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1.0 EXECUTIVE SUMMARY 

The Move Illinois Program established guidelines for infrastructure investments that include 
programming of the Central Tri-State (I-294) Tollway for reconstruction starting in 2020. The 
Illinois Tollway requested preparation of a Central Tri-State Tollway Corridor Concept Study 
(hereinafter referred to as Corridor) to confirm the cost as defined in the Move Illinois 
Program. Three additional alternatives will be evaluated that include: 
 

 Reconstruct 4-lanes in each direction using a wider than standard median shoulder 

and inside lane (Lane 0) 

 Reconstruct with widening to 5-lanes in each direction 

 Reconstruct with widening to 5-lanes in each direction using a wider than standard 

median shoulder and inside lane (Lane 0) 

 
The report will review the project design improvements and impacts for the mainline 
reconstruction and widening from 95th Street (Mile Post 17.7) to Balmoral Avenue (Mile Post 
40.0). The additional improvements being evaluated as part of the study include: 
 

 Mainline bridge replacement to accommodate a 120 kip load rating 

 Crossroad bridge modifications / replacements for a widened roadway 

 Interchange improvements at: 

o I-90 EB to I-294 NB 

o NB I-294 / I-90 Major Divergence 

o I-294 at Irving Park Road 

o I-294 at Elgin O’Hare Western Access (EOWA) 

o I-294 / I-290 / I-88 

o I-294 at Roosevelt Road 

o I-294 at Ogden Avenue 

o I-294 at I-55 

o I-294 at Archer Avenue / 88th Street / Cork Avenue 

o I-294 at 95th Street 

 Identify utility impacts on construction, right-of-way, costs, and project schedule 

 Develop maintenance of traffic and construction staging concepts for each alternative 

and corresponding schedules 

 Develop design and construction packaging 

 Identify potential revenue enhancements / impacts during construction and after 

completion 

 
Internal Tollway meetings with various departments were held to discuss the purpose of the 
study, obtain information of any work that has been previously completed and to determine 
improvements and/or concerns that would require further analysis as part of the study. 
Meetings were also held with the Illinois Department of Transportation (IDOT) and the Cook 
County Department of Transportation and Highways (CCDOTH). 
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The Corridor consists of eight lanes, four in each direction, with auxiliary lanes to facilitate 
system interchanges and mainline toll plazas.  Within the study area there are 13 
interchanges, 65 bridges carrying mainline I-294 over different features, 21 crossroad bridges 
over mainline I-294, 2 oases, and 5 mainline toll plazas. Significant bridges include: 
 

 Mile Long Bridge (Bridge Numbers 191 and 192), a 4933 foot long bridge composed 

of 54 spans 

 Burlington Northern Santa Fe (BNSF) Bridge (Bridge Number 261), a 131 foot long 

bridge composed of 2 spans over the Central Tri-State 

 Bensenville Yard Bridge (Bridge Numbers 396 and 397), a 3152 foot long bridge (SB) 

composed of 28 spans and a 3122 foot long bridge (NB) composed of 29 spans 

 Crossroad Bridge Number 247, Ramp A of the I-294 / I-55 interchange, a 585 foot 

long bridge composed of 4 spans 

 
Additional items within the Corridor include noise walls, billboards, and high tension power 
lines. 
 
The Central Tri-State is one of the oldest and busiest sections of the Illinois Tollway system.  
While there is strong commuter traffic during the peak hours, there is a mix of both longer-
distance commuters that travel the entire corridor, and many that use the Tri-State as a 
connector between other interstate routes.  While system connectivity is critical for the 
regional economy, it also results in operational issues in the traffic over this section. From 
95th Street, Mile Post 17.5, to O’Hare Airport, 2012 Average Annual Daily Traffic (AADT) 
ranged from just over 120,000 to just under 185,000 (both directions) with the highest values 
just south of O’Hare airport and the I-90 / I-190 interchange. Commercial vehicles, 
northbound and southbound, are approximately 17 percent of the traffic south of the I-290 
interchange and 10 percent north of this interchange. 
 
The Central Tri-State was scoped to only reconstruct the existing lanes as part of the Move 
Illinois program due to the age of the existing mainline pavement (22 to 56 years). After 
further discussion and due to the capacity issues that occur within the corridor and the fact 
that this is a major freight truck route, it was decided to compare the reconstruction alternate 
with three other alternates.  The alternatives include adding a Lane 0 to the inside (4.5 feet 
additional pavement), add an additional mainline lane (12 feet additional pavement), and add 
an additional mainline lane with Lane 0 (16.5 feet additional pavement). Lane 0 adds 2.5 feet 
to the inside shoulder and 2 feet to Lane 1. The future use of Lane 0, whether for buses or 
general traffic, has different requirements.  At horizontal curves, the inside shoulder may be 
widened to incorporate a 60 MPH design speed for passenger cars on Lane 0.  Along tangent 
sections, less width may be required.  Using Lane 0 widths to match the context of specific 
segments of the Central Tri-State would allow for the utility of a variable width as needed to 
help reduce the cost. 
 
The sight distance and horizontal and vertical alignments were analyzed based on design 
speeds of 60 mph and 70 mph. The analysis concluded that a higher posted speed limit is 
possible if the existing curves are increased, the median is widened to 17.5 feet and the 
inside lane is widened to 14 feet. 
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Previously prepared technical memoranda by Tollway Engineering and other consultants on 
improving capacity and operational issues at the above identified interchanges were reviewed 
and evaluated.  The findings discussed in this report should be refined further during future 
design studies to more accurately evaluate deficiencies and improve traffic performance, 
identify right-of-way limits, potential environmental impacts, utility issues and costs. A 
meeting was held with the Illinois Department of Transportation (IDOT) to review the 
conceptual geometry with the IDOT routes. 
 
Structures 
The design load on mainline bridges along the Central Tri-State was evaluated as part of the 
study.  The segment of the Tri-State south of 95th Street and the segment north of Balmoral 
Avenue were reconstructed with bridge design requirements that do not accommodate the IL-
120 loading.  If a mainline bridge is to be replaced on the Central Tri-State, the bridge should 
be designed in accordance with the requirements for the IL-120 loading.  Existing structures 
which are to be rehabilitated and widened should follow the latest AASHTO Standard 
Specifications for Highway Bridges.  For the crossroad bridges, existing slope walls and 
abutments are proposed to be modified as long as additional width of pavement can be 
accommodated under the bridge; otherwise, a complete removal and replacement is 
proposed. 
 
For Structures 191 and 192 (Mile Long Bridge), four concrete superstructure alternatives 
were investigated:  
 

1. conventional (pre-tensioned) bulb-tee girders,  
2. spliced (post-tensioned) bulb-tee girders,  
3. spliced (post-tensioned) U-girders, and  
4. precast segmental.  

 
For each structure type alternative, span layout configurations were developed that balanced 
the girder section capacity with the structure type efficiency.  Substructure foundations were 
located about 5 feet to 10 feet clear from the existing foundation footprint to minimize 
structure removal costs and accelerate the project schedule.  With the aforementioned 
maximum span lengths, initial layouts were developed, achieving balanced span 
arrangements wherever possible.  The number of spans for the 4 alternatives varied from 25 
to 31 spans, significantly less than the existing 54 spans. 
 
Although many staging options exist, the preferred staging alternative would be to construct 
one structure at a time (eliminating longitudinal joints and any challenges associated with 
working between outside/inside type staging). This type of staging could accommodate three 
lanes of traffic in each direction for the first year and four lanes of traffic in each direction for 
the second year (with minimum to significant overbuild depending on the cross-section 
alternative selected). Constructing the southbound structure first would allow additional time 
for the relocation of the fiber optic lines on the existing northbound barrier and maintain 
convenient access to the UPS and BNSF facilities in the first year of construction.  
 
Since the Bensenville Yard Bridges are in relatively good condition and have only been in 
service for approximately 23 years, bridge widening alternatives were investigated for these 
locations. For Alternative 4, bridge widening would be required both within the open median 
and outside bridge existing section locations. This approach helps to facilitate preliminary 
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design discussions with the railroads since any required right-of-way beyond the exterior 
bridge footprint is minimized.  If the IL-120 loading is to be applied to the Bensenville bridges, 
then both bridges will have to be replaced as the existing structures are not capable of 
handling the increased loading. 
 
The existing two span BNSF Bridge will be replaced by a new two span steel plate girder 
bridge.  Span lengths will be increased from 65’-7” to 96’-6” to accommodate widening of 
mainline under the bridge.  The bridge will be supported on a median pier and high wall 
abutments at each end, similar to the existing bridge.  It is anticipated that the bridge will 
have to be replaced in stages as it will be extremely difficult and cost prohibitive to construct 
a shoo-fly to detour existing rail traffic during construction.  New steel plate girders will be 
closely spaced and kept as shallow as possible to minimize any adjustments to the rail profile 
grade as well as profile grade for the mainline.  This bridge should be considered a candidate 
for accelerated bridge construction methods. 
 
An additional lane was considered through the Open Road Tolling lanes with modifications to 
the ramps entering and departing the manual lanes at all 4 mainline toll plazas. Truck parking 
in the open space at the plazas has also been developed by the Tollway. The Hinsdale and 
O’Hare Oases restrict adding additional lanes to the mainline. The oases curtain wall can be 
moved to provide additional width but will be a major impact to the tenants in the oases. If the 
Tollway is not looking to keep the oasis past the 2027 lease, an option would be to buy out 
the lease and demolish the building to provide the space to add lanes in both directions.  
Additional lanes on the Central Tri-State are not possible without impacts to the oases. 
 
Smart Corridor 
As part of the Move Illinois program, the Tollway is committed to implementing Smart 
Corridors that will utilize technology to promote safety, minimize traffic congestion, and 
provide an optimal level of service to Tollway customers.  The Smart Corridor is envisioned to 
provide a roadway system that allows for the following operational capabilities in the future: 
 

 Active Traffic Management (ATM) of all roadway lanes and shoulders, 

 Pricing of each lane independently (termed congestion pricing), if desired, as part of a 
managed lane deployment, 

 Flexible tolling based on vehicle occupancy or type (termed HOT lanes), and 

 Accommodation of future “connected vehicle” technologies. 
 

Right of Way (ROW) 
ROW analysis was conducted to determine the impacts the proposed improvements would 
have on adjacent properties within the Corridor.  The analysis was conducted using the 
proposed improvement typical section for Alternative 4 (reconstruction with widening using 
the I-90 cross section, Lane 0) since it represents the configuration that would have the most 
significant impacts to ROW.  This is consistent with the approach taken for other portions of 
the study. The ROW requirements include: 
 

 ROW – 528,557 SF / 12.13 acres 

 Permanent Easement – 158,405 SF / 3.64 acres 

 IDOT Permit – 47,495 SF / 1.09 acres 

 Parcels – 13 
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Drainage 
The drainage study shows the majority of the Central Tri-State is a tributary to the Des 
Plaines River watershed. Due to over development in the natural floodplain and insufficient 
detention storage provided within the watershed, the Des Plaines River watershed has one of 
the highest annual flood damages in the state. The proposed drainage improvements will 
maintain the existing outlets and maintain the existing drainage patterns as closely as 
possible. The proposed drainage system will generally consist of drainage structures along 
the center of the median to collect runoff from the median shoulders and inside lanes 
outletting into roadside ditches. Since the median barrier wall will be removed and replaced, 
the existing median storm sewer system shall be evaluated to check whether or not it 
requires replacement to meet current drainage design criteria. For sections with proposed 
retaining walls, noise walls or back slopes, the proposed roadway typical cross section will 
utilize a gutter along the outside edge of pavement to collect roadway runoff. Most of the 
mainline cross sections typically consist of shoulder sections draining into roadside ditches. 
The roadside ditches will be regraded to account for conveyance / detention storage, water 
quality volumes and compensatory storage for fill in the floodplain. Best management 
practices will be implemented within the proposed ditches and detention basins. 
 
Environmental 
The project corridor was assessed for existing environmental resources using readily 
available data. Resource maps were developed using aerial photography as a base with 
resources overlain. These exhibits include the various alternatives and options being 
evaluated, along with the resource impacts resulting from the alternative / option noted. The 
data used to identify the impacts were obtained using standard GIS databases, aerial 
photographs (such as Google Earth and Bing), and internet research. The exhibits and 
accompanying research were examined to evaluate existing conditions and potential 
resource impacts from the studied alternatives. Environmental resources found in the project 
corridor include:  
 

1. wetlands,  
2. streams / lakes / waterways,  
3. biological resources,  
4. public lands / outdoor recreational facilities,  
5. cultural resources,  
6. special waste / CCDD,  
7. noise, and  
8. air quality.  

 
The information is based on readily available resources and no field studies or Resource 
Agency coordination occurred. The information provided is therefore preliminary in nature 
and additional studies will be needed to clarify and quantify potential environmental impacts 
from the proposed project. 
 
Maintenance of Traffic 
Maintaining traffic during construction was a key component to minimize the impact to the 
motoring public. A reduction in the amount of vehicles in the work zone also reduces the 
generated revenue. The goal of this study was to maintain 4 lanes in each direction as much 
as possible. This is difficult to achieve at the Mile Long Bridge and for Alternates 1 and 2 
without extending the number of stages to complete the work, having work zones with traffic 
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driving on both sides, and pinning temporary barrier wall into new pavement or bridge deck. 
Two maintenance of traffic (MOT) scenarios have been developed as options for roadway 
and bridge staging and they include “outside-inside” and “two lane counterflow”. The Mile 
Long Bridge should be completed as an advance project to help with future staging needs. 
The proposed staging for the bridge is to reduce the number of lanes in each direction to 3 
lanes for the first construction season then have 4 lanes for the subsequent stage. The 
proposed configuration would be to shift all traffic onto the NB bridge and reconstruct / widen 
the SB bridge to a width that would either accommodate 4 lanes in each direction for the 
following stage by overbuilding the structure or maintaining 3 lanes of traffic in both directions 
during the second year of construction on the bridge. 
 
Traffic and Revenue 
A series of high-level traffic and toll revenue impact analyses was conducted to support the 
study. This study considered traffic and toll revenue loss that may occur as a result of 
extensive construction on the Central Tri-State as well as the potential benefits of an 
improved facility. Analysis was conducted in two phases; a 2020 analysis intended to 
represent the begin construction year and the 2030 analysis was the future build year. The 
latter was chosen as it would also include a complete build of the EOWA facility, anticipated 
to have an impact on a critical segment at the northern end of the corridor. 
 
The 2020 scenarios were developed to gauge potential impacts of two specific approaches to 
MOT during the construction phase. In the case of the 4 lane MOT, estimated toll revenue 
losses of approximately $48,000 per average weekday can be expected compared to the 
Baseline (No-Build) scenario. This represents an annualized reduction in Systemwide 
revenue of approximately $16.3 million or 1.1 percent of systemwide revenues. This is a net 
impact and includes both the negative impacts from diverted traffic as well as the positive 
impacts resulting from traffic rerouting to other Tollway facilities (primarily I-355). The lane-
closure scenario results in additional traffic diversion and an estimated toll revenue loss of 
approximately $85,000 per average weekday. This represents an annualized impact of $28.8 
million or 1.9 percent of Systemwide revenues. 
 
With respect to the 2030 build scenarios, the add-lane scenario is expected to generate an 
additional $32,000 per average weekday. This represents an annualized increase in 
Systemwide revenue of approximately $10.8 million or 0.6 percent. The second scenario, a 
Lane 0 concept in which a full shoulder would be open to traffic in the peak hours (up to 10 
hours each day), results in additional revenue of $27,000 per average weekday. This 
represents an annualized increase in Systemwide revenue of approximately $9.2 million or 
0.5 percent. In both cases a substantial improvement in travel times and level of service 
occurred which would be of broad public benefit. 
 
The MOT impacts actually result in a higher revenue loss than the yearly revenue gain from 
providing an extra lane.  This is important as extending the construction over additional years 
only increases the cumulative negative impact of the work, right at the time when those funds 
are needed for the actual reconstruction work.  Also, the cumulative positives from adding a 
lane continue in pertuity, so even a small revenue gain has the potential for large future 
gains. 
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Contract Packaging 
The entire I-294 Central Tri-State corridor should be constructed within the same 3 to 4 year 
time period to limit impacts that the Tollway customer must endure due to construction.  
However, this approach may not be possible due to cash flow or system needs.  Therefore, 
the primary goal of the contract packaging was to define limits that would allow logical 
sections of the corridor to be built to the limits of the large system interchanges at I-88 / I-290 
and I-55.  This allows a break point where the lowest percentage of users would be impacted 
by construction. 
 
Construction packages were also defined by the desire to limit impact to mainline traffic in the 
early years while providing maximum access for the Contractor during reconstruction. Nine 
potential design and construction packages for the project include: 
 

 Design Package 1 – 95th Street to 88th Avenue (MP 17.7 to MP 20.0) 

 Design Package 2 – 88th Avenue to Mile Long Bridge (MP 20.0 to MP 20.9) 

 Design Package 3 – Mile Long Bridge (MP 20.9 to MP 22.0) 

 Design Package 4 – 75th Street to I-55 (MP 22.0 to MP 23.0) 

 Design Package 5 – I-55 to I-88 Ramps (MP 23.0 to MP 29.0) 

 Design Package 6 – I-88 Ramps to I-294/290/88 (MP 29.0 to MP 30.4) 

 Design Package 7 – I-294/290/88 to I-290 (MP 30.4 to MP 32.0) 

 Design Package 8 - I-290 to Wolf Road (MP 32.0 to MP 36.3) 

 Design Package 9 – Wolf Road to Balmoral Avenue (MP 36.3 to MP 40.0) 

 
Costs 
Cost estimates were developed for each of the four alternatives. Alternatives 2, 3, and 4 
assume removal / replacement and proposed noise walls, additional maintenance equipment 
due to widened pavement and removal and terminating leases for Hinsdale and O’Hare 
Oases. Alternatives 3 and 4 also include removal / replacement and proposed retaining walls, 
additional ROW and replacement and lengthening of cross road bridges. These estimates 
include engineering, utility relocation, and ROW costs. 

 Alternative 1 (reconstruct pavement / replace bridge decks)  

o $999 M in 2014 dollars 

o $1.411 B in 2021 dollars 

 Alternative 2 (reconstruct pavement / reconstruct bridges / Lane 0)  

o $1.858 B in 2014 dollars 

o $2.623 B in 2021 dollars 

 Alternative 2a (reconstruct pavement / replace bridge decks / Lane 0)  

o $1.378 B in 2014 dollars 

o $1.945 B in 2021 dollars 

 Alternative 3 (reconstruct pavement / reconstruct bridges / one lane widening)  

o $2.479 B in 2014 dollars 

o $3.498 B in 2021 dollars 
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 Alternative 3a (reconstruct pavement / replace bridge decks / one lane widening)  

o $1.970 B in 2014 dollars 

o $2.781 B in 2021 dollars 

 Alternative 4 (reconstruct pavement / reconstruct bridges / one lane widening / Lane 0)  

o $2.635 B in 2014 dollars 

o $3.719 B in 2021 dollars 

 Alternative 4a (reconstruct pavement / replace bridge decks / one lane widening / Lane 

0)  

o $2.068 B in 2014 dollars 

o $2.918 B in 2021 dollars 
 
All alternatives reconstruct the existing pavement, bridges were either reconstructed or their 
decks were replaced, and widened by Lane 0 and / or one additional lane. 
 
Two strategies were developed with input from the Tollway engineering staff based on a 
variety of factors including traffic needs, pavement and bridge condition, congestion, safety, 
and cost. 
 
Build to Move Illinois Budget 
The Move Illinois budget shows $1.04 B for the year 2011 which escalates to $1.694 B for the 
year 2021. The improvements proposed by the project team for this budget include the 
following: 
 

 Reconstruct existing pavement and widen with Lane 0 from 95th Street to EOWA / 
Wolf Road 

 Reconstruct and widen Mile Long Bridge with Lane 0 and additional 5th lane to IL-
120 Truck Loading 

 Deck replacement of all other mainline bridges 

 
Build to Accommodate Required Improvements 
The project team worked with Tollway staff to determine the improvements that should be 
built based on the evaluation and analysis of the data for the corridor that was not tied to a 
budget number. The total cost estimated for this proposed work is $2.64 B. The proposed 
improvements that incorporate needed lane capacity and operational improvements include 
the following: 
 

 Reconstruct and widen with Lane 0 from 95th Street to Mile Long bridge (Alt 2a typical 
section) 

 Reconstruct and widen Mile Long Bridge with Lane 0 and additional lane (Alt 4 typical 
section) 

 Reconstruct and widen with Lane 0 from Mile Long bridge to I-55 (Alt 2a typical 
section) 

 Reconstruct and widen with Lane 0 and additional lane from I-55 to I-88 connector 
ramps (Alt 4a typical section) 
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 Reconstruct and widen with Lane 0 from I-88 connector ramps to I-290 (Alt 2a typical 
section) 

 Reconstruct and widen with Lane 0 and additional lane for I-294 / I-290 / I-88 
interchange area (Alt 4a typical section). This also includes the interchange 
improvements for I-294 NB to I-290 WB movement and the I-294 SB to I-88 WB / I-290 
EB to I-294 SB movements 

 Reconstruct and widen with Lane 0 and additional lane from I-290 to EOWA / Wolf 
Road (Alt 4a typical section) 

 All mainline bridges besides Mile Long bridge are proposed to remove and replace 
decks 

 
Both improvements would defer any reconstruction/widening from EOWA/Wolf Rd. to 
Balmoral Ave. to a future program since age of pavement is currently 20+ years and this will 
allow EOWA to be constructed to determine how much traffic is diverted from I-294 as the 
EOWA study shows enough traffic is diverted off I-294 from Wolf Road to I-90 that additional 
capacity is not needed for this stretch of the Central Tri-State. 

 
Conclusion 
A master plan contract should begin to study the entire Central Tri-State corridor between 
95th Street to Balmoral and two advance design contracts should be considered based on 
future maintenance needs / costs and the difficulty / complexity of the Mile Long bridge and 
the BNSF railroad bridge over the Central Tri-State. Starting these contracts early provides 
the Tollway the flexibility to make the improvements on the Central Tri-State Tollway to help 
minimize the traffic impacts and maintenance costs for the Tollway’s most important corridor.  
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2.0 INTRODUCTION 

The Illinois Tollway approved the Move Illinois Program in August 2011 which established 
guidelines for infrastructure investments starting in 2012 through 2026.  As part of the Move 
Illinois Program, the Tri-State (I-294) Tollway from 95th Street to Balmoral Avenue 
(hereinafter referred to as Corridor) has been programmed for reconstruction starting in 2020.  
 
The summary for the Tri-State project includes reconstruction of the existing roadway and 
mainline bridge deck replacement.  The pavement section used to complete the estimate is 
12 inch Jointed Plain Concrete (JPC) with 8 inch Hot Mix Asphalt (HMA) shoulders. The 
roadway typical section to be reconstructed is two-12.5 foot, two-12 foot lanes, 12.5 foot 
inside shoulder, and 11 foot outside shoulder for both Northbound (NB) and Southbound (SB) 
lanes.  Present value project cost was $1,040,000,000 and the escalated project cost in 2021 
dollars was $1,694,000,000 for 22.3 miles from MP 17.7 to MP 40.0.  Additional bridge and 
ramp safety improvements for the entire Tri-State roadway from the Bishop Ford Expressway 
to Russell Road are shown at a total cost, escalated in 2021 dollars, of $310,000,000 for 78 
miles. 
 
The Illinois Tollway has requested completion of a Central Tri-State Corridor Concept Study 
as a scoping document for the Master Plan phase of these corridor improvements, to verify 
the scope and costs of the Tri-State Tollway project improvements from 95th Street to 
Balmoral Avenue, and to define the major work items and impacts within the Corridor to 
provide a basis for completion of the Master Plan.  
 
This Study is to evaluate, but is not limited to, the following: 

 Roadway reconstruction as described in the Move Illinois program, 

 Roadway reconstruction and widening, 

 Operational interchange improvements for: 

o I-90 EB to I-294 NB, 

o I-90 / I-294 NB Divergence 

o I-294 at Elgin O’Hare Western Access, 

o I-294 / I-290 / I-88, 

o I-294 at Roosevelt Road, 

o I-294 at Ogden Avenue, 

o I-294 at I-55, and 

o I-294 at Archer Road / Cork Avenue. 

 Roadway requirements associated with maintenance of traffic, construction staging, 
schedules, right-of-way analysis and cost, 

 Structural rehabilitation and modification, 

 Environmental impacts and 

 Identify impacts due to the project to identify potential modifications needed for utility, 
railroad, and intergovernmental agreements. 
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2.1 Summary of Internal Meetings 

Meetings with various Tollway staff were completed early in the study to gather 
additional data and input from those knowledgeable about the Corridor. The meeting 
minutes are included in Appendix A. 

 

 The project team met with the Planning group (Rocco Zucchero and Aimee 
Lee) on February 3, 2014. Topics discussed included truck parking at the 
oases, contacting local jurisdictions to coordinate cross road improvements, 
additional interchange locations, previously completed interchange study, 
ongoing freight study, and noise walls. 

 The project team met with the Elgin O’Hare Western Access (EOWA) project 
team (Robert Skidmore, Manar Nashif, Wes Brazas, and Jason Moller) on 
February 10, 2014. Topics discussed included improvements along Grand 
Avenue curve at EOWA interchange, EOWA absorbing future capacity so only 
4 lanes needed to the north along I-294, the need for required ROW to be in 
place by early 2018, North Avenue/Lake Street interchange improvements 
included in EOWA program, shared use bike path along Northwest Avenue 
(east frontage road) to be installed by Northlake, ComEd transmission towers 
adjacent to Tri-State, drainage improvements needed south of North Avenue, 
Franklin Park drainage improvements being completed, Northlake’s desire for 
billboards to remain in their ROW as they provide significant revenue stream, 
EOWA construction anticipated 2018 to 2020, and a bus route study between 
O’Hare and Lincoln Oasis that a TIGER grant was previously applied for but not 
received. 

 The project team met with the Environmental group (Bryan Wagner and Reed 
Panther) on February 11, 2014. Topics discussed included drainage / flooding 
issue areas, ESIS does not need to be submitted, stormwater management / 
BMP’s should not be significant, use on-line information for wetland impacts 
and assume complete impact within Tollway ROW at a cost of $200k per acre, 
waters of the US will be important and individual permits should be assumed to 
be required and would take 1.5 years for approval, disposal of special waste will 
be a major source of cost and a full Phase I study will be done during the 
master plan, and replacement of noise walls will need to occur due to any 
widening but a noise analysis will not be done as a part of this study. 

 The project team met on Geometrics with Manny Lao on February 13, 2014. 
Topics discussed included the I-294 tech memo on the macro evaluation of 
operational problems that need improvements in this corridor, which included 
mainline and interchanges, reversible lanes, EB I-90 to NB I-294 ramp, truck 
parking concepts for Plazas 33, 35, 36, and 39, and macro evaluation of truck 
only toll lanes.   

 The project team met with the Traffic Operations group (Ahmed Ghaly and 
Karen George) on February 14, 2014. Topics discussed included Lane 0 
concept comparing the I-90 and I-294 projects, Active Traffic Management 
(ATM), capturing the existing conditions and understanding which problems to 
solve rather than addressing the symptoms as some problem sources may be 
off-system, concerns with Lane 0 for snow removal and incident management, 
CCTV cameras do not fully cover the corridor, provide full camera coverage 
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before construction to use during construction, fiber optic cable on both sides of 
the Tollway, and how to solve or avoid the problem of the Mile Long bridge deck 
icing during the winter. 

 The project team met on Geometrics with Adam Lintner on February 19, 2014. 
Topics discussed included the “Discussion Items” document that was prepared 
by Adam on his thoughts for traffic, operations, history, and how to improve 
operations on a budget, high truck volumes exiting I-294 NB to I-290 WB on the 
tight loop ramp, the reconstructed corridor should have the capacity to handle 
freight traffic flow between 10 am and 2 pm as this is peak freight travel time, 
the areas with the most significant congestion and queuing are NB near 
Hinsdale Oasis in the am peak, SB near O’Hare Oasis in the pm peak, and NB 
I-294 to WB I-290 in the mid-morning, removing the oases to eliminate areas of 
congestion, several areas have been reconstructed recently and these do not 
need to be included in the study to help reduce costs, prioritizing replacement of 
existing pavement areas, if O’Hare Oasis is not removed, defer the 
improvements north of the Bensenville bridge, complete full reconstruction as 
needed including all bridges, Roberts Road / Archer Avenue interchange needs 
to be reconstructed, opportunities for horizontal and vertical realignments, I-294 
/ I-290 / I-88 interchange area needs to be addressed and that may involve 
shifting I-294 alignment to the east, Ogden Avenue should be kept as a 
cloverleaf, supplemental Tollway access south of 95th Street since the next 
interchange is at 127th Street and Cicero Avenue, starting on MOT concepts 
early, adding northbound Cork Avenue exit ramp back, and two scenarios for 
the revenue modeling for 2020 and 2030. 

 The project team met on Maintenance of Traffic with Adam Lintner on February 
24, 2014 and March 5, 2014. Topics discussed included using a 14’ inside lane 
width, EOWA is not in the 2020 modeling but will be in 2030, 2020 model is two 
scenarios: no lane reductions but reduced lane widths / no shoulders / reduced 
speed and reduction of one lane for entire corridor with reduced lane widths / no 
shoulders / reduced speed, advance projects are needed including completing 
the Mile Long bridge and rebuilding it prior to 2020, constructing Cork Avenue 
as an alternate route during construction, using zipper walls to help with peak 
movements, reversible counter flow lane, removing curtain walls at oases 
obstructions, break contract packages logically by traffic usage and allowable 
funds, and 2020 traffic modeling will be am / pm peak and midday. At the March 
5 meeting, Adam presented MOT alternates for I-55 to I-88 area for discussion 
that included using a two lane counterflow instead of a one lane counterflow 
and MOT alternates for the Mile Long bridge. 

 The project team met with the Maintenance and Operations group (John Benda, 
Scott Kapton, Wayde Tabor, Ahmed Ghaly, Dana Havranek, Dawn King, and 
Thomas Deldin) on March 13, 2014. Topics discussed included widening the 
roadway since this may be the last time to do it, using ATM similar to I-90 to 
manage the traffic, concerns with three consecutive on-ramps for I-294 SB just 
south of I-90, adding the 5th lane through ORT and not as another I-Pass Only 
lane through the manual lanes, all electronic tolling, using a zipper wall for 
MOT, removing the oases by looking at the leases to see if that is possible, 
using a reversible lane or moveable barrier at the Hinsdale Oasis to match peak 
demand patterns, dynamic pricing for the Lane 0 alternative, personnel and 
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equipment needed for adding an additional lane and/or Lane 0, full right 
shoulder needed for southbound from 82nd Street plaza to 95th Street, fiber optic 
needs that include a redundant fiber network, Salt Creek under I-294 coming 
close to flooding mainline during large storm events and the profile should be 
raised for the bridge, and maintenance is not in favor of adding back the NB exit 
to Cork Avenue. 

 The project team met with the State Police (Robert Meeder, Allison Renaud, 
and Steve Dunlop) on April 16, 2014. Topics discussed included a fixed weigh 
scale at Maintenance Section M-2, providing truck parking at the plazas or 
oases, proposed Lane 0 and how this affects enforcement, providing crash 
investigation / enforcement sites off the shoulder with potential spacing of the 
sites every two miles, and adding more median turnaround areas where an 
interchange is not close. 

2.2 Summary of External Meetings 

 The project team met with the Illinois Department of Transportation (IDOT) on 
April 29, 2014. Topics discussed included IDOT plans for 95th Street and 
Harlem Avenue interchange work immediately to east of I-294, IDOT has had 
inquiries about adding access at Cork Avenue / 88th Avenue, Tollway 
interchange alternatives at Archer Avenue, IDOT’s I-55 managed lanes study 
but no interchange improvements, IDOT’s permit project northwest of Ogden 
Avenue interchange, IDOT’s Phase II design project for Joliet Road over Flagg 
Creek, Tollway interchange alternatives at I-294 / I-88 / I-290, IDOT’s HSIP at 
Grand Avenue and County Line Road near EOWA / I-294 proposed interchange 
location, IDOT’s HSIP at Irving Park Road and Judd Avenue / Scott Street, 
IDOT requests pedestrian / bicycle access under Lawrence Avenue bridge if 
reconstructed, and I-190 Phase I study complete but no Phase II design 
scheduled besides a few projects. 
 

 The project team met with the Cook County Department of Transportation and 
Highways (CCDOTH) on June 16, 2014. Topics discussed included CCDOTH’s 
coordination with the Tollway for the EOWA and I-90 projects, CCDOTH’s list 
with proposed contracts near the Tri-State corridor between 2013 and 2017 at 
Plainfield Road, Roberts Road, Ridgeland Avenue, Central Avenue, Wolf Road, 
and 87th Street, use of the inside shoulder to provide PACE bus service 
between lower income residents in south suburbs with employment centers 
around O’Hare airport, would Tollway seek financial assistance if ramps were 
added at Cork Avenue and if so to bring the County in early to the process and 
further coordination will be needed later along with the community of Justice, 
and CCDOTH will provide the 5 year plan shared at the Council of Mayors 
meeting that coordinates projects in the area. 

 
The meeting minutes are included in Appendix A. 

2.3 Presentations to Tollway Staff 

Presentations were made to Tollway staff to present the findings of the study, answer 
questions, get additional comments, and solicit their priorities on ranking different 
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components of the study. The agenda included: Project Overview, Four Alternates 
Studied, Mainline Geometrics, Interchange and Structure Improvements, Impacts to 
Drainage, Environmental, Utilities, and ROW, Maintenance of Traffic Scenarios, Traffic 
Modeling and Revenue Projections, Contract Packaging / Costs, and Next Steps. 

 The first presentation was held on May 14 to Engineering staff with 40 people in 
attendance. Eighteen components of the study was prioritized and the top 3 
components from those attending were: 

o I-294 / I-290 / I-88 Interchange; 
o Mile Long Bridge 
o I-88 Ramps to I-290 Mainline 

 The next presentation was held on May 29 to Maintenance and Engineering 
staff with 21 people in attendance. Eighteen components of the study was 
prioritized and the top 3 components from those attending were: 

o I-294 / I-290 / I-88 Interchange; 
o Mile Long Bridge 
o NB I-294 / I-90 Major Divergence 

 The final presentation was held on June 10 to many different Tollway 
department staff with 28 people in attendance.  

3.0 EXISTING CONDITIONS 

3.1 Project Limits 

The scoped project limits for this Corridor are from the 95th Street interchange (Mile 
Post 17.7) to Balmoral Avenue (Mile Post 40.0); see Exhibit 3.1.   The Corridor 
consists of eight lanes, four in each direction, with auxiliary lanes to facilitate system 
interchanges and mainline toll plazas.  Within the study area there are 13 
interchanges, 65 bridges carrying mainline I-294 over different features, 21 crossroad 
bridges over mainline I-294, 2 oases, and 5 mainline toll plazas. Additional items within 
the Corridor include noise walls, billboards, and high tension power lines. 
 
The project limits were extended further north to include the review of the geometry for 
the I-294 northbound / I-90 eastbound/westbound major divergence and the I-294 
northbound to I-90 eastbound ramp. 

3.2 Improvement History 

The Tri-State Tollway was originally constructed in 1958 with two lanes in each 
direction and an open median from 95th Street to I-55, which are the current Lanes 2 
and 3. From I-55 to I-190, three lanes in each direction were originally constructed with 
an open median and guardrail. The original pavement was 10 inch Jointed Reinforced 
Concrete (JRC). 
 
In 1972, the roadway was widened to the inside by one lane in each direction from 95th 
Street to I-55 that corresponds to current Lane 1. This pavement is 10 inch JRC like 
the originally constructed pavement. Additionally, a closed median was constructed 
from 95th Street to I-90. 
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As part of the 1992 Tollway program, Four for the Future, a fourth lane was added to 
the corridor in each direction. This lane was added to the outside and is the current 
Lane 4.  The pavement is 12 inch Jointed Plain Concrete (JPC) and this pavement 
section was used to remove and replace Lane 3 throughout the corridor.  Additionally, 
certain sections of Lanes 1 and 2 were resurfaced while the other sections of Lanes 1 
and 2 were reconstructed that included the following locations: 

 I-55 Ramp A to I-88 ramps NB direction 

 I-88 ramps to St Charles Road at several locations NB and SB 

 Wolf Road to Balmoral Avenue NB and SB 
 
In 1999, the 5th lane was added southbound from the 82nd Street plaza (Plaza 36) to 
the 95th Street eastbound exit ramp. 
 
In 2006, Open Road Tolling (ORT) improvements were constructed at the four toll 
plazas within the project corridor. 
 

 Plaza 33 (SB Irving Park Road) had southbound pavement reconstruction 
through the toll plaza area but did not extend any further along the mainline. 
Four ORT lanes, one I-Pass Only (IPO) lanes, and six manual lanes were 
built at the plaza. 

 Plaza 35 (NB/SB Cermak Road) had over 6800 feet of pavement 
reconstruction in the northbound direction and 6000 feet in the southbound 
completed with the addition of four ORT lanes, one I-Pass Only (IPO) lanes, 
and six manual lanes in each direction. 

 Plaza 36 (SB 82nd Street) had over 5400 feet of pavement reconstruction 
completed with the addition of four ORT lanes and five manual lanes. 

 Plaza 39 (NB 83rd Street) had over 3800 feet of pavement reconstruction 
completed with the addition of four ORT lanes and five manual lanes. 

 
In 2007, the South Tri-State Tollway was reconstructed and widened and this work 
extended about 1200 feet north of 95th Street. 
 
Pavement repair and rehabilitation work in various areas within the Corridor was 
completed between 2001 and 2009. Roadway and bridge rehabilitation along with an 
HMA overlay was completed from 2011-2012 within the Corridor. A pavement history 
map can be found in Exhibit 3.2. 

3.3 Record Drawings 

The record drawings are available on the Illinois Virtual Tollway website and are 
posted to the project e-Builder site.  

3.4 Overview of Project Area 

The Corridor goes from 95th Street to Balmoral Avenue (M.P. 17.7 to M.P. 40.0), a 
distance of 22.3 miles. The interstate is located within Cook County and the 
communities of Hickory Hills, Justice, Willow Springs, Indian Head Park, Hodgkins, 
Countryside, Hinsdale, Burr Ridge, Western Springs, Oak Brook, Willowbrook, 
Berkeley, Elmhurst, Northlake, Franklin Park, Schiller Park, and Rosemont. The 
Corridor includes 14 stream crossings and their associated floodplains. The stream 
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crossings from south to north include I&M Canal, Chicago Sanitary and Ship Canal, 
Des Plaines River, Flagg Creek, Salt Creek, Addison Creek, Silver Creek, Crystal 
Creek, and several unnamed tributaries. 
 
System interchanges with I-294 are at I-55, I-88, and I-290. Several additional 
interchanges can be found along the corridor, as described Section 3.9 Interchanges. 
There are two mainline oases: Hinsdale Oasis (M.P. 25) and O’Hare Oasis (M.P. 
37.8). Mainline plazas include: 
 

 Plaza 33 – SB Irving Park Road 

 Plaza 35 – NB / SB Cermak Road 

 Plaza 36 – SB 82nd Street 

 Plaza 39 – NB 83rd Street 
 
Land uses adjacent to the Corridor include residential, commercial, industrial, and 
public lands including parks, golf courses, forest preserves, and cemeteries. 

3.5 Traffic 

The central Tri-State is one of the oldest and busiest sections of the Illinois Tollway 
system.  This section provides interchanges with three of the four primary radial 
expressways originating in downtown Chicago.  While the Tri-State is primarily north-
south oriented, it also serves considerable east-west long distance traffic with 
connections to and from the upper Midwest.  Over these 22.3 miles, approximately 
one out of every three ramps is a system interchange ramp.  While there is strong 
commuter traffic during the peak hours, there is a mix of both longer-distance 
commuters that travel the entire corridor, and many that use the Tri-State as a 
connector between other interstate routes.  While system connectivity is critical for the 
regional economy, it also results in substantial friction in the traffic over this section; 
refer to Exhibit 3.5.1 for historical average daily traffic. 
 
As a result of this connectivity and varied traffic movements across this corridor, traffic 
volumes can vary widely.  From 95th Street, Mile Post 17.5, to O’Hare Airport, 2012 
AADT’s ranged from just over 120,000 to just under 185,000 (both directions) with the 
highest values just south of O’Hare airport and the I-90 / I-190 interchange. Due to the 
unique configuration of some of these system interchange ramps, there are some very 
short sections where traffic drops markedly at one exit, only to increase markedly a 
quarter mile later. A single system interchange ramp may represent over one third of 
the traffic at that point. These high volumes and fluctuations in traffic continue to 
impact the overall operations of this corridor; refer to Exhibit 3.5.2 for 2013 average 
daily traffic. 
 
Weekday peak hour traffic is highest at the Irving Park toll plaza, averaging roughly 
8,200 vehicles per hour; refer to Exhibit 3.5.3 for 2013 peak hour traffic.  The Cermak 
toll plaza averages 5,200 vehicles per hour; the numbers are reduced since the plaza 
is positioned between the I-88 and I-290 interchange ramps.  On the south end, the 
82nd Street / 83rd Street plazas average approximately 6,400 in the peak hours.  
Commercial vehicles have an impact on traffic movement as northbound and 
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southbound trucks are approximately 17 percent of the traffic south of the I-290 
interchange and 10 percent north of this interchange.  Higher truck movements to the 
south may have a greater impact on traffic even though there is a slightly lower ADT. 
Truck peaks also occur at different times than passenger cars with more of a mid-day 
rush period instead of morning and evening rush hours. 

3.6 Crash History 

As an input to the Central Tri-State Master Plan, the Tollway conducted an analysis of 
the Corridor’s crash history.  The intent of this effort was to identify where there are 
specific issues related to crashes, and why.  The Tollway maintains several standing 
committees that address crashes and operations, including the Traffic Operations 
Safety Committee (TOSC) and the Safety Subcommittee.  The TOSC has existed for 
almost ten years and addresses a wide range of operational and safety issues and 
includes representatives from almost all departments within the Tollway.  The Safety 
Subcommittee has operated over the last few years, and was established to provide a 
more detailed review and discussion of monthly crash data.  The Safety Subcommittee 
also has representatives from a variety of Tollway departments, but the representation 
is more focused on the specific issue of crashes and their related issues.  Additionally, 
the Illinois State Police (ISP) send a large contingent averaging ten to fifteen 
participants to Safety Subcommittee meetings, while only a few attend TOSC 
meetings.  This allows the Safety Subcommittee to focus more on issues related to 
field operations. 
 
In December 2013, a three-month plan was presented at the Safety Subcommittee 
meeting.  Members were first asked to start assembling their thoughts and concerns 
relative to the Corridor.  The next two Safety Subcommittee meetings in January and 
February 2014 were dedicated solely to the Central Tri-State Tollway safety input task.  
The January Subcommittee meeting identified critical segments for detailed analysis.  
The seven critical sections across the Central Tri-State were defined in the following 
list, along with the primary reasons they were included: 
 

1. Segment A – NB I-294 at I-55 merge (MP 22.5 to 25.0): Recurring congestion 
and merging issues relative to the Hinsdale Oasis and its ramps.    

2. Segment B – NB I-294 exit to WB I-290 (MP 29.5 to 31.5): Recurring 
congestion.  

3. Segment C – NB I-294 exit to I-90 / I-190 (MP 37.5 to 40.0): Lack of lane 
continuity, tunnel effect from the O’Hare Oasis, lane misuse and near misses 
near the oasis.  Recurring congestion and operational issues at the O’Hare 
interchange.   

4. Segment D – SB I-294 from I-190 to O’Hare Oasis (MP 41.0 to 37.8): Recurring 
congestion from the north end of the Bensenville Bridge related to oasis issues.  
Misuse of Plaza 33 IPO lane. 

5. Segment E – SB I-294 exit to WB I-88 (MP 32.0 to 31.0): Recurring congestion 
and severe weaving issues along SB I-294 between EB I-290 entry merge and 
WB I-88 exit.   
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6. Segment F – SB I-294 exit to I-55 (MP 25.5 to 24.0): Recurring congestion and 
merging issues with trucks and Hinsdale Oasis traffic near this system 
interchange. 

7. Segment G – SB I-294 exit to 95th (MP 18.5 to 17.5): Recurring congestion and 
the lack of a full outside shoulder adjacent to the fifth SB lane, plus spillback 
from 95th Street onto I-294. 

 
While crashes across the entire Tollway system have seen a sharp decrease in recent 
years, with the high volumes of traffic and numerous system interchanges, crashes on 
the Central Tri-State remain an issue.  Prior to the February Safety Subcommittee 
meeting, a thorough crash analysis was conducted across the entire corridor, followed 
by a detailed crash analysis for each of the seven critical sections.  As a result, a 
summary of safety related issues and priorities were provided to the Safety 
Subcommittee participants before the February meeting.  At the meeting, the 
subcommittee broke into several smaller groups to review the data and discuss the 
issues among themselves.  The intent was to provide maximum opportunity for the 
participants to comment.  
 
For the entire section, point crash and injury rates were developed along with a rolling 
average crash rate and critical crash rate. These graphs and spreadsheets allowed 
participants to quickly identify those areas that were experiencing the most crashes.   
 
Crash rates varied widely along the Corridor with lows near 0.1 and highs over 4.0 
crashes per Million Vehicle Miles Traveled (VMT) with a corridor-wide average of 0.53 
crashes per Million VMT.  The highest rates tended to be near system interchanges or 
where recurring congestion is experienced.  Factors’ affecting the crashes and rates 
also varied by section, with weaving an issue in some places and trucks an issue in 
others. 

 
For the critical segments, detailed crash analyses by a wide range of factors were 
reviewed.  These included by time of day, by crash type, by vehicle type, etc.  A 
section by section analysis was provided to the participants at the beginning of the 
February meeting.  Analysis results included identifying some sections as having 
greater issues with commercial vehicles, others with side swipe crashes, etc.   The 
comments from the subcommittee were then added to provide a complete operations 
perspective of each critical section.   

 
The groups at the February meeting were asked to rank / prioritize the seven critical 
segments.  The prioritized list is as follows:   

 
1. Segment E – SB I-294 exit to WB I-88 

2. Segment D – SB I-294 from I-190 to O’Hare Oasis 

3. Segment B – NB I-294 exit to WB I-290 

4. Segment A – NB I-294 at I-55 merge 

5. Segment C – NB I-294 exit to I-90 / I-190 

6. Segment G – SB I-294 exit to 95th Street 
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7. Segment F – SB I-294 exit to I-55 
 

Together, the participants used the qualitative crash statistic data and the anecdotal 
input from the detailed operational knowledge of the field staff to identify additional 
crash issues and safety concerns relative to the operations of the Tollway mainline 
system (e.g., backups on 95th Street spilling back onto the Tri-State mainline).  The 
group’s primary concerns focused on congestion and movements near system 
interchanges, conflicting weaving movements, sight distance issues relative to the two 
oases in the corridor, overall breakdowns of traffic flow, and the safety impacts of 
commercial vehicle traffic that varied across the Corridor. The “Central Tri-State Crash 
Analysis” memo can be found in Appendix B. 

3.7 Geometrics 

3.7.1 Identified Design Deficiencies 

Horizontal and vertical design deficiencies have been determined within the 
corridor and mainline deficiencies with higher incidents of crashes will be 
addressed as much as possible. 
 
The Central Tri-State was constructed based on a design speed of 60 MPH.  
The horizontal geometry was evaluated and the stopping sight distance is 
reduced at the following location along the Central Tri-State: 
 

 Under Archer Avenue – reduced to a design speed of 55 MPH due to 
center and outside piers. 

 
The existing mainline vertical profile was reviewed based on current Tollway 
criteria.  The following locations have longitudinal slopes below the minimum 
grade of 0.5%: 

 

Table 3.1 

Longitudinal Slopes Below Minimum 

 

Northbound Southbound Mile Post 

Station Station Station Station MP MP 

941+00 972+00 941+00 972+00 17.8 18.4 

1023+00 1051+00 1023+00 1041+50 19.4 19.9 

1236+00 1249+00 1236+00 1249+00 23.4 23.7 

1264+00 1415+00 1264+00 1415+00 23.9 26.8 

1455+00 1487+00 1458+00 1492+00 27.5 28.1 

1533+00 1557+00 1533+00 1565+00 29.1 29.5 

1583+00 1596+00 1583+00 1598+00 29.9 30.2 

1669+00 1693+50 1669+00 1693+50 31.6 32.1 

1801+00 1851+50 1801+00 1851+50 34.1 35.1 

2001+30 2014+50 2002+00 2014+50 37.9 38.1 

2095+00 2123+22 2095+00 2123+22 39.6 40.0 
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The profile was also reviewed to verify the vertical clearances at the bridge 

structures.  A minimum vertical clearance of 16’-5” is required for bridges 

spanning the Tollway.  The 16’-5” allows for an ultimate 16’-0” clearance for 

future 5” overlays.  The existing vertical clearances at each structure are listed 

in Table 3.2. If the Tollway decides to widen the Central Tri-State, the following 

crossroad bridges could remain with modifications to the slope walls and the 

lowering of the mainline vertical profile: 

Table 3.2  

Crossroad Bridges with Slope Wall Modifications 

Bridge 
Number 

Location 
Existing 
Vertical 

Clearance 

Proposed 
Vertical 

Clearance 

251 55th Street 15’-6” 16’-5” 

255 47th Street 15’-3” 16’-5” 

265 Ogden Avenue 15’-4” 16’-5” 

269 31st Street 15’-0” 16’-5” 

203 Cermak Road 16’-3” 16’-5” 

187 Willow Springs Road 15’-0” 16’-5” 

363 Balmoral Avenue 15’-1” 16’-5” 

249 Plainfield Road 16’3” 16’-5” 

3.8 Typical Section 

The existing mainline cross section consists of eight lanes with four lanes in each 
direction.  The typical section includes two-12 foot lanes (lanes 1 and 2), two-12.5 foot 
lanes (lanes 3 and 4), 11 foot outside shoulder, 12.5 foot inside shoulder, and a 5 foot 
median barrier wall; refer to Exhibit 3.8.1.  Additional lanes, auxiliary lanes and 
collector-distributor (C-D) roadways are located throughout the Corridor as needed. 
Ditches or drainage structures and pipes convey the water away from the roadway.  
Existing noise walls and retaining walls are located in various locations throughout the 
corridor. 

3.9 Interchanges 

The Corridor has 13 interchanges within the study area that are listed in Table 3.3. 
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Table 3.3 

Interchanges 

Location Interchange Type Mile Post 

I-90 Partial cloverleaf 40.8 

I-190 / I-90 Divergence Semi directional 40.3 

Balmoral Avenue Partial diamond 39.8 

Irving Park Road Partial cloverleaf 38.3 

North Avenue / Lake Street Semi directional 33.6 

I-290, Eisenhower Expressway / I-88 Semi directional 31.7 

Roosevelt Road Partial cloverleaf 30.5 

Cermak Road, 22nd Street Partial cloverleaf 29.5 

Ogden Avenue Full cloverleaf 27.5 

I-55 Stevenson Expressway / Wolf Road / 
Joliet Road 

Semi directional 23.2 

75th Street, Willow Springs Road Partial cloverleaf 22.0 

Archer Avenue / Cork Avenue Semi directional 20.3 

95th Street Partial cloverleaf 17.5 

 

3.9.1 I-90 EB to I-294 NB 

An existing loop ramp accommodates eastbound I-90 traffic to northbound I-
294.  The ramp was reconstructed in 2009.  The ramp has a spiral curve and 
horizontal curve with radii (190.99 feet) less than the Tollway standard 214 feet 
radius for 30 mph design speed.  

3.9.2 NB I-294 / I-90 Major Divergence 

Existing northbound and southbound I-294 forms a complex interchange with I-
90 (Jane Addams Memorial Tollway).  Included within this complex interchange 
are connections to I-190 which provides direct access to and from Chicago’s 
O’Hare Airport.  Access to westbound I-190 and eastbound and westbound I-90 
is provided via a major divergence from northbound I-294 just north of Balmoral 
Avenue.  
  
Additional access at this complex interchange includes the following 
movements: 

 Directional ramp from southbound I-294 to westbound I-90 

 Loop ramp from eastbound I-90 to northbound I-294 

 Directional ramp from southbound I-294 to eastbound I-90 

 Directional ramp from eastbound I-90 to southbound I-294 

 Directional ramp from westbound I-90 to northbound I-294 

 Directional ramp from eastbound I-90 to westbound I-190 
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 Directional ramp from southbound I-294 to westbound I-190 

 Loop ramp from eastbound I-190 to northbound I-294 

 Directional ramp from northbound I-294 to westbound I-90 (downstream 
from the northbound I-294 major divergence – accommodating volumes 
received from the eastbound I-190 to northbound I-294 loop ramp) 

 Directional ramp from westbound I-190 to southbound I-294 

 Directional ramp from eastbound I-190 to southbound I-294 
 

Westbound I-90 to southbound I-294 access is provided via westbound I-190.  
This routing takes place outside of the operational zone of this complex 
interchange. 
 
IDOT plans to realign and reconstruct the eastbound I-190 to southbound I-294 
directional ramp, the eastbound I-190 to northbound I-294 loop ramp, and the 
westbound I-190 to southbound I-294 directional ramp at a later date as funding 
is not currently programmed for the I-190 reconstruction project. 
 
The structures adjacent to or with potential involvement in the proposed 
interchange improvements appear and are summarized below: 

 

Table 3.4 

NB I-294 / I-90 Location Structures 

Bridge Number  Feature Carried 

370 I-294 NB to I-90 WB 

369 I-294 SB to I-90 EB 

 
The I-294 northbound to I-90 westbound ramp structure (BN 370) was originally 
constructed in 1958.  The 1,685-foot multi-span structure has not been 
reconstructed; however, the deck and beam were replaced under contract RR-
08-5569 that was completed during April 2010.  The deck carries two (2) ramp 
lanes.  Shoulders are provided on both sides of the deck.   
 
The latest inspection of the northbound structure on July 17, 2012 indicates a 
sufficiency rating of 78.2 with the deck and substructure in very good condition, 
and the superstructure in good condition. 
 
The I-294 southbound to I-90 eastbound ramp structure (BN 369) was originally 
constructed in 1958.  The 1,675-foot multi-span structure has not been 
reconstructed; however, the deck and beams were replaced under contract RR-
08-5569 that was completed during April 2010.  The deck carries two (2) ramp 
lanes.  Shoulders are provided on both sides of the deck.   
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The latest inspection of the southbound structure on July 17, 2012 indicates a 
sufficiency rating of 78.2 with the deck and substructure in very good condition, 
and the superstructure in good condition. 
 
The two I-190 bridges (eastbound and westbound) and CTA bridge in between 
those bridges were not reconstructed as part of the CRP I-294 reconstruction. 
Any bridge improvements will be addressed as part of IDOT’s I-190 
improvements. 

3.9.3 I-294 at Balmoral Avenue 

Existing northbound and southbound I-294 forms a partial diamond interchange 
with Balmoral Avenue.  The I-294 mainline roadway currently consists of 6 
though lanes in each direction of travel (northbound and southbound).  Current 
access at the interchange includes a northbound I-294 exit ramp to Balmoral 
Avenue and a southbound I-294 entrance ramp from Balmoral Avenue. 
 

Table 3.5 

Balmoral Avenue Location Structure 

Bridge Number Feature Carried 

363 I-294 NB to I-90 WB 

 
The Balmoral Avenue structure (BN 363) was originally constructed in 1958.  
The 2-span structure has not been reconstructed, but was widened to the north 
as part of the Balmoral Ramp project and the deck was rehabilitated during 
2011.  The deck carries 6-lanes over the northbound and southbound I-294 
mainline.  Those 6 lanes consist of four (4) through lanes and two (2) left turn 
auxiliary lanes.  Sidewalks, parapets and protective fences are provided on both 
sides of the deck.  The structure is on a roughly 2-degree skew to the I-294 
travel way below. 
 
The latest inspection of the northbound structure on July 2, 2012 indicates a 
sufficiency rating of 99 with the deck in very good condition, and superstructure 
and substructure both in good condition. 
 
The structure was designed and built to accommodate the additional 
northbound I-294 through lane going into the major divergence.  No additional 
structure modifications are required. 

3.9.4 I-294 at Irving Park Road 

Existing northbound and southbound I-294 forms a partial access parclo 
interchange with IL-19 (Irving Park Road) with a C-D roadway / ramp for the 
southbound I-294 to eastbound and westbound Irving Park Road movements.   
The southbound I-294 C-D roadway at Irving Park Road is operationally 
connected to the southbound Irving Park Road toll plaza. 
 
Irving Park Road serves as a transition point for the I-294 mainline typical 
section.  The I-294 mainline roadway currently carries 4-through lanes in each 
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direction of travel (northbound and southbound) south of Irving Park Road, and 
5-through lanes in each direction north of Irving Park Road.   
 
The I-294 mainline and southbound C-D roadway / ramp crosses over Irving 
Park Road via three separate single-span structures. 
 
Current access at the interchange includes a loop ramp accommodating 
eastbound Irving Park Road to northbound I-294 movement, a directional ramp 
accommodating the westbound Irving Park Road to northbound I-294 
movement, a directional ramp accommodating the southbound I-294 to 
westbound Irving Park Road movement,   and a loop ramp accommodating the 
southbound I-294 to eastbound Irving Park Road movement.  As previously 
mentioned, the southbound I-294 to Irving Park Road ramp movements are 
accommodated from a southbound C-D roadway that is accessed downstream 
of the Irving Park Road toll plaza. 
 
Northbound I-294 access from Irving Park Road, and Irving Park Road access 
to southbound I-294 are currently not provided at this location. 
 

Table 3.6 

Irving Park Road Location Structures 

Bridge Number Feature Carried 

393 I-294 NB 

394 I-294 SB 

394A I-294 SB Ramp (C-D Roadway) 

 
The northbound I-294 structure (BN 393) was originally constructed in 1958 and 
reconstructed in 1970.  The deck carries five (5) travel lanes over Irving Park 
Road. Those 5 lanes consist of four (4) through lanes, and one (1) auxiliary lane 
/ ramp that receives the eastbound Irving Park Road to northbound I-294 
movement.  That auxiliary lane / ramp becomes the 5th through lane north of 
Irving Park Road.  Shoulders and parapets are provided on both sides of the 
deck.    The structure is on 15-degree-48-minute skew to the Irving Park Road 
travel way below.   
 
The latest inspection of the northbound structure on April 19, 2012 indicates a 
sufficiency rating of 71.2 with the deck in satisfactory condition, and 
superstructure in good condition, and the substructure in satisfactory condition. 
 
The southbound I-294 structure (BN 394) was originally constructed in 1958 
and reconstructed in 1970.  The deck carries five (5) travel lanes over Irving 
Park Road. Those 5 lanes consist of four (4) through lanes, and one (1) 
auxiliary lane that leads to the southbound I-294 exit to the O’Hare Oasis.  The 
four (4) through lanes continue southbound as per the typical section.  
Shoulders and parapets are provided on both sides of the deck.  The structure 
is on 15-degree-48-minute skew to the Irving Park Road travel way below. 
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The latest inspection of the southbound structure on April 19, 2012 indicates a 
sufficiency rating of 71.2 with the deck, superstructure, and substructure in 
satisfactory condition. 
 
The southbound I-294 C-D roadway/ramp structure (BN 394A) was originally 
constructed in 2006.  The original structure has not undergone reconstruction.  
The C-D roadway / ramp structure caries a single through lane bordered by 
shoulder and parapets on both sides.  This C-D roadway/ramp leads to and 
terminates with the southbound I-294 to eastbound Irving Park Road loop ramp 
movement.  The structure is on 15-degree-48-minute skew to the Irving Park 
Road travel way below.   
 
The latest inspection of the southbound C-D roadway / ramp structure on April 
19, 2012 indicates a sufficiency rating of 89.0 with the deck in very good 
condition, and the superstructure and substructure in satisfactory condition. 
 
The typical section of Irving Park Road through the structures consists of four 
(4) through lanes (two lanes eastbound and two lanes westbound), an 
eastbound axillary lane accommodating the loop ramp movements, and a 
raised barrier median.   The travel lanes are bordered by shoulders and curbs 
and gutters on both sides of the roadway.  
 
Existing geometric deficiencies based on current criteria are noted below: 
 

 At I-294 over Irving Park Road, vertical clearance (14’6”) is less than 
IDOT standard of 14’-9” 

 SB exit loop ramp have radii (150 feet and 160 feet) less than standard 
214 foot radius for 30 mph design speed 

 NB entrance loop ramp have radii (150 feet and 171 feet) less than 
standard 214 foot radius for 30 mph design speed 

 WB to NB entrance ramp vertical grade (+4.95%) greater than current 
Tollway maximum of +4.0% 

 885 feet acceleration length on NB entrance ramp accommodates 67 
mph,  1,000 feet is needed for 70 mph 

3.9.5 North Avenue / Lake Street 

An existing loop ramp accommodates eastbound North Avenue traffic and 
traffic from Lake Street to northbound I-294.  The City of Northlake and DuPage 
County are planning improvements at this interchange (see Section 6.0).  

3.9.6 I-294 / I-290 / I-88 

The I-294 / I-290 / I-88 interchange represents a complex semi directional 
interchange with multiple movements between the various expressways. The 
movements occur over a 3 mile stretch of I-294. This stretch also encompasses 
parclo interchanges with Cermak Road (22nd St) and Roosevelt Road (IL-38).  
The I-294 typical section features four (4) lanes in both the NB and SB 
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directions, with auxiliary lanes in each direction for exit and entrance ramp 
development.  
 
I-294 spans several facilities within this interchange area, which are 
summarized in the table below.  
 

Table 3.7 

I-294 / I-290 / I-88 Interchange Structures 

Bridge Number Feature Carried 

207N & 208S 
I-294 over Ramp A 

(Roosevelt to I-290 EB) 

209N & 210S I-294 over I-88 

211N & 212S 
I-294 over Butterfield Road (IL 

56) 

219N & 220S I-294 over C.C.P. R.R. 

221N & 222S I-294 over I-290 

223 I-294 Ramp H over I-290 

225N & 226S 
I-294 over Electric Avenue 

(IL Prairie Path) 

 
The Chicago Central & Pacific Railroad (C.C.P. R.R.) operates on a single track 
alignment that crosses under I-294 just south of I-290. This track originates at 
Hawthorne Yard and carries freight west to destinations in Illinois, Iowa, 
Nebraska, and Minnesota.  The I-294 over Electric Avenue (IL Prairie Path) 
structure spans over an abandoned railroad. 
 
The surrounding area adjacent to the interchange is primarily residential, with 
some commercial facilities immediately adjacent to the I-294 corridor between 
Butterfield Road and I-88. Two (2) billboard structures are located near the 
interchange, including one at the C.C.P. R.R. east of I-294 and another one at 
the IL Prairie Path west of I-294. Two (2) cellular phone towers are also located 
west of I-294 at the Prairie Path. Overhead power lines run N-S adjacent to I-
294 on the west side.  
 
Existing geometric deficiencies based on current criteria are noted below: 
 

 I-294 mainline vertical grade (0.01% to 0.26%) is less than current 
Tollway minimum of 0.5% 

 At I-294 mainline and C-D road over I-88, vertical clearance (15’-1” and 
14’-9”, respectively) is less than Tollway standard 16’-3” 

 I-88 / I-290 WB exit ramp to I-294 SB and IL 38 has auxiliary lane of 315 
feet, which is less than minimum 1500 feet for 2-lane exit ramps 
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 I-294 C-D Road entrance ramp to I-290 WB has loop radius (150 feet) 
less than standard 214 foot radius for 30 mph design speed 

 At I-294 SB exit ramp over I-290 EB, vertical clearance (14’-6”) is less 
than IDOT standard 14’-9” 

 I-294 SB exit ramp to I-290 has deceleration length of 360 feet that 
accommodates an exiting speed of 67 mph (390 feet needed for 70 mph) 

 At I-294 mainline and C-D Road over CN Railroad, vertical clearance 
(22’-1” and 22’-0”, respectively) is less than Tollway standard 23’-0” 

 At I-294 over UP Railroad, vertical clearance (22’-3”) is less than Tollway 
standard 23’-0” 

 I-294 SB entrance ramp from I-88 / I-290 WB has vertical grade (5.0%) 
that exceeds current Tollway maximum of 4.0% for ramps up 

3.9.7 I-294 at Roosevelt Road 

Existing northbound and southbound I-294 forms a partial access parclo 
interchange with IL-38 (Roosevelt Road).  The I-294 mainline roadway currently 
carries 4-through lanes in each direction of travel (northbound and southbound).  
The I-294 mainline crosses over Roosevelt Road via two separate single-span 
structures.  Current access at the interchange includes a loop ramp 
accommodating the westbound Roosevelt Road to Southbound I-294 
movement, a loop ramp accommodating the northbound I-294 to westbound 
Roosevelt Road movement, a directional ramp accommodating the northbound 
I-294 to eastbound Roosevelt Road movement, and a directional ramp 
accommodating the eastbound Roosevelt Road to southbound I-294 
movement.  Access to northbound I-294 from Roosevelt Road is currently not 
provided at this location.  Access from southbound I-294 to Roosevelt Road is 
currently not provided. 
 

Table 3.8 

Roosevelt Road Location Structures 

Bridge Number Feature Carried 

205 I-294 NB 

206 I-294 SB 

 
The northbound I-294 structure (BN 205) was originally constructed in 1957.  
The original structure has not undergone reconstruction; however, the bridge 
was widened in 1985 and again in 1993. The deck carries six (6) travel lanes 
over Roosevelt Road. Those 6 lanes consist of four (4) through lanes, one (1) 
auxiliary lane / ramp leading to the northbound to westbound loop ramp, and 
one (1) auxiliary lane leading to a northbound C-D roadway that provides 
access to eastbound I-88 (Ronald Reagan Memorial Highway).  Shoulders and 
parapets are provided on both sides of the deck.    The structure is on 16-
degree-27-minute skew to the Roosevelt Road travel way below.   
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The latest inspection of the northbound structure on April 29, 2013 indicates a 
sufficiency rating of 87.9 with the deck and superstructure in good condition, 
while the substructure is rated to be in satisfactory condition. 
 
The southbound I-294 structure (BN 206) was originally constructed in 1957.  
The original structure has not undergone reconstruction. The deck carries five 
(5) travel lanes over Roosevelt Road. Those 5 lanes consist of four (4) through 
lanes, and one (1) auxiliary lane / ramp that receives the westbound to 
southbound loop ramp volumes.  Shoulders and parapets are provided on both 
sides of the deck.    The structure is on 16-degree-27-minute skew to the 
Roosevelt Road travel way below.   
 
The typical section of Roosevelt Road through the structures consists of four (4) 
through lanes, an axillary lane for the loop ramp weaving, raised barrier median, 
and shoulders on both sides of the roadway. 
 
The latest inspection of the southbound structure on April 29, 2013 indicates a 
sufficiency rating of 87.9 with the deck, superstructure, and substructure are in 
good condition. 
 
Existing geometric deficiencies based on current criteria are noted below: 
 

 I-294 NB exit ramp radius (150 feet) is less than standard 214 foot radius 
for 30 mph design speed 

 I-294 NB exit and SB entrance loop ramp superelevation rates (10.0%) 
exceed current Tollway maximum of 8.0%  

 At I-294 over IL 38, vertical clearance (14’-3”) is less than IDOT standard 
14’-9” 

3.9.8 Cermak Road / 22nd Street 

Existing northbound and southbound I-294 forms a partial access parclo 
interchange with Cermak Road / 22nd Street.  The I-294 mainline roadway 
currently carries four through lanes and two auxiliary lanes in each direction of 
travel (northbound and southbound).  Current access at the interchange 
includes a loop ramp accommodating traffic on Cermak Road to northbound I-
294 movement and a loop ramp accommodating southbound I-294 traffic to 
22nd Street movement. 
 

Table 3.9 

Cermak Road Location Structures 

Bridge Number Feature Carried 

203 
 

201 

I-294 NB & SB 
 

E-W Connector (WB) 
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The Cermak Road bridge structure (BN 203) and the E-W Connector (WB) (BN 

201) was reconstructed in 2008.  The BN 203 deck width has four (4) lanes and 

one (1) turning lane. 

3.9.9 I-294 at Ogden Avenue 

Existing northbound and southbound I-294 forms a full cloverleaf interchange 
with US-34 (Ogden Avenue).  The I-294 mainline roadway currently carries 4-
through lanes in each direction of travel (northbound and southbound) Ogden 
Avenue crosses over I-294 via a two-span structure.  Current access at the 
interchange includes a loop ramp accommodating the westbound Ogden 
Avenue to southbound I-294 movement, a loop ramp accommodating 
northbound I-294 to westbound Ogden Avenue movement, a loop ramp 
accommodating the eastbound Ogden Avenue to northbound I-294 movement, 
a loop ramp accommodating southbound I-294 to eastbound Ogden Avenue 
movement, a directional ramp accommodating the northbound I-294 to 
eastbound Ogden Avenue movement, a directional ramp accommodating the 
eastbound Ogden Avenue to southbound I-294 movement, a directional ramp 
accommodating southbound I-294 to westbound Ogden Avenue movement and 
a directional ramp accommodating the westbound Ogden Avenue to 
northbound I-294 movement. 
  
Existing geometric deficiencies based on current criteria are noted below: 
 

 All of the loop ramps have a loop radius (151 feet) less than the standard 
214 foot radius for a 30 mph design speed. 

 EB Ogden Avenue to NB I-294 loop ramp acceleration length of 630 feet 
accommodates an entering speed of 51 mph.  1,520 feet is needed for 
70 mph and 1,100 feet is needed for 60 mph. 

  NB I-294 to WB Ogden Avenue loop ramp profile grade (+4.12%) is 
greater than Tollway maximum of 4.0%. 

 US 34 structure over I-294 vertical clearance (15’-3”) is less than Tollway 
standard 16’-5”. 

 WB Ogden Avenue to SB I-294 loop ramp acceleration length of 610 feet 
accommodates an entering speed of 50 mph. 1,520 feet is needed for 70 
mph and 1,100 feet is needed for 60 mph. 

 I-294 mainline vertical grade (0.023%) is less than current Tollway 
minimum of 0.5%. 

 
US 34 (Ogden Avenue) consists of a basic 4-lane cross section (2 lanes in each 
direction) with a curbed median and turning lanes.  EB and WB auxiliary lanes 
are provided on US 34 between the I-294 loop ramps.  IDOT designates this 
section of US 34 a Strategic Regional Arterial. 
 
US 34 and County Line Road intersect roughly 200 feet west of the 
interchange.  IDOT has added a dedicated WB left-turn lane from US 34 onto 
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County Line Road and had plans to prohibit the SB to WB ramp movement from 
turning left onto County Line Road by installing a barrier type curb.  

 

Table 3.10 

Ogden Avenue Location Structure 

Bridge Number Feature Carried 

265 US 34 (Ogden Ave) 

 
The Ogden Avenue bridge structure (BN 265) was reconstructed in January 
1992.  The deck width carries 4 lanes, 2 turning lanes, median, and 2 
sidewalks.  The structure is on a 2 degree skew to the I-294 mainline below.     
 
The latest inspection of the structure on April 23, 2013 indicates good to very 
good condition of the structure and deck respectively.  But it also cites the 
under clearance as being sub-standard, a high priority for correction, and that 
the bridge railing doesn’t meet standards.  And the sufficiency rating was 93.0 
at the time of this inspection.        

3.9.10 I-294 at I-55 / Joliet Road 

The existing I-294 at I-55 semi directional interchange provides free-flow 
directional movements between the two interstate routes.  I-294 is connected to 
I-55 and Joliet Road via Plaza 37 with tight loop and directional ramps and a full 
clover leaf interchange on I-55 at County Line Road west of the plaza.  Two-
lane directional ramps for the SB I-294 exit and NB I-294 entrance ramps 
connect Plaza 37. 
 
Joliet Road ends at I-55 in which a two-lane EB I-55 exit ramp is provided on 
the left side becoming the EB Joliet Road mainline.  Between the ramps at 
Plaza 37 and the County Line Road interchange, the EB Joliet Road goes 
under the SB I-55 mainline and under the bridge connecting Plaza 37 with the 
loop ramps onto EB I-55 and EB Joliet Road.  The SB I-294 and SB Joliet Road 
entrance ramps onto SB I-55 converge forming a weaving lane that connects to 
the direction NB exit ramp on the County Line Road interchange. 
 
Ramp reconstruction was completed in 2013 on the eight ramps that make up 
the interchange connecting the Tri-State Tollway (I-294) and I-55. The project 
included rebuilding the entrance and exit ramps connecting I-294 with I-55, 
Joliet Road and Wolf Road, as well as the ramps providing access from 
northbound I-294 to the Hinsdale Oasis. Work included removing the existing 
ramp pavement and replacing it with new full-depth concrete pavement using 
either pre-cast panels or cast-in-place concrete and new asphalt shoulders. 

3.9.11 I-294 at 75th Street / Willow Springs Road 

Existing northbound and southbound I-294 forms a trumpet type interchange 
with 75th Street / Willow Springs Road.  The I-294 mainline currently carries 4 
through lanes and one auxiliary lane in each direction of travel (northbound and 
southbound).  Current access at the interchange includes a loop ramp 
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accommodating northbound I-294 to 75th Street, UPS and BNSF facilities, a 
directional ramp accommodating eastbound 75th Street, UPS and BNSF 
facilities to northbound I-294, a directional ramp accommodating southbound I-
294 to 75th Street, UPS and BNSF facilities and a directional ramp 
accommodating 75th Street, UPS and BNSF facilities to southbound I-294. 

3.9.12 I-294 at Archer Avenue / Cork Avenue 

Existing northbound and southbound I-294 forms a semi directional interchange 
with IL-171 (Archer Avenue).   The I-294 mainline roadway currently carries 4-
through lanes in each direction of travel (northbound and southbound).  Archer 
Avenue crosses over I-294 on two separate alignments and profiles via two 
separate 4-span structures over the mainline below.  Current access at the 
interchange includes a loop ramp accommodating westbound Archer Avenue to 
southbound I-294, and a directional ramp accommodating eastbound Archer 
Avenue to southbound I-294.  Access to northbound I-294 is currently not 
provided at this location.  
 
Moreover, adjacent to and operationally linked is the US-12/20/45 (LaGrange 
Road) at Archer Avenue interchange.  LaGrange Road is a marked US route 
and operates as a north-south arterial in this region.   While the Tri-State 
Tollway Corridor Concept Study does not propose any modifications to the 
LaGrange Road interchange, southbound LaGrange Road is operationally 
connected to southbound I-294 via a directional ramp that accommodates that 
movement and is the eighth I-55 interchange movement for southbound I-55 to 
southbound I-294. 
 

Table 3.11 

Archer Avenue Location Structures 

Bridge Number Feature Carried 

181 
IL 171 (Archer Avenue) WB 

Connector 

179 IL 171 (Archer Avenue) EB 

177 88th Avenue (Cork Avenue) 

183 I-294 NB over LaGrange Road 

184 I-294 SB over LaGrange Road 

 
The westbound Archer Avenue connector structure (BN 181) was originally 
constructed in 1958.  The deck carries four (4) eastbound through lanes and 
two (2) shoulders over I-294.  Both shoulders are bordered by curbs and 
parapets.  The structure is on 53-degree skew to the mainline I-294 travel way 
below.  The center two spans of the structure accommodate the northbound 
and southbound I-294 travel lanes.  The latest inspection of the structure on 
May 22, 2012 indicates a sufficiency rating of 69 with the westbound structure’s 
deck and superstructure are in good condition, while the substructure is rated in 
fair condition. 
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The eastbound Archer Avenue connector structure (BN 179) was originally 
constructed in 1958.  The deck carries three (3) eastbound through lanes and 
two (2) shoulders over I-294.  Both shoulders are bordered by curbs and 
parapets.  The structure is on 41-degree skew to the mainline I-294 travel way 
below.  The center two spans of the structure accommodate the northbound 
and southbound I-294 travel lanes.  The latest inspection of the structure on 
May 22, 2012 indicates a sufficiency rating of 66 with the westbound structure’s 
deck and superstructure are in good condition, while the substructure is rated in 
fair condition.  The current Structure Master Report indicates that the under 
clearance of the structure is sub-standard and a high priority for correction. 
 
The 88th Street (Cork Avenue) structure (BN 177) was originally constructed in 
1958 and reconstructed in 1993.  The deck carries four (4) through lanes, 2-
lanes in each direction (northbound/southbound) over I-294.  A shoulder and 
parapet is present on the east side of the deck, and a sidewalk and parapet with 
protective fencing is present on the west side of the deck. The directional flows 
of the travel lanes are separated by a raised barrier median.  There are 
presently no ramp connections between I-294 and Cork Avenue. 
 
The Cork Avenue structure is on 28-degree-6-minute-25-second skew to the 
mainline I-294 travel way below.  The center two spans of the structure 
accommodate the northbound and southbound I-294 travel lanes.  The latest 
inspection of the structure on May 22, 2012 indicates a sufficiency rating of 97.   
The structure’s deck is rated in good condition, the superstructure is rated in 
very good condition, while the substructure is rated in satisfactory condition. 
 
The northbound I-294 2-span structure over LaGrange Road (183) was 
originally constructed in 1958 and has not undergone reconstruction.   The deck 
carries four (4) northbound through lanes and two (2) shoulders over LaGrange 
Road.  Both shoulders are bordered by parapets.  The structure is on 47-
degree-58-minute-51-second skew to the LaGrange Road travel way below.  
The latest inspection of the structure on May 23, 2012 indicates a sufficiency 
rating of 61.2 with the northbound structure’s deck in very good condition, the 
superstructure in good condition, while the substructure is rated in fair condition.  
The current Structure Master Report indicates that the deck geometry of the 
structure is intolerable and a high priority for replacement. 
 
The southbound I-294 2-span structure over LaGrange Road (184) was 
originally constructed in 1958 and has not undergone reconstruction.   The deck 
carries four (4) southbound through lanes and two (2) shoulders over LaGrange 
Road.  Both shoulders are bordered by parapets.  The structure is on 47-
degree-58-minute-51-second skew to the LaGrange Road travel way below.  
The latest inspection of the structure on May 23, 2012 indicates a sufficiency 
rating of 61.2 with the southbound structure’s deck in good condition, the 
superstructure in satisfactory condition, while the substructure is rated in fair 
condition.  The current Structure Master Report indicates that the deck 
geometry of the structure is intolerable and a high priority for replacement. 
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3.9.13 I-294 at 95th Street 

Existing northbound and southbound I-294 forms a parclo interchange with US-
12 (95th Street).   The I-294 mainline crosses over 95th Street via a 2-span 
structure.   
 
Safety issues were identified on the directional ramp accommodating 
southbound I-294 to westbound 95th Street movement.  The merging operation 
occurs just ahead of a signalized intersection at 76th Avenue, and peak-hour 
queuing causes traffic to back-up and store on the ramp.  Sight distance 
through the curve is obstructed by the noise barrier wall located at the edge of 
the shoulder.  Providing a greater shoulder width should improve sight distance, 
thus providing ramp motorists greater visibility and reaction time ahead of the 
merge.    

3.10 Structures 

The project limits within the corridor includes a total of 88 structures.  At the north end, 
the project includes the Balmoral Street bridge over the mainline 294 (ML) and at the 
south end it includes the 87th Street bridge. 

 
Existing bridges are summarized below: 
 

65 Bridges carrying ML over several features (including 6 culverts) 

21  Crossroad bridges over ML 

2  Oasis bridges at O’Hare and Hinsdale 
 

A detailed matrix containing all pertinent information for existing bridges is included in 
Exhibit 3.10.1.  In general most bridges were constructed around 1958 and have gone 
thru at least one cycle of rehabilitation.  From the recent inspection reports, it is 
evident that most of the bridges are in “fair” to “good” physical conditions.  Average 
element condition ratings for bridges are around 7 with the lowest rating of certain 
elements at level 5, which does not warrant any immediate need for replacement. 
 
Most structures are comprised of multi span continuous girders (PPC or Steel) 
supported on multi-column pier bents and abutments.  The Mile Long, Ramp A, 
Pedestrian, and Bensenville Yard bridges are exceptions to above as they are long 
span structures. 

3.10.1 Mile Long Bridge 

3.10.1.1 Description 

Bridge Number 191 (northbound) and 192 (southbound), more 
commonly known as the Mile Long Bridge, carries the Tri-State Tollway, 
I-294, over the Canadian National (CN) Railroad, the Illinois and 
Michigan (I&M) Canal, the Chicago Sanitary and Ship Canal, the 
Metropolitan Water Reclamation District, the Des Plaines River, the 
Burlington Northern Santa Fe (BNSF) Willow Springs Intermodal Facility, 
Santa Fe Drive, and the 75th Street interchange in the Village of Willow 
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Springs, Cook County, Illinois.  The dual structure bridge is comprised of 
sixteen units made up of 54 spans with a total length of 4,932.83 feet 
from centerline of bearing to centerline of bearing at abutments.   

 
The typical section for both southbound and northbound structures 
carries four travel lanes with median and outside shoulders providing an 
out-to-out of 76.52 feet.   Starting near span 45, both southbound and 
northbound typical width sections vary linearly providing a total out-to-out 
of 112.35 feet and 92.71 feet, respectively, at the north abutment.   
 
The alignment of the structure is primarily tangent except the first 8 
spans of the bridge which falls in a horizontal curve with a radius of 
2,864.79 feet.  A portion of the bridge is on an 800 foot crest vertical 
curve profile with an initial and final grade of 0.50% and -0.484%, 
respectively except the last few spans which fall in a tangent section at a 
grade of -0.56%.  The substructure skews, measured perpendicular to 
the tangent alignment, vary from 0°00’00’’ to 17°00’00’’ along the bridge 
length.  The deck section is fully superelevated through span 7 
transitioning to a normal crown in span 10 through the north abutment.   
 
The 54-span structure has varying span lengths from 71.13 feet at span 
1 to 60 feet at span 54 with a maximum span of 260 feet in span 10.  The 
average span is approximately 91.3 feet.  Refer to Table 3.12 for 
additional superstructure information. 

 

Table 3.12  

Existing Superstructure Information 

Unit Girder Type 
Deck 

Thickness 
Structure 

Depth 
Configuration 

1, 2, 8 
W36 Rolled 

Beam 
9" 3.92’ 

Continuous for Dead Load 
(DL) and Live Load (LL) 

3 
W36 Rolled 

Beam 
9" 3.92’ 

Simple for DL, continuous for 
LL 

4 
Haunched Steel 

Plate Girder 
(8.5'-12.5' Web) 

8 1/2" 
9.50’ to 
13.50’ 

Continuous for DL and LL 

5-7, 9-
12, 14-

16 
48" PPC 7 1/2" 4.88’ 

Simple for DL, continuous for 
LL 

13 
PL Girder  
(48" Web) 

7 1/2" 4.88’ Simple span 
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Refer to Table 3.13 for existing substructure information. 
 

Table 3.13  

Existing Substructure Information 

Substructure Foundation Location 

Stub Abutment Concrete Piles 
North and South 

Abutment 

Multi Column 
Bent 

Spread Footings 
Piers 1-10, 19-

20, 25, 27, 34-53 

Multi Column 
Bent 

Spread Footing, 
Concrete and Steel 

Piles 
Pier 11 

Multi Column 
Bent 

Concrete and Steel 
Piles 

Piers 12-14 

Multi Column 
Bent 

Spread Footings and 
Steel Piles 

Piers 15-18, 21-
22, 26, 28-33 

Multi Column 
Bent 

Spread Footing w/ 
Concrete Seal 

Piers 23-24 

 
The Mile Long Bridge uses three types of expansion joints, neoprene 
strip seal, modular, and preformed neoprene compression seal.  Bridge 
joints are predominantly neoprene strip seals except at Pier 11 (modular 
joint) and the north abutment (preformed neoprene compression seal). 
 
On the northbound structure, there are twenty-five scuppers along the 
bridge, seventeen along the west edge and eight along the east edge.  
On the southbound structure, there are twenty-three scuppers along the 
bridge, thirteen along the east edge and ten along the west edge. 
 
A detailed bridge description matrix defining the bridge components is 
included in Exhibit 3.10.1. 

3.10.1.2 Rehabilitation History 

The original portion of the Mile Long Bridge was built in 1957.  Major 
repair work, by year, is summarized in Table 3.14. 
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Table 3.14 

Repair Work 

Year Repair Work 

1969 

Both structures widened 14'-2" toward Tri-State CL 

Two beams added to each span, except spans 9 through 11 

Expansion joint expanded 

1978 

Expansion joint reconstruction 

Curb and parapet repair 

Deck repairs 

Deck resurfacing 

Northern approach slab replaced 

PPC beam repairs 

Bearing resetting and replacement 

Pier 11 partial widening and reconstruction 

Minor substructure patching 

Navigational light system replaced 

1980 

592 bearings replaced 

PPC beam repairs 

Pier cap repairs 

Pedestal repairs 

End diaphragm repairs 

1984 

Expansion joint modification 

Outside parapet modification 

Concrete overlay replacement 

Handrail removed 

Deck crack repairs 

1993 

Both structures widened 10'-4" towards and 19'-11 away from the Tri-State CL 

Added entrance and exit ramps 

Expansion joint replacement 

Intermediate diaphragm removal in the PPC spans 

Dolphin relocation 

PPC beam replacement in span 45 

1995 Expansion joint installation at pier 37 on Bridge Number 191 

2001 Expansion joint replacement at pier 15 and 50 

2011 

Expansion joint reconstruction 

Expansion joint replacement 

PPC Beam repairs 

Deck repairs 

Significant concrete repair to the majority of the substructures 

3.10.1.3 Condition 

As noted in the Tollway Bridge Inventory, the last inspection for the Mile 
Long Bridge occurred in 2011.  This inspection identified inventory and 
operating rating factors of 1.11 and 1.85, respectively, and health index 
scores of 72 out of 100 for both structures.  Additionally, the main bridge 
elements (for both structures) received the following general condition 
ratings: 
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 Deck Joints – Poor condition 

 Deck – Good condition 

 Superstructure – Good condition 

 Substructure – Poor condition   
 

Discussions with Tollway engineers, inspectors and consultants involved 
with the 2011 bridge rehabilitation confirmed the following: 

 

 Initial substructure repair estimates far exceeded the plan 
rehabilitation quantities resulting in pier cap and column patching 
throughout a majority of the bridge.  In general, these repairs 
provide only an interim mitigation and subsequent patching and/or 
substructure replacement will likely be required in the future. 

 Deck reconstruction and repairs near the south end of the bridge 
provide substandard concrete cover over the top reinforcement 
which resulted in early deck delamination and spalling across the 
deck.  Unless the deck is reconstructed to provide standard 
concrete cover, future deterioration and project cost are 
anticipated. 

 A life cycle cost analysis that compared total bridge replacement 
costs in Year 2017 vs. Year 2033 identified approximately $300M 
in overall project cost savings assuming the 2017 bridge 
replacement.  This detailed cost evaluation effort incorporated 
scheduled maintenance costs, anticipated bridge rehabilitation, 
mobilization and maintenance of traffic costs with a 3.25% federal 
interest rate and 5% escalation. 

 
Based upon these discussions and the condition of this structure, bridge 
rehabilitation alternatives will not be investigated in this study.  The team 
will continue this study based only on bridge replacement alternatives. 

3.10.1.4 Site Constraints 

3.10.1.4.1 Geometrics 

The Mile Long Bridge is predominantly along a tangent 
horizontal alignment with a curved approach alignment starting 
near pier 8 headed south.  To facilitate a phased approach to 
bridge reconstruction, the tangent roadway approach 
alignments could be modified to accommodate a shift in the 
bridge centerline north or south of its existing location.  
Additionally, horizontal alignment revisions of I-294 at the 
south end would be required if improvements (constructing C-
D ramps) at the Archer Avenue Interchange are considered.  
Note that the existing vertical profile is constrained from being 
lowered due to railroad and ship canal vertical clearance 
requirements; however, raising the profile will likely require the 
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existing overhead transmission wires at each end of the bridge 
to be raised and/or relocated.   

3.10.1.4.2 Topography 

The area under the Mile Long Bridge is relatively flat; however, 
it is not without its difficulties.  Staging will be difficult around 
both railroads, particularly BNSF where multiple tracks 
converge in their intermodal facility.  In addition to the 
railroads, there are two large waterways to work around, the 
Chicago Sanitary and Ship Canal as well as the Des Plaines 
River.  Depending on the structure type and the contractor’s 
means and methods, the potential for a causeway or barge 
work exists. 

3.10.1.4.3 Right of Way 

Existing right-of-way beneath the majority of the bridge 
footprint is extremely constrained.  Along most of the bridge 
length, Tollway right-of-way falls inside the limits of the outer 
bridge deck.  When the bridge was widened in the early 
1990’s, the Tollway purchased permanent easements at select 
locations to provide access to and perform maintenance along 
the newly widened bridge sections.  Further investigation will 
be needed to confirm the existing aerial easements across CN 
and BNSF properties.  Regardless of the proposed bridge 
rehabilitation or reconstruction, significant right-of-way 
easement and/or acquisition coordination will be required. 

3.10.1.4.4 Railroads 

As previously mentioned, the Mile Long Bridge crosses two 
railroads, CN and BNSF.  Existing horizontal and vertical 
clearances at the CN crossing, as taken from the as-built 
plans, are 36.66 feet and 25.66 feet, respectively.  CN’s 
minimum required vertical clearance is 23 feet.  The existing 
vertical clearances over BNSF, as taken from the as-built 
plans, vary from 30.5 feet in span 30 to 22 feet in span 48.  All 
spans, with the exception of span 48, satisfy BNSF’s minimum 
23’-4” vertical clearance requirements.  Most existing pier 
locations fall within BNSF’s preferred 25’-0” horizontal 
clearance requirements.  Close coordination with the railroad 
will be required to confirm placement of new piers within 
BNSF’s right-of-way. 

3.10.1.4.5 Utilities 

Various utilities, on, over, under, and adjacent to the existing 
bridge propose a potential concern in the reconstruction of the 
Mile Long Bridge.  On the bridge, a fiber optic conduit (Adesta) 
runs along the length of the bridge on the outside parapet of 
the northbound bridge.  Over the bridge, high-voltage 
transmission lines cross over spans 3 and 50.  Unfortunately, 
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no existing clearances were provided on the as-built plans; 
therefore, project survey in the preliminary design phase will 
be required to confirm actual existing clearances. 

 
Adjacent to the bridge, a 20 inch water main (Justice-Willow 
Springs) runs east from span 26 to the end of the bridge, 
approximately 8 feet south of the bridge.  Also adjacent to the 
bridge, an oil pipeline (Buckeye) runs eastward along the 
south side of the bridge from span 44 to span 36 where it 
crosses over to the north side of the bridge and runs east to 
the end of the bridge, approximately 5 feet north of the bridge.  
To accommodate any proposed widening, these utilities will 
likely need to be relocated to avoid interference with new pier 
foundations. 

 
There are numerous utility below grade crossings along the 
Mile Long Bridge.  Additional investigations and pot holing 
activities will be required to confirm existing and proposed 
utility conflicts.  See Table 3.15 below for additional utility 
crossing information. 

 

Table 3.15 

Utility Crossing Information 

Span Utility Crossing 

2 MCL & Sprint fiber optic 

3 Buckeye 

4 36"Ø Burr Ridge water main 

8 10"Ø BP gas main 

11 8"Ø Justice Willow Spring water main 

27, 28 12"Ø Justice Willow Spring water main 

35, 36 ComEd electric 

36 Buckeye gas main 

40 
15"Ø Hodgkins sanitary sewer, 4"Ø Nicor gas 

main, 14"Ø Hodgkins water main 

41, 44 ComEd electric 

50 
(2) ComEd electric, 24"Ø and 30"Ø NGPL gas 

main 

51 24"Ø NGPL gas 

52 54"Ø sanitary sewer 

3.10.1.4.6 Geology 

The low-lying area within the Mile Long Bridge limits is 
generally composed of a shallow layer of organic silty sand on 
top of silty sand and gravel with large boulders.  The organic 
silty sand layer is largest between the Chicago Sanitary and 
Ship Canal and the Des Plaines River.  A large layer of sandy 
silt and clayey silt exists between the BNSF yard and Santa Fe 
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Drive.  Bottom of footing elevations vary from EL 550.00 feet to 
EL 597.00 feet (approximately 4 to 17 feet below existing 
grade).  Estimated pile tip elevations vary from EL 560.00 feet 
to EL 580.00 feet resulting in pile lengths of 14 to 27 feet.   

3.10.1.4.7 Floodplain 

The Mile Long Bridge crosses three floodplains associated 
with the Des Plaines River, the Chicago Sanitary and Ship 
Canal, and the I&M Canal.  The substructures for any 
proposed replacement alternative will be such to maintain or 
increase the bridge opening associated with each waterway. 

3.10.1.4.8 Environmental 

For this study phase, both the Chicago Sanitary & Ship Canal 
and the Des Plaines River areas are identified wetland 
impacts.  In addition, hydric soils beneath spans 26-29 are 
assumed to be potential wetland area impacts.  Permanent 
and temporary easement requirements associated with the 
new pier construction and staging/cofferdam areas; 
respectively will need to be minimized to facilitate the 
environmental permitting activities. 

3.10.1.4.9 Chicago Sanitary and Ship Canal 

The Chicago Sanitary and Ship Canal crosses beneath the 
bridges between skewed Piers 9 and 10.  The bridge span 
measures 260-ft along the I-294 alignment providing 
approximately 246-ft of clear width between the pier column 
pedestals.   The ship canal is a defined navigational waterway 
as referenced in the US Army Corps of Engineer’s website 
(http://www.uscg.mil/hq/cg5/cg551/Bridge.asp).  Information 
from this source indicates the following navigational clearance 
requirements: 
 

Table 3.16 

Clearance Requirements 

Canal 
Mile 
Post 

USACE 
Miles 

Clear 
Width of 

Span  
(ft) 

Clear Height 
above low 

water datum 
(ft) 

Low water 
datum elevation 

18.1 309.3 242.0 39.0 577.50 

 
Based upon these sources, any new bridge layout configurations will need to 
equal or exceed the existing span dimensions at this location. 

3.10.2 Burlington Northern and Santa Fe (BNSF) Railroad Bridge 

Bridge Number 261, carrying BNSF RR over ML I-294, is a two span bridge 
with each span length 65’-7” long.  Superstructure consists of rolled steel 
beams supported on a median pier and high wall abutments at each end.  The 

http://www.uscg.mil/hq/cg5/cg551/Bridge.asp
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bridge has a 27 degree skew and is located at MP 26.6.  The bridge was 
originally constructed in 1958.  The superstructure is 49’ wide and carries 3 rail 
tracks. 

3.10.3 Bensenville Yard Bridges 

Bridge Number 396 (southbound) and No. 397 (northbound) carry Tri-State 
Tollway traffic, across Franklin Avenue, the Bensenville rail yard and Mannheim 
Road, in Franklin Park, IL.  These bridges are located just south of O’Hare 
Airport at MP 37.1.  These bridges were constructed in 1991 as part of a major 
bridge rehabilitation project.  The existing bridge, built in 1957, was partially 
demolished down to the substructure crash walls and reconstructed with new 
pier columns and bridge superstructures.  The reconstruction lengthened and 
widened them to their current configuration. 
 
The bridge typical sections each carry four travel lanes with median and outside 
shoulders.  As noted in the 1991 construction plans, the southbound and 
northbound baseline alignments are offset 39-ft, which results in an 
approximate 13.83-ft gap between back face of bridge concrete barriers along 
the length of the bridges.  Both bridges are located on separate horizontally 
curved and crest vertical curve alignments with fully super-elevated and 
normally crowned bridge sections.  The following table describes the current 
bridge configurations: 
 

Table 3.17 

Current Bridge Configurations 

Bridge Total 
Length 

(ft) 

No. of 
Spans 

Bridge 
Width  

(ft) 

Deck 
Thk 
(in) 

Max 
Span 

(ft) 

Skew (Varies) 

No. 396 
(I-294 SB) 

3151.54 28 76.17 7.5 128.76 0˚ to 57˚33’ 

No. 397 
(I-294 NB) 

3121.51 29 73.17 7.5 155.11 0˚ to 59˚48’ 

 
Bridge superstructures consist of 54-inch, 60-inch and 72-inch prestressed 
precast concrete girders; or 54-inch and 72-inch steel plate girders, depending 
upon the span location.  2-span to 6-span continuous units are provided along 
the bridges separated by steel finger joints, modular expansion joints or 
preformed joint strip seals accordingly. The bridge substructure at each location 
consists of two (2) pile bent abutments and pile supported multi-column piers.  
12-inch diameter concrete filled pipe pile support the bridge foundations. 
 
As noted in the 2012 Structure Inspection Field Report, the bridges are in good 
condition with condition codes of 7 for the bridge deck, superstructure and 
substructure components.  Note that current bridge load ratings identified 
inventory and operating rating factors of 0.54/0.56 and 0.91/0.89 for the 
southbound and northbound bridges, respectively which could become 
problematic with any continued deterioration, if the structure is not adequately 
maintained.  Bridge repair and rehabilitation history is summarized below: 
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Table 3.18  

Bridge Repair and Rehabilitation History 

Year Repair Work 

2001 

Drainage system installed at finger plate joints 
Removal and/or repair of finger plate joints at several locations 
Installation of modular expansion joint systems at Pier 20 
Removal and replacement of neoprene strip seal or preformed joint 
strip 

2008 

Expansion joint reconstruction 
Installation of  modular expansion joints at several locations 
Deck slab repair 
Cleaning and painting bridge superstructures 
Removal/replacement of bridge bearings 

 
As previously noted, the bridges primarily cross over the Bensenville rail yard 
consisting of the Canadian National Railroad (CNRR), CP Rail and Metra Line 
tracks.  These crossings occur beneath span 3 and spans 11 through 21.  
Based upon review of the 2008 bridge rehabilitation plans, a 22-ft. minimum 
vertical clearance dimension is noted beneath span 3.  Vertical clearances in 
spans 11 through 21 start at 31.17-ft. for span 11 and increases to 34.42-ft. at 
span 20 as the I-294 profile increases.  CNRR’s preferred minimum vertical 
clearance is 23-ft. 
 
There are numerous utilities throughout the project site, on, over and under the 
existing bridges.  On the bridge, a fiber optic conduit and general electrical for 
overhead bridge lighting runs the length of the bridges.  Underground water and 
gas utilities occur primarily beneath the spans crossing Franklin Avenue and 
Mannheim Road.  Utilities within the Bensenville rail yard will be difficult to 
confirm and additional coordination and investigations will be required with the 
railroads to better understand these potential conflicts. 

3.10.4 Pedestrian Bridge over ML (Bridge Number 263) 

Bridge Number 263, carrying an 11 foot wide pedestrian bridge over ML I-294, 
is a four span bridge with two main spans over ML of 112 feet long and two end 
spans of 16 feet length at each end.  Superstructure consists of a prefabricated 
tubular steel truss bridge supported on three piers and stub abutments at each 
end.  The bridge has 6 degree skew.  Bridge is located at MP 27.10.  The 
bridge was originally constructed in 1958 and deck was rehabilitated in 1993. 

3.10.5 Crossroad Bridge Number 247 

Bridge Number 247, Ramp A of the I-294 / I-55 interchange, carries traffic from 
northbound and southbound I-55 and westbound Joliet Road to I-294 
northbound.  The four span bridge is supported on five 58 inch steel plate 
girders for a total bridge length of 584.72 feet.  The existing structure depth is 
approximately 5.75-ft. Spans 2 and 3 of the bridge span across four lanes each 
of southbound and northbound I-294 traffic.  The typical section carries two 
travel lanes and two shoulders providing an out-to-out of 43.17 feet and is fully 
super-elevated through the entire length of the bridge.  The alignment of the 
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structure is a horizontal curve with a radius of 1909.86 feet and intersects I-294 
at a skew of approximately 25 degrees.  The superstructure is supported on 
three single column piers founded on steel piles and stub abutments founded 
on steel piles.  To meet clearance requirements, steel girders are supported by 
an integral steel diaphragm and pair of disc bearings at each pier.  The bridge 
was constructed in 1981 with rehabilitations in 1992, 2008, and a re-decking in 
2011. 

 
As noted in the 2013 bridge inspection, this bridge is in satisfactory condition 
with condition codes of 5, 6, and 6 for the bridge deck, superstructure, and 
substructure components, respectively.  In addition, this bridge has inventory 
and operating rating factors of 1.20 and 2.01, respectively. 

3.10.6 Retaining Walls 

Retaining walls are located throughout the project limits.  Most retaining walls 
consist of cast-in-place concrete and Mechanically Stabilized Earth (MSE) type 
walls as listed below: 

 

 Total Length of walls  – 68,054 feet 

 Concrete Barrier Wall – 1,857 feet - Avg. Ht. 2’-10” 

 Concrete Cantilever Wall – 36,569 feet – Avg. Ht. 9’-9” 

 MSE Concrete Block Wall – 10,446 feet – Avg. Ht. 15’-6” 

 MSE Concrete Panel Wall – 18,225 feet – Avg. Ht. 15’-6” 

 Misc. Walls – 957 feet - Avg. Ht. 2’-0” 

3.10.7 Noise Walls 

Noise walls are also located throughout the project limits and the various types 
are listed below: 

 

 Total Length – 95,425 feet 

 Composite Sound Barrier – 2,542 feet – Avg. Ht. 18’-9” 

 Concrete Sound Barrier – 70,570 feet – Avg. Ht. 17-7” 

 Wood Sound Barrier – 21,916 feet - Avg. Ht. 15-4” 

 Sight Screen Sound Barrier – 398 feet – Avg. Ht. 9’-0” 
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3.11 Utilities / Railroads 

The following major utilities exist along the Central Tri-State: 
 

 ComEd (electric) 

 Comcast (cable) 

 Nicor (gas) 

 AT&T (fiber optic and copper telecom) 

 G4S (fiber) 

 Illinois Tollway (fiber) 

 Level 3 (fiber-optic) 

 
Oil utilities and pole-mounted utility lines cross I-294 in various locations along the 
project. 
 
Table 3.19 summarizes the contact information for the various utilities located within 
the Corridor. 
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Table 3.19 

Existing Utilities 

 

 
Utility Company Utility Company Address 

Utility Company 
Contact Person 

Contact Person 
Telephone Number 

(Fax Number) 

1 ComEd 
Two Lincoln Center 

8th Floor 
Oakbrook Terrace, IL 60181-4260 

John Pribich 630.437.2212 

2 Nicor Gas 
1844 Ferry Road 

Naperville, IL 60563 
Connie Lane 

Beverly Augsburg 

630.388.3830 / 
983.0639 

630.388.2357 

3 Illinois Tollway 
2700 Ogden Avenue 

Downers Grove, IL 60515 
Patricia Mathez 

630.241.6800 ext. 
3306 

4 
ATT 

Transmission 
866 Rock Creek Rd 

Plano, IL 60545 
Carl Donahue 

847.420.9115 
630.552.4677 
847.244.9597 

5 
AT&T Distribution 

(Local) 

ATT Legal Mandate 
1000 Commerce Dr 

Suite 116 
Oak Brook, IL 60523 

David Phelps  
(MP 17.6-26.9) 
Robert Elsinga 
(MP 26.9-30) 

630.573.6464 
630.573.5452 

6 ATT LNS 
4513 Western Ave 

Room 227 
Lisle, IL 60532 

Bobby Akhter 
630.719.1483 
630.512.7813 

7 Abovenet 
810 Jorie Blvd. 

Suite 300 
Oak Brook, IL 60515 

Tim Payment 630.203.8003 

8 BP/Amoco 
28100 Torch Parkway 
Warrenville, IL 60555 

Chris T. McPike 630.836.3694 

9 
G4S (Formerly 

Adesta) 
1428 Sherman Road 
Romeoville, IL 60446 

Lou Uridil 
630.343.2815 
815.378.4755 

10 
City of 

Countryside 

ATTN: Water Department 
5550 East Avenue 

Countryside, IL 60525 

Michael Hartigan & 
Don Hecker 

708.485.2657 

11 Comcast 
688 Industrial Drive 
Elmhurst, IL 60126 

Martha Gieras (MP 
17.6-26.9) 
Tom Munar  

(MP 26.9-30) 

630.600.6352 
630.600.6316 
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Utility Company Utility Company Address 

Utility Company 
Contact Person 

Contact Person 
Telephone Number 

(Fax Number) 

12 
DuPage Water 
Commission 

600 E. Butterfield Road 
Elmhurst, IL 60126 

Mike Schweizer 630.834.0100 

13 
Enterprise TE 
Product P.L. 

P.O. Box 67 
Monee, IL 60449 

Mike Boomsma 708.906.8659 

14 

Flagg Creek 
Water 

Reclamation 
District 

7001  N. Frontage Road 
Burr Ridge, IL 60527 

Tom O'Connor (MP 
26.9-30) 

Mike Giacobbe Jr. 
(MP 26.9-30) 

630.323.3299 ext 
6125 

708.205.2009 

15 

Justice-Willow 
Spring Water 

(Hancock 
Engineering) 

9933 Roosevelt Rd. 
Westchester, L 60154 

Mark Volk 708.865.0300 

16 IDOT 
Permit Section, 4th Floor 

201 Center Ct 
Schaumburg, IL 60196 

    

17 
IL. American 

Water-Chicago 
Metro Div. 

1000 International Parkway 
Woodridge, IL 60517 

Isreal Sandoval 
630.719.1483 
630.512.7813 

18 
Integrity's Gas 

Group (Peoples 
Gas Light & Co.) 

130 East Randolph 
Chicago, IL 60601 

Juan Gonzalez 312-240-4722 

19 KDL, Inc. 

3701 Communications Way 
Evansville, IN 47715 

& 
13935 Bishops Drive 
Brookfield, WI 53005 

Lisa Whitehouse (MP 
17.6-26.9) 

Jim Kostuch  
(MP 26.9-30.0) 

812.759.2831 
262.792.7938 

20 
LaGrange 
Highlands 

Sanitary District 

5900 S. Willow Springs Road 
Office 33A-603 

LaGrange, IL 60525 
Jeffrey Shepler 708.246.5657 

21 
Level 3 

Communications, 
LLC 

1025 Eldorado Blvd 
Broomfield, CO 80021 

Danett Kennedy (MP 
17.6-26.9) 

John Dykstra  
(MP 26.9-30.0) 

720.888.6461 
708.410.1683 

22 Lightcore 
1151 Century Tel  DriveBuilding 

AWentzville, MO 63385 
Kirk Thoelke 636.887.4752 
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Utility Company Utility Company Address 

Utility Company 
Contact Person 

Contact Person 
Telephone Number 

(Fax Number) 

23 MCI 

OSP National 
Support/Investigations 
2400 North Glenville 

Richardson, TX 75082 

Dean Boyers 972.729.6322 

24 M.W.R.D. 
111 East Erie 

Chicago, IL 60611 
Colin Devitt 312.751.3234 

25 
Natural Gas 
Pipeline Co. 

370 Van Gordon 
Lakewood, CO 80228 

Greg Smith 303.914.7848 

26 
Redspeed Illinios, 

LLC 
400 Eisenhower Lane North 

Lombard, IL 60148 
Jose Chavez 630.317.5700 

27 
RVP Fiber/ US 

Exchange 

US Signal 
201 Iona Ave, SW 

Grand Rapids, MI 49503 
Chris Lentine 616.988.7194 

28 Sprint 
9455 Enterprise Dr 
Mokena, IL 60448 

Spencer Foster (MP 
17.6-26.9) 

815.955.9493 

29 
Village of 

Bridgeview 
7500 South Oketo 

Bridgeview, IL 60455 
Nick Lamnatos 
John Kranersky 

708.924.8053 

30 
Village of Burr 

Ridge 
451 Commerce St 

Burr Ridge, IL 60527 
Paul May 630.323.4733 x6000 

31 
Village of Hickory 

Hills 
7700 West 98th St 

Hickory Hills, IL 60457 
Larry Boettcher 708.598.7855 

32 Village of Hillside 
4151  May St 

Hillside, IL 60162 
Joseph Pisano 708.202.3452 

33 
Village of 
Hinsdale 

19 East Chicago Ave 
Hinsdale, IL 60521 

Dan Deeter, P.E. 630.789.7030 

34 

Village of 
Hodgkins (Frank 

Novotny & 
Associates) 

825 Midway Drive 
Willowbrook, IL 60527 

Jim Cainkar 630.887.8640 

35 
Village of Indian 

Head Park 
201 Acacian Drive 

Indian Head Park, IL 60525 
Edward R. Saten Jr. 708.246.1233 x1 
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Utility Company Utility Company Address 

Utility Company 
Contact Person 

Contact Person 
Telephone Number 

(Fax Number) 

36 Village of Justice 
8748 West 82nd Place 

Justice, IL 60458 

Ken White, Jim 
Lirquin,  

John Hoefferle 
708.458.2961 

37 
Village of Oak 

Lawn 
9446 South Raymond 

Oaklawn, IL 60453 
Ken Ritter 708.499.7746 

38 

Village of Oak 
Brook 

(Department of 
Public Works) 

1200 Oak Brook Road 
Oak Brook, IL 60523 

Jim Bosma 630.368.5142 

39 
Village of 

Western Springs 
740 Hillgrove Avenue 

Western Springs, IL 60558 
Matt Supert 708.246.1800 x276 

40 
Village of Willow 

Springs 
1 Village Circle 

Willow Springs, IL 60480 
John Dehaan 708.839.3027 

41 
Wood River Pipe 
Lines-Buckeye 

Partner 

5 Tek Park, 9999 Hamilton Blvd 
Breinigsville, PA 18031 

Jomarie Jenkins 610.904.4138 

42 XO Illinois 
810 Jorie Blvd. 

Suite 200 
Oak Brook, IL 60515 

Randy Wood 630.371.3159 

43 
Magellan Pipeline 

Co. 
O'Hare Airport     
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Ten railroad crossings are located within the Corridor and shown in Table 3.20. 
 

Table 3.20 

Railroad Structures 

Bridge 
Number 

Mile 
Post 

Tollway 
Crossing 
Over or 
Under 

Railroad 
Metra usage 
of rail line 

Billboard 
language 

in 
agreement 

191/192 
Mile Long 

Bridge 
21.5 O 

Canadian National  
(formerly Illinois Central and Gulf, 

Mobile and Ohio) 

 Yes 

Atchison, Topeka and Santa Fe  Yes 

Illinois Central Railroad 
(formerly Chicago, Central and 

Pacific) 

BNSF 
Heritage 

Corridor line 
 

261 26.90 U 
Burlington Northern Santa Fe 
(formerly Chicago, Burlington and 

Quincy) 

BNSF 
Railway line 

 

219/220 31.50 O 
Illinois Central  

(formerly Chicago, Central and 
Pacific) 

 Yes 

219CD 31.50 O 
Illinois Central  

(formerly Chicago, Central and 
Pacific) 

 Yes 

229/230 33.00 O 
Union Pacific  

(formerly Chicago and North 
Western) 

UP West line  

231/232 33.18 O 
Union Pacific  

(formerly Chicago and North 
Western) 

  

287/288 35.80 O 
Union Pacific 

(formerly Chicago and North 

Western) 
  

396/397 
Bensenville 
Yard Bridge 

37.20 O 

Canadian National and 
Canadian Pacific 

(formerly Soo Line and Chicago, 
Milwaukee, St. Paul and Pacific) 

BNSF 
Milwaukee 

District North 
line  

* separate 

Metra 
agreement 

Yes 

391/392 39.30 O 
Canadian National 

(formerly Soo Line and Chicago, 
Milwaukee, St. Paul and Pacific) 

BNSF North 
Central 

Service line 
Yes 

 
In reviewing the railroad agreements, coordination of Tollway project related plans, 
specifications and construction are required with the railroad agency.  Costs 
associated with the project, including railroad review and associated construction costs 
for inspection and/or flagmen, are to be paid by the Tollway Authority.   
 
There is language in a few of the agreements regarding impacts to billboards 
indicating that the Tollway Authority is responsible for relocation costs, relocation 
negotiation, and lost compensation. 



Central Tri-State Tollway (I-294) │ 95th Street to Balmoral Ave. │ Corridor Concept Study 

 

 

Page | 50 | September, 2014   

3.12 Intergovernmental Agreements 

Within the Corridor, there are several interchanges, crossroad bridges, utility crossings 
or other elements that require an Intergovernmental Agreement between the Tollway 
Authority and a local agency, see Table 3.21. 

 

Table 3.21 

Intergovernmental Agreements 

Jurisdiction Location 
Mile 
Post 

Illinois Department of 
Transportation (IDOT) 

95th Street 17.5 

Cook County 87th Street 18.7 

Cook County Roberts Road 18.8 

Cook County 88th Avenue 20.0 

IDOT Archer Avenue 20.3 

IDOT LaGrange Road 20.9 

Forest Preserve 
Illinois Michigan Canal, including 
paths and Des Plaines River 

21.5 

Metropolitan Water 
Reclamation District 

Chicago Ship and Sanitary Canal 21.5 

Village of Hodgkins Santa Fe Drive 21.5 

Commonwealth Edison 75th Street 21.5 

Cook County 5th Avenue 22.6 

IDOT Willow Springs Road, 75th Street 22.8 

IDOT I-55 23.1 

Cook County Wolf Road 23.3 

IDOT Joliet Road 23.6 

IDOT Ramp A, I-55 24.2 

Cook County Plainfield Road 24.4 

IDOT 55th Street 25.5 

IDOT 47th Street 26.5 

IDOT Ogden Avenue 27.5 

IDOT 31st Street 28.5 

IDOT Cermak Road 29.5 

IDOT E-W Connector (I-88 ramps) 138.7 

IDOT Roosevelt Road, including Ramp A 30.5 

IDOT Butterfield Road 31.3 

IDOT I-290, Eisenhower Expressway 31.7 

IDOT St. Charles Road 32.5 

IDOT Lake Street / North Avenue 33.6 

IDOT Grand Avenue 35.4 

IDOT Wolf Road 36.4 

Village of Franklin Park Franklin Avenue 37.2 

IDOT Mannheim Road 37.2 

Village of Franklin Park Front Street 37.2 

IDOT Irving Park Road 38.3 

IDOT Lawrence Avenue 39.0 
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Jurisdiction Location 
Mile 
Post 

Village of Rosemont Balmoral Avenue 39.8 

3.13 Known Adjacent Projects 

Adjacent studies / projects that are known along the corridor include Ogden Avenue, I-
55 Managed Lanes study, North Avenue interchange improvements, EOWA, and I-290 
add lanes / managed lanes Phase I study. 

3.14 Lessons Learned 

Past programs that include “4 for the Future” and Congestion Relief Program (CRP) 
that included the ORT work along with the current Interstate 90 reconstruction has 
provided several “Lessons Learned” that should be avoided if possible for this Central 
Tri-State project. This will help the Tollway in developing a reconstruction plan with 
limited funds and address those issue areas that have caused problems during past 
construction projects. 
 
Areas to address during the master plan and design phases include: 

 Features built by the add lanes program have been reconstructed since 
(Cermak Road bridge was reconstructed by the Plaza 35 ORT project). 

 Impacting traffic multiple times within the project area due to not reconstructing 
existing Lanes 1 and 2. 

 Improving all features except for a difficult one like the NB to WB loop ramp. 

 Single lane counterflow lanes are inefficient and should be avoided. 

 Define project limits that address traffic and contractor’s needs. 

 Complete full ramp reconstruction during major projects. 

 Do not try placing embankment during early spring. 

 ROW acquisition controlling project development. 

 Arterial road impacts all during the same year. 

 Maximize contractor competition. 

 Spread the advance retaining wall / bridge contracts out over two years but give 
float in the schedule for utility delays. 

 DSE’s need to ensure the Tollway has the property to build the improvements. 

 Minimize activities that are affected by the 401 / 404 permit in the first year of 
construction. 

 Construct mainline bridges with adjacent roadways. 

 Construct crossroad bridges prior to the mainline roadway. 

 Relocate Tollway fiber well in advance of starting any work. 

 Limit winter construction. 

 Allow time for beam fabrication or put out advance procurement contracts. 

 Locate areas that could be utilized both as contractor lay down areas and 
stormwater detention and acquire these properties early. 

 Proposed work to adjacent routes (I-355 and I-80) should occur before or after 
the proposed Central Tri-State improvements to avoid construction on adjacent 
alternate routes. 

 Planned rehabilitation work on I-294 outside the Central Tri-State’s project limits 
should occur at the same time as traffic is already impacted by the I-294 work. 
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4.0 DESIGN CRITERIA 

The Corridor followed design criteria based on current Illinois Tollway guidelines and 
standards. 

5.0 ALTERNATIVES 

The Central Tri-State was scoped to just have all lanes reconstructed as part of the Move 
Illinois program due to the age of the existing mainline pavement. After further discussion and 
due to the capacity issues that occur within the corridor and the fact that this is a major freight 
truck route, it was decided to compare the reconstruction alternate with three other 
alternatives. The alternatives include adding a Lane 0 to the inside (4.5’ additional 
pavement), add an additional mainline lane (12’ additional pavement), and add an additional 
mainline lane with Lane 0 (16.5’ additional pavement). 
 
The future use of Lane 0, whether for buses or general traffic, has different requirements.  At 
horizontal curves, the inside shoulder may be widened to incorporate a 60 MPH design 
speed for passenger cars on Lane 0.  Along tangent sections, less width may be required.  
Using Lane 0 widths to match the context of specific segments of the Central Tri-State would 
allow for the utility of a variable width as needed to help reduce the cost. Further investigation 
of the Lane 0 width should be completed in the Master Plan study. 
 
The existing pavement varies in age from 22-56 years from initial construction of the 
respective lane.  At this time, repair and rehabilitation work has been occurring since the 
addition of Lane 4 in 1992 at approximately 10 year intervals.  The pavement is reaching the 
end of its design life and all alternatives include reconstructing the mainline pavement. 
 
Work to mainline bridges could include: 

 Remove / replace the existing bridge deck and / or widen the bridge deck 

 Reconstruct the bridge to the proposed width to accommodate a 120 kip load rating  
 

Ramps would include localized repairs. 

5.1 Alternative 1 – Reconstruction 

Alternative 1 is to reconstruct the existing pavement with 4 lanes in each direction.   
 
The proposed typical section would be three-12 foot lanes (lanes 1-3), one-13 foot 
lane (lane 4), an 11 foot outside shoulder, an 11.5 foot inside shoulder and 3.5 feet to 
the median barrier centerline.  Existing auxiliary and collector-distributor (C-D) lanes 
are to be replaced throughout the corridor as needed. 

5.2 Alternative 2 – Reconstruction with Lane 0 

Alternative 2 is to reconstruct the existing pavement with 4 lanes in each direction 
using a wider than standard Lane 1 and median shoulder (Lane 0).   
 
The proposed typical section would be one-14 foot lane (lane 1), two-12 foot lanes 
(lanes 2-3), one-13 foot lane (lane 4), an 11 foot outside shoulder, a 14 foot inside 
shoulder and 3.5 feet to the median barrier centerline.  Existing auxiliary and collector-
distributor (C-D) lanes are to be replaced throughout the corridor as needed. Lane 1 
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could remain a 12 foot lane with the additional width provided to the inside shoulder 
(Lane 0) where needed. Further investigation should be completed in the Master Plan 
study. 

 
Existing retaining walls will be replaced. 

5.3 Alternative 3 – Reconstruction with Widening 

Alternative 3 is to reconstruct the existing 4 lanes of pavement and add a 5th lane in 
each direction.   
 
The proposed typical section would be four-12 foot lanes (lanes 1-4), one-13 foot lane 
(lane 5), an 11 foot outside shoulder, an 11.5 foot inside shoulder and 3.5 feet to the 
median barrier centerline.  Existing auxiliary and collector-distributor (C-D) lanes are to 
be replaced throughout the corridor as needed. 

 
Existing crossroad bridges and retaining walls will be replaced. 

5.4 Alternative 4 – Reconstruction with Widening with Lane 0 

Alternative 4 is to reconstruct the existing 4 lanes of pavement and add a 5 lane in 
each direction using a wider than standard Lane 1 and median shoulder (Lane 0). 
 
The proposed typical section would be one-14 foot lane (lane 1), three-12 foot lanes 
(lanes 2-4), one-13 foot lane (lane 5), an 11 foot outside shoulder, a 14 foot inside 
shoulder and 3.5 feet to the median barrier centerline.  Existing auxiliary and collector-
distributor (C-D) lanes are to be replaced throughout the corridor as needed. Lane 1 
could remain a 12 foot lane with the additional width provided to the inside shoulder 
(Lane 0) where needed. Further investigation should be completed in the Master Plan 
study. 

 
Existing crossroad bridges and retaining walls will be replaced. 

6.0 PROPOSED IMPROVEMENTS 

6.1 Typical Section 

The typical section for the four alternatives is described above. Drawings of the typical 
sections can be found in Exhibit 6.1. 

6.2 Mainline Geometrics 

Although the existing facility was designed using a 60 mph design speed, the Corridor 
was evaluated based on the potential to increase the design speed.  Table 6.1 below 
shows the locations of horizontal geometric constraints for areas below a 70 mph 
design speed. 
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Table 6.1 

Design Speed Based on Existing Geometry 

M.P. Location 
Direction 
of Travel 

Location 
of 

Obstacle 

Exist 
CL 

Radius 
(ft) 

Design 
Speed 

based on 
Existing 

Geometry 

Geometry Feature Limiting 
Horizontal Stopping Sight 

Distance 
(if any) 

20.3 
under Archer 

Ave. 
NB Median 2,865 55 

Bridge Pier on Inside (Left) 
in median 

20.3 
under Archer 

Ave. 
SB Outside 2,865 55 

Bridge Pier near outside 
(right) shoulder 

20.9 
Over US 
12/20/45  

NB Outside 2,865 65 Bridge parapet 

21.0 
over US 
12/20/45 

SB Median 2,865 65 Median barrier (inside) 

27.4 North of US 34 SB Median 2,864 65 Median barrier (inside) 

30.3 South of IL 38 SB Median 2,865 65 Median barrier (inside) 

30.9 South of I-88 NB Median 2,867 65 Median barrier (inside) 

30.9 South of I-88 SB Outside 2,867 65 Bridge parapet 

35.3 
over Grand 

Ave. 
NB Outside 2,864 65 Bridge parapet 

35.3 
over Grand 

Ave. 
SB Median 2,864 65 Bridge parapet 

37.2 
Bensenville 
Yard Bridge 

NB Median 3,274 65 
 

37.2 
Bensenville 
Yard Bridge 

SB Outside 3,274 65 
 

39.8 
South of 

Balmoral Ave. 
NB Median 2,865 65 Median barrier (inside) 

 

6.2.1 Description of Proposed Conditions 

The thirteen locations with limited horizontal stopping sight distance, identified 
in Table 6.1 above, were reevaluated using the proposed improvement typical 
section for Alternative 4 (reconstruction with widening with Lane 0) since it 
represents the full build out condition. 
 
The proposed typical section for the future widening and reconstruction of the 
Corridor consists of five lanes in each direction with a 14 foot inside lane (Lane 
1), three 12 foot middle lanes (Lanes 2 thru 4), and a 13 foot outside lane (Lane 
5 – striped for a 12 foot lane). Northbound and southbound traffic will be 
separated by a 35 foot median consisting of a 7.0 foot center median barrier 
and a 14.0 foot shoulder on each side.  Outside shoulders along the mainline 
will be 11 foot wide.  
 



Central Tri-State Tollway (I-294) │ 95th Street to Balmoral Ave. │ Corridor Concept Study 

 

 

Page | 55 | September, 2014   

Each of the geometric constraints in Table 6.1 was evaluated and discussed 
below. Table 6.2 shows possible increased design speed based on proposed 
geometric changes at each location. 
 

Table 6.2 

Design Speed Based on Proposed Geometry 

M.P. Location 
Direction 
of Travel 

Location 
of 

Obstacle 

Exist 
CL 

Radius 
(ft) 

Prop. CL 
Radius 
(ft)  (if 

different) 

Design 
Speed 

based on 
Prop. 

Geometry 

Geometry Feature 
Limiting Horizontal 

Stopping Sight Distance 
(if any) 

20.3 
under Archer 

Ave. 
NB Median 2,865 3500 70 

Bridge Pier on Inside (Left) 
in median 

20.3 
under Archer 

Ave. 
SB Outside 2,865 3500 65 

Bridge Pier near outside 
(right) shoulder 

20.9 
Over US 
12/20/45  

NB Outside 2,865 3500 65 Bridge parapet. 

21.0 
over US 
12/20/45 

SB Median 2,865 3500 70 Bridge parapet. 

27.4 
North of US 

34 
SB Median 2,864 3300 70 Median barrier (inside). 

30.3 
South of IL 

38 
SB Median 2,865  70 Median barrier (inside). 

30.9 South of I-88 NB Median 2,867 3100 70 Median barrier (inside). 

30.9 South of I-88 SB Outside 2,867 3100 70 Bridge parapet. 

35.3 
over Grand 

Ave. 
NB Outside 2,864 2750 70 

Includes EOWA 
Interchange. 
Centerline revised for new 
Interchange. 

35.3 
over Grand 

Ave. 
SB Median 2,864 2750 70 

Median barrier. Centerline 
revised for new EOWA 
Interchange. 

37.2 
Bensenville 
Yard Bridge 

NB Median 3,274  70 
 

37.2 
Bensenville 
Yard Bridge 

SB Outside 3,274  65 
 

39.8 
South of 
Balmoral 

Ave. 
NB Median 2,865  70 Median barrier (inside). 

 

6.2.1.1 I-294 under IL 171 (Archer Avenue) 

The existing median and shoulder bridge piers for the structures that 
carry northbound and southbound Archer Avenue over the I-294 Tollway 
are located along a horizontal curve on I-294 with a radius of 
approximately 2,865 feet. These piers present stopping sight distance 
constraints for northbound traffic in Lane 1 and southbound traffic in 
Lane 4. The maximum speed, based on existing horizontal geometric 
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conditions is 55 mph for northbound and for southbound, as indicated in 
Table 6.1. 
 
A larger radius of 3,500 feet is proposed for the horizontal curve at the 
location to improve the sight distance concerns and evaluate the 
possibility of increasing the speed limit. Also, the proposed wider median 
and Lane 1 help to address the sight distance concerns. 
 
The design speed based on the proposed horizontal geometry, increases 
to 70 mph on northbound Lane 1 and 65 mph on southbound Lane 5. It 
was assumed that a bridge pier may be placed at the outside shoulder 
due to the increased span and a desire to construct a collector-distributor 
(C-D) road adjacent to both directions. The tangent section of the 
mainline between Archer Avenue and US 12 / 20 / 45 has been realigned 
and shifted to the south to accommodate the proposed C-D roads. 
Realignment of the existing ramps and replacement of both crossroad 
bridges is necessary due to the shift in the mainline pavement. 

6.2.1.2 I-294 over US 12 / 20 / 45 (LaGrange Road) 

The existing mainline structures that carry I-294 over US 12 / 20 / 45 are 
approximately 1,000 feet south of the Mile Long Bridge and are within a 
horizontal curve with a radius of approximately 2,865 feet. The existing 
bridge parapets and median barrier present stopping sight distance 
concerns for northbound traffic in Lane 4 and southbound traffic in Lane 
1, respectively. The design speed based on existing horizontal geometric 
conditions is 65 mph for northbound and 65 for southbound, as indicated 
in Table 6.1. 
 
A larger radius of 3,500 feet is proposed for the horizontal curve at the 
location to improve the sight distance concerns and evaluate the 
possibility of increasing the design speed. Also, the proposed wider 
median and Lane 1 help to address the sight distance concerns. These 
proposed improvements will require retaining walls to limit the amount of 
proposed right-of-way (ROW). The Point of Tangent (PT) of both the 
existing and proposed horizontal curves is located on the Mile Long 
Bridge. 
 
The design speed based on the proposed horizontal geometry remains 
at 65 mph for northbound and increases to 70 mph on southbound Lane 
1. 

6.2.1.3 I-294 north of US 34 (Ogden Avenue) 

Approximately 2,500 feet north of US 34 is a horizontal curve with a 
radius of approximately 2,865 feet. I-294 runs parallel to and east of Salt 
Creek at this location, later crossing it to the north. The existing median 
barrier wall presents stopping sight distance concerns for southbound 
traffic in Lane 1. The design speed based on existing horizontal 
geometric conditions is 65 mph, as indicated in Table 6.1. 
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A larger radius of 3,300 feet is proposed for the horizontal curve at this 
location to improve the sight distance concerns and evaluate the 
possibility of increasing the design speed. Also, the proposed wider 
median and Lane 1 help to address the sight distance concerns.  
 
The design speed based on the proposed horizontal geometry increases 
to 70 mph on the southbound Lane 1. 

6.2.1.4 I-294 south of IL 38 (Roosevelt Road) 

Approximately 1,700 feet south of IL 38 is a horizontal curve with a 
radius of approximately 2,865 feet. This curve is just north of the Cermak 
Toll Plaza (Plaza 35). The existing median barrier wall presents stopping 
sight distance concerns for southbound traffic in Lane 1. The design 
speed based on existing horizontal geometric conditions is 65 mph, as 
indicated in Table 6.1. 
 
An existing curve through the plaza, with a radius of 12,000 feet is 
separated from the above curve by a tangent section of length 585 feet. 
Since the tangent section is less than the minimum Tollway criteria of 
600 feet, increasing the radius of the 2865 foot radius curve would 
further decrease the tangent length, which may not be desirable.  
However, the proposed wider median and Lane 1 help to improve 
visibility slightly, but the design speed remains at 65 mph on the 
southbound Lane 1. 

6.2.1.5 I-294 south of I-88 (Reagan Memorial Tollway) 

Between the IL 38 (Roosevelt Road) and the I-88 interchange is a 
horizontal curve with a radius of approximately 2,867 feet. The existing 
bridge parapet and median barrier present stopping sight distance 
concerns for southbound traffic in Lane 4 and northbound traffic in Lane 
1, respectively.  The design speed based on existing horizontal 
geometric conditions is 65 mph for southbound and northbound, as 
indicated in Table 6.1. 
 
A larger radius of 3,100 feet is proposed for the horizontal curve at the 
location to improve the sight distance concerns and evaluate the 
possibility of increasing the design speed.  Also, the proposed wider 
median and Lane 1 help to address the sight distance concerns.  
 
The design speed based on the proposed horizontal geometry increases 
to 70 mph for northbound and southbound. 

6.2.1.6 I-294 over Grand Avenue 

The existing mainline I-294 over Grand Avenue is within a horizontal 
curve with a radius of approximately 2864 feet.  The existing bridge 
parapet and median barrier present stopping sight distance concerns for 
northbound traffic in Lane 4 and southbound traffic in Lane 1, 
respectively. The design speed based on existing horizontal geometric 
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conditions is 65 mph for northbound and southbound, as indicated in 
Table 6.1. 
 
The Elgin O’Hare Western Access has a proposed system interchange 
with the Tri-State Tollway within this horizontal curve.  To accommodate 
the new interchange ramps the mainline centerline is proposed to be 
shifted to the west and the radius reduced to 2750 feet.  However, 
because of the wider median and northbound auxiliary lanes, the design 
speed increases to 70 mph for both northbound and southbound. 

6.2.1.7 I-294 over Bensenville Yard (Bensenville Bridge) 

The existing mainline structures that carry I-294 over the rail yard are 
within a horizontal curve with a radius of approximately 3,274 feet. The 
existing bridge parapets and median barrier present stopping sight 
distance concerns for southbound traffic in Lane 4 and northbound traffic 
in Lane 1, respectively. The design speed, based on existing horizontal 
geometric conditions, is 65 mph for northbound and southbound, as 
indicated in Table 6.1. 
 
Constructing a curve with a larger radius to address the sight distance 
concerns will shift the alignment to the west with potentially significant 
impacts to rail operations. Also, additional ROW may be required to 
improve the curve. Due to the potential to significantly impact rail 
operations and tracks, and need for railroad ROW, it is recommended 
that this alignment be maintained. However, the proposed wider median 
and Lane 1 help to improve visibility slightly, increasing the design speed 
limit to 70 mph on the northbound Lane 1. There is no improvement in 
the southbound direction. 

6.2.1.8 I-294 under Balmoral Avenue 

The median barrier wall along a horizontal curve just south of Balmoral 
Avenue, with a radius of approximately 2,685 feet, presents stopping 
sight distance concerns for northbound traffic in Lane 1. The design 
speed, based on existing horizontal geometric conditions is 65 mph, as 
indicated in Table 6.1. 
 
Constructing a curve with a larger radius to address the sight distance 
concerns will shift the alignment to the east with potentially significant 
impacts to various businesses.  Due to the potential to significantly 
impact commercial business, it is recommended that this alignment be 
maintained. However, the proposed wider median and Lane 1 help to 
improve visibility slightly, increasing the design speed to 70 mph on the 
northbound Lane 1.  

6.2.1.9 Recommendations 

Based on a preliminary evaluation of the available horizontal stopping 
sight distance for proposed conditions an increase in design speed from 
60 mph to 70 is constrained at 3 locations along the corridor.  It is 
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recommended that these locations be further evaluated to determine the 
feasibility of increasing the design speed to 70 mph. 
 
However, an increase in design speed to 65 mph is possible if the: 
 

 horizontal curve radii are increased as discussed above, 

 Lane 1 is widened to 14 feet, 

 Median width is increased to 17.5 feet 
 

Based on an increase in design speed, it may be possible to raise the 
posted speed limit, but this should be studied further in future design 
studies.  
 

Refer to Exhibits 6.2.1 through 6.2.7. 

6.3 Interchanges 

The project team reviewed and evaluated previously prepared technical 
memorandums by Tollway Engineering and other consultants on improving capacity 
and operational issues at the interchanges.  The findings in this report should be 
refined further during future design studies to more accurately evaluate deficiencies 
and improve traffic performance, identify right-of-way limits, potential environmental 
impacts, utility issues and costs. 

6.3.1 I-90 EB to I-294 NB 

The eastbound I-90 to northbound I-294 loop ramp will be reconstructed as part 
of the Illinois Tollway East I-90 Corridor widening project.  The Tollway indicated 
that trucks were overturning on the loop ramp due to the trucks engaging the 
ramp at higher than posted operational speeds.  The reconstruction project 
plans to restripe an exit only lane leading to this ramp, and therefore dropping 
the number of eastbound through lanes from 4 to 3 at the eastbound I-90 to 
northbound I-294 exit.  The exit only lane should allow greater transition time 
from mainline to ramp operational speeds, and this, coupled with ramp 
reconstruction, should reduce the potential for overturning.  Refer to Exhibit 
6.3.1. 

6.3.2 NB I-294 / I-90 Major Divergence 

The northbound I-294/I-90 major divergence was the subject of a January 2008 
technical memorandum prepared by Christopher B. Burke Engineering, Ltd.  
The recommended alternate of that memorandum of providing an additional 
northbound I-294 through lane through this major divergence will be 
implemented under this proposed undertaking.  The additional northbound I-294 
through lane addresses the concepts of lane balance and basic number of 
lanes, refer to Exhibit 6.3.2.  The project team evaluated the following: 
 

Options Explored / Constraints / Potential Environmental Impacts 

 Add an additional northbound I-294 through lane starting north of the 
CN railroad crossing, continuing through the Balmoral Avenue 
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structure, and into the major divergence leading to I-90.  The 
additional mainline through lane is being provided to accommodate 
lane balance and basic number of lanes, and will end following the 
major divergence. 

 The proposed northbound I-294 through lane will result in adverse 
impacts to several residential properties that are located adjacent to 
the existing retaining wall between the limits of the CN railroad and 
Balmoral Avenue.    Those impacts cannot be avoided under the build 
alternative. 

 The inclusion of additional I-294 mainline capacity will move traffic, 
including significant truck volumes, closer to adjacent residential 
areas between the CN railroad and Balmoral Avenue.  This action 
may require the introduction of noise barrier walls to mitigate potential 
noise impacts.  

 
Design Deviations 
Illinois Tollway policy for a system-to-system major divergence requires the 
widening of the interior lane from 1 lane to two lanes over a distance of 
1,000-feet in order to provide the motorist in that lane the necessary 
decision sight distance to select either direction in the divergence without 
having to switch lanes.  The proposed lane addition for this major 
divergence provides 764-feet of decision sight distance.  This exception is 
desirable as it would eliminate the impacts to the CN railroad structure. 
 
Structures 
The Balmoral Avenue structure was constructed in anticipation of the 
additional northbound I-294 through lane going into the major divergence; 
therefore, no additional structure modifications are required at that location.  
The proposed lane-addition design at the major divergence would not 
require modifications to the existing CN Line railroad structure. 

6.3.3 I-294 at Irving Park Road 

The I-294 at Irving Park Road interchange was the subject of an August 18, 
2006 technical memorandum prepared by CH2M Hill.  The memorandum 
concluded that given the potential long term plans by IDOT to convert Irving 
Park Road / Mannheim Road to a single-point interchange and the fact that the 
recent ORT plaza improvements had minimized the adverse impacts to on the 
Tollway system, no additional improvements were recommended at this time. 
Should IDOT pursue improvement plans at the intersection in the future, it is 
recommended that alternatives which would eliminate traffic backups on the 
Tollway system be explored, refer to Exhibit 6.3.3.  The project team evaluated 
the following: 
 

Options Explored / Constraints / Potential Environmental Impacts 

 Increase the I-294 mainline capacity by adding an additional through 
lane in each direction of travel, thus providing a proposed typical 
section of 5-through lanes in each direction (northbound and 
southbound), south of Irving Park Road.  The mainline I-294 already 
has 5-through lanes in each direction north of Irving Park Road. 
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 Widening and reconstruction of the Irving Park Road structures to 
accommodate the proposed additional through lanes on the I-294 
mainline south of Irving Park Road.  Additional through lane capacity 
would be added while maintaining the auxiliary lanes required for 
ramp operations and the southbound exit to the O’Hare Oasis. 

 The proposed radius of the southbound I-294 to eastbound Irving 
Park Road loop ramp (southwest quadrant) will be reduced in order to 
accommodate an additional southbound through lane.   Maintaining 
the ramp’s existing radius cannot be done without impacting the 
Mirage Restaurant and Banquet Hall and the Four Points Sheraton 
Chicago O’Hare Airport hotel commercial business adjacent to the 
southwest quadrant loop ramp.    The face of one of the commercial 
structures is set back by 35-feet from the face of the ramp’s existing 
retaining wall.  Maintaining the ramp’s current radius would result in 
adverse impacts to the hotel business.  A reduction in the ramp’s 
radius should not result in adverse operational impacts. 

 The proposed radius of the eastbound Irving Park Road to 
northbound I-294 loop ramp (southeast quadrant) will be reduced in 
order to accommodate an additional northbound through lane on I-
294.  Maintaining the ramp’s existing radius cannot be done without 
impacting a rather extensive conveyance channel that abuts nearly 
half the circumference of the ramp’s outside retaining wall.  The 
channel appears to receive discharge from the detention pond 
located within the interior region of the southeast quadrant ramp, and 
is part of a conveyance network in the region.  A reduction in the 
ramp’s radius should not result in adverse operational impacts. 

 The westbound Irving Park Road to northbound I-294 directional 
ramp (northeast quadrant) should not require any modifications as 
five (5) northbound mainline through lanes are already present north 
of Irving Park Road.  In the event minor ramp realignment is 
necessary, it would not have an adverse impact to Wehrman Avenue 
or the residential structures bordering that local street.  

 The region adjacent to the southbound I-294 C-D roadway to 
westbound Irving Park Road directional ramp (northwest quadrant) is 
an undeveloped, wooded area; therefore, the potential for commercial 
and socio-economic impacts appears to be low.  There is a water 
channel / canal located adjacent to the directional ramp divergence 
from the southbound I-294 C-D roadway.  This channel appears to 
receive and convey discharge collected from O’Hare airport.  
Construction operations in this area would likely require in-stream 
work and compensatory storage mitigation, as well as coordination 
with the airport authorities.  The in-stream work and associated 
mitigation are unlikely to result in adverse environmental impacts. 

 The inclusion of additional I-294 mainline capacity will move traffic, 
including significant truck volumes, closer to the residential structures 
located on the east side of the mainline, south of Irving Park Road.  
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This action would likely require modifications and redesign of the 
existing noise barrier walls to mitigate for potential noise impacts. 

 
Design Deviations 
Potential design deviations include tighter loop ramp radii, reduced 

operating speeds on curves, and narrowing of shoulders to avoid 

retaining wall and residential and commercial impacts. 

Structures 
Modifications to the Irving Park Road structures would be required in 

order to accommodate additional mainline through lanes south of Irving 

Park Road. 

Right-of-Way 
Right-of-way acquisition will be required to in order to widen and provide 

the additional I-294 mainline capacity south of Irving Park Road. 

Other Considerations 
Potential in-stream work in the northeast quadrant will likely require 

compensatory storage mitigation on site.  Stream and drainage impacts 

in the northwest quadrant of the interchange would likely require 

coordination with O’Hare airport authorities, as the stream appears to 

receive discharge from the airport. 

6.3.4 I-294 at Elgin O’Hare Western Access 

The project team evaluated concept plans prepared by CH2M Hill on the 
connection of the Elgin O’Hare west bypass to the Central Tri-State.  Existing 
northbound and southbound I-294 for this analysis area begins just north of 
North Avenue and goes to a point approximately a quarter mile south of Wolf 
Road running along the existing I-294 alignment (Sta. 1957+60 to Sta. 
2100+00). The I-294 mainline roadway currently carries 4-through lanes in each 
direction of travel (northbound and southbound).  The alignment runs straight 
north and south from North Avenue and curves easterly as it crosses over 
Grand Avenue and the Union Pacific Railroad.  All of the shoulders northbound 
have a barrier wall or guardrail on the edge to shield slopes adjacent to the 
frontage road and the utilities running in between.  Much of the southbound 
lanes have guardrail also shielding against the steep slopes in the area of the 
mainline bridges. 
 
Adjacent to the northbound lanes is a frontage road (Northwest Avenue) that 
connects the commercial properties east of I-294 to North Avenue.  There is a 
frontage road on the west side of I-294 (County Line Road) that connects the 
commercial properties on the west side of I-294 to Grand Avenue and North 
Avenue, refer to Exhibit 6.3.4.  The project team evaluated the following: 
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Options Explored / Constraints / Potential Environmental Impacts 

 The proposed new interchange project to create access to the 
western side of O’Hare airport has been developed to tie into the 
proposed 5-lane section south of the interchange. 

 Increase the I-294 mainline capacity by adding an additional through 
lane in each direction of travel, thus providing a proposed typical 
section of 5-through lanes in each direction (northbound and 
southbound) with full pavement replacement south of the 
interchange. 

 CH2M Hill traffic analysis concluded that north of the west bypass 
interchange the proposed typical section will be reduced to 4-through 
lanes in each direction (northbound and southbound). 

 The proposed section will include a 35’ median with a concrete 
median barrier with the center lane using a managed lane section (14 
ft. lane). 

 The widening for the 5th lane will be proposed on the outside which 
will push I-294 closer to the frontage roads south of Grand Avenue.  
This will require barrier, retaining walls, and guardrail as necessary to 
protect slopes and utility poles.  Northwest Avenue will be pushed 
farther out which will require additional right-of-way for the 
construction. 

 In order to decrease impact to the commercial properties on the east 
side of I-294 in the area, the curve in the area of Grand Avenue and 
the Union Pacific Railroad would be pushed to the west using a 
reduced curve.   

 The profile grade in the area of the structures and the curve is 
proposed to be raised to make sure that bridge clearances for the 
roadway and railroad are met based on assumed bridge depths. 

 A sewer project for the Franklin Park interconnect sewer should be 
coordinated to avoid potential conflict with the improvements. 

 There are utility transmission towers at the south end of the 
interchange area that will need extensive utility coordination.  Where  
the transmission line crosses is very tight which may require some 
relocation of the towers in that area.  The distribution line continues to 
the north on both sides, and will require relocation on the east side 
since the widening impacts the lines.  There may be other spot 
relocations necessary due to the ramp connections and some 
relocation of the frontage roads. 

 At I-294 and IL 64 interchange, a new southbound exit ramp is 
proposed to enhance access to adjoining communities. 

 
Notable constraints to increasing mainline capacity include restricted right-of-
way, and the close proximity of commercial properties that are located close to 
the roadway.  At a minimum, the limited existing right-of-way and close 
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proximity of the properties may increase the complexity of construction and 
staging operations.  

6.3.5 I-294 / I-290 / I-88 

The I-294 / I-88 / I-290 system interchange was the subject of an April 24, 2009 
technical memorandum prepared by CH2M Hill.  The system interchange was 
also analyzed by Tollway Engineering and shared with the project team, refer to 
Exhibit 6.3.5.  The project team evaluated the following: 
 

Operational Deficiencies 

 The first area of concern is the low speed and capacity loop ramp 
connecting EB I-88 and NB I-294 traffic to WB I-290.  The loop ramp 
is over capacity many hours of the day and creates backups onto the 
I-294 mainline during the AM peak hour.  The exiting I-88 traffic is 
relatively light and one lane is sufficient to accommodate this 
movement combining with the two lanes for the I-294 traffic. 

 The second area of concern is the weave that exists between the 
large volume of EB I-290 traffic entering onto SB I-294 and the SB I-
294 traffic exiting to I-88 WB.  The traffic volumes dictate that the I-88 
exit is maintained as two lanes, and since the majority of the traffic 
forming this movement is coming from SB I-294 it is recommended 
that a two lane exit from I-294 is provided (rather than being formed 
as one lane from EB I-290 and one lane from SB I-294). 

 All other movements seem to function adequately under existing 
conditions given the volumes and number of lanes provided based on 
information currently received. 

 
Proposed Interchange Improvement Concept 
The ‘A’ series concepts attempt to address the first issue noted above 
regarding the movement onto WB I-290. 
 
The ‘B’ series concepts attempt to address the weaving problem detailed 
above between SB I-294 and I-290 traffic. 
   
Two ‘Combined’ concepts are also provided which are created by combining 
the solutions to provide a full interchange design solution. 
 
Further studies of potential future traffic redistribution would be required to 
validate assumptions and subsequent redistribution of traffic and 
modifications to the ramps at the system interchange would necessitate an 
Access Justification Report and review of the environmental and 
engineering study, which requires approval by IDOT and FHWA. 
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Options Explored / Constraints / Potential Environmental Impacts 
 
Concept A01 
Description: 
This concept originated from the Tollway and introduces a new single-span 
underpass structure under I-294 to accommodate a 2-lane exit for the NB 
exiting traffic to WB I-290, along with a new 5-span structure over I-290 for 
the northbound I-294 to westbound I-290 directional ramp. 

 
Advantages: 

 This concept greatly increases the capacity of the exit ramp by 
improving the geometry and design speed in addition to widening to 
two lanes. 

 Provides connection for the exiting St. Charles Road traffic to avoid 
weave with entering NB I-294 and I-88 traffic. 

 Maintains maintenance outlet road along NB I-294. 
 

Disadvantages: 

 Construction of new underpass under I-294 may be difficult. 

 Exiting St Charles Road traffic subject to multiple decision points 
before arriving at desired destination. 

 Additional lane from maintenance outlet road creates a two lane 
entrance ramp onto NB I-294 requiring more encroachment outside of 
existing footprint. 

 
Concept A02 
Description: 
This concept is a variation of Concept A01.  The notable changes are 
eliminating the St. Charles Road exit connection and NB Maintenance Outlet 
Road as well as introducing a partial cloverleaf configuration for St. Charles 
Road to increase weaving distance.  The two new structures identified in 
Concept A01 would be applicable in Concept A02, as well. 

 
Advantages: 

 This concept greatly increases the capacity of the exit ramp by 
improving the geometry and design speed in addition to widening to 
two lanes. 

 Allows WB I-290 to be increased to three lanes under I-294 if desired. 

 Elimination of Maintenance Outlet Road simplifies WB I-290 to NB I-
294 ramp to single lane reducing impacts outside of existing footprint. 

 
Disadvantages: 

 Construction of new underpass under I-294 may be difficult. 

 Exiting St Charles Road traffic must weave with entering I-294 / 88 
traffic to exit. 
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Concept A03 
Description: 
This concept is a variation of Concept A02.  The notable change is the 
implementation of a flyover over I-294 rather than an underpass for the 
exiting traffic to WB I-290. 
 
Advantages: 

 This concept greatly increases the capacity of the exit ramp by 
improving the geometry and design speed in addition to widening to 
two lanes – the flyover design speed is increased to 50 mph (833’ 
radii curves) in shown configuration. 

 Allows WB I-290 to be increased to three lanes under I-294 if desired. 

 Elimination of Maintenance Outlet Road simplifies WB I-290 to NB I-
294 ramp to single lane reducing impacts outside of existing footprint. 

 
Disadvantages: 

 Construction of new flyover over I-294 will be 60 feet above grade 
and may be difficult to build. 

 Exiting St Charles Road weave with entering I-294/I-88 traffic is 
shortened even more drastically. 

 Does not allow the St. Charles Road bypass ramp to be easily 
implemented due to grade differences. 

 
Concept B01 
Description: 
This concept originated from information provided by CH2M Hill and 
introduces a new flyover structure to separate the SB I-294 to WB I-88 
exiting traffic from the entering EB I-290 to SB I-294 traffic in order to 
eliminate the weaving section.  Two additional new structures would also be 
required for the southbound I-294 to eastbound I-290 flyover over I-290 and 
Electric Avenue / Illinois Prairie Path. 

 
Advantages: 

 Weave between SB I-294 to WB I-88 and EB I-290 to SB I-294 
movement eliminated. 

 Provides direct connection for exiting EB I-290 traffic to either WB I-
88 or SB I-294. 

 Barrier separation provided to eliminate possibility of late exiting 
vehicles. 

 Major right-of-way and utility impacts avoided by shifting mainline I-
294 east. 

 
Disadvantages: 

 Construction of new flyover over I-290 and all connecting ramps may 
be difficult to construct and expensive. 



Central Tri-State Tollway (I-294) │ 95th Street to Balmoral Ave. │ Corridor Concept Study 

 

 

Page | 67 | September, 2014   

 Flyover elevation will be considerably higher (approximately 50’) than 
the adjacent residential neighborhood. 

 Requires major mainline I-294 shift to accommodate geometry and 
avoid major utility and right-of-way impacts. 

 Widening on I-290 EB is required to accommodate auxiliary lane. 
 
Concept B02 
Description: 
This concept separates the SB I-294 to WB I-88 exiting traffic from the 
entering EB I-290 to SB I-294 traffic through a different ramp reconfiguration 
utilizing more of the existing ramp layout to eliminate the weaving section.  
The three new structures identified in Concept B01 would be applicable in 
Concept B02, as well. 
 
Advantages: 

 Weave between SB I-294 to WB I-88 and EB I-290 to SB I-294 
movement eliminated. 

 Exit for EB I-290 to SB I-294 and SB I-294 to EB I-290 maintained 
similar to existing. 

 Barrier separation provided to eliminate possibility of late weaving 
vehicles. 

 Avoids costly flyover or under passing structures. 
 

Disadvantages: 

 Requires major mainline I-294 shift to accommodate geometry and 
avoid major utility and right-of-way impacts.  Design speed for 
existing ramps is not improved.  SB I-290 traffic must pass through C-
D road before entering SB I-294.  This shortens the auxiliary lane 
length that can be provided.  Proposed elevation of ramps will be 
slightly higher than adjacent residential neighborhoods. 

 
Concept B03 
Description: 
This concept is a combination of features from multiple ‘B’ concepts and 
introduces multiple ramp reconfigurations to separate the SB I-294 to WB I-
88 exiting traffic from the entering EB I-290 to SB I-294 traffic in order to 
eliminate the weaving section.  The three new structures identified in 
Concept B01 would be applicable in Concept B03, as well. 
 
Advantages: 

 Weave between SB I-294 to WB I-88 and EB I-290 to SB I-294 
movement eliminated. 

 Provides direct connection for exiting EB I-290 traffic to either WB I-
88 or SB I-294. 

 Major utility and right-of-way impacts avoided by shifting mainline I-
294 east. 
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 Barrier separation provided to eliminate possibility of late weaving 
vehicles. 

 
Disadvantages: 

 Construction of overpass over I-290 and all connecting ramps may be 
difficult to construct and expensive. 

 Requires construction of underpass under mainline I-294 for SB I-294 
to EB I-290 movement.    

 Flyover elevation will be slightly higher than adjacent residential 
neighborhood. 

 Requires major mainline I-294 shift to accommodate geometry and 
avoid major utility and right-of-way impacts. Widening on I-290 EB is 
required to accommodate auxiliary lane. 

 
Concept B03b 
Description: 
This concept is a slight modification of the previously described concept 
B03.  The same entering and exiting reconfigurations exist, as well as very 
similar geometric features.  The major change is a realignment of the exit 
ramp from SB I-294 to EB I-290 in order to utilize a lengthened bridge over I-
290 to pass under I-294 rather than a second underpass. 
  
Advantages: 

 All advantages listed in B03 still apply. 

 The need for an exclusive underpass under I-294 is eliminated. 

 The bridge structure length for exiting traffic to WB I-88 can be 
significantly reduced. 

 
Disadvantages: 

 All disadvantages listed in B03 still apply except for the need to 
construct a separate underpass structure. 

 Requires reconstruction and lengthening of the mainline I-294 
structure over I-290 and the ramp from SB I-294 to EB I-290. 

6.3.6 I-294 at Roosevelt Road 

The project team evaluated the following: 
 

Options Explored / Constraints / Potential Environmental Impacts 

 Increase the I-294 mainline capacity by adding an additional through 
lane in each direction of travel, thus providing a proposed typical 
section of 5-through lanes in each direction (northbound and 
southbound).  An additional northbound through lane may be 
accommodated by reforming striped gore areas to a through lane. 
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 Widening and reconstruction of the Roosevelt Road structures to 
accommodate the proposed additional through lanes on the I-294 
mainline. 

 The proposed radius of the northbound I-294 to westbound Roosevelt 
Road loop ramp (northeast quadrant) will be reduced to 
accommodate the additional northbound through lane on I-294.  This 
should not result in any adverse operational impacts to the ramp. 

 An alternative to reducing the northeast quadrant loop ramp radius 
would be to realign Harrison Street to the east with Harrison Street’s 
approach to Roosevelt Road made parallel to the Praxair, Inc. 
parking lot that borders on the east of the roadway.  The realignment 
of Harrison Street would require land acquisition from Mount Carmel 
cemetery. 

 The northbound I-294 to eastbound Roosevelt Road directional ramp 
(southeast quadrant) may require minor realignment to the east in 
order to accommodate the proposed northbound I-294 additional 
through lane, if the width for the through lanes could not entirely be 
established by narrowing the gore areas.  The reconstruction of the 
ramp, retaining wall / noise barrier wall could impact approximately 6 
residential properties adjacent to the tollway and along Degener 
Avenue.  One or more residential displacements are possible if the 
ramp’s retaining wall were shifted to the east. 

 The narrowest separation between the southeast quadrant ramp and 
Degener Avenue (local road) is approximately 15-feet.  Any 
realignment of the ramp may require minor adjustments to the 
Degener Avenue alignment.   Minor modifications, such as tightening 
the radius of the horizontal curve, may result in one residential 
displacement of the property at the corner of the Degener Avenue 
curve. 

 Another available option, in the event of southeast quadrant ramp 
realignment, would be to cul-de-sac Degener Avenue ahead of the 
southeast quadrant’s ramp realignment, thus removing the constraint 
of the local road within the somewhat limited space.  Access to the 
properties along Degener Avenue would be accessed via the local 
street Dickens Avenue located one block south.  This option could 
still result in the displacement of the corner property cited in the 
paragraph above, if access to the property cannot be maintained.   

 The inclusion of additional I-294 mainline capacity will move traffic, 
including significant truck volumes, closer to southeast quadrant 
residential areas along Degener Road.  This action will require 
modifications and redesign of the existing noise barrier walls to 
mitigate for potential noise impacts. 

 The eastbound Roosevelt Road to southbound I-294 directional ramp 
(southwest quadrant) will require minor realignment to the west in 
order to accommodate the proposed southbound I-294 additional 
through lane.  The reconstruction of the ramp and retaining wall / 



Central Tri-State Tollway (I-294) │ 95th Street to Balmoral Ave. │ Corridor Concept Study 

 

 

Page | 70 | September, 2014   

noise barrier wall would not result in any adverse impacts to the 
properties within the southwest quadrant of the interchange (local 
roads: Glenoble Court, Knollwood Court, and Wood Glen Lane), as 
the residential structure setbacks are of sufficient distance. 

 The inclusion of additional I-294 mainline capacity will move traffic, 
including significant truck volumes, closer to southwest quadrant 
residential areas along Glenoble Court, Knollwood Court, and Wood 
Glen Lane.  This action will require modifications and redesign of the 
existing noise barrier walls to mitigate for potential noise impacts. 

 The northwest quadrant of the interchange is of sufficient area and 
breadth that the realignment of the westbound Roosevelt Road to 
southbound I-294 loop ramp to accommodate the southbound I-294 
additional through lane may be performed without any material 
impacts. 

 
Refer to Exhibit 6.3.6. 
 

Design Deviations 
Potential design deviations include reduced loop ramp radii, reduced 
operating speeds on curves, and narrowing of shoulders to avoid retaining 
wall and residential and commercial impacts.   

 
Structures 
Modifications to the Roosevelt Road structures to accommodate additional 
mainline through lanes. 
 
Right-of-Way 
Right-of-way acquisition will be required to widen and provide the additional 
I-294 mainline capacity and adjustments to the ramps. There is the potential 
for right-of-way acquisition that may substantially impact or displace up to 6 
residential structures along Degener Avenue if an additional northbound 
lane were provided by widening to the east. 

 
Other Considerations 
Reduction of the width of northbound I-294 pavement striping and gore 
areas to accommodate an additional northbound through lane, rather than 
providing an additional lane by widening to the east is an option.  This would 
minimize the potential for impacts of the residential properties located at the 
southeast quadrant of the interchange. 

6.3.7 I-294 at Ogden Avenue 

The I-294 at Ogden Avenue interchange was the subject of a March 3, 2008 
technical memorandum prepared by CH2M Hill.  The project team evaluated the 
following: 
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Options Explored / Constraints / Potential Environmental Impacts 

 Increase the I-294 mainline capacity by adding an additional through 
lane in each direction of travel, thus providing a proposed typical 
section of 5-through lanes in each direction (northbound and 
southbound). 

 Propose new southbound and northbound C-D roadway adjacent to 
the I-294 mainline to protect the I-294 mainline from capacity and 
operational problems at the ramp junctions and weaving sections.  

 Reconstruction of the Ogden Avenue structure to accommodate the 
additional I-294 through lanes and the proposed C-D roadways. 

 Take advantage of an Ogden Avenue structure reconstruction to 
correct the vertical clearance deficiencies identified in the Bridge 
Structure Summary Report from April 23, 2013. 

 Take advantage of an Ogden Avenue structure reconstruction to 
provide policy width shoulders on the structure and bring all parapets, 
railing and guardrail to current standards. 

 Take advantage of an Ogden Avenue structure reconstruction to 
increase the allowable bridge loading / truck weight. 

 Notable constraints to increasing mainline capacity include existing 
wall structures, restricted right-of-way, and forest preserve public 
lands at the northeast quadrant of the interchange.  At a minimum, 
the limited existing right-of-way and close proximity of the residential 
properties will increase the complexity of construction and staging 
operations. 

 
Refer to Exhibit 6.3.7. 
 

Structures 

 Rehabilitation of the Ogden Avenue structure to accommodate 
additional mainline through lanes and a C-D roadway.   

 The rehabilitated structures will be designed for policy clearance over 
the I-294 mainline lanes and possible C-D roadway. 

 
Right-of-Way 
Right-of-way acquisition will be required to widen and provide the additional 
I-294 mainline capacity and C-D roadway system. 

6.3.8 I-294 at I-55 

The project team met with IDOT (meeting minutes in Appendix A) to discuss 
planned improvements at the interchange.  A managed lane study along I-55 
was investigating adding a southbound C-D road between the northbound I-294 
to southbound I-55 loop ramp and the southbound I-55 to northbound I-294 exit 
ramp without impacting the existing structures.  No other improvements were 
planned at this time.  
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6.3.9 I-294 at Archer Avenue / 88th Avenue / Cork Avenue 

Options Explored / Constraints / Potential Environmental Impacts 

 The mainline runs approximately east-west between Archer Avenue 
and LaGrange Road. A residential development abuts the north 
Illinois Tollway right-of-way, separated by a noise wall. The existing 
deflection angles between the tangent sections of the two horizontal 
mainline curves at Archer Avenue and LaGrange Road are 28o-40’-
38” (LT) and 34o-32’-12” (RT), respectively. The proposed 
improvements at the interchange include construction of northbound 
and southbound C-D roads to receive traffic from the various existing 
and proposed entrance ramps. Also, attempts will be made to 
address existing mainline sight distance concerns at this location.  To 
minimize the impact of the proposed mainline widening to add a fifth 
lane and C-D road in each direction, the tangent section between the 
two above mentioned curves was realigned, with proposed deflection 
angles of 28o-55’-33” (LT) and  34o-32’-14” (RT), respectively.  This 
realignment allows the Illinois Tollway to undertake the proposed 
improvements with minimal impacts to the residential properties.  
Proposed retaining and possibly noise walls will be required to 
support the pavement embankment.  Also, the radii of both horizontal 
mainline curves at either end of this realigned tangent section have 
been increased to address potential sight distance concerns. 

 Increase the I-294 mainline capacity by adding an additional through 
lane in each direction of travel, thus providing a proposed typical 
section of 5-through lanes in each direction (northbound and 
southbound). 

 Propose a new westbound Archer Avenue to northbound I-294 
directional ramp that provides northbound access to the capacity-
improved I-294 mainline. 

 Propose a new southbound C-D roadway adjacent to the southbound 
I-294 travel lanes to accommodate multiple ramp movements 
including westbound Archer Avenue, southbound LaGrange Road, 
and eastbound Archer Avenue. 

 Establish partial access at Cork Avenue via compressed diamond 
interchange ramp connections, thus taking advantage of the capacity-
improved I-294 mainline.  Specifically, options have been developed 
for establishing a northbound I-294 exit ramp to northbound and 
southbound Cork Avenue, as well as an entrance ramp to northbound 
I-294 from northbound and southbound Cork Avenue.  Existing right-
of-way appears ample for establishing these two ramps with minimal 
surrounding impacts.  A traffic analysis would determine whether the 
proposed ramp connections would be governed by two-way stop sign 
control or signalization. 

 If northbound I-294 access is established at Cork Avenue, the option 
of a proposed northbound I-294 C-D roadway consolidating the ramp 
connections from Cork Avenue and westbound Archer Avenue is 
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available.  If the northbound C-D roadway option is excluded, then 
two sequential ramp merging operations would be proposed along 
the northbound I-294 mainline.  Right-of-way impacts appear to be 
limited to minor impacts to the parking facility of Total Quality Truck 
Repair, a commercial business to the north of the I-294 mainline.  
The provision of the northbound C-D roadway to accommodate the 
northbound I-294 access would likely impact approximately 6-
residential structures located adjacent to the retaining wall that 
supports the I-294 mainline adjacent to 79th Street 

 Reconstruction of the Archer Avenue, Cork Road and I-294 over 
LaGrange Road structures to accommodate the additional I-294 
through lanes, southern mainline realignment / shift and the proposed 
southbound C-D roadway (and northbound C-D roadway if that option 
is advanced). 

 Take advantage of the eastbound Archer Avenue structure 
reconstruction to correct the sub-standard vertical clearance 
deficiencies identified in the May 22, 2012 structure inspection. 

 Take advantage of the eastbound and westbound Archer Avenue 
structure reconstructions to provide standard shoulders on the 
structures, and bring all parapets and guardrail to current standards. 

 Take advantage of the northbound and southbound I-294 over 
LaGrange Road structure reconstructions to correct the intolerable 
deck geometries identified in the May 23, 2012 structure inspections.  

 Notable constraints to increasing mainline capacity include an 
existing retaining wall, restricted right-of-way, and the close proximity 
of 16 residential structures located adjacent to the retaining wall that 
supports the I-294 mainline adjacent to 79th Street.  The proposed I-
294 alignment shift should minimize the impacts to the residences.  If 
a northbound C-D roadway is excluded in favor or two northbound 
mainline merges for southbound Cork Avenue and westbound Archer 
Avenue, the residential impacts would likely be eliminated.   

 Right-of-way acquisition and the potential displacement of up to 6 
residential structures may be required to accommodate the proposed 
design and construction operations.  Moreover, the acquisition could 
cause some potential parking lot impacts from a commercial trucking 
business in order to accommodate a northbound C-D roadway.  Any 
loss of parking from this business would likely be replaced either 
within the existing property or from an adjacent, vacant property. 

 The proposed radius of the westbound Archer Avenue to southbound 
I-294 loop ramp will be reduced in order to accommodate the 
proposed southbound C-D roadway.  This should not result in any 
adverse operational impacts. 

 The inclusion of additional I-294 mainline capacity and C-D roadways 
will move traffic, including significant truck volumes, closer to 
residential areas along 79th Street, a local road adjacent to the north 
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of the I-294 mainline.  This action may require the introduction of 
noise barrier walls as mitigation to potential noise impacts.  
 

Refer to Exhibit 6.3.8. 
 
Design Deviations 
Potential design deviations include reduced loop ramp radii, reduced 
operating speeds on curves, and narrowing of shoulders to avoid residential 
and commercial impacts.  The distance between C-D roadway merging / 
weaving operations may require exceptions from design policy. 

 
Structures 
Full reconstruction of the Archer Avenue, Cork Road and I-294 over 
LaGrange Road structures to accommodate additional through lanes and  
C-D roadway(s).  High wall abutments are proposed to minimize right-of-way 
and environmental impacts.  
 
New center piers are proposed to accommodate proposed superstructure 
designs.  The reconstructed structures will be designed for policy clearance 
over the I-294 mainline lanes and, where applicable, C-D roadways. 

 
Right-of-Way 
Right-of-way acquisition will be required to widen and provide the additional 
I-294 mainline capacity and southbound C-D roadway system.  There is the 
potential for right-of-way acquisition that may displace up to 6 residential 
structures and minor parking lot impacts to a commercial trucking repair 
business. 
 
Other Considerations 
Incorporate the proposed westbound Archer Avenue to northbound I-294 
directional ramp access as part of a proposed northbound I-294 C-D 
roadway if access at South 88th Avenue (Cork Avenue) is proposed. 
 
Provision of Cork Avenue access ramps and a northbound C-D roadway 
could be utilized for MOT purposes during mainline construction operations. 

6.3.10 I-294 at 95th Street 

The project team evaluated the following: 
 

Options Explored / Constraints / Potential Environmental Impacts 

 Widen the outside shoulder width of the southbound I-294 to 
westbound 95th Street directional ramp to improve sight distance and 
provide ramp motorists greater visibility and reaction time ahead of 
the diverge. 

 Widening the shoulder will require reconstruction of the noise barrier 
wall that shields the residential structures located in the northwest 
quadrant of the interchange.  The proposed action will not move 
traffic closer to the residential structures; therefore, noise impacts are 
unlikely. 
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 There is a large communication tower currently offset by 
approximately 30-feet from the edge of the ramp’s shoulder at its 
closest point.  This tower should not be impacted under the proposed 
action. 

 Wetlands appear to be present in the border area outside the existing 
ramp shoulder and noise wall.  The proposed shoulder widening will 
likely result in minor wetland impacts that may require mitigation. 

Refer to Exhibit 6.3.9. 
 

Design Deviations 
Distance from ramp merge to signalized intersection at 76th Avenue. 
 
Structures 
Modifications to the I-294 structure over 95th Street are not required under 
the proposed action. 
 
Right-of-Way 
Right-of-way acquisition will not be required under the proposed action. 
 
Other Considerations 
Noise barrier walls will need to be reconstructed as a result of the outside 
shoulder widening. 

6.4 Structures 

The design load on mainline bridges along the Central Tri-State was evaluated 
as part of the study.  The segment of the Tri-State south of 95th Street and the 
segment north of Balmoral Avenue were reconstructed with bridge design 
requirements that do not accommodate the IL-120 loading.  If a mainline bridge 
is to be replaced on the Central Tri-State, the bridge should be designed in 
accordance with the requirements for the IL-120 loading.  Existing structures 
which are to be rehabilitated and widened should follow the latest AASHTO 
Standard Specifications for Highway Bridges, refer to Exhibits 6.4.1 through 
6.4.6. 
 
If the Central Tri-State is widened to 5 lanes, all of the crossroad bridges will 
require modifications or replacement.  Existing slope walls and abutments are 
proposed to be modified as long as additional width of pavement can be 
accommodated under the bridge; otherwise, a complete removal and 
replacement is proposed, refer to Exhibits 6.4.7 through 6.4.15. 

 
Future evaluations of the Central Tri-State project will need to consider 
applicable state and tollway policies that include the Complete Streets Policy. 
This will include investigating the accommodation of bicycles and pedestrians 
on crossroad bridges and/or under mainline bridges. 

 
Plans and cross sections for proposed bridges are summarized in the exhibits 
for all bridges within the corridor.  Typical bridges are grouped in various 
categories to avoid repetition as noted below.  Certain bridges with special 
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characteristics, such as long spans crossing over multiple features, curved steel 
bridges, RR crossing, etc. require special attention and are documented 
separately and described in detail in sections to follow: 
 
Typical Mainline Bridges: 
Single span to five span structures and culverts 
 
Cross Road Bridges over Mainline: 
Two spans to four span structures 
BNSF Railroad bridge over ML (Bridge No. 261) 
Pedestrian bridge over ML (Bridge No. 263) 
 
Special Bridges For Mainline: 
Mile Long Bridge (Bridge No. 191 & 192) 
Bensenville Yard (Bridge No. 396 & 397) 
I-55 Ramp to Tri-State (Bridge No. 247) 
Oasis bridges at O’Hare and Hinsdale (Bridge No. 394O and 249O) 

 
MOT and Staged Construction Alternates 
It is proposed to allow for minimum of 4 lanes in each direction of I-294 during 
construction.  It would be preferred to shift all traffic on one structure (either NB 
or SB) while the adjacent structure is being reconstructed or replaced.  In order 
to do so and assuming a temporary lane width of 11’-4” during construction, a 
minimum bridge width required would be as follows: 

 
Existing parapet width = 2 x 1’-7” = 3’-2”  
8 Travel Lanes at 11’-4” = 90’-8” 
4 shoulders, 2’ wide each = 8’-0” 
Anchored Temp Barrier separating travel lanes = 1’-10” 
 
Total out to out deck width = 103’-8” 

 
Majority of the bridge out to out deck widths are not wide enough and thus this 
concept will not work.  In order to achieve this, existing bridges on one side will 
require temporary widening to accommodate temporary traffic first or bridges 
will be required to be built in stages which will require a lot of shift in traffic 
during construction and thus may not be very practical. 
 
Additionally, during a switch to Stage 2 MOT, the concept shows 11’ wide travel 
lanes so the new bridge will need to be made significantly wider (101’) to allow 
all traffic on the newly constructed bridge.  Note that the final typical section is 
only 91’-6” wide plus parapets so it will require adding about 17’-6” to the bridge 
width just to accommodate MOT. 
 
For the most part it is assumed that the crossroad traffic can be safely detoured 
when a complete replacement of the bridge is required. If no detour is available 
than the bridge will be constructed in stages based on the MOT for I-294 under 
the bridge as well as staged construction for the feature carried.  For example, 
STAGE 1 MOT for I-294 would need to be broken up into parts A and B for west 
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side and east side construction as well as all subsequent stages. Again, the 
most expeditious and economical way would be to close the bridge for traffic 
and reconstruct in one stage.  Additionally night / weekend closures of I-294 will 
be required to demo the superstructure as well as build the new superstructure 
for crossroad bridges. 

6.4.1 Mile Long Bridge 

6.4.1.1 Superstructure Type Alternates 

Four concrete superstructure alternatives were investigated for the 
proposed Mile Long Bridge replacement, conventional (pre-tensioned) 
bulb-tee girders, spliced (post-tensioned) bulb-tee girders, spliced (post-
tensioned) U-girders, and precast segmental. 
 
The conventional bulb-tee girder alternative typical cross-section is 
comprised of ten (10) 90-inch beams spaced at 9.5 feet, under each 
structure, allowing for a maximum span length of approximately 170 feet.  
These pre-tensioned girders support an 8-inch nominally reinforced 
concrete bridge deck.   This layout is similar to the span configuration 
proposed at the Fox Fiver Bridge and the completed Des Plaines River 
Bridge.  Girder spacing at the west spans will vary to account for the 
bridge geometry and auxiliary lane requirements.  Note that the 
conventional bulb-tee girder construction minimizes any additional bridge 
shoring requirements since the girders span pier to pier. 

 
The typical cross-section for the spliced (post-tensioned) bulb-tee girders 
is comprised of ten (10) 102-inch girders spaced at 9.5 feet, under each 
structure, allowing for a maximum span length of 255 feet, except for the 
unit over the ship canal.  The unit over the ship canal requires 126-inch 
haunched girders over the piers to achieve a maximum span length of 
approximately 300 feet.  The spliced girders are continuous and 
longitudinally post-tensioned between each precast girder unit.  Post-
tensioning is performed at each end of the bridge span units.  Spliced 
girder spacing at the west spans will vary to account for the bridge 
geometry and auxiliary lane requirements.  This span configuration will 
require the use of temporary shoring towers and girder strongbacks to 
support the bridge girders during the erection stages of construction.  
The spliced bulb-tee girders will support an 9-inch nominally reinforced 
concrete bridge deck.  

 
Similar to the spliced bulb-tee girder, the typical cross-section for the 
spliced (post-tensioned) U-girder is comprised of six (6) 84-inch beams 
spaced at 16 feet under each structure allowing for a maximum span 
length of approximately 255 feet. These girders are also continuous and 
longitudinally post-tensioned similar to the spliced bulb tee girder.  
Spliced U-girder spacing at the west spans will vary to account for the 
bridge geometry and auxiliary lane requirements.  Note the U-girders will 
also require temporary shoring towers and girder strongbacks.  The 



Central Tri-State Tollway (I-294) │ 95th Street to Balmoral Ave. │ Corridor Concept Study 

 

 

Page | 78 | September, 2014   

spliced U-girders will also support a 9-inch nominally reinforced concrete 
bridge deck, similar to the spliced bulb tee superstructure. 
 
Finally, the precast segmental alternative typical cross-section is 
comprised of two (2) variable depth and constant depth, single-cell 
trapezoidal boxes under each structure allowing for a maximum span 
length of 300 feet.  At Unit 1 a variable depth box girder from 78-inch to 
171-inch is proposed.  At Unit 2, variable box girder depths of 90-inch to 
201-inch is proposed.  Units 3 and 5 are constant depth sections 
measuring 132-inches while at Unit 4, a variable depth section of 72-inch 
and 162-inch is proposed.  For all variable depth box girders, a parabolic 
shaped haunch with the minimum depth shown at the mid-span and 
maximum depth at the piers is proposed.   The exterior girder webs of 
the variable depth sections will have a constant slope, which will result in 
a variable soffit width along the girder span.  Note these box girder units 
are continuous structures with longitudinal post-tensioning within the 
girder webs and transverse post-tensioning located within the deck 
slabs.   To account for the variable bridge width geometry and auxiliary 
lane requirements at the west end of the bridge, the deck overhangs and 
box girder spacing would increase.   Refer to Table 6.3 for a summary of 
superstructure alternatives. 

 
Table 6.3 

 Superstructure Alternatives 

Girder Type 
Girder Depth 

Deck 
Thickness 

Structure 
Depth 

Comments 

Pre-Tensioned 
Bulb-Tees  
(Option A) 

90-inch 8" 8.42’ 
No shoring required.  Pier 

to pier construction 

Post-Tensioned 
Bulb-Tees 
(Option B) 

102-inch, 
102/126-inch 

9" 9.50’ 
Temporary shoring and/or 

girder strongbacks 
required 

Post-Tensioned 
U-Girders 
(Option C) 

84-inch, 
102/126-inch 

9” 
8’, 9.5’ to 

11.5’ 

Temporary shoring and/or 
girder strongbacks 

required 

Precast 
Segmental 
(Constant and 
Variable Depth) 
(Option D) 

132-inch, 
90/201-inch 

Included 
in 

section 

11’, 7.5’ 
to 16.75’ 

Assumes span by span 
construction 

 

6.4.1.2 Span Layout Alternatives 

For each structure type alternative, span layout configurations were 
developed that balanced the girder section capacity with the structure 
type efficiency.  Substructure foundations were located about 5-ft to 10-ft 
clear from the existing foundation footprint to minimize structure removal 
costs and accelerate the project schedule.  With the aforementioned 
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maximum span lengths, initial layouts were developed, achieving 
balanced span arrangements wherever possible.  From there, unique 
structure type units were added to achieve additional span requirements.  
Refer to Exhibit 6.4.16 for bridge plan layouts for each structure type 
alternative.  For the conventional bulb-tee alternative, two post-tensioned 
bulb-tee units were added, one over the BNSF intermodal facility due to 
the limited substructure locations and the other over the ship canal to 
achieve the required horizontal clearance.  For the spliced U-girder 
alternative, a spliced bulb-tee unit was also added over the ship canal to 
achieve the required horizontal clearance.  See Table 6.4 for a summary 
of the span layout alternatives. 

 
Table 6.4 

Span Layout Summary 

Alternative No. of 
Units 

Unit Length 
(ft) No. of 

Spans 

Span Length 
(ft) 

Max Min Max Min 

Conventional Bulb-
Tee 9 815 315 31 170* 85 

Spliced Bulb-Tee 7 1137 340 25 300 113.75 

Spliced U-Girder 7 1137 340 25 255** 113.75 

Precast Segmental 5 2400 550 26 300 120 

* Excludes spliced bulb-tee unit over BNSF and ship canal. 

**Excludes spliced bulb-tee unit over ship canal. 

6.4.1.3 Substructure and Foundation 

This study assumes that Bulb-tee and U-Girder superstructure 
alternatives will be supported on multi column bents supported on drilled 
shafts and stub abutments supported on steel piles.  The bridge bent 
configuration assumes a 6-ft wide x 8-ft deep pier cap supported by five 
(5) 54-inch diameter columns each supported on 60-inch drill shaft 
foundations.  Bent crash walls and/or continuous concrete pedestals 
foundations are located at bent locations adjacent to vehicle, railroad 
and/or barge traffic locations.   Multi column bents located beyond the 
existing substructure footprint can allow the contractor to construct the 
foundation elements using low clearance caisson rigs and/or pile drivers 
while the existing bridge is in operation.  In addition, supporting the bents 
on drilled shafts provides a small footprint in an area where right-of-way 
is already limited.   By incorporating precast columns and/or pier caps, 
the contractor can minimize construction duration within the workzone 
area.    
 
Single wall columns are proposed to support each precast concrete 
girder.  The column can have either a solid cross section or a hollow box 
section, depending upon the substructure design requirements and the 
selected segmental erection scheme.    The column section could be 
rectangular with square or semi-circular ends depending on the design 
requirements.  Note each column would be supported by drilled shaft 
supported pile caps.  
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Note a geotechnical soils investigation was not performed at this 
location; however, boring logs and pile tip elevations indicate a relatively 
shallow bedrock elevation.  For purposes of this study, steel H-piling with 
pile tips at the abutments and drilled shaft foundations with casings are 
assumed at all bent locations. 

6.4.1.4 Retaining Wall Considerations 

The existing retaining wall at the southeast corner of the bridges may 
require significant reconstruction to accommodate I-294 Alternative 4 
typical section.  This MSE wall structure helps to minimize right-of-way 
requirements along the east edge of southbound lanes and facilitates 
site drainage. 

6.4.1.5 Constructability 

A constructability review meeting was held on the April 1, 2014 to 
discuss and identify project site constraints, proposed bridge phasing 
options and site accessibility. 
 
Although many phasing options exist, the preferred phasing alternative 
would be to construct one structure at a time (eliminating longitudinal 
joints and any challenges associated with working between outside / 
inside type phasing).  This type of phasing could accommodate three 
lanes of traffic in each direction for the first year and four lanes of traffic 
in each direction for the second year (with moderate to significant 
overbuild depending on the cross-section alternative selected).  If 
overbuild is not included, three lanes of traffic would be needed in the 
second year of construction too. Constructing the southbound structure 
first would allow additional time for the relocation of the fiber optic lines 
on the existing northbound barrier and maintain convenient access to the 
UPS and BNSF facilities in year one.  Note that any horizontal alignment 
shifts, as noted in the previous sections would further constrain the 
phasing opportunities at this location. 
   
Regardless of phasing, the overhead transmission lines at each end of 
the bridge will require early coordination to be raised and/or relocated.   
This relocation is primarily due to the required structure depth increase 
(approximately 5-ft to 8-ft) associated with the proposed alternatives.    
 
Limited right-of-way / permanent easements and environmentally 
sensitive areas along the existing bridge will make bridge staging and 
girder erection activities difficult.  Girder erection activities performed 
from existing ground will be more cost effective that other erection 
alternatives (i.e. girder launching, gantry systems, etc.) but will likely 
result in more temporary and/or permanent easement impacts.  Post-
tensioned structure alternatives will also require temporary staging areas 
for the temporary towers.   Note that staging and environmental impacts 
can be significantly reduced with the construction of a precast concrete 
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segmental structure type.  These bridge superstructures can be 
constructed “top-down”, thereby eliminating any impacts from below. 
 
While it will be challenging, a two construction season schedule is 
possible.  To achieve such a short schedule, alternative contracting as 
well as accelerated bridge construction techniques needs to be 
considered for the Mile Long Bridge.  Some of these considerations 
include: 
 

 Design-build or Construction Management / General Contractor 
(CM / GC).  Alternative contracting can permit Contractor / 
Engineer team innovations designed to speed design and 
construction operations. 

 Advanced contracting for the girder fabrication. Releasing material 
packages in advance of the construction season will permit the 
fabricator to facilitate girder production during the winter months. 

 Use of low overhead foundation installation methods.  There are 
many different manufacturers available that provide pile driving 
and drilled shaft installation at low overhead locations.  The use of 
this equipment could permit the Contractor to install bridge 
foundations without impacting existing bridge traffic. 

 Use of prefabricated bridge elements. The use of precast concrete 
bridge components (i.e. bridge girders, partial depth panels, 
piercaps, etc.) and accelerated bridge construction (ABC) 
methods can help to speed construction and minimize work-zone 
operations.  This approach has been used successfully 
throughout the USA and is supported by FHWA’s Everyday 
Counts Initiative. 

6.4.2 Bensenville Yard Bridge 

Because these bridges are in relatively good condition and have been in service 
for approximately 23 years, the project team investigated bridge widening 
alternatives for these locations.   Assuming the Alternative 4 I-294 typical 
section, bridge widenings would be required both within the open median and 
outside bridge existing section locations.  Refer to Exhibit 6.4.17 for bridge plan 
widening and typical section.   This approach helps to facilitate preliminary 
design discussions with the railroads since any required right-of-way beyond 
the exterior bridge footprint is minimized.  This configuration results in the 
following approximate bridge widening dimensions: 
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Table 6.5 

Bensenville Yard Bridge Configuration 

Bridge Alt 4 
Section 

(ft) 

Existing 
Bridge Width 

(ft) 

Exterior 
Widening 

(ft) 

Median 
Widening 

(ft) * 

No. 396 (I-294 
SB) 

91.17 76.17 8.17 6.83 

No. 397 (I-294 
NB) 

91.17 73.17 11.08 6.92 

* This configuration assumes a 1-inch gap between backface of concrete barriers. 
Widening measured from edge of existing deck. 

 
Based upon the proposed bridge widening dimensions, one or two additional 
lines of bridge girders would be required beneath each widened section.  
Depending upon the existing girder spacing, two girder lines may be required at 
the exterior widening of Bridge No. 397 (I-294 NB).  Substructure construction 
requirements would mandate pier cap and column extensions beneath each 
widened section.  Note a review of the proposed exterior widening and required 
pier extensions indicate potential railroad / utility conflicts at Piers 10, 15, 20 
and 25 of Bridge 396 (I-294 SB) and Piers 12, 14 and 24 of Bridge 397 (I-294 
NB). 
 
If it is decided to proceed with 120K loading for the entire corridor, then both SB 
and NB bridges will need to be entirely removed and replaced with new 
structures as the existing structures are not capable of handling increased 
loading. 

6.4.3 Burlington Northern and Santa Fe Bridge (Bridge No. 261) 

Existing two span bridge will be replaced by a new two span steel plate girder 
bridge.  Span lengths will be increased from 65’-7” to 96’-6” to accommodate 
widening of ML under the bridge.  Bridge will be supported on a median pier 
and high wall abutments at each end, similar to the existing bridge.   
 
The bridge design must accommodate a significant increase in span length 
while providing an additional 1’-5” in vertical clearance.  New steel plate girders, 
closely spaced and shallow in depth, are anticipated to minimize adjustments to 
the rail profile grade as well as the profile grade for the mainline.  Should this 
structure type prove to be not feasible due to span depth limitations, a thru-
girder structure type might be required which likely requires track realignment. 
 
It is anticipated that service on all three tracks will be maintained during 
construction, except for brief closures to perform major activities.  An 
agreement with the affected railroad that temporarily reduces the number of 
active tracks during construction could save significant costs.  Three primary 
options for construction staging are listed here, with important advantages and 
disadvantages. 
 

A. Construction on Alternate Rail Alignment 

 Requires adequate right-of-way 
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 Requires extensive track work and relocation of signals, utilities 
and other railroad assets affected by track realignment 

 Allows for uninterrupted rail traffic during construction 

 Minimizes temporary structures required for bridge construction, 
thereby reducing structure cost 

 Minimizes impact to mainline traffic 
 

B. Construction using Temporary Runaround 

 Requires adequate right-of-way and/or easements 

 Requires significant temporary track work cost 

 Requires full temporary three track bridge structure at a significant 
cost 

 Allows for easier access to build final bridge structure 

 Allows for uninterrupted rail service during construction 

 Will reduce mainline lane widths during construction 
 

C. Construction under Traffic using Temporary Structures 

 Requires extensive railroad cooperation to construct temporary 
and permanent structures under traffic to railroad right-of-way 
using existing alignment 

 Will lengthen the duration of the project and increase the structure 
costs 

 To reduce impact costs, options for longer single-track closures 
and other options must be studied and negotiated with the 
affected railroad 

 Will reduce mainline lane widths during construction 
 

This bridge should be considered a candidate for accelerated bridge 
construction methods. 

6.4.4 Pedestrian Bridge over ML (Bridge No. 263) 

Existing four span bridge will be replaced by a new two span prefabricated steel 
truss bridge.  Span lengths over ML will be increased from 112’ to 128’ to 
accommodate widening of ML under the bridge.  Bridge will be supported on 
median pier and high wall abutments at each end.  It is anticipated that the 
pedestrian traffic can be safely detoured while the new bridge is being 
constructed. 

6.4.5 Crossroad Bridges 

Following is a summary of proposed work for crossroad bridges along the 
corridor: 
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Table 6.6 

Crossroad Bridge Summary 

BRIDGE 
NUMBER 

FEATURE 
OVER 

PROPOSED 
SCOPE OF 

WORK 

EXISTING 
MIN. 

VERTICAL 
CLEARANCE 

PROPOSED 
MIN. 

VERTICAL 
CLEARANCE 

PROPOSED 
MAINTENANCE 

OF TRAFFIC 

177 88th Avenue B 16'-5" 16'-5" Staged 

179 
EB Archer 

Avenue 
C 16'-5" 16'-5" Staged 

181 
WB Archer 

Avenue 
C 16'-5" 16'-5" Staged 

185 5th Avenue A 21'-0" 21’-0” Staged 

187 
Willow Springs 

Road 
A 15'-0" TBD Staged 

249 Plainfield Rd. A 16'-3" TBD Staged 

251 55th Street A 15'-6" TBD Staged 

255 47th street A 15'-3" TBD Staged 

261 B&N R.R. D 16'-5" 16'-5" Staged 

263 
Pedestrian 

Bridge 
E 16'-5" 16'-5" Detour 

265 Ogden Avenue A 15'-4" TBD Staged 

269 31th Street A 15'-0" TBD Staged 

201 
E-W Conn. 
(Ramp M) 

C or F 16'-5" 16'-5" Staged 

203 Cermak Road A or F 16'-3" TBD Staged 

227 St. Charles Road C 16'-5" 16'-5" Staged 

289 Wolf Road C 16'-5" 16'-5" Staged 

363 Balmoral Avenue A 15'-1" TBD Staged 

A = Remain as is with slope wall modifications and proposed kneewalls in front of abutments. 
B = Remove and replace entirely except for south abutment. 
C = Remove and replace entirely. 
D = Remove and replace entirely (Railroad Bridge) 
E = Remove and replace entirely (Pedestrian Bridge) 
F = Do nothing 
TBD = To be determined (Dependent on mainline profile and drainage)  

 

6.4.5.1 Bridge Number 247 

On its current alignment, the existing bridge span configuration is unable 
to accommodate the proposed I-294 alternatives.  The Ramp A bridge 
will need to be replaced if the Central Tri-State is widened.  Due to traffic 
demand and the condition of the bridge, the mainline could be 
reconstructed with narrow shoulders to avoid impacts to the bridge. 
  
New bridge layouts that satisfy the horizontal clearance requirements of 
the I-294 alternatives will require span lengths of approximately 250 feet 
to 350 feet unless straddle bent substructures are considered.  By 
incorporating straddle bents, three to five span layouts with maximum 
span lengths of 260 feet are feasible.  Structure type alternatives for this 
span range include concrete segmental, splice concrete U-girder and 
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horizontally curved steel I-girders.  Table 6.7 summarizes the initial 
bridge layout configurations considered. 

 

Table 6.7 

Initial Bridge Layout Configurations 

Alt Spans Total 
Length 

(ft) 

Str 
Depth 

(ft) 

Span 
Configuration 

Comments 

1 3 650.0 9.25 195-260-195 2 straddle bents 
required 

2 4 680.0 7.00 145-180-180-
175 

3 straddle bents 
required 

3 5 738.0 6.50 140-145-178-
145-130 

2 straddle bents 
with existing pier 2 

reconstructed 

 
For purposes of this study, the project team assumed a three span 
bridge with an interior span of 260 feet and end spans of 195 feet for a 
total bridge length of 650 feet.  The typical cross-section, similar to the 
existing, would be supported by five (5) 100-inch steel plate girders 
spaced at 9.33 feet.  The two post-tensioned concrete straddle bents 
supported on single columns founded on drilled shafts are proposed at 
the pier locations.  With the spans of the straddle bents, it’s likely the 
Ramp A profile would be raised unless the straddle beams are made 
integral with the superstructure.  The ends of the bridge would be 
supported on stub abutments founded on steel piles.  Bridge phasing on 
the existing alignment would require a Ramp A closure for the bridge 
demolition prior to the construction of the proposed bridge.  To minimize 
effects of the ramp closure, the project team recommends the use of 
prefabricated elements and consideration for accelerated bridge 
construction methods. Refer to Exhibit 6.4.18 for bridge plan layout and 
typical section. 

6.4.6 Retaining Walls 

Proposed retaining walls are located throughout the project limits.  Most 
retaining walls consist of Mechanically Stabilized Earth (MSE) and cast in place 
concrete type walls as listed below: 

 

 Total overall length of walls  – 104,125 feet 

 Total length of walls in the northbound direction  – 50,830 feet 

 Retaining wall in the northbound direction has an avg. ht. 5’-0” 

 Total length of walls in the southbound direction  – 53,295 feet 

 Retaining wall in the southbound direction has an avg. ht. 7’-0” 
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6.4.7 Noise Walls 

Project limits also includes proposed noise walls as listed below: 
 

 Total Overall Length of walls – 53,003 feet 

 Total Length of walls in the Northbound direction  – 25,873 feet 

 Total Length of walls in the Southbound direction  – 27,130 feet 

 Noise wall has an Avg. Ht. 15’-0” 

6.5 Mainline Toll Plazas  

6.5.1 Plaza 33 – SB Irving Park Road 

Plaza 33 serves the southbound direction of the Tri-State near O’Hare Airport. It 
has four Open Road Tolling (ORT) lanes, one I-Pass Only (IPO) lane and six 
manual lanes. During the late afternoons / early evenings, the southbound 
lanes queue into the ORT lanes due to the six southbound lanes north of the 
plaza losing one lane at Irving Park Road and another lane at the O’Hare Oasis. 
This causes vehicles to avoid the back up in the ORT lanes and use either the 
IPO or manual lanes. Also the number of manual lanes exceeds the number 
that is required at the present time. 
 
An additional lane should be provided to the ORT lanes with less manual lanes 
if the additional mainline lane is continued southbound. If not, an additional lane 
should not be provided at the plaza. Preliminary plans have also been 
developed to provide truck parking in open space at the plaza, see Section 6.13 
for details.  

6.5.2 Plaza 35 – NB / SB Cermak Road 

Plaza 35 serves both the northbound and southbound directions of the Tri-State 
just south of I-88. It has four Open Road Tolling (ORT) lanes, one IPO lane and 
six manual lanes in each direction. The number of manual lanes exceeds the 
number that is required at the present time. For the southbound direction, 
access to Cermak Road exit ramp must go through the manual side of the 
plaza. For northbound, access to Roosevelt Road eastbound exit ramp must go 
through the manual side of the plaza. 
 
Based on traffic data, an additional lane is not needed for the ORT lanes. 
Preliminary plans have also been developed to provide truck parking in open 
space at the plaza, see Section 6.13 for details. 

6.5.3 Plaza 36 – SB 82nd Street 

Plaza 36 serves the southbound direction of the Tri-State south of I-55. It has 
four Open Road Tolling (ORT) lanes, one IPO lane and five manual lanes. The 
number of manual lanes exceeds the number that is required at the present 
time. 
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Based on traffic data, an additional lane is not needed for the ORT lanes. 
Preliminary plans have also been developed to provide truck parking in open 
space at the plaza, see Section 6.13 for details.  

6.5.4 Plaza 39 – NB 83rd Street 

Plaza 39 serves the northbound direction of the Tri-State south of I-55. It has 
four Open Road Tolling (ORT) lanes and five manual lanes. The number of 
manual lanes exceeds the number that is required at the present time. 
 
Based on traffic data, an additional lane is not needed for the ORT lanes. 
Preliminary plans have also been developed to provide truck parking in open 
space at the plaza, see Section 6.13 for details.  

6.6 Oases 

6.6.1 Hinsdale Oasis (M.P. 25) 

The Hinsdale Oasis was constructed in 1958 and is currently leased through 
April 30, 2027.  There are 4 lanes in each direction with reduced shoulder 
widths within the oasis overpass for a total width of approximately 134 feet.  
The oasis is a restriction to adding an additional lane in each direction. It is 
possible to move the curtain wall back to provide additional width but this will be 
a major impact to the tenants of the oasis as the floor beams will need to be 
removed and replaced that will cause temporary closures to their businesses 
while the work occurs. 
 
If the Tollway is not looking to keep the oasis past the 2027 lease, an option 
would be to buy out the lease and demo the building to provide the space to 
add capacity in both directions. Based on the cost to buy out the lease of the 
Des Plaines oasis earlier this year, the cost for this lease buy out would be 
approximately $5,000,000. 

6.6.2 O’Hare Oasis (M.P. 37.8) 

The O’Hare Oasis was constructed in 1958 and is currently leased through April 
30, 2027.  There are 4 lanes in each direction with reduced shoulder widths 
within the oasis overpass for a total width of approximately 135 feet. The oasis 
is a restriction to adding an additional lane in each direction. It is possible to 
move the curtain wall back to provide additional width but this will be a major 
impact to the tenants of the oasis as the floor beams will need to be removed 
and replaced that will cause temporary closures to their businesses while the 
work occurs. 
 
If the Tollway is not looking to keep the oasis past the 2027 lease, an option 
would be to buy out the lease and demo the building to provide the space to 
add capacity in both directions. Based on the cost to buy out the lease of the 
Des Plaines oasis earlier this year, the cost for this lease buy out would be 
approximately $5,000,000. 
 
Based on the traffic projections from the EOWA and this study, an additional 
lane may not be needed from the EOWA ramps to and from I-294 to the north 



Central Tri-State Tollway (I-294) │ 95th Street to Balmoral Ave. │ Corridor Concept Study 

 

 

Page | 88 | September, 2014   

along I-294. If that is anticipated, widening I-294 in this area could be deferred 
until after the lease expires in 2027 so no cost would be incurred for a lease buy 
out. 
 

Refer to Exhibit 6.6.1 for the Hinsdale and O’Hare Oases plan, elevation, and section 
drawing. Refer to Exhibit 6.6.2 for the Hinsdale and O’Hare Oases as-built drawings. 

6.7 Utility and Billboard Impacts 

Extensive coordination with the utility companies shown on the utility matrix exhibit will 
be required to identify, verify and coordinate resolution for all utility conflicts, refer to 
Exhibits 6.7.1 through 6.7.3.    
 
There is a multitude of billboard structures situated along the Corridor and according to 
direction received from Tollway staff, these structures must not sit in or overhang the 
Tri-State Tollway pavement or ROW limits.  Maintaining this requirement for the 
proposed improvements will require the acquisition or relocation of 22 billboard 
structures along the Corridor.  It is understood that any expenses associated with 
acquiring or relocating impacted billboard structures will be incurred by the Tollway.  
All of the impacted billboard structures have been indicated on Exhibit 6.10.1. 
 
During the EOWA coordination meeting, it was stated that the Village of Northlake 
would like any billboards within their ROW to remain fully in their ROW, as they 
represent a significant revenue stream for the village.  This includes 9 of the 22 
impacted billboard structures, all sitting along Northwest Avenue, so these structures 
would likely have be relocated rather than acquired. 
 
Another 9 of the 22 impacted billboards sit within existing railroad ROW and would 
overhang the proposed Tri-State Tollway pavement limits, requiring these structures to 
be relocated or acquired. 
 
ComEd has a series of high mast, decorative transmission towers running alongside 
the Corridor, many of which sit within existing Tollway ROW.  The proposed 
improvements will require the relocation of these towers.  According to a previous 
agreement between ComEd and the Tollway, any expenses associated with the 
adjustment, relocation, or alteration of these ComEd High Mast Power Poles and 
Transmission Lines is at the sole expense of ComEd.  These impacted structures have 
also been indicated on Exhibit 6.10.1. 
 
A summary of the impacted billboard structures and ComEd transmission towers is 
provided in Table 6.8 below. 
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Table 6.8 

Utility and Billboard Impacts 

Exhibit 
Plan 

Sheet 

Existing 
Station 

Offset 
Description of 

Impact 
ROW Notes 

010 1146+28 88' LT Conflict with Billboard 
Overhangs proposed 

improvements 

019 1663+12 108' LT 
Conflict with High 
Mast Power Pole 

Within existing ROW, conflicts 
with proposed improvements 

020 1714+38 87' LT 
Conflict with High 
Mast Power Pole 

Within existing ROW 

021 1719+35 107' LT 
Conflict with High 
Mast Power Pole 

Within existing ROW 

022 1731+40 102' LT 
Conflict with High 
Mast Power Pole 

Within existing ROW 

022 1735+70 106' LT 
Conflict with High 
Mast Power Pole 

Within existing ROW 

023 1740+05 110' LT 
Conflict with High 
Mast Power Pole 

Within existing ROW 

023 1744+53 121' RT Conflict with Billboard 
Within existing RR Easement, 

overhangs proposed 
improvements 

023 1745+96 111' LT Conflict with Billboard 
Within existing RR Easement, 

overhangs proposed 
improvements 

024 1751+20 100' LT 
Conflict with High 
Mast Power Pole 

Within existing ROW 

024 1753+31 103' LT Conflict with Billboard 
Overhangs proposed 

improvements 

024 1755+21 100' RT 
Conflict with High 
Mast Power Pole 

Within existing RR Easement, 
overhangs proposed 

improvements 

024 1756+14 125' RT Conflict with Billboard Overhangs proposed Pavement 

024 1764+02 101' RT 
Conflict with High 
Mast Power Pole 

Within existing ROW 

026 1792+48 101' RT 
Conflict with High 
Mast Power Pole 

Within existing ROW 

026 1798+12 99' RT 
Conflict with High 
Mast Power Pole 

Within existing ROW 

027 1804+60 134' RT Conflict with Billboard Base within proposed ROW 

027 1809+84 132' RT Conflict with Billboard Base within proposed ROW 

028 1814+78 126' RT Conflict with Billboard Base within proposed ROW 

028 1819+54 127' RT Conflict with Billboard Base within proposed ROW 

028 1824+81 125' RT Conflict with Billboard Base within proposed ROW 

029 1830+40 126' RT Conflict with Billboard Base within proposed ROW 

029 1835+92 127' RT Conflict with Billboard Base within proposed ROW 

029 1840+64 115' LT 
Conflict with High 
Mast Power Pole 

Within existing ROW 

029 1841+47 126' RT Conflict with Billboard Base within proposed ROW 

030 1847+76 130' RT Conflict with Billboard Base within proposed ROW 

030 1852+94 125' RT Conflict with Billboard Base within proposed ROW 
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Exhibit 
Plan 

Sheet 

Existing 
Station 

Offset 
Description of 

Impact 
ROW Notes 

031 1867+83 136' LT Conflict with Billboard Overhangs proposed ROW 

035 1954+14 155' LT Conflict with Billboard 
Overhangs proposed RR 

Easement & improvements 

035 1959+83 141' LT Conflict with Billboard 
Overhangs proposed RR 

Easement & improvements 

036 1969+56 58' RT Conflict with Billboard 
Overhangs proposed 

improvements 

037 1975+02 64' RT Conflict with Billboard 
Overhangs proposed 

improvements 

042 2062+62 137' LT Conflict with Billboard Base within proposed ROW 

046 2111+14 134'RT Conflict with Billboard Overhangs proposed ROW 

 

6.8 Intelligent Transportation Systems (ITS) 

There are various ITS devices, such as Closed Circuit Television (CCTV) cameras, 
ramp count / queue detectors, dynamic message sign (DSM) and Weigh-In-Motion 
(WIM) throughout the project limits.  The existing ITS elements will be enhanced to 
include more camera and roadway sensing coverage, Weigh-in-Motion systems, fiber 
optic cable on both sides of the Tri-State and a reliable power distribution grid.  
 

The Tollway’s vision is to rebuild the Central Tri-State as a state‐of‐the‐art corridor of 
the future.  This Smart Corridor will utilize technology to promote safety, minimize 
traffic congestion, and provide an optimal level of service to Tollway customers.  The 
Smart Corridor is envisioned to provide a roadway system that potentially allows for 
the following operational capabilities at some point in the future: 

 

 Active Traffic Management (ATM) of all roadway lanes and shoulders, 

 Pricing of each lane independently (termed congestion pricing), if desired, as 
part of a managed lane deployment, 

 Flexible tolling based on vehicle occupancy or type, and 

 Accommodation of future “connected vehicle” technologies. 
 

This vision of a Smart Corridor is the foundation for the description of the potential 
technology deployments and operational strategies found in this document. 
Deployment of any or all of these technologies and strategies may be taken 
individually in phases or in combination, either for the entire corridor or in part of the 
corridor. However, a common vision for the entire corridor will help ensure that the 

infrastructure is designed for long‐term flexibility in transportation operations, while 
reducing the costs and traffic disruptions associated with potential construction in 
future years. 

6.8.1 Active Traffic Management (ATM) 

Active Traffic Management (ATM) is a set of operating strategies and 

technologies that provide the ability to dynamically manage recurrent and non‐
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recurrent traffic congestion based on prevailing and predicted traffic conditions. 
An ATM system continuously monitors traffic and roadway conditions and 
enables a rapid response to traffic incidents and other events on the highway. 
 
An ATM system provides a set of tools that can be employed to improve safety 
and throughput in order to maximize the effectiveness and efficiency of the 
facility. ATM uses integrated systems with new technology to provide flexibility 
to traffic operators in deploying operational strategies automatically to optimize 
performance immediately, rather than relying on manual operations. 
 
The prime focus of ATM is changing traffic operation management philosophy 
for managing the transportation system to one that is proactive along with 
changing traffic and weather conditions, instead of simply reacting to them. 
When implemented, the system allows direct interaction with drivers, directing 
them to make tactical driving decisions (e.g., stopping, slowing down, or 
changing lanes) based on current traffic conditions. ATM operational strategies 
include, but are not limited to: dynamic speed limits and advisory speeds, 
dynamic lane use/shoulder control, queue warning, dynamic routing, dynamic 
junction control, adaptive signal control, and transit signal priority. ATM 

strategies for potential implementation in the I‐90 corridor are described as 
follows: 
 

 Dynamic lane use control.  Real‐time incident and congestion 
management can be affected by closing or opening individual traffic 
lanes. The system has the capability of providing advance warning of 

lane / shoulder closure(s) through the use of lane‐use control signals 
(LCS) and dynamic message signs (DMS). 

 Dynamic shoulder lanes. The use of the shoulder as a travel lane, 
known as hard shoulder running or temporary shoulder use, is typically 
used to address recurring congestion by adding temporary capacity 
during peak periods, and can also be used as a way to divert traffic 

around incidents and help ramp traffic merge onto controlled‐access 
highways. 

 Dynamic speed limits. Also known as speed harmonization, 

dynamically changing speed limits can be based on real‐time traffic, 
roadway and/or weather conditions. Dynamic speed limits can be either 
enforceable (regulatory) speed limits or recommended advisory speeds.  
Speeds can be displayed laterally across the entire roadway or on 
individual lanes. 

 Queue warning. The real‐time display of warning messages typically 
occurs on DMS along a roadway to alert motorists that queues or 
significant congestion appear ahead. Dynamic speed limits and advisory 
speeds can also be used to slow traffic approaching the back of the 
queue. 

 Dynamic rerouting and traveler information. Provides alternate route 
information to drivers through DMS, LCS, and other traveler information 
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devices, in order to divert vehicles around severe congestion or major 
incidents. 

6.8.2 Managed Lanes 

Managed lanes have been developed across the country as a new tool in traffic 
management. By definition, managed lanes reduce the traffic demand for a 
lane, to allow for specialized operations along that lane.  This would inherently 
reduce the number of vehicles that utilize this lane during peak periods and 
over the entire day.  A simple additional lane project may still have the most 
utility on the Illinois Tollway, since users of the general purpose lanes also pay 
for the use of the road.   
 
FHWA defines managed lanes as highway facilities or a set of lanes where 
operational strategies are proactively implemented and managed in response to 
changing conditions. In practical terms, a managed lane is where one or 
multiple lanes are separated from general purpose lanes to allow maximum 
operational flexibility in managing the facility and responding to changing traffic 
conditions. The primary managed lane tools or facility management approaches 
are pricing, vehicle eligibility, and access control. 
 
Pricing. This managed lane operational strategy includes both traditional toll 
lanes and toll lanes that use congestion pricing. The traditional toll lane 
approach would entail creating a designated managed lane within a free facility, 
for which customers pay a toll to enter and use the lane, and where higher 
speeds could be maintained on the tolled section. For the congestion pricing 
approach, the toll price would vary during peak congestion periods to manage 
demand, whereby a toll rate on the entire facility or specific lanes is increased 
to maintain higher speeds during peak travel periods. Although there are no 
local regional examples, IDOT’s proposed I-55 additional lanes would provide a 
single priced lane in each direction adjacent to the free existing general purpose 
lanes. 
 
Vehicle Eligibility. Lanes are managed using minimum vehicle occupancy, as 
in an HOV lane, or by allowing certain types of vehicles and restricting others 

(for example, truck, bus, or car‐only lanes).  An example of existing vehicle 
eligibility lanes along I-294 is the inside two lanes are restricted to only 
passenger cars. 
 
Access Control. Lanes would be open to all vehicles but access is controlled 
for a considerable length of the facility so that turbulence in the traffic flow is 
minimized. An expressway or express lanes are examples of this type of 
managed lane, with the Kennedy Reversible lanes a local example. 
   
Although the congestion along the Central Tri-State is the worst on the Tollway 
system, it is not as bad as delays on the IDOT expressway system. More 
important, since I-294 serves as a bypass road, the travel patterns tend to be 
an interstate to interstate connection that connects the multiple spoke roadways 
heading into Chicago. One of the main goals of providing managed lanes along 
the Tollway is to allow flexibility in the future when traffic usage grows or 
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changes relative to the standard additional lanes projects. This is especially 
important along the Central Tri-State, where the Elgin-O’Hare Western Access 
(EOWA) I-490 interchange might change traffic patterns. 
 
Various I-55, I-88, I-290, and I-190/90 movements create congestion along the 
existing Central Tri-State corridor, and future movements at the EOWA could 
also create operational issues. Access to these system interchanges is a key 
component to attracting enough vehicles to any future managed lanes project. 
As managed lanes generally work from a supply and demand perspective, with 
pricing or restrictions controlling demand for a set supply, better understanding 
what traffic is attracted to the facilities will help make important project 
decisions. 
 
Although there are several locations where congestion is present along the 
Central Tri-State, many of these are related to exit ramps to intersecting 
interstates and not related to mainline through traffic demand creating 
congestion.  If the interchanges were fixed, the mainline may operate efficiently, 
removing demand for the managed lane.  There are two locations along I-294 
that have markedly higher daily and peak hour mainline traffic demand: 
segments between the I-55 and I-88 connector ramps and between I-290 and I-
90/190. Any future managed lanes study should compare these operational 
improvements to interchange improvements, to see which has the more long 
term utility.  The study would also have to investigate the utility of adding direct 
ramp connections from managed lanes to popular destinations, as these direct 
ramps would both increase demand for the managed lanes while reducing 
dependence on the general purpose lanes to incorporate all travel movements. 
 
Any future managed lanes study should also investigate opening Lane 0 as 
additional capacity during peak hours and instead of just increasing the pricing 
for those traveling in separate managed lanes, pricing all lanes. Additional 
capacity would be provided for all users, with all users benefitting from the 
improved operations and paying towards their reduced travel times. 
 
For the Central Tri-State corridor, further studies are recommended to 
determine if some type of managed lane is feasible and cost-effective. 

6.9 Signing 

Proposed pavement marking and permanent signing plans will be developed in future 
design studies.  There are currently 104 overhead sign structures that will be impacted 
if the Central Tri-State is widened. 

6.10 Right of Way 

A Right of Way (ROW) analysis was conducted to determine the impacts the proposed 
improvements would have on adjacent properties within the Corridor.  The analysis 
was conducted using the proposed improvement typical section for Alternative 4 
(reconstruction with widening using the I-90 cross section, Lane 0) since it represents 
the full build out condition. This is consistent with the approach taken for proposed 
geometrics and other portions of the study.  ROW Impacts for Alternative 3 are 
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expected to be approximately equal to Alternative 4, and there are no ROW impacts 
anticipated for Alternatives 1 and 2. 

 
Before analyzing the impacts of the proposed improvements, the existing ROW and 
Permanent Easement limits for the Corridor were mapped out in CADD so they could 
be overlaid with other proposed and existing elements, to facilitate the impact analysis.  
The primary resource for existing Tollway ROW and land parcel limits was the Tri-
State Tollway Plat Of Highway (POH), as provided by the Tollway and prepared by 
Rogina & Associates.  The POH was provided as an electronic plan set (in PDF 
format), accompanied by a CADD file (in Microstation DGN format).  Where conflicts 
between the POH CADD file and PDF plan set were encountered, the PDF plan set 
governed since that document carries a more recent date in its title block and is sealed 
& signed by a Professional Land Surveyor.  Where Tollway land parcel limits were 
missing, obscured, or otherwise unclear in these documents, the team referred to legal 
documentation for individual land parcels.  This documentation was sourced from the 
Shared server on the Tollway’s computer network when available, otherwise it was 
pulled from the Tollway CIS department’s records.  All land parcel files pulled from CIS 
were scanned and uploaded to the project e-Builder database, as well as the Shared 
server Land Acquisition folder, for future reference. 
 
Once the existing ROW was mapped, it was overlaid against the proposed Alternative 
4 geometrics and the latest available aerial imagery of the Corridor.  This overlaid 
graphic set was then used to determine where additional ROW or Permanent 
Easement would be required.  This was done by offsetting the outermost proposed 
element by ten feet, to allow space for construction and maintenance access.  The 
outermost proposed element varies along the corridor and includes elements like 
retaining wall, noise wall, barrier wall, edge of shoulder, edge of pavement, and edge 
of proposed grading, as can be seen in the cross sections shown in Exhibit 6.2.7.  
Areas within this ten foot offset line, but outside the existing ROW limits, were 
identified as either required additional ROW or, over areas like railroads, bodies of 
water, or IDOT / municipal owned facilities, required additional Permanent Easement.   

 
Exhibit 6.10.1 shows the areas of required additional ROW and Permanent Easement.  
The exhibit also shows the impacted land parcels and identifies each parcel by its 
Property Index Number (PIN).  PINs were obtained from the Cook County Assessor’s 
online property map, though some parcels did not have PINs available (typically for 
municipally owned facilities like roads). 

 
There are three other Tollway projects within the corridor that are slated for 
construction either before or concurrently with this project.  These projects are the 
Elgin O’Hare Western Access program (EOWA), the SB I-294 / County Line Road exit 
ramp, and the North Avenue / Lake Street / US20 interchange with I-294.  ROW 
requirements for areas of overlap have been coordinated between those projects and 
this one.  In areas where the proposed improvements of this project would require 
additional ROW, but the impacted parcels are being pursued as part of another 
project, the impacted area is shown with black hatching on the exhibit plan sheets. 
 
Stormwater detention sites would be required for any widening of the existing 
pavement. Additional ROW could be required if sites are identified outside of existing 
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Tollway ROW. More discussion on possible sites can be found in Section 7.0 
Drainage. ROW for stormwater detention is not included in this corridor study. 
 
A summary of the ROW impacts to surrounding land parcels is shown in Table 6.9.  
This table provides the land area required for each impacted parcel, along with the PIN 
and apparent land use (determined from an aerial imagery analysis) of each of the 
impacted parcels.  The table summarizes the total land area required for both ROW 
and Permanent Easement broken down by land use, and a grand total of land area 
required for ROW and Permanent Easement. 

 

Table 6.9 

ROW Impacts – Land Parcels 

Exhibit Plan 
Sheet 

Impacted Parcel 
PIN 

Land Use Proposed Acquisition 
Required Area 

(SF) 
Required Area 

(Acres) 

001 None Available Municipal Right of Way 351 0.008 

002 None Available Municipal Permanent Easement 5,111 0.117 

002 None Available Municipal Permanent Easement 5,954 0.137 

003 None Available Municipal IDOT Permit 3,222 0.074 

003 None Available Municipal IDOT Permit 2,941 0.068 

004 18-27-500-001 Industrial Permanent Easement 1,705 0.039 

004 None Available Industrial Permanent Easement 193 0.004 

004 18-33-501-001 Industrial Permanent Easement 343 0.008 

004 18-28-501-001 Industrial Permanent Easement 1,050 0.024 

004 18-27-300-008 Public Permanent Easement 321 0.007 

004 18-28-401-008 Public Permanent Easement 288 0.007 

005 18-28-401-009 Public Permanent Easement 16,085 0.369 

005 18-28-401-009 Public Permanent Easement 15,772 0.362 

006 18-28-400-011 Industrial Permanent Easement 5,468 0.126 

006 18-28-400-006 Industrial Permanent Easement 5,296 0.122 

006 18-28-500-004 Industrial Permanent Easement 2,962 0.068 

006 18-28-300-038 Industrial Permanent Easement 1,032 0.024 

006 18-28-500-003 Industrial Permanent Easement 2,232 0.051 

006 18-28-200-033 Industrial Permanent Easement 222 0.005 

006 18-28-300-067 Industrial Permanent Easement 6,166 0.142 

006 18-28-300-055 Industrial Permanent Easement 6,290 0.144 

006 None Available Municipal Permanent Easement 294 0.007 

006 None Available Municipal Permanent Easement 173 0.004 

007 18-28-300-043 Industrial Permanent Easement 6,186 0.142 

007 18-28-300-055 Industrial Permanent Easement 6,580 0.151 

007 18-28-300-042 Industrial Permanent Easement 484 0.011 
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007 18-28-300-056 Industrial Permanent Easement 4,358 0.100 

007 18-28-300-056 Industrial Permanent Easement 4,474 0.103 

007 18-28-300-013 Industrial Permanent Easement 79 0.002 

007 18-28-300-023 Industrial Permanent Easement 209 0.005 

007 18-28-300-012 Industrial Permanent Easement 225 0.005 

007 18-28-300-013 Industrial Permanent Easement 86 0.002 

007 18-28-300-023 Industrial Permanent Easement 228 0.005 

007 18-28-300-012 Industrial Permanent Easement 242 0.006 

007 18-28-502-026 Industrial Permanent Easement 462 0.011 

007 18-28-300-016 Industrial Permanent Easement 303 0.007 

007 None Available Municipal Permanent Easement 678 0.016 

007 None Available Municipal Permanent Easement 905 0.021 

007 18-28-502-024 Public Permanent Easement 455 0.010 

007 18-28-502-024 Public Permanent Easement 33 0.001 

008 18-18-301-005 Vacant Right of Way 6,299 0.145 

009 18-07-418-059 Residential Right of Way 1,110 0.025 

009 18-07-109-037 Residential Right of Way 4,038 0.093 

010 18-07-109-037 Residential Right of Way 1,696 0.039 

010 18-07-109-037 Residential Right of Way 1,241 0.028 

010 None Available Vacant Right of Way 6,367 0.146 

011 15-30-301-017 Public Right of Way 6,790 0.156 

012 15-18-308-025 Vacant Right of Way 2,295 0.053 

014 None Available Municipal Right of Way 12,808 0.294 

014 15-07-118-010 Residential Right of Way 6,094 0.140 

014 15-07-118-009 Residential Right of Way 6,082 0.140 

014 15-07-118-008 Residential Right of Way 6,072 0.139 

014 15-07-118-007 Residential Right of Way 6,069 0.139 

014 15-07-118-006 Residential Right of Way 5,502 0.126 

014 15-07-115-018 Residential Right of Way 5,554 0.128 

014 15-07-115-017 Residential Right of Way 4,874 0.112 

014 15-07-115-030 Residential Right of Way 4,830 0.111 

015 None Available Municipal Right of Way 2,723 0.063 

015 15-06-304-017 Residential Right of Way 5,452 0.125 

015 15-06-304-016 Residential Right of Way 6,084 0.140 

015 15-06-304-015 Residential Right of Way 6,535 0.150 

015 15-06-304-014 Residential Right of Way 6,563 0.151 

015 15-06-304-013 Residential Right of Way 6,685 0.153 

017 15-06-300-003 Public IDOT Permit 2,468 0.057 
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017 15-06-100-007 Public IDOT Permit 18,366 0.422 

018 15-06-100-007 Public IDOT Permit 20,497 0.471 

019 None Available Municipal Right of Way 11,383 0.261 

020 12-31-100-003 Industrial Right of Way 373 0.009 

020 None Available Municipal Right of Way 86,197 1.979 

021 12-31-100-003 Industrial Right of Way 3,072 0.071 

021 None Available Municipal Right of Way 89,805 2.062 

022 12-31-100-003 Industrial Right of Way 1,295 0.030 

022 None Available Municipal Right of Way 88,526 2.032 

023 12-30-300-014 Industrial Right of Way 464 0.011 

023 12-30-300-009 Industrial Right of Way 3,085 0.071 

023 12-30-300-006 Industrial Right of Way 1,680 0.039 

023 12-30-300-007 Industrial Right of Way 5,885 0.135 

023 12-30-300-004 Industrial Right of Way 4,980 0.114 

023 None Available Municipal Right of Way 89,408 2.053 

023 12-30-300-010 Public Right of Way 3,889 0.089 

024 12-30-300-004 Industrial Right of Way 240 0.006 

024 12-30-101-011 Industrial Right of Way 2,280 0.052 

024 None Available Municipal Right of Way 12,712 0.292 

028 12-20-400-009 Industrial Permanent Easement 7,961 0.183 

028 12-20-400-009 Industrial Permanent Easement 1,548 0.036 

028 None Available Municipal Permanent Easement 2,970 0.068 

028 None Available Municipal Permanent Easement 53 0.001 

029 12-20-400-009 Industrial Permanent Easement 5,025 0.115 

029 12-20-400-009 Industrial Permanent Easement 1,509 0.035 

029 12-20-400-007 Industrial Permanent Easement 12,572 0.289 

029 12-20-400-007 Industrial Permanent Easement 2,711 0.062 

029 12-20-500-001 Industrial Permanent Easement 1,768 0.041 

029 12-20-500-001 Industrial Permanent Easement 662 0.015 

029 12-20-400-029 Industrial Permanent Easement 1,109 0.025 

029 12-20-400-031 Industrial Permanent Easement 878 0.020 

029 12-20-400-030 Industrial Permanent Easement 74 0.002 

030 12-20-202-039 Commercial Permanent Easement 1,100 0.025 

030 12-20-202-039 Commercial Permanent Easement 274 0.006 

030 12-20-400-029 Industrial Permanent Easement 2,883 0.066 

030 12-20-400-030 Industrial Permanent Easement 204 0.005 

030 12-20-400-029 Industrial Permanent Easement 682 0.016 

030 12-20-202-045 Industrial Permanent Easement 374 0.009 
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030 12-20-202-045 Industrial Permanent Easement 148 0.003 

030 12-20-400-038 Industrial Permanent Easement 323 0.007 

030 12-20-400-034 Industrial Permanent Easement 2,113 0.049 

030 12-20-202-034 Industrial Permanent Easement 1,094 0.025 

030 12-20-400-038 Industrial Permanent Easement 198 0.005 

030 None Available Municipal Permanent Easement 97 0.002 

030 12-20-202-030 Public Permanent Easement 2,958 0.068 

030 12-20-202-030 Public Permanent Easement 1,637 0.038 

031 12-21-100-011 Commercial Right of Way 1,170 0.027 

031 None Available Municipal Permanent Easement 347 0.008 

032 12-09-421-031 Industrial Permanent Easement 149 0.003 

032 12-09-500-006 Industrial Permanent Easement 1,221 0.028 

032 12-09-414-023 Industrial Permanent Easement 65 0.001 

032 12-09-500-006 Industrial Permanent Easement 753 0.017 

 
 

Total 
Summary 

Land Use Proposed Acquisition 
Required Area 

(SF) 
Required Area 

(Acres) 

Total Commercial Right of Way 1,170 0.03 

Total Industrial Right of Way 23,354 0.54 

Total Public Right of Way 10,679 0.25 

Total Residential Right of Way 84,481 1.94 

Total Vacant Right of Way 14,961 0.34 

Total Municipal Right of Way 393,912 9.04 

 Grand Total Right of Way 528,557 SF 12.13 AC 

     

Total Commercial Permanent Easement 1,374 0.03 

Total Industrial Permanent Easement 102,901 2.36 

Total Public Permanent Easement 37,548 0.86 

Total Residential Permanent Easement 0 0.00 

Total Vacant Permanent Easement 0 0.00 

Total Municipal Permanent Easement 16,582 0.38 

 Grand Total Permanent Easement 158,405 SF 3.64 AC 

     

Total Commercial IDOT Permit 0 0.00 

Total Industrial IDOT Permit 0 0.00 

Total Public IDOT Permit 41,332 0.95 
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Total Residential IDOT Permit 0 0.00 

Total Vacant IDOT Permit 0 0.00 

Total Municipal IDOT Permit 6,163 0.14 

 Grand Total IDOT Permit 47,495 SF 1.09 AC 

 

6.11 Public Transit 

As part of the Tri-State reconstruction, the study was to review transit 
accommodations for potential bus usage similar to that provided on I-90 where the 
shoulder has been widened to allow bus travel.  In the study, Alternatives 2 and 4 have 
provided a Lane 0, shoulder width of 14.0 feet from 95th Street to Irving Park Road and 
shoulder width of 12.5 feet from Irving Park Road to Balmoral Avenue. The Cook 
County Department of Transportation and Highways expressed interest in this concept 
to connect lower income residents to the south with the employment centers around 
O’Hare Airport. 

6.12 Tollway’s Freight Strategic Plan 

Recognizing the important role that the freight industry plays in the region’s economic 
well-being, the Tollway is mindful of the needs of its commercial vehicle 
customers.  The purpose of the Tollway’s Freight Strategic Plan is to better direct and 
prioritize the Tollway’s near- and long-term initiatives by identifying current and 
emerging issues among commercial vehicle customers.  The strategic plan will 
examine near-term initiatives such as I-Pass customer service, overweight / size 
permitting and communications. Among its long-term initiatives, the Tollway hopes to 
set priority to future capital improvements such as truck parking and other local 
improvements on the system that may alleviate congestion and/or improve safety for 
commercial vehicles. 

 
The plan is scheduled for completion in fall 2014 and should be used in the 
development of the master plan for this project. 

6.13 Truck Parking 

Trucks using the Corridor are using the Plazas and Oases as parking areas especially 
during the overnight hours.  There is not adequate parking for the number of trucks 
and the trucks are currently parking along the shoulder of entrance and exit ramps.   
 
The Tollway Engineering-Planning staff has reviewed options for truck parking at 
Plazas 33, 35, 36 and 39 within the Corridor.  The parking would use the existing 
booth area to reduce the manual and I-Pass only (IPO) booths to a minimum of two 
IPO booths at each plaza area.  Reconfiguration to accommodate the proposed IPO 
booths and parking will vary per location, refer to Exhibit 6.13.1. Truck parking could 
also be added at the I-294 northbound C-D road exit to the Hinsdale Oasis. 
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6.14 Crash Investigation Sites and Median Turnarounds 

Crash investigation sites should be implemented per Tollway standard at locations 
where adequate ROW exists. These off shoulder locations can also be used by the 
State Police as enforcement areas to help improve their safety.  

6.14.1 Potential Locations for Proposed Crash Investigation Sites 

The I-294 Tri-State Tollway Corridor from the I-90 interchange (northern 
terminus) to the 95th Street interchange (southern terminus) was reviewed for 
potential Crash Investigation Sites (CIS).  Potential locations were developed 
for both the northbound and southbound directions of travel. 
 
Potential locations for consideration were identified with reference to the criteria 
set forth in Section 2.6.13 of the Roadway Design Criteria as follows: 

 

 CIS’s placed at interchanges, should be at locations without tolls being 
required for entering and exiting the Tollway, they should not be placed 
inside cloverleaf interchanges, and they should be placed in ramp 
infields between the outer ramp and the mainline. 

 CIS’s placed at mainline toll plazas should be downstream of the toll 
booth. 

 CIS’s should be placed 0.25 – 0.50 miles from median turnarounds. 

 CIS’s should be placed every 2 – 3 miles in urban areas. 

 CIS’s should be combined with radio tower access roads and ITS 
communication structures, where feasible. 
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Potential southbound I-294 locations are as follows: 
 

Table 6.10 

Southbound I-294 Potential Crash Investigation Site Locations 

Mainline Location Comments 

O’Hare Oasis 
Located in infield area adjacent to Oasis. 

800-feet south of Grand Avenue 
Located in infield area adjacent to mainline. 

800-feet south of IL 64 
Located in infield area between mainline and 
NB I-290 to EB US-20 directional ramp. 

Plaza 35 (Cermak) 

Combined with communication facility located 
adjacent to and just past the SB cash toll 
lanes. 

South of US 34 
Located in infield area between the loop ramp 
and the directional entrance ramp. 

Hinsdale Oasis 
Located in infield area adjacent to the Oasis. 

South of 75th Street Exit 
Located in infield area between the 75th Street 
exit and entrance ramps. 

Plaza 36 (82nd) & Plaza 39 
(83rd) 

Combined with communication structure and 
facility located just adjacent to and past the SB 
cash toll lanes. 

South of 95th Street 
Located in infield south of the loop ramp and 
prior to the 76th Avenue entrance ramp. 
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Potential northbound I-294 locations are as follows: 
 

Table 6.11 

Northbound I-294 Potential Crash Investigation Site Locations 

Mainline Location Comments 

South of 95th Street 

Located in infield between the directional ramp 
and the loop ramp; adjacent to the 
communication tower at the 95th Street toll 
collection. 

Plaza 36 (82nd) & Plaza 39 
(83rd) 

Combined with communication facility located 
just adjacent to and just past the NB cash toll 
lanes. 

North of 75th Street  
Located in infield area between the loop ramp 
and the directional entrance ramp. 

Hinsdale Oasis 
Located in infield area adjacent to the Oasis. 

North of US 34 
Located in infield area between the loop ramp 
and the directional entrance ramp. 

Plaza 35 (Cermak) 

Combined with communication facility located 
adjacent to and just past the NB cash toll 
lanes. 

O’Hare Oasis 
Located in infield area adjacent to Oasis. 

6.14.2 Potential Locations for Median Turnaround Sites 

The I-294 Tri-State Tollway Corridor from the I-90 interchange (northern 
terminus) to the 95th Street interchange (southern terminus) was reviewed for 
potential median turnaround sites.  
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Potential locations for median turnarounds from north to south are as follows: 
 

Table 6.12 

I-294 Potential Median Turnaround Site Locations 

Mainline Location Comments 

Between I-90 and I-190 flyover 
Approximate 0.5 mile tangent section of 
Tollway. 

North of Balmoral Avenue 

Tangent section of Tollway; allows emergency 
services traveling SB on Tollway to access NB 
major divergence to I-90. 

North of Lawrence Avenue  

Approximate 0.5 mile tangent section of 
Tollway; allows emergency services traveling 
NB on Tollway to access SB IL 19 C-D 
roadway and access to IL 19. 

North of Wolf Road 
Existing Median Turnaround; to be maintained. 

North of US 20 
Existing Median Turnaround; to be maintained. 

South of IL 64 
Approximate 0.5 mile tangent section of 
Tollway. 

South of St. Charles Road 
Tangent section of Tollway between large-
radius reverse curves. 

North of Butterfield Road 
Tangent section of Tollway between 
structures. 

North of IL 38 
Short tangent section of Tollway between IL 38 
and I-88 interchanges. 

South of 22nd Street 
Tangent section of Tollway south of the 
interchange. 

South of 31st Street 
Tangent section of Tollway north of the US 34 
interchange.  

North of 55th Street 
Existing Median Turnaround; to be maintained. 

North of 5th Avenue Cutoff 
Short tangent section of Tollway prior to the 
Mile Long Bridge. 

South of 87th Street 
Tangent section of Tollway prior to curve into 
the 95th Street interchange. 
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6.15 Sustainability 

The corridor study was developed collaboratively leveraging an interdisciplinary team 
consisting of AECOM, CDM Smith, and HNTB. During the Master Plan study, this 
approach will need to be continued to help contribute to the sustainability of the 
corridor by integrating considerations of Triple Bottom Line (TBL) principles (Social, 
Environmental, and Economic) throughout the planning process that will influence 
decisions in the early planning stages. 

7.0 DRAINAGE 

This drainage study was performed for the widening and reconstruction of the Central Tri-
State (I-294) from 95th Street (MP 17.7) to Balmoral Avenue (MP 40.0). The majority of the 
Central Tri-State is tributary to the Des Plaines River watershed. Due to over development in 
the natural floodplain and insufficient detention storage provided within the watershed, the 
Des Plaines River watershed has one of the highest annual flood damages, in the state. The 
following is a description of existing conditions and recommended improvements for the 
Central Tri-State drainage infrastructure, much of which was constructed in the late 1950’s 
and early 1960’s. 

7.1 Existing Conditions 

The existing roadway drainage system consists of drainage structures along the center 
of the median that collect runoff from the median shoulders and inside lanes outletting 
into roadside ditches. Outside lanes and shoulders in both directions sheet flow to the 
roadside ditches. In general, the proposed drainage design will follow the existing 
drainage patterns while maintaining the existing outlets (unless they are considered 
unsuitable during the preparation of the drainage concept report that will be completed 
during the design phase). A new closed drainage system will be used for the proposed 
northbound and southbound lanes throughout the entire project limits. All corrugated 
metal pipes located under mainline or ramp pavement, regardless of lining, will be 
replaced with reinforced concrete pipes. 
 
The limits of the drainage study are located within the following sub-watersheds:  
 

 Lucas Diversion Ditch 

 79th Street Sewer 

 I&M Canal 

 Flagg Creek 

 Salt Creek 

 Addison Creek 

 Silver Creek 

 Des Plaines River  
 
There are fifty (50) major crossings located within the project improvement limits, 
several of which are located within Special Flood Hazard Areas and will require 
compensatory storage for fill in the floodplain, when impacted, refer to Exhibit 7.1.  

7.1.1 Flooding History 

Since the roadway widening of the Central Tri-State in the 1990’s, several storm 
events have caused pavement flooding resulting in lane closures. The following 
summarizes major flooding impacts to the Central Tri-State. 
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7.1.1.1 I-294 Mainline Flooding near Cermak Road 

On July 24, 2010 and April 17, 2013 a section of the Central Tri-State 
between 31st Street and Cermak Road experienced pavement flooding 
as a result of storm events in excess of 6 inches of total rainfall depth 
(equivalent to a 100-year storm event per Bulletin 70 rainfall data). 
Floodwaters with depths of 6 inches covered all lanes of the Central Tri-
State Tollway in both directions as well as the ramps for the Cermak 
Road interchange. Design Contract RR-12-4083 (Task Order 7B) 
prepared construction documents to mitigate the flooding issue by 
providing stormwater detention storage upstream of the flooded area. 
Also, ditch / pipe system was proposed east of NB I-294 to provide an 
overflow path to Salt Creek for the 100-year storm event. For additional 
information reference Technical Memorandum – Cermak Road 
Interchange Flood Impact, prepared by Primera-EJM JV (dated 
November 4, 2013). Construction is slated for completion in 2015, under 
construction contract RR-14-5694. 

7.1.1.2 North Avenue Flooding Tri-Level Bridge 

The North Avenue underpass has experienced flooding as a result of 
moderate to high frequency storm events. Existing detention for the 
Central Tri-State within the North Avenue interchange (Ramp J) is 
tributary to the Doyle Reservoir.  The Doyle Reservoir was designed for 
the 25 year storm event and constructed in the 1980’s. The Doyle 
Reservoir is the ultimate drainage outfall for much of the North Avenue 
underpass. For additional information, reference the North Avenue at I-
290 / I-294 Drainage Investigation (P-91-443-06), prepared by 
Christopher B. Burke Engineering Ltd. (dated January 2012). 

7.1.1.3 SB I-294 to WB Ogden Avenue (Ramp G) Flooding 

On April 17, 2013 Ogden Avenue Ramp G was closed due to pavement 
flooding. The flooding condition was the result of a backwater effect from 
Salt Creek. Design Contract RR-12-4083 (Task Order 5) prepared 
construction documents to mitigate the flood issue by raising the ramp 
profile and subsequently the ramp sag elevation. For additional 
information reference Technical Memorandum – Ogden Avenue, Ramp 
G, April 17, 2013, prepared by Primera-EJM JV (dated October 28, 
2013). Construction is slated for completion in 2014, under construction 
contract RR-14-5691. 

7.1.1.4 I-294 Mainline Flooding near St. Charles Road 

On April 17, 2013 a section of the Central Tri-State north of St. Charles 
Road experienced pavement flooding as a result of intense high 
frequency storm event. This location has not been included in a previous 
study and shall be analyzed in the Central Tri-State reconstruction 
Concept Drainage Report to determine the cause of flooding, and 
potential mitigation strategies.  
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7.1.1.5 Mainline Flooding near Archer Avenue 
In the morning hours of August 22, 2014 the Central Tri-State near 
Archer experienced all lanes of traffic closed due to flooding. During that 
time the Midway Airport rain gauge recorded 3.2 inches of rainfall in a 2 
hour period. Upon consulting with onsite maintenance staff, the 
pavement flooding was attributed to mowing on the previous day and the 
resulting clippings blocking the mainline inlets. Once the blocked 
condition was cleared, by maintenance staff, the inlets drained and the 
pavement flooding receded. The sag in the I-294 profile is east of Archer 
Avenue, which is then drained by a 48” storm sewer, installed in the T-3A 
Tollway contract, in 1957. The described storm sewer drains to private 
property north of I-294. This storm sewer is likely undersized and may 
have also attributed to the short term pavement flooding during the high 
intensity rain event. Further analysis shall be performed in the Central 
Tri-State reconstruction Concept Drainage Report. 

7.1.2 Stormwater Management 

Per various prior improvements along I-294, stormwater detention measures 
have been implemented to meet stormwater management requirements. At 
some locations additional detention was provided to mitigate flooding issues 
within and outside Tollway right of way. This existing detention storage shall be 
maintained or compensated for, if impacted under proposed conditions. 
Advanced contracts were issued in the 1990’s to prepare the necessary 
drainage studies for the Central Tri-State widening. One of which was CIP-
671A, led by Christopher B. Burke Engineering Ltd. These contracts should be 
reviewed during the design process to ensure that existing detention storage is 
maintained or compensated for under proposed conditions. 

7.1.2.1 Regional Flood Control Structures 

Three major regional flood control structures are located within the area 
of study. Hickory Hills Reservoir, Upper Elmhurst Reservoir and Lower 
Elmhurst Reservoir are located on the west side of I-294 near mile posts 
19.0, 32.3 and 32.7, respectively. It is anticipated that the existing 
drainage patterns, flood storage and control structure outlets required to 
meet allowable release rates shall be maintained. 

7.1.2.2 Existing Detention 

All existing detention storage within the area of study shall be maintained 
or compensated for at a 1:1 ratio for the 100-year storm event.  For 
existing conditions detention storage was provided in the following 
contracts:  
 

 MIP-93-567  MIP-90-456  CIP-664 

 MIP-87-406  CIP-660  CIP-665 

 MIP-88-435B  CIP-661  CIP-666 

 MIP-88-435A  CIP-662  

 MIP-89-488  CIP-663  
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7.2 Proposed Conditions 

The drainage design criteria shall adhere to the more restrictive criteria as set forth in 
the most current version of the Tollway Drainage Design Manual, Cook County 
Watershed Management Ordinance and DuPage County Countywide Stormwater and 
Flood Plain Ordinance. Current effective dates are, March 2014, October 3, 2013 and 
April, 2013, respectively. 
 
The proposed drainage improvements will maintain the existing outlets and replicate 
the existing drainage patterns as closely as possible. The proposed drainage system 
will generally consist of drainage structures along the center of the median to collect 
runoff from the median shoulders and inside lanes outletting into roadside ditches. 
Since the median barrier wall will be removed and replaced, the existing median storm 
sewer system shall be evaluated to check whether or not it requires replacement to 
meet current drainage design criteria. For sections with proposed retaining walls, noise 
walls or back slopes, the proposed roadway typical cross section will utilize a gutter 
along the outside edge of pavement to collect roadway runoff. Most of the mainline 
cross sections typically consist of shoulder sections draining into roadside ditches. The 
roadside ditches will be regraded to account for conveyance / detention storage, water 
quality volumes and compensatory storage for fill in the floodplain. Best management 
practices will be implemented within the proposed ditches and detention basins. 

7.2.1 Regional Stormwater Management 

The majority of the Central Tri-State is tributary to the Des Plaines River 
watershed. The Metropolitan Water Reclamation District of Greater Chicago 
(MWRD) has estimated the Des Plaines River watershed is subject to 
approximately $21 million in flood damages annually. These repetitive losses 
are due to over development in the natural floodplain and insufficient detention 
storage provided in the watershed.  
 
Considering much of the Central Tri-State runs parallel to the Des Plaines 
River, the Illinois Tollway has a unique opportunity to decrease regional flooding 
by providing several regional stormwater reservoirs located upstream, where 
major streams cross the Central Tri-State and are tributary to the Des Plaines 
River, refer to  Table 7.1. Watersheds that would most benefit from regional 
stormwater reservoirs are:  
 

 Crystal Creek  Salt Creek 

 Bensenville Ditch  Flagg Creek 
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Table 7.1 

Potential Proposed Detention 

 

7.2.2 Stormwater Detention Storage 

As discussed in previous sections, existing detention storage facilities 
surrounds much of the Central Tri-State. These detention storage sites shall be 
either maintained or adequately compensated for under proposed conditions. 
Also, additional detention storage shall be provided to meet current 
requirements for the newly added impervious area for the proposed roadway 
improvements. The storage volume amount will vary based on the geometric 
alternate chosen during the selection process. Throughout the Central Tri-State 
corridor several detention storage methods shall be employed, including the 
following in order of preference: surface ponds, ditch storage, online storage, 
underground storage and inline pipe storage. Reference Drainage Exhibits 7.1 
for locations of detention storage sites and Table 7.1 for further information 
regarding detention storage requirements. 
 
Several areas located outside existing Tollway right-of-way have been identified 
as potential sites to provide regional detention storage for the proposed 
improvements. Further investigation is required to vet the following storage 
locations. 

7.2.3 Water Quality Volume 

In addition to the detention storage volume requirements, water quality volume 
shall be provided to meet local requirements for storing the first flush storm 
(1.25 inches) to provide stormwater volume control and water quality. Due to 
local soil conditions, infiltrating the water quality storage may not be possible or 
desirable. In these cases the water quality volume shall be provided by storing 
and passing the first flush storm through a filter media, such as a bioswale 
system with an underdrain or sandfilter. Anticipated water quality volumes have 
been identified in Table 7.2. 

  

Name Area (ac) Latitude, Longitude*

91st St. Detention 1.9 41.726165, -87.808386

90th St. Detention 0.9 41.728634, -87.810311

79th Place Detention 3.0 41.745800, -87.837744

Hinsdale Oasis Online Storage 5.0 41.780739, -87.905517

Ogden-Salt Online Storage 7.0 41.822337, -87.919255

Mannheim Oasis Reservoir 20.6 41.947877, -87.884944

Irving Park Rd. Online Storage 24.1 41.958063, -87.882471

I-190 & Mannheim Reservoir 50.6 41.989346, -87.883355

* Reference the Drainage Exhibits for graphical locations of potential 

detention storage sites.
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Table 7.2 

Stormwater Storage Table 

 
 

7.2.4 Special Flood Hazard Area (SFHA) Impacts 

Filling for roadway widening or other construction will impact SFHA and 
floodway resources at these locations. Coordination with the Illinois Department 
of Natural Resources – Office of Water Resources (IDNR-OWR) will be required 
to obtain a permit for any encroachment on waterways with mapped floodways 
and/or if the tributary area to the roadway crossing is greater than 1 square 
mile.  
 
Since the majority of the SFHA impacts are due to transverse expansion of the 
roadway, the storage lost shall be minimized and compensated for within the 
adjacent ditches. 

7.2.4.1 Flagg Creek near I-294 & Plainfield Road 

Currently the Central Tri-State is a pinch point to Flagg Creek near 
Plainfield Road.  At this location roadway expansion should be minimized 
as much as possible. The existing fabric formed concrete revetment 

Watershed
1

South 

MP

North 

MP ALT 1 ALT 2 ALT 3 ALT 4 ALT 1 ALT 2 ALT 3 ALT 4

Lucas Diversion Ditch 17.7 18.9 1.5 0.6 1.2 2.1 2.7 0.1 0.2 0.4 0.5

79th Street Sewer 18.9 19.9 1.2 0.5 1.1 1.9 2.5 0.1 0.2 0.4 0.5

I&M Canal 19.9 21.3 1.7 0.7 1.5 2.7 3.5 0.1 0.3 0.5 0.7

Des Plaines River (S) 21.3 22.7 1.7 0.7 1.5 2.7 3.5 0.1 0.3 0.5 0.7

Flagg Creek 22.7 27.5 5.9 2.4 5.2 9.2 11.9 0.5 1.0 1.8 2.4

Salt Creek 27.5 30.0 3.1 1.3 2.7 4.8 6.2 0.3 0.5 0.9 1.2

Addison Creek 30.0 35.6 6.9 2.9 6.1 10.7 13.9 0.6 1.2 2.1 2.8

Silver Creek 35.6 37.3 2.1 0.9 1.8 3.2 4.2 0.2 0.4 0.6 0.8

Crystal Creek 37.3 39.3 2.5 1.0 2.2 3.8 5.0 0.2 0.4 0.8 1.0

Des Plaines River (N) 39.3 40.0 0.9 0.5 1.0 1.7 2.2 0.1 0.2 0.3 0.4

Totals
2 27.5 11.4 24.2 42.8 55.6 2.3 4.8 8.5 11.0

New Detention Storage 

Required
4
 (Ac-Ft)

3
 Existing detention storage numbers were determined by reviewing detailed calculations from CIP-671A 

and extrapolated along the entire project limits to estimate detention storage provided to meet detention 

requirements in the 1990's.

Water Quality Storage 

Required
5
 (Ac-Ft)

1
 Watershed Boundaries obtained from MWRD Stormwater Inundation Mapping Application 

(http://gispub.mwrd.org/swima/)
2
 These storage volumes are approximations for cost purposes. Final storage requirements shall be 

calculated prior to final submittal.

Ex.

Det.
3

(Ac-Ft)

4
 The proposed detention storage volume required was calculated utilizing 0.525 ac-ft/acre of added 

impervious area.
5
 The proposed water quality storage volume required was calculated utilizing 1.25 inches over the added 

impervious area.
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mats shall also be removed, as necessary, and replaced with a retaining 
wall to minimize floodway impacts. 

7.2.5 Major Waterway Crossings 

Throughout the Central Tri-State, many existing cross culverts are corrugated 
metal pipes (CMP). Most of these pipes have deteriorated and subsequently 
lined in previous contracts, to extend their service life. All of the existing major 
culvert crossings require further analysis to determine hydraulic capacity, in 
accordance with the Illinois Tollway Drainage Design Manual. All CMP pipes 
located under Tollway pavement shall be removed and replaced with RCP pipe 
or sufficiently decommissioned. Any concrete pipes utilized for post construction 
shall be evaluated for hydraulic adequacy and must be televised to identify 
settlement issues or other structural deficiencies.  This televising work may be 
performed in an advanced contract prior to design being finalized.  Reference 
Drainage Exhibit 7.1 for locations of waterway crossings and Table 7.3 for 
further information. 
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Table 7.3 

Major Waterway Crossings 
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Table 7.3 

Major Waterway Crossings (continued) 
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8.0 LIGHTING 

8.1 Scope 

The scope of this section is to develop the roadway lighting concept associated with 
the mainline reconstruction of the Central Tri-State Tollway (I-294) from approximately 
95th Street (Milepost 17.7) to Balmoral Avenue (Milepost 40.0).  The lighting systems 
associated with interchange ramps, underpasses and toll plazas are recommended to 
be provided in accordance with the Tollway Guidelines for Roadway Illumination and 
are not included within this report. 

8.2 Existing Roadway Lighting Systems 

The existing roadway lighting systems within the proposed project limits consist of 
median mounted, conventional lighting units.  Areas with a roadway section including 
five or more travel lanes typically include ground or structure mounted conventional 
lighting units installed along the outside shoulder to supplement the median mounted 
lighting.  Additionally, supplemental interchange lighting exists at all interchange ramps 
from the point of taper from the mainline to the terminus of the Tollway jurisdiction 
along the ramps. 
 
The existing conventional lighting units employ the use of 400 Watt High Pressure 
Sodium (HPS) luminaires mounted to a mast arm and light pole to attain a 50 foot 
mounting height.  The median mounted lighting units include two 6-foot mast arms 
each while the outside shoulder mounted lighting units include one 15-foot or 12-foot 
mast arm for ground mounted or structure mounted applications respectively.   
 
Sections of roadway which pass beneath bridge structures are typically illuminated by 
underpass lighting systems where warranted.  The underpass lighting consists of 150 
Watt HPS luminaires mounted either to the bridge piers or abutments or suspended 
from the underside of the bridge deck. 
 
All the Tollway lighting systems within these project limits are powered from existing 
Tollway lighting controllers of various ages and configurations.     

8.3 Design Criteria 

The ANSI approved Illuminating Engineers Society of North America (IESNA) 
American National Standard Practice for Roadway Lighting (RP-8-00) and the Illinois 
Tollway Guidelines for Roadway Illumination (March 2014) were consulted to 
determine the design criteria.  Based on the criteria set forth in these documents, the 
design criteria for this project are as follows: 
 
NOTE:  The Tollway currently employs the Illuminance Method for photometric 
calculations which only accounts for the lumens actually reaching the target area.  In 
response to the increasing application of solid state lighting sources, the industry is 
currently trending towards the application of the Luminance Method which accounts for 
the amount of reflected light off the target area.  The IESNA is currently in process of 
modifying RP-8-00 to account for this.  Any changes to RP-8-00 will be evaluated 
during the design phase as to the effect on the design criteria set forth herein.   
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8.3.1 Target Illumination Levels 

The target average maintained horizontal illumination levels, measured in foot-
candles (fc), shall be: 

 

 Mainline:   0.9 to 1.3 fc 

 Interchange Ramps: 0.9 to 1.5 fc 

 Ramp Gores:   0.9 to 1.5 fc 

 Underpasses:  1.25 to 2.5 times the levels of the adjacent 
 roadway 

 Toll Plazas:   Varies (0.9 fc at approach to 1.5 fc at plaza) 

8.3.2 Uniformity of Illumination 

The uniformity of illumination (average to minimum maintained horizontal 
illumination in fc) shall be: 
 

 Mainline:   3.0:1 Maximum 

 Interchange Ramps: 3.0:1 Maximum 

 Ramp Gores:   3.0:1 Preferred (3.5:1 Maximum)* 

 Underpasses:  3.0:1 Maximum 

 Toll Plazas:   3.0:1 Preferred (4.0:1 Maximum) 
 
* In these areas the minimum illumination level shall not be less than 0.3 fc.  In 
all other areas the minimum illumination level shall not be less than 0.4 fc.  

8.3.3 Light Loss Factor 

In order to account for the delivered lumens of a luminaire at the end of its 
anticipated useful life and to ensure these values are sufficient to adequately 
illuminate the roadway, a light loss factor (LLF) is applied to the photometric 
calculations.  This light loss factor shall be calculated as follows: 

 
LLF = (LDD) x (LLD) x (EF) 

 
Where 

 
LDD is the Luminaire Dirt Depreciation factor 

LLD is the Lamp Lumen Depreciation factor 

EF is the Equipment Factor 
  

The Tollway currently employs the use of both HPS and light emitting diode 
(LED) luminaires.  Due to variations in LLF of these two technologies, the 
Tollway has standardized on two distinct LLF values.  These are as follows: 
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Table 8.1 

Tollway Standardized LLF Values 

Luminaire Type LDD LLD EF LLF 

HPS 0.75 0.85 0.95 0.60 

LED 0.82 0.94 0.98 0.75 

 

8.4 Proposed Lighting Systems 

All roadway lighting systems within the project limits will be removed and replaced with 
new conventional and underpass lighting units utilizing LED luminaires.   

8.4.1 Conventional Lighting Units 

Each new conventional lighting unit will include LED luminaire(s), mast arm(s), 
a light pole, and a foundation (PC or helix) to achieve a 50 foot luminaire 
mounting height relative to the adjacent roadway pavement.  Lighting unit mast 
arm lengths will vary dependent upon the mounting location and will be 
specified to provide a luminaire setback within two feet from the edge of 
roadway pavement.  In general, mast arm lengths shall be as follows in 
accordance with the Tollway Guidelines for Roadway Illumination (March 2014): 
 

 15 feet truss type for ground mounted units along the outside shoulder, 

 12 feet truss type for structure parapet wall mounted units along the 
outside shoulder, 

 6 feet monotube type for median barrier wall mounted twin mast arm 
units, and  

 6 feet truss type for bridge median parapet wall mounted twin mast arm 
units.  

 
NOTE:  Special consideration will be given to locations where potential conflicts 
exist with existing overhead utility lines.  These locations will be identified during 
the detailed design phase and be coordinated with ComEd to determine height 
and location restrictions.  Revised photometric calculations will be provided for 
Tollway review for each of these locations. 

8.4.2 Underpass Lighting Units 

All underpasses warranting illumination will be provided with LED luminaires 
mounted either to the bridge piers or abutments or suspended from the 
underside of the bridge deck if necessary.  All underpass lighting units will be 
provided with a luminaire and all associated mounting hardware for the given 
application.  For units mounted to bridge piers or abutments, the luminaire shall 
be mounted by means of stainless steel c-channel attached directly to the 
structure with approved anchors.  For units suspended from bridge decks, the 
luminaire shall be mounted with the top of the luminaire 1-inch below the bottom 
of the bridge girder accounting for the luminaire tilt angles.  The luminaire shall 
be attached by means of a stainless steel plate of a size appropriate for the 
luminaire mounting tabs suspended from the bridge deck by a minimum of four 
stainless steel hanger and vibration dampener assemblies.  The hanger 
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assemblies shall be attached to the underside of the bridge deck with approved 
anchors.  Special attention shall be given to the depth of the bridge girder bays 
to limit the length of the hanger assembly to five feet in accordance with the 
Tollway Guidelines for Roadway Illumination. 

8.4.3 Lighting Controllers 

All of the existing lighting controllers within the project limits shall be replaced 
with new Tollway standard 480/240 Volt, 200 Ampere lighting controllers.  
These new lighting controllers shall typically be installed within IPDC or toll 
plaza buildings were applicable.  If voltage drop and building spacing does not 
permit for installation within a building, the lighting controller shall be installed 
onto a concrete foundation outdoors and utilize a stainless steel enclosure. 

8.4.4 Project Omission Areas 

Any areas within the project limits not included for roadway reconstruction such 
as at toll plazas or interchange ramps will be retrofitted with LED luminaires 
utilizing the existing infrastructure including poles, mast arms, foundations and 
conduits wherever possible.  All circuit wiring will also be replaced as part of this 
retro-fit.  These areas will be identified and evaluated during the detailed design 
phase.  The existing layout will be evaluated to determine if adequate 
illumination will be achieved if LED luminaires are utilized without any layout 
modification.  In areas where a one for one retrofit cannot be performed due to 
layout constraints, a new layout will be proposed. 

8.5 Temporary Lighting Systems 

It is anticipated that temporary lighting will be required to maintain illumination of the 
mainline and ramps during construction.  The degree to which temporary lighting will 
be required will be dependent upon the maintenance of traffic design.  The temporary 
lighting system will employ the use of HPS luminaires attached to wooden poles 
located either in shielded areas or outside the clear zone.  Specific temporary lighting 
design will occur during the detailed design phase.   

8.6 Proposed Lighting Layout 

8.6.1 Design Alternates 

The existing mainline consists of four lanes in each direction with occasional 
additional lanes to facilitate system interchanges.  As such, four possible 
roadway design alternatives were examined.  These include the following: 

 
Alternative 1:   
This alternative would reconstruct the existing corridor utilizing the existing base 
typical section.  This alternative includes four lanes in each direction with 
occasional additional auxiliary lanes to facilitate system interchanges.  The 
typical roadway section in each direction would include a 15 foot inside 
shoulder (including the median barrier wall), a roadway pavement width of 49 to 
61 feet (4 to 5 lanes respectively), and an 11 foot outside shoulder.  No 
shoulder or lane widening would be included in this alternative. 
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Alternative 2:   
This alternative is similar to Alternative 1 with the exception of a widening of the 
inside shoulder and Lane 1 (preferential lane).  This alternative includes four 
lanes in each direction with occasional additional auxiliary lanes to facilitate 
system interchanges.  The typical roadway section in each direction would 
include a 17.5 foot inside shoulder (including the median), a roadway pavement 
width of 51 to 63 feet (4 to 5 lanes respectively), and an 11 foot outside 
shoulder.   
 
Alternative 3: 
The alternative adds a fifth lane to the base typical section described in 
Alternative 1.  This alternative includes five lanes in each direction with 
occasional additional auxiliary lanes to facilitate system interchanges.  The 
typical roadway section in each direction would include a 15 foot inside 
shoulder (including the median), a roadway pavement width of 61 to 73 feet (5 
to 6 lanes respectively), and an 11 foot outside shoulder.  No shoulder widening 
would be included in this alternative. 

 
Alternative 4: 
The alternative adds a fifth lane to the preferential lane typical section described 
in Alternative 2.  This alternative includes five lanes in each direction with 
occasional additional auxiliary lanes to facilitate system interchanges.  The 
typical roadway section in each direction would include a 17.5 foot inside 
shoulder (including the median), a roadway pavement width of 63 to 75 feet (5 
to 6 lanes respectively), and an 11 foot outside shoulder.   
 
Exhibit 6.1 includes the typical roadway sections of each of the four alternatives 
described above. 

8.6.2 Photometric Calculations 

Photometric calculations were performed to determine the nominal lighting unit 
spacing along the mainline.  These photometric calculations were performed 
utilizing the luminaire of four separate Tollway approved manufacturers 
including American Electric Lighting (AEL), Cooper Lighting, Leotek Electronics 
USA, and Philips Lumec.  Given the similarity between Alternatives 1 and 2 and 
between Alternatives 3 and 4, only the typical roadway sections of Alternatives 
2 and 4 were utilized for the photometric calculations performed.  The nominal 
spacing derived from the calculations for Alternatives 2 and 4 may be employed 
for Alternatives 1 and 3 respectively without any modification.  The results of 
these photometric calculations are as follows: 

 
Typical 4-Lane Section: 
Calculation Parameters: 

 Roadway Standard:  IES RP-8-2000 

 R-Table:   R3 (Slightly Specular) 

 Roadway Width:   51 Feet 

 No. of Lanes:   4 
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 Median Width:   35 Feet 

 Layout Type:   One Row, Median Mounted 

 Mounting Height:   50 Feet 

 Mast Arm (Row 1):  6 Feet x 2 each Back to Back 

 Spacing (Row 1):  190 Feet 
 

Table 8.2 

Typical 4-Lane Section Photometric Calculations 

Manufacturer 
Luminaire 

Distribution 
Luminaire 
Lumens 

Luminaire 
Watts 

Avg 
(fc) 

Min 
(fc) 

Avg / 
Min 

AEL Type II 23,925 284 0.95 0.50 1.90:1 

Cooper Type SL2 25,338 309 1.09 0.63 1.73:1 

Leotek Type 2 24,112 263 1.09 0.52 2.10:1 

Philips Type III 22,972 253 0.96 0.54 1.78:1 

 
Typical 5-Lane Section: 
Calculation Parameters: 

 Roadway Standard:  IES RP-8-2000 

 R-Table:   R3 (Slightly Specular) 

 Roadway Width:   63 Feet 

 No. of Lanes:   5 

 Median Width:   35 Feet 

 Layout Type:   Two Rows, Opposite 

 Mounting Height:   50 Feet 

 Mast Arm (Row 1):  15 Feet x 1 each 

 Mast Arm (Row 2):  6 Feet x 2 each Back to Back 

 Setback (Row 1):  17 Feet 

 Setback (Row 2):  17.5 Feet 

 Spacing (Row 1):  260 Feet 

 Spacing (Row 2):  260 Feet 
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Table 8.3 

Typical 5-Lane Section Photometric Calculations 

Manufacturer 
Luminaire 

Distribution 
Luminaire 
Lumens 

Luminaire 
Watts 

Avg 
(fc) 

Min 
(fc) 

Avg / 
Min 

AEL Type II 23,925 284 1.24 0.60 2.07:1 

Cooper Type SL2 25,338 309 1.44 0.71 2.03:1 

Leotek Type 2 24,112 263 1.38 0.56 2.46:1 

Philips Type III 22,972 253 1.22 0.48 2.54:1 

 
Typical 6-Lane Section: 
Calculation Parameters: 

 Roadway Standard:  IES RP-8-2000 

 R-Table:   R3 (Slightly Specular) 

 Roadway Width:   75 Feet 

 No. of Lanes:   6 

 Median Width:   35 Feet 

 Layout Type:   Two Rows, Opposite 

 Mounting Height:   50 Feet 

 Mast Arm (Row 1):  15 Feet x 1 each 

 Mast Arm (Row 2):  6 Feet x 2 each Back to Back 

 Setback (Row 1):  17 Feet 

 Setback (Row 2):  17.5 Feet 

 Spacing (Row 1):  260 Feet 

 Spacing (Row 2):  260 Feet 
 

Table 8.4 

Typical 6-Lane Section Photometric Calculations 

Manufacturer 
Luminaire 

Distribution 
Luminaire 
Lumens 

Luminaire 
Watts 

Avg 
(fc) 

Min 
(fc) 

Avg / 
Min 

AEL Type II 23,925 284 1.12 0.49 2.29:1 

Cooper Type SL2 25,338 309 1.30 0.59 2.20:1 

Leotek Type 2 24,112 263 1.21 0.50 2.42:1 

Philips Type III 22,972 253 1.10 0.42 2.62:1 

 
Appendix D includes catalog cuts, photometric IES file information and the 
photometric calculations performed. 

8.6.3 Recommended Layouts 

Mainline Alternatives 1 & 2: 
As stated previously, these alternatives include four lanes in each direction with 
occasional additional auxiliary lanes to facilitate system interchanges.  Based 
upon the photometric calculations, the majority of the mainline will require 
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median mounted lighting units nominally spaced at 190 feet with two 6-foot 
mast arms and luminaires each.  In areas where an auxiliary lane is present 
creating a 5-Lane section, the layout will include two rows of lighting units in an 
opposite arrangement nominally spaced at 260 feet.  This wider spacing will 
only apply to areas where the fifth lane is present for more than ½ mile in 
length.  For areas of five lanes shorter than ½ mile and for areas where the fifth 
lane is only present in one direction, the layout will include two rows of lighting 
units; however, the median mounted units will be spaced at 190 feet while the 
outside shoulder mounted units will be spaced at 200 feet in accordance with 
the Tollway Guidelines for Roadway Illumination (March 2014).  

 

Table 8.5 

Alternatives 1 & 2 Recommended Mainline Lighting Layouts 

Roadway Section 
Layout 

Spacing 
(Row 1) 

Spacing 
(Row 2) 

Spacing 
(Row 3) 

4-Lanes 
(Both Directions) 

1 Row 
(Median Mounted) 

190 ft N/A N/A 

4-Lanes + 5-Lanes 
(Different each direction) 

2 Rows 
(Opposite) 

N/A 190 ft 220 ft 

5-Lanes 
(Both Directions < ½ M) 

3 Rows 
(Opposite) 

220 ft 190 ft 220 ft 

5-Lanes 
(Both Directions > ½ M) 

3 Rows 
(Opposite) 

260 ft 260 ft 260 ft 

 
Mainline Alternatives 3 & 4: 
As stated previously, these alternatives include five lanes in each direction with 
occasional additional auxiliary lanes to facilitate system interchanges.  Based 
upon the photometric calculations, the mainline will require both median 
mounted lighting units nominally spaced at 260 feet with two 6-foot mast arms 
and luminaires each and supplemental lighting units along the outside shoulder 
nominally spaced at 260 feet with one mast arm and luminaire each.  In areas 
where an auxiliary lane is present creating a 6-Lane section, regardless of one 
direction or both, the layout will be the same as within the 5-lane section.  

 

Table 8.6 

Alternatives 3 & 4 Recommended Mainline Lighting Layouts 

Roadway Section 
Layout 

Spacing 
(Row 1) 

Spacing 
(Row 2) 

Spacing 
(Row 3) 

5-Lanes 
(Both Directions) 

3 Rows 
(Opposite) 

260 ft 260 ft 260 ft 

5-Lanes + 6-Lanes 
(Different each direction) 

3 Rows 
(Opposite) 

260 ft 260 ft 260 ft 

5-Lanes 
(Both Directions) 

3 Rows 
(Opposite) 

260 ft 260 ft 260 ft 
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Interchange Ramps: 
The lighting systems associated with interchange ramps will be provided in 
accordance with the Tollway Guidelines for Roadway Illumination (March 2014) 
and are not included within this report. 

 
Underpasses: 
The lighting systems associated with underpasses ramps will be provided in 
accordance with the Tollway Guidelines for Roadway Illumination (March 2014) 
and are not included within this report. 
 
Toll Plazas: 
The lighting systems associated with toll plazas will be provided in accordance 
with the Tollway Guidelines for Roadway Illumination (March 2014) and are not 
included within this report. 
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9.0 ENVIRONMENTAL ANALYSIS  

The project corridor was assessed for existing environmental resources using readily 
available data. Exhibits 9.1 through 9.4 are the resource maps developed using aerial 
photography as a base with resources overlain on the maps. These exhibits include the 
various alternatives and options being evaluated, along with the resource impacts resulting 
from the alternative / option noted. The data used to identify the impacts were obtained using 
standard GIS databases, aerial photographs (such as Google Earth and Bing), and internet 
research. Exhibit 9.5 indicates the Tri-State Corridor Study Area overlain on the U.S.G.S. 
topographic maps. The exhibits and accompanying research were examined to evaluate 
existing conditions and potential resource impacts from the studied alternatives. Field 
inspections were not conducted; therefore, it should be assumed that the environmental 
information discussed below is preliminary in nature.  
 
Table 9.1 represents a preliminary comparison of environmental resource impacts by 
alternative. The various alternatives are described in Section 5. Below is a general 
description of the environmental resources found in the project corridor and potential impacts 
from the various alternatives. 
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Table 9.1 

Environmental Resource Comparison by Alternative 

Resource Alternative 1 Alternative 2 Alternative  3 Alternative  4 

Wetlands 
(acres) 

- 0.57 0.57 0.57 

Ditch Wetlands - 3.07 3.07 3.07 

Streams, Waterways 
(acres) 

- 0.60 0.73 or 0.78 0.73 or 0.78 

T&E Species 
INAI Sites 

- none anticipated none anticipated none anticipated 

County Forest 
Preserves 

(acres) 
- - 0.09 or 0.13 0.09 or 0.13 

Outdoor Recreational 
Faciliities 
(acres) 

- - 0.09 or 0.13 0.09 or 0.13 

Historic Structures/ 
Archeological 

Resources 
- none anticipated none anticipated none anticipated 

Hazardous/ 
Special Waste 

- 
14 LUSTs 
1 landfill 

14 LUSTs 
1 landfill 

14 LUSTs 
1 landfill 

Noise Impacts 
 

95,425 linear feet of 
noise walls 

30 potential sensitive 
receptors 

95,425 linear feet of 
noise walls 

30 potential sensitive 
receptors 

95,425 linear feet of 
noise walls 

30 potential sensitive 
receptors 

Displacements - - 

portions of 19-20 
residential properties 
one mile of frontage 

road 
portion of parking lot 

portions of 19-20 
residential properties 
one mile of frontage 

road 
portion of parking lot 

 
There have been four preliminary designs developed for the Mile Long Bridge between MP 
21.0 and MP 22.0. These preliminary designs are described in Section 6.4.1 and would be 
needed if either Alternatives 3 or 4 is chosen, in order to accommodate the wider roadway. 
Impacts associated with the piers of these four bridge designs are included in the impact 
discussions below. 

9.1 Existing Conditions and Impacts 

9.1.1 Wetlands 

Wetland information was obtained from the National Wetland Inventory (NWI) 
maps; neither field work nor a site reconnaissance was conducted. Based on 
the available data, there are 28 wetlands scattered throughout the project 
corridor. Table 9.2 lists the identified wetlands, their locations, and anticipated 
impacts, refer to Exhibits 9.1 through 9.5. 
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Table 9.2 

Wetlands 

Wetland 

ID 

Number 

Classification 

Impacts 

Alternative 

2 

(in acres) 

Impacts 

Alternatives 3 

& 4 

(in acres) 

MP/ 

Direction 

Exhibit 

Map 

Page 

Notes 

1 PEMC 0.57 0.57 
17.7 
NB 

1 
 

2 PEMC - - 
17.8 
NB 

1 
 

3 pond - - 
18.3 
SB 

2 
 

4 PEMC - - 
19.0 
SB 

4 
 

5 PUBF - - 
20.4 
SB 

5 
no longer 

exists 

6 riverine - - 
21.1 

NB and SB 
6 - 7 I&M Canal 

7 riverine - - 
21.3 

NB and SB 
7 

Chicago 
Sanitary & 
Ship Canal 

8 riverine - - 
21.5 

NB and SB 
7 

Des Plaines 
River 

9 PAB4F - - 
23 
SB 

10 
 

10 pond - - 
23.7 
SB 

11 
 

11 PUBKh - - 
23.9 
SB 

11 

series of 
wetlands 

noted on NWI 
map, actually 
wastewater 
treatment 

ponds 

12 pond - - 
24.7 
SB 

12 
 

13 pond - - 
24.9 
NB 

13 
 

14 PUBKx - - 
26.5 
SB 

15 

baseball field, 
may be 

excavated to 
accommodate 

excess 
stormwater 

15 PFO1C - - 
27.7 
NB 

17 
 

16 
PEMC 
PUBF 

- - 
27.7 
SB 

17 
 

17 pond - - 
28.4 
NB 

18 
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18 PUBHh - - 
29.0 
SB 

19 
 

19 PEMF - - 
29.4 
SB 

20 

located on 
landfill and 
golf course, 
no longer 

exists 

20 PUBGx - - 
30.2 
SB 

21 
 

21 PEMF 0.0002 0.0002 
32.3 
SB 

25 
 

22 PEMC - - 
32.7 
SB 

26 
 

23 L1UBHx - 
 

34.5 
SB 

29 
 

24 pond - - 
35.2 
SB 

30 
 

25 pond - - 
36.2 
NB 

31 
 

26 PAB4F - - 
37.6 
NB 

34 
farmed 
wetland 

27 pond - - 
38.2 
SB 

35 
 

28 PUBGx - - 
40.2 

NB exit 
ramp 

38 
 

Total 
Impacts  

0.57 0.57 
   

 
 

In addition to the NWI maps, the project corridor was examined for ditches 
located in areas noted as having hydric soils by the U.S. Natural Resource 
Conservation Service (NRCS). These locations are noted in Table 9.3. The 
northern portion of the project corridor is mapped primarily as urban land, which 
is listed by the NRCS as being non-hydric. For the purposes of this study, it is 
assumed that the U.S. Army Corps of Engineers recognizes urban land as non-
hydric in their determinations as to the jurisdictional status of ditch wetlands. 
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Table 9.3 

Ditch Wetlands 

Hydric Soil / Ditch Location 
Ditch Length w/in 

Hydric Soil 
(in feet) 

Impacts 
Alternative 2 

(in acres) 

Impacts 
Alternatives 3 

& 4 
(in acres) 

Exhibit 
Map Page 

MP 18.2 - 18.4 
NB and SB 

1,400 0.13 0.13 2 

MP 20.8 - 21.1 
NB and SB 

1,000 0.09 0.09 6 

MP 22.3 
NB 

300 0.03 0.03 9 

MP 23.2 - 23.5 
NB 

3,900 0.36 0.36 10 

MP 24.2 - 24.4 
SB 

includes exit ramp to Joliet 
Rd/I-55 

1,600 0.15 0.15 11 - 12 

MP 24.6 - 24.8 
NB 

2,000 0.18 0.18 12 - 13 

MP 25.0 - 25.3 
NB and SB 

6,200 0.57 0.57 13 

MP 25.4 - 26.5 
SB 

5,300 0.49 0.49 14 -15 

MP 26.7 - 27.5 
SB 

includes entrance ramp at 
Ogden Ave 

3,800 0.35 0.35 16 - 17 

MP 27.3 - 28.3 
intermittent on NB and SB 

650 0.06 0.06 17 - 18 

MP 28.9 - 29.5 
SB 

includes SB entrance ramp 
from I-88 

3,300 0.30 0.30 19 - 20 

MP 31.0 - 31.3 
SB 

includes entrance ramp to I-
88 west 

1,500 0.14 0.14 23 

MP 31.7 - 31.9 
SB 

1,200 0.11 0.11 24 

MP 33.7 
west side of I-294 

250 0.11 0.11 27 

Total 32,400 3.07 3.07 
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Information obtained from NWI maps and DuPage County wetland maps 

An estimated 33,475 linear feet of ditches exist within the Tollway ROW which 
has been excavated out of mapped hydric soils.  
 
Wetland Impacts 
Alternative 1 would have no impacts on wetlands. 
 
Alternatives 2, 3, and 4 would all have the same impacts on wetlands. Two 
wetlands would be impacted for an estimated total of 0.57 acres. 
 
Ditch Wetland Impacts 
For purposes of determining the ditch wetland impacts, aerial photographs were 
used in conjunction with hydric soils maps. The lengths of the identified ditches 
within hydric soils were estimated, and all ditches were assumed to be four feet 
wide. 
 
All alternatives may have temporary impacts to ditch wetlands as a result of 
construction. Actual locations or amount of impacts is not known at this stage of 
the design, but will not affect permitting. 
 
Alternative 1 would have no permanent impacts on ditch wetlands. 
 
Alternatives 2, 3, and 4 would all have the same amount of permanent wetland 
ditch impacts; it is estimated that 3.07 acres of ditch wetlands would be 
impacted. 

9.1.2 Streams, Lakes, Waterways 

The proposed corridor contains 14 stream crossings and their associated 
floodplains. Table 9.4 lists the streams and their approximate locations in 
relationship to the project corridor. The larger stream crossings, from south to 
north, include Chicago Sanitary and Ship Canal, Des Plaines River, Flagg 
Creek, and Salt Creek. Of the 14 crossings, seven crossings are over impaired 
waters.  
 
Where applicable, Table 9.4 includes the reasons for impairment, many of 
which are the result of contaminants not normally associated with highway 
travel. Contaminants associated with highway use include suspended solids, 
lead, zinc, copper, petroleum products, and chlorides. The streams and rivers 
impaired by contaminants associated with highway use are discussed in more 
detail below. 
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Table 9.4 

Stream Crossings 

Stream / 
Waterbody 

Transverse/ 
Longitudinal 

Crossing 

Impacts 
Alternative 2 

(acres) 

Impacts 
Alternatives 3 & 4 

(acres) 
Impaired? Reason for Impairment MP 

Exhibit Map 
Page 

Notes 

unnamed 
intermittent 

stream 
transverse - - 

  
19.0 3 

piped outside of  
Toll way ROW 

I&M Canal Transverse - - 
  

21.1 6-7 
Bridge is expected 
to span entire width 

of stream. 

Chicago 
Sanitary 
and Ship 

Canal 

transverse - 0.09 
yes 

 
water id GI 06 

Chicago Sanitary and Ship Canal is 
impaired downstream of I-294. 

Starting at Willow Springs Ave, GI-06 
is approximately 1.4 miles 

downstream of I-294. This portion of 
the Canal is impaired for fish 

consumption due to mercury, PCBs. 
It is impaired for indigenous aquatic 

life for dissolved oxygen, phosphorus 
(total). 

21.2 7 

Impacts from due to 
piers from Mile Long 
Bridge. Impacts the 
same regardless of 
which Bridge Option 

is chosen. 

Des 
Plaines 
River 

transverse - 0.04 or 0.09 
yes 

 
water id GI 39 

Impaired for aquatic life due to aldrin, 
arsenic, chloride, lindane, 

methoxychlor, pH, phosphorus 
(total). Impaired for fish function due 

to mercury, PCBs. Impaired for 
primary contact recreation due to  

fecal coliform. 

21.5 7 

Impacts from due to 
piers from Mile Long 

Bridge. Bridge 
Options A, B, C 

result in 0.09 acres 
of impact; Bridge 

Option D results in 
0.04 acres of 

impacts. 

unnamed 
tributary to 

Des 
Plaines 
River 

transverse - - 
   

8 
Mile Long Bridge 

spans this tributary. 

Flagg 
Creek 

transverse - - 
yes 

 
water id GK 03 

Flagg Creek impaired for aquatic life 
due to arsenic, DDT, 

hexachlorobenzene, methoxychlor, 
phosphorous (total) 

23.8 11 
Bridge is expected 
to span entire width 

of stream. 

unnamed 
tributary to 

Flagg 
Creek 

transverse 0.10 0.10 
  

24.3 12 
 

unnamed 
tributary to 

Flagg 
Creek 

transverse 0.10 0.10 
  

24.7 12 
 

Flagg 
Creek  

- - 
yes 

 
water id GK 03 

Flagg Creek impaired for aquatic life 
due to arsenic, DDT, 

hexachlorobenzene, methoxychlor, 
phosphorous (total) 

24.4 12 

Project Corridor 
does not cross 
stream at this 

location, but stream 
runs adjacent to 
roadway on east 

side of I-294. Adding 
a lane may result in 
longitudinal impacts 

to floodplain. 

Flagg 
Creek 

transverse - - 
yes 

 
water id GK 03 

Flagg Creek impaired for aquatic life 
due to arsenic, DDT, 

hexachlorobenzene, methoxychlor, 
phosphorous (total) 

26.6 15-16 

Project Corridor 
crosses Flagg Creek 

at this location; in 
addition, floodplain 
is located on both 

sides of ROW from 
MP 26.4 to 26.7. 

Bridge is expected 
to span entire width 
of stream, but there 

is a potential to 
impact associated 
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floodplain if lane 
added. 

Salt Creek transverse 0.10 0.10 
yes 

 
water id GL 09 

The portion of Salt Creek in the 
vicinity of the project corridor is 

impaired for aquatic life due to aldrin, 
methoxychlor, phosphorus (total), 
and sedimentation/siltation. It is 

impaired for fish consumption due to 
mercury, PCBs. It is impaired for 
primary contact recreation due to 

fecal coliform. 

28.2 18 

Project Corridor 
crosses Salt Creek 
at this location, in 

addition, floodplain 
is located on both 

sides of ROW from 
MP 27.7 to 28.2. 

Potential to impact 
large area of 

floodplain with 
transverse crossing 
of this floodplain if 

lane added. 

Addison 
Creek 

transverse 0.10 0.10 

yes 
 

water id GLA-
04 

The portion of Addison Creek in the 
vicnity of the project corridor is 

impaired for aesthetic quality due to 
bottom deposits, phosphorus (total), 
visible oil. It is impaired for aquatic 

life due to .alpha.-BHC, copper, 
hexachlorobenzene, oil and grease, 

PCBs, phosphorus (total), 
sedimentation/siltation, and visible 

oil. 

35.0 29 
 

Silver 
Creek 

transverse 0.10 0.10 
  

36.8 32 
 

Crystal 
Creek 

transverse 0.10 0.10 
  

38.3 33-38 

Project Corridor 
crosses Crystal 

Creek at this 
location, in addition, 
floodplain is located 

on both sides of 
ROW from MP 37.4 
to 38.5. Potential to 
impact large area of 

floodplain with 
transverse crossing 
of this floodplain if 

lane added. 

Total 
 

0.60 0.73 or 0.78 
    

0.73 or 0.78 
impacts, depending 

on Bridge Option 

   
 

     
map of impaired waters http://www.epa.state.il.us/water/tmdl/303-appendix/2014/appendix-a5.pdf 

causes of impairment http://www.epa.state.il.us/water/tmdl/303-appendix/2014/appendix-a2.pdf 

usepa envirojustice website w/ impaired 
waters 

http://epamap14.epa.gov/ejmap/ejmap.aspx?wherestr=hickory%20hills%2C%20il 

 
Total maximum daily loads (TMDLs) have been developed for only one of the 
streams in the vicinity of project corridor, Salt Creek. TMDLs were developed on 
this portion of Salt Creek for ammonia-N, CBOD, chloride, dissolved oxygen, 
total dissolved solids. Extra care will be needed during construction to avoid 
input of dissolved solids. 
 
The Des Plaines River is impaired due to chlorides (no TMDLs have been 
developed). Salt Creek is not listed as impaired in this portion of the watershed 
from chlorides. However, TMDLs have been established for chlorides in this 
portion of the watershed. Increased water quality BMPs may need to be 
incorporated into the design in the portions of the Corridor adjacent to these two 
rivers. 
 

http://www.epa.state.il.us/water/tmdl/303-appendix/2014/appendix-a5.pdf
http://www.epa.state.il.us/water/tmdl/303-appendix/2014/appendix-a2.pdf
http://epamap14.epa.gov/ejmap/ejmap.aspx?wherestr=hickory%20hills%2C%20il
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Addison Creek is impaired due to copper, oil and grease, and visible oil. These 
are constituents associated with highways. Increased water quality BMPs may 
need to be incorporated into the design in this portion of the corridor. 
 
Two of the streams, Salt Creek and Addison Creek, are impaired partially 
because of siltation / sedimentation. Extra care will be needed during 
construction to avoid further sedimentation impacts. 
 
Impacts 
For purposes of determining impacts at stream crossings, culvert extensions 
were all assumed to result in 0.10 acre of impacts per crossing. Piers for the 
Mile Long Bridge have actual acreages as currently designed. 
 
Alternative 1 would have no impacts on streams, lakes, or waterways. 
 
Alternative 2 would have an estimated 0.60 acres of impact to streams or 
waterways. 
 
Alternatives 3 and 4 would all have the same amount of impacts to streams or 
waterways, an estimated 0.73 or 0.78 acres of impacts. The difference between 
the 0.73 or 0.78 acres of impact is a result of the different Mile Long Bridge 
options, the acres of impact would be dependent on which bridge option is 
chosen for this bridge. 

9.1.3 Biological Resources 

The project corridor crosses or comes within close proximity to several 
biological resources of note. Table 9.5 indicates the Illinois Natural Area 
Inventory (INAI) sites and protected species considered to potentially occur 
within the project corridor. Appendix C contains copies of the Ecological 
Compliance Assessment Tool (EcoCAT) reports for the project corridor. 
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Table 9.5 

Threatened / Endangered Species 

Illinois Natural Areas Inventory Sites 

Resource Status 

Approx. Distance 

from I-294 Center 

Line 

MP/ 

Direction 

Exhibit 

Map 

Page 

Source of 

Information 

Notes 

Santa Fe Prairie INAI 
Site 

Santa Fe Prairie Nature 
Preserve 

INAI Site 
Approx 0.35 miles 

north of I-294 
21.6 
NB 

7 
EcoCat 

Reports 2 and 
3 

This INAI site is 
located 0.35 

miles north of I-
294. Additional 
right of way will 

not be needed at 
this location for 

any of the 
alternatives. No 

impacts are 
anticipated. 

Fullersburg Woods 
Nature Center INAI Site 

INAI Site 
Approx 0.6 miles west 

of I-294 
28.3 
SB 

18 
EcoCAT 

Reports 6 and 
7 

unlikely to impact 
this resource due 

to distance 

Salt Creek Woods INAI 
Site 

Salt Creek Woods 
Nature Preserve 

INAI Site 
Approx 0.9 miles east 

of I-294 
28 
NB 

18 
EcoCAT 

Reports 6 and 
7 

unlikely to impact 
this resource due 

to distance 

Wolf Road Prairia INAI 
Site 

Wolf Road Prairie Nature 
Preserve 

INAI Site 
Approx 0.6 miles east 

of I-294 
29 
NB 

19 
EcoCAT 

Reports 6 and 
7 

unlikely to impact 
this resource due 
to distance and 

golf course acting 
as buffer between 

project corridor 
and resource 

       

Resource Status 

Source of 

Information 

Habitat Requirements Notes 

Amelanchier interior 
(shadbush) 

Illinois Endangered EcoCAT Report 6 
black oak savannas, sand ridges, 
dry-mesophytic woods associated 

with white, red, and black oak 

Bemis Woods 
located adjacent 
to project corridor 
MP 27.5 - 28.5. 
Potential habitat 

may be present in 
these woods. 

Additional right of 
way will not be 
needed at this 

location for any of 
the alternatives. 
No impacts are 

anticipated. 

Myotis septentrionalis 
(northern long-eared bat) 

Federally proposed as 
Endangered 

USFWS website 
Hibernates in caves and mines, 

roosts and forages in upland 
forests and woods 

Bemis Woods 
located adjacent 
to project corridor 
MP 27.5 - 28.5. 
Foraging habitat 
present in Bemis 

Woods. 
Additional right of 

way will not be 
needed at this 

location for any of 
the alternatives. 
No impacts are 
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anticipated. 
Additional studies 
may be required 

by USFWS 
during the 

Section 404 
permitting 
process. 

Charadrius melodus 
(piping plover) 

Federally Endangered USFWS website lakeshore beaches 
No required 

habitat present in 
corridor 

Sistrurus catenatus 
(eastern massasauga) 

Federal Candidate USFWS website 
Fens, sedge meadows, wet 

prairies, open 
woodlands/shrublands 

This species is 
not known to 
inhabit the 

corridor. Only 
known 

occurrence of 
eastern 

massasauga in 
Cook County is 
located in the 

northern portion 
of the county. 

Somatochlora hineana 
(Hine's emerald 

dragonfly) 

Federally Endangered 
Critical Habitat 

Designated 
USFWS website 

spring fed wetlands, wet 
meadows, marshes 

Not known to 
inhabit Des 

Plaines River 
Valley in this 

location; 10 miles 
from known 
populations 

adjacent to I-355, 
outside of 

designated 
critical habitat. 

Papaipema eryngii 
(rattlesnake-master 

borer moth) 
Federal Candidate USFWS website 

undisturbed prairie and woodland 
openings that contain rattlesnake-

master 

Appears to be no 
required habitat 

present in 
corridor 

Platanthera leucophaea 
(eastern prairie fringed 

orchid) 
Federally Threatened USFWS website 

moderate to high quality 
wetlands, sedge meadows, 

marshes 

Appears to be no 
required habitat 

present in 
corridor 

Dalea foliosa 
(leafy-prairie clover) 

Federally Endangered USFWS website 
prairie remnants on thin soil over 

limestone 

If in project 
vicinity, likely 

associated with 
Santa Fe Prairie 
INAI Site/Santa 

Fe Prairie Nature 
Preserve; unlikely 

appropriate 
habitat located 
elsewhere in 

project corridor. 
Additional right of 

way will not be 
needed at this 

location for any of 
the alternatives. 
No impacts are 

anticipated. 

Asclepias meadii 
(Mead's milkweed) 

Federally Threatened USFWS website 
Tall grass prairie and glades or 

barrens with thin soil 

If in project 
vicinity, likely 

associated with 
Sante Fe Prairie 
INAI Site/Santa 

Fe Prairie Nature 
Preserve; unlikely 

appropriate 
habitat located 
elsewhere in 

project corridor. 
Additional right of 
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way will not be 
needed at this 

location for any of 
the alternatives. 
No impacts are 

anticipated. 

Lespedeza leptostachya 
(prairie bush clover) 

Federally Threatened USFWS website 
dry to mesic prairies with gravelly 

soil 

If in project 
vicinity, may be 
associated with 
Santa Fe Prairie 
INAI Site/Santa 

Fe Prairie Nature 
Preserve; unlikely 

appropriate 
habitat located 
elsewhere in 

project corridor. 
Additional right of 

way will not be 
needed at this 

location for any of 
the alternatives. 
No impacts are 

anticipated. 

 
The closest INAI site is the Santa Fe Prairie Nature Preserve, which is located 
in the Des Plaines River valley approximately 0.35 miles north of I-294. This 
INAI site is a 10.8 acre high quality dry mesic gravel prairie and mesic gravel 
prairie and is considered a rare resource in Illinois.  
 
There are several protected species potentially located near the project 
corridor. The shadbush (Amelanchier interior), an Illinois endangered species, 
is potentially present (EcoCAT). This species requires oak savannas or woods; 
Bemis Woods is located adjacent to the project corridor at MP 27.5 – 28.5. The 
right of way will not be expanded in this location for any of the alternatives, no 
impacts are anticipated to this species. 
 
The northern long-eared bat (Myotis septentrionalis), Federally proposed as 
endangered, is present in Cook County [U.S. Fish and Wildlife (USFWS) 
website]. This species roosts and forages in upland forests and woods; foraging 
habitat is present in Bemis Woods. The presence / absence of this species in 
Bemis Woods is unknown. The right of way will not be expanded in this location 
for any of the alternatives, no impacts are anticipated to this species. 
 
The leafy-prairie clover (Dalea foliosa) is a Federally endangered species that is 
present within Cook County (USFWS website). It is found in prairie remnants on 
thin soil over limestone. Santa Fe Prairie may be such a prairie; this species 
may be present within the prairie. The right of way will not be expanded in this 
location for any of the alternatives, no impacts are anticipated to this species. 
 
Both the Mead’s milkweed (Asclepias meadii) and prairie bush clover 
(Lespedeza leptostachya) are Federally threatened species present within Cook 
County (USFWS website). Both of these species require prairies with thin or 
gravelly soil. Santa Fe Prairie possess habitat that could support these species. 
However, the prairie is 0.35 miles north of I-294.  
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Impacts 
The right of way will not be expanded in the vicinity of either the Santa Fe 
Prairie Nature Preserve or Bemis Woods for any of the alternatives. No impacts 
are anticipated to these resources or the species potentially located within 
them. 

9.1.4 Public Lands and Outdoor Recreational Facilities 

There are several Cook County Forest Preserve District properties located 
adjacent to the project corridor, in the southern portion of the corridor. These 
properties are indicated in Table 9.6. These properties are generally associated 
with the Des Plaines River valley or the Salt Creek floodplain. Besides 
recreational opportunities, several of them have the potential to possess habitat 
for protected species (Bemis Woods). 
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Table 9.6 

County Forest Preserve District Resources 

and Outdoor Recreational Facilities 

Resource Ownership 
Outstanding 

Characteristics 

Impacts 
Alternative 

2 
(in acres) 

Impacts 
Alternatives 

3 & 4 
(in acres) 

MP/ 
Direction 

Exhibit 
Map 
Page 

Distance 
from ROW 

Notes 

Martin Park 
Hickory 

Hills Park 
District 

outdoor sports, 
including ball 

fields 
- - 

18.3 
NB and SB 

2 
immediately 

adjacent  

Belly Deep 
Slough 

Cook 
County 
Forest 

Preserve 
District 

primarily utilized 
as a fishing 

resource 
- 0.09 or 0.13 

21.1 - 21.2 
NB and SB 

6- 7 
immediately 

adjacent 

I-294 corridor elevated at this 
location; this resource is 

underneath the mile long bridge. 
Direct impacts from bridge piers 

only. Impacts for Bridge Options B, 
C, and D would be 0.09 acres. 

Impacts for Bridge Option a would 
be 0.13 acres. 

Arie Crown 
Forest 

Cook 
County 
Forest 

Preserve 
District 

hiking and 
bicycle trails, 
picnic areas 

forested 

- - 
22.5 
NB 

9 
immediately 

adjacent  

Edgewood 
Valley 

Country 
Club 

privately 
owned 

golfing - - 
22.8 - 22.9 

SB 
9 

immediately 
adjacent  

Flagg Creek 
Golf Course 

jointly 
owned by 
Pleasant 
Dale Park 

District and 
the City of 

Countryside 

golfing - - 
23.1 - 23.4 

NB 
10 

Approx 0.10 
miles north of 

I-294 
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Flagg Creek 
Golf Course 

jointly 
owned by 
Pleasant 
Dale Park 

District and 
the City of 

Countryside 

golfing - - 
24.4 - 24.9 

NB 
12 - 13 

immediately 
adjacent  

Brook Park 
Village of 
Hinsdale 

tennis courts, 
outdoors sports 

including ball 
fields 

- - 
26.1 - 26.2 

SB 
15 

immediately 
adjacent  

Veeck Park 
Village of 
Hinsdale 

skate park - - 
26.5 - 26.6   

SB 
15 - 16 

immediately 
adjacent  

Spring Rock 
Park 

Western 
Springs 

Park 
District 

outdoor sports, 
including ball 

fields 
- - 

26.5 - 26.6 
NB 

15 - 16 
immediately 

adjacent  

Pierce Park 
Village of 
Hinsdale 

outdoors sports 
including ball 

fields 
- - 

26.6 - 26.8 
SB 

16 
immediately 

adjacent  

Duncan 
Field Park 

Cook 
County 
Forest 

Preserve 
District 

passive 
recreation only 
forested, with 
some wetland 

- - 
27.5 - 28.0 

SB 
17 - 18 

immediately 
adjacent 

information not readily available 
regarding this resource 

Bemis 
Woods 
South 

Cook 
County 
Forest 

Preserve 
District 

hiking and 
bicycle trails, 
picnic areas 

forested, with 
wetlands; 

adjacent to Salt 
Creek 

- - 
27.5 - 28.2 

NB 
17 - 18 

immediately 
adjacent  
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Bemis 
Woods 
North 

Cook 
County 
Forest 

Preserve 
District 

hiking and 
bicycle trails, 
picnic areas, 

canoeing 
forested, with 

wetlands; 
adjacent to Salt 

Creek 

- - 
28.2 
NB 

18 
immediately 

adjacent  

Meadowlark 
Golf Course 

Cook 
County 
Forest 

Preserve 
District 

golfing - - 
28.2 - 28.5 

NB 
18 - 19 

immediately 
adjacent  

Chicago 
Highlands 

Club 

privately 
owned 

golfing - - 
28.5 - 29.5 

NB 
19 - 20 

immediately 
adjacent  

Golden 
Meadows 

Park 

Elmhurst 
Park 

District 

soccer field and 
garden plots 

- - 
33.1 - 33.2 

SB 
26 

Approx 0.05 
miles north of 

I-294 
 

Maywood 
Sportsman's 

Park 

privately 
owned 

trap and skeet 
shooting 

- 1.31 
34.4 - 34.6 

SB 
28 - 29 

immediately 
adjacent  

Total 
  

0 1.40 or 1.44 
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In addition to forest preserve properties, there are several local parks or 
privately owned outdoor recreational facilities adjacent to the project corridor. 
These properties are also indicated in Table 9.6. 
 
Cook County Forest Preserve District Impacts 
None of the alternatives would have any direct impacts on Cook County Forest 
Preserve District properties due to construction of the roadway. 
 
If either Alternative 3 or Alternative 4 is chosen, impacts would occur as a result 
of the new Mile Long Bridge, regardless of the bridge option chosen. As a result 
of the placement of piers, Bridge Options B, C, or D would result in 0.09 acres 
of impact to Cook County Forest Preserve district property (Belly Deep Slough); 
Bridge Option A would result in 0.13 acres of impact. 
 
Outdoor Recreational Facility Impacts 
None of the alternatives would have impacts on non-County owned outdoor 
recreational facilities. 

9.1.5 Cultural Resources 

The Illinois' Historic Architectural Resources Geographic Information System 
(HAARGIS) was referenced for the presence of structures or features that are in 
the project corridor that are eligible or listed on the National Historic Register. 
Appendix C contains copies of the HAARGIS reports for the project corridor. 
Three such structures were located, which are indicated in Table 9.7.  
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Table 9.7 

Historic Structures 

Structure / 

Location 

Status 

Approx. 

Distance from 

I-294 Center 

Line 

MP/ 

Direction 

Exhibit 

Map 

Page 

Notes 

Robert Vial House 
7425 S. Wolf Road 

Burr Ridge, IL 

Entered into the 
NR 

Approx 0.4 miles 
south of I-294 

22.8 
SB 

9 

Per Google 
Earth, appears to 

have trees 
blocking view. 

Therefore, 
unlikely to impact 

this resource. 

R. Harold Zook House 
5891 S. County Line 

Road 
Hinsdale, IL 

Determined 
Eligible for 

Listing on the 
NR 

Actual location 
unknown, most 
likely 0.4 miles 
east of I-294 

24.3 
SB 

13 

May be 5901 
County Line Rd. 

Can't identify 
location on 

Google Earth or 
Bing, may be 

close enough to 
impact. The 

location of this 
structure needs 
to be identified, 
and potential for 
impacts needs to 
be determined. 

Graue Mill and Museum 
3800 York Road  
Oak Brook, IL 

Entered into the 
NR 

Approx 0.6 miles 
west of I-294 

28.2 
SB 

18 
unlikely to impact 
this resource due 

to distance 

unnamed 
5820 N. East Circle 

Avenue 
Chicago, IL 

Non-
Contributing 

Part of Historic 
District 

see notes 
I-90 east of 

corridor 

not on 
exhibit, 

closest to 
page 38 

Location 
misidentified on 

HAARGIS. 
Actually located 

over 3 miles 
away from I-294. 

 

Impacts 
Of the historic structures discussed above, only one has the potential to be 
impacted. This structure, the R. Harold Zook House, will need to have its 
location confirmed as aerial mapping could not positively identify it. If the house 
is located where the HARGIS database indicates it, there is a potential that 
there could be visual impacts from the project corridor. Aerial photographs 
indicate that the structure could be within the line of sight of I-294 with no 
intervening trees or other visual blockage. If I-294 is part of the viewshed of the 
Zook House, it is currently impacting the view and proposed improvements 
would not likely increase the existing impacts. 
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If the proposed project includes the need to purchase additional right of way, it 
is possible that the Illinois Historic Preservation Agency will require Phase I 
archaeological studies to determine the potential for archaeological resources in 
the project corridor. It is likely that these studies would only be required for 
areas that have not been previously disturbed, such as in the Des Plaines River 
valley and the Cook County Forest Preserve District properties near Salt Creek. 

9.1.6 Special Waste / CCDD 

GIS data on properties that could result in impacts to soil or groundwater within 
the project corridor were obtained. Brownfield, Resource Conservation and 
Recovery Act (RCRA) and Comprehensive Environmental Response, 
Compensation, and Liability Information System (CERCLIS) Site Information 
were obtained from U.S. Environmental Protection Agency 
(http://www.epa.gov/envirofw/geo_data.html) on March 1, 2014 (USEPA 
website updated 2/19/14). Leaking underground storage tank (LUST) 
information was obtained from the Illinois Environmental Protection Agency 
(http://www.epa.state.il.us/land/gis/) on March 1, 2014. Based on this 
information, a number of sites have been identified and are listed on Table 9.8.  
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Table 9.8 

Hazardous / Special Waste Sites 

ID 
No. 

Risk Factor 

Approx. 
Distance from 
I-294 Center 

Line 

MP/ 
Direction 

Exhibit 
Map Page 

Notes 

I-294 Up or 
Down 

Gradient from 
Risk Factor 

Level of Risk 

130 
237 
338 

3 LUSTs 
95th Street west 

of I-294 

600 feet west of 
I-294 

17.5 
SB 

1 
 

downgradient 
low, due to 

downgradient 
and distance 

392 
1 LUST 

SW Corner 88th 
St at 7th Ave 

550 feet 
northeast of I-

294 

18.4 
NB 

2 
 

upgradient 
low, due to 
distance 

174 
239 

2 LUSTs 
87th Street south 

of I-294 

200 feet west of 
I-294 

18.7 
SB 

3 

LUST 174 is cross 
gradient but it is in close 

vicinity to the ROW. 
LUST 174 is a Marathon 
Gas station located on 

the SW corner of Roberts 
Rd and 87th St. 

cross gradient 

LUST 174 has 
a moderate 
risk to the 

Tollway, LUST 
site 239 has a 
lower risk due 

to distance 

150 
424 

2 LUSTs 
Roberts Road 

northeast of I-294 

300 feet east of 
I-294 

18.7 
NB 

3 
 

cross gradient 
low, due to 

cross gradient 
and distance 

21 
269 
270 

3 LUSTs 
between 88th 

Street and IL 171 

database 
indicates within 

ROW 
20 - 20.4 5 

LUST sites 269, 270 are 
Tollway Sites; no M-Yard 
in vicinity. LUST Site 21 is 
Aladdin Cleaners, actually 

located south of the 
Tollway on 88th Ave 

(downgradient). 

within ROW 
or 

downgradient 

High risk from 
the Tollway 

LUSTs due to 
the fact that 

they are within 
the ROW, low 

risk from 
cleaner's 

LUST as it is 
downgradient 

 

RCRA LQG 
#110001357059 
G&K Services 

8201 S. Cork Ave 
Justice 

500 feet south 
of I-294 

20 
SB 

5 
 

downgradient 
low, due to 

downgradient 
and distance 

472 
1 LUST 

79th Street 
180 feet north 

of I-294 
20.5 
NB 

6 

LUST associated with 
Sterling Estates, the 

residential community 
located immediately north 

of the Tollway. 

upgradient 

moderate due 
to cross 

gradient and 
distance 

491 
1 LUST 

Plainfield Avenue 
east of I-294 

400 feet east of 
I-294 

24.4 
NB 

12 
 

other side of 
watercourse/ 
downgradient 

low due to 
being on the 
other side of 
watercourse 

260 
261 

2 LUSTs  
between Plainfield 
Avenue and 55th 

Street 

database 
indicates within 

ROW 
24.9 - 25.2 13 

LUSTs are Tollway Sites, 
associated with Oasis 

within ROW 

high risk from 
the Tollway 

LUSTs due to 
the fact that 

they are within 
the ROW 

193 

1 LUST 
between 47th 

Street and Ogden 
Avenue 

database 
indicates within 

ROW 
27 16 

Appears to be an error, 
noted as Exxon Mobil, no 
apparent gas station in 

vicinity. 
 

low due to 
probability of 
being an error 
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landfill 
south of Cermak 
Road, east of I-

294 

adjacent to 
ROW 

28.7 - 29.4 
NB 

20 
 

downgradient 

low to 
moderate, 

landfill 
downgradient 

but 
immediately 
adjacent to 

Tollway 

1 
1 LUST 

Swift Drive, west 
of I-294 

500 feet west of 
I-294 

29.7 
SB 

21 
 

downgradient 
low, due to 

downgradient 
and distance 

268 
1 LUST 

north of Roosevelt 
Road 

database 
indicates within 

ROW 
30.7 22 

LUST is Tollway site, 
possibly associated with 

M-2 
within ROW 

high risk from 
the Tollway 

LUST due to 
the fact that it 
is within the 

ROW 

187 
483 

2 LUSTs 
North Avenue and 
Northwest Avenue 

100 - 400 feet 
east of I-294 

33.6 - 33.8 
NB 

27 
 

downgradient 

LUST 187 low 
risk due to 

downgradient 
and distance, 
LUST 483 low 
to moderate 

due to 
downgradient 

but adjacent to 
Tollway 

332 
1 LUST 

Countyline Road 
200 feet west of 

I-294 
34.2 - 34.3 

SB 
28 

 
cross gradient 

low to 
moderate, 

cross gradient 
groundwater 

flow, but LUST 
in close 

proximity to 
Tollway 

471 
1 LUST 

Northwest Avenue 
200 feet east of 

I-294 
34.3 
NB 

28 
 

cross gradient 

low to 
moderate, 

cross gradient 
groundwater 

flow, but LUST 
in close 

proximity to 
Tollway 

526 
166 
227 
282 

4 LUSTs 
Northwest Avenue 

100 feet east of 
I-294 

34.5 - 34.9 
NB 

29 
 

cross gradient 

low to 
moderate, 

cross gradient 
groundwater 

flow, but 
LUSTs in 

close proximity 
to Tollway 

309 
284 

2 LUSTs 
Grand Ave 

900 feet east of 
I-294 

35.4 
NB 

30 
 

cross gradient 
low, due to 

cross gradient 
and distance 

335 
412 

2 LUSTs 
King Street 

200 feet north 
of I-294 

36 
SB 

31 
 

downgradient 
low, due to 

downgradient 
and distance 

 

RCRA LQG 
#11000431097 
American/Jebco 

Corp. 
11330 W. Melrose 

St 
Franklin Park 

200 feet south 
of I-294 

36.2 
NB 

31 downgradient 

Per USEPA 
Envirofacts, 
there have 
been no 

releases or 
corrective 

actions taken 

low risk due to 
nature of 

facility and 
downgradient 

493 
1 LUST 

Wolf Road 
500 feet south 

of I-294 
36.3 
NB 

32 
 

cross gradient 
low due to 

cross gradient 
and distance 
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334 
1 LUST 

Gage Avenue 
500 feet south 

of I-294 
36.6 
NB 

32 
 

cross gradient 
low due to 

cross gradient 
and distance 

 

RCRA LQG 
#11000431088 

Valmont Coatings 
Inc / Empire 
Galvanizing 

10909 Franklin 
Ave 

Franklin Park 

600 feet north 
of I-294 

36.7 
SB 

32 
 

cross gradient 

low due to 
distance of 
facility and 

cross gradient 

341 
1 LUST 

Franklin Avenue 
350 feet south 

of I-294 
37 
NB 

33 

LUST associated with 
freight operations 

I-294 elevated at this 
location 

downgradient 

Moderate risk 
of 

contamination 
due to 

industrial 
nature of 

surrounding 
property, but 
only sporadic 
excavation 

because I-294 
elevated here 

433 

1 LUST 
Paintland Inc. 

10501 Waveland 
Ave 

Franklin Park 

600 feet west of 
I-294 

37.3 
SB 

33 

RR and freight operations 
associated with properties 

under Tollway 
I-294 elevated at this 

location 

upgradient 

Moderate risk 
of 

contamination 
due to 

industrial 
nature of 

surrounding 
property, but 
only sporadic 
excavation 

because I-294 
elevated here 

98 
383 

2 LUSTs 
Mannheim Road 

250 feet west of 
I-294 

37.5 
SB 

33 

RR and freight operations 
associated with properties 

under Tollway 
I-294 elevated at this 

location 

upgradient 

Moderate risk 
of 

contamination 
due to 

industrial 
nature of 

surrounding 
property, but 
only sporadic 
excavation 

because I-294 
elevated here 

394 
1 LUST 

Mannheim Road 
550 feet west of 

I-294 
37.7 
SB 

34 
 

upgradient 

low due to 
distance of 
facility and 
intervening 
watercourse 

274 
1 LUST 

south of Irving 
Park Rd 

database 
indicates within 

ROW 
37.7 34 

LUSTs are Tollway Sites, 
associated with Oasis 

within ROW 

high risk from 
the Tollway 

LUST due to 
the fact that it 
is within the 

ROW 

192 
1 LUST 

adjacent to Oasis 

database 
indicates 

outside ROW, 
adjacent to 

Tollway 

37.9 
NB 

34 

Aerial photograph 
indicates this location is 

residential, database 
indicates the LUST 

associated with Exxon 
Mobil; suspect this should 
be associated with nearby 

Oasis 

 

Moderate to 
high risk if 
associated 
with Oasis 

437 
1 LUST 

Belle Plaine Ave 
600 feet west of 

I-294 
38 
SB 

34 
 

upgradient 

low due to 
distance of 
facility and 
intervening 
watercourse 
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528 
1 LUST 

Irving Park Road 
700 feet east of 

I-294 
38.3 
NB 

35 
 

downgradient 
low due to 

downgradient 
and distance 

20 
1 LUST 

Mannheim Road 
775 west of I-

294 
39 
SB 

36 
 

upgradient 
low due to 
distance 

95 
1 LUST 

Lawrence Ave 
50 feet east of 

I-294 
39 
NB 

36 
 

downgradient 
moderate due 

to close 
proximity 

171 
465 

2 LUSTs 
Leland Ave and 

Soo Line 
RR/Metra 

400-500 feet 
east of I-294 

38.9 - 39.1 
NB 

36 
 

downgradient 
low due to 

downgradient 
and distance 

273 
1 LUST 

south of Balmoral 
Ave 

database 
indicates within 

ROW 
39.5 37 

LUST site 273 is 
Tollway/Exxon Mobil site - 

appears to be in wrong 
location, no M-Yard or 

Oasis nearby 

within ROW 

high risk from 
the Tollway 

LUST due to 
the fact that it 
is within the 

ROW 

429 

1 LUST 
associated with 

Village of 
Rosemont 

200-500 feet 
west of I-294 

39.7 
SB 

37 
 

downgradient 
low due to 

downgradient 
and distance 

367 
138 

2 LUSTs 
immediately 

adjacent to ROW 

adjacent to 
ROW 

39.8 37 

Aerials indicate all new 
construction at this 

location. LUSTs most 
likely have been 

removed. 

cross gradient 

low due to 
probability of 
having been 

removed 

28 
347 

2 LUSTs 
Bryn Mawr 

Avenue 

300 feet east of 
I-294 

40.1 
NB 

38 
 

cross gradient 

low to 
moderate, 

cross gradient 
but in close 
proximity 

        

Brownfield, RCRA and CERCLIS Site Information obtained from USEPA (http://www.epa.gov/envirofw/geo_data.html) on 3/1/14 (USEPA 
website updated 2/19/14) 

        
LUST Site Information obtained from Illinois EPA  (http://www.epa.state.il.us/land/gis/) on 3/1/14 

 
Using U.S.G.S. topographical maps to estimate groundwater flow direction, and 
examination of the location of the various potential risks, an assessment was 
made as to the potential for the identified risks to have impacted Tollway right of 
way or the properties immediately adjacent to right of way (if additional right of 
way needs to be purchased for the proposed widening). Fourteen LUSTs have 
been identified as having a moderate to high risk for having impacted soil in the 
project corridor (see Table 9.8).  
 
In addition to the LUSTs, several large quantity generators of hazardous waste 
are located within the project corridor. These sites have been evaluated and 
determined to pose a low risk to Tollway property. 
 
There is a closed landfill within the project corridor immediately adjacent to the 
right of way. This landfill is located adjacent to the northbound lanes between 
mileposts 28.7 and 29.4 (just south of Cermak Road / 22nd Street). This landfill 
has a low to moderate probability of having impacted Tollway soils or 
groundwater. The landfill is estimated to be downgradient to the Tollway, but its 
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location immediately adjacent to the right of way results in there being some 
risk. 
 
No Superfund sites were noted within the CERCLIS database as being present 
within one-half mile of the project corridor. 
 
Impacts 
Additional studies will be needed to determine whether or not Tollway right of 
way soils have been impacted, and the degree of the impacts. These studies 
are recommended if it is determined that excess soils from excavation areas 
cannot be re-used as fill within the project corridor. 

9.1.7 Noise 

Per the Tollway’s Traffic Noise Study and Abatement Policy (Noise Policy), a 
noise study is required if there is substantial horizontal or vertical alteration of 
the existing road, if an additional lane is added (HOV or auxiliary lane), or if an 
interchange ramp or toll plaza is relocated. Additionally, the Tollway Noise 
Policy requires a noise study if there is a noise sensitive receptor within 500 
feet of the roadway. 
 
Impacts 
Per the 2013 Insurance Valuation Inventory, there are 95,425 feet of noise walls 
in the project corridor; heights vary by location. For the purposes of this study, it 
is assumed that all noise walls within the project corridor will need to be 
removed and will require replacement for Alternatives 2, 3 and 4.  
 
In addition to existing noise walls, there are several noise sensitive receptors in 
the project corridor (as defined by the Tollway’s Noise Policy) that are not 
currently protected by noise walls. Table 9.9 lists these readily identified 
sensitive noise receptors. Based on this preliminary analysis, 30 locations may 
need to be examined for new noise walls regardless of which alternative is 
chosen. (At those locations where the proposed right of way is widened to 
accommodate Alternatives 3 and 4, either a noise wall already exists or a 
sensitive receptor was already identified as being within 500 feet of the existing 
right of way.) 
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Table 9.9 

Noise Sensitive Receptors 

Receptor Type 

MP/ 

Direction 

Approx. 

Distance from 

edge of I-294 

Exhibit 

Map 

Page 

Notes 

residential neighborhood 
MP 17.9 

NB 
400 feet 1 

 

Bridgeview Sports Dome 
MP 18.1 

NB 
75 feet 2 

 

Dominican Sisters Immaculate 
Conception Province 

place of worship 

MP 20.2 
SB 

300 feet 5 
 

residential neighborhood 
MP 20.3 

SB 
500 feet 5 

 

residential neighborhood 
MP 20.3 - 21.0 

NB 
100 feet 5 - 6 

 

several residences 
MP 22.3 - 22.5 

SB 
75 feet 8- 9 

 

residential neighborhood 
MP 22.6 

NB 
200 feet 9 

 

apartment complex 
MP 22.7 

SB 
100 feet 9 

 

Edgewood Valley Country Club 
MP 22.7 - 22.9 

SB 
100 feet 9 

 

residences 
MP 22.7 - 22.8 

NB 
200 feet 9 

 

townhouse community 
MP 23.0 

SB 
200 feet 10 

 

Flag Creek Golf Course 
MP 23.1 - 23.3 

NB 
immediately 

adjacent 
10 

 

Flag Creek Golf Course 
MP 24.5 - 24.9 

NB 
immediately 

adjacent 
12 - 13 
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Veeck Park 
MP 26.5 - 26.6 

SB 
immediately 

adjacent 
15 - 16 

 

Spring Rock Park 
MP 26.5 - 26.6 

NB 
immediately 

adjacent 
15 - 16 

 

Western Springs Government 
offices 

MP 26.7 
SB 

200 feet 16 
 

residential neighborhood 
MP 27.0 - 27.1 

NB 
200 feet 16 

 

Bemis Woods South 
intermittent noise wall 

MP 27.8 - 28.0 
NB 

immediately 
adjacent 

18 
 

Meadowlark Golf Course 
MP 28.2 - 28.5 

NB 
immediately 

adjacent 
18 - 19  

Chicago Highlands Golf Course 
MP 28.5 - 29.5 

NB 
immediately 

adjacent 
19 - 20 

 

Queen of Heavens Cemetery 
MP 30.0 

NB 
350 feet 21  

residential neighborhood 
MP 30.0 - 30.3 

NB 
250 feet 21 - 22  

Mt Carmel Cemetery 
MP 30.7 

NB 
200 feet 22 

 

Wild Meadows Park 
MP 32.0 - 32.1 

SB 
300 feet 24 - 25 

actually closer to 
I-290 

East End Park 
MP 33.3 

SB 
400 feet 27 

actually closer to 
I-290 

Arlington Cemetery 
MP 33.7 - 34.1 

SB 
100 feet 28 

 

Maywood Sports Park 
MP 34.4 - 34.6 

SB 
100 feet 28 - 29 

 

Mt Emblem Cemetery 
MP 35.1  - 35.3 

SB 
200 feet 30 
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residential neighborhood 
MP 37.4 - 37.5 

NB 
150 feet 33 - 34  

residential neighborhood 
MP 40.4 - 40.6 

SB 
250 feet 38 

 

 

9.1.8 Air Quality 

The National Ambient Air Quality Standard (NAAQS), established by the U.S. 
Environmental Protection Agency (USEPA), set maximum allowable 
concentration limits for six criteria air pollutants. Areas in which air pollution 
levels persistently exceed the NAAQS may be designated as “nonattainment.” 
Areas that had been designated as nonattainment, but that have attained the 
NAAQS for the criteria pollutant(s) associated with the nonattainment 
designation, are designated as maintenance areas. 
 
All areas of Illinois currently are in attainment of the standards for four of the six 
criteria pollutants: carbon monoxide, nitrogen dioxide, sulfur dioxide, and lead. 
For the eight-hour ozone and particulate matter standards, Cook, DuPage, 
Kane, Lake, McHenry, and Will Counties have been designated as moderate 
nonattainment areas for the eight-hour ozone standard. The Lake Calumet area 
and Lyons Township in Cook County have been designated as maintenance 
areas for the particulate matter with particles smaller than 10 micrometers 
(PM10) standard.  
 
Impacts 
The proposed improvements are not an air quality concern under 40 CFR 
93.123(b)(1) due to the fact that the project is an expanded add lanes highway 
project; it does not generate a significant increase in the number of diesel 
vehicles; it does not affect intersections that are at LOS “D”, “E”, or “F” with 
significant number of diesel vehicles; and it would not change intersections to 
Level of Service “D”, “E”, or “F” because of increased traffic volumes from a 
significant number of diesel vehicles related to the project.  
 
Construction Related Impacts 
Construction activities can result in short-term increases in fugitive dust and 
equipment-related particulate emissions in and around the project corridor. The 
potential air quality impacts from this construction would be short-term, 
occurring only while demolition and construction work is in progress and local 
conditions are appropriate. 
 
Dust and airborne dirt generated by construction activities will be controlled 
through dust control procedures or a specific dust control plan, when 
warranted. Techniques that may warrant consideration include measures such 
as minimizing track-out of soil onto nearby publicly-traveled roads, covering 
haul vehicles, and applying chemical dust suppressants or water to exposed 
surfaces, particularly those on which construction vehicles travel. With the 
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application of appropriate measures to limit dust emissions during 
construction, the proposed improvements would not cause any significant, 
short-term particulate matter air quality impacts.  
 
The Tollway’s construction-related requirements dealing with the use of 
cleaner diesel fuel are addressed and specified in the Tollway’s Supplemental 
Specification 107.37: Construction Air Quality – Diesel Vehicle Emission 
Controls. Adherence to this specification should limit air quality impacts due to 
diesel emissions. 
 
All of the Alternatives will have minor, temporary impacts to air quality during 
construction due to diesel equipment and ground disturbance. 

9.1.9 Potential Property Takes 

The project corridor is located within an urban environment and is built up; the 
Corridor is surrounded by infrastructure; residential, commercial, and industrial 
properties; recreational parks; and other urban-type developments.  
 
Impacts 
Alternatives 1 and 2 would have no property takes. 
 
Alternatives 3 and 4 require additional right of way for the roadway widening; 
as a result, a number of property takes would most likely occur. Numerous 
small pieces of property adjacent to the current right of way would be required 
for the widened right of way, many of which would not affect the use of the 
remaining portion of the property. Table 9.10 provides information on takes 
that would affect the use of the remaining portion of the property, and includes 
information on the anticipated loss of property use and the take’s location. It is 
estimated that private property associated with homes, garages, or backyards 
of 13 residential homes and a mile-long section of frontage road would be 
required to be taken as ROW. 
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Table 9.10 

Property Takes 

Property Description 
Alternatives 

1 and 2 
Alternatives 

3 and 4 
MP/ 

Direction 

Exhibit 
Map 
Page 

Notes 

miscellaneous 
undeveloped property, 

railroad yard 
none no 

21.3 - 21.9 
NB and SB 

pages 7 - 
8 and 

Mile Long 
Bridge 
exhibits 

Proposed ROW would 
require a widening of the 

permanent easement 

residential 
neighborhood 

proposed ROW would 
require the take of 

homes 

none yes 
32.2 - 32.4 

NB 
25 

approximately 8 homes 
involved 

residential 
neighborhood 

proposed ROW would 
require the take of 

homes 

none yes 
32.7 
NB 

26 
approximately 5 homes 

involved 

Northwest Avenue 
(frontage road) 

none yes 
34.1 - 35.1 

NB 
28 - 30 

Proposed ROW would 
require western half of 
frontage road on east 

side of I-294. No portions 
of buildings/structures 
from adjacent private 
properties would be 

required. 

Bensenville Railroad 
Yard 

none no 
36.9 - 37.5 
NB and SB 

33 
Proposed ROW would 

require a widening of the 
permanent easement 

 
 
In addition to the takes discussed above, the three options for the proposed 
Mile Long Bridge require additional permanent easement to accommodate the 
widening of the bridge. 

9.2  Need for Further Information and/or Agency Coordination 

The above information is based on readily available resources and no field studies or 
Resource Agency coordination has occurred. The information provided is therefore 
preliminary in nature and additional studies will be needed to clarify and quantify 
potential environmental impacts from the proposed project. 
 
Noise Analysis studies, including modeling, will be necessary if an alternative is 
chosen that results in any vertical or horizontal alterations of the existing roadway. 
Phase I Environmental Site Assessments are likely necessary for areas that have 
potential soil impacts if the excavated soils cannot be re-used on site.  
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Sections 401 and 404 Clean Water Act permits and Sections 9 and 10 Rivers and 
Harbors Act permits will be required due to the various stream crossings in the project 
corridor. Wetland delineations will be necessary for the Corridor. It is possible that the 
USFWS will require vegetative surveys for threatened or endangered species in the 
Des Plaines River valley, and/or northern long-eared bat surveys in Bemis Woods. 
The Illinois Historic Preservation Agency may request Phase I archaeological surveys 
in previously undisturbed areas. 
 
The expanded right of way for Alternatives 3 and 4 should be evaluated to determine if 
impacts can be avoided or minimized. The shifting of the widening to one side, 
relocation of interchanges, or the tightening of right of way requirements should be 
examined.  
 
If the Tollway choses to widen the existing Central Tri-State as the preferred 
alternative, they may wish to broaden their normal public outreach program. There 
appears to be low income and/or minority populations in the project corridor, 
particularly in the southern portion, in close proximity to the Tollway right of way. 
Although Executive Order 12898 (Environmental Justice) does not apply to the 
Tollway because there are no federal funds involved in the project, the Tollway 
typically tries to be considerate of such issues. 

10.0 MAINTENANCE OF TRAFFIC 

Maintaining traffic during construction is a key component to minimizing the impact of 
the proposed improvements to the Corridor.  A reduction in capacity during 
construction would increase travel times for users and would result in a corresponding 
reduction in revenue.  The MOT goal of this study therefore is to maintain 4 lanes of 
traffic in each direction, to the greatest extent possible. Two MOT scenarios have been 
developed for roadway and bridge staging to accommodate this goal: Two Lane 
Counterflow and Outside-Inside. A third scenario, Inside-Outside, was suggested 
during one of the presentations and is also discussed below. 
 

The Two Lane Counterflow scenario shifts two traffic lanes of one direction over to the 
far side of the median barrier, with the four traffic lanes of the opposing direction.  The 
other two traffic lanes remain on the original side, adjacent to the work zone.  With 
each subsequent stage, the work zone flips to the opposite side of the median, thereby 
flipping the counterflow side of traffic as well.  The completed sections of pavement 
progress from outside to inside until the final stage, when the work zone is centered 
over the median barrier with four lanes of traffic on each side.  This scenario works for 
all four Alternatives.  Alternatives 1 and 2 would require pinning temporary barrier wall 
to new pavement during one of the construction stages, since there is not enough 
space for the 4-foot deflection distance required for non-pinned temporary barrier wall.  
Alternatives 1 and 2 would require five construction stages to complete, while 
Alternatives 3 and 4 could be completed in only three stages.  Typical sections of this 
scenario can be found in Exhibit 10.1. 
 
The Outside-Inside scenario starts with the work zone on the outside and shifts traffic 
inside towards the median.  With each subsequent stage, the work zone moves toward 
the inside and displaces the traffic lanes around it.  For Alternatives 1 and 2, this 
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scenario is not viable as it would require either widening the pavement by more than 7-
feet while pinning temporary barrier wall to new pavement or carrying two single lanes 
of traffic, each without any space for a shoulder, during two different stages.  This 
scenario will work for Alternative 3 but during Stage 1 the outside shoulders would 
have to be widened 1.5 feet beyond the 11-foot dimension shown in the proposed 
typical section, to avoid pinning temporary barrier wall to new pavement during Stages 
2 and 3.  This scenario will also work for Alternative 4, since pavement widening 
during the first stage substantially increases the available space for traffic lanes in 
subsequent stages.  Alternatives 3 and 4 could both be completed in three 
construction stages; however, both Alternatives require sandwiching work zones 
between two traffic lanes on each side during Stage 2.  Sections of this scenario can 
be found in Exhibit 10.1. 
 
One of the weaknesses with the Outside-Inside scenario on the I-90 projects is the 
interface between existing and proposed pavement.  Where large changes in elevation 
have occurred (due to upgrading insufficient slope areas or increasing vertical 
clearances at existing bridges), there is only 4 feet between existing and proposed 
pavements, and larger elevation differences may require sheeting or other 
countermeasures.  This should be considered further during the Master Plan where 
major profile changes are investigated. 

 
During one of the presentations made to the Tollway staff, a comment was made 
about the potential to use an Inside-Outside MOT scenario. This is difficult to do, since 
you don't gain any width that you can when you are widening the pavement.  The 
Tollway is trying this scenario on a reconstruction only section of I-90 and has many 
median drainage drawbacks.  For Inside-Outside, the internal closed drainage system 
needs to be constructed, yet any of the existing laterals need to continue to be utilized, 
since the outside lanes remain.  This causes the need for a final stage to go back and 
cut off the use of temporary drainage from inside to outside and also results in a lot of 
additional temporary drainage items. 
 
All MOT scenarios should be investigated further during the Master Plan to determine 
which will perform the best dependent on which proposed alternative is selected. A 
combination of different MOT scenarios may be the best solution throughout the 
corridor. 

 
As described in Section 6.4.1.5 of this report, the Mile Long Bridge could be replaced 
as an advance project that would be completed before this project begins.  In addition 
to the reasoning provided in Section 6.4.1.5, taking this approach makes sense from 
an MOT perspective.  If the Mile Long Bridge were replaced as a separate project, the 
proposed staging could start by shifting all traffic onto the NB bridge structure, 
reducing capacity to 3 lanes in each direction for one construction season, and fully 
reconstructing a widened SB bridge structure that could accommodate 4 lanes of 
traffic in each direction (with moderate to significant overbuild and / or pinning the 
temporary barrier to new bridge deck depending on the cross-section alternative 
selected).  If overbuild is not included, three lanes of traffic would be needed in the 
second year of construction too.  During the second stage, traffic would be shifted over 
to the newly constructed SB bridge structure, with 4 lanes in each direction, while the 
NB bridge structure is reconstructed.   
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While this approach would temporarily reduce capacity on the bridge, it would also 
avoid the constructability issues associated with the MOT scenarios developed for the 
alternatives being considered in this study.  For example, the MOT scenarios for 
Alternatives 1 and 2 would require placing longitudinal construction joints and pinning 
temporary barrier wall along the new bridge deck.  The MOT scenarios for Alternative 
3 would also require longitudinal construction joints in the new deck, and the widening 
required for Alternatives 3 and 4 would be very difficult to implement using the above 
detailed MOT scenarios.  Replacing the bridge ahead of time would provide greater 
staging flexibility for the bridge reconstruction, and could also improve the staging 
flexibility for the roadway sections leading into the bridge when this project begins. 
 
During the reduction to 3 lanes for a construction season, delays will occur entering 
the construction area. For opening day, northbound will have worst case traffic back-
ups from 6:00 am to 1:00 pm almost every day with a calculated queue of 
approximately 5 miles. For southbound, traffic will back-up worst case from 2:00 pm to 
10:00 pm on Fridays with a calculated queue of 5.6 miles. These back-ups and 
queues are anticipated to diminish as travelers use alternate routes to avoid the back-
ups. Advance DMS signs could be placed at strategic locations to recommend 
alternate routes such as on I-80 westbound directing traffic to use I-355 as an 
alternate route. 
 
Traffic modeling and revenue projections for these two stages are detailed in Section 
11.0 and Appendix E, Traffic and Revenue Estimates. 
 
With the impact that this work will cause on adjacent major routes, such as I-80 and I-
355, any construction on these routes should be avoided and scheduled either before 
or after the Central Tri-State construction. Coordination should also occur with the 
Illinois Department of Transportation, Cook County Department of Transportation and 
Highways, and the local municipalities to avoid any construction, especially on parallel 
routes to the Central Tri-State, during its construction. 

11.0 TRAFFIC MODELING AND REVENUE PROJECTIONS  

As a part of this corridor planning study, CDM Smith conducted a series of high-level traffic 
and toll revenue impact analyses. This study considered traffic and toll revenue loss that may 
occur as a result of extensive construction on the Central Tri-State as well as the potential 
benefits of an improved facility.  
 
All analyses were conducted using the CMAP-developed regional travel demand model as 
refined by CDM Smith for use in traffic and toll revenue estimation on behalf of the Illinois 
Tollway. While CDM Smith did take steps to further refine the calibration and validate the 
model in the Central Tri-State region, this analysis is limited by the applicability of a regional 
travel demand model to operational improvements in smaller geographies. While CDM Smith 
is confident in the results presented herein, this is a sketch-level tool intended to inform the 
planning process.  
 
Analysis was conducted in two phases; a 2020 analysis intended to represent a construction 
year and 2030 a future build year. The latter was chosen as it would also include a complete 
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build of the Elgin O’Hare Western Access (EOWA) facility which is anticipated to have an 
impact on a critical segment of the Central Tri-State.   

11.1 2020 Construction Year 

The 2020 scenarios were developed to gauge potential impacts of two specific 
approaches to MOT during the construction phase. The scenario assumed 
maintenance of all four travel lanes in the northbound and southbound directions. A 
posted speed limit of 45 mph would be imposed and the lanes would be reduced to 
11-feet with no shoulders. The second scenario considered the same parameters, but 
included the concurrent closure of one lane of travel in each direction for the duration 
of the construction period.   
 
In the case of the four-lane MOT, CDM Smith estimates toll revenue losses of 
approximately $48,000 per average weekday when compared to the Baseline (No-
Build) scenario. This represents an annualized reduction in Systemwide revenue of 
approximately $16.3 million or 1.1 percent of systemwide revenues. Note that this is a 
net impact and includes both the negative impacts from diverted traffic as well as the 
positive impacts resulting from traffic rerouting to other Tollway facilities (primarily I-
355). The lane-closure scenario results in additional traffic diversion and an estimated 
toll revenue loss of approximately $85,000 per average weekday. This represents an 
annualized impact of $28.8 million or 1.9 percent of Systemwide revenues.  

11.2 2030 Design Year 

With respect to the 2030 build scenarios, the add-lane scenario is expected to 
generate an additional $32,000 per average weekday. This represents an annualized 
increase in Systemwide revenue of approximately $10.8 million or 0.5 percent. The 
second scenario—a Lane Zero concept in which a full shoulder would be open to 
traffic around the morning and evening peak hours only—results in additional revenue 
of $27,000 per average weekday. This represents an annualized increase in 
Systemwide revenue of approximately $9.2 million or 0.4 percent. In both cases CDM 
Smith saw a substantial improvement in travel times and level of service which would 
be of broad public benefit. 
 

The MOT impacts actually result in a higher revenue loss than the yearly revenue gain from 
providing an extra lane.  This is important as extending the construction over additional years 
only increases the cumulative negative impact of the work, right at the time when those funds 
are needed for the actual reconstruction work.  Also, the cumulative positives from adding a 
lane continue in pertuity, so even a small revenue gain has the potential for large future 
gains. 
 
More comprehensive documentation of both methodology and findings can be found in the 
original CDM Smith memoranda included in full in Appendix E. 

12.0 CONTRACT PACKAGING / SCHEDULE 

The I-294 Central Tri-State corridor should be constructed within the same 3 to 4 year time 
period to limit impacts that the Tollway customer must endure due to construction.  However, 
this approach may not be possible due to cash flow or system needs.  Therefore, the primary 
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goal of the contract packaging was to define limits that would allow logical sections of the 
corridor to be built to the limits of the large system interchanges at I-88 / I-290 and I-55.  This 
allows a break point where the lowest percentage of users would be impacted by 
construction. 
 
The construction packages should limit the impact to mainline traffic as much as possible in 
the early years while providing maximum access for the contractor during reconstruction.  
Overhead crossroad structures should be reconstructed in the early years of construction that 
have little impact to mainline traffic.  If consecutive overhead crossroad bridges and mainline 
bridges are to be reconstructed, these should be staged in different years to limit the impact 
to the local communities with limited access across the Tollway.  Any mainline structures that 
are going to be widened and not fully reconstructed should also be completed prior to 
roadway and retaining wall construction t to maximize possible construction staging 
scenarios. 
 
Advance retaining wall, noise abatement wall and drainage contracts should be constructed 
in the year(s) prior to mainline reconstruction to spread the cash flow, minimize the work 
needed during the two years of mainline reconstruction / widening, limit the impact on traffic, 
help to mitigate mainline construction noise, and allow large earthwork operations to occur 
during the summer prior to roadway reconstruction.  Roadway reconstruction should be 
completed in the last two years of construction with as much of the advance work completed 
as possible to minimize potential for delays. 
 
The roadway section from I-55 to 88th Avenue (just north of Plazas 36 and 39) should be 
reconstructed to match the staging of the Mile Long Bridge reconstruction.  Because of the 
limited exit and entry points on either side of the bridge, there may be an opportunity to 
accelerate construction of the adjacent roadway work if all traffic is staged on one side of the 
bridge during construction as discussed in Section 10.0. 
 
Depending on the ultimate configuration of the I-290 / I-88 interchange, early construction 
packages should be let to spread out construction expenditures, limit the number of 
contractors working within the same area and simplify maintenance of all ramp movements.  
The EOWA south leg connection to I-294 and the exit ramp to County Line Road just south of 
the EOWA connection should be constructed in conjunction with the I-88 / I-290 to Wolf Road 
section of I-294 to limit the impact to users.  This tie-in should either be included or 
coordinated with the I-294 design contracts to encourage design continuity. 
 
A master plan contract should begin to study the entire Central Tri-State corridor between 
95th Street to Balmoral Avenue that would include drainage, environmental and geotechnical 
studies, identify potential right-of-way, utility and environmental impacts, identify the need for 
agreements and cost share items, determine maintenance of traffic concepts, construction 
limits, and design and construction packaging. 
 
Two advance design contracts should be considered based on future maintenance needs / 
costs and the difficulty / complexity of the bridges. These are the Mile Long Bridge and the 
BNSF railroad bridge over the Central Tri-State. Starting these two contracts early provides 
the Tollway the flexibility to make the improvements on the Central Tri-State Tollway to help 
minimize the traffic impacts and maintenance costs for the Tollway’s most important corridor. 
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Design and construction packaging for the project is as follows: 
 

 Design Package 1 – 95th Street to 88th Avenue (MP 17.7 to MP 20.0) 

o Year 1 –  Retaining and Noise Abatement Wall Packages 

o Year 2 – Mainline Bridge Reconstruction, Roadway Reconstruction 

o Year 3 – Mainline Bridge Reconstruction, Roadway Reconstruction 

 

 Design Package 2 – 88th Avenue to Mile Long Bridge (MP 20.0 to MP 20.9) 

o Year 1 – Retaining and Noise Abatement Wall Packages 

o Year 2 – Mainline Bridge Reconstruction, Roadway Reconstruction 

o Year 3 – Mainline Bridge Reconstruction, Roadway Reconstruction 

 

 Design Package 3 – Mile Long Bridge (MP 20.9 to MP 22.0) 

o Years 2 through 3 – Mile Long Bridge and adjacent pavement work 

 

 Design Package 4 – 75th Street to I-55 Ramps (MP 22.0 to MP 23.0) 

o Year 1 – Retaining and Noise Abatement Wall Packages 

o Year 2 – Mainline Bridge Reconstruction, Roadway Reconstruction 

o Year 3 – Mainline Bridge Reconstruction, Roadway Reconstruction 

 

 Design Package 5 – I-55 Ramps to I-88 Ramps (MP 23.0 to MP 29.0) 

o Year 1 – Overhead Crossroad Bridges 

o Year 2 – Retaining and Noise Abatement Wall Packages, Oasis Demo, 
Overhead Crossroad Bridges 

o Year 3 – Mainline Bridge Reconstruction, Roadway Reconstruction 

o Year 4 – Mainline Bridge Reconstruction, Roadway Reconstruction 

 

 Design Package 6 – I-88 Ramps to I-290 (MP 29.0 to MP 30.4) 

o Year 1 – Retaining and Noise Abatement Wall Packages 

o Year 2 –Roadway Reconstruction 

o Year 3 – Roadway Reconstruction 

 

 Design Package 7 - I-294/290/88 Interchange (MP 30.4 to MP 32.0) 

o Year 1 – I-88 / I-290 Interchange 

o Year 2 – Retaining and Noise Abatement Wall Packages, I-88 / I-290 
Interchange 

o Year 3 – Mainline Bridge Reconstruction, Roadway Reconstruction, I-88 / I-290 
Interchange 

o Year 4 – Mainline Bridge Reconstruction, Roadway Reconstruction 

 

 Design Package 8 – I-290 to Wolf Road (MP 32.0 to MP 36.3) 

o Year 1 – Overhead Crossroad Bridges 
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o Year 2 – Retaining and Noise Abatement Wall Packages, Overhead Crossroad 
Bridges, EOWA South Leg Connection (Year of construction should be 
coordinated with the EOWA south leg connection to I-294) 

o Year 3 – Mainline Bridge Reconstruction, Roadway Reconstruction, EOWA 
South Leg Connection 

o Year 4 – Mainline Bridge Reconstruction, Roadway Reconstruction 

 

 Design Package 9 – Wolf Road to Balmoral Avenue (MP 36.3 to MP 39.8) 

o Year 1 – Retaining and Noise Abatement Wall Packages, Oasis Work / 
Demo  

o Year 2 – Mainline Bridge Reconstruction, Roadway Reconstruction 

o Year 3 – Mainline Bridge Reconstruction, Roadway Reconstruction 
 
Two advance design contracts should be considered based on future maintenance needs / 
costs and the difficulty / complexity of the bridges. These are the Mile Long Bridge and the 
BNSF railroad bridge over the Central Tri-State. 

 Mile Long Bridge - 2011 initial substructure repair estimates far exceeded the plan 
rehabilitation quantities resulting in pier cap and column patching throughout a majority 
of the bridge.  The repairs provide only an interim mitigation and subsequent patching 
and/or substructure replacement will likely be required in the near future.  2011 deck 
repairs near the south end of the bridge provide substandard concrete cover over the 
top reinforcement which resulted in early deck delamination and spalling across the 
deck. This 50 year old bridge is in need of constant rehabilitation and could require up 
to $60 million in rehabilitation prior the Tri-State work scheduled for 2020.  Rather than 
spend $60 million on repairs, it is recommended to replace and widen the structures to 
provide a bridge design life of 100 years and preclude the subsequent maintenance 
repairs. 

 BNSF railroad overhead bridge – The existing structure is a two span steel plate girder 
bridge supported on a median pier and high wall abutments at each end.  The existing 
bridge abutments reduce the inside and outside shoulders to below standard width 
and are not adequate to accommodate traffic staging required to accommodate any 
widening or reconstruction of I-294 without the reduction of through lanes under the 
bridge. 
 

Starting these two contracts early provides the Tollway the flexibility to make the 
improvements on the Central Tri-State Tollway to help minimize the traffic impacts and 
maintenance costs for the Tollway’s most important corridor. 

13.0 COST ESTIMATES 

Cost estimates were developed for each alternative as well as for: 

 Reconstruction of the mainline bridges for 120 kip loading, 

 Using CRC pavement in lieu of JPC pavement. 

 Using PPC shoulders in lieu of bituminous shoulders 

 Reconstruction of the cross road bridges 
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The estimates include: 

 Alternatives 2, 3, and 4 assume removal, replacement, and new noise walls, 
additional maintenance equipment due to widened pavement, and removal and 
termination of leases for Hinsdale and O’Hare Oases. 

 Alternatives 3 and 4 also include removal, replacement, and new retaining walls 
and replacement and lengthening of cross road bridges. 

 
All alternatives reconstruct the existing pavement, bridges were either reconstructed or their 
decks were replaced, and widened by Lane 0 and / or one additional lane. 
 

 Alternative 1 (reconstruct pavement / replace bridge decks)  

o $999 M in 2014 dollars 

o $1.411 B in 2021 dollars 

 Alternative 2 (reconstruct pavement / reconstruct bridges / Lane 0)  

o $1.858 B in 2014 dollars 

o $2.623 B in 2021 dollars 

 Alternative 2a (reconstruct pavement / replace bridge decks / Lane 0)  

o $1.378 B in 2014 dollars 

o $1.945 B in 2021 dollars 

 Alternative 3 (reconstruct pavement / reconstruct bridges / one lane widening)  

o $2.479 B in 2014 dollars 

o $3.498 B in 2021 dollars 

 Alternative 3a (reconstruct pavement / replace bridge decks / one lane widening)  

o $1.970 B in 2014 dollars 

o $2.781 B in 2021 dollars 

 Alternative 4 (reconstruct pavement / reconstruct bridges / one lane widening / 

Lane 0)  

o $2.635 B in 2014 dollars 

o $3.719 B in 2021 dollars 

 Alternative 4a (reconstruct pavement / replace bridge decks / one lane widening / 

Lane 0)  

o $2.068 B in 2014 dollars 

o $2.918 B in 2021 dollars 
 
The project team then developed two strategies for the work proposed to be completed 
based on a variety of factors including cost, traffic needs, pavement and bridge condition, 
congestion, and safety. These can be found in 14.0 Next Steps. 
 
Refer to Exhibits 13.1 and 13.2 for the cost estimate matrix for the alternatives listed above. 
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Work on ramps or bridges with shared jurisdiction may be funded by those agencies and are 
dependent on existing agreements and their existing conditions. Additional research will be 
needed in the Master Plan study to determine these cost sharing opportunities. 
 

14.0 NEXT STEPS 

The Move Illinois Program established guidelines for infrastructure investments that include 
programming of the Central Tri-State (I-294) Tollway for reconstruction starting in 2020. The 
Illinois Tollway requested preparation of a Central Tri-State Tollway Corridor Concept Study 
to confirm the cost and scope compared with the available budget of the reconstruction as 
defined in the Move Illinois Program. Three additional alternatives were evaluated that 
included: 
 

 Reconstruct 4-lanes in each direction using a wider than standard median shoulder 

and inside lane (Lane 0) 

 Reconstruct with widening to 5-lanes in each direction 

 Reconstruct with widening to 5-lanes in each direction using a wider than standard 

median shoulder and inside lane (Lane 0) 

 
The report reviewed the project design improvements and impacts for the mainline 
reconstruction and widening from 95th Street (Mile Post 17.7) to Balmoral Avenue (Mile Post 
40.0). The proposed next steps for specific tasks / locations follow. 

 
Mile Long Bridge 
 
The Mile Long Bridge carries the Tri-State Tollway, I-294, over the Canadian National (CN) 
Railroad, the Illinois and Michigan (I&M) Canal, the Chicago Sanitary and Ship Canal, the 
Metropolitan Water Reclamation District, the Des Plaines River, the Burlington Northern 
Santa Fe (BNSF) Willow Springs Intermodal Facility, Santa Fe Drive, and the 75th Street 
interchange in the Village of Willow Springs, Cook County, Illinois.  Based on discussions and 
the condition of this structure, bridge rehabilitation alternatives were not investigated and this 
study was based only on bridge replacement alternatives. The Mile Long Bridge study 
proposes reducing the number of spans to about half the existing and proposes that the 
bridges be reconstructed one at a time with the traffic moved to the other bridge. This will 
result in three lanes of traffic in each direction for one or two construction seasons. When this 
bridge is replaced, it should be designed to accommodate the IL 120 Truck Loading. 

 
Interchanges 
 
The project team reviewed and evaluated technical memoranda previously prepared by 
Tollway Engineering and other consultants on improving capacity and operational issues at 
the interchanges in the study corridor. The interchanges at I-294 / I-290 / I-88 and I-294 at 
Archer Avenue / 88th Street / Cork Avenue had several options studied to address known 
operational issues. Improvements should be made at these and other interchanges detailed 
in this report. 
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Mainline Widening 
 

With the planned reconstruction of the Central Tri-State, this is the best opportunity to provide 
the needed capacity improvements for this main artery of the Tollway system. Discussions 
held with Tollway staff indicated that widening would be the preferred solution to address the 
existing and future needs in the corridor. Alternative 2 allows an increase in capacity by using 
the inside shoulder as a Lane 0 during peak periods while minimizing the impacts and the 
costs for the corridor. Alternative 3 provides the additional lane in both directions that would 
address traffic needs in the future but the impacts and costs would be greater and ROW 
takes and permanent easements would be needed. Alternative 4 provides the most flexibility 
by adding the lane with the option of using a Lane 0 if needed during peak times. This would 
add even more flexibility for future traffic needs while only widening by an additional 4.5 feet 
on each side.  
 
One strategy was to build to the proposed Move Illinois budget. The other strategy was to 
build what the project team, with input from the Tollway engineering staff, was needed based 
on a variety of factors including traffic needs, pavement and bridge condition, congestion, 
safety, and cost. These strategies are described below. 
 
Build to Move Illinois Budget 
The Move Illinois budget shows $1.04 B for the year 2011 which escalates to $1.694 B for the 
year 2021. The improvements proposed by the project team for this budget include the 
following: 
 

 Reconstruct existing pavement and widen with Lane 0 from 95th Street to EOWA / 
Wolf Road 

 Reconstruct and widen Mile Long Bridge with Lane 0 and additional 5th lane to IL-
120 Truck Loading 

 All other mainline bridges are proposed to remove and replace decks 
 

This would defer any reconstruction/widening from EOWA/Wolf Rd. to Balmoral Ave. to a 
future program since age of pavement is currently 20+ years and this will allow EOWA to be 
constructed to determine how much traffic is diverted from I-294 as the EOWA study shows 
enough traffic is diverted off I-294 from Wolf Road to I-90 that additional capacity is not 
needed for this stretch of the Central Tri-State. 
 
Refer to Exhibit 14.1 for the cost estimate backups for the proposed work described above. 
 
Build to Accommodate Needed Improvements 
The project team worked with Tollway staff to determine the improvements that should be 
built based on the evaluation and analysis of the data for the corridor that was not tied to a 
budget number. The total cost estimated for this proposed work is $2.64 B. The proposed 
improvements that incorporate needed lane capacity and operational improvements include 
the following: 
 

 Reconstruct and widen with Lane 0 from 95th Street to Mile Long bridge (Alt 2a typical 
section) 

 Reconstruct and widen Mile Long Bridge with Lane 0 and additional lane (Alt 4 typical 
section) 
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 Reconstruct and widen with Lane 0 from Mile Long bridge to I-55 (Alt 2a typical 
section) 

 Reconstruct and widen with Lane 0 and additional lane from I-55 to I-88 connector 
ramps (Alt 4a typical section) 

 Reconstruct and widen with Lane 0 from I-88 connector ramps to I-290 (Alt 2a typical 
section) 

 Reconstruct and widen with Lane 0 and additional lane for I-294 / I-290 / I-88 
interchange area (Alt 4a typical section). This also includes the interchange 
improvements for I-294 NB to I-290 WB movement and the I-294 SB to I-88 WB / I-290 
EB to I-294 SB movements 

 Reconstruct and widen with Lane 0 and additional lane from I-290 to EOWA / Wolf 
Road (Alt 4a typical section) 

 All mainline bridges besides Mile Long bridge are proposed to remove and replace 
decks 
 

This would defer any reconstruction/widening from EOWA/Wolf Rd. to Balmoral Ave. to a 
future program since age of pavement is currently 20+ years and this will allow EOWA to be 
constructed to determine how much traffic is diverted from I-294 as the EOWA study shows 
enough traffic is diverted off I-294 from Wolf Road to I-90 that additional capacity is not 
needed for this stretch of the Central Tri-State. 
 
Refer to Exhibit 14.2 for the cost estimate backups for the proposed work described above. 

 
Conclusion 
 
The Central Tri-State is vital to Tollway operations; therefore, it is recommended that the 
findings in this report should be expanded to engineering studies and design contracts to 
more accurately evaluate deficiencies and improve performance that will allow the Tollway to 
adequately prepare for potential utility, environmental and right-of-way issues, the execution 
of intergovernmental agreements and the identification of other agencies funding needs to 
position the Tollway to have the most information to provide flexibility in plan preparation and 
contract packaging. 
 
A master plan contract should begin to study the entire Central Tri-State corridor between 
95th Street to Balmoral Avenue that would include drainage, environmental and geotechnical 
studies, identify potential right-of-way, utility and environmental impacts, identify the need for 
agreements and cost share items, determine maintenance of traffic concepts, construction 
limits, and design and construction packaging. 
 
Two advance design contracts should be considered based on future maintenance needs / 
costs and the difficulty / complexity of the bridges. These are the Mile Long Bridge and the 
BNSF railroad bridge over the Central Tri-State. Starting these two contracts early provides 
the Tollway the flexibility to make the improvements on the Central Tri-State Tollway to help 
minimize the traffic impacts and maintenance costs for the Tollway’s most important corridor. 


