Illinois NEPA/404 Merger Meeting
June 25, 2013
Federal Highway
Administration
Training Room
3250 Executive Park
Drive
Springfield, IL 62703

U.S. EPA, Region 5
77 W. Jackson Blvd.
12th Floor, Lake Ontario
Room
Chicago, IL

9 am – 11 am
•
•
•

I-80 from Ridge Road to US Route 30 (District 1, Will, Grundy, and Kendall
Counties)
o Information – Alternatives
North Lake Shore Drive from East Grand Avenue to W. Hollywood Avenue
(District 1, Cook County)
o Information, Project introduction
US 14 Grade Separation in Barrington (District 1, Lake County)
o Information – Project Update

11 am – 12 noon
•

U.S. Route 54 Mississippi River Bridge near Louisiana, Missouri Pike County
(MoDOT lead, District 6-IDOT; Pike counties Missouri and Illinois)
o Concurrence - Purpose and Need

12 noon – 1 pm
Lunch

1 pm – 3 pm
•
•

IL 83/137 (District 1) from IL 132 to just east of U.S. 45 (District 1, Lake County)
o Concurrence, Purpose and Need
Illinois Route 31 from IL Route 176 to IL Route 120 (District 1, McHenry County)
o Concurrence – Alternatives to be Carried Forward

3 pm – 4 pm
Note: The following project is not subject to the NEPA-404 merger process
concurrence points. The project is being presented for information only.

•

I-290 Eisenhower from West of Mannheim Road to East of Cicero Avenue
(District 1, Cook and DuPage Counties)
o Information – update on project purpose and need, project limits, and
alternatives under consideration
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FINAL
NEPA/404 Merger Meeting Summary
June 25, 2013
IDOT District 1, Will, Grundy, and Kendall counties
I-80 from Ridge Road to US Route 30
Environmental Assessment
Information – Alternatives
DECISIONS:
No action requested, no decisions made.
NEXT STEPS:
Project team (Don Wittmer) will provide wetland delineations to the USACE and USFWS. The
report will be provided on CD and the maps on hard copy.
The agencies asked for the alternatives to be carried forward documentation to discuss specific
information on BMPs, include locations, soils information, and infiltration data.
DISCUSSION:
This was the fourth presentation for the I-80, Ridge Road to US Route 30 project. The purpose
of this meeting was to present for information only, the Range of Alternatives being developed to
address the identified project needs. Matt Fuller of the Federal Highway Administration
(FHWA) facilitated the meeting and prompted self-introductions. The Illinois Department of
Transportation’s consultant HBP Illinois Partners (HBP), a joint venture comprised of HNTB,
Bowman, Barrett, and Patrick Engineering, presented the PowerPoint (PPT).
The project study area is 16 miles along I-80 from Ridge Road on the west to US Route 30 on
the east. The project resides within Will, Kendall, and Grundy Counties and traverses six
municipalities. To the east, I-80 has recently been widened to six lanes from US Route 30 to US
Route 45. The topics to be discussed during the meeting included a project update, a discussion
of the Range of Alternatives, and next steps in the project schedule.
Since the last meeting in March 2012, the project study team has developed alternatives for the
Des Plaines River bridge and coordinated these with the City of Joliet, developed and analyzed
interchange alternatives, continued coordination with the FHWA, and identified a set of
“Package A” improvements that will be designed and constructed as part of the Near-Term
project. Package A is located just east of the Des Plaines River and includes bridge work at the
I-80 bridges over Chicago Street, BNSF RR/Gardner Street, Hickory Creek, Richards Street, and
the CN RR/Rowell Avenue, as well as replacement and widening to the inside of the pavement
within this section. The bridges at Chicago Street will be rehabilitated since the long-term
alignment of I-80 in this area may be adjusted, while all other aforementioned bridges will be
reconstructed to accomodate the Long-Term configuration.
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The Project Purpose was summarized as, “The purpose of the proposed action is to provide an
improved transportation system along Interstate 80 from Ridge Road to US Route 30. This will
be accomplished by addressing facility condition and design to improve regional and local travel
and access, as well as safety for all users.”
The Range of Alternatives was discussed next. In addition to a No-Build Alternative that will be
evaluated, the Build Alternatives are comprised of three alternates:
•
•
•

Freeway Alternates
Des Plaines River Bridge Alternates
Interchange Alternates

Freeway Alternates
Adding general purpose lanes would be accomplished by widening within the existing median
where practicable and widening outside the existing roadway in sections with reduced median
width and geometric constraints. The current corridor is essentially 4 lanes (2 in each direction)
except for the middle section between Center Street and Richards Street which is 6 lanes (3 in
each direction). The proposed plan would include 6 lanes (3 in each direction) from Ridge Road
to Larkin Avenue and from Richards Street to US Route 30. Between Larkin Avenue and
Richards Street 8 lanes (4 in each direction) are needed.
Managed Lanes options are currently being evaluated and would include:
•
•
•
•

High Occupancy Toll (HOT) 2+ Lanes
Truck-Only Lanes
Truck-Only Toll Lanes
Express Toll Lanes

Under any add lanes scenario, due to the existing development that lines the I-80 corridor in
most locations, widening to the inside median area is proposed to minimize the overall impacts
of the project.
Des Plaines River Bridge Alternates
The goals for these alternates include addressing geometric deficiencies, providing additional
capacity to accommodate travel demand, and maintaining two lanes in each direction during
construction. It was noted that this is the only section of the entire 16 mile corridor where shifts
in the alignment are being considered. In all other areas, due to existing environmental resources
and development adjacent to the corridor, it is prudent to maintain the existing alignment with
only minimal widening to each side proposed in order to minimize the overall impacts of the
project.
In order to address geometric deficiencies at the Des Plaines River Bridge, it is proposed to
adjust the alignment slightly. Further, one of the new bridges over the Des Plaines River needs
to be built first either north or south of the existing truss bridges in order to be able to maintain
two lanes of traffic in each direction during construction. Each existing truss bridge can only
accommodate three total lanes of traffic. As such, if one bridge is removed prior to a portion of a
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new bridge being in place, one direction of I-80 would be reduced to a single lane for perhaps an
entire construction season. Exhibits were displayed depicting both a north and a south alignment
for the proposed bridge. Both address the geometric deficiencies previously discussed. While
the north alignment required less proposed ROW than the south alignment (4.3 acres vs. 4.5
acres), the north alignment impacts 14 residences and 2 commercial properties (including the
Ozinga concrete plant) compared to the south alignment which impacts 9 residences and no
commercial properties.
Interchange Alternates
Improvements to existing interchanges will be evaluated to address geometric deficiencies,
improve local travel and access, enhance safety, and accommodate existing and projected travel
demand. Potential improvements will be evaluated at these interchanges:
–
–
–
–
–
–
–

I-55
Houbolt Road/Hollywood Road
Larkin Avenue (IL 7)
Center Street
Chicago Street (US 52)
Richards Street
Briggs Street

No improvements are planned at the Ridge Road and US 30 interchanges. Ridge Road recently
underwent a complete reconstruction and US 30 was part of the recently completed study to the
east. Proposed improvement alternatives at the other interchanges listed above range from minor
ramp and turn lane improvements to complete interchange reconfiguration and are described
below.
I-55 – Current operational issues include poor weaving in the eastbound and southbound
directions, a high volume loop ramp in the southwest quadrant, and congested operations for the
northbound to eastbound directional ramp. Improvement alternatives include separated weaving
sections (collector-distributor roadways) in the eastbound and southbound directions, a
southbound to eastbound semi-directional ramp, and a two lane northbound to eastbound ramp.
Some of these elements are mutually exclusive; if the southbound to eastbound semi-directional
ramp is included, separated weaving sections are not required.
Houbolt/Hollywood Road – Current operational issues include poor approach level-of-service
(LOS) at both ramp intersections along Houbolt/Hollywood Road and back-ups on the
westbound exit ramp. Improvement alternatives include additional auxiliary lanes at both
intersections (westbound dual rights and a southbound right turn lane at the north intersection
and southbound dual lefts at the south intersection) in addition to extending turn lane storage and
widening the eastbound on-ramp to accommodate the southbound dual left turn lanes.
Larkin Avenue (IL 7) – Current operational issues include poor weaving in the eastbound
direction on I-80 and along Larkin Avenue north of the interchange (due to the close proximity
of the McDonough Street intersection to the north) and poor LOS for some of the ramp merge
and diverge locations. Improvement alternatives include beginning the additional eastbound
mainline lane on I-80 at the southbound to eastbound loop on-ramp, and realigning the
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westbound exit ramp to intersect Larkin Avenue at a new signal to the south of the existing ramp
junction. This new signal will stop northbound traffic on Larkin Avenue, allowing ramp traffic
to enter northbound Larkin unimpeded and be able to easily weave to the left turn lanes at
McDonough Street to access major destinations such as the Joliet Junior College to the west.
The loop ramp in the northwest quadrant is also proposed to be removed with traffic diverted to
the realigned exit ramp in the northeast quadrant to address weaving issues on Larkin Avenue.
Both the right and left turn lanes will need to be 2 lanes each.
Center Street – Currently, eastbound to southbound and northbound to westbound access does
not exist at this interchange. I-80 is also proposed to be realigned at this location. Lastly, due to
the relatively low volumes present at this interchange, the complex direction ramps and tri-level
interchange are not needed and can be greatly simplified in the proposed design. Two
improvement alternatives have been identified. Option 1 is a parclo with all ramps to the west of
Center Street. This provides for all movements and results in acceptable LOS. The second
option is a ¾-diamond with a loop ramp in the southwest quadrant. This provides for all
movements, results in acceptable LOS, and results in a smaller overall footprint than option 1.
Chicago Street – This is probably the most critical of all the service interchanges (i.e., an
interchange between an interstate and an arterial/collector as opposed to a system interchange
between an interstate and another interstate) in the project. Current operational concerns include
weaving issues in the westbound direction along I-80 and poor LOS at the ramp intersections and
junctions. This entire interchange was a 5% Location in 2012, indicating a history of severe
injury crashes. Four improvement alternatives have been identified. The first option is retaining
the existing configuration with minor geometric improvements. While this option should be able
to accommodate existing traffic, LOS begins to degrade as traffic volumes approach projected
2040 levels. Option 2 is a parclo with all ramps located to the west of Chicago Street.
Acceptable LOS is achieved for all but the northbound to westbound movement. This movement
has been projected to be very high (up to 1,600 vehicles in the PM peak hour) by the Chicago
Metropolitan Agency for Planning due to the extensive intermodal centers built and planned to
the south of I-80 in this area. The third option is a diverging diamond interchange, which
addresses the heavy left turning traffic, but requires additional bridges for ramps over the
railroads and could result in weaving issues to the west due to the proximity of the Richards
Street interchange. The fourth option is a parclo similar to option 2, with the addition of a
northbound to westbound directional ramp. This option achieved good LOS, however, required
additional structures for the ramp to traverse under I-80 and then over Chicago Street.
Richards Street – Current operational issues include poor LOS at the ramp junctions along I-80
and poor LOS for some approaches at the ramp intersections along Richards Street. Option 1 is
removal of the interchange. While a low volume interchange, Richards Street does provide
interstate access to an economically depressed area of Joliet. Option 2 includes maintaining the
current diamond interchange configuration while widening all ramps to provide additional turn
lane storage and improving the geometry of all ramp terminals and intersections. This would be
a small-scale improvement and result in acceptable LOS and operations.
Briggs Street – Current operational issues include poor approach LOS at the ramp intersections
and a poor merge in the westbound direction. Improvement alternatives at the north ramps
include adding a signal at the north ramps intersection, channelizing the westbound exit ramp to
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provide separate left and right turn lanes, and increasing the northbound left turn storage. These
improvements are currently being processed as a separate breakout project with a Categorical
Exclusion Project Report. Improvement alternatives at the south ramps include moving the south
ramps intersection to the north by several hundred feet to increase its distance from the New
Lenox Road intersection to the south and providing additional auxiliary turn lanes. Acceptable
LOS and operations will be achieved with these improvements.
With the increase in impervious surface area from the additional travel lanes on I-80, water
quality BMP’s (Best Management Practices) will be investigated at the waterway crossings
including the DuPage River, Rock Run Creek, Thorne Creek, Des Plaines River, and Hickory
Creek. Environmentally sensitive areas have thus far been identified at the Ingolsby and River
Road Zone A culverts to the west, DuPage River, Rock Run Creek, and Hickory Creek. Photos
of each of these areas were shown and a rendered exhibit for Rock Run Creek was displayed that
shows a typical elevation view that is being evaluated that includes a flat area beneath the bridge
along the waterway that can be used as an animal crossing.
The next steps on this project include continuing to evaluate the improvement alternatives,
conducting stakeholder involvement on the Range of Alternatives, presenting the Alternatives to
be Carried Forward at a Fall 2013 NEPA/404 Meeting, selecting a Preferred Alternative, and
presenting that for concurrence at the February 2014 NEPA/404 Meeting.
In general, the Phase I Long-Term schedule is as follows:
•
•
•
•
•

Public Meeting on Alternatives –Early Fall 2013
NEPA/404 Alternatives to be Carried Forward – Fall 2013
NEPA/404 Preferred Alternative – Spring 2014
Environmental Assessment – Spring 2014
Public Hearing – Late Spring/Early Summer 2014
[Post-meeting note: the Alternatives to be Carried Forward will likely be presented at the
Spring 2014 meeting and the Preferred Alternative presented in Summer 2014]

Ken Westlake of the US Environmental protection Agency (USEPA) asked if spring 2014 was
going to be the first time that the public would see the EA. HBP responded that while several
sections of the EA were currently under development, that spring 2014 would be the first time
that the complete draft EA is released for public inspection, prior to the public hearing.
Shawn Cirton of the US Fish & Wildlife Service (USFWS) stated that he will want to see what
specific Best Management Practices (BMP’s) are being proposed and at what locations when our
team comes back and seeks concurrence on the Range of Alternatives from the resource
agencies. Of specific interest would be any soils data and information on infiltration and if any
property needed to be acquired for BMPs. Soren Hall of the US Army Corps of Engineers
(USACOE) asked that the wetland delineations for the study area be sent to him now. Shawn
Cirton also requested a copy. Norm West of the USEPA also believed that more attention should
be given to these BMP’s by the study team. He asked whether the crossing at Hickory Creek
should be enhanced or if its current condition lined with concrete meant that it would not serve
as good habitat. Shawn stated that even though it is currently a concrete channel, that fish are
still getting there and the IDNR has been trying to improve the area along Hickory Creek to
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serve as better habitat.
Norm West stated that previous alignments shown at the bridge were much flatter and seemed to
be safer. HBP responded that the alignments presented today were developed in light of
constraints that included a quarry to the south which had been an unregulated landfill and is a
CERCLIS site, as well as the City of Joliet’s planned 6’ diameter sewer beneath the Des Plaines
River and their new water treatment facility on the east bank. It was noted that the alignments
showed today meet all appropriate geometric and safety criteria for a 60 mph design speed.
Another improvement element planned as part of this project in this area is in regards to the
profile, which is currently more deficient for design speed than the horizontal alignment. Sags in
the profile on either side will be raised and adequate clearance will be provided over the Des
Plaines River to comply with the navigable waterway requirements set by the US Coast Guard.
Soren Hall asked why 6 lanes were being proposed west of I-55. HBP responded that since this
is a rural area, the minimum acceptable LOS is B and we are projected to operate at LOS C.
Soren then asked if the proposed cross-section for I-80 west of I-55 would be rural or urban.
HBP responded that an urban cross-section is currently proposed. Soren then stated his concern
that this section west of I-55 should be evaluated based on urban criteria, which would render an
additional lane not necessary. HBP noted that IDOT District 3 has completed a Feasibility Study
and has been designing bridges and interchanges to accommodate a future 6-lane section on I-80
from Ridge Road to the west. Lastly, although this section of I-80 west of I-55 requires
additional lanes to accommodate the design year 2040 traffic, it would likely be one of the last
sections widened as improvement needs to the east of I-55 are greater and would be needed
sooner.
Norm West asked whether a more robust improvement at Richards Street is needed given all the
intermodal development to the south. HBP explained that Richards Street is more of a local
access interchange, while the predominance of the intermodal traffic to the south finds it easier
and more direct to use Chicago Street. As such, traffic volumes are relatively light at Richards
Street and not expected to increase substantially in the future. The removal of the Richards
Street interchange had been considered, but given environmental justice issues and the fact that it
does provide some level of relief to Chicago Street, it is proposed to retain it and improve its
overall geometrics. Previously a split interchange with Chicago and Richards was evaluated;
however, with the wider section needed to accommodate the local lanes, impacts to adjacent
properties would result.
Norm West stated that when they took the site visit of the I-80 corridor he was pleased with the
treatment of the culverts on the west portion of the corridor and the ideas that were discussed.
But now it is unclear how the team plans to handle the BMPs at these culvert crossings. HBP
responded that they do understand the environmental sensitivity at these crossings and that
animal crossings are needed at these locations, as well. More detailed strategies for addressing
these concerns as part of the proposed improvement will be developed and brought forward to
the resource agencies at the next meeting where concurrence on the Range of Alternatives will
be sought.
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IDOT District 1, Cook County
North Lake Shore Drive from East Grand Avenue to W. Hollywood Avenue
Environmental Assessment
Information – Project introduction
DECISIONS:
No actions were requested and therefore no decisions were required.
NEXT STEPS:
The FHWA, IDOT, CDOT and the project consultant will coordinate a bus tour of the project
area for the resource agencies to observe the project.
The project consultant is working towards submitting the Purpose and Need Statement for
Concurrence Point #1, most likely for the February 2014 NEPA/404 merger meeting.
DISCUSSION:
This was the first presentation of the project to the NEPA/404 merger team. The presentation
was conducted by Civiltech Engineering, the project consultant. This is a joint project between
the Illinois Department of Transportation (IDOT) and the Chicago Department of Transportation
(CDOT) with IDOT serving as the lead agency. The project study is being funded by the Illinois
Jobs Now! Capital Improvement Program. The NEPA 404/Merger process will be followed as it
is anticipated that there will be impacts to Lake Michigan.
The purpose of this meeting was to introduce the project, provide a general overview, and
present the anticipated schedule. A handout of the Project Introduction powerpoint was
distributed to those in attendance and served as the basis of the presentation.
The project limits for North Lake Shore Drive are from Grand Avenue to Hollywood Avenue.
The total mainline length is 7 miles with 12 highway junctions. The corridor includes 22 bridges
and pedestrian tunnels that span 11 neighborhoods in 6 different City Aldermanic Wards.
It is important to note that the Chicago Park District originally constructed North Lake Shore
Drive and when it was transferred in 1959 to the City of Chicago only the pavement areas were
transferred. The Park District retained ownership of all green space outside the backs of curb.
Then, sometime in the 1960s or 1970s, the City of Chicago transferred jurisdiction to IDOT. All
land beyond the backs of curb is still considered Lincoln Park, which is on the National Register
of Historic Places and thus is protected under Section 106 as well as Section 4(f). There is no
known right-of-way dedication, the underlying land title likely still rests with the Chicago Park
District.
Today Lincoln Park is a 1,200-acre crown jewel of Chicago’s park system and is enjoyed by
millions of local and regional visitors per year. It serves as a chain of local park spaces heavily
used by residents. North Lake Shore Drive affords one of urban America’s most iconic views of
a world class city and lakefront park. North Lake Shore Drive is a critical traffic artery, carrying
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between 70,000 and 150,000 vehicles per day. Significant traffic bottlenecks occur at Chicago
Avenue, LaSalle Drive, Fullerton Parkway, Belmont Avenue, and Irving Park Road.
In regards to safety, 5 years of crash history (2007 to 2011) indicated over 5,800 crashes, with 17
fatal crashes, and 1,005 injury crashes. According to the 2012 State of Illinois Five Percent
Report, 80% of the study area is classified as a Five Percent Segment. The highest incident of
crashes occur along the Oak Street Curve and at the Belmont Avenue junction.
North Lake Shore Drive is a critical transit corridor. There are 7 express bus routes and 2 local
bus routes that carry a combined 68,800 passengers per day through the project corridor.
Additionally, the adjacent Lakefront Trail serves bicycle commuters, recreational users, and
tourists. The summer weekday and weekend peak trail usage is comparable to one another with
approximately, 25,000 users/day utilizing the trail .
Much of North Lake Shore Drive was constructed in the 1930s under the WPA program. Most
of the bridges and tunnels have reached the end of their useful design lives. Many bridges are
structurally deficient and functionally obsolete for traffic and pedestrian demands. Wave action,
flooding and ice buildup also contribute to regular problems along some portions of North Lake
Shore Drive and the Lakefront Trail.
Key focal points involve achieving a balance between the original vision of a park boulevard, the
realities of today’s travel demands, and the needs of Lincoln Park and its users. A reconstruction
may allow for the consideration of roadway alignment shifts or profile adjustments to better
balance park and roadway needs.
The 1973 Lake Michigan and Chicago Lakefront Protection Ordinance states “Strengthen the
parkway characteristics of Lake Shore Drive and prohibit any roadway of expressway
standards.” Requirements include:
- No wider than 11-foot lanes.
- Emergency pull-off bays rather than shoulders.
- Posted speed limit no greater than 40 or 45 mph.
- Landscaped Median.
In 1987 Friends of the Parks filed a lawsuit to prohibit the use of expressway standards on a
boulevard and they won. Any changes to roadway infrastructure will likely impact park land.
Potential infrastructure changes include the following:
-

Oak Street curve realignment.
Safety/operational improvements at bottlenecks.
Storm water management / water quality BMPs.
Flood control/shoreline protection.

To gain stakeholder support, feasible alternatives will require no net loss of green space, and
increased quantity and quality of park lands. Placing fill in Lake Michigan may be necessary to
replace lost green space.
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This project will be conducted using an extensive CSS program. In addition to the Project Study
Group (PSG), a Corridor Planning Committee (CPC) will be created along with several Task
Forces to represent special interests along the project corridor.
In regards to the Phase I schedule, the group will plan a bus tour of the project in August 2013.
The following NEPA/404 Merger Schedule was proposed:
- Concurrence Point #1 (Purpose and Need) February 2014.
- Concurrence Point #2 (Alternatives Carried Forward) February 2015.
- Concurrence Point #3 (Selected Alternative) September 2015.
After the presentation the following discussions occurred:
IDOT suggested that the bus tour occur on a Friday in August to experience the extensive use of
the corridor.
USACE commented that it was not a foregone conclusion that filling a portion of Lake Michigan
was required for the proposed improvements of the Oak Street Curve. IDOT asked that the slide
on the Oak Street Curve be changed accordingly. USEPA suggested that other options besides
filling the Lake be investigated for addressing the Oak Street Curve realignment or creating
green space.
There was general discussion on whether the project should be processed as an Environmental
Assessment (EA) or and Environmental Impact Statement (EIS). The group agreed that the
overall scope was similar to South Lake Shore Drive and, until potential environmental impacts
would dictate otherwise, processing as an EA is appropriate at this time.
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IDOT District 1, Lake County
US 14 Grade Separation in Barrington
Environmental Assessment
Information – Project Update
ESA – No Effect Determination (not enough associates for EPFO in wetlands, no other
federal species)
DECISIONS:
No actions requested, no decisions made.
NEXT STEPS:
Project consultant to provide Reach Assessment of the Flint Creek Tributary (East Branch) to
USFWS.
A Preferred Alternative will be presented for concurrence at the September 2013 NEPA/404
merger meeting.
USACE, USFWS and USEPA stated there are no specific environmental studies that they need
to review prior to the Selected Alternative.
DISCUSSION:
This was the fourth presentation of the project to the NEPA/404 merger team. The previous
presentation was on February 22, 2013 at which concurrence on the Alternatives to be Carried
Forward was obtained. The purpose of this fourth presentation was to present a project update
and summarize the results of public meeting #3 held on April 25.
The presentation was conducted by Mary Young of Civiltech Engineering, the project consultant.
This is a joint project between the Village of Barrington (Village) and the Illinois Department of
Transportation (IDOT) with the Village acting as the lead agency. The project is being funded
mainly with a TIGER 2 grant obtained by the Village.
The meeting began with a brief recap of the project. The purpose of this project is to address the
delays to motorists, bicyclists, pedestrians and emergency vehicles who use U.S. Route 14 that
are caused by trains on the CN/EJ&E rail line that block the U.S. Route 14 crossing. Six build
alternatives were studied, including a railroad overpass, railroad underpass, railroad partially
raised over partially lowered highway, railroad partially lowered under partially raised highway,
highway overpass, and a highway underpass. The first four alternatives that included a change in
the elevation of the railroad tracks were eliminated due to large impacts to the surrounding area.
The remaining alternatives were the highway overpass and highway underpass. There are three
sub-options for both the overpass and underpass: widen to the north, widen to the south, or widen
to both the north and south. Due to the close proximity of residences on the south side of U.S.
Route 14, including the Shorely Wood condominium development, the alternatives to widen U.S.
Route 14 to the south as well as widening to both the north and south resulted in substantially
more displacements than the alternatives to widen U.S. Route 14 to the north. Therefore, the
highway overpass and highway underpass alternatives with U.S. Route 14 widened to the north
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were selected as the build Alternatives to be Carried Forward. The Highway Overpass
Alternative results in one potential displacement although it will also have impacts to the
backyards of several other homes. Note: Following the meeting, ongoing drainage studies have
determined that the Overpass Alternative may require the acquisition of a second parcel near the
creek in order to provide the required compensatory storage. The Highway Underpass
Alternative results in eight displacements due to the relocation of Flint Creek tributary.
The intersection of U.S. Route 14 at Lake Zurich Road was discussed next. This intersection is
located on a horizontal curve and is unsignalized. An option has been developed to realign Lake
Zurich Road to intersect U.S. Route 14 at Berry Road. This potential realignment would
improve safety by eliminating the existing unsignalized right-angle vehicle conflicts, and reduce
the delays for traffic on Lake Zurich Road. However, this option would have substantial impacts
to the Barrington Area Library. Due to the benefits, it was recommended that the option to
realign Lake Zurich Road be carried forward for further study, in conjunction with the grade
separation alternatives.
Therefore, the Alternatives to be Carried Forward include the following:
•
•
•
•

No-Action
Highway Overpass - Highway Shifted North
Highway Underpass - Highway Shifted North
Lake Zurich Road Realignment

The third public meeting for this project was held on April 25, 2013. All Preliminary
Alternatives were presented, and the Alternatives to be Carried Forward were presented in
greater detail. A total of 517 people attended the meeting, and 416 written comments were
received. Of the written comments received, 290 comments were in support of the underpass, 30
were in support of the overpass and 56 were in support of the No-Action Alternative.
Additionally, 165 written comments were also received on the potential realignment of Lake
Zurich Road. Of those, 131 comments were in support of the realignment, 14 additional
comments were generally in support of the realignment, but with concerns (mainly regarding cutthrough traffic or impacts to the Barrington Area Library), and 20 comments were received
opposing the realignment.
Of the 290 written comments in support of the underpass, 78 supported shifting U.S. Route 14 to
the south instead of the north. The underpass alternative with U.S. Route 14 shifted south would
result in 62 displacements, as opposed to eight displacements with the road shifted to the north.
Most of the comments in favor of shifting the road to the south seemed to feel it would be
preferable to impact the condominiums, townhomes and apartments on the south side of the road
rather than the single-family homes on the north side of the road, despite the increase in the
number of families displaced. Some of the public meeting attendees were stating that the
residents on the south side of the road wanted their houses to be acquired for the project so that
they could move elsewhere. Following the public meeting, the Village met with homeowners of
the Shorely Wood community to discuss the project with them and determine if they would
prefer that the road be widened to the south so that Shorely Wood would be impacted. The
homeowners that were present at the meeting did not, in fact, want their homes to be acquired for
the project. The Village (Summers) also noted that they are concerned that impacts to the
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properties on the south side of U.S. Route 14 may affect the Village's ability to comply with state
laws to provide affordable housing.
The next step in the project will be to select a Preferred Alternative. The Village prefers the
underpass because it better fits into the context of the surrounding area, offers the potential for
enhancements to Flint Creek tributary and flood reductions, and adds new green space. The
Village also prefers the realignment of Lake Zurich Road. However, as currently designed, the
underpass results in more displacements than the overpass, and is more costly than the overpass.
Further studies are required for several aspects, including maintenance of traffic (overpass may
require a four-lane temporary run-around as well, which would result in additional
displacements), structure designs (types of retaining walls are under review which may result in
more costly walls being required for the overpass) and environmental (Flint Creek benefits and
flood reduction).
Next the Flint Creek tributary stream assessment was discussed. This discussion was conducted
by Jedd Anderson of Christopher B. Burke Engineering, part of the project team. The stream has
a rating of 32 on a scale of 160, which would be considered to be low-quality. The dominant
vegetation adjacent to Shorely Wood is non-native and invasive species, such as buckthorn. The
banks are highly eroded with areas of bank failure, and repair would be very difficult. The
stream contains no pool-riffle structure--in fact no fish were observed in the stream which is
unusual. The section of the stream from U.S. Route 14 south to approximately the Shorely
Wood property line appears to have undergone no maintenance in the past 40-50 years. Pictures
were shown to illustrate the debris in the channel, invasive vegetation, and erosion of the banks.
A proposed cross section for Flint Creek, if it is realigned, was shown. It would include a
boulder toe to protect against erosion, and riffle areas to provide a habitat. Beyond that, a 3:1
slope would be provided for larger storm events, with native plantings and trees.
USACE (Hall) asked about the length of new steam length in comparison to the existing length.
The new stream length created is approximately 1,360 feet. This appears to be a bit shorter than
the existing stream length. The existing channel would remain to provide local drainage and
flood storage.
USEPA (West) asked if the existing channel should be enhanced as well. The old channel would
most likely revert to a wetland, which would provide a habitat enhancement. The reduction in
flow would provide a benefit by reducing erosion, and the removal of buckthorn along the
existing channel would also provide a benefit. However, due to the constrained nature of the
existing channel (between the Shorely Wood structures and the CN railroad tracks),
improvements to the banks or channel cross section would be extremely difficult to complete due
to limited access.
USEPA (Westlake) asked who owns the portion of the creek south of U.S. Route 14. The
section immediately south of the road is owned by Shorely Wood. The section parallel to the
railroad tracks is owned by the CN. Then the channel heads west of the tracks, where it becomes
the ownership of the condominium complex west of Shorely Wood.
USEPA (West) asked if the new open space would be Village property. It would be. USEPA
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noted that the multi-use path connection between the two parks would be a good addition to the
area.
USACE (Hall) noted that providing a larger buffer between the multi-use path and the stream
bank of relocated Flint Creek would be preferable, if possible.
USFWS (Cirton) requested that the Stream Evaluation Memorandum be forwarded to him for
review.
It was noted that the project is being funded by a federal TIGER 2 grant. There is a sense of
urgency associated with these funds as they are essentially “use it or lose it.” If the project is not
completed on schedule, the funding can be removed from the project. The completion date for
this project is February 2014.
This project will be presented at the September 2013 NEPA/404 merger meeting to present the
Selected Alternative. Concurrence from the regulatory agencies on the Selected Alternative will
be sought at that meeting. The agencies were asked if there were any environmental studies that
they needed for review prior to the Selected Alternative being presented at the meeting. The
agencies stated that no specific environmental studies would be needed, however USACE (Hall)
recommended that the following issues be clarified when presenting the Selected Alternative:
•

•

While the overpass may not displace some of the residences on the north side of U.S.
Route 14, these properties would still be significantly impacted due to the amount of their
backyard that would be lost, and the proximity of the new retaining wall to their
residence.
The overpass does not present opportunities to improve Flint Creek or to reduce flooding.

Note that the homes to be acquired for the underpass are located in the floodplain. Civiltech
(Andres) noted that most of those homes would also be acquired for the overpass, if a temporary
four-lane runaround is required for the overpass alternative. USEPA (Westlake) asked if those
parcels, if acquired for MOT, would then become green space upon project completion. They
would become new green space.
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Missouri DOT and IDOT District 6, Pike counties in Missouri and Illinois
US Route 54 Mississippi River Bridge near Louisiana, MO
Environmental Assessment
Concurrence – Purpose and Need
DECISIONS:
USEPA, IDNR, IDOA, USACE – Rock Island, USACE – St. Louis and USFWS – Marion
concurred with the Purpose and Need as presented by the project team.
NEXT STEPS:
The following resource agencies prefer the project to remain in the NEPA-404 merger process:
USACE, USEPA and IDNR.
The project team will request concurrence on the range of alternatives at the September 5, 2013
NEPA-404 merger meeting.
DISCUSSION:
Matt Fuller started the meeting with introductions of attendees in Springfield and Chicago. The
purpose of the presentation was to seek concurrence on the Purpose and Need for the Route 54
Mississippi River bridge project at Louisiana.
Keith Killen of MoDOT’s Northeast District began the presentation by introducing the project
and its importance to the community and region. He continued by highlighting the four needs of
the project and concluded with the purpose and need statement.
One question was asked regarding whether the gap in the Sny levee would be addressed by the
project. This is a stated need and all of the build alternatives on new alignment would address
this need.
Gayle Unruh, MoDOT’s Environmental and Historic Preservation Manager discussed the
potential resources that may be impacted by the project. Of note were previously identified
mussel beds in the Mississippi near the Missouri bank. Section 404 and 408 permits will be
needed and can be decided at the regional level. It was also noted that Ted Shanks Conservation
Area property to the north of the study area should be avoided.
Janis Piland asked if the resource agencies concurred with the Purpose and Need as presented.
USEPA, IDNR, IDOA, USACE – Rock Island, USACE – St. Louis and USFWS – Marion
concurred with the Purpose and Need as presented by the project team.
Gayle also explained that MoDOT is not required to participate in the NEPA 404 merge process
but would continue if the resource agencies would prefer. After some discussion USACE,
USEPA and IDNR asked that the project team continue to participate in the NEPA-404 merger
process.
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IDOT District 1, Lake County
IL 83/137 from IL 132 to just east of US 45
Environmental Assessment
Concurrence – Purpose and Need
DECISIONS:
Concurrence was obtained on the Purpose & Need from the U.S. Army Corps of Engineers
(USACE) (Hall), the U.S. Fish and Wildlife Service (USFWS) (Cirton), and the Illinois
Department of Natural Resources (IDNR) (Hamer).
POST MEETING DECISIONS:
Concurrence was obtained on the Purpose & Need from the Illinois Department of Agriculture
(IDOA) (Savko) on July 2, 2013 and from the U.S. Environmental Protection Agency (USEPA)
(West) on July 15, 2013.
NEXT STEPS:
The fourth CAG meeting is expected to be held in August 2013 and the second Public
Information Meeting in Fall 2013. It is anticipated the project will be presented at the February
2014 NEPA/404 merger meeting to seek concurrence on the alternatives to be carried forward.
The Study Team has developed 3-lane, 4-lane, and 5-lane typical sections; this is in agreement
with suggestions made by the CAG. The next step is to conduct a SYNCHRO analysis to
determine the geometry at the intersections. The Study Team will then identify the property and
environmental impacts and present to the CAG and the public for discussion and input.
DISCUSSION:
This was the second presentation of the project to the NEPA/404 merger team. The purpose of
this presentation was to obtain concurrence on the project’s Purpose and Need.
The presentation was conducted by Michael Walton and Bridgett Jacquot of Volkert, Inc., the
consultant retained by the Illinois Department of Transportation (IDOT). Printed copies of the
presentation slides, revised Purpose and Need statement, and a disposition of comments were
distributed to attendees.
The agenda was as follows: project overview, logical termini, Purpose and Need, concurrence,
public involvement, preliminary alternatives, and questions.
This is a Phase I study of potential improvements to a roadway corridor along Illinois 83 and
Illinois 137 in Lake County. The results of this study will be presented in an Environmental
Assessment (EA) and Combined Design Report. The project is located approximately 40 miles
northwest of Chicago and approximately 8 miles south of the Wisconsin border in Lake County
in the communities of Lake Villa, Round Lake Beach, Grayslake, and Libertyville. The study
limits begin at Illinois 132 and extend south along Illinois 83 to the intersection with Illinois 137,
where the study limits continue southeast along Illinois 137 to just east of US Route 45 in Lake
County for approximately 11 miles. There are environmental resources/issues within the project
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study area that include: the Rollins Savanna Forest Preserve, Bull Creek watershed, cemeteries,
gas stations, automotive shops, railroads, parks, wetlands, and potential eligible structures for the
NRHP. The project biological report concluded: 1) there were no threatened or endangered
plants found in the IL 83/137 corridor and, 2) overall, the survey corridor was highly developed
and urbanized, with few areas of potential natural vegetation. Those natural areas that were
present were highly degraded. Ms. Jacquot stated the Study Team will continue to follow the
NEPA process of avoiding and minimizing impacts to the environment.
LOGICAL TERMINI: A field review of the project study area was conducted with the resource
agencies on October 25, 2012. Norm West, with the USEPA, had a concern of how the other
area projects will affect the traffic projections for the Illinois 83/137 route. In the Purpose &
Need, this concern was addressed with the following: “It should be noted that Chicago
Metropolitan Agency for Planning (CMAP) produced the 2040 traffic projections using CMAP’s
regional travel model, which uses CMAP 2040 socioeconomic projections and assumes the
implementation of the GO TO 2040 Comprehensive Regional Plan for the Northeastern Illinois
area. The projections did assume a Build Scenario of the Illinois Tollway Authority’s proposed
IL 53/120 Extension as described in Section 1.1.1., as this scenario slightly increased the traffic
along the project route.”
In addition, during the last NEPA/404 merger meeting for this project, it was requested that the
rationale for establishing the logical termini be clearly described in the Purpose & Need
(USACE-Hall). This request has been addressed in the Purpose and Need with the following:
“The project study area contains combination of the following factors that led to establishment of
the northern terminus at IL 132 and the southern terminus just east of U.S. 45, which includes: 1)
rapid population growth, the population of the villages within the project study area have
increased by an average of 15.9 percent since 2000; 2) multiple large-scale destinations, the
project route includes a Home Depot, Wal-Mart, Shopping Center, and Jewel-Osco all within a 5
square mile area; 3) major traffic generators, the major intersecting side roads along the project
have ADT volumes ranging from 12,200 vpd to 25,300 vpd, which fall within close range of and
in some instances even greater than the ADTs that exist along Illinois Route 83/137; 4) existing
roadway configuration, which is typically a two-lane roadway; and 5) the existing and projected
traffic volumes and LOS.”
The focus of the logical termini discussion was the existing and projected traffic volumes and
LOS. This applies to the northern terminus such that north of the Illinois Route 83 and Illinois
Route 132 intersection, the existing ADT is 13,600 vpd on a four-lane roadway with a projected
No-Build ADT of 22,000 vpd and a LOS A/B for the year 2040. Just south of the intersection
within the project limits, the ADT increases to 15,500 vpd on a two-lane facility with a projected
No-Build ADT of 23,000 vpd and a LOS E for the year 2040. In regard to the roadway east of
the southern terminus along Illinois Route 137, the existing ADT is 16,300 vpd on a four-lane
roadway and has a projected No-Build ADT of 17,000 vpd and a LOS A for the year 2040. The
portion of Illinois Route 137 adjacent to this section within the project limits has an existing
ADT of 14,500 vpd on a two-lane facility with a projected No-Build ADT of 15,000 vpd and a
LOS E for the year 2040.
Regarding the logical termini, there was also a concern (USACE-Hall) about the need for the
section south of Washington Street to the southern terminus. The concern was because the
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existing traffic declines south of Washington Street and further decreases south of the junction of
IL 83 and IL 137 to Casey Road. The 2040 traffic projections for this section actually decrease.
The decrease in the projected traffic is because of the construction of the Illinois Route 53/120
Tollway, which is anticipated to take traffic off of Illinois Route 137. Nevertheless, the LOS
along this portion of the project route is a LOS E and the existing roadway configuration east of
U.S 45 (the project southern terminus) is currently a 4-lane roadway and narrows to a 2-lane
within our project limits. If this section is not included, it essentially creates a “bottle neck” in
the system. If this section is included, it would provide connectivity to the Metra Station
(Prairie Crossing) via share-use paths to the surrounding communities, including those along the
southern termini at Peterson Road. The Study Team has determined that not including the
portion south of the junction of IL 83 and 137 would further increased congestion on IL 137
route and on the intersecting roadways creating a bottle neck.
Regarding the logical termini, in summary, these limits were established because of the rapid
population growth, large-scale destinations along the route, and the identified decrease in LOS
within this section of Illinois 83/137 due to the combination of higher traffic and the decrease in
the number through lanes. With the combination of these factors, the termini have been
determined to be of sufficient length to address the transportation issues along this section of
Illinois Route 83/137, have independent utility, and do not restrict consideration of alternatives
for other reasonably foreseeable transportation improvements.
PURPOSE & NEED OF PROPOSED ACTION: The existing and future traffic on Illinois Route
83 and Illinois Route 137 exceeds the capacity of the existing roadway which is causing
congestion. Within the project study area, there is also a lack of connectivity between the
sidewalks and bicycle trails in addition to a lack of connections to the multimodal facilities, such
as transit stations. The proposed project is needed to improve the safety of the roadway, improve
mobility, and increase multimodal opportunities.
Need to Improve Safety: Traffic volumes are projected to increase by an average of 38 percent
by 2040 along Illinois Route 83/137 within the project study area. It is anticipated that without
improvements to this section of Illinois Route 83/137, both the rate and severity of crashes will
continue to increase as traffic levels climb. During the years of 2009 to 2011, a total of 706
crashes were reported along the Illinois Route 83/137 route within the project study area.
Compared to the 2.74 statewide average for crashes Illinois Route 83/137 project route is 1.5
times higher with a 4.08 average. A total of 397 rear end crashes occurred during the three year
study period representing 56 percent of the total crashes. Turning crashes were the second
highest type, with 142 occurrences representing 20 percent of the total crashes.
Regarding crash severity, there were 706 crashes during the three-year study period from 20092011. There were: 224 crashes (32%) that resulted in injuries; no “K” severity crashes; 19
crashes with reported injuries were “A” severity crashes, resulting in 32 injuries; 205 crashes
with reported injuries were “B” and “C” severity crashes, resulting in 288 injuries; 482 noninjury crashes involved property damage only. Four-hundred twenty-two of the 706 crashes
occurred at an intersection and 284 occurred between intersections; 11 of the “A” crashes were at
an intersection and these crashes account for 15 of the type “A” injuries; and 123 of the “B” and
“C” crashes were at an intersection and these crashes account for no fatalities and 184 of the type
“B” or “C” injuries. The predominant crash type that caused “A”, “B,” and “C” injuries within
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the project study area was rear end.
There are three 5% Selected Locations within the project study area. The first section, identified
in 2009: had 44 crashes over the three year period with 16 injuries and no fatalities, is a 2-lane
roadway section, speed limit 35 to 40, striped with no passing zone, and only access points are
commercial businesses located on the west side of the roadway. Thirty-six of the 44 crashes
within this section (82%) were rear end and five (11%) were turning crashes. Although the rear
end crashes were a bit scattered throughout the section but a grouping of both the rear end
crashes and the turning crashes were located at or near the signalized intersections located on
each end of the section, indicating stop and go traffic and congestion are likely contributing
factors. In comparison to Illinois state statistics, in 2009, rear end collisions accounted for the
highest number of injury crashes, resulting in 28.8 percent of all injuries. And, rear end
collisions, which were also responsible for the greatest number of property damage crashes,
accounted for 27.4 percent of total crashes.
The second section, also identified in 2009: there were eight crashes over the three year period
with 2 injuries and no fatalities, the speed limit is 35mph, and is mostly 2 lanes but transitions to
4 lanes at the north end of the section (south of Washington Street). Six of the eight crashes
were rear-end (75%) and 2 were turning (25%). A likely cause of many of the rear end crashes is
the frequency of stopped or turning traffic which is compounded by high traffic volume. The
frequency of the turning and angle crashes are likely caused by a combination of traffic
congestion and frequency of access points within the section.
The third section, identified in 2011: there were 25 crashes over the three year period with 15
injuries and no fatalities, speed limit is 45mph, power poles within the clear zone, and is a two
lane roadway transitioning to a 4 lane cross section near middle of section with multiple access
points along the south end of the section and a slight vertical crest and curving roadway near
north end. The 25 crashes within this section primarily included rear-end 9 (36%), turning 7
(28%), fixed object 3 (12%) and angle 3 (12%). With the presence of side-roads and multiple
entrances with no available turn lane, a likely cause of many of the rear end crashes is the
frequency of stopped or turning traffic combined with high traffic volume. The frequency of the
turning and angle crashes are likely caused by a combination of traffic congestion and frequency
of access points within the section. A likely cause of many of the fixed object crashes are power
poles and trees along the west side of the roadway. In comparison to Illinois state statistics, in
2011, rear end collisions accounted for the highest number of injury crashes, resulting in 29.7
percent of all injuries. Rear end collisions, which are also responsible for the greatest number of
property damage crashes, accounted for 28.3 percent of total crashes.
Need to Improve Mobility is based on the existing and project traffic volumes and the LOS. The
existing (2012) ADT counts along Illinois Route 83/137 range from 14,200 to 24,300 vpd. The
map illustrates the traffic volumes for all of the sections within the study area under the No-Build
Scenario as counted in 2012 and the projected year of 2040. The existing ADT along Illinois
Route 83 from the northern project limit of Illinois Route 132 continuing south increases
gradually from 15,500 vpd to the peak ADT along the project route of 24,300 vpd in the section
from Millstone Drive to Hook Drive. Continuing south, the ADT immediately decreases to
19,200 vpd until reaching Rollins Road where the ADT continues to decrease to 17,900 vpd
south of Rollins Road. The decrease in ADT at this location is due to drivers using Hook Drive
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to avoid the Illinois Route 83 and Rollins Road intersection, which has the highest number of
crashes along the project route. From south of Rollins Road in the section from Shorewood Road
to Lake Street, the ADT increases to 22,000 vpd. From Lake Street continuing south along
Illinois Route 83, the ADT continually decreases until reaching 14,200 vpd from the junction of
Illinois Route 83 with Illinois Route 137 to Casey Road. By 2040, under the No-Build scenario,
the average daily traffic volumes along this route are projected to range from 14,000 vpd to
33,000 vpd. The projections demonstrate that traffic is predicted to increase by approximately
38 percent along Illinois Route 83/137 within the project study area by 2040, in the No-Build
Scenario.
A majority of both existing (2012) and projected No-Build LOS (2040) are below the suggested
design LOS for every section within the project study area with a LOS E. The section from West
Morton Drive to Monaville Road is operating at a LOS A because this section has been improved
to a four-lane. Also, the section north of Washington Street to south of Washington Street is
currently operating at a LOS A because Washington Street has been improved to a five-lane
facility at this intersection.
Need to Increase Multimodal Opportunities: Multimodal opportunities and interrelationships can
be improved within the Illinois Route 83/137 project study area, which includes improving the
connectivity of existing pedestrian and bicycle facilities in addition to providing connections to
planned local and regional bicycle facilities. Future travel demand combined with the area
schools, multimodal destinations, residential areas, and large-scale retailers is creating a greater
need to improve the movements between these community focal points in a safe way while
fitting into the project’s surroundings.
The table illustrated (Table 9 in the Purpose & Need) showed the locations of the existing
sidewalks and bicycle paths along the route and illustrate the lack of connectivity among them.
The lack of connectivity and crosswalks within the project study area discourages the use of
alternative transportation modes and limits multimodal opportunities. Improved access to
schools, businesses, and existing transit services in the corridor is dependent upon the condition
of the pedestrian and bicycle facilities.
School safety and connectivity to these schools was identified by the project’s Community
Advisory Group (CAG) as being of the utmost importance when discussing the IL 83/137 project
with the project study area communities. There are 11 schools and learning centers along the
project route. A table (Table 10 in the Purpose & Need) showed the access to these schools via
sidewalk or bicycle path varies. Although some schools do have sidewalks directly in front of
the school, the sidewalk may not be continuous along the route making it difficult for school
children to use the sidewalks and/or bicycle.
There are also multiple large-scale destinations along the project route and the main mode of
transport to access these destinations is by automobile along Illinois Route 83 due to the fact that
there are no bicycle paths and only sporadic sidewalks within this portion of the project study
area. In addition, there are major generators along the route that includes approximately 30
residential subdivisions within the project limits that have access to Illinois Route 83/137.
There are limited bike paths and discontinuous sidewalks along the route making it difficult for
travelers from these subdivisions to use the sidewalks and/or bicycle paths as a way to get to
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these destinations. A display was produced illustrating these generators and these destinations.
There are also four Metra train stations– one in each of the project study area’s communities. A
table (Table 11 in the Purpose & Need) was presented that identifies what stations have sidewalk
and/or bicycle path access near its facility. The lack of access to sidewalk and/or bicycle path
facilities near these stations decreases the opportunity for commuters to walk or bike.
PUBLIC INVOLVEMENT: The Study Team has met with the project Community Advisory
Group (CAG) three times. The CAG has helped developed the Purpose and Need, identify that
school safety is the key issue for the communities, and identify the preliminary typical sections
through project. The next CAG meeting is anticipated to be held in August.
QUESTIONS: USEPA (West) had a question regarding if roadway continuity should be a part
of the Purpose and Need for the project since the roadway north and east of the project limits is
four lanes. IDOT (Baczek) stated that since this is a CSS project, that various typical sections
will be looked at for this project. IDOT does not want to restrict the project alternatives to only
4-lane alternatives in order to provide roadway continuity because a 4-lane may not work
throughout along the entire project route. Volkert (Jacquot/Walton) went on to explain that there
is an area along the project route through Grayslake that has limited area for improvement where
this would apply. Traffic analyses will be run for a 3-lane, 4-lane, and 5-lane typical section to
identify the level of congestion relief. This information along with the impacts created by each
typical section will also be identified and presented to the local officials in the study area, Project
Study Group (PSG), CAG, and the public for their input.
USACE (Hall) would like to see a more specific, targeted plan for paths/sidewalks rather than
just a path on one side and sidewalks on the other. Look at what is being connected when
determining path placement. IDOT responded that there is the state law that requires either
sidewalks or paths, so there may be a problem with using an off-site path. However, USACE
(Hall) suggested evaluating if a nearby off-site path can be used to avoid wetland impacts.

Page 20 of 29
June 25, 2013
NEPA-404 Merger Meeting Summary

IDOT District 1, McHenry County
Illinois Route 31 from IL Route 176 to IL Route 120
Environmental Assessment
Concurrence – Alternatives to be Carried Forward
DECISIONS:
IDNR and IDOA gave concurrence on the Alternatives to be Carried Forward. Concurrence was
obtained from USACE-Chicago, USEPA and USFWS based on the agreement that during
further development of the alternatives, avoidance opportunities will be explored near the
locations of higher quality wetland impacts.
NEXT STEPS:
STV will further develop the alternatives, presenting an update at the September 2013 merger
meeting followed up with presenting the preferred alternative for concurrence at the February
2014 merger meeting.
DISCUSSION:
This was the third presentation for this project. The purpose of this meeting was to present the
Alternatives to be Carried Forward for the proposed IL Route 31 (IL 31) improvements from IL
Route 176 to IL Route 120 and to obtain concurrence from the participating agencies. The
presentation included a project overview, review of project deficiencies, the approved Purpose
and Need, study schedule, project process, completed environmental evaluation, alternatives
evaluation process and results. The project received concurrence on the Purpose and Need
Statement at the March 1, 2012 NEPA/404 Merger Meeting.
Environmental Evaluation (ADID Wetlands, Stream Crossings/Surface Waters, and Other
Potential Impacts)
IL 31 currently traverses an environmentally sensitive area north of Half Mile Trail within the
Sleepy Hollow Creek watershed, crossing two named streams: Squaw Creek and Sleepy Hollow
Creek. ADID wetlands are identified on both sides of IL 31 between the Squaw Creek and
Sleepy Hollow Creek crossings. On the east side of IL 31, the wetland is identified as ADID
529, a High Quality Habitat wetland, the highest ADID designation. West of IL 31, the wetland
is identified as ADID 525, a High Functional Value Wetland. Sleepy Hollow Creek is identified
as a part of ADID 525.
The ADID complex that includes Squaw Creek extends for approximately three miles west of IL
31 to Oak Ridge Road, and extends east to the Fox River approximately 2½ miles east of IL 31.
As IL 31 crosses this wetland, avoidance was not possible. The FQI of this wetland is less than
20. East of IL 31 is a relocated stream (Squaw Creek) and a high habitat value ADID wetland
with an FQI of 22.6. The last two environmental surveys (including latest one performed in
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2012) found no evidence of Eastern Prairie Fringed Orchid (EPFO) within the Sleepy Hollow
Creek watershed.
The USFWS requested that additional surveys for the EPFO be conducted in the wetland
complex extending east to Thunderbird Lake due to the presence of suitable habitat and high
quality wetlands. This needs to be reviewed due to potential secondary impacts from the
roadway. IDOT agreed to do additional EPFO surveys for this area, which needs to begin
immediately as the survey season is starting now.
In addition, seep wetlands were found adjacent to IL 31 across from the Terra Cotta Facility
north of Half-Mile Trail and southeast of the intersection of IL 31 and Oak Crest Road. During
the development of the Preferred Alternative for this project, methods will be investigated to
avoid or minimize impacts to these and other wetlands within the study area.
The USACE requested that a narrower cross section be investigated where there are high quality
and ADID wetlands, particularly at Half Mile Trail, including consideration of sidewalks and
mulit-use paths. The USACE also commented on the issue of oak tree removal. A tree survey
has not been completed at this time but will be once the preferred alternative is refined. The
USACE indicated that the project team should coordinate tree impacts and replacement with the
Land Conservancy of McHenry County.
The USEPA asked if the stream relocation near Half Mile Trail could include a more natural
plan with riffles and pools. The project team indicated that this has already been considered and
will be evaluated. This is one of many proposed BMP’s that will be considered for the project.
In addition to the Sleepy Hollow Creek and Squaw Creek crossings, an additional “major”
unnamed stream crosses IL 31 south of Lillian Street / Grove Avenue. Other potential impacts
were also discussed including: Agricultural Land, Noise, Special Waste, Special Lands, and
property impacts.
Other important environmental issues include agricultural land use in Prairie Grove; however,
much of this land is planned for future development. A traffic noise analysis will be performed.
Numerous sites along the project study area have been identified in the Preliminary
Environmental Site Assessment for concerns regarding potential special waste. Potential impacts
are possible for two areas of special lands; the first is McMillan Cemetery in Prairie Grove
(Section 106), and second is Freund Park, north of IL 120 in McHenry (Section 4(f)).
Alternatives Evaluation (Range of Alternatives)
Based on input obtained from the CAG, stakeholders, and project study group (PSG),
alternatives were developed for the project corridor. Due to projected 2040 traffic volumes,
additional through lane capacity is needed on IL 31. Alternatives included six lane options from
IL 176 to Medical Center Drive, four lane options, a five lane bi-directional two-way left turn
lane option, and the No-Build alternative. From Bank Drive to John Street, additional
alternatives included a one-way arterial pair (couplet), a roundabout at the IL 31 and Lillian
Street/Grove Avenue intersection and a conventional traffic signal installation at the same
intersection.
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The IL 120 intersection at IL 31 (Front Street) in downtown McHenry poses a unique design
challenge to the PSG. Any pavement widening at this intersection requires the demolition of
multiple buildings within the downtown City of McHenry. Alternatives considered for this
intersection included a minimum build alternative, single and dual left turn lane options for the
south leg (Front Street) of the intersection, traditional signalized intersection, roundabout
alternatives, free flow right turn alternatives for the south leg, and the No-Build Alternative.
Alternatives Evaluation Findings
Alternatives from the Range of Alternatives were initially screened for fatal flaws and
conformance with the project Purpose and Need. The initial screening eliminated unrealistic or
non-feasible alternatives that did not satisfy one or more of the following criteria: the Purpose
and Need, disproportionately large environmental impacts relative to other alternatives, not
permittable, were not financially or physically feasible, or clearly inferior in comparison to other
alternatives.
A subsequent detailed evaluation phase was used to further refine and eliminate alternatives.
The basis for elimination included environmental impacts, social impacts, economic impacts,
property impacts, anticipated right-of-way acquisition, estimated costs and/or did not provide a
higher degree of roadway safety in comparison to other alternatives. Several of the alternatives
that were eliminated through this process included the six lane options, the 18’-22’ median
option in the south section, and the 6’ and 30’ median options in the north section.
From IL 176 to Medical Center Drive, three alternatives were recommended carrying forward,
including the No-Build Alternative, a 30’ Raised Median Alternative, and a 30’ Depressed
Median Alternative between Drake Drive and Veterans Parkway subsection. The 30’ Raised
Median Alternative matches the IL 176 and Bull Valley Road intersection improvement projects.
Both median alternatives provide two through lanes in each direction, allow for dual left turn
lanes at intersections, and provide a shelf for sidewalk and multi-use path. The 30’ Raised
Median Option provides curb and gutter throughout the improvement, a narrower cross section
than the Depressed Median Option and allows for a 45 mph maximum speed limit. The 30’
Depressed Median Option provides a 10’ outside shoulder, has a 20’ wider cross section than the
Raised Median Option and would allow for maintaining existing posted speeds greater than 45
mph from Drake Drive to Veterans Parkway. The Depressed Median Alternative impacts
approximately one more acre of wetlands than the Raised Median Alternative and its wider
footprint results in one potential building impact, compared to zero building impacts for the
Raised Median Alternative. The anticipated construction cost for the Depressed Median
Alternative is $2.6 M higher than the Raised Median Alternative.
The Village of Prairie Grove issued a formal letter of support on May 5, 2013 for the 30’ Raised
Median alternative.
The USACE requested further investigation of the cross-sections at Half Mile Trail due to the
presence of the ADID wetlands and a need to minimize impacts to these resources.
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The No-Build Alternative and 18’ Raised Median Alternative were selected to be carried forward
from north of Bull Valley/Charles Miller Road to John Street. The 18’ raised median provides
single lane left turn storage at intersections and two lanes in each direction to accommodate the
future traffic demands, and a reduction in turning, angle, and head-on crashes. Based on a
review of traffic turning movements in the north section, there was not an identified need for
dual left turn lane options in this study section. A shared-use path and sidewalk are proposed for
pedestrian and bicycle accommodations, requiring cost participation from local communities.
IL Route 120 Intersection
There are three Alternatives to Be Carried Forward at IL 120.
The No-Build option is the first option for this intersection. In year 2040, level of service for this
Alternative is projected to drop to an “F” from a current level of service “D”. No buildings
would be impacted, on-street parking would be maintained along both IL 31 and IL 120 and no
provisions for a multi-use path would be provided in this option.
The Minimum-Build Option is the second option. This option proposes to restripe the south leg
of the intersection with minimum pavement widening, elimination of on-street parking along IL
120, and an additional westbound left turn lane; this results in narrow lanes. A four foot barrier
median and pavement widening for westbound u-turns would also be provided. Year 2040 level
of service is anticipated to be an “E”. This alternative would have two commercial building
impacts.
The third option is the Maximum Build Option. This alternative consists of a six lane cross
section on the south, east and west legs of the intersection along with provisions for multi-modal
accommodations and elimination of on-street parking. The level of service at this intersection in
the year 2040 is anticipated to be a “C”. This alternative would have fifteen building impacts.
The main difference between the Maximum and Minimum Build options includes the additional
impact of 13 buildings and additional 3.1 acres of right-of-way required to build the Maximum
Build Alternative. The Maximum Build Alternative is approximately $3.2 M more to construct.
The Minimum Build Alternative is preferred by the City of McHenry.
Public Meeting #2
The 39 comment forms submitted after Public Meeting #2 and informal verbal comments
received at the meeting covered a variety of topics, with the most predominant themes including:
•
•
•
•
•
•

Proposed roadway configuration (barrier medians) limiting access to properties
Pedestrian and Bicycle Accommodations
Stormwater Management and Environmental Resources
Other proposed “bypass” projects within the project area
IDOT Land Acquisition Process
Study Schedule and Funding

Impact Reduction Efforts and Best Management Practices (BMPs)
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The IL 31 PSG has already taken steps to minimize impacting environmental resources within
the study limits, and intend to further explore reducing impacts. So far, we have:
•
•
•
•

Shifted the roadway alignment at constraint locations
Retaining walls in few locations
Reduced lane widths at IL 120 intersection
Sidewalk moved to behind back of curb or eliminated in some locations, mainly near IL
120 intersection

Moving forward, the following techniques will be looked at:
•

•

Typical Section Modifications to balance Safety and Impacts
• Reduce Lane Widths
• Reduce Median Widths
• Reduce Path Width
• Move path and/or sidewalk closer to curb
• Modify ditch slopes
Add Retaining Walls

Likewise, the design team will look for ways to improve water quality within the study limits,
especially the areas that are tributary to WOUS. These include:
•
•
•
•
•

Grassed Swales and Ditches with Native Plants
Grassed or Vegetated Filter Strips
Water Quality Basins
Pre-Treatment into Existing Permeable Soils
Stream Relocation with Riffle and Pool Complexes (Squaw Creek)

Agency Questions and Comments
During the meeting, written comments provided by the USACE, USFWS, and USEPA were
reviewed and discussed. A formal disposition of these comments is provided in a separate
memo, attached with this meeting summary.
Additional comments or requested action items include the following:
• Agencies would like to see water quality BMP locations and information in the preferred
alternative documentation.
• Agencies request IDOT to evaluate longer bridges for culvert replacement locations, to
accommodate wildlife crossings.
The project team will present an update at the September 2013 merger meeting and present the
preferred alternative for concurrence at the February 2014 merger meeting.
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IDOT District 1, Cook and DuPage counties
I-290 Eisenhower from West of Mannheim Road to east of Cicero Avenue
Environmental Impact Statement
Information – project update on purpose and need, project limits, and alternatives under
consideration
Note: This project is not subject to the NEPA-404 merger process concurrence points. The
project is being presented for information only.
DECISIONS:
No action requested and no action taken.
NEXT STEPS:
None noted.
DISCUSSION:
This was the fourth presentation of the I-290 project to the NEPA/404 Merger Team. The
purpose of the meeting was to provide a Study briefing and update the Merger Team on the
status of the Study. It should be noted that in the September 2009 meeting, the NEPA/404
Merger Team concluded that this Study will not require formal concurrence, and that the Study
may continue as an EIS with agency review, using the scheduled NEPA/404 merger team
meetings to provide Study updates.
IDOT District 1 (IDOT) and the project consultant Parsons Brinckerhoff (PB) presented a
PowerPoint presentation to the Merger Team and FHWA. The presentation provided a brief
recap of the study progress since the last meeting including: completion of Round 2 alternatives
evaluation, initial interchange concepts and coordination, formally extended study area 4 miles to
the east, updated the existing conditions evaluation, updated the Purpose and Need, began CTA
Vision study Coordination and held 3 Corridor Advisory Group (CAG) Meetings. Due to the
amount of coordination and work these tasks have required, the last CAG meeting was held
February 21, 2013 and the next meeting is targeted for July 17, 2013.
Alternatives Evaluation
A brief summary of the combination alternatives was presented followed by a discussion of the
alternatives scoring methodology. Ten combination mode alternatives were evaluated that
included combinations of expressway capacity improvements, express bus service, and high
capacity transit extensions from the Forest Park CTA station to Mannheim Road. Expressway
modes included Tolling and High Occupancy Toll lane alternatives both from the standpoint of
added capacity and converting existing lanes to HOV, HOT, or Toll. The alternatives scoring
was based on Purpose and Need score by sum of Need Point Average. Based on the scoring of
ten combination mode alternatives, it was determined that four alternatives should be advanced
for further evaluation in the DEIS (see attached). These four include:
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•
•
•
•

Add GP (one in each direction) Lane, Blue Line Extension, and Express Bus,
Add HOV 2+ (one in each direction), Blue Line Extension and Express Bus,
Add HOT 3+ (one in each direction), Blue Line Extension and Express Bus
Add HOT 3+ (one in each direction), Toll remaining lanes, Blue Line Extension and
Express Bus

Based on modeling results, it was determined that stand-alone transit alternatives did not provide
improvements to I-290 performance, but did provide an increase to jobs accessible via transit and
generated some new transit trips, but also diverted trips from other existing transit services in the
study area. Compared to a High Capacity Transit (HCT) extension to Oak Brook, it was found
that the majority of the travel benefits of a Blue Line extension are provided by an extension to
Mannheim Road, at half the distance to Oak Brook.
Our updated evaluation of Round 2 alternatives included two new “non widening” alternatives
that were suggested by the Village of Oak Park and Citizens for Appropriate Transportation
(CAT) (see attached Round 2 Non Widening Alternatives); these alternatives include features
that would further restrict flow on I-290 (i.e., the Village plan calls for high toll rates on all lanes,
the CAT plan calls for converting the existing inside lanes to managed lanes). The effect of
these strategies was a diversion of traffic from I-290 onto an already congested arterial system.
As such, these alternatives did not perform well enough to be carried further.
Agency questions and comments on the Alternatives
The USEPA asked whether shoulders will be converted to through lanes? IDOT stated no, the
shoulders are not wide enough for conversion. Widening for additional lanes will occur to the
outside of the existing roadway. Reservation for a future Blue Line Extension would occur in
the roadway median.
The USEPA asked how are tolls to be collected? IDOT stated that tolls will be collected
electronically using automated toll collection devices located on gantries above each tolled lane.
The USEPA asked how HOV riders are to be accounted for? IDOT responded that there would
have to be enforcement to verify that drivers are complying with the requirements of the HOV or
HOT lane. Also, technological advances may allow for electronic enforcement or verification.
USEPA stated that all of the alternatives appear to include a Blue Line Extension, which IDOT
confirmed, and also noted that there would also be an independent collector-distributor bus
service at the end of the line feeding into the terminal station.
The USEPA stated that there appears to be a large existing parking area at Mannheim Road on
the south side near shopping areas. IDOT replied yes, there may be opportunities to develop
park and ride facilities at these locations.
The USEPA asked whether the transit agencies were supportive of the extension. IDOT stated
that the CTA Vision Study will focus on the existing Blue Line, while the extension would be a
lower priority. IDOT will lead the planning for the extension and provide accommodation for a
future westward extension in the median. The CTA wants to call the extension High Capacity
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Transit (HCT) instead of Heavy Rail Transit (HRT) in order to provide options for future
development and investigate costs.
The USEPA asked if IDOT was pleased with the range of alternatives. IDOT said yes, they were
because they did not know what the outcome of the evaluation would be. Also, the top four
alternatives represent a good range for evaluation in the next round.
Purpose and Need
A brief summary of the five main Purpose and Need points were presented, followed by a
presentation of the Extended Study Area update to the Purpose and Need. A four mile extension
of the Study Area was required in order to fully encompass the extent of the Round 3
alternatives. Because the Regional Travel Model already encompassed this area, no reevaluation of the existing alternatives modeling was required. The study area now includes the
entire 13 miles between the I-88 interchange and the western study limit of the Circle
interchange.
Existing conditions assessment was completed to determine mainline facility condition,
operations and safety in similar detail to what was previously performed in the six-lane
reconstruction section between I-88 and Cicero Avenue. In general, the eight lane section has
more favorable design elements, operations (mainline and arterials), and safety performance than
the six-lane section. Pavement conditions are slightly better in that a 1.2 mile long section was
replaced in the mid 1980’s. Condition and age of the overhead bridges in the extended study
area are comparable to what was found in the original study area to the west. It should be noted,
that the eight lane section is not being widened and, as a result, the corridor is not being
reconfigured. All of the overhead bridges will be studied for replacement, however, as part of a
separate study beginning this fall. Interchanges will remain unaffected by mainline operational
improvements and are adequate for future transportation needs as determined by operational
analysis. Therefore, they will not be improved except to address bridge condition.
Air and Noise studies will be conducted throughout the entire 13 mile length of the study
including through the 4 mile extended study area recently added.
Agency questions and comments on the Purpose and Need
The USEPA questioned whether the I-88/I-290/I-294 Hillside interchange is included in the
study area. IDOT stated that I-88 converges into one lane as it approaches the Eisenhower.
Although the I-290 mainline was not reconstructed during the Hillside interchange construction,
everything that was constructed in 2001 as part of the Hillside interchange project is designed to
accommodate mainline reconstruction and capacity improvements without reconfiguration.
USEPA asked whether design standards are met for the bridges over the expressway? IDOT
stated that many of the bridges over the expressway do not meet current design standards.
During this study, they will be designed to current standards and reviewed for adequacy to serve
future needs including Complete Streets requirements.
The USEPA asked whether restriping will provide more lanes in the eight lane section. IDOT
answered no; restriping is required to convert one of the four existing lanes (in each direction)
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into managed lane. This may include a small buffer area between the managed lane and general
purpose lane. No widening is anticipated.
The USEPA asked whether the managed lane operation extends into the eight lane section?
IDOT stated that this was the impetus behind extending the study area an additional four miles;
to encompass the operations of the managed lanes east of Cicero. The inside, median lane may
be converted to an HOT 3+, HOV 2+ or remain as a General Purpose lane; to be evaluated in
Round 3. The managed lane option would end west of the Circle interchange.
CTA Vision Study
The CTA has initiated the Blue Line Vision Study to assess current conditions, plan for
modernization and provide opportunity for public input on long term modernization strategies for
the Blue Line Forest Park branch. This study will provide recommendations to the I-290 Study
to facilitate improved modal connectivity between the transit stations and expressway, arterials,
pedestrians and bicycles modes.
Next Steps
The next step in the alternatives evaluation process is to perform a DEIS evaluation of the
remaining four alternatives. This will require the development of geometry for refinement of the
roadway and interchanges, to provide the necessary detail for Air and Noise Studies, cost
estimates and environmental justice determination. The Build Population and Employment
forecast will be completed and coordinated through CMAP. Stakeholder involvement will
include coordination with CTA on the Vision Study findings and one-on-one meetings with
communities to refine cross-street and interchange preliminary design.
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MEMORANDUM

DATE:

07/23/2013

TO:

Soren Hall (USACE), Norm West (USEPA) and Shawn Cirton (USFWS)

FROM:

John Clark (STV Incorporated)

SUBJECT:

Illinois Route 31 (Route 176 to Route 120) ‐ Disposition of Comments

Mr. Hall, Mr. West and Mr. Cirton,
STV Incorporated (STV) and Illinois Department of Transportation (IDOT) have reviewed the comments
submitted from the United States Army Corps of Engineers (USACE), United States Environmental
Protection Agency (USEPA) and the United States Fish and Wildlife Service (USFWS). Comments 1
through 6 are from USACE, comment 7 was from USFWS and comments 8 through 14 are from USEPA.
Thank you for your feedback. Original comments are paraphrased for interest of space. Unless
otherwise specified, it is anticipated that agency comments will be incorporated during the
development and refinement of the preferred alternative.
1.

Response

2.

Response

A modified alternative with reduced median widths should be developed for this
segment (Near TC Industries) of roadway to minimize impacts. A single turn lane
option would likely meet purpose and need.
IDOT will be obtaining updated 12‐hour turning movement counts at Half Mile trail
in early July, 2013. This new data will be used to determine the feasibility of a single
left turn lane at this intersection. Geometric refinement in this area is anticipated
after the selection of a preferred alternative. Minimization of impacts to
environmental resources as well as the desire to maintain a consistent cross section
for driver expectancy and land use planning purposes will be evaluated and weighed
in the refinement of the preferred alternative. Techniques to minimize impact to the
environmental resources could include lane width reductions, elimination of
channelization lanes (if feasible), construction of retaining wall and reductions to
sidewalk and shared‐use path, widths, or even elimination of the sidewalk, if
appropriate.
Proposed alignment is shifted 28 feet east at TC industries. This shift results in more
impacts to the tributary to the Fox River (W3). More detail information is needed for
this evaluation.
It is true that “W3” may see slightly greater impacts as a result of the proposed
alignment shift. However, the shift occurs north of W3. The shift has been designed
to avoid building impacts to the existing TC Industries facility on the west side of IL
31. These building impacts would be costly and would be staunchly opposed. TC
Industries has three buildings within very close proximity to the existing ROW line.
These buildings include their corporate headquarters, machine shops, and a
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3.
Response
4.
Response

5.
Response
6.

Response

historical displays & exhibits building containing vintage train cars. This business has
been in operation since 1881 and the oldest building on the property (constructed
in 1904) is located along IL 31. This property has been used for steel processing,
ceramic and terra cotta manufacturing and industrial purposes. As such, there is
also a risk of encountering contaminated soils and materials on this property.
Avoidance of these potentially contaminated areas should also be considered when
evaluating the need for alignment shifts. Although greater impacts to environmental
resources may occur as a result of this shift, techniques to minimize the impacts will
be evaluated as alternatives are refined. STV Incorporated will evaluate the impacts
associated with the alignment shift and present the resource agencies with updated
information regarding the anticipated impacts for several alternatives in this area at
the next meeting in September, 2013.
Have sidewalks and multiuse paths been evaluated in greater detail near
environmentally sensitive areas for minimizing impacts?
The need for sidewalks and paths will be further evaluated during the refinement of
the preferred alternative.
Provide more information regarding how CAG comments and how they influenced
the range of alternatives
Most CAG comments influencing the range of alternatives were received during CAG
Meeting 3. Generally, concerns gravitated towards reducing impacts to property
owners and to increase mobility (add lanes project). Cross sections of varied median
widths were presented; however, most support was for a 30 ft. median in the south
and 18 ft. raised median and two way left turn lane alternatives in the north. Some
comments were specific to the alignment shift near T.C. Industries including one to
“hold the west ROW line”. Exact comments available on project website:
“http://www.ilroute31.com/Downloads/CAG_Meeting_3_Summary_11‐03‐
2011.pdf”
Reports seem to be using C values taken from Taft et al (1997). The Corps require
use of Swink and Wilhelm (1994) in delineation reports.
Concur.
Waters “W3” and “W4” are known as “Sleepy Hollow Creek”. There is an established
watershed plan for this creek. The recommendations of this report should be
utilized as applicable in the alternatives.
A member of the Environmental Defenders of McHenry County, Lori McConville, is
on the CAG and has been providing input throughout CSS process. The Watershed
report was investigated and discussed recommendations to establish landowner
incentives (cost share program) to establish riparian buffers or to increase native
vegetation in existing buffers among other less roadway relevant items. We are well
aware that water quality is a concern. The team will look to implement the
appropriate BMPs to effectively “pre‐treat” stormwater prior to discharge into the
receiving waterways. This could include the design and use of vegetated swales,
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7.

Response

8.

Response

9.

Response

10.

Response

native vegetation, riffle and pool complexes, meandering alignments and other
methods.
Wetland Sites #21, #24, and #35 have relatively higher FQI or Mean C values, The
entire wetland of these sites should be surveyed, not just what’s in the project
ROW.
IDOT has completed an EPFO survey of these sites in June 2012. No EFPOs were
found during this survey. Impact mitigation of these sites shall be investigated and
will utilize the updated survey information in the preferred alternative. Site 28 and
Site 21 between IL 31 and Thunderbird Lake (~100 acres) will be surveyed in 2014.
Blanding Turtles will also be surveyed in 2014.
While we understand that the use of medians, raised or lowered, will limit the side
road and driveway movements to right in‐ right out and thus should improve safety,
they DO require that the vehicles right turning into traffic flow to join the traffic,
needs to get up to speed which takes longer than crossing the lane. Are there some
spots where enough traffic use would warrant providing an added entrance/exit
acceleration/deceleration lane so the turning traffic merges rather than "jumps into
traffic".
There are very few major traffic generators within the IL 31 study area. Not all
traffic turning on to IL 31 are from adjacent properties. Those that do generally do
not have direct driveway access to IL 31. For example, Terra Cotta Industries
maintains their main access off of Half Mile Trail. High volume intersections will be
signalized. Centegra Medical Center has four access points including access off of IL
31, Shamrock Drive, Bull Valley Road and Ridgeview Drive. The existing access onto
IL 31 at the Centegra property has been constructed with a deceleration lane for
turning vehicles. As such, there isn’t a perceived need for an added entrance/exit
acceleration/deceleration lane as described above.
Corollary to that, there are several points along IL 31 where multiple driveways
enter very close together. Were "frontage collector systems" considered for some
of these?
Frontage road collector systems have not been considered due to the proximity of
buildings to the existing IL 31 right‐of‐way. However, driveway consolidation has
been considered and studied. The project team has developed a technical
memorandum outlining locations where this could occur, mainly focusing in the
suburban/urban areas within the City of McHenry.
The median‐created need for U‐Turns has been added and considered, but we
wonder if those designs could be even further improved by either 1) retracting the
median at those permissible points, so that the u‐turning vehicles do not have to
enter the intersection space, but turn just before the intersections, where they can
still be seen by the intersection traffic, or 2) create "Michigan left turns" where the
left turning traffic and u‐turners go past the intersection and then u‐turn.
We understand that these types of maneuvers are commonly designed and
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11.

Response

12.

Response

13.

Response

14.

constructed in Michigan. However, these are not widely used in IDOT District One.
Their use in this case would raise some safety concerns regarding “driver
expectancy”. With many of the back to back left turns, especially in the north area
of the project study limits, a “Michigan left turn” design would not be feasible. Also,
U‐turns are legal at every signalized intersection within District One unless signed
otherwise. This is a familiar turning movement to the motoring public. As such, we
would not recommend deviating from the IDOT’s standard design practices.
What kinds of stream restoration designs might be considered for the Squaw Creek
crossing and roadside stretch adjacent to the roadway? Are there other restoration
projects planned by others for this creek such that this work could be in conjunction
with additional stretches of that Creek to truly improve the quality of that waterway
(such as with Openlands or Nature Conservancy)?
IDOT has already been considering the approach for relocating the stream segment
east of IL 31. Currently, this channelized stream flows parallel to IL 31. The project
team will be looking to reestablish meanders, install riffle and pool complexes, and
establishing native vegetation along the banks to reduce erosion which is currently
happening. The project team is not aware of other projects along this channel at
this time, but will work with the watershed group that was mentioned by the Corps
of Engineers.
The larger box culverts being replaced and the many smaller culverts are of great
interest for their potential, where appropriate, to providing wildlife crossing
opportunities as well as being sure to accommodate climate change increases in
flow. Up here it would probably be wise to consider 500 year event levels, both
because of the increased rains and the certainty of future developments increasing
run‐off.
During the development of the Preferred Alternative for the study, opportunities to
provide wildlife crossings at culvert crossings will be investigated. This may include
modifying the culvert design to accommodate wildlife, while satisfying IDOT
Stormwater Design requirements for culverts. In addition, the replacement of
existing large culverts with bridges or natural bottom structures will be considered.
We recommend a higher mitigation ratio for impacts to those ADID wetlands. Even
though the direct "take area" is small, please consider the TOTAL IMPACT to each
wetland's functionality. Has avoidance and minimization been fully considered
when possible? Even non‐ADID wetlands can be of high quality and warrant higher
mitigation ratios. It looks like BMP for run‐off could be tricky in some of these areas
as well.
Detailed avoidance and minimization options will be analyzed as the project
develops. Unavoidable wetland impacts regardless of USACE jurisdiction will be
mitigated per IWPA. Unavoidable impacts to ADID wetlands will be mitigated at a
5.5:1 ratio as required by the IWPA.
In the "rural depressed median" section where the median is anticipated to help
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Response

with run‐off, does the design consider bioswale features?
The project team will consider the implementation of a bioswale along with other
BMPs such as vegetative swales and check dams that could serve to filter runoff
prior to discharge into WOUS.

Should there be any additional questions of concerns regarding these responses, please don’t hesitate
to call me at 312‐553‐8437. Original comments are attached for reference.
Thank you.
STV INCORPORATED

John A. Clark, P.E.., LEED® AP
Director of Civil Engineering – Midwest Region Associate
w/attach.

