Executive Summary
The East Side Highway (ESH) Environmental Assessment (EA) is a transportation planning study
administered by the Federal Highway Administration (FHWA), the Illinois Department of Transportation
(IDOT), and McLean County. The purpose of the project is to improve local and regional mobility and
access that accommodates the growth forecasted on the east side of Bloomington-Normal. The need for
the project is based on the inability of the current transportation system to accommodate projected traffic
volumes and provide access for the forecasted growth on the east side of the Bloomington-Normal area.
After concurrence on the Purpose and Need Statement was received at the February 2011 NEPA/404
Merger Meeting, 129 ESH alternatives were developed. The alternatives were screened using a five-step
evaluation process, illustrated below.
Step 1:
Initial Screening
Evaluation

Step 2:
Purpose &
Need
Evaluation

Step 3:
Macro Analysis

Step 4:
Alignment
Analysis

Step 5:
Environmental
Assessment
Analysis

The first four steps were documented in the Alternative Evaluation Process: Reasonable Range of
Alternatives package (December 2012). Four alternatives (Alternatives 124, 125, 126, and 127)
remained after Step 4, the Alignment Analysis. Concurrence on the Alternatives to Carry Forward was
received at the February 2012 NEPA/404 Merger Meeting. The four alternatives were evaluated in Step
5, the Environmental Assessment Analysis. This Alternative Evaluation Process: Preferred Alternative
package documents the results of the Environmental Assessment Analysis and identifies a recommended
Preferred Alternative.
Resource impacts resulting from the four alternatives were evaluated in the Environmental Assessment
Analysis. Resource categories included environmental, community and economic, agricultural, cultural,
and sustainability. Engineering design criteria were also evaluated. Resource impacts were placed into
three categories:
1. Resources not impacted by any of the four alternatives,
2. Resources equally impacted or impacted within the same range by the four alternatives, and
3. Resources where impacts varied widely among the four alternatives.
The criteria in Category 3 were considered differentiating criteria used to identify the Preferred
Alternative. Differentiating resources included:

•
•
•
•
•

Wetlands
Special waste
Residential displacements
Business displacements
Utility infrastructure

•
•
•
•

Noise receptors
Design features
Agricultural impacts
Sustainability features

Two of the remaining four alternatives (Alternatives 124 and 125) were eliminated due to
disproportionately high wetland impacts and design issues at the I-55 interchange.
The results of the Environmental Assessment Analysis were presented at a Public Information Meeting
(PIM) held on June 19, 2013. Public input was sought on the two remaining alternatives (Alternatives 126
and 127). A total of 115 comments were received within the public comment period. Of the 115
comments, nine people preferred Alternative 126, 44 preferred Alterative 127, and 57 preferred the No
Build or neither alterative. The support for Alternative 127 was based primarily upon minimizing
residential, business, and environmental impacts.
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Alternative 127 is recommended as the Preferred Alternative based upon meeting the Purpose and Need,
minimizing environmental impacts, considering public input, and evaluating sustainability factors.
Alternative 127 minimizes impacts to wetlands, residential displacements, business displacements,
special waste sites, and utility infrastructure, and has fewer noise receptors within 500 feet. Agricultural
effects are mixed, considering farm operation impacts versus land displacements. The continued growth
on the east side of Bloomington-Normal has preceded the ESH corridor planning, and Alternative 127
provides for the best opportunity to serve forecasted growth while minimizing impacts to the community
and the environment.
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I.

Introduction
The East Side Highway (ESH) Environmental Assessment (EA) is a transportation planning study
administered by the Federal Highway Administration (FHWA), the Illinois Department of
Transportation (IDOT), and McLean County. The purpose of the project is to improve local and
regional mobility and access that accommodates the growth forecasted on the east side of
Bloomington-Normal. The need for the project is based on the inability of the current transportation
system to accommodate projected traffic volumes and provide access for the forecasted growth on
the east side of the Bloomington-Normal area. Concurrence on the Purpose & Need Statement was
received at the February 2011 NEPA/404 Merger Meeting.
After the Purpose & Need was finalized, 129 ESH alternatives were developed. The alternatives
were developed in part using input received from stakeholders during the public involvement
process. The alternatives were screened using a five-step evaluation process. The evaluation
process was flexible and allowed for refinement of the criteria and measures throughout the project.
Each level contains a set of evaluation criteria that allows for the most feasible alternatives to be
carried through to the next level of evaluation that ultimately leads to the Preferred Alternative.

Step 1:
Initial
Screening
Evaluation

Step 2:
Purpose &
Need
Evaluation

Step 3:
Macro Analysis

Step 4:
Alignment
Analysis

Step 5:
Environmental
Assessment
Analysis

1. Initial Screening Evaluation: Eliminated unrealistic or non-feasible alternatives.
2. Purpose and Need Evaluation: Eliminated alternatives that are less consistent with the
Purpose and Need.
3. Macro Analysis: Eliminated alternatives that result in a disproportionately high impact to the
human and natural environment; evaluation uses GIS-level data.
4. Alignment Analysis: Eliminated alternatives that result in a disproportionately high impact to
the human and natural environment and those with engineering constructability issues. This
evaluation considered additional criteria not included in the Macro Analysis, including
sustainability.
5. Environmental Assessment Analysis: Eliminated alternatives that result in highest impacts to
the human and natural environment based on a detailed evaluation. Identifies the Preferred
Alternative.
The first four steps were documented in the Alternative Evaluation Process: Reasonable Range of
Alternatives package. Concurrence on the Alternatives to Carry Forward was received at the
February 2012 NEPA/404 Merger Meeting. Four alternatives remained after Step 4, the Alignment
Analysis. The four alternatives were evaluated in Step 5, the Environmental Assessment Analysis.
This Alternative Evaluation Process: Preferred Alternative package documents the results of the
Environmental Assessment Analysis and identifies a recommended Preferred Alternative.
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II.

Description of Remaining Alternatives
The ESH alternatives are four-lane freeways (two lanes in each direction) with full access control.
However, if the project were to be constructed in phases, an expressway could be considered as an
interim facility for either part or all of the proposed ESH. The four remaining alternatives consist of
parallel north-south sections located approximately 2,250 feet apart. There are two interchange
options at I-55 and one interchange option at I-74. The alternatives include interchanges at the major
east-west cross roads.
The alternatives were refined based upon discussion with the stakeholder advisory groups: the
Community Working Group (CWG) and the Focus Working Groups (FWGs). The refinements
include changes to interchange types and location.
The four remaining alternatives are shown below. The individual alternatives are described and
illustrated on the following pages.

Figure 1: Four Remaining Alternatives
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Alternative 124
The northern limit is along existing Northtown Road west of I-55 (1). The alternative intersects I-55 via a
modified trumpet interchange (2) and continues along Northtown Road east of I-55. The alternative then
intersects with Towanda Barnes Road via a partial cloverleaf interchange (3), then traverses south on
new alignment and intersects Fort Jesse Road (4), General Electric Road (5) and Illinois Route 9 (Empire
Street) (6) via diamond interchanges. From there, the alternative continues south on new alignment and
traverses west of The Grove subdivision (7). The alternative then intersects with Ireland Grove Road via
a partial cloverleaf interchange (8). From there, the alternative traverses south and then curves
southwest and intersects Cheneys Grove Road (9) and U.S. Route 150 (10) via diamond interchanges. At
the southern limit, the alternative intersects with I-74 via a trumpet interchange (11).

Figure 2: Alternative 124
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Alternative 125
The northern limit is along existing Northtown Road west of I-55 (1). The alternative intersects I-55 via a
modified trumpet interchange (2) and continues along Northtown Road east of I-55. The alternative then
intersects with Towanda Barnes Road via a partial cloverleaf interchange (3), then traverses south along
existing CR 2000 East alignment and intersects Fort Jesse Road (4), General Electric Road (5) and
Illinois Route 9 (Empire Street) (6) via diamond interchanges. From there, the alternative continues south
on new alignment, and curves to the west to avoid The Grove subdivision (7). The alternative intersects
with Ireland Grove Road via a partial cloverleaf interchange (8). From there, the alternative traverses
south and then curves southwest and intersects Cheneys Grove Road (9) and U.S. Route 150 (10) via
diamond interchanges. At the southern limit, the alternative intersects with I-74 via a trumpet interchange
(11).

Figure 3: Alternative 125
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Alternative 126
The northern limit is along E. Ziebarth Road northwest of I-55 (1). The alternative intersects I-55 via a
modified trumpet interchange (2) and traverses southeast on new alignment. The alternative then
intersects with Towanda Barnes Road via a partial cloverleaf interchange (3), then traverses south on
new alignment and intersects Fort Jesse Road (4), General Electric Road (5) and Illinois Route 9 (Empire
Street) (6) via diamond interchanges. From there, the alternative continues south on new alignment and
traverses west of The Grove subdivision (7). The alternative intersects with Ireland Grove Road via a
partial cloverleaf interchange (8). From there, the alternative traverses south and then curves southwest
and intersects Cheneys Grove Road (9) and U.S. Route 150 (10) via diamond interchanges. At the
southern limit, the alternative intersects with I-74 via a trumpet interchange (11).

Figure 4: Alternative 126
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Alternative 127
The northern limit is along E. Ziebarth Road northwest of I-55 (1). The alternative intersects I-55 via a
modified trumpet interchange (2) and traverses southeast on new alignment. The alternative then
intersects with Towanda Barnes Road via a partial cloverleaf interchange (3), then traverses south along
existing CR 2000 East and intersects Fort Jesse Road (4), General Electric Road (5) and Illinois Route 9
(Empire Street) (6) via diamond interchanges. From there, the alternative continues south on new
alignment and curves to the west to avoid The Grove subdivision (7). The alternative intersects with
Ireland Grove Road via a partial cloverleaf interchange (8). The alternative traverses south and then
curves southwest to intersect Cheneys Grove Road (9) and U.S. Route 150 (10) via diamond
interchanges. At the southern limit, the alternative intersects with I-74 via a trumpet interchange (11).

Figure 5: Alternative 127
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III.

Environmental Assessment Analysis
Four ESH alternatives were carried forward as reasonable alternatives into the Environmental
Assessment Analysis. The right-of-way (ROW) width of 250 feet, interchange designs, access roads,
and bicycle facilities included as part of the ESH were used to assess potential resource impacts.
Table 1 summarizes the impacts associated with the four remaining alternatives for the five resource
categories (Environmental, Community and Economic, Agricultural, Cultural, and Sustainability) and
the one design category. For each resource, there may be a variety of criteria that are important
descriptors. For example, “Water Quality/Water Resources” includes floodplains, stream crossings,
and drinking water supplies. Attachment 1 is an Environmental Resource Map depicting the
locations of these resources. Attachment 2 briefly describes the assumptions, methodology, and
sources of information for the resource evaluation.
1. Resources Not Affected
The following resources were not used to determine the Preferred Alternative, since they were
completely avoided by the alternatives:
•
•
•
•
•
•
•
•

Floodplains
Floodways
Biologically Significant Streams
Class 1 Streams
Main Stem Stream Crossings
High Quality Wetlands
Illinois Natural Area Inventory (INAI) Sites
Threatened and Endangered Species

•
•
•
•
•
•
•

Ecologically Sensitive Areas
Minority and/or Low Income Population
Business Parking
Public Facilities Displaced
Section 4(f) and 6(f) Properties
Historic Sites
Cemeteries

These resources avoided or not present are shown in yellow in Table 1.
2. Resources Equally Impacted or Impacted within the Same Range
The resource criteria listed below were equally impacted or impacted within the same range by
the four alternatives. These criteria were not used in determining the Preferred Alternative but do
reflect impacts of all four alternatives.
•
•
•
•
•
•
•
•
•
•

Tributary Stream Crossings
Drinking Water Wells within ROW or 200 feet
Wellhead Protection Areas
Change in Tax Revenue
Public Facilities with Access Change
Utility Crossings
Number of Noise Receptors within 100 feet
Number of Noise Receptors within 200 feet
Number of Farm Owners
Centennial or Sesquicentennial Farms

•
•
•
•
•
•
•
•
•

Total ROW
Terminus Impacts
Route 66/High Speed Rail Impacts
Existing and Future Land Use Impacts
Arterial Access
Number of Drainage Structures
Estimated Cost
Amount of ROW within each Watershed
Riparian Areas Impacted

•

Bike/Pedestrian Access

These resources equally impacted, or impacted within the same range, are shown in orange in Table
1.
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3. Differentiating Resource Impacts
Resources in this category were considered differentiating criteria used to determine the Preferred
Alternative. The resource categories where impacts varied widely among alternatives included:
•
•
•
•
•
•
•

•

•

Wetlands
Special Waste
Total Residential Displacements
Business Displacements
Utility Infrastructure Displacements
Number of Noise Receptors within 500 feet
Agricultural Impacts
o Prime and Important Farmland
o Landlocked Parcels
o Farm Residences Displaced
o Farm Outbuildings Displaced
o Diagonally Severed Tracts
o Laterally Severed Tracts
o Severance Management Zones
o Adverse Travel
o Tracts with Access Change
o Farms Otherwise Affected
o Uneconomical Farm Remnants
Design
o I-55 Operational/Connectivity Impacts
o Volume to Capacity Ratio
o Intersection Level of Service
o Topography
Sustainable Features
o Area of New Pavement Required
o Area of New ROW Required
o Area of Farmland Between the Alternative and 2035 Land Use Plan Boundary
o Number of Farm Tracts Between the Alternative and the 2035 Land Use Plan
Boundary
o Highly Erodible Soils

These differentiating resource impacts are shown in green and bold text in Table 1.
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Table 1: Environmental Assessment Analysis Summary
ESH EA Alternative
Criterion

Northtown
West

Northtown
East

Ziebarth
West

Ziebarth
East

124

125

126

127

Floodplain (acres affected)

0

0

0

0

Floodways (acres affected)

0

0

0

0

Biologically Significant Streams (number of
crossings)

0

0

0

0

Class I Streams (number of crossings)

0

0

0

0

Streams (number of main branch crossings)

0

0

0

0

Streams (number of tributary crossings)

35

36

34

36

Drinking Water Supplies - Private Wells within
ROW (number affected)

2

2

2

2

Drinking Water Supplies - Private Wells within
200 ft. setback zone (number affected)

9

7

9

7

Wellhead Protection Areas (number affected)

6

5

6

5

Wetland Areas (number affected)

3

2

2

1

7.73

7.02

0.71

0.0003

High Quality Wetland Areas (number affected)

0

0

0

0

High Quality Wetland Areas (acres affected)

0

0

0

0

Recognized Environmental Conditions
(RECs) (number affected)

17

14

18

15

INAI Sites (acres affected)

0

0

0

0

State and Federal Threatened and
Endangered Species (number affected)

0

0

0

0

Ecologically Sensitive Areas (number
affected)

0

0

0

0

Unit of Measure

Environmental

Water Quality/
Water Resources

Wetland Areas (acres affected)
Wetlands

Special Waste
INAI Sites
T&E Species
Ecologically
Sensitive Areas

Not Impacted
Impacted within same range
Impacted with wide range, differentiating criteria
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Table 1: Environmental Assessment Analysis Summary (continued)
ESH EA Alternative
Northtown
West

Northtown
East

Ziebarth
West

Ziebarth
East

124

125

126

127

Homes, including farm residences (number
displaced)

21

13

21

13

Minority and/or Low Income Population
Impacted? (y/n)

No

No

No

No

Businesses (number displaced)

7

0

7

0

Parking (number of spaces lost)

0

0

0

0

-0.04%

-0.03%

-0.04%

-0.03%

Public Facilities (number displaced)

0

0

0

0

Public Service Facilities with Access Change
(number affected)

2

2

2

2

Parklands (number affected)

0

0

0

0

Parklands (area affected)

0

0

0

0

Utilities

Utilities Crossings (number of crossings)

12

12

13

13

Utility
Infrastructure

Utility Infrastructure (number affected)

34

6

33

5

Representative Receptors within 500' of
Each Alternative* (number)

138

116

141

120

Representative Receptors within 200' of Each
Alternative (number)

57

51

59

54

Representative Receptors within 100' of Each
Alternative (number)

45

43

46

45

Criterion

Unit of Measure

Community and Economic
Residences
Environmental
Justice
Business
Tax Base
Public Facilities &
Services
Section 4(f) & 6(f)
Impacts

Noise

Change in Tax Revenue (percent)

Preferred Alternative Only: Impacted receptors
and anticipated noise levels (number with
mitigation required)

Preferred Alternative Only, will be included in the
Environmental Assessment document

* Additional noise receptors will be studied beyond 500' of ESH to address public comments on this issue. There are 13
representative receptors beyond 500' from the roadway for Alternatives 125 and 127, and 20 such representative receptors
for Alternatives 124 and 126.

Not Impacted
Impacted within same range
Impacted with wide range, differentiating criteria
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Table 1: Environmental Assessment Analysis Summary (continued)
ESH EA Alternative
Criterion

Northtown
West

Northtown
East

Ziebarth
West

Ziebarth
East

124

125

126

127

802

844

832

859

Landlocked Parcels (acres/number)

181 / 3

233 / 6

181 / 4

234 / 7

Farm Residences (number affected)

9

5

10

6

Farm Outbuildings (number affected)

41

29

42

30

Diagonally Severed Tracts (number
affected)

6

7

10

11

Laterally Severed Tracts (number affected)

3

1

4

1

Severance Management Zones (acres)

34

45

42

55

12.7

16.9

21.5

22.8

8

7

11

9

Farms Otherwise Affected(acres)

102

114

100

109

Owners (number affected)

64

68

62

66

Uneconomical Farm Remnants (number)

22

20

22

27

Centennial or Sesquicentennial Farms
(number affected, by family)

5

5

5

5

Historic Sites (number affected)

0

0

0

0

Cemeteries (number affected)

0

0

0

0

Unit of Measure

Agricultural
Prime and
Important
Farmland
Landlocked
Parcels
Farmsteads

Severances

Prime and Important Farmland (acres
affected)

Adverse Travel (miles)
Adverse Travel

Farms Otherwise
Affected
Number of Owners
Uneconomical
Remnants
Centennial/
Sesquicentennial
Farms

Tracts with Access Change (number
affected)

Cultural

Cultural

High Probability Archaeological Sites (acres
affected)

Preferred Alternative Only, will be included in the
Environmental Assessment document

Not Impacted
Impacted within same range
Impacted with wide range, differentiating criteria
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Table 1: Environmental Assessment Analysis Summary (continued)
ESH EA Alternative
Criterion

Northtown
West

Northtown
East

Ziebarth
West

Ziebarth
East

124

125

126

127

Total ROW (acres)

1,012

1,053

1,053

1,078

I-55 Operational/Connectivity Impacts

High

High

Medium

Medium

Terminus Impacts

Low

Low

Low

Low

Medium

Medium

Low

Low

Unit of Measure

Design
ROW

Termini
Connections

Route 66/High Speed Rail Impacts
Existing and Future Land Use Impacts

Operations

Low

Low

Medium

Medium

Volume to Capacity (congestion
reduction)

4

3

1

2

Intersection Level of Service

4

3

2

1

Low

Low

Low

Low

4,566

6,940

3,814

5,377

Arterial Access
Topography**

Net Fill Required (cubic yards, in 1000s)

Drainage
Structure**

Total Drainage Structures (number)

35

36

34

36

Estimated Cost**

Estimated Cost (shown in $1,000s)

$309,193

$313,690

$261,757

$265,760

** Impacts noted for these items are for the ESH from Oakland Avenue to the north terminus since the alignment south of
Oakland Avenue is the same for all four alternatives.

Not Impacted
Impacted within same range
Impacted with wide range, differentiating criteria
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Table 1: Environmental Assessment Analysis Summary (continued)
ESH EA Alternative
Criterion

Northtown
West

Northtown
East

Ziebarth
West

Ziebarth
East

124

125

126

127

Area of New Pavement required (acres)

225

230

232

239

Area of New ROW required (acres)

855

884

890

905

2,163

2,890

2,388

3,117

93

105

103

115

Unit of Measure

Sustainability
Pavement
Right-of-Way
Farmland
Preservation

Area of farmland between the alternative
and the 2035 Land Use Plan (acres)
Farm tracts located between the alternative
and the 2035 Land Use Plan (number)

Amount of ROW within each watershed (% watershed affected)

Watershed

Six Mile Creek-Mackinaw River Watershed

0.50%

0.50%

0.34%

0.34%

Money Creek Watershed

0.64%

0.82%

1.03%

1.04%

Sugar Creek Watershed

0.05%

0.01%

0.05%

0.01%

Kickapoo Creek Watershed

1.26%

1.26%

1.26%

1.26%

Riparian Areas

Riparian Areas (acres affected)

14.4

15.2

10.3

10.6

Highly Erodible
Soils

Highly Erodible Soils (acres affected)

25.8

27.6

26.9

28.8

Bike/Pedestrian
Access

Is alternative adjacent to proposed or existing
bike/ped network? (Y/N)

Y

Y

Y

Y

Not Impacted
Impacted within same range or preliminary data
Impacted with wide range, differentiating criteria

The environmental resources that differentiate the four alternatives are discussed in detail in the
following sections.
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III a. Wetlands
Fifteen wetlands of poor to moderate quality were delineated in the project area. No high quality
wetlands were identified. Wetlands are limited due to the predominant residential and agricultural
uses in the area. For Alternatives 124 and 125, the wetland impacts are primarily associated with
one large wetland located at the Northtown Road interchange at I-55 as shown on the map
below. The alternative right-of-way is shown in pink. The wetland area outside of the ESH
alternatives is shown as hatched green, and the wetland area within the ESH Alternatives 124
and 125 is shown as cross-hatched blue.
Alternatives 124 and 125 (depicted by the yellow and blue dashed line) both utilize the Northtown
Road interchange resulting in wetland impacts of over 7 acres. This wetland is characterized as
1
a 23-acre forested wetland with a Floristic Quality Inventory (FQI) of 11.1.
Alternatives 126 and 127 (depicted by the orange and green dashed lines) result in wetland
impacts of 0.71 acres (Alternative 126) and 0.0003 acres (Alternative 127), respectively. The
interchange configuration of Alternative 126 and 127 that uses Ziebarth Road north of I-55 avoids
the forested wetland at Northtown Road; however, Alternative 126 impacts one wetland (not
shown in figure) located near the proposed interchange at Empire Street (IL Rte 9).

1
Each plant species is assigned a number value based on its quality. These number values are used in a formula to develop the FQI, which is
based on the plant inventory conducted for each site. Areas with FQI values of 0–9.9 are considered to be poor quality (high disturbance). Areas
with FQI values of 10-19.9 are considered to be moderate quality (moderate disturbance). Areas with FQI of 20 or more are considered to be
higher quality (minimal disturbance).
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III b. Special Waste
Sites with Recognized Environmental Conditions (RECs) in the ESH project area were identified
by the Illinois State Geological Survey (ISGS). Most REC impacts were identified as fuel storage
tanks on farms. The alternatives closer to urban areas (Alternatives 124 and 126) have slightly
higher REC impacts; notably, Alternatives 124 and 126 impact two RECs at the Prairie
Commercial Park, on Empire Street (IL Rte 9), as shown in the figure below.
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In the common sections of the alternatives shown in the map below, REC locations (shown as
green triangles) are clustered along US 150 and I-74.
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III c. Residential Displacements (Total)
2

The number of farm and non-farm residences displaced by the four alternatives varies from 13
(Alternatives 125 and 127) to 21 (Alternatives 124 and 126). The majority of displaced
residences are houses or farm residences scattered throughout the project area. Two areas
where ESH residential displacements are concentrated are described below:
1) Where ESH crosses US 150 (shown in the map below), all four alternatives will result in the
displacement of two residences and one farm residence. Residential displacements are
shown as green dots, farm residence displacements are shown as white dots, and the
alternative is represented by the multi-colored dashed line and pink right-of-way area.

2
Non-farm residences include urban residences and rural residences not sharing a parcel with farm outbuildings. Rural residences that share a
parcel with farm outbuildings were defined as farm residences. Farm residence impacts are discussed further in Section III g.
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2) Where ESH crosses Empire Street (IL Rte 9), Alternatives 124 and 126 (represented by the
yellow and orange dashed line) will displace five Harvest Pointe subdivision residences, one
home near the Prairie Commercial Park, and a farm residence (a total of seven homes), while
eastern Alternatives 125 and 127 (depicted by the blue and green dashed line) will avoid the
subdivision but instead will displace two farm residences within the interchange area.
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III d. Business Displacements
The only business displacements occur at the ESH proposed interchange with Empire Street (IL
Rte 9). The cluster of businesses is the Prairie Commercial Park. Alternatives 124 and 126
(depicted by the yellow/orange dashed line) would displace the seven businesses (represented
by blue dots in the map below), which include a paintball range, a landscaping company,
agribusiness, and a multimedia/satellite television company. One commercial business space at
the Prairie Commercial Park is currently available for rent. The impacted businesses can relocate
to other available spaces within the project area. Currently, there are various commercial and
industrial spaces available on Towanda Barnes Road, on IL 9, and on Hershey Road.
Alternatives 125 and 127 do not displace any businesses.
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III e. Utilities
Utilities were investigated to determine the number of conflicts that occurred with each alternative
as well as utility infrastructure that was impacted. Utility infrastructure included electrical lines and
facilities, pipelines and facilities, pump stations, communication infrastructure, and TV/Radio
Station infrastructure.
The number of times a utility line crossed an alternative was calculated as a “crossing.” This
criterion was not considered to be a differentiator. However, the number of utility infrastructure
that was impacted by each alternative is a differentiator.
The majority of the single poles are parallel to Alternatives 124 and 126. There is also an
electrical transmission line that runs on a diagonal from southwest to northeast in this area. This
line has large steel towers with concrete foundations
Alternatives 124 and 126 result in more impacts to existing electrical facilities compared to
Alternatives 125 and 127. The majority of these facilities are single electric poles located
between Empire Road and Ireland Grove Road, as shown in the figure below. The total cost to
relocate the 33 to 34 electrical facilities impacted by Alternatives 124 or 126 is estimated at $3.5
million. Due to the close proximity of the two interchanges at Empire Road and Ireland Grove
Road, it is not possible to modify the design in this section to completely avoid these impacts.
In comparison, the total cost to relocate the 5-6 electrical facilities impacted by Alternatives 125 or
127, which is mostly electrical transmission towers, is approximately $2.0 million.
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III f. Noise
Traffic noise is an important concern for residents. Specific traffic noise impacts and mitigation
will be completed for the Preferred Alternative. For this analysis, noise receptors were identified
for each alternative; noise levels were not determined, but this measure shows the potential for
noise impacts by proximity to each alternative. Most noise impacts occur within 500’ of the
roadway edge, so receptors were described according to distances of 100, 200, and 500 feet
from the alternative. Receptors closer to the alternatives have greater likelihood for traffic noise
3
impacts.

Number of Receptors within 500 feet
Number of Receptors within 200 feet
Number of Receptors within 100 feet

124
138
57
45

Alternative
125
126
116
141
51
59
43
46

127
120
54
45

The number of represented receptors is similar when measuring those within 100 feet and 200
feet of the ESH alternatives. Most of the receptors represent homes within the common sections
of the alternatives from Ireland Grove Road to I-74. This area includes The Grove subdivision on
Ireland Grove Road. Represented noise receptors in The Grove subdivision are shown in yellow
in the map below, with distances from the proposed road improvements shown at 100’ (green),
200’ (blue), and 500’ (pink).

3

Due to public comments regarding noise impacts from the ESH, the ESH traffic noise impact assessment will analyze some noise receptors
beyond 500’ from the edge of roadway. Because noise impacts typically do not occur for receptors beyond 500’ from the edge of roadway, the
receptors beyond 500’ from edge of roadway were not included in the receptor count for the EA Analysis.
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Alternatives 124 and 126 have higher numbers of receptors within 500’ due to the location of two
existing residential developments: Eagle View along Fort Jesse Road and Harvest Pointe along
Empire Street (IL Rte 9). These alternatives are closer to Bloomington-Normal and its rapidly
developing areas. Represented noise receptors in the Eagle View subdivision are shown in
yellow in the map below, with distances from the proposed road improvements shown at 100’
(green), 200’ (blue), and 500’ (pink). As shown in the figure, the majority of Eagle View receptors
are at least 200’ from the edge of the proposed roadway.
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Represented noise receptors in the Harvest Pointe subdivision are shown in yellow in the map
below, with distances from the proposed road improvements shown at 100’ (green), 200’ (blue),
and 500’ (pink). As shown in the figure, the majority of Harvest Pointe receptors are located
between 200’ and 500’ from the edge of the proposed roadway.

III g. Agricultural Impacts
Nine metrics were used to assess the effects of the alternatives upon agricultural operations. The
4
metrics relate to the amount of farmland used, loss of farm residences and buildings that support
farming, and difficulty in farming remaining parcels (adverse travel, landlocked parcels,
severances, and uneconomical remnants).
The primary difference in agricultural impacts is related to the middle segment of the alternatives.
As shown in Attachment 1, Alternatives 125 and 127 are positioned approximately 0.5 miles east
of Alternatives 124 and 126. The impacts are variable among the four alternatives.

4

Rural residences that share a parcel with farm outbuildings were defined as farm residences.
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The agricultural impacts for the alternatives are identified below:
Alternative*

Category
Prime and Important Farmland (acres)
Farm Residences (number)
Farm Outbuildings (number)
Diagonal Severances (number of tracts)
Lateral Severances (number of tracts)
Severance Management Zones (acres)
Adverse Travel (miles)
Tracts with Access Changes (number of tracts)
Farms Otherwise Affected (acres)
Uneconomical Remnants (number)
Landlocked Parcels (acres)
*Shaded value is highest.

124
802
9
41
6
3
34
12.7
8
102
22
181

125
844
5
29
7
1
45
16.9
7
114
20
223

126
832
10
42
10
4
42
21.5
11
100
22
181

127
859
6
30
11
1
55
22.8
9
109
27
234

Alternatives 125 and 127, which are the eastern alternatives, follow existing CR 2000 East. By
using this existing roadway, the amount of agricultural land required for Alternative 125 and 127 is
reduced. However, even with utilizing CR 2000 East, Alternative 127 still acquires more farmland
than other alternatives due to its diagonal route.
Existing CR 2000 East provides a north/south route for farm equipment. If Alternatives 125 or
127 are selected as the Preferred Alternative, the loss of CR 2000 East for farm equipment
transport and rural travel patterns will impact travel times and adverse travel for that area. CR
2100 East, approximately one mile east of CR 2000 East, could be an alternate route for this
displaced traffic. However, if either Alternative 125 or 127 is selected as the Preferred
Alternative, a proposed access road along a portion of the east side of the alternative would be
extended to provide connectivity to CR 2000 East from Fort Jesse Road (see figure). In addition
to the farm operations adverse travel impacts identified in the environmental impacts table, the
removal of CR 2000 East will result in adverse travel for those who use CR 2000 East to travel to
Bloomington-Normal. An example is the farmhouse circled in the figure below; the removal of CR
2000 East will result in adverse travel of approximately 1.2 miles for vehicles traveling from
farmsteads near the impacted section of CR 2000 East to Normal.
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Alternative 127 utilizes more prime farmland, results in slightly more diagonal severances, affects
more acres of severance management zones, and creates more miles of additional adverse
travel than the other three alternatives, even with the use of CR 2000 East. The uneconomical
remnants of farmland are slightly larger for Alternative 127, and landlocked parcels are slightly
higher for Alternative 125 and 127, than compared to the other alternatives.
Alternatives 124 and 126 are closer to Bloomington-Normal and affect more farm residences and
outbuildings than 125 and 127. Outbuilding loss and removing residences from tracts can affect
farm operations. Additionally, Alternatives 124 and 126 result in slightly more lateral farm
severances compared to Alternatives 125 and 127. Access impacts were highest for Alternatives
126 and 127. Access impacts measured as adverse travel (miles) for farming purposes are
slightly greater for Alternative 127; however, the number of tracts with an access change is
greater for Alternative 126. These metrics each provide a different perspective as to the impacts
as quantified above.
III h. Design
Of the design criteria considered, three factors were considered differentiating criteria. These
include Termini Connections, Operations, and Topography.
Termini Connections
Only the northern termini options at I-55 were evaluated, since there is only one option at I-74.
The analysis was based on four sub-criteria: I-55 operational and connectivity impacts, termini
impacts, Route 66 and high speed rail connection impacts, and existing and future land use
impacts. These criteria are analyzed on a Low, Medium, or High impact scale. Of these subcriteria, only I-55 operational and connectivity impacts were a differentiator.
While all alternatives propose a modified trumpet interchange to connect the proposed ESH with
I-55, they differ in the crossing angle, footprint size, and interchange spacing. The optimal
crossing angle for an interchange is 90 degrees, as it provides the safest alignment for ramp
configurations and requires the least amount of land, structures, and pavement. Alternatives 124
and 125, which use Northtown Road, cross I-55 at a skewed angle (42 degrees) creating a larger
overall footprint than if the alternative crossed at a 90 degree angle. Alternatives 126 and 127,
which use Ziebarth Road, cross I-55 at a more desirable angle (78 degrees), with a smaller
footprint and less structure and pavement.
The minimum distance between adjacent interchanges in an urban area should not be less than
one mile, per IDOT design guidelines. The ESH/I-55 interchange associated with Alternatives
124 and 125 is approximately 1 1/3 miles north of the existing I-55/Veterans Parkway interchange
and 2 1/3 miles south of the existing I-55/Towanda Barnes interchange. The ESH/I-55
interchange associated with Alternatives 126 and 127 is approximately 2 miles north of the
existing I-55/Veterans Parkway interchange and 1 1/2 miles south of the existing I-55/Towanda
Barnes interchange, fairly centered between the existing interchanges.
Based on these factors, Alternatives 124 and 125, using Northtown Road, are considered to have
High design impact, while Alternatives 126 and 127 using Ziebarth Road are considered to have
Medium design impacts.
Operations
One of the identified needs of the project is to improve mobility and access. Three metrics were
used to compare traffic operational impacts of each alternative. These include 2035 Average
Annual Daily Traffic (AADT) and volume to capacity (V/C) ratio for various roadway sections;
Level of Service (LOS) for various intersections; and arterial access/efficiency in cases where an
existing roadway section is removed.
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Volume to Capacity Ratio: The future AADT and V/C is similar amongst all the Build
Alternatives. The only differentiators were Towanda Barnes Road - north of the proposed ESH
interchange; Jefferson Street in Towanda (the access to the existing Towanda Interchange); and
Towanda Barnes Road between Fort Jesse Road and Ireland Grove Road.
North of the proposed Towanda Barnes Road interchange, traffic reduction on Towanda Barnes
Road is greater with Alternatives 126 and 127 which use Ziebarth Road interchange option. This
is also true for traffic on Jefferson Street in Towanda. Alternatives which include the Northtown
Road interchange option (124 and 125) do little to improve traffic operations in Towanda, and
suggests that more cars will use the Ziebarth Road interchange than Northtown Road
interchange. This is an important differentiator, since impacts to the community of Towanda
resulting from a large increase in traffic was discussed in the Purpose and Need.
Between Fort Jesse Road and Ireland Grove, more traffic is diverted from Towanda Barnes
Road to the new ESH facility with Alternatives 124 or 126 (further west) than with Alternatives 125
or 127 (further east).
Level of Service: Synchro, a traffic modeling program, was used to analyze 2035 Level of
Service (LOS) for certain intersections within the study area. LOS is a letter designation that
describes a range of operating conditions on a particular type of facility. Six LOS are defined for
capacity analysis. They are given letter designations A through F, with LOS A representing the
best range of operating conditions and LOS F the worst. LOS D or better is considered
acceptable.
The intersections chosen for LOS analysis were determined by examining those where initial V/C
analysis for at least one approach was degraded further by the Build Alternative. The following
intersections were analyzed:
•
•
•
•

Jefferson Street and Hely Street
Airport Road and General Electric Road
Towanda Barnes Road and Empire Road
Airport Road and Empire Road

The only differentiator is at the Towanda Barnes Road/Empire Road intersection (see shaded
cells in table below). At this intersection, the northbound approach has a LOS F in the 2035 PM
Peak Hour. Further analysis reveals that this is due to heavier northbound right turns that are
heading towards ESH. Similarly, the eastbound approach is failing due to the heavy volumes that
are heading towards ESH. Under Alternative 125 or 127, the volumes on ESH are not as heavy,
and therefore these intersection volumes are not as heavy. Any mitigation needed to bring the
intersection to an acceptable LOS will be included in the project, and developed during the
preliminary design of the Preferred Alternative.
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2035 PM Peak Hour
Intersection LOS
Intersection

Approach

Jefferson and Hely

WB
EB
SB

Airport and General
Electric

Towanda Barnes and
Empire

Airport and Empire

WB
EB
SB
NB
WB
EB
SB
NB
WB
EB
SB

Alternative 124/125
(Northtown)
Intersection
Approach
Delay
Delay
LOS
LOS
(s/veh)
(s/veh)
0.0
A
8.6
A
13.0
B
22.8
C
Alternative 124/126
(further west)
13.6
B
20.0
C
17.2
B
20.4
C
13.8
B
49.0
D
180.1
F
134.8
F
37.5
D
169.8
F
17.2
B
17.0
B
18.8
B
28.6
C

Alternative 126/127
(Ziebarth)
Approach
Intersection
Delay
Delay
LOS
LOS
(s/veh)
(s/veh)
0
A
7.4
A
7.7
A
10.9
B
Alternative 125/127
(further east)
19.2
B
30.8
C
21.4
C
17.9
B
13.9
B
47.3
D
48.0
D
49.1
D
36.0
D
59.2
D
27.1
C
21.7
C
25.4
C
34.4
C

Arterial Access/Efficiency: Some existing roadways will be removed under various alternatives.
The effect of this removal on traffic is discussed and a low, medium, high rating is given to the
impact.
Northern Interchange Area: For the proposed alignment of Alternatives 124 and 125, Northtown
Road (1800 North) between Towanda Barnes Road and Airport Road will be abandoned and
removed. In the No Build condition, this section of Northtown Road has an AADT of 4500. The
traffic would likely be diverted to roadways to the south that would be under capacity. The impact
to abandon this roadway is minimal since this roadway connects only to Airport Road and then to
Route 66. The impact of closing Northtown Road between Towanda Barnes Road and Airport
Road is Low.
For the proposed alignment of Alternatives 126 and 127, the 3-legged intersection of Ziebarth
Road and Airport Road will be relocated to connect to the ESH extension north of I-55. The
impact of relocating the intersection of Ziebarth Road and Airport Road is Low.
Middle/Mainline Section: For the proposed alignment of Alternatives 125 and 127, CR 2000 East
Road between General Electric Road and Raab Road will be abandoned and removed. The
impact on mobility to remove this two lane rural roadway is low since the 2009 AADT is less than
100 vehicles per day. To maintain farm vehicle access, a service road will be developed from Fort
Jesse Road to the CR 2000 East connection with Raab Road to the north. This service road will
align east of the ESH (see figure on page 26). The impact of replacing CR 2000 East north of Fort
Jesse Road with a service road is Low.
Southern Section: Cheneys Grove Road between Towanda Barnes Road and the ESH will be realigned as part of the interchange improvement for all of the Build Alternatives. That portion of
existing Cheneys Grove Road will remain in place as a rural road and will have no effect on
access to the properties.
Conclusion: Alternatives 124 and 125, which include the Northtown Road interchange, are not
desirable because they do not divert traffic from the existing Towanda interchange and access
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through Towanda. Mainline traffic operations between Fort Jesse Road and Ireland Grove Road
are very similar amongst the alternatives; however, the westernmost Alternative 124 and 126 do
divert more traffic from Towanda Barnes Road to the new facility than Alternatives 125 and 127.
Topography
The total amount of required excavation and additional fill was calculated for each Alternative.
This is an important measure as it directly relates to the overall cost of the improvements. The
Net Fill for each alternative (Total Fill – Total Excavation) is shown in the table below:
Alternative
Net Fill (cubic yards, in 1,000s)*

124
4,566

125
6,940

126
3,814

127
5,377

*Impacts are for the ESH from Oakland to the north terminus since the alignment south of Oakland is the same for
all four alternatives.

Alternative 125 requires the greatest amount of net fill, followed by Alternative 127. On the
mainline alignments between Fort Jesse Road and Oakland St., more fill is required on the
easternmost alternatives (125 and 127) due to existing topography. For the northern interchange
area, more fill is required for those alternatives that use Northtown Road (124 and 125).
III i.

Sustainability
Four factors representing sustainable solutions were considered differentiating criteria. These
factors included:
•
•
•
•

Area of New Pavement
Area of New Right-of-Way
Farmland Preservation
Highly Erodible Soils

Area of New Pavement and ROW
Alternatives 124 and 125 require slightly less ROW and new pavement due to the design of the
Northtown interchange at I-55; however, the wetland impacts associated with this configuration
reduced the feasibility of these two alternatives.
Farmland Preservation
Farmland preservation is a metric associated with land use planning and consistency with plans
to protect farmland. The McLean County Regional Comprehensive Plan (Regional Plan)
(November 2009, p. v) calls for “sensible growth with a focus on alternative transportation, more
efficient infrastructure, and an overall view to environmental sustainability.” The plan is a guide
for sensible growth that includes local agriculture and farmland preservation strategies. As
described on page 93 of the Regional Plan, “the consequences of less compact development
often include a less pedestrian-friendly environment, greater per capita costs and corresponding
increases in impact fees and/or taxes to provide services, and greater losses of farmland and
open space.” Planned development outside urban growth areas is expected to be limited due to
county zoning requirements and the use of annexation agreements by Bloomington and Normal
(Regional Plan, page 88).
The alternatives’ compatibility with the land use plans contained in the Regional Plan, the City of
Bloomington Comprehensive Plan, and the Town of Normal Comprehensive Plan were measured
in the following ways:
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• The Primary Agriculture area in acres between the boundaries of the 2035 Land Use
Plans and each alternative.
• The number of farm tracts between the 2035 Land Use Plan boundaries for Bloomington
and Normal (per their comprehensive plans) and each alternative.
The greater separation distance between an alternative and the planning boundaries, the greater
is the potential for future impacts upon farmland, infrastructure, and the bicycle and pedestrianfriendly environment. The 2035 Land Use Plan boundaries identify the planned extent of
development and areas of primary agricultural production. The remaining four alternatives were
in closer proximity to the edge of the land use plan than previously identified alternatives. The
agricultural area between the edge of the planned development and the proposed alternative
ranged from 2,163 acres (Alternative 124) to 3,117 acres (Alternative 127). The number of farm
tracts affected between the alternatives and the edge of the 2035 Land Use Plans indicates a
similar pattern. Chart 1 below depicts the range of Primary Agriculture area that exists between
the 2035 Land Use Plan and the alternatives.
The four figures below illustrate the 2035 Land Use Plan boundaries relative to the four
alternatives in the north project area, where the alignments differ. The area between the 2035
Land Use Plan and the alternative is highlighted.

Primiary Agriculture Land Between 2035 Land
Use Boundary and ESH (acres)

3,500
3,117
2,890

3,000
2,500

2,388
2,163

2,000
1,500
1,000
500
0
124

126

125

127

Alternative
Chart 1: Primary Agriculture Land Between the 2035 Land Use Plan Boundary and Four
Remaining Alternatives
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Highly Erodible Soils
Highly erodible soils can affect storm water quality, require special erosion control measures, and
are typically found near streams. Alternatives 125 and 127 affect slightly more acres (27.6 and
28.8 acres) of highly erodible soils compared to 124 and 126 (25.8 acres and 26.9 acres).
Bicycle and Pedestrian Facilities
Although bicycle and pedestrian access was not a differentiating criteria, the incorporation of
bicycle and pedestrian facilities was given serious consideration in the development and analysis
of alternatives. The existing sections of the Constitution Trail nearest to the ESH alternatives
include a trail on the north side of General Electric Road, a residential area southwest of the
Central Illinois Regional Airport (CIRA) along Hamilton Road, and in northwest Normal. None of
these existing trail sections are negatively impacted by the four remaining ESH alternatives.
Bloomington-Normal has plans to expand the Constitution Trail network, and McLean County also
has planned trail projects. Within the ESH study area, trail improvements are proposed in the
following locations:
•
•
•
•
•
•

Towanda Barnes Road
Trail connections to Normal Community High School
Trail connections to the existing and planned residential area north of I-55 via
Constitution Trail
Trail connection to the existing trail near the Norfolk Southern Railroad
McLean County is leading an intergovernmental effort to construct a section of the
Historic Route 66 Bike Trail along US 66 from Normal to Towanda.
In addition, the City of Bloomington has proposed trails along greenway and stream
corridors in the study area, which were provided to the Project Study Team and are
included in the recently adopted Long Range Transportation Plan (LRTP – 2040).

The bicycle and pedestrian components of the ESH reflect these planned projects, connections to
the existing system, and discussions with the Project Study Group (PSG), the CWG, and three
meetings of the ESH Alternative Modes FWG. For all four remaining ESH alternatives, an
adjacent bike path is proposed along the majority of the corridor, either on the west side of the
ESH (for the north end of the ESH) or the east side (at the south end of the ESH), providing a
continuous path from I-55 to US 150. Additional bicycle/pedestrian components are incorporated
into the ESH for all alternatives:
•
•
•
•

•
•

East Side Highway

At the northern study limits the proposed bike trail will connect with the proposed US 66
bike trail.
A bike path will be provided along Towanda Barnes Road and over the ESH at the
Towanda Barnes interchange with the ESH near Northtown Road.
A bicycle/pedestrian bridge will be provided over the ESH between Fort Jesse Road and
General Electric Road to connect the ESH bike path, future trails, and Constitution Trail.
Bicyclists and pedestrians will be accommodated on the following roadway bridge
structures crossing over ESH, with appropriate pedestrian signalization:
o General Electric Road
o Empire Road
o Ireland Grove Road
o Cheneys Grove Road
Constitution Trail will be extended east along General Electric Road from Towanda
Barnes Road over ESH.
Grading, structures, and right-of-way for a new side path will be provided along IL
9/Empire Street, Ireland Grove Road and US150/Morrissey Drive as part of the ESH
arterial improvements.
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•

•

Two drainage crossings will be provided as part of the ESH to accommodate bicycles
and pedestrians under the proposed highway. One crossing would be between Oakland
Avenue & Ireland Grove Road, and the second would be between Towanda Barnes Road
and the Cheneys Grove Road Interchange.
Bicyclists and pedestrians will be accommodated by providing adequate crossing widths
under the ESH at the NS Railroad, Towanda Barnes Road (near Cheneys Grove Road),
and at US 150/Morrissey Drive.

Summary of Environmental Assessment Analysis
Alternatives 124, 125, 126, and 127 were developed to meet the Purpose and Need of the project
while avoiding and minimizing resource impacts. The differentiating resources used to determine the
Preferred Alternative were wetlands, special waste, residential displacements, business
displacements, utility infrastructure impacts, noise receptors, agricultural resource impacts,
geometric design, and sustainability features.
The wetland impacts associated with Alternatives 124 and 125 (Northtown Road interchange at I-55)
can be avoided by selecting either Alternative 126 or 127 (Ziebarth Road interchange at I-55). The
primary difference is the connection point of ESH with I-55. The interchange at Ziebarth Road
avoids the 7 acres of wetland impacts that a Northtown Road interchange would incur. With this
wetland impact, Alternatives 124 and 125 were eliminated from further consideration, as the other
alternatives were feasible and avoided this impact. In addition, alternatives 124 and 125, which use
Northtown Road, are considered to have high I-55 operational/connectivity impacts, and do not
reduce traffic through Towanda. Alternatives 126 and 127 using Ziebarth Road are more effective at
reducing traffic through Towanda. Alternatives 124 and 126 (westernmost alternatives) are more
effective at diverting traffic from Towanda Barnes Road to the new ESH, although volumes are
similar.
Alternative 126 and 127 affect different resources due to their placement at the edge of current
development. The middle section of Alternative 127 is located 0.5 mile east of Alternative 126.
From Ireland Grove Road north to approximately Raab Road, the two alternatives parallel each other
with 0.5 mile spacing. This difference places Alternative 127 at a greater distance from the
developed/developing areas of Bloomington and Normal. Community impacts, such as residential
displacements, business displacements, special waste sites, and utility infrastructure displacements
are lower for Alternative 127 because it is farther from the urbanized area. Wetland impacts are
reduced to an insignificant level of 0.0003 acres for Alternative 127.
Alternative 126 is in closer proximity to existing development, and therefore results in higher
residential displacements. There are approximately 1,000 homes within one mile of the proposed
ESH alternatives. Alternative 126 would result in 21 residential displacements (or approximately 1.8
percent of the homes within one mile of the alternatives) versus the 13 displacements for Alternative
127 (approximately 1.3 percent of the homes within one mile of the alternatives). Alternative 126 is
adjacent to Harvest Pointe subdivision and impacts five Harvest Pointe homes and several
undeveloped platted parcels.
Additionally, there are fewer noise receptors within 500 feet of
Alternative 127.
Alternative 126 takes more farm residences (10 versus 6) and farm outbuildings (42 versus 30), but
Alternative 126 results in less adverse travel, uneconomical farmland remnants, and landlocked farm
parcels. The impacts of the two alternatives upon farmland and operations do not clearly favor one
alternative. A potential differentiator for Alternative 127 that was not measured in the analysis is that
this alternative is located on CR 2000 East. Constructing the ESH on an existing county road would
reduce the county road and farm route network, therefore, as part of the ESH project the affected
portion of CR 2000 East will be replaced with a service road parallel to the ESH. The impacts of the
service road will be included in the Environmental Assessment document.
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Farmland preservation was measured by estimating the area between the 2035 Land Use Plan
boundary for future development (per local comprehensive plans) and each alternative. As
Alternative 126 is closer to Bloomington-Normal, the total quantity of agricultural land outside of
planning boundaries was smaller (2,388 acres) compared to Alternative 127 (3,117 acres). At the
south end of the ESH, both alternatives include an approximately 1,732 acre area beyond the
planning boundary. The primary difference occurs north of General Electric Road, where
development planning boundaries are not extended to the east as compared to the southern portion
of the project area. The planning boundary was constrained in the northern area by the difficulty to
provide infrastructure improvements, such as sewer and water, due to the watershed separation. It is
reasonable to conclude that this area may not experience development at the same pace as areas
that are planned for growth.
Sustainability metrics were also considered for these alternatives. Alternative 126 requires less area
for right of way and new pavement; the difference, however, is only 1.6 percent and 3 percent,
respectively.
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IV.

Public Input
A Community Working Group (CWG) meeting and a Public Information Meeting (PIM) were held on
th
th
June 6 , 2013, and June 19 , 2013, respectively. Approximately 15 stakeholders attended the CWG
meeting and 230 stakeholders signed-in at the PIM. The purpose of the meetings was to review the
Environmental Assessment Analysis results and to seek input on a Preferred Alternative.
The public comments were reviewed and summarized following the two-week public comment
period after the PIM, which was open from June 19 through July 3, 2013. The CWG members were
invited to submit formal comments that are included in the following discussion.
Summary of Comments
A total of 115 comments were received. Of the 115 comments, 86 people expressed that they were
not in support of the project or the proposed build alternatives. Of the 86 people not in support, 43
stated that one of the reasons they are not in support of the project is that they or their property will
be affected or impacted in some way.
Preferred Alternative
Regarding a Preferred Alternative nine people preferred Alternative 126, 44 preferred Alterative 127,
57 preferred the No Build or neither alternative, 33 proposed different alternatives or alternative
refinements, and 29 did not specifically comment on the alternatives. Note that the numbers in the
previous sentence do not total 115. This is because multiple people had more than one preference
(such as preferring the No Build but selecting Alternative 127 over Alternative 126) or had multiple
comments (such as preferring Alternative 127 but suggesting other alternative refinements).
Alternative 126
A total of 31 comments were received regarding Alternative 126. A total of nine people
recommended it as the Preferred Alternative, and 22 people were against it. Of the nine who
preferred it, their reasons included that it reduces environmental impact (3), keeps growth close to
the city (2) and businesses (1), has less impact to The Grove subdivision (1), farther from Benjamin
Elementary School (1), and has less farm adverse miles traveled (1).
Of the 22 people who were against Alternative 126, the reasons included residential impacts
(property value, proximity, personal property, home displacements, and quality of life) (22), high
environmental impacts (3), high impacts to businesses (4), proximity to future school (3), and too
close to Towanda Barnes Road (2).
Alternative 127
A total of 47 comments were received regarding Alterative 127. A total of 44 people recommended it
as the Preferred Alternative, and three people were against it. Of the 44 who prefer it, their reasons
included less impact to residences and distance from residential areas (23), less impact on
businesses (8), reduces environmental impacts (6), allows for city expansion (4), and will allow for
less congestion (1).
Of the three people against Alternative 127, two people were concerned that CR 2000 East would be
eliminated; these people appear to be unaware that CR 2000 East will be reconnected, although it
was stated at the PIM. One person said that the alternative is too close to their property.
Other Alternatives and Alternative Refinements

East Side Highway

Preferred Alternative

July 23, 2013

Page 36

Thirty-three (33) people suggested other alternatives or alternative refinements. The most common
suggestions were that the ESH should not be a freeway (7), that Towanda Barnes Road should be
improved instead (7), that Lexington-LeRoy Road should be used instead (6), and to eliminate the
proposed bike paths (5). All of the suggestions were evaluated by the project team; the majority of
these suggestions were previously considered such as location or type of interchanges. Towanda
Barnes Road and Lexington-LeRoy Road alternatives were considered and eliminated early in the
alternative evaluation process. The remaining suggestions would not meet the Purpose and Need of
the project or are not feasible.
General Concerns
General concerns about the project independent of the Preferred Alternative selection included that
there is no need for the project (40), the cost is unreasonable (39), the population and employment
projections are inaccurate (26), the ESH will be a bypass (17), it will hurt businesses (9), there is no
benefit (6), it only benefits big companies (5), it promotes development (4), it hurts development (4),
it promotes sprawl (4), the Land Use plan should be updated (2), its proximity to schools (2), it limits
growth (1), and it negatively affects the west side of town (1).
Residential concerns included decreased property value (30), quality of life (17), residential
displacement (16), safety (8), proximity to residences (7), proximity to park (7), increased crime (3),
and will isolate community (2).
Environmental concerns included noise impacts (31), air pollution (11), use of fossil fuels/climate
change (2), impacts to Kickapoo Creek (2), visual impacts (2), watershed impacts (2), wetland
impacts (1), trash (1), soil settlement issues (1), and highly erodible soils (1).
Agricultural concerns included farmland preservation (28), farm access (5), farm vehicle
accommodations (4), landlocked parcels (2), and diagonal severances (2).
Comments regarding traffic included that there is no existing traffic (14), the ESH will not be used
locally (7), existing roads should be improved (7), it will not relieve congestion (4), it does not
address east-west travel (4), it will increase traffic and truck traffic (4), it will increase east-west traffic
(2), it does not address north-south traffic (1), and it will increase interstate traffic (1).
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V.

Preferred Alternative Recommendation
Alternatives 124, 125, 126, and 127 were developed to meet the Purpose and Need of the project
while avoiding and minimizing resource impacts. The differentiating resources used to determine the
Preferred Alternative were wetlands, special waste, residential displacements, business
displacements, utility infrastructure impacts, noise receptors, agricultural resource impacts, design,
and sustainability features.
Due to disproportionately high wetland impacts and design issues at I-55, Alternatives 124 and 125
were eliminated from further consideration. The differentiating resources resulting from Alternatives
126 and 127 are listed below.
Alternative

Category
Wetlands (acres)
Special Waste (number of REC sites)
Total Residential Displacements (number)
Business Displacements (number)
Utility Infrastructure (number affected)
Noise Receptors (number within 500 feet of alternative)
Prime and Important Farmland (acres)
Farm Residences (number)
Farm Outbuildings (number)
Diagonal Severances (number of tracts)
Lateral Severances (number of tracts)
Severance Management Zones (acres)
Adverse Travel (miles)
Tracts with Access Changes (number of tracts)
Farms Otherwise Affected (acres)
Uneconomical Remnants (number)
Landlocked Parcels (acres)
Topography (net fill required, cubic yards, in 1000s)*
Area of New Pavement Required (acres)
Area of New ROW Required (acres)
Farmland between Alternative and 2035 Land Use Plan
Boundary (acres)
Farm Tracts between Alternative and 2035 Land Use Plan
(number)
Highly Erodible Soils (acres)

126
0.71
18
21
7
33

127
0.0003
15
13
0
5

832
10
42
10
4
42
21.5
11
100
22
181
3,814
232
890
2,388

859
6
30
11
1
55
22.8
9
109
27
234
5,377
239
905
3,117

103

115

141

120

26.9
28.8
*Topography includes the ESH from Oakland Ave to the northern terminus since the alignment south of Oakland is identical for

the two alternatives.

The Preferred Alternative recommendation is based upon meeting the Purpose and Need,
minimizing environmental impacts, considering public input, and evaluating sustainability factors.
Avoidance and minimization of impacts reduced the number of alternatives from 129 to four
(Alternatives 124, 125, 126, and 127) and subsequently to two (Alternative 126 and 127) for final
consideration. Differentiating criteria included community impacts, wetland impacts, agricultural
impacts, engineering considerations, and sustainability factors.
Alternative 127 minimizes the impacts upon wetlands, residential displacements, businesses
displacements, special waste sites, and utility infrastructure, and has fewer noise receptors within
500 feet. Both alternatives have minimal wetlands impacts; Alternative 127 affects 0.0003 wetland
acres compared to 0.71 acres for Alternative 126. Alternative 127 avoids the residential
displacements associated with the expanding development of Harvest Pointe near Alternative 126.
The displacement impacts for Alternative 126 only include existing homes that would be displaced
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by the ESH and do not include additional platted (but not constructed) areas of subdivisions.
Alternative 127 also avoids seven businesses displaced by Alternative 126 near the proposed
interchange with IL 9 (Empire Road).
Agricultural impacts vary between Alternative 126 and 127 when all ten agricultural criteria are
evaluated, as shown in Table 1 and in the agricultural impacts summary table in Section IIIg.
Alternative 127 affects four fewer farm residences and 12 fewer farm outbuildings than Alternative
126; however, Alternative 127 requires three percent more prime farmland than Alternative 126.
Other agricultural factors, such as adverse travel and tracts with access changes, are similarly
impacted by both alternatives. Alternative 127 does result in more severance management zones
and uneconomical remnants due to the larger curve near Fort Jesse Road. There is not a clear
difference between the two alternatives when all agricultural factors are considered.
Public input from the June 2013 public information meeting and Community Working Group meeting
provided perspectives regarding Alternatives 126 and 127. As summarized in Section IV, public
support was greater for Alternative 127 compared to Alternative 126. This support was based
primarily upon minimizing residential, business, and environmental impacts in the rapidly growing
east side of Bloomington-Normal. The most commonly stated reason for support of Alternative 127
was that it impacted fewer residences and was located further from residential areas than Alternative
126. There were two comments preferring Alternative 126 over 127 due to reduced farm impacts.
Compatibility with land use plans is an environmental factor and important for sustainability
considerations. McLean County’s 2035 Regional Plan identifies growth on the east side of
Bloomington-Normal, and the regional comprehensive plan included an ESH corridor to serve the
eastern planned growth. The location of this corridor was based on the 2009 ESH Corridor Study,
and was located in the vicinity of Alternatives 126 and 127, near the eastern edge of future
development. Alternatives 126 and 127 have the same proximity to the forecasted growth areas at
the northern and southern termini with I-55 and south of Ireland Grove Road, which comprises
approximately half of the proposed corridor area. However, Alternatives 126 and 127 vary north of
Fort Jesse Road. Both are outside the regional planning boundary for future development.
However, Alternative 127 is approximately 0.5 miles farther to the east and farther from forecasted
growth areas, which results in 729 acres of additional farmland at greater risk of development
compared to Alternative 126. The opportunity for development in this area, however, is constrained
by the difficulty of providing utility infrastructure improvements (such as sewer and water) due to the
watershed separation. It is reasonable to conclude that this area may not experience development at
the same pace as other areas that are planned for growth.
The sustainability factors used in the selection of the Preferred Alternative indicated similar effects
upon resources. Alternative 127 requires three percent more pavement and two percent more right
of way than Alternative 126. Other factors, such as watershed impacts and stream crossings, are
similar for both alternatives. Both alternatives avoid crossing the Kickapoo Creek main stem, which
was a concern of the McLean County watershed group and the Sustainability Focus Working Group.
Alternative 127 affects 1.9 acres more of highly erodible soils compared to Alternative 126, but this
represents only a seven percent difference in area. These factors were part of the sustainability
analysis for the project; the small differences between the two alternatives are not definitive in the
selection of the Preferred Alternative.
Alternative 127 is recommended as the Preferred Alternative as it minimizes impacts to wetlands,
residential displacements, business displacements, utility infrastructure, and special waste sites, and
has fewer noise receptors within 500 feet. Agricultural effects are mixed, considering farm operation
impacts versus land displacements. The continued growth on the east side of Bloomington-Normal
has preceded the ESH corridor planning, and Alternative 127 provides for the best opportunity to
serve forecasted growth while minimizing impacts to the community and the environment.
Alternative 127 is shown in the figure below.
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Figure 6: Recommended Preferred Alternative 127
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VI.

Summary
The project team is seeking concurrence on Alternative 127 as the Preferred Alternative. Alternative
127 is recommended as the Preferred Alternative based upon meeting the Purpose and Need,
minimizing environmental impacts, considering public input, and evaluating sustainability factors.
Alternative 127 is recommended as the Preferred Alternative as it minimizes impacts to wetlands,
residential displacements, business displacements, utility infrastructure, and special waste sites, and
has fewer noise receptors within 500 feet. Agricultural effects are mixed, considering farm operation
impacts versus land displacements. The continued growth on the east side of Bloomington-Normal
has preceded the ESH corridor planning, and Alternative 127 provides for the best opportunity to
serve forecasted growth while minimizing impacts to the community and the environment.
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Attachment 2 - Environmental Resource Descriptions
Following is a discussion of the environmental resource categories considered for the Environmental
Assessment Analysis.
Environmental
Water Quality/Water Resources

Floodplains
Floodplains within the alternatives have been identified by the Federal Emergency Management
Agency (FEMA). Flood Insurance Rate Maps (FIRM) from FEMA shows the limits of flooding
affecting the project area. Flood events which are commonly referred to as the 10, 50, 100, and
500-year floods represent storm events having a 10, 2, 1, and 0.2 percent chance, respectively,
of being equaled or exceeded during any year. The 100-year floodplain boundaries are shown on
the FIRM as Zones A or AE and correspond to the boundary of the areas of special flood
hazards. The 500-year floodplain boundaries are shown on the FIRM as Zones X which
corresponds to the boundary of the areas of moderate flood hazards.
FIRM maps were used to measure potential impacts to floodplains. FIRM maps were obtained
from FEMA for McLean County.
Executive Order 11988 (Protection of Floodplains) requires federal agencies to avoid to the
extent possible the long and short-term adverse impacts associated with the occupancy and
modification of floodplains, and to avoid direct and indirect support of floodplain development
when a practicable alternative exists. In identifying impacts to floodplains, any floodplain area
within the alternative footprint was measured and described as either transverse or longitudinal.
The floodplain impacts were measured and rounded to the whole acre.
Floodways
Floodways are mapped by FEMA. The floodway is the channel of a stream that must be kept
free of encroachment to allow the 100-year flood to be carried without substantial increases in
flood heights. Minimum Federal standards limit such increases to 1.0 foot, provided that
hazardous velocities are not produced.
There are no mapped floodways designated within the project limits.
Biologically Significant Streams
Biologically Significant Streams (BSS) are identified by the Illinois Department of Natural
Resources (IDNR) based upon the integrity and diversity of their aquatic communities. The IDNR
issued a report in October 2008 “Integrating Multiple Taxa in a Biological Stream Rating System”
which classified stream sections in Illinois and identified BSS.
Stream crossings provide a measure of each alternative’s impact. If any portion of a biologically
significant stream is crossed by an alternative, it is counted as one crossing.
There are no Biologically Significant Streams within the project area. Kickapoo Creek south of the
project area is classified as a Biologically Significant Stream.
Class 1 Streams
Class 1 streams are specific waterways identified in an interagency agreement between the
Illinois Department of Natural Resources (IDNR) and the Illinois Department of Transportation
East Side Highway

Preferred Alternative: Attachment 2

July 23, 2013

(IDOT). Such streams require early coordination with IDNR and are listed by county in the IDOT
Memorandum “IDNR-DOT Natural Resource Review and Coordination Agreement” dated
February 2, 1996.
There are no Class I streams within the project area. Kickapoo Creek south of the project area is
classified as Class I stream.
Streams – Main Stems
Main stem perennial and intermittent streams in the alternatives were identified for purposes of
providing a measure of water quality impacts. Each stream may have more than one crossing by
the same alternative and each crossing is counted individually.
Streams – Tributaries
Tributaries were identified for purposes of providing a measure of water quality impacts. Each
tributary may have more than one crossing by the same alternative and each crossing is counted
individually.
Drinking Water Supplies – Private Wells within Right-of-Way and within 200 ft. Setback Zone
Drinking water supplies represent groundwater and surface waters used as a supply of potable
water. The main supply of drinking water for users within the cities of Normal and Bloomington
limits is provided by Lake Bloomington, Evergreen Lake, and fifteen groundwater wells. Private
wells provide potable water for residences located outside the Bloomington and Normal city limits.
Sources of data used to identify drinking water supplies included Source Water Assessment
Summary Fact Sheets from the IEPA website as well as the ISGS water well database.
In characterizing impacts to drinking water supplies private wells were identified within the ROW
and within the setback zone to assess potential impacts. A setback zone is a geographic area
containing a public or private well with restrictions on land uses within that zone to protect water
supply—400 feet for public water supplies and 200 feet for private wells. Private wells within the
ROW will be properly abandoned in accordance with state requirements.
Wells that can potentially be affected by a new roadway would be those within 200 feet of the
roadway and are shallow, improperly cased, or directly hydraulically connected to highway runoff.
For these wells there is the possibility of increased chlorides in the groundwater. Additionally,
where shallow ground water aquifers exist, the direction and supply of groundwater must be
maintained. The private wells within the ROW and 200-ft setback zone impacted were counted.
Wellhead Protection Areas
The US Environmental Protection Agency mandates, in the 1981 Safe Drinking Water Act, that
states establish a wellhead protection areas program. Wellhead protection areas represent
surface and subsurface areas where well supplies drinking water through which contaminates
can have the potential to move into the well system and likely pollute the drinking supply.
Wetlands

Wetlands
The U.S. Army Corps of Engineers (USACE) (Federal Register 1982) and the U.S. Environmental
Protection Agency (Federal Register 1980) jointly define wetlands as: “Those areas that are
inundated or saturated by surface or ground water at a frequency and duration sufficient to
support, and that under normal circumstances do support, a prevalence of vegetation typically
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adapted for life in saturated soil conditions”. Wetlands include forested areas, wet meadows, and
a variety of habitats exhibiting the hydrology, soils, and vegetation required by the USACE.
Executive Order 11990 (Protection of Wetlands) requires federal agencies to avoid to the extent
possible the long and short-term adverse impacts associated with the occupancy and
modification of wetlands, and avoid direct and indirect impacts whenever there is a practicable
alternative. Avoidance of wetlands was of first importance in evaluating alternatives. All known
high quality wetlands were specifically avoided, and minimizing wetland impacts was an important
criterion in evaluating alternatives. In characterizing impacts to wetlands, any wetland area within
the footprint was measured. The wetland impacts were measured and rounded to half of an acre.
Additionally, the number of wetlands impacted was tallied so that both metrics (areas impacted
and number of wetlands impacted) could be assessed.
High Quality Wetlands
The USACE defines High Quality Wetlands as “aquatic areas considered to be regionally critical
due to their uniqueness, scarcity, and/or value, and other wetlands considered to perform
functions important to the public interest, as defined in 33 CFR Part 320.4(b)(2). These resources
include Advanced Identification (ADID) sites, bogs, ephemeral pools, fens, forested wetlands,
sedge meadows, wet meadows, seeps, streams rated Class A or B in the Illinois Biological
Stream Characterization study, streamside marshes, wet prairies, wetlands supporting Federal or
Illinois endangered or threatened species, and wetlands with a floristic quality index of 20 or
greater or mean C-value of 3.5 or greater. These areas are generally considered unsuitable for
dredge or fill activities.” High quality wetland impacts were measured and rounded to half of an
acre. Additionally, the number of high quality wetlands impacted was tallied so that both metrics
could be assessed.
Special Waste
Recognized Environmental Conditions (RECs)
Recognized Environmental Conditions are defined by ASTM as sites where the presence or likely
presence of any hazardous substance or petroleum product on a property under conditions that
indicate an existing release, a past release, or material threat of any hazardous substance or
petroleum product into structures on the property or the ground, ground water, or surface water of
the property. RECs include Comprehensive Environmental Response, Compensation, and
Liability Act (CERCLA) Information System (CERCLIS) sites are those that reportedly have
unlawfully accepted and stored hazardous substances or that have a record of accidental spills or
dumping as well as a variety of activities associated with managing and storing wastes. The
Illinois State Geological Survey (ISGS) completed a database search of special waste sites in the
study area.
Illinois Natural Area Inventory (INAI) Sites
The Illinois Natural Areas Inventory (INAI) provides a set of information about high quality natural
areas, habitats of endangered species, and other significant natural features. There are no INAI
sites within the project area.
Threatened and Endangered Species
Threatened and endangered (T&E) species include all types of plants and animals which face
possible extinction in the near future if steps aren’t taken to protect them. These species are
protected by both state and federal laws, such that avoidance of these resources is required to
the maximum extent possible.
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One known-state listed T&E species the loggerhead shrike (Lanius ludovicianus) has been
reported within the project study area. According to the Illinois Department of Natural Resources
(INDR) Illinois Natural Heritage Database, two records of the loggerhead shrike are within the
southern portion of the study area. In characterizing impacts to T&E, any known T&E record
within the alternative was counted as one impact.
Ecologically Sensitive Areas
Ecologically Sensitive Areas are defined by the Illinois Natural History Survey (INHS) as sites that
either 1) possess vascular plant species compositions that are similar to what would be predicted
for pre-European settlement conditions, or 2) are moderately degraded habitats that still possess
an unusually diverse assemblage of plant species, many of which have high (≥ 7) coefficient of
conservatism values. INHS did not identify any ecologically sensitive areas within the project
area.
Community and Economic
Residences
Homes, including Farm Residences
Homes were identified within the alternative limits based on information from ESRI
(Environmental System Research Institute, Inc.) data, Google Maps, and public feedback.
Buildings were located by the project team using 2012 aerial photography and field verified in
2013. The buildings identified as residences were compared to business and public facility
buildings in order to remove duplicates.
A residence was considered impacted if any part of the building structure is located within the
alternative limits. Only the residential structure was counted as being impacted; freestanding
garages or other structures on the respective property were not counted as impacted. Residential
buildings under construction were counted. Multi-unit housing, such as apartments, townhomes,
or condos, was considered as one residence. Farm residences were included in the count of
residential buildings.
Environmental Justice
Minority and/or Low Income Population Impacted
Executive Order 12898, Federal Actions to Address Environmental Justice in Minority Populations
and Low-Income Populations (EO 12898), dated February 11, 1994, requires Federal agencies to
achieve environmental justice by identifying and addressing disproportionately high and adverse
human health or environmental effects, including the interrelated social and economic effects of
their programs, policies, and activities on minority populations and low-income populations in the
United States.
2010 Census data was used to determine Environmental Justice EJ impacts. The EJ impacts for
each alternative were determined on a per Census Block Group basis depending on if the
impacted Census Block Group was considered a Minority Impact, a Low Income Impact, or both
Minority & Low Income Impact.
Census Block Groups with Minority population at least 20% higher than that of the County
were considered Minority EJ. Census Block Groups with Low Income population at least
20% higher than that of the County were considered Low Income EJ. Census Block Groups
with Minority and Low Income populations each at least 20% higher than that of the County
were considered both Minority EJ and Low Income.
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A “Yes” or “No” determination of EJ impacts was made for each alternative based on whether the
alternative impacted any of the identified EJ Census Block Groups. “Yes” represents an impact to
EJ populations, and “No” represents no impact to EJ populations.
Businesses
Commercial Buildings
Commercial buildings were identified within the alternative limits based on information from ESRI
(Environmental System Research Institute, Inc.) data, Google Maps, and public feedback.
Buildings were located by the project team using 2012 aerial photography and field verified in
2013. The buildings identified as businesses were compared to residences and public facility
buildings in order to remove duplicates.
A commercial property was impacted if any part of the building structure is located within the
alternative limits. Commercial impacts were computed as each commercial building impacted.
Several commercial properties incorporated multiple buildings. Each of the buildings was counted
as a separate commercial building. If a commercial property was located within a multi-use
building along with residences, each was counted as an impact within their respected categories.
Parking
Parking spaces associated with businesses were counted using 2013 Bing aerial mapping from
ESRI. The only parking spaces that were impacted were those associated with the 7 businesses
that would already be displaced by Alternatives 124 and 126.
Public Facilities
Public Facilities
Public facilities were identified within the alternative limits based on information from ESRI data,
Google Maps, municipality maps, public feedback, and field visits. Public facilities include
schools, libraries, places of worship, post offices, health care facilities, municipal buildings,
government offices accessed by the public, and fire and police protection.
Some public facility properties were situated at the edge of the alternative limits with portions of
the property being contained within the alternative. It is only identified as an impact if the building
structure is within the alternative limits. Numerous public facility properties are multi-purpose
facilities. As an example, a single building might contain a police station in addition to a fire
station. Impacts were calculated separately for each of these categories.
Public Facilities with Access Change
Some public facilities situated at the edge of the alternative limits with only portions of the
property being contained were still considered impacted if the access to the facility was impacted.
For instance, if the only entrance to the public facility was contained within the alternative, new
access would have to be provided.
Section 4(f)
The U.S. Department of Transportation Act (DOT Act) of 1966 includes a provision called Section
4(f), which stipulated that the FHWA cannot approve the use of land from publicly owned parks,
recreational areas, wildlife and waterfowl refuges, or public or private historical sites unless there
is no feasible and prudent alternative to the use of the land and if the action includes all possible
planning to minimize harm to the property resulting from use. Section 4(f) properties were
identified through a review of USGS topographic maps, ESRI data, and community maps.
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Impacts to Section 4(f) properties were calculated by measuring the overlap of the alternative with
Section 4(f) property. The number and acreage of Section 4(f) properties impacted by the
alternatives was identified.
Parklands
There are no publicly owned lands that are managed as parks and recreation areas or wildlife or
waterfowl refuges that are impacted by any of the four alternatives.
Historic Sites
Public or private historic sites that are on or eligible for the National Register of Historic Places
(NR) were identified as Section 4(f) resources. The four ESH alternatives do not impact Duncan
Manor, the only property listed on the NR in the project area, nor do the alternatives impact a
home in the project area that IDOT cultural resources staff identified as potentially eligible for the
NR.
Utilities
Utility Crossings
Utilities evaluated include antenna structures, radio/microwave towers, electrical facilities
(substation or similar), utility crossings, and oil tank farms. Utilities were identified from database
searches, aerial photography and during field reconnaissance.
Antenna structures and
radio/microwave tower information were identified from the Federal Communications Commission
(FCC) database (http://wireless.fcc.gov/antenna/).
The electrical facilities and pipe lines
information were obtained from the U.S. Census Bureau. The substation and oil tank farm
locations are identified from aerial information.
In identifying impacts to utilities, utility crossings provide a measure of the impact. If any portion
of a utility crosses an alternative, it is counted as one impact. The same utility may have more
than one crossing by the same alternative. Each crossing is counted individually.
Utility Infrastructure
Utilities evaluated include antenna structures, radio/microwave towers, and electrical facilities
(substation or similar). Utilities were identified from database searches, aerial photography and
during field reconnaissance. Antenna structures and radio/microwave tower information were
identified
from
the
Federal
Communications
Commission
(FCC)
database
(http://wireless.fcc.gov/antenna/). In identifying impacts to utilities, if any portion of the utility
infrastructure is located within an alternative, it is counted as one impact.
Noise
Noise Receptors
IDOT defines a sensitive receptor as a land use where frequent outdoor human activity occurs
and where a low traffic noise level would be of benefit. Sensitive receptors include homes,
schools, hospitals, nursing homes, and parks.
Most noise impacts occur within 500’ of the edge of the roadway. Each sensitive represented
noise receptor within 500 feet of the alternative was considered a potential impact. Receptors
were identified within 0 to 100 feet from the edge of roadway, 100 to 200 from the edge of
roadway, and 200 to 500 feet from the edge of roadway. Traffic noise modeling, impacts
determinations, and abatement analysis will be completed for the selected Preferred Alternative.
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Agricultural
Prime and Important Farmland
The Code of Federal Regulations (CFR) Title 7, Volume 6, Section 657.5(a) defines prime
farmland as land that has the best combination of physical and chemical characteristics for
producing food, feed, forage, fiber, and oilseed crops and is also available for these uses. Prime
farmland does not have to be cleared; however, it cannot be urbanized, paved, or permanently
under water.
The digital format Natural Resource Conservation Service (NRCS) soil maps for each county
were used to measure potential prime and important farmland impacts. The digital soil maps
identify each soil type designated as prime and important farmland.
In characterizing impacts to prime and important farmland, any soil type designated as prime and
important farmland within the alternative footprint was measured and rounded to one acre.
Developed areas, including existing roadway under pavement, are not considered prime and
important farmland and were subtracted from the total acreage.
Landlocked Parcels
A land-locked parcel is created by the taking of right-of-way for road construction in such a way
that remaining land is not accessible by a public road or permanent easement after construction.
Land-locked parcels were determined by overlaying parcel boundaries on the alternative footprint.
A resulting parcel not accessible by a public road is counted as one impact.
Farmsteads
Farm Residences
Land on a farm parcel used for residential purposes. In characterizing impacts to farm
residences, if any portion of the alternative crosses a farm residence it is counted as one impact
per residence. Farm residences were located by the project team using 2012 aerial photography
and field verified in 2013.
Farm Outbuildings
Farm outbuildings refer to structures separated from the farm residence and include barns,
stables, sheds, and storehouses. Outbuildings were located by the project team using 2012
aerial photography.
In characterizing impacts to farmsteads and outbuildings, if any portion of the alternative crosses
a farm outbuilding, it is counted as one impact per structure.
Severances
Diagonally and Laterally Severed Tracts
Severed farm operations occur when a new roadway divides a farm either laterally or diagonally,
and separates one or more tract from others within a single farm operation. If an alternative takes
farm land on the edge or perimeter of a farm tract, this is not a severance. Farm tracts were
obtained from the U.S. Department of Agriculture.
In characterizing impacts to farm severances, if any portion of the alternative severs the parcel
and the severance results in less than 25% of a parcel separated from the remainder of the
parcel, it is counted as one impact. A severance was determined if a proposed alternative
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bisected a tract and resulted in two unconnected tracts. A severance was also determined if
greater than 1/3 of the tract was taken by a proposed alternative.
Severance Management Zones
Severance management zones are those areas (measured in acres) within or adjacent to
severed parcels used to measure quantitatively the disruption to normal farming operations.
Triangular shaped farmland remnants are the basis of many of the problems caused by diagonal
land severance and right-of-way takings that are not square with the farmed acreage. In
characterizing impacts to farm severance management zones, if any portion of the alternative
footprint resulted in farmland not square with the farmed acreage it is calculated as the additional
area per parcel to square the farmed land.
Adverse Travel
Adverse Travel
Adverse travel occurs when a new roadway causes additional travel distance from one part of a
farm operation to another part. Added travel is typically caused by severance of a farm operation
by a new roadway or by a road closure, and is calculated as the one-way mileage per field visit.
Adverse travel equals the old trip distance minus the new trip distance times two. This represents
one round trip per year.
Tracts with Access Change
If an entrance or frontage road used to access a farm tract was contained within the alternative
this was counted as an impact. An access change was determined if a proposed alternative left a
tract landlocked. Without considering the current owners/operators or access for current
landlocked tracts, if the proposed alternative resulted in a landlocked tract, it was counted as an
access change. Severances with two unconnected tracts, of which one was landlocked, were
also documented as an access change.
Farms Otherwise Affected
Farms otherwise affected are tracts that are either completely taken by a proposed alternative or
less than a 1/3 of a tract was taken by a proposed alternative but the tract is not severed. Farms
otherwise affected also included severed tracts where the resulting farmable area was less than 5
acres.
Number of Owners
An owner is an individual, partnership, etc. with whom right-of-way negotiations will be necessary.
Some individuals may own more than one farm or an operation may be multiple owners.
Uneconomical Remnants
Uneconomical remnants are severed portions or landlocked portions of a property where the
owner is left with an interest after the partial acquisition of the owner’s property, and the acreages
may have little or no value or utility to the owner. One uneconomical remnant, less than five acres
in area, was counted as one impact.
Centennial/Sesquicentennial Farms
Centennial and Sesquicentennial Farms are those registered in the Illinois Department of
Agriculture (IDOA) Centennial Farms Program.
To qualify for Centennial Farm status, an
agricultural property must have been owned by the same family of lineal (child or grandchild) or
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collateral (brother, sister, aunt, uncle, niece, nephew, or cousin) descendants for at least 100
years. Centennial Farms may also be registered as Sesquicentennial Farms, those properties
that have been owned by the same family of lineal or collateral descendants for at least 150
years. The Centennial and Sesquicentennial Farms registered in the IDOA program were
accessed on April 28, 2011. The query identifies names of property owners of registered farms
and general location of the farm (township, range, and section).
In characterizing impacts to Centennial and Sesquicentennial Farms, if any portion of the farm
property is crossed by an alternative, it is counted as one impact.
Other farms not registered as Centennial or Sesquicentennial Farms in the alternatives were
identified. In characterizing impacts to Other Farms, if any portion of the farm property is crossed
by the alternative, it is counted as one impact.
Cultural
Historic Sites
Historic sites are those listed on the National Register or those eligible for listing on the National
Register. The National Register is the official federal list of districts, sites, buildings, structures,
and objects significant in American history, architecture, archeology, engineering, and culture.
The National Park Service administers the National Register of Historic Places.
Historic sites were identified using the online Illinois Historic Preservation Agency (IHPA) Historic
Architectural and Archaeology Resources Geographic Information System (HAARGIS) database.
A survey of potential historic sites within the alternatives was conducted and submitted to IHPA
for a determination as to which sites are potentially eligible for registration. The survey included
structures more than 50 years in age. When available, those sites determined by IHPA to be
potentially eligible will be incorporated in the analysis.
In characterizing impacts to historic sites, if any portion of a historic site or structure is crossed by
the alternative, it is counted as one impact.
Cemeteries
A cemetery is any land used for human burial and includes undeveloped areas as well as plotted
areas. Cemeteries were identified using topographic maps, aerial photography, plat books, and
during field reconnaissance.
In characterizing impacts to cemeteries, if any portion of a cemetery is crossed by the project
alternative, it is counted as one impact.
High Probability Archaeological Sites
High probability archaeological sites were identified by Illinois Transportation Archaeological
Research Program (ITARP). In characterizing impacts to high probability archaeological sites,
any area designated as high probability archaeological sites within the alternative footprint was
measured rounded to one acre.
Design
Total Right-of-Way
The total right-of-way was calculated in acres for each alternative. This number includes any
existing right-of-way contained within each footprint.
East Side Highway

Preferred Alternative: Attachment 2

July 23, 2013

Termini Connections
The northern terminus analysis for East Side Highway is based on four criteria: I-55 operational
and connectivity impacts, termini impacts, Route 66 and high speed rail connection impacts, and
existing and future land use impacts. These criteria are analyzed on a Low, Medium, or High
impact scale.
I-55 Operational/Connectivity Impacts
Alternatives 124 and 125 connect the proposed ESH with I-55 near the northern terminus as a
modified trumpet interchange. The alignment of these alternatives crosses I-55 at a skewed
angle (42 degrees) creating a larger overall footprint than if the alignment crossed at a 90 degree
angle. This proposed interchange is approximately 1 1/3 miles north of the existing I-55/Veterans
Parkway interchange and 2 1/3 miles south of the existing I-55/Towanda Barnes interchange.
The minimum distance between adjacent interchanges in an urban area should not be less than 1
mile per BDE 37-2.1. Northbound ESH traffic has dedicated ramp access via a C-D roadway to
both northbound and southbound I-55 creating positive route continuity. Southbound ESH traffic
does not have access to I-55 through this interchange, but can access I-55 at the existing I55/Veterans Parkway interchange located 1/3 mile south of the Northtown Road/Pipeline Road
intersection. Northbound I-55 only has access to southbound East Side Highway via a dedicated
exit ramp. Southbound I-55 also only has access to southbound East Side Highway via a
dedicated outer loop exit ramp. Entrance and exit ramps for the proposed interchange all occur
on the right which is in uniformity to both adjacent interchanges. Due to the skewed interchange
and the close proximity to the I-55/Veterans Parkway interchange, the impact is High.
Alternatives 126 and 127 connect the proposed ESH with I-55 near the northern terminus as a
modified trumpet interchange. The alignment of these alternatives crosses I-55 at a more
desirable angle (78 degrees), however, the north exit and entrance ramps connect with I-55 on a
horizontal curve. This proposed interchange is approximately 2 miles north of the existing I55/Veterans Parkway interchange and 1 1/2 miles south of the existing I-55/Towanda Barnes
interchange, fairly centered between the existing interchanges. The minimum distance between
adjacent interchanges in an urban area should not be less than 1 mile per BDE 37-2.1.
Northbound ESH traffic has dedicated ramp access via a C-D roadway to both northbound and
southbound I-55 creating positive route continuity. Southbound ESH traffic does not have access
to I-55, but can access I-55 at the existing I-55/Veterans Parkway interchange located 2 miles
south of the Ziebarth Road/Pipeline Road intersection. Northbound I-55 only has access to
southbound East Side Highway via a dedicated exit ramp. Southbound I-55 also only has access
to southbound East Side Highway via a dedicated outer loop exit ramp. Entrance and exit ramps
for the proposed interchange all occur on the right which is in uniformity to both adjacent
interchanges. Due to location of the interchange nearly centered between the Veterans Parkway
and Towanda Barnes interchanges and the more desirable angle created with existing I-55, the
impact is Medium.
Terminus Impacts
Alternatives 124 and 125 both terminate at the signalized intersection of Northtown Road and
Pipeline Road. The west leg of the Northtown/Pipeline intersection is an existing four lane cross
section with curb and gutter. Pipeline Road to the north of the intersection is a four lane section
narrowing to a three lane section with a dual left turn lane. Pipeline Road to the south of the
intersection is a four lane median divided roadway that connects to an interchange with I-55
approximately 2/3 mile to the south. The future capacity of this intersection is sufficient (V/C =
0.72) Due to the alignment of Alternatives 124 and 125, Northtown Road between Towanda
Barnes Road and Airport Road will be abandoned and removed. The impact to remove this
roadway is minimal since this roadway connects only to Airport Road and then to Route 66.
Airport Road at this location will be realigned to connect with Route 66 further west. Due to the
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condition and future traffic capacity at the intersection of Northtown Rd/Pipeline Rd., and the
close proximity to the existing I-55 interchange providing easy access to I-55, the impact is Low.
Alternatives 126 and 127 both terminate near the stop controlled intersection of Ziebarth Road
and Pipeline Road. The west leg of this intersection is a narrow two lane rural roadway; however,
the section of Ziebarth between Pipeline road and Northbridge Road is already programmed to be
reconstructed to a 3-lane urban section (TIP #N-07-05). Pipeline Road to the south of this
intersection is a three lane cross section with a dual left turn lane. Pipeline Road to the north is a
rural two lane section. Due to the proposed alignment for these alternatives, the intersection of
Ziebarth Road and Airport Road will be abandoned and removed. Access to the properties that
normally use this route are still accessible via Northtown Road to the south. From a connectivity
standpoint, the I-55 interchange is approximately 1 2/3 mile to the south of the Ziebarth
Rd/Pipeline Rd intersection. Due to the condition of the Ziebarth Rd/Pipeline Rd intersection and
the distance to the I-55 interchange, the impact is Low.
Route 66/High Speed Rail Impacts
With the closure of Northtown Road between Towanda Barnes and Airport Road, Airport Road
must be realigned to the east, and will create a 90 degree intersection with Route 66 and the
proposed at-grade crossing of the Union Pacific high speed rail triple track. This intersection is
enhanced from an existing skewed intersection to create a 90 degree three-way intersection, thus
improving safety; however, additional right of way is required for the realignment. Due to
additional right of way required for the realignment of Airport Road, the impact is Medium.
Airport Road, Route 66, and the future high speed rail triple track will pass under the proposed
East Side Highway/I-55 interchange resulting in no impacts to the Airport Road/Route 66
intersection. The impact is Low.
Existing and Future Land Use Impacts
With the future alignment, no major impacts are expected to residences near the terminus. One
residence will be minimally impacted with a partial removal of driveway and some right-of-way.
There are residential neighborhoods approximately ¼ mile to the west of the Northtown/Pipeline
intersection both north and south of Northtown Road. The right-of-way for Northtown Road in this
area is wide enough to accommodate future roadway expansion. The northwest and northeast
quadrants of the Northtown/Pipeline intersection are planned for commercial and residential use
in the future. The southwest quadrant of the intersection is zoned for commercial, industrial and
residential use in the future. The southeast quadrant of the intersection is zoned for commercial
and industrial use in the future. The ESH alignment would be compatible with existing and future
land use and would have minor access impacts at the termini location; therefore, the impact is
Low.
With the future alignment, at least one residence south of Ziebarth Road may be impacted near
the terminus. This residence may lose part of the driveway and possibly the entire residence. A
second residence near the terminus north of Ziebarth Road may also be impacted in the same
fashion. Currently, the NW, NE and SE quadrants of the Ziebarth Rd/Pipeline Rd intersection are
undeveloped. In the SW quadrant of the intersection, there is a utility building and Northbridge
Baptist Church. It does not appear that there would be access changes to these properties.
Although the 2035 Land Use Plan does not currently encompass this area, it is reasonable to
assume that it will become residential or commercial based on proposed surrounding land use.
Any roadway widening of Ziebarth Rd. to the west of the intersection should occur to the north to
avoid the residential neighborhood located approximately 800’ south and west of the
Ziebarth/Pipeline intersection. Due to the potential alignment impacts to residences, the impacts
are Medium.
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Operations
Volume to Capacity
Volume-to-capacity ratio (V/C) is a macro-level measure that is used to determine the traffic’s
ability to flow for a given intersection or road section. A V/C ratio of less than 0.8 indicates that a
location is performing under capacity and traffic is relatively free-flowing. A V/C ratio of 1.0
indicates that a location is performing near or at capacity and supporting the maximum amount of
traffic it is designed to carry. Locations operating between 1.0 and 1.2 are slightly over capacity,
and those over 1.2 are substantially over capacity. When roadways operate over capacity,
motorists experience congestion, mobility is limited, and safety is compromised. According to the
Highway Capacity Manual (HCM) 2010 a V/C ratio of 1.0 typically results in excessive delay with
an associated Level of Service (LOS) of F (failing).The V/C ratios were calculated for various
intersections and roadway segments for each alternative.
Intersection Level of Service
Synchro was used to analyze the Level of Service (LOS) for certain intersections within the study
area. An LOS is a letter designation that describes a range of operating conditions on a particular
type of facility. LOS ranges from A through F with LOS A representing the best range of
operating conditions and LOS F the worst. LOS D or better is considered acceptable.
The intersections chosen for the LOS analysis were determined by examining those where the
V/C ratio for at least one approach was degraded by the Build Alternative. The following
intersections were analyzed:
•
•
•
•

Jefferson Street and Hely Street
Airport Road and General Electric Road
Towanda Barnes Road and Empire Road
Airport Road and Empire Road

Arterial Access
Some existing roadways will need to be removed to construct the remaining alternatives. The
effect of this removal on traffic was calculated by comparing the No-Build AADTs to the Build
AADTs for each of the remaining alternatives. Each alternative was then given a rating of Low,
Medium or High depending on the impact to traffic.
Topography
Net Fill Required
Net fill is the net volume of soil required to construct the ESH. It was calculated by subtracting
the total cut volume from the total fill volume. These volumes were determined using GeoPak.
Drainage Structures
The number of drainage structures that are required was determined for each alternative.
Estimated Cost
The cost estimate methodology and unit costs were based on estimates used for a similar project
in downstate Illinois. The estimate includes the cost of pavement, intersections, ROW, grade
separations, interchanges, and drainage structures.
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Sustainability
Area of New Pavement
The new area of pavement required to construct each alternative was calculated. The area of
pavement included the pavement required for the mainline roadway, collector distributor
roadways, and all interchange ramps. All areas were calculated by measuring the length of each
type of roadway and multiplying by its width. The widths for each type of roadway were
determined from the IDOT BDE and included the inside and outside shoulders. They are as
follows:
•
•
•

Mainline Roadway – 84’ (108’ with auxiliary lanes)
Collector Distributor Roads – 30’
Interchange Ramps – 30’

As the amount of impervious area increases, storm water quality may decrease, and the quantity
may increase, which can have a negative effect on surrounding ecosystems. The total area of
new pavement required was calculated to determine the amount of new impervious area that will
be constructed for each alternative. This was determined by subtracting out the area of existing
roadway pavement from the area of total pavement.
Area of New Right-of-Way
The utilization of existing roadway within an alternative was evaluated. The existing roadway
could not be used as-is, but rebuilding a potential improvement in the same location as the
existing roadway has benefits regarding ROW needs, potential simplification of construction
staging, economic benefits to the furnishing of materials during construction, and positive public
perception. For sections that run parallel to existing road, the amount of existing ROW was
subtracted from total ROW acquisition. Acreage of ROW along existing roadways was assumed
to be 66 feet for local roads and 200 feet for interstate freeways.
Farmland Preservation
The Farmland Preservation criterion was divided into two sub criteria that measured sustainability
as it relates to farmland preservation. The first measured the area of farmland consumed outside
of the 2035 land use plan (as shown in the Regional Plan), and the second measured the number
of farm tracts, located between the 2035 land use plan and each alternative.
Area of Farmland between the alternative and Urban/Developed Boundary in 2035 Land Use
Plan
The 2035 land use plans for the project area show increasing amounts of urbanized land uses
infiltrating into areas currently used for agriculture. Because of this, portions of the alternative
areas that are currently in agricultural use are planned for future urban development and are
planned to be taken out of agricultural production as development occurs. The area of each
alternative was evaluated to determine the amount of farmland (current agricultural tracts as
measured by Common Land Units, obtained from the State of Illinois) consumed by each
alternative as compared to the 2035 planned urban uses (2035 land use urbanized uses). This
comparison showed the amount of farmland consumption by each alternative after agricultural
lands planned for development by 2035 have been removed. Increasingly larger impact numbers
for this resource illustrate higher farmland impacts and greater potential for leapfrog development
by alternative.
Number of Farm Tracts Located Between the 2035 Land Use Plan and
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Proposed Alternative

As a complement to the measure of farmland consumption outside of the 2035 land use plan, the
number of farm tracts located between the boundary of urban uses in the 2035 land use plan and
each alternative was measured. This measure used the theory that alternatives located further
from the edge of planned urban use would increase the likelihood of leapfrog development,
unplanned growth, and urban sprawl into areas currently used for farmland production. The
tracts between the edge of planned development and each alternative would likely be in greater
danger of unplanned urban development (and unplanned loss of agricultural production) than
tracts located on the opposite side of growth.
Watershed
Amount of Right-of-Way within Each Watershed
Increasing amounts of impermeable areas within a single watershed can contribute to diminished
water quality and ground water replenishment. The area of each alternative that would be
converted to roadway use was measured against the total area of each of the four watersheds
present within the alternatives area to provide an overall view of overall watershed impacts, by
each watershed, for each alternative. The four watersheds in the area include the Six Mile Creek
– Mackinaw River Watershed, the Sugar Creek Watershed, the Money Creek Watershed, and the
Kickapoo Creek Watershed. The final measure was presented as a percentage of the total
watershed that would be impacted per alternative.
Riparian Areas
Riparian areas are bank and vegetation areas adjacent to streams. Riparian areas were
determined through review of aerial photography, and did not include land in agricultural
production or urbanized use. The amount of riparian area included in each alternative’s ROW
was calculated.
Highly Erodible Soils
Highly erodible soil types are defined by the Natural Resources Conservation Service (US
Department of Agriculture), and are soils with a maximum potential for erosion greater than
average erosion rates.
The digital format Natural Resource Conservation Service (NRCS) soil maps for the county were
used to identify highly erodible soil locations. The digital soil maps identify soil types, including
those designated as highly erodible. In characterizing impacts to highly erodible soil, any soil
type designated as highly erodible within the footprint was measured.
Bike/Pedestrian Access
Is the Alternative Adjacent to Proposed or Exiting Bike/Pedestrian Network?
Existing, proposed, and planned bicycle and pedestrian (bike/ped) facilities (as provided by
McLean County Regional Planning) were assessed to determine each alternative’s proximity to
bicycle and pedestrian facilities. All alternatives intersected a planned bike/ped facility at two
locations on Towanda-Barnes Road, at US 66 and between US 150 and Ireland Grove Road.
Because each alternative had access to the bike/ped network at those locations, another
measure of accessibility was used to assess alternatives, but was not used as differentiating
criteria because all alternatives were found to intersect bike/ped facilities. Each of the considered
alternatives was located east of the planned Towanda-Barnes bike/ped facility between Ireland
Grove Road and Fort Jesse Road. The distance between the Towanda-Barnes bike/ped facility
and each alternative was calculated at IL 9/Empire Road. The alternatives ranged from 0.5 mile,
1 mile, or 2 miles from the Towanda-Barnes facility at Empire Road. Longer distances between
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an alternative and the bike/ped network could theoretically reduce the alternative’s (or its bicycle
facilities) use by bicycles.
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