
based on 2019 data. Fuel surcharges are an add-on cost item separate from the contract rate. Surcharges 
adjust the contract rate by considering variations in fuel prices. The fuel surcharge benchmark was based 
on the fuel price in 2019.10  

Cost benchmarks were developed for each combination of traffic lane (origin and destination pair), mode, 
and transportation equipment type, and can be summarized for various distances, shipment weights, and 
industries. The PHRSCOM transportation cost benchmarks include the following components:  

• Less-than-truckload (LTL) rate benchmarks 
• Truckload (TL) rate benchmarks 
• Rail carload rate benchmarks 
• Rail intermodal rail benchmarks 
• Intermodal drayage rate benchmarks 
• Barge rate benchmarks 
• Transloading cost benchmark (to transfer bulk products from truck to barge for example) 
• Cross-docking cost benchmark (to transfer products from one truck to another) 

Barge operations on the MRS have struggled with a variety of disruptions in recent years that have 
resulted in wide fluctuations in pricing (Exhibit 16). The Illinois River experienced months-long closures in 
2020 and 2023 due to major lock and dam maintenance and repairs. In recent years, commercial 

 
10 The fuel surcharge is typically based on fuel price data from the Energy Information Administration (EIA). Fuel 
surcharge data from the private sector shipment data is used in this study. 
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navigation has been halted or restricted due to both high-water and low-water conditions. For example, 
during the spring of 2019, the USACE took the unusual step of closing navigation on the Upper 
Mississippi, Illinois, Ohio, Missouri, and Arkansas Rivers for several months due to historically high-water 
levels. During the spring of 2023, the USACE again closed several locks in Wisconsin and Minnesota due to 
flooding. Drought along the Lower Mississippi during peak shipping seasons in 2022 and 2023 impacted 
navigation throughout the MRS because south of St. Louis the river experienced the lowest water levels in 
nearly 55 years. To safely traverse the river during low water, weight restrictions are imposed on barges 
and limits are placed on the number of barges in a tow as the navigation channel narrows, resulting in 
less efficient, slower and more costly barge transportation. One barge company official indicated that it 
was cheaper to truck a ton of grain from St. Louis to New Orleans in the autumn of 2022 than it was to 
ship by barge. Rail rates do not exhibit the seasonality seen in barge rates and have shown them to be 
relatively stable. Over the same 2018-2023 timeframe, rail per ton rates ranged between $38.534 and 
$50.810 with a median shuttle train rate of $39.932 and median unit train rate of $45.298.  
Exhibit 16 Monthly Average Barge & Rail Freight Rates per Ton 

 
 Source: U.S. Department of Agriculture (USDA) Grain Transportation Report (GTR) and Quetica 

Network Optimization Modeling 
Once the data modules are assembled, cleansed and integrated, the first step in the network optimization 
modeling process is a greenfield analysis (GFA). A GFA is an often-used, initial step in facility location 
decisions. As the name implies, it examines existing demand, in this case freight transportation demand, 
without constraints on the existing multimodal networks. The greenfield analysis seeks to answer two 
primary questions:  

1. Where in the Port of Henry Region is the best location(s) for aggregating freight demand on the 
existing regional transportation network? 

2. What type of mode(s) and freight services (infrastructure) would best serve regional businesses? 
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The second step utilizes scenario analysis to explore the size of potential markets and examine whether 
sufficient demand exists to support the addition of new freight infrastructure and services. Each scenario 
examines the total cost shippers pay for existing modes, i.e., truck expenditure to move the volume of 
commodities in each scenario. The model is then run assuming new infrastructure is introduced. Using 
machine learning, the model examines all ways the new modal service could satisfy existing transportation 
demands at lower costs. The model also disregards commodity volumes that fail to meet a minimum 
threshold of cost savings for each commodity/market mix. 

Barge Transload Greenfield Analysis 

The barge transload GFA conducted for the Port of Henry Study Area includes the transloading of freight 
between barge and truck as well as between barge and rail. Results from the GFA are reported in tons 
and represent freight flows between an origin, destination, and a transload between modes at a ‘hub’. 
Flows are reported at a county level for origins and/or destinations located within Illinois. Flows are 
reported to state specific Bureau of Economic Analysis (BEA) regions for origins and/or destinations 
outside of Illinois. For example, the GFA shows there is a total of 1,150 tons of inbound truck freight and 
nearly 90,500 tons of rail freight originating in the New Orleans, Louisiana region and destined for the 
Port of Henry region that is appropriate for barge movements before being drayed to its final destination 
within Illinois from the Port of Henry. 

A GFA includes several assumptions that determine the suitability of freight flows to be included in the 
results. These assumptions pertain to the distance required in the long-haul portion of the flow, the 
drayage or short-haul portion, as well as the types of commodities. The Port of Henry GFA requires a 
long-haul shipment to travel greater than 500 miles as this reflects regional market dynamics, making 
barge transport competitive. In addition, the results only include flows where the drayage between the 
origin/destination within Illinois and the Port of Henry, the transload hub, is less than 50 miles. Lastly, the 
GFA focuses on commodities that are common to use barge transport such as farm products, stone and 
aggregates, minerals, ores, coal, chemicals, fertilizers, plastics, logs, metals, machinery, and waste. 

The GFA identified a total of more than 28.3 million tons of freight that could be converted from long-
haul truck or rail to barge in the Port of Henry Study Area (Exhibit 17). This equates to a total of roughly 
16,200 barges, using an average of 1,750 tons per barge. Current rail flows account for nearly all the 
tonnage from the barge transload GFA: 27.941 million rail tons versus 0.425 million truck tons. The GFA 
identified 851,882 tons of freight currently moving via truck but could be converted to rail. 
Exhibit 17 Greenfield Analysis Results by Mode 

 
Source: Quetica 

In terms of flow direction, the GFA identified significantly more outbound flows (27.643 million tons) than 
inbound flows (1.575 million tons). Outbound flows accounted for 95 percent of the barge total with 
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inbound only five percent. Exhibit 18 shows the resulting total tonnage from the barge transload GFA in 
relation to the United States’ commercially navigable waterways. Volumes for the short-haul demand 
within Illinois are shown at the county level in red, while volumes for the long-haul demand are shown at 
the state specific BEA region level in blue. The vast majority of drayage volume within the Study Area 
comes from LaSalle County with more than 26 million tons or roughly 93 percent of the total local 
demand. Livingston and Putnam Counties accounted for 978,764 and 730,187 tons respectively, or 3.5 
and 2.6 percent. The remaining counties within the Study Area each represent less than one percent of 
the total volumes.  

For the long-haul movements, both the Pennsylvania portion of the Pittsburgh BEA and West Virginia 
portion of Wheeling BEA regions show the largest volumes with 8.57 and 8.16 million tons respectively. 
Combined, the West Virginia and Ohio portions of Wheeling total 11.14 million tons while the combined 
Pittsburgh BEA region totals 10.78 million tons. If the four state-level BEA regions are combined, the tri-
state area accounts for three-quarters of the total barge GFA volumes. The Houston BEA region ranks 
third with 3.87 million tons followed by the Louisiana Portion of New Orleans BEA (857,066 tons), Biloxi, 
Mississippi BEA (530,487 tons), and Birmingham, Alabama BEA (518,451 tons). 
Exhibit 18 Barge Transload GFA Results by Location 

 
Source: Quetica 

What-if Network Optimization Scenarios 

The primary objective function of the PHRSCOM is to increase freight network efficiency through 
opportunities to reduce private sector freight expenditures. The commodity flow analysis shows that 
trucks move roughly 81 percent of the Study Area’s freight volumes and values. Each freight 
transportation mode offers different levels of cost, speed, accessibility, and flexibility that shapes its 
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service offering, market niche and cost. The graphic in Exhibit 19 shows a common spectrum of freight 
services across several modes. Competition between modes is greatest where service and price options 
are similar. Access to a particular mode or service alters the ability to substitute one service for another, 
especially when initial capital costs are high. 
Exhibit 19 Generic Modal Service Attributes and Cose 

 
Source: Quetica, Adapted from the Geography of Intermodal Transport Systems, Jean-Paul Rodrigue. 

On the spectrum of freight services in the graphic above, truckload (TL) and less-than-truckload (LTL) 
services fall between rail intermodal and express package on the spectrum. After reviewing results from 
the initial commodity analysis, the project team identified four “what-if” scenarios that test strategies for 
shifting demand from more costly services/modes to lower cost services/modes. 

The Port of Henry what-if optimization scenarios include the introduction of new barge and rail transload 
services. The transload scenarios are focused on increasing the utilization of the inland waterway and rail 
networks while decreasing the use of medium- and long-haul truck trips.  

Rail and barge transload terminals facilitate the transloading or transfer of non-containerized 
commodities from one mode to another. Transloading leverages the access capabilities of trucking for the 
short haul pickup/delivery and lower cost modes, such as rail and barge, for the long-haul shipment to 
provide cost efficient transportation solutions to shippers. These processes are depicted in Exhibit 20. 
Transloading works for many raw materials and bulk commodities such as grains, fertilizer, chemical 
products, aggregates, scrap, and waste. It should be noted that the equipment and facilities required to 
transload different product types can differ significantly (e.g., mechanical conveyor, pneumatic conveyor, 
cranes, etc.) as can the facility support and warehousing (e.g., dry storage, hazardous materials handling, 
etc.). The specific equipment, storage, and handling facilities for a transload facility will be dictated by the 
materials it handles. 
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Exhibit 20 Truck to Barge and Truck to Rail Transload Process 

 
Source: Quetica 

What-if Scenario Assumptions 

Optimization modeling requires users to define several parameters and make assumptions about the 
region’s supply chain movements. For example, are shippers able to make direct deliveries to customers 
using the rail and barge networks thereby only requiring a local truck dray from their facility to the 
transload site? Or is a second transload required at the other end of the rail and barge movement to 
make delivery to the customer? Other assumptions include modal costs in various trade lanes, the cost of 
draying and transloading the products, average shipment sizes for the different modes, and the products 
and markets to include in the network optimization.  

The costs paid by shippers to move products within their supply chains by various modes, the PHRSCOM 
benchmark module, were developed in Phase 1 of the project and documented in an earlier Technical 
Memorandum. Assumptions pertaining to the barge transload scenario are provided below: 

• Number of Drays/Transloads: the model assumes that each shipment requires a dray and 
transload within the Port of Henry region as well as at the other end of the shipment. This 
increases the cost threshold a shipment must meet to switch from long-haul trucking services to 
rail carload services. Because of the additional costs, a model run assuming a two-day dray and 
transload produces more conservative results than results assuming a single dray and transload.  

• Transload Costs per Ton: the model assumes separate drayage and transload costs for those 
occurring within the Port of Henry region and for those occurring outside of the region. 

o Within study area: variable dray cost11 + $10 transload  
o Outside study area: $12 dray cost12 + $10 transload 

• Dray Distance: the model applies a maximum dray distance for determining whether a freight 
flow is eligible for inclusion in the optimization. These distances are different for dray moves that 
occur within or outside of the study area. 

o Within study area: <= 50 miles 
o Outside study area: <= 20 miles 

• Shipment Sizes: the model assumes the capacity of full shipments. These capacities are localized 
to the Port of Henry region and based on private sector shipment records analysis. 

o Truck: 17.95 tons per truck 
o Railcar: 80.83 tons per railcar 

 
11 Dray costs within the Port Henry region vary by distance with benchmarks based on the private sector shipment 
records. 
12 Dray costs outside the Port Henry region are estimated. 
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• Barge Rates: the private sector shipment records collected for this project did not contain barge 
shipments. In place of benchmarked rates, costs for barge shipments were calculated on a per 
ton basis using the USDA’s 1976 tariff for the Illinois River along with an average rate of 487. The 
average rate was figured by taking the maximum weekly reported rates from the Agricultural 
Marketing Service (AMS) for the summer in 2019 across the seven inland waterway regions. 

(487 * 4.64) / 100 = $22.60 per ton 

It should be noted that not all commodities are included in every what-if scenario run. For example, some 
agricultural products tend to have a short shelf-life which prohibits the use of barge services due to the 
typical time to market required for barge. Only commodities that fit the modal service trade-offs between 
cost and service performance are included in the analysis. Commodities considered for the transload 
what-if scenarios are provided in Exhibit 21. 
Exhibit 21 In-Scope Commodities for Rail and Barge Transload Scenarios 

SCTG Commodity SCTG Commodity 
02 Cereal grains 22 Fertilizers 
04 Animal feed 23 Chemical prods. 
06 Milled grain prods. 24 Plastics/rubber 
10 Building stone 25 Logs 
11 Natural sands 32 Base metals 
12 Gravel 33 Articles-base metal 
13 Nonmetallic minerals 34 Machinery 
14 Metallic ores 36 Motorized vehicles 
15 Coal 40 Misc. mfg. prods. 
18 Fuel oils 41 Waste/scrap 
20 Basic chemicals 

  

Source: Quetica  

What-if Scenario Results 

The outputs from the PHRSCOM represent the freight flows originating or terminating within the Port of 
Henry region that would experience significant cost savings by transitioning from an existing modal or 
logistical service to a new mode or modal service. Results are presented in terms of the volume and value 
of the associated freight moving to and from the region, along with the costs to do so. Knowing the modal 
distances and volumes of freight traveling between the origins and destinations produces other outputs 
including total distances traveled by each mode currently (the baseline), total distances under the 
optimized scenario, and the change between the two. Results also include the number of conveyance 
units the volume equates to, such as the number of trucks, railcars, containers, or barges. Similarly, the 
model produces baseline costs for moving freight using the current modal or logistics service, optimized 
costs if using the new mode or logistics service, and the difference between the current and optimized 
costs are presented as savings associated with the transition. Results discussed below for the barge and 
rail transload scenarios are associated with results assuming two-transloads and are independent of each 
other (i.e., the model runs did not include both barge and rail transloads at the same time). 

Barge Transload Scenario 

The PHRSCOM barge transload scenario identified 686,793 tons of freight that would benefit regional 
shippers with $58.2 million in lower transportation costs by incorporating a barge transload service within 
their supply chains (Exhibit 22). If the total opportunity were converted to barge, it would equate to 
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roughly 38,260 truck trips per year. The majority of the freight volumes are outbound shipments which 
account for 68 percent of the flows by volume and 71 percent of the flows by value. Outbound shipments 
are those that originate within the Port of Henry region and are destined for locations elsewhere.  
Exhibit 22 Barge Transload Overall Results 

  
Source: Quetica 

The PHRSCOM barge transload scenario looks to optimize both freight currently moving by trucks over 
the road network and freight moving over the rail network. Results show there is a larger opportunity to 
transload freight to barges from trucks, totaling 567,633 tons (Exhibit 23). This volume represents 83 
percent of the identified opportunities. The PHRSCOM identified 119,157 tons of rail freight which could 
be optimized by utilizing barges and the inland waterway network. Truck ton-miles would be reduced by 
more than 470 million tons from nearly 500-million-ton-miles to 28.5 million while rail ton-miles would be 
reduced by 135-million-ton-miles. More than 941-million-ton-miles of freight movements would take the 
place of these truck and rail ton-miles. 
Exhibit 23 Barge Transload Volumes by Baseline Mode 

 
Source: Quetica 

In terms of trade partners for the optimized freight flows, Louisiana accounts for 389,769 of the 686,793 
tons, or 57 percent of the total volumes and $33.14 million total $58.22 million in savings, or 57 percent. 
Of the remaining trade partners, Texas accounts for both the next highest volume with nearly 100,000 
tons of optimized freight associated with more than $12.7 million in annual savings. New York and Florida 
are the other top trading partners that account for more than 20,000 tons of optimized freight with 
32,430 and 31,750 respectively. 
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It is also important to understand where the freight comes from and goes to within the Port of Henry 
region. LaSalle County accounts for the highest volume and savings with 283,630 tons and nearly $25 
million in savings followed by Livingston County with nearly 135,000 tons of freight and $9.6 million in 
savings. Bureau, Marshall, and Woodford Counties all exceed 70,000 tons and $5.7 million in savings. 

The top barge transload opportunity in terms of product types is dry Cereal grains (Exhibit 24).The 
roughly 250,000 tons of Cereal grains represents 36 percent of the total with roughly $22.1 in savings 
representing 38 percent of the total. Outbound shipments to Louisiana account for 95 percent of the 
Cereal grains opportunities by volume (238,500 tons) and 93 percent of the savings ($20.5 million). Texas 
accounts for the second largest opportunity with 10,837 tons of Cereal grains- all outbound from the Port 
of Henry region- and $1.572 million in savings. Livingston and LaSalle Counties provide the highest 
volumes of Cereal grains opportunities with 69,400 tons and 65,762 tons respectively, or 28 and 26 
percent. Bureau County had the third highest volume with 53,015 and is followed by Woodford County 
with 21,830 tons. Marshall, Putnam, and Stark Counties all represent Cereal grains opportunities of less 
than 20,000 tons. 

Animal feed opportunities equate to 82,872 tons and $5.334 million in transportation savings, or 12 and 
nine percent resepctively. Other top opportunities include Gravel with 58,402 tons and $7.594 million, 
Nonmetallic minerals with 40,113 tons and $3.498 million, and Fertilizers with 29,079 tons and $3.025 
million. Dry products represent 92.5 percent of the transload volumes and 94.8 percent of the savings. 
Exhibit 24 Barge Transload Top Products (all dry) 

 
Source: Quetica 

Similar to Cereal grains, the top Animal feed trade partner for the region is Louisiana with 65,949 tons, 80 
percent, and savings equating to $4.003 million, or 75 percent of all Animal feed savings. Arkansas, 
Mississippi, and Alabama all account for four percent. In total, there are 16 states with optimized barge 
transload flows. Also, similar to Cereal grains, more than 99 percent of the Animal feed tonnage are 
leaving the Port of Henry region and destined for elsewhere in the country. LaSalle County accounts for 
the highest volume of Animal feed opportunities with 35,713 tons which represents 43 percent of the 
total. Livingston County accounts for the second highest volume consisting of 26,783 tons, or roughly a 
third, with Bureau County ranking third with 8,489 tons. The remaining counties within the Port of Henry 
region account for 3,131 tons, or 15 percent.  

Rail Transload Scenario 

The PHRSCOM rail transload scenario identified 686,793 tons of freight that would benefit regional 
shippers with $77.32 million in lower transportation costs by incorporating a rail transload service within 
their supply chains (Exhibit 25). This total opportunity equates to roughly 44,434 truck trips per year. The 
vast majority of the freight volumes are outbound shipments which account for 94 percent of the flows 
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by volume and 89 percent of the flows by value. Outbound shipments are those that originate within the 
Port of Henry region and are destined for locations elsewhere. The optimized rail transload scenario 
would replace 876.6 million truck ton-miles with 32.6 million truck ton-miles and 952.6 million rail ton-
miles. 
Exhibit 25 Rail Transload Overall Results 

  
Source: Quetica 

As was the case with the barge transload scenario, Louisiana is the top ranked state for rail transload 
opportunities by volume with 295,554 tons followed by Texas with 173,663 tons. Texas is the top ranked 
state by savings topping $23.6 million and is followed by Louisiana with more than $18.4 million. 
Combined, the two states account for nearly 59 percent of the total volume and 55 percent of the total 
savings. All flows between the Port of Henry region and Louisiana or Texas consist of outbound flows. 
California accounts for the third highest volume and savings opportunity and includes both inbound and 
outbound flows: 81,792 tons and $11.8 million. Similar to the barge transload scenario, LaSalle County 
accounted for the highest volumes and savings with 325,561 tons of freight and more than $33 million in 
savings followed by Livingston County with nearly 150,000 tons of freight and $13.4 million in savings. 
Marshall County’s opportunities are roughly 100,000 tons and $10 million in savings. 

The top rail transload opportunity in terms of product types is dry Cereal grains (Exhibit 26). The 210,363 
tons of Cereal grains represents more than 26 percent of the total with roughly $14.9 million in savings 
representing 19 percent of the total. Outbound shipments from the Port of Henry region account for 
more than 99 percent of the Cereal grains opportunities. Animal feed opportunities equate to 96,410 
tons and $10.3 million in transportation savings, or 12 and 13.4 percent resepctively. Other top 
opportunities include Gravel with 51,516 tons and $7.6 million, Fertilizers with 42,352 tons and $3.9 
million, and Nonmetallic minerals with 42,339 tons and $3.9 million. All other products combined for 
354,614 tons and $36.7 million in savings which represent 44.5 percent of the volume and 47.5 percent 
of the savings. Dry products represent a large portion of the opportunity with 95 percent of the rail 
transload volumes and 96.5 percent of the savings. 
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Exhibit 26 Rail Transload Top Products (all dry) 

 
Source: Quetica 

The PHRSCOM identified optimized cereal grains rail transload flows with 13 states. Louisiana represents 
the largest share of the optimized cereal grain opportunities. Of the total 210,363 tons of cereal grains, 
outbound shipments to Louisiana total 186,062 tons which equates to more than 88 percent and $11.8 
million in savings, or 79 percent. Texas accounts for the second largest opportunity with 16,477 outbound 
tons of cereal grains and $2.5 million in savings. Bureau, LaSalle, and Livingston Counties all account for 
more than 20 percent of the rail transload cereal grain opportunities with Livingston County representing 
the highest volumes with 51,755 tons followed by LaSalle County with 49,078 tons and Bureau County 
with 44,389 tons. 

Louisiana represents the largest share of the optimized opportunities with 36,142 tons of the total 96,410 
tons of animal feed, or 37.5 percent, consisting entirely of outbound shipments to Louisiana. The 
associated transportation cost savings equate to $2.05 million, or roughly 20 percent. Texas accounts for 
the second largest opportunity with 22,949 tons of outbound flows and $3.34 million in transportation 
cost savings, 24 and 32 percent respectively. Arizona represents the third largest opportunity with 9,950 
tons and $2.6 million in savings. LaSalle County accounts for the highest volume of animal feed 
opportunities with 40,217 tons which represents 41 percent of the total local volume. Livingston County 
accounts for the second highest volume consisting of 22,959 tons, or roughly a quarter of the 97,421 
tons. Bureau County ranks third with 12 percent followed by Woodford County with 10 percent.  

Phase 3 Development 
The Development phase of the Port of Henry Port Master Plan is based on three key principles: 1) Build 
on what exists, 2) Think globally, act locally, 3) Use data and tools to make good decisions. Phase 3 
focused on taking the information collected in Phase 1 and the results from the modeling effort in Phase 
2 to develop strategies and plans that articulate how Henry community leaders can implement the long-
term vision for the Port of Henry. This includes an evaluation of port operating models, the identification 
of port partners, policies, and funding programs, land use and infrastructure needs, marketing strategies, 
and business cases that will support the Port of Henry’s future development.   

Port Operating Models  
As a matter of strategic development policy, many ports encourage the co-development of various value-
added services through franchising, licensing, and incentive leasing. Today, ports seek to attract 
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enterprises that extend their logistics chains or provide them with specialized capabilities to add value to 
cargoes that are stored and handled in the port.  

Many governments are directly or indirectly involved in port development. They often justify the direct 
financing of basic port infrastructure based upon the belief that investments in port assets have strong 
direct and indirect multiplier effects on the entire local, regional, and national economy. It is argued that 
the commitment of public resources is necessary to encourage co-investment by the commercial and 
industrial sectors. These sectors are thus stimulated to make investments that they would not make in 
the absence of public seed investment in port infrastructure. However, determining causal links between 
public investment and specific commercial activities and investments is difficult and at times speculative. 
Still, it is important that governments envision and articulate future development scenarios, maintain 
frequent consultation with the private sector, and implement public policies that are applied consistently 
and that enable the private sector to invest with confidence in projects that support the stated public 
policy objectives. 

On the other hand, port operations are businesses in their own right and should be managed to achieve 
optimal utilization of capital. Investments in port assets are affected by risk, competition for land and 
capital, or other factors in the competitive business environment. Subsidies and government-provided 
incentives distort the allocation of resources for port development and may result in over- or under-
investment. 

It is the delicate alignment of public and private interests that determines the structure of port 
management and port development policy. A full spectrum of institutional frameworks is available, 
differing primarily in where the boundary line is drawn between the public and private sectors. The 
strengths and weaknesses of these frameworks are provided in Exhibit 27.  

At one end of this spectrum, full public control over planning, regulation, and operations results in an 
Operating Port providing all the services to private customers. At the other end, the almost total absence 
of public ownership, control, or regulatory oversight results in a fully privatized port.  

Four alternative port operating models, depending on who performs the port authority and operations 
functions include: 

1. Public Service Port (Operating Port)- a public port authority owns and operates all equipment. An 
example of this is the Owensboro Riverport in Kentucky where the Port Authority manages the 
day-to-day operations as well as the infrastructure. Direct control has allowed Owensboro to 
grow a niche market for aluminum and controls turn times. It has diversified operations with 
metals accounting for roughly 40 percent, 20-25 percent for both sodium and warehousing, and 
agriculture products roughly 10 percent. 

2. Tool Port- a public port authority owns all the equipment which is operated by labor employed by 
private firms (port authority plus ownership of equipment required for port operations). An 
example of this is the Southeast Missouri (SEMO) Port Authority where revenues are generated 
by land rent and tonnage rent (with an annual tonnage minimum). The Port Authority aims to 
operate with an annual surplus which is then used to cover high-cost maintenance in some years, 
capital improvement projects when grant funds are limited, local match for capital grants, or kept 
for future projects or used for emergencies, when needed. 

3. Landlord Port- is the mode widely used port governance structure worldwide and is characterized 
by a public-private partnership where the public owns the land and basic infrastructure while the 
operations, such a cargo handling, storage, and other services, are performed by a private entity 
which is also responsible for buildings and equipment. America’s Central Port in Granite City is an 
example which contracts out operations for bulk and liquid transloading. Rail service is provided 
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by a Class I railroad and the Port Harbor Railroad, a Class III short line railroad with 24-hour on-
demand local switching services and connections to all Class I railroads via the Terminal Railroad 
Association (TRRA) of St. Louis. In addition, some tenants own and operate rail services. 

4. Private Service Port- a private port authority owns and operates all of the equipment. In some, 
but not all cases, port infrastructure is financed, built, and owned by the private sector. 

Exhibit 27 Strengths and Weaknesses of Port Management Structures and Ownership Models 

Port 
Model 

Strengths Weaknesses 

Public 
Service 
Port 

Infrastructure development and cargo 
operations fall under the responsibility 
of a unique organization (unity of 
command). 

Not user or market oriented. Lack of internal 
competition can lead to inefficiencies and lack 
of innovation due to limited private sector role. 
Potential for strong interference from 
government for labor and investment planning. 

Tool Port Good coordination between 
investments in port infrastructure and 
equipment (low risk of duplication). 

Conflict between the port authority which owns 
the equipment and the private firms which 
operate the equipment. Limited involvement 
from the private sector can lead to low 
innovation and efficiency.  

Landlord 
Port 

Port authority's focus is on governing 
functions. Commercial activities by 
private firms are more market oriented 
and competition driven (favors 
efficiency and innovation). 

Risk of duplication of equipment and other 
infrastructure. There is pressure from private 
operators on port authority to oversize the 
infrastructure. 

Private 
Service 
Port 

Maximum flexibility with a more 
market-oriented development 
strategy. 

Risk of private firms taking undue advantage of 
monopoly position. Government risks having 
poor control over strategic issues and Governing 
functions. If full privatization, there is a risk of 
speculation on high value port land. 

Source: Ann L. Schneider & Associates  

Inland riverports are able to generate revenue through several key channels: 
• Port Dues and Fees: They charge vessels for using port facilities, including berthing, pilotage, and 

towing fees. 
• Cargo Handling Charges: Fees are levied for loading, unloading, and handling cargo at the port. 
• Land Leases: Ports earn rental income by leasing port sites to companies for storage and other 

commercial activities. 
• Intermodal Transport Services: Inland ports provide access points for multimodal and intermodal 

transport via river, rail, and road, generating revenue from transportation firms servicing the 
port. 

• Specialized Services: Many inland ports cater to specific regional industries, such as agricultural 
exports or steel imports, tailoring their services and fees accordingly. 

• Federal and State Funding: There are federal and state competitive grant programs with funding 
targeted to infrastructure improvements. 
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Regional Port Partners 
The inland waterways have recently experienced renewed interest, both across the nation and in Illinois. 
In 2016, IDOT resumed responsibility for the transportation aspects of the state’s marine transportation 
after having transferred the Division of Water Resources to the Illinois Department of Natural Resources 
in 1995. Since, IDOT has published its Illinois Marine Transportation System Plan, which provides the state 
of Illinois with a foundational understanding of the marine transportation system and how it contributes 
to the state’s economy. Since, IDOT has supported the integration of the state’s waterways into its 
multimodal transportation network with funding for multiple local and regional port planning efforts as 
well as capital infrastructure projects within ports through the Rebuild Illinois Capital and Illinois Port 
Facilities Capital Investment Grant programs. The federal government’s Infrastructure Investment and 
Jobs Act a multi-year infusion of new funding for waterway projects including a Port Infrastructure 
Development Program and additional funds to the USACE. As was discussed earlier, major lock and dam 
rehabilitation and maintenance projects have recently been completed along Illinois waterways. 

There are two statutorily created port district/commission with co-terminus boundaries that include the 
Port of Henry: the Illinois Waterways Port Commission and the Heart of Illinois Regional Port District. Both 
were created in Chapter 70 of the Illinois Compiled Statutes. The main purpose of the Illinois Waterways 
Port Commission is to serve a coordinating role to synchronize efforts and initiatives within its 
jurisdictional boundaries. The Commission is tasked with making recommendations to the governor, 
general assembly, congress, and federal agencies on regional issues related to multimodal transportation 
and economic development and coordinates nonfederal sponsorship and development of Marine 
Highway 55. It may also assist individual port districts with grant applications and has the power to 
develop terminal facilities and enhance reporting and benefits of statistical data. 

The Heart of Illinois Port District (HIRPD) oversees planning for port facilities and intermodal facilities 
within its boundaries and may create, own, and operate terminal facilities. HIRPD has general oversight 
powers over activity in the river including permitting for constructing infrastructure or depositing material 
within 40 feet of any navigable waters within the district. It has the authority to apply for and accept 
grants, loans and appropriations as well as apply to be a Foreign Trade Zone/Subzone and borrow 
money/issue revenue bonds.  

It is important to note that pursuant to Section 90 of the Heart of Illinois Port District Act: 

It shall be unlawful to make any fill or deposit of rock, earth, sand, or other material, or any refuse 
matter of any kind or description, or build or commence the building of any wharf, pier, dolphin, 
boom, weir, breakwater, bulkhead, jetty, bridge, or other structure over, under, in, or within 40 
feet of any navigable waters within the district without first submitting the plans, profiles, and 
specifications for it, and any other data and information that may be required, to the district and 
receiving a permit. Any person, corporation, company, city or municipality, or other agency that 
does any of the things prohibited in this Section without securing a permit is guilty of a Class A 
misdemeanor. 

In addition to the two statutory port entities, there are two regional organizations that play a role in port 
activity. One is Corn Belt Ports which includes about twenty ports and dozens of other entities like port 
districts, port authorities, counties, cities, townships and economic development agencies, all with an 
interest in promoting further port development on the Upper Mississippi and Illinois Rivers. The Corn Belt 
Ports was formed to get all inland ports inside the lock and dam system on the Upper Mississippi River 
and the Illinois River listed and ranked in the Waterborne Commerce Statistics Center which is used by 
the U.S. Army Corps of Engineers to analyze the feasibility of new projects and set priorities for new 
investments on each river. Corn Belt Ports also plays an advocacy role for the ports inside the lock and 
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dam system with governmental agencies and for competitive grant opportunities. In September of 2024, 
the Corn Belt Ports signed a “cooperative endeavor agreement” (CEA) “to advance the economic and 
operational capabilities of ports up and down the Mississippi River.”13 

The Illinois River Cities and Towns Initiative (IRCTI) is modeled after the Mississippi River and Towns 
Initiative which works to build capacity of member mayors to undertake initiatives to attract jobs, create 
sustainable economies, and achieve local environmental protection goals. “IRCTI is a coalition of more 
than 12 mayor-led cities and towns along the Illinois River that will serve as a unified and independent 
voice advocating for the economic, environmental and political interests of the Illinois River region.”14 

Land Use Plan 
A conceptual site plan was developed to outline the major infrastructure needs to support future port 
operations and to estimate the associated costs to make those investments. A drawing of these 
infrastructure needs, including marine, road, rail, and other site improvements, is presented in Exhibit 28. 
The associated costs for these improvements are provided in Exhibit 29. The site plan calls for the City’s 
parcel to be split into multiple parcels allowing for industrial development to occur including an estimated 
34-acre parcel on the west end of the port with an elevation of 460 feet, approximately six-acres to the 
west of the existing sanitary treatment lagoons, and 19-acres to the east of the lagoons. The parcels 
adjacent to the sanitary lagoons would have an average elevation of 490 feet. The City’s parcel along with 
adjacent parcels to the north and south are zoned as heavy industrial, while the parcels located to the 
west of Richard Street/CR 1500 E are zoned as light industrial. The entire Port of Henry is located within 
the City’s Tax Incremental Finance (TIF) District. 

The conceptual drawing calls for a 400-foot high-water dock wall at an elevation of 460 feet and a 400-
foot low-water dock wall at an elevation of 449 feet. Both dock walls will have an adjacent dock platform 
comprised of 12-inch reinforced cement concrete measuring 400 by 75 feet for maneuvering and 
temporary storage while loading and unloading barges. The 400-foot dock walls are based on an 
operational plan that would fleet two barges at a time into the port with the remaining barges being 
moored outside the port along the Illinois River. The City’s remaining shoreline within the Port of Henry 
would be protected by rip rap.  

The plan includes the construction of an 8,100 square foot office building, the extension of municipal 
water and sewer, a truck scale, and 4,500 square yard staging area at the Port’s entrance. It includes the 
construction of 11,500 linear feet of industrial rail track to enter the Port along the western boundary 
near the road entrance. The new rail track will include five switches and span the northern boundary of 
the Port’s property, intersect the future 34-acre and 6-acre industrial development parcels, span the 
southern boundaries of the future 6-acre and 19-acre sites, and terminate within the future 34-acre 
parcel at the 460-foot elevation. The plan also calls for industrial roads comprised of 12-inch reinforced 
cement concrete to be built and provide trucks access throughout the Port. The industrial roads will begin 
at the Port’s entrance along Richard Street/CR 1500 E, provide connections to the industrial development 
parcels, and include ramps to connect the areas with different elevations. In addition to the construction 
of roads within the Port, this conceptual plan also calls for the rehabilitation of Richard Street/CR 1500 E 

 
13 Progressive Railroading Magazine, Corn Belt, Louisiana ports sign pact to improve Mississippi River Trade routes. 

September 23, 2024. 
14 The Waterways Journal Weekly, Illinois River Port Communities Form Coalition. September 20, 2024. 
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with 10-inch unreinforced cement concrete and intersection improvements, including truck turn lanes 
and signalization at CR 1450 N and IL 29. The total estimated cost for the improvements is $87,732,700.  
Exhibit 28 Conceptual Port Development Plan Drawing 

 
Source: Quetica and Primera 

Exhibit 29 Conceptual Port Development Plan Cost Estimates 
Item Description Estimated 

Cost 
High Water Dock 400 LF of dock wall, site prep for 3,500 SY of 12" PCC - 

Reinforced 
$10,662,500  

Low Water Dock 400 LF of dock wall, site prep for 3,500 SY of 12" PCC - 
Reinforced 

$9,062,500  

Port Industrial Roads Site prep, 24,000 SY of 12" PCC - Reinforced $13,200,000  
Staging Area Site prep, 4,500 SY 12" PCC - Reinforced $2,475,000  
Office 8,100 SF office, municipal water and sewer service extension $2,200,000  
Truck Scale One scale located at entrance $445,000  
Loading/Storage 
Area 

Site prep and 55,000 SY of 12" PCC - Reinforced $26,125,000  

Road Improvements Site prep, 31,500 SY 10" PCC - Unreinforced, signalization $14,137,500  
Rip Rap  7,251 SY $1,450,200  
Rail Lines + Switches 11,500 LF industrial rail, five switches $7,975,000  
TOTAL 

 
$87,732,700  

Source: Quetica and Primera 
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Electricity and natural gas are distributed to the Port of Henry by Ameren Illinois (Exhibit 30). The Port is 
directly served by a 12kV, three-phase distribution system while there is a 69kV sub-transmission system 
located adjacent to the site along with a 138kV transmission system located roughly two miles east of the 
Port across the Illinois River. Natural gas infrastructure includes a 30-inch steel high-pressure main 
located along the Port’s western edge and northwest corner of the Port; a six-inch and four-inch steel 
high-pressure main located north of the Port; and a 4-inch steel high-pressure main located south of the 
Port. 
Exhibit 30 Existing Electricity and Natural Gas Distribution Infrastructure 

 
Source: Ameren Illinois 

Water Infrastructure Improvements 

The City of Henry’s current wastewater treatment system uses open-air lagoons to treat the wastewater 
using natural, biological processes. The system was built in the mid-1990’s with a 50-year life span. The 
existing treated wastewater outfall extends from the southeast corner of the existing secondary aeration 
lagoon to the Illinois river. The lagoons have roughly 20-years of useful life remaining and are currently at 
70 percent capacity. However, two factors have caused the City to look at the current system and its 
feasibility for continued operation throughout the full useful life. 

1. The current lagoon system was designed and permitted to only handle domestic waste, meaning 
a new facility would be needed if industrial activity were to occur within the Port of Henry. 

2. Future permitting cycles from the EPA may have additional nutrient requirements for all 
wastewater treatment plants located on the Illinois River. Phosphorous would be one potential 
issue for the City to meet these new requirements using its current treatment capabilities.  

The question becomes whether the City invests the money to dredge and treat the sludge as well as 
provide other nutrient processes to meet the EPA requirements to maximize the lifespan of the current 
lagoon system or does it invest the money into constructing a new wastewater treatment facility that 
meets the EPA requirements and can also handle industrial waste? Beyond the effluent quality standards, 
the needs of a new facility are largely dictated by the daily wastewater flow rates and the type of 
wastewater and associated treatments, which vary based on the type of industry the treatment facility is 
supporting. Wastewater. Four distinct industries are discussed below in terms of risk level, primary 
contaminants, daily wastewater production, and space requirements for the manufacturing activity. 

1. Animal Feed- an animal feed plant would represent a moderate risk due to organic and solid 
waste with high levels of total suspended solids (TSS) including fats/oils and starches. These 
contaminants tend to exhibit high chemical oxygen demand (COD) and high biochemical oxygen 
demand (BOD). A mid-sized plant would produce between 5,000 and 25,000 gallons per day 
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(GPD) and require about four acres of space while a large-sized plant would produce between 
50,000 and 150,000 GPD and require 10 acres. 

2. Fertilizers- a fertilizer producer would represent a high risk due to nutrients exhibiting high levels 
of total dissolved solids (TDS) and extreme pH levels. Primary contaminants include ammonia, 
nitrates, and phosphates. A mid-sized fertilizer plant would produce between 10,000 and 50,000 
GPD and need six acres while a large-sized plant would produce between 100,000 and 250,000 
GPD and need 15 acres. 

3. Metals- a metals manufacturing plant would represent a very high contaminant risk due to heavy 
metals waste, oil, acids, and potentially cyanides. These contaminants exhibit extreme pH levels. 
A mid-sized plant would produce between 25,000 and 100,000 GPD and require up to eight acres 
of space while a large-sized plant would produce between 150,000 and 250,000 GPD and require 
20 acres. 

4. Energy Plant (solid waste)- a solid waste energy plant would represent a high contaminant risk 
due to leachate, boiler water, metals, and chlorides from scrubber water. The contaminants 
exhibit TDS and COD. A mid-sized plant (city) would produce between 50,000 and 150,000 GPD 
and need 20 acres while a large-sized plant (regional) would produce between 450,000 and 
450,000 GPD and need 60 acres. 

In order to support multiple industries, a multi-step system with different treatment types would be 
required. The multi-step system would include: 

• Basic/physical treatment process would be used as a pretreatment step to separate solids. This 
would require a smaller footprint compared to other types, roughly 300 square feet (SF) per 
10,000 GPD, with costs averaging between $300 and $600 per SF.  

• Biological systems (aerobic/anaerobic) would be needed to meet high biological and chemical 
oxygen demands of organic matter. A larger footprint is needed, about 600 SF per 10,000 GPD, 
with costs ranging from $500 to $1,200 per SF. 

• Membrane systems (reverse osmosis or ultrafiltration) would be required to meet stringent 
environmental requirements. A larger footprint is required, roughly 700 SF per 10,000 GPD, while 
costs range from $800 to $1,800 per SF. 

• Chemical/advanced oxidation is needed to treat wastewater that contains oil, grease, and heavy 
metals, and to make pH corrections. Space requirements are 400 SF per 10,0000 GPD with costs 
ranging from $400 to $900 per SF.  

• Sludge handling/dewatering to deal with the bioproduct of the biological and chemical 
treatments. Typical space requirements are 600 SF per 10,000 GPD with costs ranging from $600 
to $1,200 per SF. 

Future water storage is also a consideration. The City currently has a single 200,000-gallon water tower 
located roughly one mile to the southwest of the Port of Henry entrance at the intersection of IL 29 and 
Old Indian Town Road and pumps roughly 600,000 gallons of water per day. The City would need an 
additional one million gallons of water storage to meet a forecasted peak demand of 1.35 million gallons 
per day (assuming a 40 percent equalizing portion). The cost for a new one-million-gallon water tower will 
be approximately $5 million, or $5 per gallon.  

In addition, a lift station would be needed. Costs for a new facility that accommodates 1.35 million gallons 
per day would be approximately $4.5 to $6 million (Exhibit 31).  
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Exhibit 31 Estimated Cost Range for Lift Station 
Item Notes/Details Estimated Cost (USD) 

Site 
Preparation 

Excavation, grading, access, fencing, utilities, and site 
improvements 

$200,000 – $500,000 

Wet Well 
Construction 

Concrete/fiberglass wet well, screens, and associated 
piping 

$500,000 – $1,000,000 

Pump & Valve 
Systems 

Pumps (submersible or non-clog), valves, rail 
systems, and controls 

$500,000 – $1,000,000 

Electrical & 
Controls 

Control panels, SCADA/telemetry, instrumentation, 
emergency power 

$300,000 – $500,000 

Piping & 
Discharge 

Force main, influent/effluent piping, and 
appurtenances 

$200,000 – $400,000 

Buildings & 
Accessories 

Control building, access hatches, odor control, 
ventilation 

$100,000 – $300,000 

Permits & 
Engineering 

Design, permitting, testing, and project management $200,000 – $400,000 

Contingency Reserve of 10-20 percent for unforeseen costs, price 
escalation 

$500,000 – $1,000,000 

Construction 
Total 

Typical overall range for a 1.3 MGD station $4.5–$6 million 

Source: Quetica 

Marketing Plan 
The objective of the marketing plan is to recruit companies within the targeted industry sectors, based on 
research findings, to operate at the port property or other nearby industrial land. The City should 
concentrate its marketing efforts on the most effective go-to-market strategies and tactics to recruit 
companies in each targeted industry. This plan makes each strategy actionable by providing detailed 
descriptions that specify who is responsible, the expected timeframe (short-, medium- or long-term), and 
the approximate cost when relevant. These key strategies include: 

1. Phase 1: Short-term, Low Cost 
a. Branding development 
b. Forming partnerships 
c. Building social media presence 

2. Phase 2: Medium-term, Moderate Cost 
a. Advertising 
b. Applying for grants 

3. Phase 3: Long-term, Higher Investment 
a. Infrastructure development 
b. Direct outreach 

Phase 1: Short-Term, Low Cost 

Short-term and low cost marketing strategies should be a high priority as they will form the basis of all 
marketing efforts and require a minimal budget of under $10,000. Efforts should focus on the branding of 
the port, partnership formation, and the development of a social media presence. The full branding of the 
port and associated materials will take up to three months to complete and will result in a package that 
includes a logo, tagline, map development, and a full brand identity. The City should work with a 
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marketing consultant and web developer to update its website (https://portofhenry.org/) with a revamp 
of its content, improved user interface, and an emphasis on the unique selling points the Port of Henry 
has to offer. To support this effort, the City can leverage the target industry cut sheets that were 
developed as part of the Port Master Plan for key industries: 

• Chemical and Plastics Manufacturing 
• Construction Materials Manufacturing 
• Metals Manufacturing 
• Heavy Equipment Manufacturing 
• Transportation and Warehousing 
• Waste Remediation Services 

The Port should leverage existing relationships and partnerships with the IAIS, Ozinga, Ameren Illinois, 
Illinois Economic Development Corporation (Illinois EDC), Illinois River Cities and Towns Initiative (IRTCI), 
and the Corn Belt Ports for co-marketing efforts at various site selector events and other in-person 
meetings. Lastly, the Port should build a social media presence by launching profiles on LinkedIn, 
Instagram, and X and post updates about the Port on an ongoing basis. Phase 1 marketing strategies and 
anticipated budget are summarized in Exhibit 32. 
Exhibit 32 Phase 1 Marketing Strategies and Anticipated Budget 

Strategy Anticipated Budget 

Branding $4,000 - $10,000 

Update Website $1,000 - $5,000 

Develop Target Industry Cut Sheets Part of Port Master Plan 

Leverage Existing Partnerships Low 

Build Social Media Presence $500 - $1,500 

TOTAL $6,100 - $17,000 
Source: Chrisman Consulting 

Phase 2: Medium-Term, Moderate Cost 

The Port of Henry’s medium-term marketing strategies should focus on advertising the Port to industry 
and potential users. These strategies will require between $5,000-$20,000 in budget for each of the 
strategies and follow a six-to-eighteen-month timeline. Targeted digital advertising campaigns should be 
run on LinkedIn and/or Google Ads to target decision-makers in associated targeted industries. The Port 
should retain a marketing consultant to manage the content creation and advertisements and to 
determine and track the appropriate channel use and performance.  

The Port and its marketing consultant should also participate in industry trade shows alongside its 
partners (IAIS, Ozinga, Ameren Illinois, Illinois EDC) and publish articles in the relevant trade publications. 
The Port’s and its marketing consultant’s participation in trade shows would showcase the Port at these 
events while published articles would highlight the Port of Henry’s unique features. Both strategies would 
create awareness of the Port and drive visits to its website. A listing of trade shows, other pertinent 
events, and trade publications aligned with the targeted industries identified during the development of 
the Port of Henry Master Plan are provided in Appendix A. 

The Port of Henry should also apply for federal and state grants to fund infrastructure investments for 
transload facilities, surface transportation access, waterside improvements, utility upgrades, and other 

https://portofhenry.org/
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improvements. The Port should retain a grant specialist to assist with the development of their grant 
applications. Budgeting for a grant specialist would be based on an estimated level of hourly effort. 
Exhibit 33 provides a summary of the Phase 2 marketing strategies and anticipated budget. 
Exhibit 33 Phase 2 Marketing Strategies and Anticipated Budget 

Strategy Anticipated Budget 

Run Targeted Digital Advertisement Campaign $5,000 - $10,000 

Participate in Industry Trade Shows $10,000 - $20,000 

Publish Articles in Trade Publications $5,000 - $15,000 

Apply for Infrastructure Grants 10 percent commission or $100 - $200 per hour 

Marketing Consultant $3,000 per month 

TOTAL $20,000 - $45,000 (grant application development 
and consultant not included) 

Source: Chrisman Consulting 

Phase 3: Long-Term, Higher Investment 

The long-term marketing strategies developed as part of the Port of Henry Master Plan are designed to 
last between 12 and 36 months and are focused on direct outreach to target industries and the 
development of port infrastructure. Direct outreach strategies would need to be managed by a marketing 
consultant and include the development of promotional videos to showcase the Port’s logistics 
capabilities and its location15. These videos would reside on the Port of Henry’s website, posted to the 
Port’s social media accounts, and utilized at various trade shows. A direct outreach campaign should be 
conducted via email and social media, such as LinkedIn, should utilize a customer relationship 
management (CRM) system, and focus on specific companies operating within the Port’s targeted 
industries. In addition to the promotional videos and direct outreach campaign, the Port of Henry should 
work with its partners to invite site selectors to tour the Port and the surrounding area. Lastly, the Port of 
Henry should design and build the transload facilities that will be required to transfer raw materials and 
finished products from the inland waterway system to industry located near the Port or the adjacent road 
and railway networks. A budget summary for Phase 3, not including capital improvements, is provided in 
Exhibit 34. 
Exhibit 34 Phase 3 Marketing Strategies and Anticipated Budget 

Strategy Anticipated Budget 

Develop promotional videos $10,000 - $30,000 

Launch direct outreach campaign $15,000 - $25,000 

Host site selector visits $10,000 - $15,000 

Marketing consultant $3,000 per month 

TOTAL $35,000 - $70,000 (marketing consultant not 
included) 

Source: Chrisman Consulting 

 
15 Examples include the Little Rock Port Authority (https://www.youtube.com/watch?v=yM1pUMReyr0) and Port 
of New Castle (https://www.youtube.com/watch?v=rPIMDO0eExw). 

https://www.youtube.com/watch?v=yM1pUMReyr0
https://www.youtube.com/watch?v=rPIMDO0eExw
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Success Metrics 

Metrics can be used to measure impact and year-over-year progress made towards these strategies. 
Where possible, baseline metrics need to be listed as the starting point. In addition, a twice-annual report 
on digital communications should be completed which will use analytics from the website and social 
media to keep track of reach and engagement for these vital communications tools. Specific metrics 
include: 

• Inquiries from Prospective Businesses- track the number of businesses contacting the City or 
City’s partners through a CRM system. The baseline should be determined based on the current 
number of contacts the City or partners receive on a monthly basis. 

• Partnerships Formed- measure collaborations with companies or site selectors through reports 
from IAIS, Ozinga, Ameren Illinois, Illinois EDC, IRCTI, the Corn Belt Ports, and others. To 
determine the baseline, the Port should list all current collaborations that take place and write 
out a process for how this will be tracked and how often partners and other stakeholders are 
updated on collaborations. 

• Website Traffic- track the number of visitors to the website. This metric should be tracked in 
conjunction with trade show attendance and trade publications to determine the conversion of 
attendance and publication into website traffic. A baseline metric associated with these events 
would be that the Port fields 10 inquiries for every 1,000 visits to its website. 

• Port Usage Volume- monitor the number of users and volume of goods handled through port 
usage reports. The Port of Henry should develop a process for a City staff member to report on a 
monthly or quarterly basis once the Port is fully operational. 

• Grants and Funding Secured- track the number and value of grants applied for along with 
successful grant applications using federal and state grant reports. 

Regional Positioning 

The City of Henry and the surrounding region offer industries a number of competitive advantages. Local 
incentives such as Tax Increment Finance (TIF) District and Enterprise Zone programs can give tax 
incentives, regulatory relief, and improved governmental services. The Port of Henry’s location provides 
access to nearly 55 million people within 500 miles in metropolitan areas such as Chicago, Kansas City, St. 
Louis, Minneapolis, Indianapolis, Nashville, and as far east as Pittsburgh. The City of Henry is connected to 
Interstates 74 and 80 via Illinois Route 29 and Interstate 39 via Illinois Route 18. Rail access is provided by 
the IAIS, which runs from Council Bluffs, Iowa, to Chicago and offers access to all Class I carriers and their 
transcontinental networks. Air cargo facilities are available at Chicago Rockford International Airport 100 
miles from Henry and Chicago O’Hare International Airport 130 miles away. With 32 Fortune 500 
companies within Illinois and no personal property taxes for business, the Henry region can leverage the 
state’s strong business climate: 

• Top Midwest state for business creation (U.S. Bureau of Labor Statistics) 
• The number two location in the nation for business expansion and creation (Site Selection 

Magazine, 2023) 
• The fifth largest GDP in the nation 
• Ranked sixth in infrastructure as well as Technology and Innovation (CNBC, 2024) 
• Ranked seventh in the nation in pre-kindergarten through 12th grade education (US News, 2024) 
• Ranked fifteenth for America’s Top States for Business (CNBC, 2024) 
• The eighteenth largest economy in the world 
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While no colleges have a direct presence in Marshall County, the region provides access to a number of 
higher education opportunities for residents producing a skilled workforce: 

• Illinois Valley Community College in La Salle County is a two-year institution offering certifications 
and associate degrees in accounting, agriculture, automotive, computer sciences, cybersecurity 
engineering, HVAC, industrial maintenance, manufacturing technology, welding, and a variety of 
health professions. 

• Illinois Central College in Peoria County is a two-year institution offering certifications and 
associate degrees in agriculture, architecture and construction, information technology (IT), 
artificial intelligence (AI), automotive, computer sciences, cybersecurity engineering, HVAC, 
industrial maintenance, manufacturing technology, welding, and a variety of health professions. 

• Bradley University in Peoria County is a four-year private university granting undergraduate and 
graduate degrees in 185 programs. Programs include liberal arts and sciences, electrical 
engineering, industrial engineering, manufacturing engineering, and IT related fields. Graduate 
degrees include Masters and Doctors in a variety of business related, health related, and 
computer science programs. 

• Midwest Technical Institute in Tazewell County is a vocational and technical training institution in 
the mechanical trades and allied health career fields. 

While the cost of living for the entire state of Illinois is the highest amongst its neighboring states, it is still 
six percent lower than the national average (Exhibit 35). Marshall County, the Core Region (consisting of 
Bureau, Marshall, Putnam, and Stark counties), and the greater region (consisting of the Core Region plus 
Henry, Knox, La Salle, Lee, Livingston, Peoria, Tazewell, Whiteside, and Woodford Counties) all have lower 
costs of living when compared to the neighboring state averages. The cost of housing in Illinois is 20 
percent lower than the national average, with Marshall County, the Core Region, and the Greater Region 
being significantly lower than surrounding states and the state of Illinois.  
Exhibit 35 Cost of Living and Housing Comparison 

 Marshall 
County 

Core 
Region 

Greater 
Region IL IA IN KY MO U.S. 

Cost of 
Living 

77.2 75.5 76.2 93.7 80.1 83.7 82.3 85.6 100 

Housing 35.6 37 40.2 80.2 55.4 63.8 56.9 66.5 100 
Source: Sperling’s Best Places 

In addition, analysis of private sector shipment data collected as part of the PHRSCOM development 
shows shippers in the Henry region experience lower transportation costs when compared to shippers in 
the Chicago region. For example, outbound truck rates to markets connected via the inland waterway 
system such as Minneapolis and New Orleans are roughly five percent less than those leaving the Chicago 
region. 

Business Cases 
A business case is generally interpreted as a written value proposition that presents the risks and rewards 
for undertaking a specific plan of action. The Association for Project Management defines a business case 
as: “[The] justification for undertaking a project, program, or portfolio. It evaluates the benefit, cost and 
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risk of alternative options and provides a rationale for the preferred solution.”16 Rewards include lower 
supply chain costs and improved efficiency, resiliency, and redundancy as well as public benefits related 
to reduced emissions, wear-and-tear on roads and bridges, and truck-related crashes.  

Exhibit 36 provides a high-level summary of the process to develop business cases for the Port of Henry 
beginning with the total market opportunity (TMO) from the “What-if” scenarios developed and modeled 
using the PHRSCOM. Target markets were then selected based on the PHRSCOM results, target market 
analysis, and feedback from market participants to identify markets and particular trade lanes. Capturing 
the entire TMO is not a realistic assumption when making infrastructure investment decisions, so market 
capture rates (MCR) are applied to the TMO to produce a more realistic and more fiscally conservative 
estimate of annual volumes and savings from the proposed network enhancement. MCRs can be based 
on a percentage of the entire TMO or based on a subset of the TMO related to specific trade lanes and/or 
commodities. The estimated volumes, savings, and other benefits are then compared to costs for 
developing the site to come up with ROI and benefit-cost metrics. 
Exhibit 36 Port of Henry Business Case Development 

 
Source: Quetica 

The PHRSCOM was used to run “What if” scenarios that look to move freight via rail and inland 
waterways in place of the road network. Exhibit 37 compares the TMO from the optimized results to the 
current baseline for the two scenarios in terms of volume, costs, and modal miles assuming a single 
transload at the Port of Henry and a transload at both the Port of Henry and on the other end of the 
shipment. The annual TMO for the barge scenario with a single transload is 851,639 tons representing 
cost savings of nearly $76.6 million and a reduction of truck ton-miles traveled from 511 million to 35 
million. The rail scenario estimates the TMO to be 924,511 tons with transportation cost savings of $97.6 
million and reductions in truck ton-miles from more than 1 billion to 38 million. Volumes and savings are 
higher for the single transload scenarios due to the added costs associated with the second transload 
while results are higher for the rail scenarios due to the fact the rail network provides greater 
connectivity than the inland waterways.  

 
16 APM glossary of project management terms. 
https://www.apm.org.uk/resources/glossary/#:~:text=Business%20case%20Provides%20justification%20for,projec
t%2C%20programme%20or%20portfolio%20objectives. 
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Exhibit 37 PHRSCOM Total Market Opportunity 

 
Barge – 

1 Transload 
Barge – 

2 Transloads 
Rail – 

1 Transload 
Rail – 

2 Transloads 
Total Tons 851,639 686,793 924,511 797,594 

Total Savings $76,584,395  $58,219,215  $97,620,331  $77,342,550  

Baseline Truck Tonnage 583,650 567,633 924,511 797,594 

Baseline Rail Tonnage 267,987 119,157                          -    -    

Baseline Truck Ton-miles 510,955,405 497,164,063 1,009,112,659 876,618,902 

Baseline Rail Ton-miles 284,810,310 135,039,738                             -    -    

Optimized Truck Ton-miles 34,916,836 28,558,678 38,015,976 32,575,844 

Optimized Rail Ton-miles -                                     -    1,094,253,458 952,603,902 

Optimized Water Ton-miles 1,152,883,186 941,421,060                             -    -    

Source: Quetica 

PHRSCOM business cases were developed for three commodity groups based on results from the 
optimization modeling effort, a Target Industry Analysis (discussed later in this report), and stakeholder 
feedback. The three business cases developed as part of this final report utilize the PHRSCOM results 
from the barge scenario assuming a single transload for the following three commodity groups: Animal 
feed; Chemicals, fertilizers, and plastics; and Waste/scrap.  

According to the National Association of Manufacturers, Illinois’ manufacturing output totaled $135.1 
billion in 2022, which represented 12.3 percent of the state’s total gross domestic product and employed 
nearly 535,000 people. Chemical manufacturing is the top manufacturing sector with roughly $35 billion 
in production. Ag-tech alone comprises more than 1,160 companies and 30,350 workers. The Illinois River 
offers a navigable waterway connecting to the Mississippi River and the Gulf and facilitates the efficient 
transport of petrochemical feedstocks, including natural gas liquids and crude oil derivatives, which are 
vital for many chemical manufacturing processes. The manufacturing sectors producing organic 
chemicals, ethyl alcohol, plastic bag and pipes, pesticides and other agricultural chemicals are all 
expected to experience significant growth between 2023 and 2028 within the Port region, Illinois, and the 
U.S., while the Port of Henry region is also expected see growth in animal feed production. 

In addition, Illinois was the number one producer of soybeans and the number two producer of corn in 
the U.S.17 The Henry region is situated within Illinois' agricultural belt providing abundant access to corn 
and soybean crops essential for producing animal feed and bio-based chemicals and plastics, such as 
polylactic acid derived from corn starch. Specifically, McLean, LaSalle, and Livingston Counties were 
ranked first, third and fourth respectively in the U.S. for corn production while Tazewell, Stark, and 
Woodford Counties ranked sixth, seventh, and eleventh in the nation for soybean production. The local 
availability of raw materials can lead to reduced transportation costs and a more reliable supply chain. 

 
17 Illinois.gov press release: https://www.illinois.gov/news/press-
release.26208.html#:~:text=Illinois%20Counties%20Lead%20the%20Nation%20for%20Corn,top%20spot%20for%2
0production%20in%20both%20crops. 



Port of Henry Port Master Plan | Final Report 

49 

 

In general, solid and other waste collection and solid waste landfill services within the Port of Henry 
region are forecasted to experience growth between 2023 and 2028. Specifically related to the 
movement of waste, the City of Henry and Ozinga have investigated siting a barge-to-truck waste transfer 
station at the Port of Henry which would allow bailed municipal solid waste to be transported out of 
Chicago via barge replacing hundreds of truckloads of trash daily. In 2022, the eight county Chicago 
Metropolitan Area18 generated nearly 10 million cubic yards (cy) of waste.19 Currently, only about 10 
percent of Chicago’s municipal solid waste gets recycled, with the remainder going to landfills. The Illinois 
Landfill Disposal Capacity Report indicates the total remaining capacity in the Chicago Region is just 18.6 
million cy, far less than many other regions in the state. The Ozinga plan includes transloading the waste 
from barges onto trucks at Port of Henry and then drive a much shorter distance to nearby landfills saving 
money and reducing diesel emissions.  

Animal Feed 

Results for the TMO of optimized Animal feed flows under the single barge transload scenario are shown 
in Exhibit 38. In 2019, the TMO volume was estimated to be 134,198 tons with associated transportation 
cost savings for regional shippers of nearly $8.1 million. The optimized flows would introduce more than 
166.7 million ton-miles to the inland waterway network, reduce truck ton-miles by roughly 39 million 
from 44,767,900 to 5,787,270, and eliminate the associated rail ton-miles. 
Exhibit 38 Total Market Opportunity for Barge Transload of Animal Feed 

Measure 2019 
Total Tons 134,198 
Total Savings $8,082,807 
Baseline Truck Tonnage 53,186 
Baseline Rail Tonnage 81,012 
Baseline Truck Ton-miles 44,767,900 
Baseline Rail Ton-miles 83,499,158 
Optimized Truck Ton-miles 5,787,270 
Optimized Rail Ton-miles 0 
Optimized Water Ton-miles 166,760,005 

Source: Quetica 

Outbound flows to Louisiana account for 87 percent of the TMO with 81,009 tons coming from the rail 
network and 36,142 coming from the road network via trucks. In terms of where within the region the 
optimized flows originate or terminate, LaSalle (44,026) and Livingston (36,379 tons) Counties account for 
roughly 60 percent (Exhibit 39). In terms of transportation cost savings, the two counties account for 64 
percent of the total with LaSalle totaling nearly $3.185 million and Livingston $2.023 million. 

 
18 Illinois EPA Region 2 is made up of McHenry, Lake, DuPage, Cook, Kane, Kendall, Grundy and Will Counties. 
19 Illinois Environmental Protection Agency, Illinois Landfill Disposal Capacity Report. June 2023. 
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Exhibit 39 Local Source of Optimized Animal Feed Flows from Barge Transload 

 
Source: Quetica 

Based on analysis of PHRSCOM results for 2019, which show a predominance of optimized Animal feed 
shipments leaving the Port of Henry region for the state of Louisiana, the business case analysis includes 
only those optimized flows. A compound annual growth rate (CAGR) of 0.238 percent20 was applied to 
forecast the TMO out to 2050. In addition, MCRs of 20 percent in 2025, 40 percent in 2026, 60 percent in 
2027, and 70 percent between 2028 and 2050 were applied to the outbound flows between the Port of 
Henry and Louisiana.  

Assuming the 0.238 percent CAGR, capturing 20 percent of the TMO in 2025 equates to 23,767 tons of 
Animal feed and more than $1.2 million in transportation cost savings to regional shippers (Exhibit 40). 
Optimizing these flows via the inland waterways translates into 16 barge shipments and 1,324 truck 
drayage movements while replacing nearly 6.5 million truck ton-miles and 16.8 million rail ton-miles with 
29 million water ton-miles and just over a million truck ton-miles. The 83,778 tons in 2028 from an MCR 
of 70 percent equates to 56 barge shipments, 4,667 truck dray movements, nearly $4.5 in transportation 
cost savings, and a reduction in truck ton-miles of more than 19 million. 
Exhibit 40 Animal Feed Opportunities Under Market Capture Rates 

Measure 2025 2026 2027 2028 2050 
Total Tons 23,767 47,646 71,640 83,778 88,273 
Total Savings $1,265,591  $2,537,201  $3,814,852  $4,461,245  $4,700,575  
Baseline Truck Tonnage 7,332 14,699 22,101 25,846 27,233 
Baseline Rail Tonnage 16,435 32,947 49,538 57,932 61,040 
Baseline Truck Ton-miles 6,474,275 12,979,344 19,515,316 22,822,014 24,046,335 
Baseline Rail Ton-miles 16,812,558 33,705,080 50,677,854 59,264,768 62,444,113 
Optimized Truck Ton-miles 1,012,461 2,029,738 3,051,848 3,568,956 3,760,418 
Optimized Rail Ton-miles 0 0 0 0 0 
Optimized Water Ton-miles 29,161,738 58,462,178 87,901,814 102,795,999 108,310,641 
MCR 20% 40% 60% 70% 70% 

Source: Quetica 

 
20 The CAGR is based on 2019 Illinois Transearch freight flows for animal feed commodities and 2035 forecasted 
freight flows for the same commodities. 
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Replacing long haul truck and rail movements with barge movements over the inland waterways not only 
reduces the costs paid by shippers but also reduces the emissions associated with those movements. For 
example, the optimized flows of animal feed in 2025 would reduce annual emissions of particulate matter 
less than 2.5 microns in diameter (PM2.5) by 0.61 tons and nitrogen oxides (NOx) by 14.15 tons. Based on 
USDOT guidance21, these reductions equate to roughly $838,000 in societal benefits. By 2028, these 
reductions are estimated to increase to 2.16 tons of PM2.5 and 50 tons of NOx resulting in more than $3.1 
million in societal benefits. In addition, a reduction in truck miles traveled would reduce truck related 
crashes valued at $25,963 in 2025 and $91,519 in 2028. 

Chemicals, Fertilizers, and Plastics 

Results for the TMO of optimized flows of Chemicals, fertilizers, and plastics under the single barge 
transload scenario are shown in Exhibit 41. In 2019, the TMO volume was estimated to be 114,020 tons 
with associated transportation cost savings for regional shippers of $11.4 million. The 105,837 tons of 
optimized volumes from the truck network account for 93 percent of the TMO. The optimized flows 
would introduce more than 158 million ton-miles to the inland waterway network, reduce truck ton-miles 
by roughly 86 million from 90,263,524 to 4,142,139, and eliminate the associated rail ton-miles. 
Exhibit 41 Total Market Opportunity for Barge Transload of Chemicals, Fertilizers, and Plastics 

Measure 2019 
Total Tons 114,020 
Total Savings $11,401,306 
Baseline Truck Tonnage 105,837 
Baseline Rail Tonnage 8,183 
Baseline Truck Ton-miles 90,263,524 
Baseline Rail Ton-miles 9,945,744 
Optimized Truck Ton-miles 4,142,139 
Optimized Rail Ton-miles 0 
Optimized Water Ton-miles 158,000,983 

Source: Quetica 

The TMO of inbound flows of Chemicals, fertilizers, and plastics accounted for 69 percent of the 
optimized opportunities (78,286 tons) versus 31 percent of outbound flows (24,265 tons) while products 
moving in dry van equipment totaled 71,561 tons (63 percent) versus 39,729 tons moving in liquid tanks 
(35 percent) and two percent moving in other types of equipment. Louisiana represented the largest 
opportunity consisting of 36,485 tons in 2019 with 98 percent of the flows coming from Louisiana to the 
Port’s region. Texas is the second largest opportunity consisting of 24,265 tons with 80 percent 
originating in Texas. Combined, the two states account more than half of the TMO. In terms of where 
within the region the optimized flows originate or terminate, LaSalle County accounts for the largest 
percentage of volume with 50,167 tons, or 43 percent, and transportation cost savings totaling more than 
$4.6 million, or 40 percent (Exhibit 42). Flows to and from Marshall County provide the second largest 
opportunity with 26,187 tons (22 percent) and more than $2.7 million (23 percent) in savings.  

 
21 https://www.transportation.gov/sites/dot.gov/files/2025-
05/Benefit%20Cost%20Analysis%20Guidance%202025%20Update%20II%20%28Final%29.pdf 
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Exhibit 42 Local Source of Optimized Chemical, Fertilizer, and Plastic Flows from Barge Transload 

 
Source: Quetica 

Based on the analysis of PHRSCOM results for 2019, which show a majority of optimized shipments of 
Chemicals, fertilizers, and plastics inbound to the Port of Henry region, the business case analysis includes 
only inbound flows. In addition, only flows from the following states were included to account for the 
viable use of the inland and intracoastal waterway networks: Alabama, Arkansas, Florida, Kansas, 
Louisiana, Minnesota, Mississippi, Pennsylvania, Tennessee, Texas, and West Virginia. A CAGR of 2.868 
percent22 was applied to forecast the TMO out to 2050. In addition, MCRs of 20 percent in 2025, 40 
percent in 2026, 60 percent in 2027, and 70 percent between 2028 and 2050 were applied to the 
inbound flows from the above states to the Port of Henry region. 

Assuming a 2.868 percent CAGR, capturing 20 percent of the TMO in 2025 equates to 13,635 tons and 
more than $1.54 million in transportation cost savings to regional shippers (Exhibit 43). Optimizing these 
flows via translates into nine barge shipments (four dry and five liquid) and 760 truck drayage movements 
(333 dry and 427 liquid), the addition of roughly 18.3 million water ton-miles, and the reduction of 12 
million truck ton-miles. The 51,949 tons in 2028 from an MCR of 70 percent equates to 34 barge 
shipments (15 dry and 19 liquid), 2,894 truck drayage movements (1,268 dry and 1,626 liquid), nearly 
$5.9 in transportation cost savings, and a reduction in truck ton-miles traveled of more than 45.7 million. 
Exhibit 43 Chemical, Fertilizer, and Plastic Opportunities Under Market Capture Rates 

Measure 2025 2026 2027 2028 2050 
Total Tons 13,635 28,053 43,286 51,949 96,768 
Total Savings $1,541,834  $3,172,102  $4,894,611  $5,874,145  $10,942,043  
Baseline Truck Tonnage 13,635 28,053 43,286 51,949 96,768 
Baseline Rail Tonnage 0 0 0 0 0 
Baseline Truck Ton-miles 12,490,065 25,696,526 39,650,201 47,585,200 88,639,164 
Baseline Rail Ton-miles 0 0 0 0 0 
Optimized Truck Ton-miles 486,794 1,001,509 1,545,347 1,854,610 3,454,668 
Optimized Rail Ton-miles 0 0 0 0 0 
Optimized Water Ton-miles 18,272,096 37,592,229 58,005,483 69,613,834 129,672,924 

Source: Quetica 

 
22 The CAGR is based on 2019 Illinois Transearch freight flows for inbound chemical, fertilizer, and plastic 
commodities and 2035 forecasted freight flows for the same commodities. 
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Replacing long haul truck with barge movements not only reduces the costs paid by shippers but also 
reduces the emissions associated with those movements. For example, the optimized flows of Chemicals, 
fertilizers, and plastics in 2025 would reduce annual emissions of PM2.5 by 1.22 tons and NOx by 27.67 
tons. These reductions equate to roughly $1.66 million in societal benefits. By 2028, these reductions are 
estimated to increase to 4.64 tons of PM2.5 and 105.4 tons of NOx resulting in more than $6.63 million in 
societal benefits. In addition, a reduction in truck miles traveled would reduce truck related crashes 
valued at $57,057 in 2025 and $217,379 in 2028. 

Waste/scrap 

Results for the TMO of optimized Waste/scrap flows under the single barge transload scenario are shown 
in Exhibit 44. In 2019, the TMO volume was estimated to be 23,348 tons with associated transportation 
cost savings for regional shippers of $2.05 million. The 23,321 tons of optimized volumes from the truck 
network account for almost all of the TMO. The optimized flows utilizing barges would introduce roughly 
30.5 million ton-miles to the inland waterway network, reduce truck ton-miles by roughly 161.7 million 
from 17,859,176 to 1,148,746, and eliminate the associated 26,871 rail ton-miles. 
Exhibit 44 Total Market Opportunity for Barge Transload of Waste/scrap 

Measure 2019 
Total Tons 23,348 
Total Savings $2,050,307 
Baseline Truck Tonnage 23,321 
Baseline Rail Tonnage 27 
Baseline Truck Ton-miles 17,859,176 
Baseline Rail Ton-miles 26,871 
Optimized Truck Ton-miles 1,148,746 
Optimized Rail Ton-miles 0 
Optimized Water Ton-miles 30,534,707 

Source: Quetica 

The TMO of inbound flows of Waste/scrap accounted for roughly three-quarters of the optimized 
opportunities (17,202 tons) versus 6,146 tons of outbound flows. The TMO is comprised entirely of dry 
Waste/scrap flows. While the TMO of Animal feed was heavily concentrated with a single trade partner 
(Louisiana) and Chemicals, fertilizers, and plastics with two trade partners (Louisiana and Texas), no trade 
partner represented more than 15 percent of the Waste/scrap flows. Florida, with 3,434 tons, and 
Minnesota, with 3,415 tons, both account for 15 percent of the TMO with all of the flows originating in 
Florida and 89 percent originating in Minnesota. Tennessee represents the third highest volume of 
inbound flows to the Port region with 2,041 tons. 

In terms of where within the region the optimized flows originate or terminate, Livingston and LaSalle 
Counties account for roughly 90 percent of the TMO with each counties’ volumes totaling 10,760 tons 
(Exhibit 45). However, while 94 percent of Livingston’s flows terminate in the county, LaSalle’s flows are 
more balanced with 61 percent terminating in the county. The difference in the associated transportation 
cost savings, $1 million for LaSalle and $883,000 for Livingston, is due to the difference in average length 
of haul for the two counties: 930 miles for LaSalle and 900 miles for Livingston. 
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Exhibit 45 Local Source of Optimized Waste/Scrap Flows from Barge Transload 

 
Source: Quetica 

Based on the TMO, which shows 75 percent of optimized Waste/scrap shipments being inbound to the 
Port of Henry region, the business case analysis includes only inbound flows. Similar to the Chemicals, 
fertilizers, and plastics business, only flows from the following states were included to account for the 
viable use of the inland and intracoastal waterway networks: Alabama, Arkansas, Florida, Kansas, 
Louisiana, Minnesota, Mississippi, Pennsylvania, Tennessee, Texas, and West Virginia. Based on the 2019 
and 2035 Transload estimates, a CAGR of 5.919 percent was applied to forecast the TMO out to 2050. In 
addition, MCRs of 20 percent in 2025, 40 percent in 2026, 60 percent in 2027, and 70 percent between 
2028 and 2050 were applied to the inbound flows from the above states to the Port of Henry region. 

Assuming the 5.919 percent CAGR, capturing 20 percent of the TMO in 2025 equates to 3,431 tons and 
$283,347 in transportation cost savings to regional shippers (Exhibit 46). Optimizing these flows via the 
inland waterways translates into two barge shipments and 191 truck drayage movements), the addition 
of roughly 3.97 million water ton-miles, and the reduction of 2.44 million truck ton-miles. The 14,270 tons 
in 2028 from an MCR of 70 percent equates to 10 barge shipments, 795 truck drayage movements, nearly 
$1.2 million in transportation cost savings, and a reduction in truck ton-miles traveled of nearly 36 million. 
Exhibit 46 Waste/Scrap Opportunities Under Market Capture Rates 

Measure 2025 2026 2027 2028 2050 
Total Tons 3,431 7,269 11,548 14,270 50,567 
Total Savings $283,347  $600,237  $953,647  $1,178,442  $4,175,732  
Baseline Truck Tonnage 3,431 7,269 11,548 14,270 50,567 
Baseline Rail Tonnage 0 0 0 0 0 
Baseline Truck Ton-miles 2,613,579 5,536,553 8,796,391 10,869,890 38,516,737 
Baseline Rail Ton-miles 0 0 0 0 0 
Optimized Truck Ton-miles 173,846 368,271 585,103 723,025 2,561,990 
Optimized Rail Ton-miles 0 0 0 0 0 
Optimized Water Ton-miles 3,970,309 8,410,622 13,362,670 16,512,539 58,511,088 

Source: Quetica 

Replacing long haul truck with barge movements will reduce the costs paid by shippers but also the 
emissions associated with those movements. For example, the optimized flows of Waste/scrap materials 
in 2025 would reduce annual emissions of PM2.5 by 0.24 tons and NOx by 5.5 tons. These reductions 
equate to $331,484 in societal benefits. By 2028, these reductions are estimated to increase to 1.02 tons 
of PM2.5 and 22.89 tons of NOx resulting in nearly $1.45 million in societal benefits. In addition, a 
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reduction in truck miles traveled would reduce truck related crashes valued at $11,597 in 2025 and 
$48,233 in 2028. 

Funding Assistance 
Competitive grant programs have become a prominent means for distributing federal funding for 
transportation investment in the modern era. While some forms of congressional earmarks remain, the 
federal government distributes billions of dollars each year through several forms of federal 
funding/financing programs; 1) Discretionary grants, 2) Formula grants, 3) Credit assistance/loans; and 4) 
Public-Private-Partnerships (P3). These grant programs, along with other public financing programs, align 
with various pieces of future Port of Henry investment needs related to marine infrastructure, road 
improvements, and supporting water and wastewater facilities. 

The most popular of these financing vehicles for local agencies and other eligible entities are 
discretionary grant programs. These programs are generally administered by agencies of the United 
States Department of Transportation (USDOT) and support transportation related infrastructure 
investment opportunities each year. Other entities that offer discretionary grants for transportation-
related purposes include U.S. EPA, Department of Energy, and Economic Development Administration. 
Federal discretionary grant programs typically require a government organization to be the primary 
applicant, including states, counties, cities or townships, councils of governments, special district 
governments, and Native American tribal governments. Federal grant programs typically make funds 
available for both planning and capital projects. Planning grants cover pre-construction activities for 
surface transportation capital projects, including planning, environmental reviews, preliminary 
engineering and design work, feasibility studies, and benefit-cost analyses while capital grants cover the 
construction, reconstruction, or rehabilitation of eligible surface transportation infrastructure, 
environmental mitigation, equipment purchases, and operational improvements. 

USDOT Nationally Significant Multimodal Freight & Highway Projects (INFRA): Awards competitive grants 
for multimodal freight and highway projects of national or regional significance to improve the safety, 
efficiency, and reliability of the movement of freight and people in and across rural and urban areas. The 
Infrastructure Investment and Jobs Act (IIJA) authorized $1 billion per year between FY 2023 and FY 2026, 
of which up to 30 percent can be used for multimodal projects (ports and rail). To qualify, the project 
must be greater than $5 million. The program includes a 15 percent set aside for small projects (less than 
$100 million) of which 30 percent is set aside for rural areas. 

Rural Surface Transportation Grant Program: Supports projects that improve and expand the surface 
transportation infrastructure in rural areas to increase connectivity to non-highway modes, improve the 
safety and reliability of the movement of freight, and generate regional economic growth. The IIJA made 
up to $2 billion for the Rural program for the period of FY 2022 through 2026 for eligible projects on 
publicly owned highways. 90 percent of Rural grant funds are designated for projects seeking at least $25 
million with the remaining funds set aside for projects seeking less than $25 million. Rural grants may be 
used for up to 80 percent of eligible project costs. Rural grant program funding is made available under a 
combined Notice of Funding Opportunity (NOFO) which also includes INFRA. 

USDOT Rebuilding American Infrastructure with Sustainability and Equity (RAISE): The goal of the RAISE 
program is to fund eligible surface transportation projects that will have a significant local or regional 
impact that advance USDOT priorities of safety, equity, climate and sustainability, and workforce 
development. RAISE grants are capped at $25 million. IIJA authorized $1.5 billion per year for FY 2023 – 
FY 2026. However, in the FY 23 round, ports made up only two percent of awards from four projects.  
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USDOT Maritime Administration (MARAD) Port Infrastructure Development Program (PIDP): This program 
funds projects that improve the safety, efficiency, or reliability of the movement of goods through ports 
or intermodal connections to ports. IIJA includes $450 million annually from FY 2022-FY 2026 for the 
program. The minimum award is $1 million with a maximum award of $11.25 million for small projects at 
small ports. While the program requires a minimum non-Federal match of 20, the Secretary of 
Transportation has the discretion to decrease the required non-Federal share for rural and small projects 
at small ports. Eligible projects include projects within the boundary of a port, or outside the boundary of 
a port and directly related to port operations or to an intermodal connection to a port that improves the 
safety, efficiency, or reliability of: 

• The loading and unloading of goods at a port. 
• The movement of goods into, out of, around, or within a port. 
• Operational improvements at a port. 

USDOT Maritime Administration (MARAD) Marine Highway Grant Program: This competitive program 
awards funds to projects that provide a coordinated and capable alternative to landside transportation or 
that promote marine highway transportation. Through the development and promotion of marine 
highway transportation, the program aims to relieve landside congestion, reduce air emissions, and 
generate other public benefits by increasing the efficiency of the surface transportation system. The 
Marine Highway Program is authorized through the National Defense Authorization Act with the Illinois 
River system designated as Marine Highway 55 (M-55). $4.85 million was available through the program 
in FY 2024. In addition to public agencies, private sector applicants are eligible with an endorsement from 
a Marine Highway Route Sponsor. IDOT is the M-55 Route Sponsor. 

IDOT Economic Development Program (EDP): This program provides up to $2 million in roadway funding 
for projects providing access to facilities like the Port of Henry. $30,000 in funding is allocated for every 
new job created or $10,000 for every job retained. According to the IDOT website23: 

The purpose of the EDP grant is to provide state assistance for roadway improvements or new 
construction that are necessary for access to new or expanding industrial, manufacturing or 
distribution type companies. Funding will include preliminary engineering, construction, 
construction engineering and contingencies. The focus of the program is on the creation and 
retention of permanent full-time jobs. Projects which only improve opportunities for future 
development or are speculative in nature are not eligible. This is not a competitive program; 
however, the funding commitment is based on how many jobs will be created and/or retained. The 
company must commit to creating new jobs and/or retaining employment in Illinois. 

IDOT can only enter into agreements with a local body of government (i.e., county, municipality) 
located within Illinois for sponsorship of eligible companies/businesses meeting the eligible criteria 
requirements. 

IDOT Truck Access Route Program (TARP): This program funds up to $900,000 and is based on an 
application/award process. The purpose of TARP is to help local governments upgrade roads to 
accommodate 80,000-pound truck loads. According to IDOT’s website24:  

 
23 Illinois Department of Transportation. https://idot.illinois.gov/transportation-system/local-transportation-
partners/county-engineers-and-local-public-agencies/funding-programs/economic-development-program.html 
24 https://idot.illinois.gov/transportation-system/local-transportation-partners/county-engineers-and-local-public-
agencies/funding-programs/truck-access-route-program--tarp-.html 
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Every year, IDOT solicits local projects that can be constructed during the upcoming fiscal year. 
We encourage you to submit your inquiries and requests for assistance to the district Local Roads 
and Streets office that serves your county. This program will provide $45,000 per lane mile and 
$22,000 per eligible intersection for selected projects. The state participation will not exceed 50 
percent of the total construction costs or $900,000, whichever is less. 

Community Project Funding: This funding is competitive through Congressman LaHood’s office. According 
to guidance from the relevant committee in the U.S. House25: 

Highway Infrastructure Projects are capital projects eligible under title 23 of the United States 
Code. Eligible projects are described under Section 133(b) of title 23, United States Code, as 
amended by title III of division A of the Infrastructure Investment and Jobs Act. Tribal and 
territorial capital projects authorized under chapters 1 and 2 of title 23, United States Code, are 
also eligible.  

All projects must be:  
1. Capital projects or project-specific design for a capital project.  
2. Supported by the state or Tribal government that would administer the project. 

Inclusion in a Statewide Transportation Improvement Plan (STIP) or 
Transportation Improvement Plan (TIP) would satisfy this requirement.  

3. Requested by public entities or Tribal entities. 

This is guidance for Federal Fiscal Year 2025 (FFY 25), however due to the lack of a federal budget for FFY 
25, no funding is provided. There are discussions that there will be funding available for FFY 26. Similarly, 
IDOT’s Illinois Port Facilities Capital Investment Grant Program, which Illinois programmed and awarded 
$110 million through the Rebuild Illinois program in state fiscal years 2022 through 2025, and Illinois 
Competitive Freight Program, which in 2023 consisted of nearly $200 million in National Highway Freight 
Program funds through 2026, are historical grant programs that align with the Port of Henry 
infrastructure development needs and would be potential funding sources if funding is provided in the 
future. The Port Facilities Capital Investment Grant Program seeks to improve marine transportation 
throughout the state. All Illinois public port districts were eligible for funding. The Competitive Freight 
Program seeks to improve freight efficiency and mobility throughout the state by investing in projects 
that support the state’s economic competitiveness and quality of life. The Rebuild Illinois Capital Plan 
provides funding across multiple year for transportation infrastructure projects including roads, bridges, 
and port projects among others. 

Clean Water State Revolving Fund (CWSRF) – This U.S. Environmental Protection Agency (EPA) funding 
has provided $181 billion for water quality infrastructure projects across 51,000 agreements since 1987. 
The EPA funds the state revolving funds (SRF) and requires a 20 percent match from the states. Eligible 
project types include publicly owned treatment works, nonpoint source projects, stormwater, technical 
assistance, and others while communities, private entities, non-profit organizations, and citizen groups 
can apply for funding. Funding is in the form of 30-year low interest loans with repayment beginning one 
year after the project is completed. States may customize the loan terms to meet the needs of small 
communities, and the fund has additional subsidies borrowers may leverage including principal 
forgiveness, negative interest rates, and grants. Details for Illinois’ Wastewater/Stormwater and Drinking 
Water Loans can be found here: https://epa.illinois.gov/topics/grants-loans/state-revolving-fund.html.  

 
25 https://appropriations.house.gov/sites/evo-subsites/republicans-appropriations.house.gov/files/evo-media-
document/fy25-thud-highway-infrastructure-projects-guidance.pdf 

https://epa.illinois.gov/topics/grants-loans/state-revolving-fund.html
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Drinking Water State Revolving Fund (DWSRF) – This financial assistance program helps water systems 
and states meet the objectives of the Safe Drinking Water Act (SDWA) requiring states to provide a 20 
percent match. Eligible projects include the construction or rehabilitation of drinking water treatment 
facilities, transmission and distribution mains, surface water intake structures, and water storage tanks; 
to address emerging contaminants such as PFAS; increase resilience and emergency preparedness of 
water systems; technical assistance, and others. There is no minimum or maximum project size. The 
DWSRF program provides below-market or interest free loans with terms up to 30 years with repayment 
deferral up to 18 months after the project is completed. In addition, communities have the ability to 
finance 100 percent of the project costs. Illinois’ SRF includes two loan programs, the Water Pollution 
Control Loan Program and the Public Water Supply Loan Program. Details for the Illinois programs can be 
found here: https://epa.illinois.gov/topics/grants-loans/state-revolving-fund.html.  

Water Infrastructure Finance and Innovation Act (WIFIA) – The WIFIA Program provides supplemental 
and flexible long-term loans that can be combined with SRF funding, municipal bonds, and federal and 
state grants to assist communities with critical water infrastructure projects. Applicants can combine 
multiple smaller, related projects under a single WIFIA loan to meet minimum cost requirements. Eligible 
projects include drinking and wastewater treatment plant projects, including distribution and conveyance 
systems, acquisition of property if integral to the project, and others. Funds can be used in the 
development phase to cover planning, preliminary engineering, design, environmental review, and other 
pre-construction activities as well as construction, rehabilitation, or replacement activities. Loan 
repayments may be deferred for up to five years following completion of the project.  

Brownfields Assessment Coalition Grant – A competitive funding opportunity, this program is intended to 
provide funding to small communities to conduct investigations and planning to assess the reuse of sites 
potentially contaminated by hazardous substances or petroleum. The North Central Illinois Council of 
Governments (NCICG) was selected in 2024 to lead and administer this grant program. NCICG will use its 
funding to assess the need for brownfield remediation in downtown corridors and riverfront areas.  

Conclusions and Recommendations 
Henry has a long and rich history as a river town and recognizes the Illinois River as the region’s most 
important asset. The Illinois River is well established as a vital transportation conduit for commerce. 
Marine transportation plays a significant role in the region’s economy with barges providing a low-cost, 
environmentally friendly option for businesses moving bulk materials and goods. 

The Port of Henry Port Master Plan was undertaken to support the creation of an economic development 
engine that will help drive the region in the years to come with the goal of identifying and prioritizing 
projects that will support a new river port. The development of the Port of Henry aligns with the goals of 
the state’s LRTP to improve the economy through transportation infrastructure; enhance livability, 
mobility, and resiliency through jobs and environmentally friendly multimodal transportation options; and 
support future strategic growth and maintenance of the state’s transportation system (Exhibit 47). The 
development and use of the PHRSCOM as part of the Port of Henry Master Plan supports the goals 
outlined in the State Freight Plan by utilizing an innovative, data driven technical tool that drives 
collaboration between public and private sector stakeholders and incorporates both socioeconomic and 
environmental impacts into freight related investments and decision-making. 

  

https://epa.illinois.gov/topics/grants-loans/state-revolving-fund.html
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Exhibit 47 Port of Henry Port Master Plan Alignment with Illinois Long Range Transportation Plan 
Illinois Long Range Transportation Plan Goals Port of Henry Port Master Plan 

Economy – Improve Illinois’ economy by providing 
transportation infrastructure that supports the 
efficient movement of people and goods. 

The Port of Henry will support the north-central 
Illinois economy by providing an additional 
multimodal transportation hub giving shippers 
the ability to efficiently and cost effectively move 
materials and goods through supply chains. 

Livability – Enhance the quality of life across the 
state by ensuring that transportation investments 
advance local goals, provide multimodal options, 
and preserve the environment. 

The Port of Henry will enhance the quality of life 
by supporting the region’s economy with 
additional jobs and future industrial development 
opportunities within and adjacent to the Port, 
increase modal options for regional shippers, and 
increase the utilization of the inland waterway 
and rail network which are more efficient, 
environmentally friendly, safer, and less 
expensive compared to trucking. 

Mobility – Support all modes of transportation to 
improve accessibility and safety by improving 
connections between all modes of transportation. 

The Port of Henry will create new transportation 
modal services providing regional shippers with 
connections between the road, rail, and inland 
waterway networks. 
 

Resiliency – Proactively assess, plan and invest in 
the state’s transportation system to ensure that 
our infrastructure is prepared to sustain and 
recover from extreme events and other 
disruptions. 

The Port of Henry will include multiple dock 
elevations to accommodate water level changes 
of the Illinois River and provide regional shippers 
with additional modal options providing 
redundancy to their supply chains. 

Stewardship – Safeguard existing funding and 
increase revenues to support system 
maintenance, modernization, and strategic growth 
of Illinois’ transportation system. 

The Port of Henry will support the development, 
strategic growth, and maintenance of marine 
transportation services on the Illinois River by 
leveraging past material extraction revenues to 
execute the Port of Henry’s Marketing Plan and 
the generation of future revenues from material 
extraction and other potential sources including 
port fees, land leases, and/or specialized services.  

Source: Illinois Long Range Transportation Plan and Quetica 

The following recommendations are based on the research, outreach, data analysis, and optimization 
modeling conducted for the City of Henry’s Port of Henry Master Plan. The City must navigate the 
significant changes experienced by the inland waterway system along with the complexities of planning 
for a port that is materializing from the extraction of gravel. These recommendations are intended to 
guide the City as it continues to develop the Port of Henry in this environment in regard to its 
partnerships, organizational model, marketing to targeted industries, and future funding sources.  

1. Share the Port of Henry Master Plan with state and regional partners. The City should leverage 
relationships with existing waterway stakeholders and entities to advocate for, further advance 
the Illinois River System as a viable freight transportation option, and to promote inland 
waterway economic development opportunities. Several coalitions among Illinois river ports and 
other stakeholders have formed to combine their resources to promote broader recognition of 
waterway benefits. The Illinois Waterway Ports Commission coordinates and synchronizes 
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common efforts and initiatives within its jurisdiction and provides assistance for funding requests. 
The HIRPD seeks to promote the shipment of cargoes through port and has been granted powers 
by the legislature to do so including the issuance of permits to construct marine infrastructure 
within the district; the preparation and adoption of a comprehensive plan related to port facilities 
for the district; apply for and accept grants, loans, and appropriations; and apply for Foreign 
Trade Zone and Subzone status among others. The Corn Belt Ports includes about twenty ports, 
and dozens of other entities like port districts, port authorities, counties, cities, townships and 
economic development agencies, all with an interest in promoting further port development on 
the Upper Mississippi and Illinois Rivers. It plays an advocacy role for the ports inside the lock and 
dam system with governmental agencies and for competitive grant opportunities. In addition, the 
recently formed IRCTI aims to inform and connect mayors along the waterway and serve as a 
unified and independent voice to act for their continued economic and environmental prosperity. 
Other partners include the Upper Mississippi River Basin Association, the Inland Rivers Ports and 
Terminals, the Illinois EDC, and the North Central Illinois Economic Development Corporation. 

2. The Port of Henry should employ a port landlord operating model. Under the landlord operating 
model, a contractor operates the port and pays the City based on volumes, leases, and/or other 
specialized services with revenues used for maintenance and to leverage grant funding for capital 
improvements. Based on existing covenant and impact fee agreements between the City and 
Ozinga; Ozinga’s shared location within the future port property; and Ozinga’s expertise in 
providing terminal, barging, and towing services via its subsidiary Middle River Marine, it is 
recommended that Ozinga and Middle River Marine act as the operator. The proposed 
conceptual land use plan for City’s property at the Port of Henry provides a variety of parcels for 
industry to locate via land leases, including roughly 19-acres to the east of the City’s sanitary 
lagoons, six-acres to the west of the lagoons, and 34-acres on the west side of the Port. The City’s 
property is currently a single parcel. As development of the Port progresses, boundary surveys 
should be completed to divide the City’s property into multiple parcels with property lines and 
corners. 

3. Dedicate historical and future revenues from material extraction and operational revenues to 
improving the Port. Past City revenues generated from Ozinga mining operations and Middle 
River Marine operations moving fertilizers at the Port of Henry should be dedicated to improving 
the Port via infrastructure and other site improvements (i.e., roads, dock walls), matching funds 
for grant applications, and marketing the Port. The Port of Henry Master Plan outlines effective, 
actionable go to market strategies and tactics to guide recruitment and educate industry about 
the advantages of locating in the City of Henry. One example of this would be to fund a part-time 
economic development professional to execute the marketing plan outlined in this Port Master 
Plan. The Marketing Plan calls for the includes short-, medium- and long-term strategies to 
actively market the Port of Henry to industry beginning with brand development, formation of 
partnerships, and building a presence on social media platforms. The plan identifies roles for 
implementing the strategies, approximate costs for doing so, and success metrics to measure 
impact and track progress over time. The plan also created targeted industry cut sheets as a 
starting point for the economic development professional to utilize as well as a list of trade shows 
and publications to focus efforts. 

4. Focus marketing efforts on industries that exhibit growth, above average concentration, and 
benefit from barge transportation. The business cases within this Port of Henry Master Plan 
outlined the benefits the introduction of the Port of Henry will provide to existing regional 
shippers and associated freight flows. However, the availability of industrial land within and 
adjacent to the Port property provides opportunities to bring additional industry, jobs, and freight 
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flows to the region. Marketing efforts should focus on the industries outlined in the Port of Henry 
Master Plan’s Target Industry Analysis. In particular, a number of industries and subsectors within 
the region have experienced or are forecasted to experience substantial growth, exhibit above 
average concentration of activity when compared to the nation, and can benefit from the 
economies of scale barge and rail provide. Fertilizers, chemicals and plastics manufacturing 
should be targeted. It not only has shown growth in the region and the U.S., but due to 
uncertainty related to international markets, it is believed that this industry will increasingly 
benefit from the relocation of production facilities to the U.S. Stakeholder outreach specifically 
identified the need for additional fertilizer options in the region. Other manufacturing subsectors 
identified as target markets include heavy equipment, construction materials, and metals. The 
Transportation and Warehousing industry is a natural fit for the Port of Henry considering its 
close proximity to multiple U.S. interstates, direct access to the Illinois River, and access to all 
Class I railroads via the Iowa Interstate Railroad. Even without the Port of Henry, inland water 
transportation is forecasted to experience substantial growth within the region. Warehousing and 
storage, and especially specialized storage, are becoming increasingly needed for certain 
industries while industry data shows the region’s concentration of specialized activities to be 
significantly below average. Lastly, companies operating in the waste remediation services 
industry should be targeted. This industry is projected to grow and with the need already 
established by the Chicago region along with the potential baled MSW barge service, it is a good 
industry to pursue. In addition, innovation within this industry is driving the creation of projects 
that take waste as an input and produce electrical energy for consumption. The Port of Henry not 
only has the transportation services required to support such a facility, but available land to host 
one as well. 

5. Apply for federal and state funding to support infrastructure investments. As the extraction of 
material from the Port of Henry’s site winds down and the expansion draws nearer to 
completion, the Port should retain a grant specialist to assist with the development of grant 
applications. Grant and loan programs are not static and the availability of programs and funds 
changes over time. For example, USDOT’s PIDP was first authorized in 2010; however, initial 
funding was not provided until 2019 while funds increased significantly under IIJA in 2021. It is 
common for multiple grant programs to be utilized to support multifaceted infrastructure 
projects like the Port of Henry for both pre-construction activities like design and engineering and 
construction activities. Potential funding sources should align with the different infrastructure 
investments required to develop the Port of Henry, including: access road improvements and 
last-mile connections from the Port’s entrance along Richard Street/County Road 1500 E to 
County Road 1450 N and IL-29; water infrastructure such as a more stringent treatment plant and 
additional tower required to support additional industrial users; and other Port infrastructure like 
dock walls and platforms, roads and other paved areas, rail track, office building and truck scale, 
and waterside improvements.  
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Appendix A: Target Industry Trade Shows and Trade Publications 
The following list includes trade shows related to the Port of Henry’s target industries that should be a 
focus of marketing efforts with plans to attend to generate interest in the Port’s available sites: 

• Specialty & Agro Chemicals America- focuses on chemical manufacturing and technologies for the 
agrochemical and specialty chemical markets. This trade show aligns with the Chemicals and 
Plastics Manufacturing target industry. 

• The Precast Show- is the largest precast-specific trade show in North America. It focuses on 
precast and prestressed concrete products and aligns with the Construction Materials 
Manufacturing target industry. 

• CONEXPO-CON/AGG- is North America’s largest construction trade show representing asphalt, 
aggregates, concrete, earthmoving, lifting, mining, utilities, and other companies. This trade show 
aligns with the Heavy Equipment target industry. 

• FABTECH- is North America’s largest metal forming, fabricating, welding, and finishing event. It 
aligns with the Metals Manufacturing target industry. 

• Aluminum USA- is a leading exhibition and conference for the aluminum industry in North 
America and aligns with the Metals Manufacturing target industry. 

• MODEX- showcases the latest manufacturing and supply chain solutions including material 
handling equipment and technologies. It aligns with the Transportation and Warehousing target 
industry. 

• ProMat- offers insights into the latest innovations in the supply chain, manufacturing, and 
distribution industries. It aligns with the Transportation and Warehousing target industry.  

• IANA Intermodal Trade Show- highlights the entire intermodal supply chain and use of 
containerized freight. The show is held annually in Long Beach, California. 

• WasteExpo- is North America’s largest waste and recycling trade show covering all aspects of 
waste management. It aligns with the Waste Remediation Services target industry. 

The following list includes trade publications that target ports and site selectors and should be a focus of 
marketing efforts to increase the Port of Henry’s industry expertise and attract interest in the Port’s 
available sites: 

• The Waterways Journal- is a weekly trade magazine serving the inland and Intracoastal Waterway 
cargo transportation industry, focusing exclusively on inland waterways.  

• Journal of Commerce- provides original daily news analysis of international logistics for corporate 
logistics teams and other participants in global supply chains.   

• Inbound Logistics- is a monthly publication that provides insights and information on supply chain 
and logistics management, helping businesses optimize their logistics operations. 

• Port Technology International- is a quarterly journal that focuses on technological innovations in 
port operations, covering topics like terminal automation, cybersecurity, and sustainable 
practices. 

• Port Strategy- has monthly releases that provide insights into port management, development, 
and investment, offering analysis on global port operations and logistics. 

• Marine Log- has monthly releases that cover a broad spectrum of maritime topics, Marine Log 
includes content on port operations, shipbuilding, and marine engineering, serving professionals 
across the maritime industry. 

• Site Selection Magazine- is a bi-monthly magazine focusing on corporate real estate strategy and 
area economic development, providing valuable insights for site selection and facility planning. 
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• Area Development Magazine- is a quarterly magazine that covers corporate site selection and 
relocation, offering information on factors affecting successful business decisions. 

The following list includes trade publications related to the Port of Henry’s target industries and should be 
the focus of marketing efforts to increase the Port’s industry expertise and attract interest in the Port’s 
available sites: 

• Chemical Engineering Magazine- is a monthly magazine that provides comprehensive coverage of 
the chemical process industries, including technological advancements, industry news, and best 
practices. This publication aligns with the Chemical and Plastics Manufacturing target industry. 

• Chemical Industry Review- is a monthly review that offers the latest news, trends, and expert 
insights in the chemical industry, covering sectors like chemical transportation, colorants 
manufacturing, and green chemicals. This publication aligns with the Chemical and Plastics 
Manufacturing target industry. 

• Construction Equipment Magazine- is a monthly magazine that focuses on the latest 
technological trends and innovations in off-highway vehicles, including excavators, wheel loaders, 
haulers, and more. This publication aligns with the Heavy Equipment Manufacturing target 
industry. 

• Heavy Equipment Guide- is a bi-monthly guide that provides in-depth coverage of heavy 
equipment news, product reviews, and industry insights for professionals in construction, road 
building, and aggregates. This publication aligns with the Heavy Equipment Manufacturing target 
industry. 

• Manufacturing Today- is distributed bi-monthly and addresses the needs of manufacturers, 
focusing on areas such as additive manufacturing, production management, Industry 4.0, and 
disruptive technologies. This publication aligns with the Construction Materials Manufacturing 
target industry. 

• Industry Today- is released monthly and covers a wide range of topics in the manufacturing 
sector, including construction materials, providing industry news, trends, and insights. This 
publication aligns with the Construction Materials Manufacturing target industry. 

• Modern Machine Shop- provides monthly reports on product and process technology in North 
America's CNC machining and metalworking industry, serving owners, managers, and engineers. 
This publication aligns with the Metals Manufacturing target industry. 

• Machine Design- is a bi-weekly update that serves the OEM engineering market, covering key 
technologies such as CAD/CAM, electrical and electronics, fluid power, and motion control. This 
publication aligns with the Metals Manufacturing target industry. 

• Modern Materials Handling- is a monthly publication that offers comprehensive coverage of 
productivity solutions for materials handling professionals in distribution, warehousing, and 
manufacturing. This publication aligns with the Transportation and Warehousing target industry. 

• Waste360- is a weekly publication that provides news, insights, and analysis on waste 
management, recycling, and waste-to-energy industries. This publication aligns with the Waste 
Remediation Services target industry. 

• Waste Advantage Magazine- is a monthly magazine that focuses on the solid waste and recycling 
industry, offering articles on industry trends, best practices, and new technologies. This 
publication aligns with the Waste Remediation Services target industry. 
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