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Chapter IV
Recommended Plan for the

Western Avenue/Dixie Highway SRA Corridor

This chapter describes in detail the recommended plan for the Western Avenue/Dixie
Highway SRA corridor. For clarity, the discussion has been divided into the five
previously-defined segments noted in Chapter II (see page II-1). Specific geometric
and/or operational recommendations, and unique features or special roadway designs, are
presented.

The plan is supplemented by an evaluation of the operational characteristics of the plan
(i.e., level of service and operating speed under future traffic conditions). In addition, a
planning-level opinion of potential construction and right-of-way acquisition costs is
presented for each segment of the corridor. All costs are based on unit, generalized costs
as furnished by the Illinois Department of Transportation for SRA planning purposes.

Right-of-way costs are based on a general assessment of acreage required based on the
proposed typical section, existing right-of-way, and current unit costs of right-of-way
acquisition as furnished by the Illinois Department of Transportation. In general, specific
building acquisitions and/or damages are not identified. Actual right-of-way acquisition,
damages, or both would be determined during Phase I studies.

Construction costs reflect the general magnitude of the proposed SRA relative to the
existing roadway. Quantities were estimated on a per-mile basis, with provisions for
major items such as new bridges, interchanges, and major intersection improvements.

The exhibits that accompany each segment discussion present the layout of the proposed
roadway in relation to the existing roadway. The traveled way (i.e., edge of pavement to
edge of pavement) is highlighted in the plan. Additional right-of-way required, lane
arrangements at intersections, locations of proposed and existing signals, and the
proposed cross sections also are shown.
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Segment I——*‘Southern Cook County”’’
(U.S. 30 to 159th Street)

As noted in Chapter III, it is recommended that this segment of the Western
Avenue/Dixie Highway corridor no longer be designated as a SRA because:

o Elimination of this section would not impair the function of the remainder
of the Western Avenue/Dixie Highway SRA corridor

. It is not possible to meet SRA minimum standards in the vicinity of the
Homewood CBD without unacceptable effects on adjacent properties

. Elsewhere in this segment development of the SRA would result in
unacceptable effects on adjacent residential and recreational areas due to
the lack of available right-of-way

o Studies of existing traffic patterns show that ending the SRA north of the
Homewood CBD would have little effect on the continuity of existing
traffic flows

It is outside of the scope of this study to recommend if, or how, this segment of the SRA
system is to be replaced. However, it is suggested that if it is replaced that Halsted
Street be considered in that capacity. Several reasons that Halsted Street should be

considered are:

. It is a divided urban four-lane arterial with adjacent land uses compatible
with the function of SRA roadways

. It has an interchange with 1-80

o Halsted Street and Dixie Highway end up at the same location in the
vicinity of U.S. 30
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Segment II——*‘Suburban South”’
(159th Street to 119th Street)

Segment II of the Western Avenue/Dixie Highway corridor is approximately 5 miles
long. It extends from 159th Street in Harvey/Markham to 119th Street at the
Chicago/Blue Island border. Communities served by this segment include Harvey,
Markham, Dixmoor, Posen, and Blue Island.

Cross Section and Geometric Characteristics

The recommended plan between 159th Street and I-57 is a four-lane roadway with an 18-
foot median, located within 90 to 95 feet of right-of-way (see Exhibits C-1 to C-3). The
proposed plan widens the roadway to the west between 159th and 155th Streets, which
results in widening the right-of-way by 6 feet on the west side. Widening about the
existing centerline is proposed between 151st Street and Sibley Boulevard, which would
require 12 feet of additional right-of-way on the east side. The 18-foot raised median
that would be implemented in this section could be crossed only where crossover points
are indicated (normally at crossroad intersections). Existing and future driveways that
are not located at crossover points would be limited to right-in/right-out movements only.

North of the I-57 interchange to 135th Street (see Exhibits C-3 to C-5) the proposed cross
section includes the existing 48-foot four-lane roadway and a new 12-foot median lane.
An increase in right-of-way width of 18 feet is proposed to develop proper border areas.
Both widening and right-of-way increases are proposed to take place on the west side of
the existing roadway. Widening the west will require the relocation of the minimum
number of buildings and occupants.

As noted in Chapter II, there are three at-grade rail crossings between I-57 and 135th
Street. Consideration was given to grade separating these crossings, but because of the
approximately Y2-mile spacing between the crossings it would require continuous grade
separation of Western Avenue from the surrounding properties and roadways for the
entire 1-mile section. Maintaining local access would require frontage roads on both
sides of the separation. The expense, effects to adjacent land use, and complexity of
providing grade separations was deemed unwarranted at this time.
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No widening of the existing roadway is proposed for the remaining portion of this
segment, including the four-lane structure over the Calumet-Sag Channel, the existing
one-way pair through downtown Blue Island, and the existing 60-foot roadway between
127th and 119th Streets (see Exhibits C-5 and C-6).

Improvements to major intersections within this segment include approach widening at
159th Street, Sibley Boulevard, and 127th Street. At 159th Street, the recommended
improvements include the development of a 30-foot median, double left and right turn
lanes between the north and east legs of the intersection, and the addition of one through
lane on all approaches. All widening would be to the west and would require an
additional 18 feet of right-of-way in the vicinity of the intersection (see Exhibit D-1).

At Sibley Boulevard, an additional through lane is proposed on all approaches. All
widening with respect to Western Avenue would take place to the west and require an
additional 43 feet of right-of-way in the vicinity of the intersection (see Exhibit D-2).

A second right turn lane is proposed on the westbound approach to the intersection of
127th Street and Western Avenue. This lane would require an additional 12 feet of right-
of-way on the north side of 127th Street. This lane is proposed to maintain the continuity
of two northbound lanes on Western Avenue through the north terminus of the one-way
pair in downtown Blue Island. The second right turn lane compliments the two left turn
lanes at the intersection of Gregory and 127th Streets.

The plan also recommends a minimum of one left turn lane and one through/right turn
lane configuration at any signalized approach to Western Avenue. This would require
minor improvement to the approaches at 123rd Street.

Two new signal locations are proposed within this section. As development warrants, a
signal should be installed at the ‘‘Mall Drive’’ located south of 151st Street. This was
once a signalized intersection serving a now-abandoned shopping mall. The intention of
the plan is to continue to limit Western Avenue/Dixie Highway access to this single
signalized intersection point as future redevelopment of this property occurs. The second
proposed signal is at the intersection of Union and Gregory Streets in downtown Blue
Island. This intersection is currently controlled with stop signs, and effects northbound
traffic. The current stop signs and the proposed signal facilitate emergency vehicles
entering St. Francis Hospital, located in the southeast corner of the intersection. Thus,
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the proposed signal, required to meet SRA standards, would be equipped for emergency
vehicle pre-emption.

In this segment of Western Avenue/Dixie Highway there are a number of floodplain
crossings that will require hydraulic analysis to assess the impact of the proposed
roadway improvements. Between 159th and 145th Streets, approximately two-thirds of
Western Avenue/Dixie Highway is located within or adjacent to floodplain or floodway.
Compensatory storage, in accordance with local ordinances, will be required to replace
lost storage due to the floodplain encroachments.

Traffic Control, Operations, and Safety

The diagrams along the top of each SRA plan exhibit indicate locations of existing and
proposed signalized intersections, the lane arrangements at these locations, and spacing to
adjacent signals. The plan itself indicates the locations of median access breaks, which,
for the most part are limited in Segment II, to at-grade intersections or major retail
entrances. Where no break is shown, it is the intent of the plan that vehicles entering or
exiting existing and future access points be restricted to right-in/right-out movements
only.

The traffic control and geometric plan for Segment II south of 157 Street responds to the
developing character of the area, and should result in significant improvements to safety
as well as traffic operations. Existing as well as possible signal locations meet SRA
spacing guidelines of ' -mile or greater.

The addition of a raised median from 159th Street through the Sibley Boulevard
intersection should improve safety along this segment of Western Avenue/Dixie Highway.
The raised median allows left turns only at selected locations, thereby reducing the
number of vehicular conflict points and, consequently, the number of opportunities for
the most severe accident types. The addition of through lanes at intersections also
reduces the potential for accidents by removing turning vehicles from through traffic
lanes, and decreasing the amount of accelerating and braking at intersections (with a
consequent improvement in air quality).

To verify the reasonableness of the recommended improvements, a planning-level
intersection capacity analysis was performed. Table 21 shows the results of the analysis
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for existing and future signalized intersections along Western Avenue/Dixie Highway in
this segment. The analysis utilizes CATS year 2010 SRA forecast traffic volumes as a
general reference. As noted in the table, assumptions for unavailable minor crossroad
traffic volumes were made. Other capacity analysis assumptions are detailed in
Appendix A.

The capacity analysis indicates that the recommended plan should produce acceptable
volume to capacity (V/C) ratios for Segment II, which would result in reasonable levels
of service during peak periods. The analysis notes several intersections where the V/C
ratio is greater than 1.00. Given the uncertainty of the planning-level analysis and the
forecast volumes, an intersection was assumed to operate at an acceptable level of service
if the V/C was calculated to be as high as 1.10 or less.

Parking Considerations

As noted in Chapter III, it is the intention of the proposed plan to retain existing on-street
parking throughout the Western Avenue/Dixie Highway corridor wherever possible.
Within Segment II there is no existing on-street parking south of the Blue Island CBD.
All on-street parking within the CBD is retained under the proposed plan because the
established one-way pair provides for at least two through lanes in both directions.

North of the CBD, between 127th and 119th Streets, parking is currently allowed on both
sides of Western Avenue during off-peak travel hour conditions. Parking is not allowed
on the northbound and southbound sides of the roadway during the morning and evening
peak travel hours. When parking is allowed on both sides during off-peak periods, traffic
is limited to one lane in each direction.

Desirable requirements for an urban area SRA included four traffic lanes and a median.
Given the limited existing right-of-way (80 feet) and adjacent land use close to the
existing right-of-way, the only way to achieve the desired SRA improvements without
numerous building relocations is to eliminate on-street parking.

However, permanent parking restrictions would eliminate more than 200 on-street parking

spaces. This reduction in parking would affect adjoining businesses and individual
citizens. Therefore, the plan for this section proposes continuation of peak period traffic
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Table 21
Evaluation of Signalized Intersection Operations Along
Segment II (159th Street to 119th Street) of Western Avenue/Dixie Highway

Lane ArrangementsP Year 2010 ADT (vpd)©
Lotersection of Western Avenue/ v/IC
Dixie Highway and: SRA Crossroad SRA Crossroad for Intersectiond

159th Street* L-TT-R L-TT-TR 37,400 28,500 0.92
154th Street® L-T-TR L-TR 37,500 12,000 1.00
Mall Drive? L-T-TR LTR 37,500 5,000 0.77
150th Street® L-T-TR L-TR 41,000 12,000 1.06
Sibley Boulevard L-TT-TR L-TT-TR 41,000 50,000° 1.09
139th Street® L-T-TR L-TR 24,800 12,000 0.79
131st Street L-TT-R LT 17,000 12,000 0.58
York Street® L-TT-R LT 17,000 12,000 0.58
Union Street® LT-TT-R LT 17,000 5,000 0.32
127th Street (East)* LL-TT-R L-TT 29,600 32,000 0.83
127th Street (West)* L-TT-R L-TT-R 29,600 50,000¢ 0.96
123rd Street® L-T-TR L-TR 32,500 5,000 0.70

Note: *Denotes SRA corridor
8Assumed for unavailable volumes: 20,000 vpd for major arterials, 12,000 vpd for minor arterials, 5,000 vpd for local roadways
bl = Left-urn lane; T =through lane; R=right-turn lane; and TR =through and right-turn lane
SADT = Average Daily Traffic
dv/C = Volume to Capacity Ratio
®Projected ADT Volume reduced to 50,000 vpd maximum
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restrictions to provide two traffic lanes for peak travel movements (see Table 22). Strict
enforcement of peak period restriction would be a necessary part of this plan. Revisions
to the plan may be required if effective enforcement is not maintained.

Public Transportation

Metra is currently evaluating the feasibility of improving service to the two existing rail
lines that operate in this segment. Both the Metra-Rock Island line and the Metra-
Electric line are being evaluated for an upgrade of service. Installation of directional
signing is recommended on Western Avenue/Dixie Highway to the Robbins, Blue Island,
Burr Oak, Prairie, 123rd Street, and 119th Street train stations (locations are noted in
Exhibits C4 to C-6).

Pace and the CTA operate bus routes that travel along or cross this segment of Western
Avenue/Dixie Highway. Preferred bus stop/shelter locations for existing routes are
shown in Exhibits C-1 to C-6. These bus stop/shelter should be implemented when
development and/or service needs warrant. Far side bus stops are shown in many
instances to facilitate coordination of bus passenger transfers with crossing routes. Right
turns on red onto the SRA are prohibited to avoid conflicts with these far side bus stops.
Any future bus turnouts will require at least 125 to 130 feet of right-of-way (see
Appendix A for a bus turnout detail). Consideration also should be given to paved
sidewalks for pedestrians, and appropriate design standards for locating and marking bus
stops should be followed.

The use of traffic signal pre-emption systems is being evaluated in city and suburban
areas. If these evaluations are positive, it is recommended that signal pre-emption
equipment be installed at all signals in this segment. Equipping the signal installations
along the Western Avenue/Dixie Highway SRA is part of the recommended SRA plan.

Construction and Right-of-Way Costs

The consultant’s opinion of the total cost of the recommended plan for Segment II is
$17.2 million, in 1991 dollars, (see Table 23). This total cost includes costs of
construction, acquisition of right-of-way, and reconstruction of structures.

The roadway reconstruction cost is estimated at $12.6 million, which includes improving
Western Avenue/Dixie Highway to a four-lane divided roadway with closed drainage
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Table 23
Opinions of Construction and Right-of-Way Cost
for SRA Improvements Along Segment 11
(159th Street to 119th Street)
of Western Avenue/Dixie Highway
(1991 Dollars)

Roadway Reconstruction

(Includes widening to one side north of 136th Street) 12,550,000

Intersections/Interchanges

(159th Street, Mall Drive, and Union Street) 1,200,000

Structures and Retaining Walls 500,000

Other

(Off-Street parking replacement and installation of roadside

transit signal pre-emption equipment) 300,000
Subtotal $14,550,000

Right-of-Way 2,630,000
TOTAL $17,180,000
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from 159th Street to I-57 and a four-lane roadway with a flush median and closed
drainage from I-57 to 135th Street. Intersection approach widening is also included in
the construction cost amount. Other construction costs include intersections, structures,
and installation of roadside transit signal pre-emption equipment. Costs for
reconstructing the bridges are estimated at $500,000. The right-of-way acquisition cost is
based on the estimated costs of various types of land uses that would need to be acquired.
It is estimated that 5.6 acres of right-of-way would need to be acquired at a cost of $2.6
million.
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Segment III——*“‘Chicago South”’
(119th Street to I-55)

Segment III of the Western Avenue/Dixie Highway SRA is approximately 11 miles long.
It extends from 119th Street at the Blue Island/Chicago border to I-55 (see Exhibits C-7
to C-17). Areas served by this segment are Evergreen Park and the City of Chicago.

Cross Section and Geometric Characteristics

As noted in Chapter III, the basic existing cross section conditions within the City of
Chicago are as follows:

. Four traffic lanes, two parking lanes, and a painted flush median, all of
which will be retained by the proposed plan

. Right-of-way is 100 feet wide, and because buildings are usually adjacent
to the right-of-way line additional right-of-way is essentially unavailable
without relocations

] Lane configuration is the same throughout most of Western Avenue, but
lane widths vary from section to section

Given the above conditions it is recommended that a standard street width and lane width
be established that will optimize traffic operations and fit within the existing 100 feet of
right-of-way.

The recommended cross section for Western Avenue within Chicago is shown in the plan
exhibits for this segment. It has the following characteristics:

° A total pavement width of 76 feet with 12-foot outside border areas for
curb and gutter, sidewalk, utilities, and landscaping.

. Four 11-foot traffic lanes (the minimum acceptable lane width for an urban
SRA).
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. A 12-foot flush median. A wider median will enable vehicles, especially
trucks, the ability to maneuver fully into the median lane, and reduce the
tendency for drivers to encroach on other lanes when attempting to position
themselves in the median. A 12-foot median also allows additional
clearance between stopped median traffic and traffic moving in either
direction.

. Two 10-foot parking lanes. Ten-foot parking lanes are recommended to
allow greater clearance between parked cars/trucks and moving traffic.
These lanes are also intended to shelter buses at numerous bus stops. At
critical intersections the parking lane is expected to function as an
additional approach lane.

This recommended cross section is proposed between 119th and 55th Streets. Within this
area, Western Avenue is currently 72 feet wide. The recommended plan thus calls for
widening Western Avenue by 4 feet to achieve the desirable 76-foot-wide pavement.

Between 55th Street and 1-55, the existing roadway is only 56 feet wide and lacks a
median. The parkway separating Western Avenue from Western Boulevard lies to the
east of Western Avenue throughout this section. Several alternatives were considered for
this section, which had varying degrees of effect on the parkway and Western Boulevard:

. Creating a one-way pair using Western Boulevard for northbound traffic.
This alternative was dropped because trucks are prohibited on the
Boulevard system, and removing this restriction would be unlikely to have
widespread support.

. Widening 20 feet into the parkway to avoid effects to adjoining property on
the west side of Western Avenue, but was dropped because it was deemed
to have too great of an effect on parkway open space.

The recommended plan represents a compromise between competing needs and interests.
Within this section (55th Street to I-55) it is proposed that Western Avenue be
constructed to a width of 66 feet rather than 76 feet. To accomplish the reduced width
and maintain desirable lane widths the northbound parking lane would be dropped. The
necessary 10-foot widening would take place entirely on the west side of Western
Avenue, and would have no effect on the parkway between 55th Street and Pershing
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Road. North of Pershing Road, widening would be necessary within the parkway
because right-of-way west of Western Avenue is reduced and adjacent buildings limit
acquisition of additional width.

As noted earlier, widening approaches to major intersections are not possible within the
city without unacceptable relocations. Thus, additional capacity at major intersections is
only possible at the expense of parking removal in the vicinity of an intersection. This
enables the parking lane to act as an additional approach lane. Within Segment III, this
is proposed at five major intersections:

95th Street (a SRA)
87th Street (a SRA)
55th Street (a SRA)
Pershing Road (a SRA)
Archer Avenue

The affects on existing parking are discussed later in this section.

In addition to the above noted improvements, the following site-specific improvements
are included in the recommended plan:

CHI247/004.51

A pedestrian-activated signal is proposed at 113th Street to facilitate
movement between Kennedy Park on the west side of Western Avenue to a
grade school located on the east side of Western Avenue. The signal meets
appropriate spacing guidelines and will serve local access needs to the
neighborhood northwest of the signal as well.

At 94th Street, traffic crossing between 94th Street and the Sam’s
warehouse driveway affects operations on Western Avenue. Median
channelization is recommended to restrict this movement. This would
result in right-in/right-out operation at 94th Street.

A bus-actuated signal is proposed at the CTA bus turnaround located north
of 79th Street to enable southbound buses to easily exit the facility. This
signal should be coordinated with the signal at 79th Street and respond only
to requests for traffic pre-emption emanating from the turnaround facility.
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As noted earlier, the Western Avenue/Pershing Road intersection is
seriously affected by two railroad overpasses that cover the intersection and
result in bridge piers being located within the intersection. It is a
challenge for drivers to negotiate the intersection let alone maintain
operating speeds and capacity. The ultimate and desirable solution is to
reconstruct the rail structures using current design technology to eliminate
piers within the intersection. Reconstruction of the railroad overpasses is
considered to be part of the plan for the Western Avenue SRA corridor.
However, because of the great expense needed to replace these structures,
and the time necessary to program funding of this magnitude, two
intermediate level improvements are also recommended.

Traffic operations can be improved immediately by better signing, lighting,
and markings to emphasize lane designations ahead of the overpasses. This
is intended to enable the motorist to better identify and understand his
travel path through the intersection. Increased illumination under the rail
structures, and painting all vertical surfaces a light color should further
increase the visual clarity of the travel paths.

The second intermediate improvement would be to simplify operations
within the intersection by eliminating as many turn movements as possible.
This could be accomplished be constructing an extension of 40th Street to
the east across the parkway to connect with Western Boulevard. With this
in place, all left turns would be prohibited at the Western Avenue/Pershing
Road intersection. These movements would be accomplished at the 40th
Street extension. Due to the limited number of left turns involved it is not
likely that the newly created 40th Street intersections would require
signalization. It would be necessary to enact an ordinance allowing trucks
to use a one block section of Western Boulevard between 40th Street and
Pershing Road.

The existing intersection with Columbus Avenue and 74th Street has five
legs and presents a congestion point on Western Avenue. The
improvement plan includes closing the west leg of 74th Street and making
the east leg one-way eastbound to improve the operation of the
intersection. This is feasible because 74th Street appears to serve only a
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local function, which can be covered by the surrounding network of local
streets. An ordinance would be required to effect these changes.

As noted in Chapter II and Table 9, this segment contains 12 structures crossing Western
Avenue including those at Pershing Road. Seven of these structures carry railroads and
have vertical clearances less than the desirable 14 feet, 6 inches. The plan calls for
increasing the vertical clearances at these locations. Four of the above seven structures
also lack the horizontal clearance necessary and should be replaced. These include the
two rail structures at Pershing Road, a railroad bridge at 49th Street, and another north of
Archer Avenue.

Traffic Control, Operations, and Safety

The proposed improvements will enhance traffic operations and safety throughout this
segment. Additional capacity at major intersections developed through minimal parking
restrictions will reduce congestion, as will the construction of lanes with adequate width
and the addition of a median where none currently exist. The addition of a median and
wider lanes is particularly important in the roadway section north of 55th Street. It will
eliminate encroachment into adjoining lanes and improve operating speeds and safety.
The site-specific improvements noted above will eliminate or reduce individual problems
that contribute to corridor delay.

Table 24 presents the results of the planning-level intersection capacity analysis for the
existing and future signalized intersections along Western Avenue/Dixie Highway in this
segment. The analysis utilizes CATS year 2010 SRA forecast traffic volumes as a
general reference. As noted in the table, assumptions for unavailable minor crossroad
traffic volumes were made. Other capacity analysis assumptions are detailed in
Appendix A.

Table 24 notes a number of intersections where the V/C ratio exceeds 1.00, some by a
considerable amount. This indicates that although improvements can and should be made
at selected locations to enhance traffic movement through major intersections, the
forecasted traffic is large enough to require a general increase of capacity throughout the
corridor by either adding lanes or complete removal of parking. Neither of these
alternatives are considered to be reasonable, and thus it is expected that as traffic
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Table 24

Evaluation of Signalized Intersection Operations Along
Segment II1 (119th Street to 1-55) of Western Avenue/Dixie Highway

Lane Arrangemen(sb

Year 2010 ADT (vpd)©

Intersection of Western Avenue/ vIC
Dixie Highway and: SRA Crossroad SRA Crossroad for 1ntersectiond

119th Street® L-T-TR L-TT-R 32.500 12,000 0.73
115th Street® L-T-TR L-TR 28,100 12,000 0.84
113th Street® L-TT LR 28,100 5.000 0.56
111th Street® L-T-TR L-TR 37,100 12,000 0.99
107th Street® L-T-TR L-TR 39,300 12,000 1.03
103rd Street® L-T-TR L-T-TR 39,500 12,000 0.86
1018t Stree?® L-TT L-TR 39.500 5.000 0.73
99th Street® L-T-TR L-T-R 45,100 5,000 0.89
98th Street® L-TT-R L-LR-R 45.100 5.000 0.77
95th Street* L-TT-TR L-TT-R 48,000 45,300 1.27
91at Street® L-TT L-R 48.000 5.000 0.95
87th Street*® L-TT-TR L-TT-TR 45,600 46,600 1.11
83rd Street® L-T-TR L-T-TR 38.500 12,000 0.84
79th Street® L-T-TR L-TT-R 35.700 12,000 0.78
Columbus Avenue L-TT-R L-LTR 50,000° 23,300 1.11
71st Street® L-T-TR L-TR 50.000° 12,000 1.21
69th Street® L-TT L-TR 49,900 12,000 1.21
67th Street® L-T-TR L-TR 50.000° 12,000 1.21
65th Street® L-T-TR L-TR 50.000° 5,000 0.99
63rd Street® L-T-TR L-TR 50.000¢ 12,000 1.21
62nd Street® L-T-TR L-TR 49,700 5.000 0.99
61st Street® L-T-TR L-TR 49,700 5,000 0.99
59th Street® L-T-TR L- TR 50,000° 12,000 1.21
55th Street*/Garfield Boulevard L-TT-TR L-TT-TR 50.000°¢ 41,900 1.10
54th Street® L-TT-R L-TR 45,900 5,000 0.86
51st Street® L-T-TR L-TR 45.900 12,000 1.14
Access Dr. L-T-TR L-TR 45,900 12,000 1.14
47th Street® L-T-TR L-TR 43,500 12,000 1.10
43rd Street® L-T-TR LT-TR 39,300 20,000 0.95
Pershing Road* L-TT-TR L-T-TR 44,100 48,900 1.34
Archer Avenue L-TT-TR L-T-TR 50,000¢ 28,900 1.08
35th Street® L-T-TR L-TR 50.000° 12,000 1.21
Note: *Denotes SRA corridor

aA i for unavailable vol 20.000 vpd for major anerials, 12,000 vpd for minor arterials. 5,000 vpd for local roadways

b = Lefi-tum lane; T=through lane; R=right-tumn lane; and TR =through and right-tum lanc

CADT = Avcrage Daily Traffic

dv/C = Volume to Capacity Ratio

SProjected ADT Volume reduced to 50,000 vpd maximum CHI240/064.51




continues to grow, capacity deficiencies at even intermediate crossing roadways will
become evident.

Parking Considerations

Table 25 notes on-street parking spaces that would be lost due to recommendations that
develop additional capacity at selected high volume intersections in Segment III. In the
vicinity of 95th Street, 11 parking spaces would be lost, and 13 would be lost in the
vicinity of 87th street. The location of these spaces is noted along the top of the plan.
Each of these areas was also studied to identify the need for and location of an off-street
parking lot replacement site. Possible candidates are shown in the plan, but none are
specifically recommended at this time. At 95th Street, a site could not be identified at
this time without displacing a viable activity. In addition, development in the northeast
corner will provide its own off-street parking in the future. At 87th Street, the land use
is such that replacement parking was considered unnecessary.

A large number of spaces (estimated to be 576 spaces over 2.7 miles) will be lost
between 55th and 32nd Streets due to the decision to minimize impact on the parkway by
not including an east parking lane on Western Avenue. In this case, replacement parking
was considered unnecessary because the parkway itself eliminates half of the normal
parking generation for this section. Further study of area parking needs would be
completed as part of plan implementation. City ordinances would be required at all
locations where parking restrictions are to be changed.

Public Transportation

Metra is currently evaluating the feasibility of improving service to the two existing rail
lines that operate in this segment. Both the Metra-Heritage corridor line and the Metra-
Norfolk Southern line are being evaluated for an upgrade of service. The CTA
Southwest Rapid Transit line, which has a station at Western Avenue, also will be
operating in this segment by early 1993. Installation of directional signing is
recommended on Western Avenue/Dixie Highway to the 115th Street, 111th Street,
107th Street, 103rd Street, 99th Street, 95th Street, Wrightwood, Ashland, Western, and
35th Street trains stations (locations are noted in Exhibits C-7 to C-17).
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Pace and CTA operate bus routes that travel along or cross this segment of Western
Avenue/Dixie Highway. Preferred bus stop/shelter locations for existing and/or future
routes are shown in Exhibits C-7 to C-17. These bus stop/shelters should be
implemented when development and/or service needs warrant. Any future bus turnouts
will require at least 125 to 130 feet of right-of-way (see turnout detail in Appendix A).

Far side bus stops are shown in many instances to facilitate coordination of bus passenger
transfers with crossing routes. Right turns on red on to the SRA should be prohibited to
avoid conflicts with these far side bus stops. Consideration also should be given to paved
sidewalks for pedestrians, and appropriate design standards for locating and marking bus
stops should be followed.

The use of traffic signal pre-emption systems is being evaluated in city and suburban
areas. If these evaluations are positive, it is recommended that signal pre-emption
equipment be installed at all signals in this segment. Equipping the signal installations
along the Western Avenue/Dixie Highway SRA is part of the recommended SRA plan.

Construction and Right-of-Way Costs

The consultant’s opinion of the total cost of the recommended plan for Segment III is
$24.6 million, in 1991 dollars, (see Table 26). There are no right-of-way costs in
Segment III, as all improvements are to be made within the existing 100-foot right-of-
way. Roadway costs reflect the minor 4-foot widening required over most the section,
lowering profiles at rail structures to increase vertical clearances, and the resurfacing of
the existing roadway. Other costs include $600,000 for installation of roadside transit
signal pre-emption equipment. The largest cost category is that for replacing structures
to improve lateral clearances, estimated to be $8 million. Right-of-way would not be
needed to implement the plan.

CHI247/004.51 IV-28



Table 26
Opinions of Construction and Right-of-Way Cost
for SRA Improvements Along Segment 111

(119th Street to I-55) of Western Avenue/Dixie Highway

) (1991 Dollars)

Roadway Reconstruction
(Includes Widening and Resurfacing)

Intersections/Interchanges
(Proposed Bus Access Near 79th Street)

Structures and Retaining Walls

Other (Installation of Roadside Transit Signal Pre-emption
Equipment)

Subtotal
Right-of-Way

TOTAL

15,960,000

100,000

7,950,000

620,000
$24,630,000

0
$24.630,000
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Segment IV——“‘Chicago Central”’
(I-55 to 1-90/94)

Segment IV of Western Avenue/Dixie Highway is approximately 6 miles long and runs
through the central sections of the City of Chicago between I-55 and 1-90/94.

Cross Section and Geometric Characteristics

Between I-55 and 1-90/94 it is proposed that Western Avenue be developed as a 76- foot
four-lane roadway with a median and parking lanes as described in the previous section
(119th Street to I-55). Within this segment the current roadway width is 68 feet.
Therefore, it will be necessary to widen the existing roadway by 8 feet. This is possible
without the acquisition of additional right-of-way. The existing right-of-way continues as
100 feet (see Exhibits C-18 to C-23).

There are 10 grade separations in this segment, nine of which have structures carrying
other facilities over Western Avenue (see Table 11). Of these, one is for 1-90/94, three
are for CTA Rapid Transit lines, and five are for commuter and freight rail lines. Only
the CTA structure at 21st Street has adequate horizontal and vertical clearances. None of
the other structures meet the desirable vertical clearance of 14 feet, 6 inches. All CTA
structures have adequate lateral clearance to allow for at least four lanes of traffic and a
median. Columns may preclude extension of parking lanes through the structures once
the street is widened as recommended. Four of the five railroad structures warrant
replacement based on inadequate lateral clearances. These include all of the crossings
except for the Burlington Northern structure near Blue Island Avenue.

Traffic Control, Operations, and Safety
This segment of the Western Avenue/Dixie Highway contains 37 existing signalized
intersections. Some of the signals no longer appear to be necessary given existing traffic

patterns. The plan encompasses removal of traffic signals where current conditions no
longer warrant them.
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Based on limited field observations, the plan notes six signal locations that may no longer
warrant signals:

° 16th Street

. Taylor Street
. Adams Street
. Monroe Street
° Fulton Street

o Hubbard Street

It is emphasized that actual elimination of these signals must be based on further detailed
traffic engineering analyses and understanding of community needs. Where signals
cannot be removed, modernization and optimization of signal operation to favor traffic on
Western Avenue should be achieved. A goal of further studies would be to develop a
sequence of signals with minimum %-mile spacing.

Within Segment III it is recommended that parking be eliminated in the vicinity of the
following high volume intersections:

. Cermak Road
. Roosevelt Road——Ogden Avenue

. Chicago Avenue
° North Avenue
° Fullerton Avenue

. Armitage Avenue

At these locations it is recommended that parking on Western Avenue be restricted a
minimum of 200 feet in advance of the cross street and 400 feet beyond the cross street
for both directions of travel. These are the minimum lengths necessary to develop an
additional through approach lane at these intersections. City ordinances would be
required to affect restrictions. The specific affects on parking are discussed later.

It also is recommended that left turns be prohibited from Milwaukee Avenue to improve
operations at that intersection.

Table 27 lists the results of a planning-level capacity analysis performed using CATS
year 2010 forecast SRA volumes on Western Avenue and major crossroads. As noted in
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the table, assumptions for unavailable crossroad traffic volumes were made. Other
capacity analysis assumptions are detailed in Appendix A. The approach lanes shown
reflect the lane arrangements in the recommended plan.

Table 27 notes that with the recommended improvements only the Blue Island Avenue
intersection will have a V/C ratio greater than 1.10. (Given the uncertainty of the traffic
estimates a value below 1.10 was considered to be acceptable.) The intersection at Blue
Island Avenue is surrounded by buildings and grade differences due to the nearby rail
crossing. Therefore, improvements were not considered feasible.

The safety and operations of this segment would be enhanced significantly with the
development of wider lanes and median, and selective parking restrictions at high volume
intersections. The existing lane widths necessary to fit four traffic lanes, two parking
lanes, and a median within the current 68-foot roadway width lead to encroachment into
adjacent lanes. This slows traffic operations and creates unsafe conditions. This
situation is particularly true south of I-290, where a greater number of trucks is apparent.
Even a parked truck affects traffic because of the narrow width of existing parking lanes.

Improving access control is another means of enhancing operations and safety. In the
mature areas of Segment IV, numerous existing access points (including local streets and
private driveways) contribute to operational conflict. Unfortunately, it would be
impractical to eliminate all of these access points with the existing pattern of land
development and their dependence on access to Western Avenue. As new development
occurs, the SRA plan recommends that development consider limiting direct access onto
Western Avenue wherever possible.

Parking Considerations

Table 28 presents the effects of the proposed elimination of parking in the vicinity of six
high volume intersections. The number of affected on-street parking spaces varies
because of current parking restrictions, locations of driveways, bus stops and other
elements that precluding parking. Suggested locations for off-street replacement parking
at four of the six intersection locations are noted in the plan and Table 27. At three
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Table 27

Evaluation of Signalized Intersection Operations Along
Segment IV (I-55 to 1-90/94) of Western Avenue/Dixie Highway

Lane Arrangements? Year 2010 ADT (vpd)©
Intersection of Western Avenue/ vIC
Dixie Highway and: SRA Crossroad SRA Crossroad for Intersectiond

31st Street? L-TT L-R 50,000¢ 5,000 0.91
Blue Island Avenue? L-T-TR L-TR 50,000¢ 12,000 1.21
24th Street® L-T-TR L-TR 43,300 5,000 0.88
Cermak Road L-TT-TR L-TT-R 50,000° 21,800 0.93
215t Streetd L-T-TR L-TR 50,000° 5,000 0.99
18th Street? L-TT L-R 50,000 5,000 0.91
16th Street? L-T-TR L-TR 50,000° 5,000 0.99
Ogden Avenue L-TT-TR L-TT-TR 49,000 37,500 1.04
Roosevelt Road L-TT-TR L-TT-R 43,900 29,100 0.97
Polk Street® L-T-TR L-TR 37,400 5,000 0.78
Harrison Street? L-T-TR L-TR 32,600 5,000 0.70
Congress Parkway? L-TT-T L-T-TR 32,600 12,000 0.59
Van Buren Street? LL-TT-T LT-TR 50,000¢ 12,000 0.94
Jackson Street? L-TT LT-T-TR 50,000¢ 5,000 0.89
Madison Street® L-T-TR L-TR 50,000% 5,000 0.99
Warren Boulevard® L-TT LT-T-TR 50,000° 20,000 1.04
Washington Boulevard? L-TT LT-TR 50,000° 12,000 1.01
Lake Street® L-T-TR LT-TR 50.000° 5,000 0.98
Grand Avenue? L-T-TR L-T-TR 50,000¢ 12,000 1.03
Ohio Street? L-T-TR L-TR 50,000° 5,000 0.91
Chicago Avenue? L-T-TR L-T-TR 50,000¢ 12,000 1.03
Jowa Avenue? L-TT L-TR 50,000° 5,000 0.91
Augusta Boulevard® L-T-TR L-TR 50,000° 5,000 0.99
Division Street® L-T-TR L-T-TR 50,000° 12,000 1.03
Hirsch Drive® L-T-TR L-TR 50,000° 5,000 0.99
North Avenue? L-TT-TR L-T-TR 50,000° 20,000 0.93
Milwaukee Avenue? L-TT-TR T-TR 49,900 26,300 1.04
Armitage Avenue? L-TT-TR L-T-TR 49,900 12,000 0.80
Lyndale Street® L-T-TR L-TR 49,900 5,000 0.99
Fullerton Avenue® L-TT-TR L-T-TR 49,900 20,000 0.93
1-90/94 EB Ramp? TT-TR TT 48,900 12,000 0.92

Note: *Denotes SRA corridor

aAssumed for unavailable volumes: 20,000 vpd for major arterials, 12,000 vpd for minor arterials, 5,000 vpd for local roadways
bl = Lef-turn lane; T =through lane; R =right-turn lane; and TR =through and right-turn lane

CADT = Average Daily Traffic
dv/C = Volume to Capacity Ratio
®Projected ADT Volume reduced to 50,000 vpd maximum
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locations (Cermak Road, Chicago Avenue, and Fullerton Avenue), a suitable site could
not be found without displacing a current occupant. That does not argue against the
proposed plan. As with other elements of the plan, as property use and ownership
changes, local officials should look for opportunities to develop off-street parking so that
improvements are realized over time. As noted elsewhere in this report, parking removal
will take place only as public acceptance of the need for such action develops, and
appropriate studies of parking need and opportunity are completed.

Public Transportation

Metra is currently evaluating the feasibility of improving service to the three existing rail
lines that operate in this segment. The Metra-Burlington Northern line, Chicago & North
Western, and Milwaukee District line are being evaluated for an upgrade of service. The
corridor also crosses the Douglas Congress, O’Hare, and Lake Rapid Transit lines.
Installation of directional signing is recommended on Western Avenue/Dixie Highway to
the Western, Kedzie, Ashland, and Clybourn train stations (locations are noted in
Exhibits C-18 to C-23).

The CTA operates bus routes that travel along or cross this segment of Western
Avenue/Dixie Highway. Preferred bus stop/shelter locations for existing and/or future
routes are shown in Exhibits C-18 to C-23. These bus stop/shelters should be
implemental when development and/or service warrant. Far side bus stops are shown in
many instances to facilitate coordination of bus passenger transfers with crossing routes.
Right turns on red onto the SRA should be prohibited to avoid conflicts with these far
side bus stops. Any future bus turnouts will require at least 125 to 130 feet of right-of-
way (see Appendix A for a bus turnout detail). Consideration also should be given to
paved sidewalks for pedestrians, and appropriate design standards for locating and
marking bus stops should be followed.

The use of traffic signal pre-emption systems is being evaluated in city and suburban
areas. If these evaluations are positive, it is recommended that signal pre-emption
equipment be installed at all signals in this segment. Equipping the signal installations
along the Western Avenue/Dixie Highway SRA is part of the recommended SRA plan.
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Construction and Right-of-Way Costs

The consultant’s opinion of the total cost of the recommended plan for Segment IV is
$19.8 million, in 1991 dollars, (see Table 29). This total cost includes roadway
improvements, acquisition of right-of-way (for off-street parking only), and
reconstruction of structures. (In Segment IV, four railroad bridges with limited lateral
clearance would require reconstruction.) The roadway construction cost is estimated at
$11.0 million, which includes costs of construction to widen Western Avenue by 8 feet,
resurfacing the existing roadway width, and reusing profiles to increase the vertical
clearances of structures. Reconstruction of structures is estimated at $7 million. Other
costs include replacement of off-sheet parking and installation of roadside transit signal
pre-emption equipment. The right-of-way acquisition cost is based on the estimated costs
of various types of land uses that would need to be acquired. It is estimated that the total
cost of off-street parking for Segment IV would be $1.3 million.
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r Table 29
Opinions of Construction and Right-of-Way Cost
for SRA Improvements Along Segment IV
(I-55 to I-90/94) of Western Avenue/Dixie Highway
(1991 Dollars)

Roadway Reconstruction ,
(Includes Widening, Resurfacing, and Profile Revisions) 11,000,000
Intersections/Interchanges 0
Structures and Retaining Walls 6,930,000
Other
(Off-Street Parking Replacement and Installation of Roadside
Transit Signal Pre-emption Equipment) 1,820,000

Subtotal $19,750,000
Right-of-Way 0

TOTAL $19.750,000

CHI240/072.51
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Segment V——*‘Chicago North”’
(1-90/94 to Peterson Avenue)

Segment V extends approximately 4 miles from 1-90/94 to the northern terminus of the
Western Avenue/Dixie Highway SRA at Peterson Avenue. This corridor segment is
entirely within the City of Chicago.

Cross Section and Geometric Characteristics

The recommended cross section in Segment V includes four basic lanes, a flush median,
and two parking lanes within 76 feet of pavement and 100 feet of right-of-way. This
cross section has been fully described in the discussion about Segment II (119th Street to
I-55). In much of this segment, Western Avenue is already 76 feet wide and no

additional pavement widening is necessary. Exceptions to the general cross section
recommendation include the following:

CHI247/004.51

The section of Western Avenue that includes the Belmont Avenue overpass
and the bridge over the north branch of the Chicago River would remain
unchanged. The overpass affords two through lanes in each direction
without a median. South of the Chicago River, three through lanes in each
direction are in place.

A six-lane section is recommended between Leland Avenue and Ainslie
Street to serve the overlapping Lincoln Avenue traffic in this section. The
roadway would consist of three through lanes within 32 feet of pavement in
each direction, a 4-foot median, and one 8-foot parking lane. All of this
would be within the existing 76-foot roadway. The two inside lanes would
function as continuous left turn lanes and serve the overlapping traffic that
must turn left off of Western Avenue at either end of the overlap section.
One lane of parking would be lost (see Exhibit D-4).

North of Berwyn Avenue (the northernmost 0.8 mile of the corridor), the
existing right-of-way is approximately 85 feet and no additional right-of-
way is available. A section consisting of four 11-foot traffic lanes, an
11-foot median, and a single 8-foot parking lane within 63 feet of
pavement is recommended. This recommendation increases traffic lane

IV-55



widths, adds a full median, and requires widening of the existing pavement
by 3 feet.

There are four major structures on Western Avenue within this segment. Two structures
carry Western Avenue over Belmont Avenue and the north branch of the Chicago River.
Changes are not recommended for these structures. The other two structures carry the
Metra-Chicago & North Western commuter line and a CTA Rapid Transit line over
Western Avenue. Changes are not recommended to these structures. However, the
vertical clearance at the CTA structure is less than the desirable 14 feet, 6 inches, and
increasing the clearance would require the lowering of Western Avenue.

As with other sections of Western Avenue, additional right-of-way beyond the existing
100 feet is not available without the relocation of buildings abutting the right-of-way
limits. Thus, the recommended plan makes no provisions for actual pavement widening
in advance of high volume intersections. Rather, the plan calls for parking restrictions at
high volume intersections to develop additional approach lanes.

Traffic Control, Operations, and Safety

There are 18 existing traffic signals in Segment V of Western Avenue/Dixie Highway.
Ten of these signals are located between Montrose Avenue and Berwyn Avenue, a
distance of 1.1 miles. This is an average spacing of about half the desired SRA
minimum distance of %-mile. This dense signal spacing, and the additional traffic from
the overlap of Lincoln Avenue creates very high traffic congestion. Therefore, it is
recommended that detailed signalization studies be undertaken to implement a traffic
control system that would interconnect and control all of the signals within this section of
Western Avenue. The system should be capable of monitoring and servicing cross street
demands, as well as optimizing travel on Western Avenue. Pedestrian call buttons to
assure extended pedestrian intervals at critical locations also should be included in this
system.

Signals are spaced at approximately %-mile intervals through the remainder of
Segment V.

Table 30 lists the results of a planning-level capacity analysis performed using CATS
year 2010 forecast SRA volumes on Western Avenue and major crossroads. As noted in
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Table 30

Evaluation of Signalized Intersection Operations Along
Segment V (I-90-94 to Peterson Avenue) of Western Avenue/Dixie Highway

Lane Arrangememsb

Year 2010 ADT (vpd)®

Intersection of Western Avenue/ viC
Dixie Highway and: SRA Crossroad SRA Crossroad for Intersectiond
Logan Boulevard® L-TT-TR L-T-TR 48,900 12,000 0.79
Elston Avenue/Diversey Parkway? L-TT-TR T-TR 45,500 12,000
L-T-TR 12,000 1.09
Roscoe Street? L-TT-TR L-TR 45,500 5,000 0.70
Addison Street? L-TT-TR L-T-TR 45,900 30,500 1.06
Grace Street® L-T-TR L-TR 45,900 5.000 0.92
Irving Park Road* L-TT-TR L-TT-R 45,900 33,300 1.06
Berteau Avenue? L-TT L-TR 44,100 5,000 0.88
Montrose Avenue? L-T-TR L-TR 46,200 12,000 1.15
Sunnyside Avenue L-T-TR L-TR 46,200 5.000 0.93
Wilson Avenue? L-T-TR L-TR 46,200 12,000 1.15
Leland Avenue/Lincoln Avenue? LTT LT-TR 46,200 25,400 1.52
Lawrence Avenue? L-T-TR L-TR 48,000 12,000 1.18
Ainsle Street/Lincoln Avenue L-T-TR L-R-R 48,000 25,400 1.41
Winnemac Avenue? L-T-TR L-TR 48,000 5,000 0.94
Foster Avenue L-TT-TR L-T-R 49,300 23,800 1.26
Berwyn Avenue L-TT L-TR 49,300 12,000 1.20
Bryn Mawr Avenue L-TT L-TR 49,300 12,000 1.20
Peterson Avenue* L-TT-TR L-TT-TR 36.900 44,800 0.98

Note: *Denotes SRA corridor

3 Assumed for unavailable volumes: 20,000 vpd for major arterials, 12,000 vpd for minor arterials, 5,000 vpd for local roadways
bL = Lefi-tun lane; T=through lane; R =right-turn lane; and TR =through and right-turn lane
CADT = Average Daily Traffic

V/C = Volume to Capacity Ratio
®Project ADT volume reduced to 50,000 vpd maximum
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the table, assumptions for unavailable crossroad traffic volumes were made. Other
capacity analysis assumptions are detailed in Appendix A. The approach lanes shown
reflect the lane arrangements in the recommended plan.

Of the 18 intersections evaluated in Table 30, 8 intersections have a total V/C ratio
greater than 1.10. The high V/C ratios show that even with the recommended plan the
forecasted traffic volumes require more capacity. This is impractical in highly developed
areas. The high V/C ratios are in spite of the recommendations in most instances to
remove parking in the vicinity of the intersections to develop an additional approach lane
on Western Avenue.

In the developed areas of Segment V, numerous existing access points (including local
streets and private driveways) contribute to operational conflict. Unfortunately, it would
be impractical to eliminate many of these access points given the existing pattern of land
development and its dependence on access onto Western Avenue. As new development
occurs, the SRA plan recommends that development limit direct access onto Western
Avenue wherever possible.

Elimination of left turns from Elston Avenue is noted in the plan to improve operations at
this six-leg intersection (see Exhibit D-3).

The recommended parking restrictions in key areas, and traffic signal operating systems
will lead to less congestion and have a corollary effect of improving safety in Segment V.
Development of wider traffic lanes, and a full median to shelter left turning vehicles at all
crossroads and driveways will contribute directly to safety between Berwyn and Peterson
Avenues. Improvements to the Peterson Avenue intersections are detailed in Exhibit D-5.

Parking Considerations

As noted, the elimination of parking at key locations has been recommended to develop
additional capacity in Segment V. The extent of the parking spaces lost, and the
recommended replacement strategies are summarized in Table 31. The recommended
plan includes parking restrictions in the vicinity of five individual intersections:

. Diversey Parkway/Elston Avenue
° Irving Park Road (a SRA)

CHI247/004.51 IV-58



° Montrose Avenue
° Foster Avenue
. Peterson Avenue (a SRA)

In three of the five locations, a suggested site for replacement off-street parking is noted.
In the other locations, no sites could be found at this time without the acquisition of

viable and occupied properties. It is noted that parking will not be removed without first
studying the need and manner of replacement. The recommended plan includes
replacement parking where needed and feasible even if no site has been identified at this

point,

In addition to the above intersections, removal of on-street parking is part of the
recommended plan at three other locations:

CHI247/004.51

Spot removal of parking is recommended between Addison Street and the
Elston/Diversey intersection. Parking is already restricted at approximately
60 percent of the curb areas. The removal of 16 spaces between Roscoe
and School Streets (plus the spaces being removed at the Elston/Diversey
intersection) will allow the development of a six-lane roadway through a
critical section of Western Avenue between Addison Street and 1-90/94.
Off-street parking sites have been identified in this area.

It is recommended that parking be removed on one side to allow the
development of a six-lane section on the portion of Western Avenue that
serves the overlapping Lincoln Avenue traffic. This is one of the most
critical sections on Western Avenue. Parking is already at a premium in
the area. It is suggested that a parking structure may have to be developed
in this area as part of the Western Avenue improvements.

As a result of the recommended increase in lane and median widths
between Bryn Mawr and Peterson Avenues, the northbound lane of parking
would be removed. Replacement of this parking is not considered
necessary because of the low demand land use on the east side of Western
Avenue (Rosehill Cemetery). In addition, there is very little retail activity
in this area that would generate a demand for short term or nearby parking
opportunities. A parking replacement site north of Peterson Avenue is
identified to serve the northern sections of this area.
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Parking restrictions would not be implemented without further study of area parking
needs. All restrictions would require city ordinances.

Public Transportation

Metra is currently evaluating the feasibility of improving service to the one existing rail -
line that operates in this segment. The Metra-Chicago & North Western (Northwest line)
is being evaluated for an upgrade in service. The corridor also crosses the CTA
Ravenswood Rapid Transit line. Installation of directional signing is recommended on
Western Avenue to the Clybourn and Western train stations (locations are noted in
Exhibits C-24 to C-28).

Pace and the CTA operate bus routes that travel along or cross this segment of Western
Avenue/Dixie Highway. Preferred bus stop/shelter locations for existing and/or future
routes are shown in Exhibits C-24 to C-28. These bus stops should be implemented
when development and/or service needs warrant. Far side bus stops are shown in many
instances to facilitate coordinated bus passenger transfer with crossing routes. Right
turns on red onto the SRA should be are prohibited to avoid conflicts with these far side
bus stops. Any future bus turnouts will require at least 125 to 130 feet of right-of-way
(see Appendix A for a bus turnout detail). Consideration also should be given to paved
sidewalks for pedestrians, and appropriate design standards for locating and marking bus
stops should be followed.

The use of traffic signal pre-emption systems is being evaluated in city and suburban
areas. If these evaluations are positive, it is recommended that signal pre-emption
equipment be installed at all signals in this segment. Equipping the signal installations
along the Western Avenue/Dixie Highway SRA is part of the recommended SRA plan.

Construction and Right-of-Way Costs

The consultant’s opinion of the total cost of the recommended plan for Segment V is

$6.5 million, in 1991 dollars, (see Table 32). This total cost includes roadway
improvements and acquisition of right-of-way (for off-street parking only). An amount of
$1.2 million has been allocated for the installation of a signal control system in the
vicinity of the Lincoln Avenue overlap. Other costs include installation of roadside
transit signal pre-emption equipment. It is estimated that the total cost for off-street
parking for Segment V would be $2.7 million.
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Table 32
Opinions of Construction and Right-of-Way Cost
for SRA Improvements Along Segment V
(I-90/94 to Peterson Avenue) of Western Avenue/Dixie Highway
(1991 Dollars)

Roadway Reconstruction
(Includes Widening and Resurfacing) 2,340,000
Intersections/Interchanges 1,200,000
Structures and Retaining Walls 0
Other
(Off-Street Parking Replacement and Installation of Roadside
Transit Signal Pre-emption Equipment) 3,000,000

Subtotal $4,890,000
Right-of-Way 0

TOTAL $6,540,000
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Western Avenue/Dixie Highway Corridor Summary

This SRA study of Western Avenue/Dixie Highway systematically addressed future,
short-term, and existing transportation needs along the corridor. The following
paragraphs summarize the expected operations and capacity of the Western Avenue/Dixie
Highway under future conditions. The summary also includes the overall opinion of the
total costs to implement the plan as recommended. In addition, because of the significant
investment required for implementing the recommended plan, a prioritization scheme, as
discussed below, was developed.

Operational Analysis of the
Western Avenue/Dixie Highway Corridor

An evaluation of traffic operations during high-demand (peak) periods was performed for
the entire corridor. Techniques, procedures, and assumptions consistent with the 7985
Highway Capacity Manual (HCM), published as Transportation Research Board Special
Report 209, were used. The corridor was evaluated as a urban multilane highway for its
entire length.

The year 2010 CATS SRA traffic forecast was used to develop theoretical peak period
traffic volumes for analysis purposes. Assumptions were made for the general volumes
of crossroad traffic and for patterns of turning movements.

Other assumptions for signalization (green time/cycle, cycle lengths, effects of
progression) were made consistent with the intersection analyses. These analyses are
documented in Appendix A. All data requirements or assumptions are compatible with
the SRA plan and with guidelines in the HCM.

The quality of operation on Western Avenue/Dixie Highway is a function of the character
of the arterial (which affects the safe operating speed under free flow conditions), the
number and spacing of signalized intersections, and the delay and level of service at those
intersections.

Appendix A presents an operational analysis of each signalized intersection along Western
Avenue/Dixie Highway. Table A-2 in Appendix A summarizes the operational
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assumptions for each intersection and arterial segment that were used to generate the
arterial analysis.

Table 33 describes the results of the arterial analysis for the year 2010 CATS forecast.
The following are evident from reviewing the intersection analysis and Table 33:

. Because of the high-volume urban character of Western Avenue/Dixie
Highway, average operating speeds are low. South of Columbus
Avenue/74th Street, there are several signalized intersections with a V/C
ratio greater than 1.00. North of Columbus Avenue/74th Street, this is
true again for a large majority of the signalized intersections. The
resulting level of service, usually in the E and F range, produces low
arterial speeds and undesirable operation for the majority of Western
Avenue/Dixie Highway.

. The average peak period speed for the entire route is estimated to be
11 miles per hour (mph). The segments with average speeds below
10 mph are north of 71st Street. Average speed is not higher than the 15
mph, which occurs south of 127th Street.

Implementation Costs

A total investment of $68.1 million (1991 dollars) will be necessary to implement all of
the recommended plan. This estimate of cost includes approximately $65.5 million in
roadway, intersection/interchange, and structural improvements, and $2.6 million in
right-of-way acquisition. Because of the significant investment required for
implementation, the following prioritization scheme was developed.

Project Prioritization

The $68.1-million implementation cost for Western Avenue/Dixie Highway is substantial.
The SRA plan will require construction over many years. Table 34 presents a suggested
program of priority improvements, categorized by short-term, basic, and post-2010
recommended sections. Total cost divided by these three categories is presented in
Table 35.
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Table 35

Opinions of Construction and Right-of-Way

Costs for SRA Improvements

(1991 Dollars)

Along Western Avenue/Dixie Highway

Summary of Total Cost——All Segments

Basic Recommended
Short Term® | 2010 Plan® | Post-2010%P Total®

Roadway Reconstruction 0 41,850,000 0 41,850,000
Intersections/Interchanges 0 1,300,000 0 1,300,000
Structures and Retaining
Walls 0 15,380,000 14,400,000 15,380,000
Other 3,080,000 3,860,000 0 6,940,000

$3,080,000 $62,390,000 $14,400,000 $65,470,00

0

Right-of-Way 0 2,630,000 0 2,630,000

$3,080,000 $65,020,000 $14,400,000 $68,1000,00

4Gee items listed in Table 34.

¢The Total column is the sum of the Short Term and Basic 2010 Plan columns.

bThe recommended post-2010 item is the reconstruction of the railroad bridges at Pershing

CHI238/084.51




Short-Term Recommendations

Short-term implementation recommendations represent plan elements or projects that
address immediate problems and/or needs that are generally lower cost in nature or that
are intended to reflect specific known plans, activities, etc., that are expected to occur
well before 2010. Examples of short-term improvements include intersection upgrading
and signalization, or frontage road or other localized reconstruction to accommodate
planned development. Important short-term recommendations include closing 74th Street;
improving striping, signing, and lighting at Pershing Road; removing unwarranted
signals; restricting left turns from Milwaukee Avenue and Elston Avenue; installing a
signal coordination network between Montrose Avenue and Foster Avenue; and
installation roadside transit signal pre-emption equipment. The total cost of the short-
term plan only includes an estimation of the signal coordination system. This was
estimated at about $3 million, in 1991 dollars.

Basic SRA Plan

Basic SRA plan recommendations represent those elements or projects to be constructed
within the normal course of prioritization for any SRA project. These recommendations
generally include most plan elements not designated as short-term, with only notable
exceptions specified as post-2010 recommendations. The total cost of the basic 2010 plan
is estimated to be $65.0 million, in 1991 dollars.

Post-2010 Plan

Post-2010 plan recommendations represent elements of the SRA plan that are considered
lower priority for a number of reasons. They may include high-cost elements (e.g., new
interchanges, river crossings, etc.) for which operational needs may not occur for many
years. They also may include plan elements that should await implementation of other
improvements whose timing is unknown or long-term in nature. A small amount of the
Western Avenue/Dixie Highway SRA plan represents such long-term items. The only
item included in the $14.4-million post-2010 cost shown in Table 35 is the reconstruction
of the railroad bridge at Pershing Road.

CHI247/004.51 v-79
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Chapter V
Public Involvement

The Public Involvement Process

The public involvement process includes three elements: the SRA Advisory Panel
meetings, the bimonthly newsletters, and the public hearing.

Two Advisory Panels were established to assist/‘comment on the study of Western
Avenue/Dixie Highway from U.S. 30 to Peterson Avenue. The panels included officials
from Cook County, Blue Island, Chicago, Chicago Heights, Dixmoor, East Hazelcrest,
Evergreen Park, Flossmoor, Harvey, Homewood, Markham, and Posen. Three sets of
Advisory Panel meetings were held at key junctures throughout the study. At the first
pair of Advisory Panel meetings on September 23 and October 16, 1991, the existing
conditions and concerns along the Western Avenue/Dixie Highway corridor were
presented. The second pair of Advisory Panel meetings were held April 8 and 23, 1992.
At these meetings, the overall long-range alternatives for Western Avenue/Dixie Highway
were discussed and written comments were requested. The third set of Advisory Panel
meetings were held on January 11 and 26, 1993. At these meetings, the Draft Final
Report was reviewed with panel members.

In addition, bimonthly newsletters were published and distributed to panel coordinators,
panel members, and local community officials. These newsletters were intended to
update the local units of government on the study progress and issues.

Public hearings were held on March 3, 1993, in northern Chicago and on March 4, 1993,
in Blue Island. The hearings were held prior to final publishing of the Western
Avenue/Dixie Highway Final Report to allow the public to comment on the recommended
plan. Question comments and responses from the public hearings are attached at the end
of this chapter.

Copies of the meeting minutes for each Western Avenue/Dixie Highway Advisory Panel
meeting and panel meeting correspondence; the newsletters; and the public hearing
transcripts, comments, and responses are contained in this chapter. Each section is
separated by a single title sheet.

CHI247/007.51 V-1



CHI238072.51

Advisory Panel Meeting Minutes



MEETING MINUTES

CHMHILL

SUBJECT:

LOCATION:
DATE:

TIME:

ATTENDANCE:

PROJECT:

Strategic Regional Arterial System

Advisory Panel Meeting No. 1

Western Avenue / Dixie Highway, Cook County
South Panel - U.S. Route 30 to 119th Street
1154 Ridge Street, Homewood, Illinois
September 23, 1991

7:30 p.m.

See Attached Roster

CHI31495.08.A5

The SRA Advisory Panel Meeting for the south section of the Western Avenue / Dixie

Highway corridor in Cook County was attended by representatives of the Illinois

Department of Transportation (IDOT), Chicago Area Transportation Study (CATS),
CH2M Hill and the Study Advisory Panel. Members on September 23, 1991. Attendees
were given a handout describing the following: limits of the corridor, a list of involved
communities and panel membership, a schedule of subsequent panel meetings and public
hearings, SRA planning objectives, desired typical cross sections, planning focus areas, and
SRA alternatives development concepts. Specific items discussed are noted below.

1. Eugene Ryan (CATS) opened the meeting with an introduction of the CATS 2010
transportation plan and emphasized:
a) The major expressway and transit systems would not be able to carry the 2010
forecast travel demand. Hence, the SRA system was developed to assist in serving
the high volume / long haul trips.
b) The SRA corridors are existing roads serving local needs. Therefore the SRA
system must serve a dual role.
c) The current study is part of the 5-year program to help make decisions about the
ultimate configuration of the SRA corridor. This study will serve as a framework
within which long range planning will take place.

2. Rich Starr (IDOT) commented on the status of current SRA studies, noting that this
was the second SRA study to get started. Sections in the first study, including U.S.
Route 30, are nearing the public hearing stage. The third set of corridors to be
studied is just getting underway.

3. Tim Neuman (CH2M Hill) presented an overview of the study process noting the

following:

SRA studies are done ahead of normal IDOT Phase 1 studies.
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The objective is to identify long range needs and develop a tool for
preservation of right-of-way. '
An important roll of the panel is the coordination of future land use
with SRA corridor improvement goals.
Lastly, Tim asked if we had identified all of the people who should be on the panel.
He urged all members to forward other names that should be included on the panel
member list.

4. Ted Reynen (CH2M Hill) presented "Planning Focus Areas” for the south section of
the Western Avenue / Dixie Highway corridor. Ted noted that these areas represent
places where development of the desirable SRA typical cross section would be
constrained.

5. Tim Neuman completed the presentation by reviewing various improvement
strategies which would be considered. This was followed by a question / answer
period.

Barb Sloan (Panel Coordinator) asked how comments from the public hearings would be
incorporated in the corridor report. She was particularly interested in the parking issue.
Rich Starr said the corridor report would not be final until the public hearing comments had
been addressed. He noted that IDOT will have an internal meeting later this week to
discuss their position on on-street parking.

A panel member noted that any removal of on-street parking should be accompanied by
plans to replace that parking at an off-street site. Tim responded that the replacement of
parking would be part of this study.

"~ A comment was made that Homewood and Blue Island do not want to give up on-street

- parking. IDOT was asked what the practical minimum right-of-way would be where
constraints existed. Rich Starr noted that it was not IDOT’S intention to "steamroll” the
desired typical SRA cross section, where it would only fit with numerous relocations. Where
additional right-of-way is constrained by existing land use, careful consideration will be given
to solutions which maximize the use of existing right-of-way.

A panel member noted that the above considerations could lead to frequent changes in the
number of lanes. Tim responded that it was part of our studies to make sure the lane
changes occurred logically throughout the corridor.

A panel member questioned why Halsted Street was not part of this corridor. Gene Ryan
noted that Western Avenue was selected as a SRA within Chicago based on spacing and
other considerations. Dixie Highway was seen to be a logical extension of the Western
Avenue corridor.
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It was asked if the study would consider improvement ideas such as one way pairs which
have been developed on a local level. Tim encouraged all panel members to communicate
these ideas to the study team. It was mentioned that Homewood is currently considering a
one way pair to carry traffic through the downtown area.

A panel member asked what affect the SRA studies would have on ongoing IDOT Phase I
studies. Rich Starr responded that the SRA studies would not hold up the current Phase I
program. He also noted that where right- of-way is being purchased, additional right-of-way
could be added or held to meet future SRA requirements.

It was suggested that municipalities that did not show up should be contacted again. It may
be necessary to send meeting notices, newsletters, etc. to more than one representative of
the community when another person is routinely designated to attend by the primary panel
member. Tim noted no problems in sending additional news letters or expanding the panel
to include more people. This effort should be coordinated through Barb Sloan.

These minutes were prepared by Ted Reynen, CH2M Hill. Please forward any additions or
corrections.
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MEETING MINUTES A CHMHILL

SUBJECT: Strategic Regional Arterial System
Advisory Panel Meeting No. 1
Western Avenue / Dixie Highway, Cook County
North Panel - 119th Street to Peterson Avenue

LOCATION: Chicago City Hall, Chicago, Llinois
DATE: October 16, 1991
TIME: 11:00 a.m.

ATTENDANCE: See Attached Roster

PROJECT: . CHI31495.08.A5

The SRA Advisory Panel Meeting for the north section of the Western Avenue / Dide
Highway corridor in Cook County was. attended by representatives of the Illinois Department
of Transportation (IDOT), Chicago Area Transportation Study (CATS), CH2M Hill and the
Study Advisory Panel Members on September 23, 1991. Attendees were given a handout
describing the following: limits of the corridor, a list of involved communities and panel
membership, a schedule of subsequent panel meetings and public hearings, SRA planning
objectives, desired typical cross sections, planning focus areas, and SRA alternatives
development concepts. Specific items discussed are noted below.

1. John Reilly (CATS) opened the meeting with an introduction of the CATS 2010
transportation plan and emphasized:

a) The major expressway and transit systems would not be able to carry the 2010
forecast travel demand. Hence, the SRA system was developed to assist in serving
the high volume / long haul trips.

b) The SRA corridors are existing roads serving local needs. Therefore the SRA
system must serve a dual role.

c) The current study is part of the S-year program to help make decisions about the
ultimate configuration of the SRA corridor. This study will serve as a framework

within which long range planning will take place.

2. Rich Starr (IDOT) commented on the status of current SRA studies, noting that this
was the second SRA study to get started. Sections in the first study, including U.S.
Route 30, are nearing the public hearing stage. The third set of corridors to be
studied is just getting underway.

3. Tim Neuman (CH2M Hill) presented an overview of the study process noting the

following: :
SRA studies are done ahead of normal IDOT Phase 1 studies.
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The objective is to identify long range needs and develop a tool for
preservation of right-of-way.
An important role of the panel is the coordination of future land use
with SRA corridor improvement goals.
Lastly, Tim asked if we had identified all of the people who should be on the panel.
He urged all members to forward other names that should be included on the panel

member list.

4. Ted Reynen (CH2M Hill) presented "Planning Focus Areas” from 119th Street to the
north of the Western Avenue / Dixie Highway corridor. Ted noted that these areas
represent places where development of the desirable SRA typical cross secticn would
be constrained.

5. Tim Neuman completed the presentation by reviewing various improvement strategies
which would be considered. This was followed by a question / answer period.

The displays were arranged around the room so the members could ask questions and/or
express their concerns about specific areas of the corridor. Comments noted are as follows:

The Morgan Park High School as presented on the displays is really the Clissold Middle
School. A L.U.S.T. site which is located at the northeast corner of 115th Street is not
labeled on the displays. Also, trucks unloading at businesses near 115th Street are
conflicting with traffic along Western Avenue.

A senior citizen home is located across from Kennedy Park and the elderly are having
difficulty crossing Western Ave. Senior citizens are also having difficulties near the CTA

station at Milwaukee Avenue.

Vehicles in the area between 105th and 99th Streets eastbound are having difficulty making
left turns. A T.LF. development (Sam’s Wholesale) is planned in the area north of 95th

Street.

Buses are experiencing difficulties under Western Ave at the intersection of Belmont Ave
and Clybourn Ave.

Two facilities also not labeled are a Korean Center just north of Montrose Ave and the
Queen of Angels Roman Catholic High School just south of Wilson Ave.

Other general comments made were, a concern with removing on-street parking and if
access from Western Ave to the Stevenson Expressway was going to be considered.
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It was suggested that municipalities that did not show up should be contacted again. It may
be necessary to send meeting notices, newsletters, etc. to more than one representative of
the community when another person is routinely designated to attend by the primary panel
member. Tim noted no problems in sending additional news letters or expanding the panel
to include more people. This effort should be coordinated through Martin Becklenberg.

These minutes were prepared by Paul Rader, CH2M Hill. . Please forward any additions or
corrections.
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MEETING MINUTES CHMHILL

SUBJECT: Strategic Regional Arterial System
Advisory Panel Meeting No. 2
Western Avenue / Dixde Highway, Cook County
South Panel - U.S. Route 30 to 119th Street

LOCATION: Homewood Village Hall, Homewood, Illinois
DATE: April 6, 1992
TIME: 10:00 a.m.

ATTENDANCE: See Attached Roster

PROJECT: CHI31495.08.A5

The SRA Advisory Panel Meeting for the south section of the Western Avenue / Dixie
Highway corridor in Cook County was attended by representatives of the Illinois Department
of Transportation (IDOT), Chicago Area Transportation Study (CATS), CH2M Hill and the
Study Advisory Panel Members on April 6, 1992. Attendees were given a handout which
included an agenda, minutes of the first panel meeting and a memorandum describing the
development of improvement alternatives to be discussed at this meeting.

The meeting began with Ted Reynen (CH2M HILL) welcoming panel members and other
interested parties. Ted began the presentation with a brief review of the SRA process. He
noted the "Planning Focus Areas” presented in the first panel meeting which are an
understanding of sensitive areas within the corridor. Material presented at this meeting
would show alternative improvement concepts that are being considered. By the next and
final panel meeting we will have detailed the proposed improvement plan and prepared a
draft report which will be distributed to the panel members for review and comment. The
first of these final panel meetings is expected to take place in late summer.

Ted then discussed the three exhibits prepared for this, the second panel meeting:

. The Existing Conditions Exhibit showed the entire 35 mile length of the
corridor. However, the emphasis was on the southernmost 12 miles, Segment I
(Suburban Cook County) and Segment II (South Urban). The roadway
throughout these two segments is basically four lanes within a right-of-way of
66 to 100 feet with three exceptions:

- Two traffic lanes through the Homewood Central Business District
(CBD)

- A one-way pair effectively providing five traffic lanes through the Blue
Island CBD
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- A section north of the Blue Island CBD allowing for only two lanes of
traffic between 127th Street and 119th Street

The Planning Framework Exhibit showed that this part of the corridor is
designated as a Suburban SRA route. The design concept report for a
suburban SRA calls for a six-lane roadway separated by a median 18 to 46 feet

wide within 120 to 150 feet of right-of-way.

The Planning Framework Exhibit also presents future land use, which in these
two segments is predominately residential with some commercial/industrial.

The Alternatives Under Consideration Exhibit noted improvements being
considered as part of the SRA plan for the area under discussion. Ted noted
that what was being presented today represented improvement concepts to
which additional detail would be added.

He noted that the initial plans for the section south of 183rd Street called for
four lanes and a median, rather than a six lane section, due to the right-of-way
and land use constraints. The Homewood CBD was planned for only four
lanes with no median and no parking. The rail structure north of the CBD

. posed a very expensive and complicated additional problem. Faced with these

problems, it was decided to end the Western Avenue SRA corridor at 159th
Street.

The proposed plan for the remaining portion of this segment (159th Street to
119th Street) is for a four-basic-lane section. This will require widening 12 feet
for a median from 159th Street to the Blue Island CBD and the removal of
parking from both sides of the street, 127th Street to 119th Street.

A question and answer period followed. The items discussed are noted below:

Barb Sloan (Panel Coordinator) was concerned that truncating the corridor at 155th Street
may cause a gap in the SRA system. She suggested that a substitute route be studied and
recommended to the SRA subcommittee before the panel supports elimination of this SRA
at 159th Street. Rich Starr (IDOT) responded that the recommendation would be made to
the subcommittee and they would have the final decision.

- Mike Scholefield of Homewood agreed with the recommendation to end the SRA at 159th
Street, but was concerned about the viaduct north of the CBD. He wanted to be sure that,
even though the viaduct was no longer on the SRA system, it is recommended to the
Department that it is of growing concern to the community for safety, etc. and may need
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replacement.

A representative of East Hazel Crest suggested Park Avenue/183rd Street as an alternative.
Ted explained that early in the study this was considered and it was found that this route
had as many problems as Dixie Highway.

Replacement of the currently stop controlled intersection at Union Street with a signal in
Downtown Blue Island was accepted, with the understanding that this intersection is heavily
used by ambulances and any proposed traffic control would need to be responsive to this.

Elaine Lentz of Blue Island commented on the removal of parking from 127th Street to
119th Street. She said that there are 77 businesses and 34 residences in this area. 21 of the
businesses have some kind of off-street parking. Finding area for more parking will be
difficult.

Kedzie Avenue and Vincennes Street were mentioned as alternatives for the Blue Island
area. Ted responded that these would be investigated as well as any other suggestions
anyone might have.

The question was asked whether or not the SRA system was part of the proposed National
Highway System. Rich Starr replied that a portion of the SRA system would be on the
national system, but limitations would probably preclude.-the entire SRA system from being
eligible.

Rich Starr asked that if any of the panel members had comments/suggestions that they get
them to Barb Sloan within the next 2-3 weeks so they can be forwarded and be incorporated
in the continuing work.

When asked how the panel members would know how their comments would be
incorporated in the final plan, Rich Starr indicated that panel members would receive
individual response letters.

These minutes were prepared by Paul Rader, CH2M HILL. Please forward any additions or
corrections.
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MEETING MINUTES CHMHILL

SUBJECT: Strategic Regional Arterial System
Advisory Panel Meeting No. 2
Western Avenue / Dixie Highway, Cook County
North Panel - 119th Street to Peterson Avenue

LOCATION: Chicago City Hall, Chicago, Illinois
DATE: April 23, 1992
TIME: 10:30 a.m.

ATTENDANCE: See Attached Roster

PROJECT: CHI31495.08.A5

The SRA Advisory Panel Meeting for the north section of the Western Avenue / Dixie
Highway corridor in Cook County was attended by representatives of the Illinois Department
of Transportation (IDOT), Chicago Area Transportation Study (CATS), CH2M HILL and
the Study Advisory Panel Members on April 23, 1992. Attendees were given a handout that
included an agenda, minutes of the first panel meeting and a memorandum describing the
development of improvement alternatives to be discussed at this meeting.

The meeting began with Tim Neuman (CH2M HILL) welcoming panel members and other
interested parties. Tim began the presentation with a brief review of the SRA process. He
noted the "Planning Focus Areas" presented in the first panel meeting that are an
understanding of sensitive areas within the corridor. Material presented at this meeting
would show alternative improvement concepts that are being considered. By the next and
final panel meeting, Tim reported we will have detailed the proposed improvement plan and
prepared a draft report that will be distributed to the panel members for review and
comment. The first of these final panel meetings is expected to take place in late summer.

Ted Reynén (CH2M HILL) then discussed the three exhibits prepared for this, the second
panel meeting:

. The Existing Conditions Exhibit showed the entire 35 mile length of the
corridor. However, the emphasis was on the northern 23 miles, Segments III -
V (Chicago Segments South, Central and North). The roadway throughout
these three segments is basically four lanes, a median, and two parking lanes
within a right-of-way of 100 feet, with one exception: the northern end of the
corridor (Berwyn Ave to Peterson Ave) is bordered to the east by a cemetery
and the right-of-way is only 85 feet wide (this section currently has four lanes
with a 4-foot median and two parking lanes).
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The Planning Framework Exhibit showed that this part of the corridor is
designated as an urban SRA route. The design concept report for a suburban
SRA calls for a four-lane roadway separated by a median 0 to 14 feet wide
within 96 to 110 teet of right-of-way.

The Planning Framework Exhibit also presents future land use, which in these
three segments is mixed commercial, industrial and residential.

The Alternatives Under Consideration Exhibit noted improvements being
considered as part of the SRA plan for the area under discussion. Ted noted
that what was being presented today represented improvement concepts to
which additional detail would be added. Parking would be removed at specific
intersections to improve capacity. Proposals would be made for replacing lost
parking on off-street sites.

The proposed plan for these segments of the corridor (119th Street to

" Peterson Ave) is a four basic lane section with a 12-foot median and two

parking lanes, with the exception of the north end (Berwyn to Peterson), which
would only have one parking lane on the west side of the street. Elimination
of signals and local area coordination of traffic signals were also elements of
the plan.

During the question and answer period that followed the introduction, the following items
were discussed:

Martin Becklenberg (Chicago DOT) offered to furnish CH2M HILL with a
contact in the City Planning Office for discussion of using Western Boulevard
as a one-way pair with Western Avenue.

Martin also asked if any of the extra space (pavement) created by left over
roadway from the one-way pair could be converted back to grass, trees, etc.

He also wondered if CH2M HILL had looked at circulation effects of one-way
pair. ‘

It was noted that the area between Western Avenue and Western Boulevard is
used by various groups for fund raising picnics, etc. '

A local consultant noted the need for double left turn lanes at Western
Avenue and 95th Street. :
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A question was raised concerning parking removal in the vicinity of 95th
Street.

It was noted that a Sam’s Warehouse Store was planned for construction in the
northwest quadrant of the 95th Street intersection.

Martin Becklenberg commented that long-range off-street parking replacement
should be addressed before the next panel meeting.

John Tomczyk (Chicago DOT) wanted to know if the SRA concepts were
considering the new Clean Air Act requirements.

It was noted that the bus turnaround on the northeast corner of 79th Street
and Western Avenue is causing intersection problems. Vehicles traveling east
on 79th Street and turning north (left) are conflicting with buses turning south
(right) onto Western Avenue.

Concerns were raised regarding the need for a commuter parking lot in the
vicinity of the 79th Street intersection, possibly in the northwest quadrant.

Tim Neuman closed by urging everyone to submit comments,
recommendations, etc., to CH2M HILL in writing in the next couple of weeks.

These minutes were prepared by Paul Rader, CH2M HILL. Please forward any additions or

corrections.
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South Suburban
Dwight W, Welch Mayors and Managers 3eln Buyie
President , . Exccunive Direcicr
Association

May 1, 1992

Mr. Eugene Ryan

Deputy Director

Chicago Area Transportation Study
300 W. Adams Street

Chicago, Illinois 60606

Dear Eugene:

As ycu are aware, the advisory panel for the Western Avenue / Dixie
Highway SRA held its second meeting on April 6, 1992. One of the
major topics of discussion at that meeting was the southern portion
of the route (south of 159th Street) and the appropriateness of
this section for the SRA designation. Due to physical limitations
particulatrly through downtown Homewood (lack of available right-of-
way and the viaduct under the IC Railroad tracks) and the
residential nature of Dixie Highway through Flossmoor, it was the
concensus of the panel that the SRA designation on Dixie should end
north of Homewood. Each panel member present at the meeting was
given a chance to comment on this potential modification to the
route designation. No opposition was expressed at that time.

I expressed concern that if the current SRA designation on Dixie
ends at 159th Street (the next SRA north of Route 30), another
route, preferably Halsted Street should replace Dixie as an SRA
between 159th Street and U.S. 30. If Dixie is removed as an SRA
south of 159th and not replaced, there will be no north-south SRA's
(other than expressways) in this area east of Harlem Avenue. The
distance from Harlem Avenue to the State Line is approximately 14
miles. The panel agreed that the Dixie Highway SRA designation
south of 159th should not be removed, but should instead be
replaced. The most logical replacement would be Halsted Street

(T1 1).

An additional area of concern brought up at the April 6th meeting
was the possible removal of on-street parking through the downtown
area of Blue Island. Because numerous businesses in Blue Island
depend on the availability of this parking, the advisory panel felt
that this issue should be revisited. Perhaps an alternate route
should be considered for SRA designation through Blue Island.
Kedzie Avenue was mentioned as a possibility.

CHICAGO SOUTHLAND



Mr. Eugene Ryan
Page 2

I feel it is only fair to the advisory panel that the above issues
be addressed by CATS, IDOT and the Consultant before the Public
Hearing Draft 1is prepared. The panel should be advised of the
disposition of these issues so they have an opportunity to forward
comments to the appropriate agencies to be incorporated into the
draft.

Please do not hesitate to contact me if you need additional input
regarding the above issues or if I may answer any questions you may
have.

Sincerely,

Led—

Barbara F. Sloan
Transportation Planner
Panel Coordinator

cc: Rich Starr, IDOT
Tim Neuman, CH2M Hill



MEETING MINUTES CHKMHILL

SUBJECT: Strategic Regional Arterial System
Advisory Panel Meeting No. 3
Western Avenue / Dixie Highway, Cook County
North Panel - 119th Street to Peterson Avenue

LOCATION: Chicago City Hall, Chicago, Illinois
DATE: January 11, 1993
TIME: 9:30 a.m.

ATTENDANCE: See Attached Roster

PROJECT: CHI31495.08.A5

The purpose of the third panel meeting was to present the draft final report for the Western
Avenue / Dixie Highway Corridor to the members of the Advisory Panel for the north
section of Western Avenue. The meeting was attended by representatives of the Ilinois
Department of Transportation (IDOT), Chicago Area Transportation Study (CATS),
CH2M HILL and the Study Advisory Panel Members.

The meeting began with Ted Reynen (CH2M HILL) welcoming panel members and other
interested parties. Ted then presented an overview of the study to date. He noted that
based on data and comments from the first two panel meetings a detailed improvement plan
was developed and documented in the Draft Final Corridor Report to be discussed at this
(third) panel meeting. He also noted that a series of two Public Hearings would be held in
early March, 1993 to receive official comment on the proposed improvements and that the
proposed improvements and accompanying report to be discussed at the public hearing
would be the same as that discussed at this panel meeting. It was then decided that instead
of going through the entire plan, questions would be fielded about specific areas.

The following items were discussed at the question and answer period that followed:

. A question was raised about driveway access near Hollings Oldsmobile at the
corner of 54th and Western.

. A member of the CDOT stated that portions of the boulevard system
throughout the city are listed on the national landmark registry and have
received ISTEA moneys for rehabilitation. The information regarding these
areas would be supplied by CDOT.

. Barbara Maloof of CDOT commented on the subject of signals. She stated
that many signals in the city may need revisiting, because many may no longer
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be needed or the locations may no longer warrant a signal.

A representative of the area near 113th Street expressed the need ror a signal
at this location. Ted replied that we were recommending a signal at this
location.

1 response, to questions regarding funding, Ted noted that there is cunientiy
no funding committed to carry out any of the SRA recommendations. This is
an advance planning study, normal efforts to get project priority and funding
will be necessary for all elements identified in the SRA studies.

It was also mentioned that the SRA system may become part of the National
Highway System and this may assist in funding of some of the proposed
improvements.

A representative from the area near 95th Street expressed concern about the
amount of cross traffic occurring near the Sam’s Warehouse just north of the
intersection. It was stated that the median may need to be raised in this area
in order to eliminate the crossing maneuvers.

A representative from the area near Montrose expressed concern about the
removal of the signal at Sunnyside Street due to the school and church in the
area. It was also mentioned that removal of parking in the vicinity of
Montrose Avenue intersection will affect businesses and also eliminate meter
parking in the area.

It was also mentioned that the cross section proposed for the cemetery area
south of Peterson Avenue is in accordance with the local community.

A bicycle route was also mentioned which is to be along the corridor from 35th
Street to 55th Street. Barbara Maloof said she would supply CH2M HILL
with a map showing the route.

These minutes were prepared by Paul Rader, CH2M HILL. Please forward any additions or

corrections.
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MEETING MINUTES CKMHILL

SUBJECT: Strategic Regional Arterial System
Advisory Panel Meeting No. 3
Western Avenue / Dixie Highway, Cook County
South Panel - U.S. 30 to 119th Street

LOCATION: Homewood Village Hall, Homewood, Illinois
DATE: January 26, 1993
TIME: 10:00 a.m.

ATTENDANCE: See Attached Roster

PROJECT: CHI31495.08.A5

The purpose of the third panel meeting was to present the draft final report for the Western
Avenue / Dixie Highway Corridor to the members of the Advisory Panel for the south
section of Western Avenue. The meeting was attended by representatives of the Illinois
Department of Transportation (IDOT), Chicago Area Transportation Study (CATS),
CH2M HILL and the Study Advisory Panel Members.

The meeting began with Tim Neuman (CH2M HILL) welcoming panel members and other
interested parties. Tim then presented an overview of the study to date. He noted that
based on data and comments from the first two panel meetings a detailed improvement plan
was developed and documented in the Draft Final Corridor Report to be discussed at this
(third) panel meeting. He also noted that a series of two Public Hearings would be held in
early March, 1993 to receive official comment on the proposed improvements and that the
proposed improvements and accompanying report to be discussed at the public hearing
would be the same as that discussed at this panel meeting.

Tim then opened discussion on the termination of the Western Avenue / Dixie Highway
Corridor south of 159th Street. He acknowledged the receipt of Barbara Sloan’s letter for
the South Suburban Mayors and Managers Association which expressed concern that the
report did not state strongly enough the need for a replacement corridor. Tim explained
that CH2M HILL could only suggest a replacement, but that the final recommendation for
the replacement of the corridor would have to come from the SRA sub-committee. He also
stated that he would accept any suggestions, as to the wording of the report, from the
association.

Paul Rader (CH2M HILL) then presented the proposed the plan for the remainder of the
south section from 159th Street to 119th Street. A question and answer period then
followed:
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Mike Scholefield of Homewood stated that using Halsted Avenue as a
replacement to the corridor would be of interest to Homewood.

A comment was made that the three at-grade railroad cressings between 144th
Street and 135th Street had been recently improved.

Elaine Lentz of the Blue Island Chamber of Commerce expressed her concern
for the removal of parking between 127th and 119th Streets. She also
explained that there are 77 businesses along this stretch of roadway and only
21 of them currently have off-street parking, the rest rely on the on-street
parking in the area. She also provided CH2M HILL with a land use inventory
map for this area which is attached.

Elaine also explained that when the one-way system was put in place, business
dropped in the Blue Island Area but has since returned. She went on to say
that removal of the parking may again cause people to shop elsewhere and
maybe this time not return. She suggested Kedzie Avenue as a replacement
for the 127th to 119th Street segment.

Bob Hedrick of the Cook County Highway Department commented that it was
important that the SRA designation be decided upon and set permanent
because of developers and others wanting permits, requests, etc. Local
officials need to know in order to reserve right-of-way, etc.

These minutes were prepared by Paul Rader, CH2M HILL. Please forward any additions or

corrections.
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WESTERN/DIXIE/183rd/VINCENNES/IL RTE 1 CORRIDOR ADVISORY PANEL

THE SRA PROJECT

Introduction

The 2010 Transportation System Development
Planadopted by the Chicago Area Transportation Study
(CATS) and the Northeastern Illinois Planning Com-
mission (NIPC) recognizes that not all long-distance
highway travel can be handled by the expressway
system. Realizing that the arterial system will have to
carry some long-distance trips, the 2010 Plan desig-
nated a system of Strategic Regional Arterials (SRAS)
to supplement the expressway system.

The SRA system is a 1,340-mile network of exist-
ing roads in the Northeastem [linois region. They
create a network of 66 routes intended to serve as a
second tier to the expressway system. The regional
highway system, consisting of existing and planned
expresswaysand strategic regional arterialsis shownon
the map to the right.

Spacing of routes that comprise the SRA system
was determined based upon the projected levels of
future travel demand within different parts of the re-
gion, ranging from about 3 miles apart in the most
densely developed areas to about 8 miles apart in
predominantly rural areas. CATS estimates travel in the
year 2010 will be 23 percent more than for 1980.

Design Concepts

A report on design concepts for the SRA system,
prepared by Harland Bartholomew & Associates, Inc.,
was endorsed by the CATS Policy Committee on Janu-
ary 31, 1991, for use as a guide but not policy in the
planning of the SRA system. Some of the design tech-
niques and concepts recommended for use in imple-
menting the objectives of the SRA system are:
. Signalization—Including provision of new signals,
interconnection of signals, and signal timing;

. Intersection Improvements—Consisting of
provision of tumn lanes, channelization, and restriction of
certain movements;
. Adding Lanes—Toachieve adesirable cross section
for urban, suburban, and rural areas;
. Bus Service Improvements—Including bus stops
and traffic signal preemption;

(Continued on Page 4)

2010 STRATEGIC REGIONAL ARTERIAL SYSTEM
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LIGHT

SRA-ONE PART OF OPERATION GREEN

SRA isone part of amuch larger project to address
traffic congestion: Operation Green Light. Other activi-
ties are outlined below.

Develop Major Transit/Highway Facilities
This element will contribute to freeway and transit

projectsin the 2010 Plan. Also, it will begin engineering

studies and preserve right-of-way for future routes.

Improve Other Key Arterial Roadways

If the SRA network is to carry regional traffic, the
remaining roadways must play amore important role in
carrying local traffic. This element will address im-
provements that will make them more efficient.

Identify Strategic Transit Improvements
There are two goals for this element: (1) to make

OPERATION GREEN LIGHT

transit more convenient and swift and (2) to encourage
more pedestrian and bicycle routes.

Improve Freeway Traffic Management

Information about accidents and blocked lanes is
available almost immediately. This element will de-
velop ways to provide this information to other drivers
and to emergency personnel more quickly. Other priori-
ties are controlling the rate at which vehicles enter the
freeway and continuing the installation of new toll
collection equipment.

Improve Arterial Traffic Management
Like freeways, better information systems for
these routes will reduce congestion. Providing this
information to individual drivers will require sophisti-
cated systems. New equipment for private cars is being
tested. Traffic signal networks are also very important.
SRA will address these same topics.

Reduce Demand for Highway Use
This element examines ways to reduce
the number of vehicles on the road, particu-

]
1
Deveiop Maj I
TransitHighway
Fagiives

1

ldonn'{y Strategic Improve
ransit

Improvements

Freeway Traffic
Management

lariy at rush hours. Increasing the number of
peopleineach vehicle is the purpose of most

o o o o o o~

.

strategies. Ride-sharing and mass transit of-
fer ways that commuters can help. Busi-

nesses could offerpreferred parking to people

sharing rides and support the costs of sharing
rides. This element also encourages shifting

1
I
I
I
1
I
I
1

1
r
1
I
1
1

1
Improve Arterial
Traffic
Management

Improve
Other Key Arterial
Roadways

O - - o o o = =

1
|

it
i

=Y

work schedules.

Increase Environmental
Consideration

Studies of ways to reduce noise and air
pollution, toimprove the appearance of roads,
and to increase cooperation among local
govemments are all part of this element.

PAGE 2



STRATEGIC REGIONAL ARTERIALS AND
THE ROADWAY HIERARCHY

As shown in the illustration below, the two most
important factors that define the classification of a street
are its access function and movement function. Street
classificatons range from the freeway, which has com-
plete access control and carries mostly through traffic,
1o local streets with unrestricted access and no through
traffic.

Freeway—The function of a freeway is to pro-
vide regional transportation for large volumes of traffic
over long distances. There is no parking on a freeway.
Access is controlled by on- and off-ramps that are
generally spaced at least a mile apart. Distance orheight
often separate the freeway from the land around it
Expressway, superhighway, parkway, and tollway are
all terms used to describe freeway-like roads.

Strategic Regional Arterial (SRA)—A second
tier to the freeway system. These routes were selected
because they carry, or are projected
to carry, large volumes of
long-distance traffic. As a group,
they form a network that can carry
such traffic to and from locatons
the freeway system cannot. They
can also handle some of the over-
flow from the freeway system. Be-
cause of their strategic importance
to regional travelers, IDOT and
CATS are working to ensure they
receive needed improvements.
. Recommendations concerning
parking, access, traffic control,
transit, lane additions, and inter-
section widening are examples of
~ typical improvements.

asing use of sireel  Unregtricted

i’ ACCE88

ACCESS FUNCTION
ncre
[

D:‘mnmm

access control
P

j

Arterial—An arterial has two functions: (1) the
primary purpose of an arterial road is to carry traffic
within the region; and (2) it serves the homes and
businesses along it. Parking is sometimes allowed.
especially in older commercial centers. Other streets
and the properties along it are connected directly. Usu-
ally, the roadway is not separate from the land around
it.

Collector—The collectorstreetdirects traffic from
local streets to arterials or local destinations such as
shopping, schools, and office developments. The col-
lector looks like the arterial, but it covers less distance,
so it carries less regional traffic.

Local—A local street provides access to prop-
erty. Moving traffic is a secondary function. Local
streets route traffic onto a collector or arterial street as
quickly as possible. Parking is usually allowed.

MOVEMENT ACCESS FUNCTION OF ROADWAY TYPE

Relerence: instiute of Trafllc Engineers. System
for Urben Anerial Streets. Ociober 1989,

Cansiderations
(Modltied by CH2M HILL)

PAGE 3



PR3 s s g6/ : e v%%;mg\u( .,j:) 5 5:.4_\%55&

THE SRA PROJECT (Continued from Page 1)

. Access Management—To reduce conflicts and
improve safety; ’
. Median Control—To provide for left-turning
vehicles, direct tuming movements to desired locations, and
reduce centerline conflicts;
. Suructural Clearance Improvements—Both vertical
and horizontal clearances;
. Traffic Operational Improvements—Such as
signing and pavement markings; and
. Drainage Problem Correction—Whenever
required.

The design concepts also address criteria and
conditions from removal of curb parking and imple-
mentation of high-occupancy vehicle (HOV) lanes.

Studies of SRA Routes

The concepts and standard developed thus far and
modified or enlarged upon as work progresses will be
applied to the entire 1,340 miles of SRA routes in five
consecutive studies. This study, being accomplished by
the consulting firm of CH2M HILL, Inc., is concerned
with a total of 305 miles of SRA routes in 12 corridors.
The routes selected for this phase of the SRA study
process reflect a variety of area types—from rural U.S.
14 in McHenry County to suburban settings such as
Barrington Road in Cook County or County Farm Road
in Du Page County, and urban Pershing Road and
Archer Avenue in the City of Chicago. The resultant
plans for each of these routes will include both short-
and long-term improvements. Studies will be made of
additional sets of roadways each yearbeginning in 1992
until the entire SRA system has been completed.

A second part of this project consists of identify-
ing and evaluating performance parameters to be used
forincreasing the effectiveness of various improvements
along the SRA routes. This work will be carried on
concurrently with the individual SRA corridor analyses.

The Western/Dixie/183rd/Vincennes/
Ilinois Route 1 Corridor

The map jp the right shows the extent of the
Westem/Dixi¢/183rd/Vincennes/ Ilinois Route 1 SRA
Corridor. The corridor, located in Cook County, extends
south from Peterson Avenue (U.S. 14) to the Lincoln
Highway (U.S. 30). The total length of this corridoris
approximately 35 miles. The portion of the corridorthat

is the concem of this Advisory Panel extends from
119th Street to U.S. 30.
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PUBLIC HEARING

[ FINAL CORRIDOR REPORT

ROLE OF THE ADVIS

ORY PANEL

Who should be on the Panel?

The panel is composed of govemnment representa-
tives of jurisdictions along this corridor. The panel may
also wish to add representatives from business and
community organizations along the route.

What are the duties of the Panel?

The panel is responsible for reviewing and com-
menting on the study recommendations and conclu-
sions. Panel members also assist the consultant team by
identifying and assembling specific data and informa-
tion about land use, transportation, and development
within their respective jurisdiction. During July and
August, the Chicago Area Transportation Study (CATS)
will be contacting the advisory panels on behalf of the
consultant team to gather corridor-specific data.

How often will the Panel meet?
There are three planned Panel meetings involving

the consultant, the [llinois Department of Transporta-
tion, and CATS. The Advisory Panel may also elect to

meet at othertimes. It would be the responsibility of the
coordinator of the Panel to inform members of topics

and arrange the program.

Will the consultants be available to
meet separately with representatives of

all the communities along the route?

No. The Advisory Panels are the only formal
community contact included within the contract for
consultant services. However, the consultant team does
plan to meet informally with community officials, as
needed, to gather information and identify local con-
cems.
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SPOTLIGHT ON THE SPOTLIGHT

What to Expect in Future Editions. . .

The SRA Spotlight will be issued about every 2
months during the course of the study. Future issues
will be designed to keep you abreast of study progress
and answer your questions. Some features of future
Spotlights will be:

. Reports on project developments such as panel
meetings, public hearings, and other forums;

. A regular section presenting answers to questions
raised at corridor meetings for this corridor, or in other
cormidors if the information would be universally useful;

. A status report to keep you up-to-date on study
findings, and recommendations; and

. Announcements of forthcoming activities that will
involve panel members and others in the corridor.

Thereis also a form on the facing page that you are
encouraged to use to give us your views and ideas
regarding future issues of the Spotlight.
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WESTERN/DIXIE/183rd/VINCENNES/IL RTE 1 CORRIDOR ADVISORY PANEL

THE SRA PROJECT

Introduction

The 2010 Transportation System Development
Planadopted by the Chicago Area Transportation Study
(CATS) and the Northeastern Illinois Planning Com-
mission (NIPC) recognizes that not all long-distance
highway travel can be handled by the expressway
system. Realizing that the arterial system will have to
carry some long-distance trips, the 2010 Plan desig-
nated a system of Strategic Regional Arnterials (SRAs)
to supplement the expressway system.

The SRA system is a 1,340-mile network of exist-
ing roads in the Northeastern Illinois region. They
create a network of 66 routes intended to serve as a
second tier to the expressway system. The regional
highway system, consisting of existing and planned
expressways and strategic regional arterials isshownon
the map to the right.

-Spacing of routes that comprise the SRA system
was determined based upon the projected levels of
future travel demand within different parts of the re-
gion, ranging from about 3 miles apart in the most
densely developed areas to about 8 miles apart in
predominantly rural areas. CATS estimates travel in the
year 2010 will be 23 percent more than for 1980.

Design Concepts
-~ - Avreport on design concepts for the SRA system,
.. prepared by Harland Bartholomew & Associates, Inc.,

s was endorsed by the CATS Policy Committee on Janu-
~ary 31, 1991, for use as a guide but not policy in the

o p!anmng of the SRA system. Some of the design tech-
" mques and concepts recommended for use in imple-
menting the objectives of the SRA system are:

. Signalization—Including provisionof new signals,
interconnection of signals, and signal timing;

. Intersection Improvements—Consisting of
provision of tm lanes, channelization, and restriction of
cerain movements;
. Adding Lanes—Toachieve adesirabiecross section
for urban, suburban, and rural areas;
. Bus Service Improvements—Including bus stops
and maffic signal preemption;

(Continued on Page 4)

2010 STRATEGIC REGIONAL ARTERIAL SYSTEM
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LIGHT

SRA isone partof amuch larger project to address
traffic congestion: Operation Green Light. Otheractivi-
ties are outlined below.

Develop Major Transit/Highway Facilities
Thiselement will contribute to freeway and transit

projects inthe 2010 Plan. Also, it will begin engineering

studies and preserve right-of-way for future routes.

Improve Other Key Arterial Roadways

If the SRA network is to carry regional traffic, the
remaining roadways must play amore important role in
carrying local traffic. This element will address im-
provements that will make them more efficient.

Identify Strategic Transit Improvements
There are two goals for this element: (1) to make

OPERATION GREEN LIGHT

transit more convenient and swift and (2) to encourage
more pedestrian and bicycle routes.

Improve Freeway Traffic Management

Information about accidents and blocked lanes is
available almost immediately. This element will de-
velop ways to provide this information to other drivers
and to emergency personnel more quickly. Other priori-
ties are controlling the rate at which vehicles enter the
freeway and continuing the installation of new toll
collection equipment.

Improve Arterial Traffic Management
Like freeways, better information systems for
these routes will reduce congestion. Providing this
information to individual drivers will require sophisti-
cated systems. New equipment for private cars is being
tested. Traffic signal networks are also very important.
SRA will address these same topics.

Reduce Demand for Highway Use
This element examines ways to reduce
the number of vehicles on the road, particu-

Develop Major
TransitHighway
Fadiites

Identify Strategic improve
ransit
improvements

Freeway Traffic
Management

larly at rush hours. Increasing the number of
people in each vehicle is the purpose of most

T
1
1

strategies. Ride-sharing and mass transit of-
fer ways that commuters can help. Busi-

nesses could offer preferred parking to people

sharing rides and support the costs of sharing
rides. This element also encourages shifting

1
Improve Arterial
Traffic

Management

increase Environmenta
tion

e

work schedules.

Increase Environmental
Consideration

Studies of ways to reduce noise and air
pollution, toimprove the appearance of roads,
and to increase cooperation among local
governments are all part of this element.
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STRATEGIC REGIONAL ARTERIALS AND
- THE ROADWAY HIERARCHY

1]

e

-

As shown in the illustration below, the two most
important factorsthat define the classification of a street
are its access function and movement function. Street
classifications range from the freeway, which has com-
plete access control and carries mostly through traffic,

" to local streets with unrestricted access and no through
traffic.

. Freeway—The function of a freeway is to pro-
vide regional transportation for large volumes of traffic
over long distances. There is no parking on a freeway.
Access is controlled by on- and off-ramps that are
generally spaced atleast amile apart. Distance orheight
often separate the freeway from the land around it
Expressway, superhighway, parkway, and tollway are
all terms used to describe freeway-like roads.

* Strategic Regional Arterial (SRA)—A second
ter to the freeway system. These routes were selected
becausethey carry, orare projected

Arterial—An arterial has two functions: (1) the
primary purpose of an arterial road is to carry traffic
within the region; and (2) it serves the homes and
businesses along it. Parking is sometimes allowed,
especially in older commercial centers. Other streets
and the properties along it are connected directly. Usu-
ally, the roadway is not separate from the land around
it.

Collector—The collectorstreet directs traffic from
local streets to arterials or local destinations such as
shopping, schools, and office developments. The col-
lector looks like the arterial, but it covers less distance,
S0 it carries less regional traffic.

Local—A local street provides access to prop-
erty. Moving traffic is a secondary function. Local
streets route traffic onto a collector or arterial street as
quickly as possible. Parking is usually allowed.

to carry, large volumes of &
long-distance traffic. As a group, « <
they form a network that can carry Y, e/ <
such traffic to and from locations §§ cp,»ﬁ""
the freeway system cannot. They 3 _y
can also handle some of the over- -
flow from the freeway system. Be- §§§-
cause of their strategic importance  § §’=§T o~
to regional travelers, IDOT and g 3 §r -
CATS are working to ensure they » §&3 / el
receive needed improvements. § P al
Recommendations concerning 2 N "?é‘:d»
parking, access, traffic control, 3
transit, lane additions, and inter- 3§ \
section widening are examples of &% o
.. @
typical improvements. Compio ]
ool ! |
SRa— —
e s ol
MOVEMENT FUNCTION
MOVEMENT ACCESS FUNCTION OF ROADWAY TYPE
e S 2 v
(Moclied by CH2M HiLL)
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THE SRA PROJECT (Continued from Page 1)

. Access Management—To reduce conflicts and
improve safety;
. Median Control—To provide for left-turning
vehicles, direct turning movements to desired locations, and
reduce centerline conflicts;
. Stuctiral Clearance Improvements—Both vertical
and horizontal clearances;
. Traffic Operational Improvements—Such as
sngmng and pavement markings; and
Drainage Problem Correction—Whenever

requu'ed.

The design concepts also address criteria and
conditions from removal of curb parking and imple-
mentation of high-occupancy vehicle (HOV) lanes.

Studies of SRA Routes

The concepts and standard developed thus far and
modified or enlarged upon as work progresses will be
applied to the entire 1,340 miles of SRA routes in five
consecutive studies. This study, being accomplished by
the consulting firm of CH2M HILL, Inc., is concerned
with a total of 305 miles of SRA routes in 12 corridors.
The routes selected for this phase of the SRA study
process reflect a variety of area types—from rural U.S.
14 in McHenry County to suburban settings such as
Barrington Road in Cook County or County Farm Road
in Du Page County, and urban Pershing Road and
Archer Avenue in the City of Chicago. The resultant
plans for each of these routes will include both short-
and long-term improvements. Studies will be made of
additional sets of roadways each year beginning in 1992
until the entire SRA system has been completed.

A second part of this project consists of identify-
ing and evaluating performance parameters to be used
forincreasing the effectivenessof various improvements
along the SRA routes. This work will be carried on
concurrently with the individual SRA corridor analyses.

The Western/Dixie/183rd/Vincennes/

Illinois Route 1 Corridor

The map tp the right shows the extent of the
Western/Dix1#/183rd/Vincennes/ Illinois Route 1 SRA
Corridor. The corridor, located in Cook County, extends
south from Peterson Avenue (U.S. 14) to the Lincoln
Highway (U.S. 30). The total length of this corridor is
ipproximately 35 miles. The portionofthe corridor that
is the concem of this Advisory Panel extends from U.S.
14 to 119th Street.
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PUBLIC HEARING

| FINAL CORRIDOR REPORT

ROLE OF THE ADVISORY PANEL

Who should be on the Panel?

A The panel is composed of government representa-
tives of jurisdictions along this corridor. The panel may

also wish to add representatives from business and

community organizations along the route.

What are the duties of the Panel?

The panel is responsible for reviewing and com-
menting on the study recommendations and conclu-
sions. Panel members also assist the consultant team by
identifying and assembling specific data and informa-
tion about land use, transportation, and development
within their respective jurisdiction. During July and
August, the Chicago Area Transportation Study (CATS)
will be contacting the advisory panels on behalf of the
consultant team to gather comridor-specific data.

How often will the Panel meet?

There are three planned Panel meetings involving
the consultant, the lllinois Department of Transporta-
tion, and CATS. The Advisory Panel may also elect to
meet at other times. It would be the responsibility of the
coordinator of the Panel to inform members of topics

and arrange the program.

Will the consultants be available to
meet separately with representatives of
all the communities along the route?

No. The Advisory Panels are the only formal
community contact included within the contract for
consultant services. However, the consultant team does
plan to meet informally with community officials, as
needed, to gather information and identify local con-
cems.

PAGESS



'POTLIGHT ON THE SPOTLIGHT FOETRL

What to Expect in Future Editions. . .

The SRA Spotlight will be issued about every 2
months during the course of the study. Future issues
will be designed to keep you abreast of study progress
and answer your questions. Some features of future
Spotlights will be:

. Reports on project developments such as panel
meetings, public hearings, and other forums;

. A regular section presenting answers to questions
raised at corridor meetings for this corridor, or in other
corridors if the information would be universally useful;

. A status repart to keep you up-to-date on study
findings, and recommendations; and

. Announcements of forthcoming activities that will
involve panel members and others in the corridor.

There is also a form on the facing page that you are
encouraged to use to give us your views and ideas
regarding future issues of the Spotlight.
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WESTERN /DIXIE/IL RTE 1 CORRIDOR ADVISORY PANEL

SRA ROUTE TYPES

Theextentofthe Strategic Regional Arterial (SRA)
network was described in Newsletter Number One. It
consists of 1340 miles of existing roads in Northeastern
Illinois, encompassing 146 route segments in the six-
county area. Within this network there are significant
differences in the roadway environment which deter-
mine how various types of routes may function in the
system. Three different types of SRA routes have been
designated, corresponding to three different types of
roadway environment

. Urban Routes
. Suburban Routes
. Rural Routes

The designation of route types within the overall
SRA system reflects the density of development within
the different portions of the region. The projected
density of households for the year 2010 was used as the
criterion for defining density of development for the
route types. Densities which correspond to eachof these
route types are:

. Urban routes: Densities over 5.0 households per
acre by 2010.

. Suburban routes: Densities between 0.5 and 5.0
households per acre by 2010.

. Rural routes: Densities less than 0.5 households
per acre by 2010.

The areas for each route type are shown in the
accompanying map. Urban routes are located in the
City of Chicago and adjacent portions of more densely

developed suburbs such as Oak Park. Suburban route
designations encompass most of suburban Cook and
Lake Counties, all of DuPage County, and the more
developed portions of McHenry, Kane and Will Coun-
ties. Within each of the three areas, continuity of route
type is maintained based upon the overall density of
2010 development.

The Design Concept Report, prepared in 1990 and
endorsed by the Policy Committee of the Chicago Area

2010 STRATEGIC REGIONAL ARTERIAL SYSTEM
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ROADWAY FEATURES RELATED TO
TYPE OF FACILITY

Transportation Study (CATS) earlier this year, set out
desirable characteristics for each type of SRA route in
year 2010.

Urban Routes

The desirable cross-section for SRA routes in
urban areas is shown below. It consists of two traffic
lanes in each direction, preferably with a median to
separate the traffic flows and provide protection for
turning vehicles. An additional curb lane may be pro-
vided in some circumstances for use by buses or other
high-occupancy vehicles (HOVs). Curb parking is not
recommended; it should be replaced in offstreet facili-
tes wherever possible.

Allmajorintersections onurban SRA routes would
be signalized and interconnected into signal networks
or signal systems with pedestrian actuation where
needed. Intersections would also provide left- and right-
turn lanes where right-of-way is available.

Transit service enhancements would be consid-
ered on urban SRA routes which accommodate bus
routes. Acticns would also be taken to manage access
thereby improving traffic operations and enhancing
safety.

Suburban Routes

The desirable cross-section for SRA routes in
suburban areas is shown below. Recommended fea-
tures are three through lanes in each direction, a raised
median and turn lanes at intersections. Capacity in-
creasing measures also include signal synchronization,
transit and pedestrian amenities, and policies related to
access and parking.

Major intersections and interchanges with other
SRA routes are of prime concem in the suburban areas
(and in rural areas, discussed next). Left- and right-tum
lanes would be provided at all major signalized inter-
sections. At'ﬂny suburban intersections, turning
movements are very high and may warrant double left
turn lanes. A grade-separated interchange would be
considered, at intersections between two SRA routes, if
right-of-way is available and if conditions warrant.

Access management is another key consideration

in suburban areas. It is recommended that access to
abutting properties be limited to right-in, right-out
traffic movements. In suburban areas where there are
numerous curb cut access points to properties, these
may be combined into a single point.

Rural Routes

Desirable cross-sections for SRA routes in rural
areas are shown below for facilities with and without
frontage roads. The rural SRA route would consist of
two travel lanes in each direction with left-turn lanes at
all intersections and a wide median, As with suburban
routes, all major intersection would be signalized and a
grade-separated interchange would be considered
wherever two SRA routes intersect,

Frontage roads would be considered on rural SRA
routes if there are anumber of closely spaced driveways
and/or groupings of potentially dangerous intersec-
tions. Particular attention would be paid to the treat-
ment of frontage road intersections at cross streets that
access the SRA systems.
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ROUTE TYPE CONSIDERATION IN

THE WESTERN/DIXIE/IL RTE 1 CORRIDOR

The Western Avenue/Dixie Highway

Corridor

The SRA segment of concem to this panel is
Westemn Avenue/Dixie Highway between U.S. 30 and
119th Street. The segment is shown on the accompa-
nying map.

The corridor is served by bus via CTA line #49A °

and PACE line #349. The METRA/Rock Island line
serves the corridor at the Blue Island Station and runs
parallel to Western Avenue from north of 95th Street to
Blue Island. The Metra Electric Line serves the
Homewood station and runs parallel to Dixie Highway
from Park Avenue to 175th Street.

The section of this corridor north of 159th Strest
has been classified as an urban SRA. The ultimate 2010
desirable cross section would have a minimum of four
through lanes within 96 to 110 feet of right-of-way.

The section of this corridor south of 159th has
been classified as a suburban SRA corridor. The
ultimate 2010 desirable characteristics of a suburban
SRA include a six-lane section and a barrier median.
This configuration would be set within 120 to 150 feet
of right-of-way. The existing right-of-way is less than
thatnoted above. Special considerations will be required
inthe vicinity of downtown Homewood where the SRA
must cross the Ilinois Central Railroad and avoid
effects to the business district or nearby residential and
recreational land uses.
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YOU CAN HELP

There are a number of ways that you, as a panelist
for this SRA route segment, can assist in producing the
best and most acceptable plan for this corridor.

+ A call has gone out earlier for copies of back-
ground data, reports, and other information pertaining
to the SRA route. It is extremely important that the
project engineers and planners have access to previous
as well as ongoing work. If you have not yet responded
please provide copies to the panel coordinator as soon
as possible. Also, if there are any additional areas of
concern that you feel should be considered in this
process, your panel coordinator should be made aware
of this informaton.

+ Please planto attend panel meetings. These are

important sessions that can set the tone for the remain-
der of the planning study.
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SRA ROUTE TYPES

Theextentofthe Strategic Regional Arnterial (SRA)
network was described in Newsletter Number One. It
consists of 1340 miles of existing roads in Northeastern
Illinois, encompassing 146 route segments in the six-
county area. Within this network there are significant
differences in the roadway environment which deter-
mine how various types of routes may function in the
system. Three different types of SRA routes have been
designated, corresponding to three different types of
roadway environment

. Urban Routes
. Suburban Routes
. Rural Routes

The designation of route types within the overall
SRA system reflects the density of development within
the different portions of the region. The projected
density of households for the year 2010 was used as the
criterion for defining density of development for the
route types. Densities which correspond to each of these
route types are:

. Urban routes: Densities over 5.0 households per
acre by 2010.

. Suburban routes: Densities between 0.5 and 5.0
households per acre by 2010.

. Rural routes: Densities less than 0.5 households
per acre by 2010.

The areas for each route type are shown in the
accompanying map. Urban routes are located in the
City of Chicago and adjacent portions of more densely

developed suburbs such as Oak Park. Suburban route
designations encompass most of suburban Cook and
Lake Counties, all of DuPage County, and the more
developed portions of McHenry, Kane and Will Coun-
ties. Within each of the three areas, continuity of route
type is maintained based upon the overall density of
2010 development.

The Design Concept Report, prepared in 1990 and
endorsed by the Policy Committee of the Chicago Area

2010 STRATEGIC REGIONAL ARTERIAL SYSTEM
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ROADWAY FEATURES RELATED TO
TYPE OF FACILITY

Transportation Study (CATS) eardier this year, set out
desirable characteristics for each type of SRA route in
year 2010.

Urban Routes

The desirable cross-section for SRA routes in
urban areas is shown below. It consists of two traffic
lanes in each direction, preferably with a median to
separate the traffic flows and provide protection for
tumning vehicles. An additional curb lane may be pro-
vided in some circumstances for use by buses or other
high-occupancy vehicles (HOV's). Curb parking is not
recommended; it should be replaced in offstreet facili-
ties wherever possible.

Allmajorintersections onurban SRA routes would
be signalized and interconnected into signal networks
or signal systems with pedestrian actuation where
needed. Intersections would also provideleft- and right-
turn lanes where right-of-way is available.

Transit service enhancements would be consid-
ered on urban SRA routes which accommodate bus
routes. Actions would also be taken to manage access
thereby improving traffic operations and enhancing
safety.

Suburban Routes

The desirable cross-section for SRA routes in
suburban areas is shown below. Recommended fea-
tures are three through lanes in each direction, a raised
median and turn lanes at intersections. Capacity in-
creasing measures also include signal synchronization,
transit and pedestrian amenities, and policies related to
access and parking.

Major intersections and interchanges with other
SRA routes are of prime concern in the suburban areas
(and in rural areas, discussed next). Left- and right-tum
lanes would be provided at all major signalized inter-
sections. -At _fjgpyisuburban intersections, turning
movements are very high and may warrant double left
tum lanes. A grade-separated interchange would be
considered, at intersections between two SRA routes, if
right-of-way is available and if conditions warrant.

Access management is another key consideration

in suburban areas. It is recommended that access to
abutting properties be limited to right-in, right-out
traffic movements. In suburban areas where there are
numerous curb cut access points to properties, these
may be combined into a single point.

Rural Routes

Desirable cross-sections for SRA routes in rural
areas are shown below for facilities with and without
frontage roads. The rural SRA route would consist of
two travel lanes in each direction with left-tum lanes at
all intersections and a wide median. As with suburban
routes, all major intersection would be signalized and a
grade-separated interchange would be considered
wherever two SRA routes intersect.

Frontage roads would be considered on rural SRA
routes if there are a number of closely spaced driveways
and/or groupings of potentially dangerous intersec-
tions. Particular attention would be paid to the treat-
ment of frontage road intersections at cross streets that
access the SRA systems.
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ROUTE TYPE CONSIDERATION IN

THE WESTERN/DIXIE/183rd/ VINCENNES/IL RTE 1 CORRIDOR

The Western Avenue/Dixie Highway

Corridor

The SRA segment of concem to this panel is
Western Avenue between 119th Street and Peterson
Avenue (U.S. 14). This segment is shown on the
accompanying map.

The corridor is served by bus via CTA route #49
from Peterson Avenue to south of 119th Street. The
PACE #349 route begins at 79th Street and continues
south past 119th Street. CTA rapid transit routes serve
the corridor via the Ravenswood, O'Hare/Congress/
Douglas, and Lake/Dan Ryan lines. METRA crosses
the corridor southof Diversey Parkway, Grand Avenue,
16th Street, Archer Avenue, and south of the Southwest
Highway.

This section of the corridor has been classified as

n urban SRA. Based on the SRA Design Concept
<eport, the ultimate 2010 desirable cross section could
include aminimum of four through lanes within a 96- to
110-foot right-of-way.

Existing right-of-way and lane configuration meet
minimum requirements throughout much of this SRA
section. Special consideration is required at crossings
with other SRAs and major streets where additional
through and tuming lanes may require greater street
width and right-of-way. Clearances are limited at
various rail overpasses.

L+ CTA (Haversviood)
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YOU CAN HELP

There are a number of ways that you, as a panelist
for this SRA route segment, can assist in producing the
best and most acceptable plan for this corridor.

+ A call has gone out earlier for copies of back-
ground data, reports, and other information pertaining
to the SRA route. It is extremely important that the
project engineers and planners have access to previous
as well as ongoing work. If you have not yet responded
please provide copies to the panel coordinator as soon
as possible. Also, if there are any additional areas of
concern that you feel should be considered in this
process, your panel coordinator should be made aware
of this information.

 Please planto attend panel meetings. These are
important sessions that can set the tone for the remain-
der of the planning study.
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PUBLIC TRANSIT

The success of today’s transportation system and
the viability of its future depend on a “balanced” sys-
tem, one that provides a mixture of modes and opt-
mizes mobility in terms of convenience, comfort, safety,
and economy. A key element of this balanced system
has long been to give preferential treatment to public
transit and other high-occupancy vehicles (HOV).

The Strategic Regional Arterial (SRA) system is
intended to accomplish certain specific objectives within
the overall transportation system, one of which is to
enhance public transportation and personal mobility.
This may be accomplished by:

» Improving access 10 rail transit stations

+  Improving operating conditions for buses and other
vehicles

» Identifying opportunities for future transit facilities
¢ Mainuining pedestrian accessibility
These strategies are being investigated for appli-
cation in plans for each of the SRA routes under study.

Improved Transit Station Accessibility

Existing transit stations along SRA routes will be
evaluated forpotential improvements to increase acces-
sibility from the SRA. Increased accessibility may
motivate more people to make regional trips utilizing
transit, thereby reducing the number of vehicles on the
SRA. Accessibility could be improved by one or more
of the following techniques.

e Actuated TrafTic Signals—Transit station usage
is extremely intensive during peak periods.
Incorporating traffic signals with phasing and
timing that responds to varying daily traffic levels
will make transit stations more accessible and
reduce delays. If new traffic signals are proposed
at ransit stations, they should meet the established
traffic warrants and spacing of signals criteria.

=  Turn Lanes—To maximize through traffic
movements for vehicles not wishing to access
transit stations, channelized right- and left-tum
lanes could be constructed for vehicles turning into
transit stations. If demand is high enough, dual
left- and/or right-turn lanes might be constructed.
Appropriate storage bays forturning vehicles must
also be implemented.

= Parking Improvements—Parking lot expansion
for commuters will be investigated. Preferential
parking stalls nearest to transit stations could be
designated for HOV. Secure bicycle parking also
should be provided at most suburban transit stations.

s  Pedestrian Grade Separations—If substantial
parking fora transitstation is located on the opposite
side of a SRA, grade separation for the pedestrian
movement could be considered. This would tend to
reduce delays on the SRA caused by at-grade
pedestrian flow, and would also improve safety
and convenience for the pedestrians.
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Improved Operating Conditions for
Buses

A number of transit enhancements will be con-
sidered both to relieve traffic congestion and improve
operating conditions for buses.

Bus Service on Rural SRAs

Bus services operating on rural SRAs should, if
possible, be limited toexpress service. The buses should
have signal preemption capability that can be deployed
when they are running behind schedule. Because of the
high-speed characteristics of these facilities, flag stops
are not considered appropriate. Wherever possible, bus
stops on these routes should be planned as public-
private cooperative ventures in conjunction with activ-
ity centers. These off-the-road sheltered stops would
also serve connecting routes and incorporate park-and-
ride facilides. They would be located at 2- to 5-mile
intervals. Bus stops should be located onthe actual SRA
routes when there are no opportunities for off-road
facilities, and/or to serve riders transferring from con-
necting services.

Bus Service on Suburban SRAs

Similar to bus services for rural SRAs, bus ser-
vices on suburban SRAs should be express buses.
Where possible or feasible express bus service should
be equipped with priority signal preemption capability
that can be deployed when they are running behind
schedule. Bus stop locations should occur every one-
half to 1 mile. Variable factors to consider in locating
the stops are:

+  Whetherthere are intersecting bus routes with
a corresponding potential for transferring
riders; and

* Whether there are significant residential,
commercial/retail, or office developments to
be served along the route.

The stops would be designed as tumouts and
would accommodate connecting services. Walkways to
stops of intersecting services would facilitate transfers
and promote safety. Near-side and far-side bus stop
configurations would be planned to minimize distance
between connecting lines.

Bus Service on Urban SRAs

On urban SRA routes that accommodate bus ser-
vice, a number of transit service enhancements will be
reviewed to determine their potential forrelieving traffic
congestion. One basic technique would be to remove
parking from the bus travel lanes, and strictly enforce
parking restrictions. Signal system modification rep-
resents another potential area for enhancement.

Bus stop turnouts are not considered practical on
urban SRAs. On a route-specific basis, however, both
the locations and spacing of bus stops will be reviewed.
Major objectives would be to eliminate stops in excess
of one per block, and to eliminate conflicts with right
tuns. Where the blocks are short, as in the central area,
stops could be located at every second block.

Exclusive Bus Lanes

Another strategy to improve travel times is to
establish exclusive lanes for buses and HOV during the
moming and evening peak travel periods. This ap-
proach would be reserved for SRAs with at least three
traffic lanes in each direction (see Figurel, which
illustrates the “diamond lane™ concept). A companion
measure essential to the effectiveness of exclusive lanes
is minimizing access points to the roadway by eliminat-
ing curb cuts wherever possible.

Figure 2 illustrates median bus lane treatment on
an urban SRA route. If this treatment is adopted, auto-
mobile left tumns from. the urban SRA route should be
permitted only at other SRA routes.

Lanesonurban SR A routes could also be dedicated
to buses that travel in the reverse direction from the
normal traffic flow. Figure 3 gives an example of a
typical transit contra-flow lane. Contra-flow lanes have
been used in downtown Chicago, and have been very
effective in reducing both bus travel times and bus
operating expenses. However, because of accident po-
tential, transit contra-flow lanes are generally only
recommended when additional lanes cannot be added
easily because of space limitations and where reserve
capacity is available in the non-peak direction.
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Identifying Opportunities for Future
Transit Facilities

Plans for SRA routes will consider opportunities
to incorporate future transit and associated facilities
such as:

¢ Busways
»  High-Occupancy Vehicle (HOV) Lanes
» Ridesharing Facilities
Furthermore, SRA routes will consider incorpo-

rating future light - rail systems or circulator and shuttle
systems where future plans already exist.

Maintaining Pedestrian Accessibility

Safe movement and accessibility are key issues
for bicycles and pedestrians. The urban SRA corridors
are likely to experience the greatest concentration of
pedestrians and cyclists. The density of developments
coupled with shorter trip-making encourage these travel
modes. Additionally, the urban SRA routes experience
heavy traffic volumes. In these urban areas, close par-
allel routes are usually present and continuous. These
parallel facilities should be identified as bicycle routes
so that the SRA routes can focus on their primary
responsibility—carrying regional traffic. The design of
most urban SRA routes already includes sidewalks for
pedestrians and should continue to do so under maxi-
mum design. Handicapped access ramps for pedestri-
ans also will be considered at intersections and curb cut
locations.

On rural and suburban SRA routes, more options
are available for handling pedestrian and bicycle ac-
cess. Forexample, while right-of-way availability is still
a critical issue, dense development immediately adja-
cent to the roadway may not be as common an occur-
rence as in urban areas. In certain cases provisions for
bicycles and pedestrians may be accommodated within
the SRA right-of-way itself. In these situations, alter-
native parallel routes may not always be available. The
choice of how to provide access within the SRA corridor
will be based on each unique situation. Where an
existing bicycle and pedestrian facility already exists,
the goal is to have a continuous system of bicycles and
pedestrian facilities.
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Western/Dixie/Illinois Route 1 Project
Status

To date, about 30 percent of the study of Wester/
Dixie/Illinois Route 1 is complete. In September and
October, IDOT and the consultant team held the first
Advisory Panel Meetings. At these meetings, the
existing conditions of the Western/Dixie/Ilinois Route
1 corridor were reviewed with panel members. The
second Advisory Panel Meeting is scheduled for March.
Advisory Panel members will be contacted in the near
future to set the date, time, and location. At this second
meeting, the panel will discuss long-range alternatives
forimprovements to the Western/Dixie/Illinois Route 1
corridor. The third Advisory Panel Meeting is sched-
uled to take place in the fall of 1992, and a Public
Hearing is scheduled tentatively for the winter of 1992
or early 1993,
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PUBLIC TRANSIT

The success of today's transportation system and
the viability of its future depend on a “‘balanced” sys-
tem, one that provides a mixture of modes and opti-
mizes mobility interms of convenience, comfort, safety,
and economy. A key element of this balanced system
has long been to give preferential treatment to public
transit and other high-occupancy vehicles (HOV).

The Strategic Regional Arterial (SRA) system is
intended to accomplish certain specific objectives within
the overall transportation system, one of which is to
enhance public transportation and personal mobility.
This may be accomplished by:

* Improving access to rail transit stations

*  Improving operating conditions for busesand other
vehicles

*  Identifying oppornities for future transit facilities
*  Maintaining pedestrian accessibility
These strategies are being investigated for appli-
cation in plans for each of the SRA routes under study.

Improved Transit Station Accessibility

Existing transit stations along SRA routes will be
evaluated forpotential improvements to increase acces-
sibility from the SRA. Increased accessibility may
motivate more people to make regional trips utilizing
transit, thereby reducing the number of vehicles on the
SRA. Accessibility could be improved by one or more
of the following techniques.

= Actuated TrafTic Signals—Transit station usage
is extremely intensive during peak periods.
Incorporating traffic signals with phasing and
timing that responds to varying daily traffic levels
will make transit stations more accessible and
reduce delays. If new traffic signals are proposed
at transit stations, they should meet the established
traffic warrants and spacing of signals criteria.

e Turn Lanes—To maximize through traffic
movements for vehicles not wishing to access
transit stations, channelized right- and left-turn
lanescould be constructed for vehicles turning into
transit stations. If demand is high enough, dual
left- and/or right-turn lanes might be constructed.
Appropriate storage bays for turning vehicles must
also be implemented.

«  Parking Improvements—Parking lot expansion
for commuters will be investigated. Preferential
parking stalls nearest to transit stations could be
designated for HOV. Secure bicycle parking also
should be provided atmost suburban transit stations.

« Pedestrian Grade Separations—If substantial
parking fora transit station is located on the opposite
side of a SRA, grade separation for the pedestrian
movementcould be considered. This would tend to
reduce delays on the SRA caused by at-grade
pedestrian flow, and would also improve safety
and convenience for the pedestrians.
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Improved Operating Conditions for
Buses

A number of transit enhancements will be con-
sidered both to relieve traffic congestion and improve
operating conditions for buses.

Bus Service on Rural SRAs

Bus services operating on rural SRAs should, if
possibie, be limited toexpress service. The buses should
have signal preemption capability that can be deployed
when they are running behind schedule. Because of the
high-speed characteristics of these facilities, flag stops
are not considered appropriate. Wherever possible, bus
stops on these routes should be planned as public-
private cooperative ventures in conjunction with activ-
ity centers. These off-the-road sheltered stops would
also serve connecting routes and incorporate park-and-
ride facilides. They would be located at 2- to 5-mile
intervals. Bus stops should be located on the actual SRA
routes when there are no opportunities for off-road
facilities, and/or to serve riders transferring from con-
necting services.

Bus Service on Suburban SRAs

Similar to bus services for rural SRAs, bus ser-
vices on suburban SRAs should be express buses.
Where possible or feasible express bus service should
be equipped with priority signal preemption capability
that can be deployed when they are running behind
schedule. Bus stop locations should occur every one-
half to 1 mile. Variable factors to consider in locating
the stops are:

»  Whetherther are intersecting bus routes with
a corresponding potential for transferring
riders; and

» Whether there are significant residential,
commercial/retail, or office developments to
be served along the route.

The stogg=tvould be designed as tumouts and
would accommodate connecting services. Walkways to
stops of intersecting services would facilitate transfers
and promote safety. Near-side and far-side bus stop
configurations would be planned to minimize distance
between connecting lines.

Bus Service on Urban SRAs

On urban SRA routes that accommodate bus ser-
vice, a number of transit service enhancements will be
reviewed to determine their potential forrelieving traffic
congestion. One basic technique would be to remove
parking from the bus travel lanes, and strictly enforce
parking restrictions. Signal system modification rep-
resents another potential area for enhancement.

Bus stop mmouts are not considered practical on
urban SRAs. On a route-specific basis, however, both
the locations and spacing of bus stops will be reviewed.
Major objectives would be to eliminate stops in excess
of one per block, and to eliminate conflicts with right
tums. Where the blocks are short, as in the central area,
stops could be located at every second block.

Exclusive Bus Lanes

Another strategy to improve travel times is to
establish exclusive lanes for buses and HOV during the
moming and evening peak travel periods. This ap-
proach would be reserved for SRAs with at least three
traffic lanes in each direction (see Figurel, which
illustrates the “diamond lane” concept). A companion
measure essential to the effectiveness of exclusive lanes
is minimizing access points to the roadway by eliminat-
ing curb cuts wherever possible.

Figure 2 illustrates median bus lane treatment on
an urban SRA route. If this treatment is adopted, auto-
mobile left tums from the urban SRA route should be
permitted only at other SRA routes.

Lanesonurban SRA routes could also be dedicated
to buses that travel in the reverse direction from the
normal traffic flow. Figure 3 gives an example of a
typical transit contra-flow lane. Contra-flow lanes have
been used in downtown Chicago, and have been very
effective in reducing both bus travel times and bus
operating expenses. However, because of accident po-
tential, transit contra-flow lanes are generally only
recommended when additional lanes cannot be added
easily because of space limitations and where reserve
capacity is available in the non-peak direction.
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Figure 1 "Diamond Lanes”

—

et

] |___SRA L]
/‘____Jll——“—'j—r:&:uuﬂﬂm‘f L~ —

"

'

é

i j‘
11
[k

n

1

|
M :[ﬂ’ |||||"||||l

[
i

,_.,,
|

i

I

|
“.

_lﬁ\
nel
' :
i
|
I
u

|

|

?

i

A

M
|
|
)
\
\
\ \
|
i

A

—-——"

TG
— ﬂﬂ”idﬁkﬂidﬂ I N ey BERF e B

— s ——————
—

e —— S —

Figure 2 Center Bus Lane Treatment - Urban SRA

Doabie
veiTm Cemehng

- Preleceatial Lane
Sym>oi

/ - S ukmiem

——————— —_—
—
- L — — —— — — — — —
Otne Trathe —
- — -— — — — — — — —
—r

Figure 3 Typical Transit Contra=Flow Lane

PAGE 3



Identifying Opportunities for Future
Transit Facilities

Plans for SRA routes will consider opportunities
to incorporate future transit and associated facilities
such as:

»  Busways
«  High-Occupancy Vehicle (HOV) Lanes
»  Ridesharing Facilities
Furthermore, SRA routes will consider incorpo-

rating future light - rail systems or circulator and shuttle
systems where future plans already exist.

Maintaining Pedestrian Accessibility

Safe movement and accessibility are key issues
for bicycles and pedestrians. The urban SRA corridors
are likely to experience the greatest concentration of
pedestrians and cyclists. The density of developments
coupled withshorter trip-making encourage these travel
modes. Additionally, the urban SRA routes experience
heavy traffic volumes. In these urban areas, close par-
allel routes are usually present and continuous. These
parallel facilities should be identified as bicycle routes
so that the SRA routes can focus on their primary
responsibility—carrying regional traffic. The design of
most urban SRA routes already includes sidewalks for
pedestrians and should continue to do so under maxi-
mum design. Handicapped access ramps for pedestri-
ans also will be considered at intersections and curb cut
locations.

On rural and suburban SRA routes, more options
are available for handling pedestrian and bicycle ac-
cess. Forexample, while right-of-way availability is still
a critical issue, dense development immediately adja-
cent to the roadway may not be as common an occur-
rence as in urban areas. In certain cases provisions for
bicycles and pedestrians may be accommodated within
the SRA right-of-way itself. In these situations, alter-
native parallel routes may not always be available. The
choice of how to provide access within the SRA corridor
will be based on each unique situation. Where an
existing bicycle and pedestrian facility already exists,
the goal is to have a continuous system of bicycles and
pedestrian facilities.

Western/Dixie/Illinois Route 1 Project
Status

To date, about 30 percent of the study of Western/
Dixie/Illinois Route 1 is complete. In September and
October, IDOT and the consultant team held the first
Advisory Panel Meetings. At these meetings, the
existing conditions of the Western/Dixie/Illinois Route
1 corridor were reviewed with panel members. The
second Advisory Panel Meeting is scheduled for March.
Advisory Panel members will be contacted in the near
future to set the date, time, and location. At this second
meeting, the panel will discuss long-range altemnatives
forimprovements to the Western/Dixie/Illinois Route 1
corridor. The third Advisory Panel Meeting is sched-
uled to take place in the fall of 1992, and a Public
Hearing is scheduled tentatively for the winter of 1992
or early 1993,
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Relationship of Transportation Planning

to Land Use and Development

Land Use and the SRA Plan

The success of today’s transportation system and
the viability of its future depend upon integrating arte-
rial improvements with future development plans. Road
improvements have the potential to stimulate land use
changes, which in tum, can impact the efficiency of the
transpontation system. Improved accessibility, a com-
mon component of transportation system improvement
plans, can influence land development, particularly
when combined with other contributing factors such as
land availability, market trends, local zoning and land
use policies, water and sewer extension policies, and
proximity to population centers.

The Strategic Regional Arnterial (SRA) network,
which consists of 1,340 miles of existing roads, encom-
passes 146 routes in Cook, DuPage, Kane, Lake,
McHenry, and Will Counties. Within this network there
are significant differences in the roadway environment
that determine how various types of routes may func-
tion in the system. Land use impacts also will vary,
depending upon whether the route traverses an urban,
suburban, or rural area. In rural or suburban areas, there
may be large tracts of vacant land that may undergo
development, requiring coordinated access; in urban
areas, maintaining or improving access and parking to
existing developments are primary issues.

In high-demand areas, consideration of access
management and design improvements are necessary to
ensure maintenance of a good level of service. A key
element of the SRA plan is to balance the goals of an
arterial’s function, to carry high volumes of long-
distance traffic, with existing and future land use access
needs. This may be accomplished by:

*  Understanding future regional growth trends; and

*  Understanding and accommodating local planning
efforts.

Understanding Future Regional Growth
Trends

By the year 2010, substantial increases in popula-
tion, number of households, and employment are pro-
jected for the Chicago metropolitan region. Total
population is projected to grow by 17.2 percent—from
7.1 million in 1980 to over 8.3 million by 2010. Popu-
lation growth will be most significant outside of Cook
County (which contains the city of Chicago) in the
suburban counties. Each of the six counties, with the
exception of Cook County, is projected to grow by
nearly 50 percent over the 30-year period (1980 to
2010). The following table details population growth
and percent change over the 30-year period.

Projected Population Change, 1980-2010

Popuiation Percent

County 1980 010 Incresse Change
Cook 5253,700 $.567.300 313,700 6.0
DuPage 658 300 985,600 328300 00
Kape 278,400 426,100 147,700 s3.1
Lake 440,400 640,700 200300 455
McHenry 147,900 235300 87,900 94
will 324 500 472,400 147,900 45.6
Region 7,103,600 8,327,900 1,224,300 172

Source: Northeastern [llinois Planning Commission

Changing demographics have altered household
structure, bringing a dramatic increase in the number of
single-person and single-parent-headed households, a
factor that will continue to shape markets in the coming
years. In the region, the number of households is pro-
jected to increase by 31.1 percent (774,000 new house-
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Western/Dixie/lllinois Route 1 Corridor

holds) between 1980 and 2010—reaching over 3.2
million. Nearly half of the new households will be in
Cook County, which will add close to 350,000 house-
holds. Lake, Kane, McHenry, Will, and DuPage Coun-
ties will see the greatest percent change—with house-
holds increasing by well over S0 percent of 1980 levels.

Projected Household Change, 1980.2010

Household Percent

County 1980 2010 lacrease Change
Cook 1379,400 2228,000 343 500 18.5
DuPage 2000 368 500 146 500 67.0
Kane 93,700 160,100 66,400 70.9
Lake 139,700 240200 100,500 720
McHenry 49,100 37,800 38,700 788
wil 103,100 170900 67,300 65.7
Region 2,486,700 3260,700 T74 000 311

Source: Northeastern [llinois Planning Commission

The region’s employment is projected to increase
by 34.6 percent by 2010—to over 4.5 million jobs.
Cook, DuPage, and Lake Counties will continue to be
the major employment centers in the region. Employ-
ment in DuPage County is projected to more than
double over the 30-year time period—from 284,700 to
641.500 jobs. In Lake County, the number of jobs will
increase from 162,000 to 306,700 between 1980 and
2010.

Projected Employment Change, 1980.2010

Empioyment Percest

Couaty 1980 2010 . Increase Change
Coak 2,497,000 3249,100 551,100 2035
DuPage 234,700 641,500 356300 1253
Kme 119,100 174 400 55,300 464
Lake 1&.900_ 306,700 144,700 89.3
McHenry ﬁmo 71200 26200 §5.7
will 91,700 134,100 42,400 462
Region 3.401,400 4,579,100 1,777,700 4.6

Source: Northeastern Illinois Planning Commission

Understanding and Accommodating Local
Land Use Plans

To provide an SRA cormidor plan that addresses
future development, comprehensive land use plans re-
quested from each community have been integrated
into the SRA transportation planning effort. From these
land use plans, it is possible to make a better determi-
nation of:

e  Potential future access locations

« Need for frontage roads, collector roads, etc.
«  Optimal future traffic signal locations

« Potential for development of transit plans

In existing or future areas of intense commercial
development, SRA corridor planning can focus on:
« Consolidating driveways, coordinating closely-
spaced access points
«  Mitigating impacts 10 on-street parking
« Optimal median types and dimensions (such as
raised versus flush medians)
In residential areas, or near parks and schools, the
corridor plan can focus on:
e Accommodating pedestrian activities
»  Addressing aesthetic issues to minimize adverse
visual impacts of corridor improvements
It is important to note that local units of govern-
ment control land use and development. The SRA
corridor plan attempts to coordinate future transporta-
tion needs based on community plans, but if land use
policy changes, orif a land use plan is not implemented,
the transportation system will be affected. Thus, a good
transportation system depends upon implementation of
effective land use controls and enforcement of land use

plans.

Land Use Considerations in the
Western/Dixie/Illinois Route 1
Corridor

This SRA segment includes areas along Western
Avenue/Dixie Highway between U.S. Route 30 and

119th Street. The corridoris shownon the accompanying
map. Within this segment, the corridor is classified as

—n—



Western/Dixie/lllinois Route 1 Corridor

“suburban” from U.S. Route 30 to Sibley
Boulevard (a distance of approximately 8.5
miles) and then is classified “urban™ for the
remainder of the route. .

Land use along much of this segment is
mature suburban residential. Exceptions in-
clude sections of Dixie Highway bordered by
retail developments (presently with low occu-
pancy) and the downtown commercial dis-
tricts of Homewood and Blue Island. There is
litle open land for future development.

Considerations for mitigating potential
adverse impacts of future development could
include providing access control, requiring
additional right-of-way reservation for front-
age roads, or providing enhanced access to the
development or site.

Western/Dixie/Illinois Route 1
Corridor Project Status

The second Advisory Panel Meeting for
the Westem Avenue/Dixie Highway Corridor
was held April 6, 1992. At this meeting, the
concept plan for the corridor was presented
and discussed, and input was solicited from the
panel members. The project team will continue
to detail the plan, which will be presented and
discussed at the third panel meeting in the fall
of 1992.

WESTERN/DIXIE/ILLINOIS ROUTE 1
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Relationship of Transportation Planning

to Land Use and Development

Land Use and the SRA Plan

The success of today’s transportation system and
the viability of its future depend upon integrating arte-
rial improvements with future development plans. Road
improvements have the potential to stimulate land use
changes, which in turn, canimpact the efficiency of the
transportation system. Improved accessibility, a com-
mon component of transponation system improvement
plans, can influence land development, particularly
when combined with other contributing factors such as
land availability, market trends, local zoning and land
use policies, water and sewer extension policies, and
proximity to population centers.

The Strategic Regional Arterial (SRA) network,
which consists of 1,340 miles of existing roads, encom-
passes 146 routes in Cook, DuPage, Kane, Lake,
McHenry, and Will Counties. Within this network there
are significant differences in the roadway environment
that determine how various types of routes may func-
tion in the system. Land use impacts also will vary,
depending upon whether the route traverses an urban,
suburban, orrural area. In rural or suburban areas, there
may be large tracts of vacant land that may undergo
development, requiring coordinated access; in urban
areas, maintaining or improving access and parking to
existing developments are primary issues.

In high-demand areas, consideration of access
management and design improvements are necessary to
ensure maintenance of a good level of service. A key
element of the SRA plan is to balance the goals of an
arterial’s function, to carry high volumes of long-
distance traffic, with existing and future land use access
needs. This may be accomplished by:

*  Understanding future regional growth trends; and

*  Understanding and accommodating local planning
efforts.

Understanding Future Regional Growth
Trends

By the year 2010, substantial increases in popula-
tion, number of households, and employment are pro-
jected for the Chicago metropolitan region. Total
population is projected to grow by 17.2 percent—from
7.1 million in 1980 to over 8.3 million by 2010. Popu-
lation growth will be most significant outside of Cook
County (which contains the city of Chicago) in the
suburban counties. Each of the six counties, with the
exception of Cook County, is projected to grow by
nearly S0 percent over the 30-year period (1980 to
2010). The following table details population growth
and percent change over the 30-year period.

Projected Population Change, 1980-2010

Popuiation Percent

County 1980 2010 Incresse Change
Cook 5.253,700 5.567.300 313,700 60
DuPage 658 300 985,600 326300 500
Kane 273 400 426,100 147,700 531
Lake 440400 640,700 200300 455
Mctieary 147900 215800 87,900 59.4
will 324 500 472400 147900 456
Regios 7,103,500 $327 500 1,224 300 172

Source: Northeastern [llinois Planning Commission

Changing demographics have altered household
structure, bringing a dramatic increase in the number of
single-person and single-parent-headed households, a
factor that will continue to shape markets in the coming
years. In the region, the number of households is pro-
jected to increase by 31.1 percent (774,000 new house-
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holds) between 1980 and 2010—reaching over 3.2
million. Nearly half of the new households will be in
Cook County, which will add close to 350,000 house-
holds. Lake, Kane, McHenry, Will, and DuPage Coun-
1ies will see the greatest percent change—with house-
holds increasing by well over 50 percent of 1980 levels.

Projected Household Change, 1980-2010

Household

Percent

County 1980 2010 Increase Change
Cook 1,879,400 2228,000 348 500 18.5
DuPage 222 500 368,500 146,500 67.0
Kage 93,700 160,100 66,400 7.9
Lake 139,700 240200 100 500 R0
McHenry 49,100 87,800 38,700 73.3
Wil 103,100 170.900 67.800 65.7
Region 2,436,700 3260.700 774,000 3.l

Source: Northeastern Illinois Planning Commission -

The region’s employment is projected to increase
by 34.6 percent by 2010—t0 over 4.5 million jobs.
Cook, DuPage, and Lake Counties will continue to be
the major employment centers in the region. Employ-
ment in DuPage County is projected to more than

double over the 30-year time period—from 284,700 10"

641,500 jobs. In Lake County, the number of jobs will
increase from 162,000 to 306,700 between 1980 and

2010.

Projected Empioyment Change, 1980-2010

Empioyment Percest

Cousnty 1980 2010 Incresse Change
Cook 2,697,000 3249,100 551,100 2.5
DuPage 284,700 641,500 356,800 125.3
Kane 119,100 174,400 55,300 464
Lake L;zépo . 306,700 144,700 893
McHenry 47,000 ' 73200 25200 55.7
will 91,700 134,100 42,400 462
Region 3,401,400 4,579.100 1,777,200 4.6

Sowrce: Northeastem lllinois Planning Commission

Understanding and Accommodating Local
Land Use Plans

To provide an SRA corridor plan that addresses
future development, comprehensive land use plans re-
quested from each community have been integrated
into the SRA transportation planning effort. From these
land use plans, it is possible 1o make a better determi-
nation of:

»  Potenual future access locations

» Need for frontage roads, collector roads, etc.
¢ Optimal future traffic signal locations

»  Potential for development of transit plans

In existing or future areas of intense commercial
development, SRA corridor planning can focus on:
+ Consolidating driveways, coordinating closely-
spaced access points
+  Mitigating impacts to on-street parking
»  Optimal median types and dimensions (such as
raised versus flush medians)
In residential areas, or near parks and schools, the
corridor plan can focus on:
»  Accommodating pedestrian activities
«  Addressing aesthetic issues to minimize adverse
visual impacts of corridor improvements
It is important to note that local units of govem-
ment control land use and development. The SRA
corridor plan attempts to coordinate future transporta-
tion needs based on community plans, but if land use
policy changes, orif aland use plan isnot implemented,
the transportation system will be affected. Thus, a good
transportation system depends upon implementation of
effective land use controls and enforcement of 1and use

plans.

Land Use Considerations in the
Western/Dixie/Illinois Route 1
Corridor

This SRA segment includes areas along Western
Avenue/Dixie Highway between 119th Street and
Peterson Avenue. The corridor is shown on the ac-
companying map. Within this segment, the corridor is
classified as “urban” throughout its length. Areas ad-
jacentto Western Avenue are entirely within Evergreen
Park or the City of Chicago.

-__n—



Western/Dixie/lllinois Route 1 Corridor

Land use patterns along this segment are mature
and are likely to remain as they are today. Adjacent 1o
Westemn Avenue, the land use is predominantly retail/
commercial with pockets of residential areas. There is
virtually no “undeveloped” land in this segment.

Considerations for mitigating potential adverse
impacts of future development could include providing
access control, requiring additional right-of-way reser-
vation for frontage roads, or providing enhanced access
1o the development or site.
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Western/Dixie/Illinois Route 1
Corridor Project Status

The second Advisory Panel Meeting for the
Western Avenue/Dixie Highway Corridor will be held
inlate April. Atthismeeting, altemative improvements
under consideration will be presented and discussed,
and input will be solicited from the panel members.
The project team will continue to detail the plan, which
will be presented and discussed at the third panel
meeting in the fall of 1992.
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The Function of a

Strategic Regional Arterial

- - residential street is devoted
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 abutting land uses, than

For streets and highways in metropolitan areas to
operate efficiently, the functions they are to perform
must be classified, and the types of facilities that best
accommodate these functions must be identified.
Facilities designed specifically for a given type of
movement suit that purpose best; matching use and
design helps to ensure consistent, uniform flow, which
contributes to operational efficiency and safety.! An
area’s street and highway system can be classified
schematically by relating the proportion of movement
function to access function. This concept is illustrated
graphically inthe accompanying chart. Atits functional
extreme, a local access or

*“arterial” roadways. Also,on SRAs trip lengths will be
longer and movement will be faster than on other
arterial or collector streets. However, despite the focus
onaccommodating the movement function, considering
the access function also is vital because SRA routes
pass through numerous villages and cities.

SRA Benefits

Communities affected by SRAs often ask: “What
is achieved by the SRA system?” or “How will SRA
improvements benefitmy community?” The remainder

almost entirely to providing
access to abutting properties;

P
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of this newsletter addresses and provides answers to
these questions.
Local communities benefit from SRA designation
and planning by realizing the following improvements:
« Enhanced traffic safety
« Improved traffic operations
*  Reduced environmental impacts
»  Reduced neighborhood impacts
» Increased local land use and transportation
planning
These benefits may result from physical
improvement of SRA routes and/orthe overall planning
process leading to implementation of the SRA concept.

Improvement Benefits

Benefits in safety, traffic operations, and the
environment result directly from SRA improvements
to the number and arrangement of driving lanes, traffic
and access controls, and lane arrangements at
intersections.

Safety

Driver and pedestrian safety on SRAs may be
enhanced by improving intersections and medians, by

controlling access, and.msomemstances byrestricting

or prohibiting parking.
Intersection Improvements

Research shows that adding a channelized left-
turn lane at an intersection reduces accidents
significantly. Although adding tumning lanes is the
most obvious example of a physical intersection
improvement, coordinating traffic signal timing
between several intersections or revising signal phasing,
which are less obvious, also are importantimprovement
considerations. Separate signal phases for pedestrians
and cyclists also may be implemented to enhance
safety on a SRA.

T.%"‘

Median Improvements

Providing a raised or a painted median for a SRA
separates opposing traffic flows and affords a “refuge”
for pedestrians crossing the street. Two-way left-tumn
lanes that allow left tums at all locations along the SRA
have been shown to result in accident reductions of 25
percent or more.

For higher-speed rural facilities, dramatic safety
improvements result when a four-lane divided highway
canbeimplemented (versus atwo-or four-lane undivided
roadway).

Access Management

Frequent access drives along a SRA—with
consequenttumns into and out of roadside development—
are another source of accidents. Research shows that
restricting the frequency of driveways, or restricting
left tums at driveways at a minimum, will result in a
lower accident rate. Improved access management,
which goes along withdevelopment of the SRA system,
also can enhance driver and pedestrian safety.

Parking Regulation

Eliminating or restricting curb parking on some
portions of the SRA system will not only promote better
traffic flow, but will eliminate accidents that may be
attributed to parking and “un-parking™ maneuvers. In
order to support local activity and to satisfy parking
demand, parking spaces that are removed from the curb
usually will need to be replaced in off-street facilities,
where parking can be xnanagcd casily and accessed
safely. - _ . o
T; raﬁ'?c 0peratzam‘ e omx l

Along with safety enhancements. physxcal .

improvements to the street system such as adding lanes,
providing a median, or controlling access also promote
bettertrafficoperations. Drivers will be able to complete
their journey on a SRA with fewer starts and stops, and
at consistent, acceptable. and safe speeds R

—_n—_
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Environmental Impacts

Good traffic operations produce an important
benefit: reduced fuel consumption and a resultant air
quality improvement. Vehicles travelling smoothly
emit less pollutants than vehicles under congested flow
conditions. In the Chicago metropolitan area, which
has been designated a *‘severe non-attainment area” for
air quality, maintaining smooth, efficient traffic
operations is critical. Motor vehicles contribute as
much as 60 percent of ozone-forming pollutants—a
significant component of the smog that occurs on hot
days. Pollutant emissions are a particular problem in
areas of congestion; high emissions result from frequent
stops, long periods of vehicle idling, and very low
speeds. More efficient traffic flow on the SRA network,
therefore, will help the Chicago area to meet its clean air
objectives.

System Benefits

Along with direct safety, operations, and
environmental benefits that will result from SRA
improvements, there also are several important
systemwide advantages to be gamed from thc SRA

program.
chgbborhood Impacts
Ultimately, the objecuve of des:gnatmg funcuonal

*_classifications for the street and highway systcm isto

* ensure that the specific roadway category is used by the
type of driver for which it is intended. When “through”
traffic intrudes into residential neighborhoods, the blame
" almost always can be placed on inadequacies in the
arterial system (which the drivers should have used for
those trips instead). A key objective of planning and
providing an effective SRA system is to afford and to
promote a viable travel alternative and, consequently,
torid local streets of unnecessary and unwanted through
- traffic. The result will be safer, quieter, cleaner, and
‘ generally more pleasant mxdennal ncxghborhoods

Busmss sttnc: Impacts

Many SRAs pass thmugh local busmess dxsmcts
Optimizing traffic flow into and through the business

district at safe speeds can help the district to retain its .
vitality and to reinforce consumer attraction. It is
important to strike a balance between the needs of
shoppers and pedestrians, and the needs of drivers
approaching and passing through the business district.
Relocation of on-street parking, special attention to
transit stops, and selected intersection improvements all
serve to maintain and to enhance both accessibility to
the business district (and improve SRA operations).

Land Use and Transportation Planning

The present, ongoing SRA studies fall under the
category of feasibility studies or advance planning. The
various improvements to the SRA system that are
proposed in these plans will be implemented in
increments over a relatively long time span. The plans
take on added importance, therefore, as the framework
fora comprehensive long-range transponation program.

Once the number of traffic lanes and access controls
for a particular SRA have been determined, local
communities along the route will be able to implement
plans and regulations to preserve the required right-of-
way, to plan foraccess to future development, to provide
adequate setbacks, and to support appropriate zoning.
Because each SRA route penetrates numerous
communities, a long-range comprehensive plan also
affords local agencies an opportunity to cooperate and
coordinate their land use and transportation planning
efforts, which will facilitate implementation. -

SRA Benefits fqr Wéstern Avenue

The SRA plan for Western Avenue should produce
arange of benefitstothe publicand the local communities
itserves. The addition of amedian(in sections currently
without a median) will allow through traffic to travel
unimpeded by left-tuming vehicles. The median also
would separate opposing traffic movements, which will
increase flow and contribute to traffic safety.

In areas for which lane widening is planned, -
smoother operation and increased capacity would be
expected. Additional approach lanes and signalization
' improvements are recommended at key intersections.

—n——
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These improvements will result in improved quality
of traffic flow throughout the length of the corridor and
contribute to motorist safety.

Corridor Status

At the Western Avenue Advisory Pane! meeting
for this portion of the corridoron April 6, 1992, concept
improvementalternatives were presented. Discontinuing
the SRA designation south of 159th Street was a major
topic of discussion for the Western Avenue corridor
(south of 119th Street). The discussion addressed the
effects of developing a SRA route through downtown
Homewood and the incompatibility of the SRA concept
with adjacent residential land uses south of 159th Street.
Altematives to this SRA routing would be considered in
later studies.

North of 159th Street, alternative improvements
included widening to develop four traffic lanes and a
flushmedian. Because oflimited available right-of-way
and the proximity of adjacent buildings, it was suggested
that this lane configuration could be accomplished by
removal of parking between 127th and 119th Streets.
Off-street replacement parking would be studied.

The study team is currently studying the detailed
application of these improvement concepts to Western
Avenue. The resulting plans, and a written report
summarizing the planning efforts for the corridor, will
be available for review by the panel in advance of the
third panel meeting, which is expectedto occurin the fall

of 1992. During this period, wewﬂlconnnuctoseck}.b

' mput from panel members regarding the improvement
concepts.
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The Function of a

Strategic Regional Arterial

For streets and highways in metropolitan areas to
operate efficiently, the functions they are to perform
must be classified, and the types of facilities that best
accommodate these functions must be identified.
Facilities designed specifically for a given type of
movement suit that purpose best; matching use and
design helps to ensure consistent, uniform flow, which
contributes to operational efficiency and safety.! An
area’s street and highway system can be classified
schematically by relating the proportion of movement
function to access function. This concept is illustrated
graphically inthe accompanying chart. Atits functional
extreme, a local access or

“arterial” roadways: Also,on SRAstrip lengths will be
longer and movement will be faster than on other
arterial or collector streets. However, despite the focus
onaccommodating the movement function, considering
the access function also is vital because SRA routes
pass through numerous villages and cities.

SRA Benefits

Communities affected by SRAs often ask: “What
is achieved by the SRA system?” or “How will SRA
improvements benefitmy community?” The remainder
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of this newsletter addresses and provides answers to
these questions.
Local communities benefit from SRA designation
and planmng by realizing the following improvements:
Enhanced traffic safety
+ Improved traffic operations
*  Reduced environmental impacts
*  Reduced neighborhood impacts
e Increased local land use and transportation
planning
These benefits may result from physical
improvement of SRA routes and/orthe overall planning
process leading to implementation of the SRA concept.

Improvement Benefits

Benefits in safety, traffic operations, and the
environment result directly from SRA improvements
1o the number and arrangement of driving lanes, traffic
and access controls, and lane arrangements at
intersections.

Safety

Driver and pedestrian safety on SRAs may be
enhanced by improving intersections and medians, by
controlling access, and, in some instances, by restricting
or prohibiting parking.

Intersection Improvements

Research shows that adding a channelized left-
turn lane at an intersection reduces accidents
significantly. Although adding tumning lanes is the
most obvious example of a physical intersection
improvement, coordinating traffic signal timing
between several intersections or revising signal phasing,
whichare less obvious, also are importantimprovement
considerations. Separate signal phases for pedestrians
and cyclists also may be implemented to enhance
safety on a S:iA; .

Median Improvements

Providing a raised or a painted median for a SRA
separates opposing traffic flows and affords a “refuge”
for pedestrians crossing the street. Two-way left-tumn
lanes that allow left tums at all locations along the SRA
have been shown to result in accident reductions of 25
percent or more.

For higher-speed rural facilities, dramatic safety
improvements result when a four-lane divided highway
canbeimplemented (versus atwo- or four-lane undivided
roadway).

Access Management

Frequent access drives along a SRA—with
consequentturns into and out of roadside development—
are another source of accidents. Research shows that
restricting the frequency of driveways, or restricting
left tums at driveways at a minimum, will result in a
lower accident rate. Improved access management,
which goes along with development of the SRA system,
also can enhance dnver and pedesman safety

Parking Regulauon o

Ehmmaung or restricting curb parking on some
portions of the SRA system will not only promote better
traffic flow, but will eliminate accidents that may be
attributed to parking and ‘ﬁxn-parkmg" maneuvers. In
order to support local activity and to satisfy parking
demand, parking spaces that are removed from the curb
usually will need to be replaced in off-street facilities,
where parkmg ‘can be managed easily and accessed
safely o -

T; raﬁic 0pemnarzs

- Along with safety enhancements. physncal
improvements to the street system such as adding lanes,
providing a median, or controlling access also promote ]
bettertrafficoperations. Drivers will be able to complete -
their journey on a SRA with fewer starts and stops. and
at consistent, acceptable. and safe speeds Lo
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Environmental Impacts

Good traffic operations produce an important
benefit: reduced fuel consumption and a resultant air
quality improvement. Vehicles travelling smoothly
emit less pollutants than vehicles under congested flow
conditions. In the Chicago metropolitan area, which
has been designated a “severe non-attainment area” for
air quality, maintaining smooth, efficient traffic
operations is critical. Motor vehicles contribute as
much as 60 percent of ozone-forming pollutants—a
significant component of the smog that occurs on hot
days. Pollutant emissions are a particular problem in
areas of congestion; high emissions result from frequent
stops, long periods of vehicle idling, and very low
speeds. More efficient traffic flow on the SRA network,
therefore, will help the Chicago areato meetitscleanair
objectives.

System Benefits

Along with direct safety, operations, and
environmental benefits that will result from SRA
improvements, there also are several important
systemwide advantages 0 be gained from the SRA
program. - o

Nexghborhood Impacts EReE

Ulnmately.the objecnve of desngnanng funcuonal‘
classifications for the street and highway system is to
ensure that the specific roadway category is used by the

" type of driver for which it is intended. When “through”

traffic intrudes into residential neighborhoods, the blame

- almost always can be placed on inadequacies in the
arterial system (which the drivers should have used for
those trips instead). A key objective of planning and
providing an effective SRA system is to afford and to
promote a viable travel altemative and, consequently,
tondlocal streets of unnecessary and unwanted through

traffic. The result will be safer, quieter, cleaner, and

genemlly more pleasam residential nelghborhoods

Business sttnct Impacts

Many SRAS pass through local business disticts.

' Optimizing traffic flow into and through the business

district at safe speeds can help the district to retain its
vitality and to reinforce consumer attraction. It is
important to strike a balance between the needs of
shoppers and pedestrians, and the needs of drivers
approaching and passing through the business district.
Relocation of on-street parking, special attention to
transit stops, and selected intersection improvements all
serve to maintain and to enhance both accessibility to
the business district (and improve SRA operations).

Land Use and Transportation Planning

The present, ongoing SRA studies fall under the
category of feasibility studies or advance planning. The
various improvements to the SRA system that are
proposed in these plans will be implemented in
increments over a relatively long time span. The plans
take on added importance, therefore, as the framework
foracomprehensive long-range transportation program.

Once the number of trafficlanes and access controls
for a particular SRA have been determined, local
communities along the route will be able to implement
plans and regulations to preserve the required right-of-
way, to plan foraccess to future development, to provide
adequate setbacks, and to support appropriate zoning.
Because each SRA route penetrates numerous
communities, a long-range comprehensive plan also
affords local agencies an opportunity to cooperate and
coordinate their land use and transportation planning
efforts. which will facilitate mnplementanon _‘

SRA Beneﬁts for Western Avenue -

E The SRA plan for Western Avenue should produce
arangeofbeneﬁtstothepubhcandthelocalcommumues
itserves. The additionofamedian (insections currendy
without a median) will allow through traffic to travel

unimpeded by left-turning vehicles. The median also -

would separate opposing traffic movements, which will
increase flow and contribute to traffic safety.

-In areas for which lane widening is planned,

smoother operation and increased capacity would be
expected Additional approach lanes and signalization_
system improvements are recommended at key

intersections.
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These improvements will resultin increased quality
of traffic flow throughout the length of the corridor and
contribute to motorist safety.

Corridor Status

At the Western Avenue Advisory Panel meeting
forthis portion of the corridoron April 23, 1992, concept
improvement alternatives were presented. Major concept
alternatives presented for the Western Avenue corridor
(north of 119th Street) included continuation of the
existing lane configuration of four traffic lanes, amedian,
and two parking lanes. However, minor widening
would be required between 119th Street and the junction
with I-94 to develop adequate lane widths. Some
parking removal in the vicinity of major intersections
was recommended to increase capacity. Off-street
replacement parking would be studied to offset parking
removal. Also, it was recommended that unnecessary
signals west of downtown be removed, and that signal

.coordination in the vicinity of the Lawrence/Lincoln
Avenue area be improved.

The study team is currently studying the detailed
application of these improvement concepts to Western
Avenue. The resulting plans, and a written report
summarizing the planning efforts for the corridor, will
be available for review by the panel in advance of the
third panel meeting, whichis expected to occurinthe fall
of 1992. During this period, we will continue to seek

input from panel members regardmg the mpmvcmeml .

conceplts..
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Environmental Considerations in SRA
Transportation Improvement Planning

Discussion of Issues

Inplanning and implementation of roadway design
projects, engineers and officials frequently face
environmental considerations that complicate the
projects’ standard engineering aspects. Environmental
considerations play a significant part in engineering
design decisions, as highway designers and planners
deal with the stringent requirements of various
environmental regulatory agencies, and state and local
govemnments (see table on page 2). Typical roadway
design environmental issues include air quality,
wetlands, and impacts to both sensitive land uses and to
publicly-owned land (socioeconomic impact and
potential land use change to the area also are considered,
as discussed in Newsletter No. 4). Plans to avoid,
minimize, or mitigate such impacts are integral to the
design of a project and, ultimately, affect engineering
solutions.

As part of the SRA project, an environmental
analysis component has been conducted to inventory
existing conditions and to identify environmental and
land use characteristics that may conflict with, or be
affected by, proposed roadway improvements. This
initial inventory and identification would be
supplemented by detailed analysis of these
environmental effects as individual projects proceed to
more advanced design. This newsletter reviews notable
environmental and land use issues typically encountered
intransportation projects, and discusses how they impact
design decisions. ’

Wetlands

Wetlands are areas that are inundated or saturated

Jy surface or groundwater, and support a variety of
plant and animal species adapted to these conditions.

Wetlands generally include swamps, marshes, bogs,
and similar areas, and:

»  Filter pollutants naturally;

» Enhance water quality;

«  Provide natural watershed storage;

»  Control flooding;

»  Reduce erosion;

+  Provide habitat for bird and animal life; and

« Provide aesthetic, recreational, educational, and

socioeconomic benefits.

Because of these values, wetlands are protected
by a variety of regulations at the local, state, and federal
levels. Provisions for wetland protection, restoration,
or replacement often are required before a project can
proceed.

The presence of wetlands in the vicinity of road
improvementsinfluenceslocationand design decisions.
If possible, the project must avoid damage to wetlands.
If avoidance is impractical, the project then must attempt
to minimize adverse environmental impacts. Lastly, if
wetland losses are unavoidable, the project’s owner
must arrange to compensate for destroyed or degraded
wetlands through a process of restoring damaged
wetlands or creating new ones.

Parkland

Public parkland is protected by federal regulatory
provisions, and special effort must be made to preserve
and protect such lands. These provisions apply to
public recreation areas, including forest preserves;
conservation districts; publicly-owned golf courses;
state, county, or local parks; and sites and structures
listed in the National Register of Historic Places.

Projects that would acquire or adversely affect
public recreation land require additional federal

. . continued on page 3
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Western Avenue Corridor

Federal Legislation for Resource Profection

Legisiation

Resource
Affected

Responsible
Agency

Section 4(f)
Evalugtion

Public park and
recregtion land:
historic resources

Federal Highway
Administration

Requires consideration. consultation.
and gltemative studies to detemmine
that there are no fecsible and
prudent altematives to the use of
land from @ publicty-owned park.
recreation areq. or wildlife and
waterfowm refuge of significance. as
determined by the official officer
having jurisdiction. Also must address
measures to minimze ham. Applies
to properties eligible for the National
Register of Historic Places.

Section &(f) of the
Land and Water
Conservation
ALAWCON) Act

Public recreation
lkand developed
with LAWCON
funding

Federal Highway
Administration

Recredation land purchased or
improved under the LAWCON Act
cannot be used unless replacement
land of equa! vaiue, use, and size
can be supplied. Precedes
completion of the Section 4(f)
Evaluation.

Section 106 of the
Historic Preservation
Act

Cuttural
resources

Advisory Council
on Historic
Preservation

Requires evalugtion of the proposed
project's effect on properties
included. or eligible for inclusion, in
the National Register of Historic
Places. and ollows the Advisory
Council a reasonable opportunity to
comment prior to project approval.
Requires documentation of special
effort to avoid or to minimize hamm to
any landmark that may be affected
adversely. Precedes completion of
the Section 4(f) Evaluation.

Section 404 of the
Clean Water Act

Waterways and
wetliands

U.S. Army Coms
of Engineers and
US.EPA

Requires pemmit for discharge of
dredged or fill materials into
juriscictional waters of the United
States, including wetlands. These
waters include navigable waters and
their tributaries, interstate waters,
lokes. and intermittent streams.

Wetlonds Executive

o:de_n%rgso‘

Wetlands

Federal Highway
Administration

Directs federal agencies to avoid
unnecessary alterction or destruction
of wetlands. and requires
implementation of actions to
minimize the loss or degradation of
wetlands offected by a federal
project, or by any project that
receives federal funding.
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continued frompage I . ..

regulatory review and approval, and must include all
possible measures to minimize harm. These measures
might include replacement of lands, replacement of
facilities impacted by the project, restoration of disturbed
areas, incorporation of design features to minimize or
avoid impact, or monetary compensation.

Sensitive Land Uses

Sensitive land uses also are a factor in road
improvement and design decisions. Typical sensitive
land uses include hospitals, schools, cemeteries, police
and fire departments, and other community facilities.
Emergency access is one consideration; roadway
changes can impact access to and from facilities such as
hospitals and police and fire departments. Noise
standards (moving a roadway closer to buildings may
exceed acceptable noise levels) and business and
residential relocation issues are other factors to be
considered. Finally, effort should be made to avoid
impact to these sensitive facilities because they are
integral to the physical and social fabric of the
community. Whenever possible, adjustments in road
design should be made to avoid disrupting such facilities.

Air Quality

Improved traffic operations produce an important
benefit: reduced fuel consumption and a resultant air
quality improvement. Vehicles traveling smoothly
emit less pollutants than vehicles under congested flow
conditions. In the Chicago metropolitan area, which
has been designated a “severe non-attainment area” for
air quality, maintaining smooth, efficient traffic
operations is critical  Motor vehicles contribute as
much as 60 percent of ozone-forming pollutants—a
significant component of the smog that occurs on hot
days. Pollutant emissions pose a particular problem in
areas of congestion; highemissions result from frequent
stops, long periods of vehicle idling, and very low
speeds. More efficient traffic flow on the SRA network,
therefore, will help the Chicago area to meetits clean air
objectives.

How Do These Environmental
Considerations Affect Roadway
Design?

Each of these environmental considerations
contributes to the basic SRA improvement concept and
affects design solutions. Engineering design is tailored
to avoid or minimize effects by:

»  Adjusting the alignment (e.g., focus widening to
one side of the facility or the other; realign the
roadway to avoid an impact)

» Incorporating retaining walls to minimize the
amount of right-of-way needed

»  Adjusting cross-sectional features, such as median
width, to minimize the right-of-way needed

+ Implementing curb-and-gutterand closed drainage
systems to minimize right-of-way taking

Insome cases, the presence and location of sensitive
or protected land uses affect the basic SRA corridor
concept. In keeping with overall planning objectives,
the ability to implement a full, desirable SRA cross
section must be balanced against the environmental
impacts that could result. Decisions to “downsize” a
corridor segment because of environmental concems
have been made on many SRA corridors.

Environmental Concerns and SRA
Planning for Western Avenue

Over most of the Westem Avenue corridor,
environmentally sensitive land uses concerns have only
limited effects on plan development because existing
urban or suburban development reduces reasonable
alternatives to those that could be accomplished within
existing right-of-way. The various schools, parks, and
cemeteries passed by Westem Avenue will not be
affected directly by any of the proposed improvements.

Atthenorthend of the project corridor, the Rosehiil
Cemetery property on the east side of Western Avenue
limits cross section width. Similarly, improvement
concepts that could have utilized both Western Avenue

——n—
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and Western Boulevard between 54th Street and 31st
Street were discarded because of the potential effects on
the wide parkway/open space between the two roadways,
and effects on the function of Chicago’s boulevard
system.

Finally, because SRA development could have
severe effects on existing properties, including sites in
downtown Homewood and residential areas south of
183rd Street, the decision was made to end SRA
development of the corridor at 159th Street.

Corridor Status

The Western Avenue Draft Final Reportis currently
being prepared. It will be submitted to the Chicago Area
Transportation Study, and then will be available for
panelreview inearly December. The Draft Final Report
will summarize all study findings and describe the
recommended plan to improve the Western Avenue
SRA corridor.

The third panel meetings will be held between
mid-December 1992 and early January 1993. At these
meetings, the Draft Final Report and the recommended
plan will be discussed in detail. The public hearing for
the Westermn Avenue corridor is expected to be held in
February 1993,
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Environmental Considerations in SRA
Transportation Improvement Planning

Discussion of Issues

Inplanning and implementationof roadway design
projects, engineers and officials frequently face
environmental considerations that complicate the
projects’ standard engineering aspects. Environmental
considerations play a significant part in engineering
design decisions, as highway designers and planners
deal with the stringent requirements of various
environmental regulatory agencies, and state and local
governments (see table on page 2). Typical roadway
design environmental issues include air quality,
wetlands, and impacts to both sensitive land uses and to
publicly-owned land (socioeconomic impact and
potential land use change to the area also are considered,
as discussed in Newsletter No. 4). Plans to avoid,
minimize, or mitigate such impacts are integral to the
design of a project and, ultimately, affect engineering
solutions.

As part of the SRA project, an environmental
analysis component has been conducted to inventory
existing conditions and to identify environmental and
land use characteristics that may conflict with, or be
affected by, proposed roadway improvements. This
initial inventory and identification would be
supplemented by detailed analysis of these
environmental effects as individual projects proceed to
moreadvanced design. This newsletter reviews notable
environmental and land use issues typically encountered
intransportation projects, and discusses how they impact
design decisions.

Wetlands

Wetlands are areas that are inundated or saturated
by surface or groundwater, and support a variety of
plant and animal species adapted to these conditions.

Wetlands generally include swamps, marshes, bogs.
and similar areas, and:

= Filter pollutants naturally;

«  Enhance water quality;

*  Provide natural watershed storage;

e Control flooding;

«  Reduce erosion;

«  Provide habitat for bird and animal life; and

+ Provide aesthetic, recreational, educational, and
socioeconomic benefits.

Because of these values, wetlands are protected
by a variety of regulations at the local, state, and federal
levels. Provisions for wetland protection, restoration,
or replacement often are required before a project can
proceed.

The presence of wetlands in the vicinity of road
improvementsinfluenceslocation and designdecisions.
If possible, the project must avoid damage to wetlands.
Ifavoidance isimpractical, the project then must attempt
to minimize adverse environmental impacts. Lastly, if
wetland losses are unavoidable, the project's owner
must arrange to compensate for destroyed or degraded
wetlands through a process of restoring damaged
wetlands or creating new ones.

Parkland

Public parkland is protected by federal regulatory
provisions, and special effort must be made to preserve
and protect such lands. These provisions apply to
public recreation areas, including forest preserves;
conservation districts; publicly-owned golf courses;
state, county, or local parks; and sites and structures
listed in the National Register of Historic Places. -

Projects that would acquire or adversely affect
public recreation land require additional federal

inued on page 3
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Federal Legisiation for Resource Protection

Legisiation

| Resource
Affected

Responsible
Agency

Section 4(9
Evaluation

Public park and
recrection land:
historic resources

Federal Highway
Administration

Requires consideration, consultation,
and altemative stuciies to detemnine
that there are no feasible and
prudent cltemngctives to the use of
lkand from @ publicly-owned park.
recreation areq, or wilclife and
waterfowl refuge of significance. as
determined by the official officer
having jurisdiction. Also must address
measures to minimize hanm. Applies
to properties eligible for the National
Register of Historic Places.

Section &) of the
Land and Water
Conservation
LAWCON) Act

Public recreation
land develcped
with LAWCON
funding

Federal Highway
Administration

Recregtion land purchased or
improved under the LAWCON Act
cannot be used unless replacement
land of equal value. use, and size
can be supplied. Precedes
completion of the Section 4(f)
Evaiuation.

Section 106 of the
Historic Preservation
Act

Cuttural
resources

Acvisory Council
on Historic
Preservation

Requires evalugtion of the proposed
project's effect on properties
included. or eligible for inclusion, in
the National Register of Historic
Places. and allows the Advisory
Council a recsoncble opportunity to
comment prior to project approval.
Requires documentation of special
effort to avoid or to minimze hamn to
any landmark that may be affected
adversely. Precedes completion of
the Section 4(f) Evaluation.

Section 404 of the
Clean Water Act

Waterways and
wetlands

U.S. Army Corps

of Engineers and
US. EPA

Requires pemit for discharge of
dredged or fill materials into
jurisdictional waters of the United
States. including wetlands. These
waters include navigable waters and
their tributarnies, interstate waters.
lakes. and intermittent streams.

Wetiands Executive
Order,] 4

Wetiands

Federal Highway
Administration

Directs federal agencies to avoid
unnecessaty alteration or destruction
of wetlands, and requires
implementation of actions to
minimize the loss or degradation of
wetlands affected by a federal
project, or by any project that
receives federal funding.
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continued frompage 1 . ..

regulatory review and approval, and must include all
possible measures to minimize harm. These measures
might include replacement of lands, replacement of
facilities impacted by the project, restoration of disturbed
areas, incorporation of design features to minimize or
avoid impact, or monetary compensation.

Sensitive Land Uses

Sensitive land uses also are a factor in road
improvement and design decisions. Typical sensitive
land uses include hospitals, schools, cemeteries, police
and fire deparunents, and other community facilities.
Emergency access is one consideration; roadway
changes can impact access to and from facilities such as
hospitals and police and fire departments. Noise
standards (moving a roadway closer to buildings may
exceed acceptable noise levels) and business and
residential relocation issues are other factors to be
considered. Finally, effort should be made to avoid
impact to these sensitive facilities because they are
integral to the physical and social fabric of the
community. Whenever possible, adjustments in road
designshould bemade to avoid disrupting such facilities.

Air Quality

Improved traffic operations produce an important
benefit: reduced fuel consumption and a resultant air
quality improvement. Vehicles traveling smoothly
emit less pollutants than vehicles under congested flow
conditions. In the Chicago metropolitan area, which
has been designated a ““severe non-attainment area” for
air quality, maintaining smooth, efficient traffic
operations is critical. Motor vehicles contribute as
much as 60 percent of ozone-forming pollutants—a
significant component of the smog that occurs on hot
days. Pollutant emissions pose a particular problem in
areas of congestion; highemissions result from frequent
stops, long periods of vehicle idling, and very low
speeds. More efficient traffic flow on the SRA network,
therefore, will help the Chicago areato meet its clean air
objectives.

How Do These Environmental
Considerations Affect Roadway
Design? .

Each of these environmental considerations
contributes to the basic SRA improvement concept and
affects design solutions. Engineering designis tailored
to avoid or minimize effects by:

e Adjusting the alignment (e.g., focus widening to
one side of the facility or the other; realign the
roadway to avoid an impact)

¢ Incorporating retaining walls to minimize the
amount of right-of-way needed

«  Adjusting cross-sectional features, such as median
width, 1o minimize the right-of-way needed

« Implementing curb-and-gutter and closed drainage
systems to minimize right-of-way taking

Insome cases, the presence and location of sensitive
or protected land uses affect the basic SRA corridor
concept. In keeping with overall planning objectives,
the ability to implement a full, desirable SRA cross
section must be balanced against the environmental
impacts that could result. Decisions to “downsize” a
corridor segment because of environmental concems
have been made on many SRA corridors.

Environmental Concerns and SRA
Planning for Western Avenue

Over most of the Westem Avenue corridor,
environmentally sensitive land uses concemns have only
limited effects on plan development because existing
urban or suburban development reduces reasonable
altemnatives to those that could be accomplished within
existing right-of-way. The various schools, parks, and
cemeteries passed by Westem Avenue will not be
affected directly by any of the proposed improvements.

Atthenorthend of the project corridor, the Rosehill
Cemetery property on the east side of Westemn Avenue
limits cross section width. Similarly, improvement
concepts that could have utilized both Western Avenue
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and Western Boulevard between 54th Street and 31st
Street were discarded because of the potential effects on
the wide parkway/open space between the two roadways,
and effects on the function of Chicago’s boulevard
system.

Finally, because SRA development could have
severe effects on existing properties, including sites in
downtown Homewood and residential areas south of
183rd Street, the decision was made to end SRA
development of the corridor at 155th Street.

Corridor Status

The Western Avenue Draft Final Reportis currently
being prepared. It will be submitted to the Chicago Area
Transportation Study, and then will be available for
panel review inearly December. The Draft Final Report
will summarize all study findings and describe the
recommended plan to improve the Western Avenue
SRA corridor.

The third panel meetings will be held between
mid-December 1992 and early January 1993. At these
meetings, the Draft Final Report and the recommended
plan will be discussed in detail. The public hearing for
the Western Avenue corridor is expected to be held in
February 1993.
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SRA Project Implementation

Throughout the Strategic Regional Arterial (SRA)
planning process, many questions have arisen about the
timing of improvements, the need for and scope of
further work, and opportunities for continued public
involvement. This newsletter is intended to address the
process by which SRA plans are translated to actual
transportation projects.

Background

The planning process actually began over S years
ago with the study and designation of the 1,300-mile
SRA system. The Chicago Area Transportation Study
(CATS), Lllinois Department of Transportation (IDOT),
and Northeastern Illinois Planning Commission (NIPC)
were involved in this effort. Local governmental input
and public hearings were an important aspect of the
SRA system designation.

SRA Corridor Planning Studies—
“Pre-Phase I”

Following the designation of the system, IDOT
proceeded with corridor-specific planning work. This
work is the subject of the ongoing SRA study.

The work is referred to as “Pre-Phase I"” because
of its unusual nature. Projects typically proceed from a
needs identification directly to Phase I studies (de-
scribed below). In the case of SRA planning work,
IDOT is developing longer-range plans for the SRAs to
serve as a framework for future Phase I efforts. This
approach has a significant advantage—it establishes an
overall plan (including right-of-way, access control,
and other features) well in advance of Phase I work and
actual construction, which may be 10 years or more in
the future. This early activity enables local communi-
ties to conduct land use and transportation planning
with knowledge about the eventual future of the SRA.

The SRA studies, once completed for the entire SRA
system, also will provide valuable information on pro-
gramming needs.

The SRA corridor studies include: data collec-
tion, development and testing of alternatives,
coordination with local agencies, environmental
screening, improvement recommendations, and a pub-
lic hearing. Issuance of a final corridor report by IDOT
completes this effort. Once issued, the SRA plan repre-
sents a statement of intent regarding the ultimate cross
section, right-of-way needs, intersection and interchange
options, and access features.

Programming SRA Improvements

Although each SRA report identifies project pri-
orities in general terms, the SRA “Pre-Phase I” effort
doesnot developa specific timeframe for SRA projects.
IDOT, with input from local units of government,
continually develops and executes a 5-year program of
transportation projects. It is anticipated that segments
of SRA corridors will be placed on the program as
specific needs arise and funds are made available.

For state routes, once an SRA improvement is
included in IDOT's 5-year program, the ensuing
implementation steps follow the process illustrated in
the accompanying figure (see following page). For
SRAs that are not state routes, a similar process would
be followed under the appropriate county or municipal
jurisdiction.

Phase I Studies

Phase I, or the Preliminary Design phase, is the
next step in the implementation process following this
SRA study. The engineering and environmental analy-
ses begun in the Pre-Phase I study would be carried one
step further. The recommended improvement plan would
be developed in more detail, with major design features

—-__—
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phase, would commence upon
approval of theengineering and
environmental products of
Phase I. Final plans, specifica-
tions, and estimates would be
prepared for the proposed im-
provements, community
coordination would continue,
and methods would be devel-
oped to mitigate any
environmental impacts. Identi-
fication and acquisition of
right-of-way also occurs in this
phase of work. Depending on
the size and complexity of a
project, Phase II can take from
1 to 3 years to complete.

Phases ITI and IV—
Construction and
Post-Construction

Environmental
Document

clfications,
stimates

specified, and a Design Report would be prepared. An
environmental report (fulfilling the Ilinois and Na-
tional Environmental Policy Act requirements), also
would be prepared. This report would include detailed
studies of air and noise impacts, identification of spe-
cific wetland and other environmental impacts, and
development of mitigation plans to accommodate the
impacts.

A program of public involvement represents an
important aspect of Phase I studies. This program
typically would include public information meetings,
newsletters, press releases, and meetings with commu-
nities and interest groups. Prior to final project approval,
Public Hearing(s) also would be held.

Phase I studies entail comprehensive and detailed
engineering and environmental studies. For most
projects, a 2- to 3-year time period is required to
perform all Phase I work.

Phase III and Phase IV,
construction and post-construction activities, follow
the design phase. Monitoring of environmental effects
and traffic operations is an important element of the
post-construction program.

The question is often asked, “How long will all of
this take?”” Unfortunately, there is no clear answer. The
time between the end of any phase and the beginning of
the next phase depends on the availability of funds, and
the perceived importance of the project relative to other
projects. The timing of programming a project and
moving it through the various phases is also a function
of the extent of local governmental support for the
project.

Considering the total length of routes comprising
the SRA system (over 1,300 miles) and the magnitude
of improvements that are being recommended, it is a
virtual certainty that the implementation period would
cover a fairly long timespan after completion of the
SRA study.
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In any event, it is clear that once a specific project
is identified by IDOT or others, it is generally a mini-
mum of 5 years, and often as many as 8 years, before the
project is completed and operational.

SRA Planning Activities for Western
Avenue

Since the last newsletter, CH2M HILL staff have
developed a proposed improvement plan forthe Western
Avenue SRA corridor. A Draft Final Report has been
completed to document the study findings, including
existing conditions along the corridor, sensitive envi-
ronmental areas, future land uses, and a plan of
recommended improvements.

The Draft Final Report was distributed to Advi-
sory Panel members for review, and was discussed at
the third panel meeting held in January 1993. Two
Western Avenue SRA Public Hearings are scheduled
tentatively for February 1993; one hearing will be held
inthe City of Chicago and the second hearing will be in
the suburbs south of 119th Street. The Advisory Panel
members will be notified of exact times, dates, and
locations as soon as they are available and an official
notice will be placed in local newspapers. Advisory
Panel members are encouraged to give the information
regarding the hearings to anyone with an interest in the
Western Avenue corridor.

During the 30-day comment period following the
hearings, Advisory Panel members and the public will
have the opportunity to submit comments regarding the
report and improvement plan. On the basis of these
comments, IDOT, the City of Chicago,and CH2M HILL
may incorporate suggestions into the Western Avenue
Final Report or modify the proposed plan, as appropriate.
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Do you have questions or comments?

Please print address changes:

Please send questions, comments, or address changes to:

Janice Morrissy

South Suburban Mayors and
Managers Association

14200 Chicago Road, Suite 201

Dolton, IL 60419
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SRA Project Implementation

Throughout the StrategicRegional Arterial (SRA)
planning process, many questions have arisen about the
timing of improvements, the need for and scope of
further work, and opportunities for continued public
involvement. This newsletter is intended to address the
process by which SRA plans are translated to actual
transportation projects.

Background

The planning process actually began over 5 years
ago with the study and designation of the 1,300-mile
SRA system. The Chicago Area Transportation Study
(CATS), llinois Department of Transportation IDOT),
and Northeastern Illinois Planning Commission (NIPC)
were involved in this effort. Local govemmental input
and public hearings were an important aspect of the
SRA system designation.

SRA Corridor Planning Studies—
“Pre-Phase I”

Following the designation of the system, IDOT
proceeded with corridor-specific planning work. This
work is the subject of the ongoing SRA study.

The work is referred to as “Pre-Phase I"" because
of its unusual nature. Projects typically proceed from a
needs identification directly to Phase I studies (de-
scribed below). In the case of SRA planning work,
IDOT is developing longer-range plans for the SRAs to
serve as a framework for future Phase I efforts. This
approach has a significant advantage—it establishes an
overall plan (including right-of-way, access control,
and other features) well in advance of Phase I work and
actual construction, which may be 10 years or more in
the future. This early activity enables local communi-
ties to conduct land use and transportation planning
with knowledge about the eventual future of the SRA.

The SRA studies, once completed for the entire SRA
system, also will provide valuable information on pro-
gramming needs.

The SRA corridor studies include: data collec-

tion, development and testing of alternatives,

coordination with local agencies, environmental
screening, improvement recommendations, and a pub-
lic hearing. Issuance of a final corridor report by IDOT
completes this effort. Once issued, the SRA plan repre-
sents a statement of intent regarding the ultimate cross
section, right-of-way needs, intersection and interchange
options, and access features.

Programming SRA Improvements

Although each SRA teport identifies project pri-
orities in general terms, the SRA “Pre-Phase I” effort
does not develop a specific timeframe for SRA projects.
IDOT, with input from local units of government,
continually develops and executes a 5-year program of
transportation projects. It is anticipated that segments
of SRA corridors will be placed on the program as
specific needs arise and funds are made available.

For state routes, once an SRA improvement is
included in IDOT's S-year program, the ensuing
implementation steps follow the process illustrated in
the accompanying figure (see following page). For
SRAS that are not state routes, a similar process would
be followed under the appropriate county or municipal
jurisdiction.

Phase I Studies

Phase I, or the Preliminary Design phase, is the
next step in the implementation process following this
SRA study. The engineering and environmental analy-
ses begun in the Pre-Phase I study would be carried one
step further. The recommended improvement plan would
be developed in more detail, with major design features

—-____—
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Phase IT Studies—

Study Report Final Design

Phase II, the Final Design
phase, would commence upon
approval of theengineering and
environmental products of
Phase 1. Final plans, specifica-
tions, and estimates would be
prepared for the proposed im-
provements, community
coordination would continue,
and methods would be devel-
oped to mitigate any
environmental impacts. Identi-
fication and acquisition of
right-of-way also occurs in this
phase of work. Depending on
the size and complexity of a

Environmental
Document

clfications,
stimates

....................................

s | project, Phase 11 can take from

1 to 3 years to complete.

Phases III and I'V—
Construction and
Post-Construction

specified, and a Design Report would be prepared. An
environmental report (fulfilling the Illinois and Na-
tional Environmental Policy Act requirements), also
would be prepared. This report would include detailed
studies of air and noise impacts, identification of spe-
cific wetland and other environmental impacts, and
development of mitigation plans to accommodate the
impacts.

A program of public involvement represents an
important aspect of Phase I studies. This program
typically would include public information meetings,
newsletters, press releases, and meetings with commu-
nities and interest groups. Priorto final project approval,
Public Hearing(s) also would be held.

Phase I studies entail comprehensive and detailed
engineering and environmental studies. For most
projects, a 2- to 3-year time period is required to
perform all Phase I work.

Phase III and Phase IV,
construction and post-construction activities, follow
the design phase. Monitoring of environmental effects
and traffic operations is an important element of the
post-construction program.

The question is often asked, “How long will all of
this take?” Unfortunately, there is no clear answer. The
time between the end of any phase and the beginning of
the next phase depends on the availability of funds, and
the perceived importance of the project relative to other
projects. The timing of programming a project and
moving it through the various phases is also a function
of the extent of local govemmental support for the
project.

Considering the total length of routes comprising
the SRA system (over 1,300 miles) and the magnitude
of improvements that are being recommended, it is a
virtual certainty that the implementation period would
cover a fairly long timespan after completion of the
SRA study.
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In any event, it is clear that once a specific project
is identified by IDOT or others, it is generally a mini-
mum of 5 years, and often as many as 8 years, before the
project is completed and operational.

SRA Planning Activities for Western
Avenue

Since the last newsletter, CH2M HILL staff have
developed a proposed improvement plan for the Western
Avenue SRA corridor. A Draft Final Report has been
completed to document the study findings, including
existing conditions along the corridor, sensitive envi-
ronmental areas, future land uses, and a plan of
recommended improvements.

The Draft Final Report was distributed to Advi-
sory Panel members for review, and was discussed at
the third panel meeting held in January 1993. Two
Western Avenue SRA Public Hearings are scheduled
tentatively for February 1993; one hearing will be held
in the City of Chicago and the second hearing wiil be in
the suburbs south of 119th Street. The Advisory Panel
members will be notified of exact times, dates, and
locations as soon as they are available and an official
notice will be placed in local newspapers. Advisory
Panel members are encouraged to give the information
regarding the hearings to anyone with an interest in the
Western Avenue corridor.

During the 30-day comment period following the
hearings, Advisory Panel members and the public will
have the opportunity to submit comments regarding the
report and improvement plan. On the basis of these
comments, [DOT, the City of Chicago,and CH2M HILL
may incorporate suggestions into the Western Avenue
Final Report or modify the proposed plan, as appropriate.
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