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1.
IntroduLion

cHenry County is in the midst of a significant change. High levels of development are
Moccum’ng in many sectors of the county. The county's urban areas continue to expand. -

Population and employment are expected to increase significantly from 1990 to 2010;
projections made by the Northeast Illinois Planning Commission (NIPC) and the McHenry County
Planning Commission indicate a 55 percent increase in households and an employment increase of 3
percent over the 20-year period. Recent development plans indicate that the true growth may be even
higher than suggested by NIPC.

- As the demand for transportation rises, existing problems and deficiencies will worsen, and the need
for additional capacity and/or other improved capabilities will become more apparent. The response
to these needs will involve the county's surface transportation system. This system includes various
elements, i.e., state, county, township, and municipal roads, bikeways, commuter rail services, and
regional bus service. Since many trips will either originate in or be destined for areas outside of the
county, the planning activities must involve the adjacent communities around McHenry County as
well as those within the county.

The purpose of this report is to present and describe the recommended McHenry County 2010
Transportation Plan. The plan represents the culmination of many technical activities performed in
conjunction with the McHenry County Highway Department. This plan is an update to the Year 2000
Long-Range Transportation Plan, adopted in 1981 by the McHenry County Board.

Principal Planning Considerations
In order to find viable solutions to the transportation challenges facing the county, McHenry County

sought a multifaceted approach in preparing the 2010 Transportation Plan. A key consideration in
this approach is the relationship between land-use and the transportation system. The result is that
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the implementation of the transportation plan cannot be achieved without careful coordination
between the various levels of government for transportation and land-use/development policy.

Further, McHenry County functions as part of the Chicago metropolitan area. Strong economic and
transportation links are a part of the county’s relationship with the rest of the region. The county plan
functions as a subregional plan within this area. In this context, the plan must consider the regional
solutions presented in the 2010 Transportation System Development Plan prepared by the Chicago
Area Transportation Study (CATS).

Technical Background

In order to achieve a plan, the project has proceeded through a series of studies and analyses. The
studies incorporate estimates of future traffic volumes provided by CATS, based on population and
employment data assembled by NIPC. This information, together with a review of existing conditions
and planned improvements to the transportation system, helped establish the county's transportation
needs. As a response to the needs, goals and objectives for the plan were developed and approved

...by the McHenry County Board. . These provided a framework for the analysis phase of the project. .

. The analyses considered various local and regional improvements to the system in response to increases
in transportation demand. Some of these improvements were strict capacity improvements; others
included a variety of transportation control measures designed to reduce demand. The analysis also
considered criteria outlined in federal regulations concerning vehicle emissions, environmental impacts, .

- congestion, transportation efficiency, and economic feasibility, as well as traditional capacity and travel
time considerations.

Throughout this process, public input was sought and received at countywide public meetings and
supplemented with a series of meetings with other local governments. These efforts were aimed at
obtaining a common understanding of the transportation challenges and needs, as well as building
consensus for the most appropriate solutions for the communities of McHenry County.

The result is a long-range plan for guiding the development and improvement of the county's
transportation system. A transportation improvement program was developed to implement this
long-range plan. The program includes a list of short-term and long-term projects that should be
undertaken or encouraged by the county. In addition, a county road access ordinance and a traffic
impact model were prepared and presented to the county, but are not included in this report.

As a planning document, this report serves as a means to communicate the 2010 Transportation Plan
to all citizens and local, regional, and state agencies. The recommendations should be used as input
to the decisions that affect implementation of highway improvements and development policy
throughout McHenry County.

McH-Fenchn1194.chl



2.
Transportation Needs

County and on countywide transportation issues. The performance of the existing transporta--. .
tion system is then evaluated at year 1990 and year 2010 levels to identify deficiencies and

other operating characteristics.

This chapter focuses on the general characteristics of the transportation system in McHenry

Pertinent information on the exisiting transportation system was gathered from the McHenry County
I-Iighway Department:- This was supplemented by data available from the various reglonal and local
agencies that have jurisdiction over elements of the system.

- A series of community meetings were held with municipal officials, county staff, and the McHenry -

. County Regional Planning Commission to identify issues that should be considered when making
planning decisions about transportation in the county. Meetings were also held with various other
groups, such as the McHenry County Economic Development Corporation and the McHenry County
Defenders. The issues identified from these meetings form the context of the planning process and
the basis for the goals and objectives statement formulated in the next chapter.

Using socioeconomic data provided by the Northeastern Illincis Planning Commission (NIPC), the
Chicago Area Transportation Study (CATS) conducted the trip generation and made traffic assign-
ments for the McHenry County subarea. This was based on a transportation network consisting of
existing facilities and committed roadway projects.

The resulting traffic projections were used to evaluate the existing transportation system for the base
year (1990) and forecast year (2010) conditions. Capacity and travel time analyses were performed
using output from the traffic assignment model. This was supplemented with manual traffic counts,
field observations, and existing information on file with various public agencies.



General Characteristics of the Existing Transportation System

_This section describes the general characteristics of the existing transportation system in terms of
major travel corridors and jurisdictional responsibilities.

Major Travel Corridors

There are three major travel corridors in the county: (1) southeasterly flow to and from the Chicago
Loop and the suburban area defined by O'Hare, Schaumburg, and Hoffman Estates; (2) north-south
flow within the Fox River Valley area; and (3) east-west intersuburban flow. The southeasterly flow
is established by the commuting route to and from downtown Chicago and the near northwest sub-
urban area. These trips utilize both commuter rail (Metra) and private vehicles. Many of the Metra
riders utilize park-n-ride lots. Thus, they experience a short auto-driver/passenger trip within the
county before boarding the Metra train. The commuters to the northwest suburban area are primarily
auto users. They generate traffic volumes along major highway routes such as the Northwest Toll-
way, Algonquin Road, Higgins Road, U.S. Route 14, and U.S. Route 12.

- The north-south and east-west flows reflect a growing suburban employment market. As more
‘employers locate in the suburbs, the commuting patterns change from the traditional radial routes to
intersuburban flow. This is occurring north-south within the Fox River Valley area and east-west to

and from Lake County. Much of the traffic is destined for the tollway (I-90) or for I-94. Because the -
existing commuter rail system evolved to serve radial demand, these intersuburban flows are trips -

made almost exclusively via private automobile.

Jurisdictional Responsibilities
In the roadway system of the county, there are five major jurisdictional responsibilities, as follows:

State highways (which includes-U.S. highways).
Tollways.

County highways

Township roads.

Municipal streets.

Interstate Roadways and U.S. and State Highways

I-90 is the only interstate tollway located within the county, but none of its interchanges are within the
county. Access to and from I-90 occurs south of the county via IL 25, IL 31, Randall Road, IL 47, and
U.S. Route 20. I-94 is the closest freeway that runs in a north-south direction. It is located approximately
20 miles to the east. Connections between I-94 and the county are available via Lake-Cook Road, IL 22,
IL 176, IL 120, and IL. 173. All of these roads are somewhat continuous from 1-94 to the Lake-McHenry
border and into McHenry County.



In McHenry County, the state highway system consists of the Illinois and U.S. Routes. Three U.S.
highways run diagonally across the county, serving the traditional travel patterns of the region: U.S.
Route 12 in the southwestern portion of the county, serving Marengo; U.S. Route 14 through the
middle of the county, serving Cary, Crystal Lake, Woodstock, and Harvard; and U.S. Route 20 in
the northeastern portion of the county, serving Spring Grove and Richmond. Three north-south
Tllinois state routes serve the county: IL 31 to the east; IL 47 in the middle; IL 23 in the east. Three
east-west Iilinois routes serve the county: IL176 in the south, IL120 in the middle, and IL 173 in the
north, near the Wisconsin border.

County Highways

There are more than 20 north-south and 20 east-west county highways, ranging in length from 1 mile
to more than 10 miles. These county highways provide service between U.S. and state highways and
between the various municipalities. There is no continuous coverage, etther north-south or east-west,
exclusively on the county highway system. Instead, the county highways augment the U.S. and state
highway system by providing needed connections to serve existing travel patterns. For example,
persons traveling from Woodstock to Marengo may use South Street to Franklinville Road to IL 176
- or Kishwaukee Valley Road to Deerpass Road to IL 176, rather than traveling the state routes of IL
47 to IL 176.

Township Roads
The township road system evolved to serve the needs of the farming community. Now, with scattered
. rural development, these roads serve as the local collector system of highways. The township roads

- are maintained by the 17 township road districts and often change names at township boundaries.
--Many of these roads are quite short and provide access from within the township to one major street.

Municipal Streets

The municipal streets serve local and through traffic within a city. Municipal streets may be located

in residential neighborhoods, commercial areas, and industrial areas and provide connections between -

individual developments and collector/arterial roads. These streets are used predominantly for shorter -
trips and to access other roads.

Countywide Transportation Issues

Community meetings were held with municipal officals to obtain their input on the McHenry County
Transportation Plan. These meetings served as a forum for identifying their concerns about
transportation issues. Through discussions with county staff, municipal officials, and the McHenry
County Regional Planning Commission, the following transportation issues were identified:



Growth.

Economic development.

Environmental concerns.

Plan issues

Funding sources.

Response to federal and state transportation programs.
Project issues.

Growth

Growth in any form places increased stress on the county transportation system. If population
increases, the new residents must travel to work and school. If employment increases, the new
employees must commute to these jobs. While modest growth may have little impact on the
transportation system, high, uncontrolled growth could virtually shut it down. The sheer magnitude
of users could bring the entire system to gridiock. Thus, it is critical to consider the effect of growth
on the transportation system.

McHenry County communities have varying views on growth. Some communities see growth as an
opportunity for economic development. These communities want growth and are willing to support
improvements to the transportation system. They believe that the costs associated with improving the
transportation system are outweighed by the benefits associated with growth in the community. Other

communities do not-want growth or the concurrent increase in traffic. They would rather maintain. - - -

- their current roadway system, or.even alter their network to prevent growth and increases in cut-
. through traffic. This could take the form of cul-de-sacs or other geometric and operational features.

The transportation system should be an integral part of the county's environment, enhancing existing
development and encouraging desired new land-uses. It should provide adequate access to farmland,
industrial areas, and commercial centers without unnecessarily disrupting existing neighborhoods or
restricting pedestrian mobility. In addition, the scale of the road system should be appropriate to the
surrounding land-uses.

Many residents are also concerned about preserving the rural character of the county. Decisions, such
as whether it is desirable to change the character of the area from rural to urban or whether the trans-
portation system should be restricted in order to limit possible development, must be made. On the
.one hand, upgrading a road in a given community might be the best way to serve the travel needs.of . .
the county and the surrounding region. On the other hand, such an improvement might be
unacceptable to the concerned community. A delicate balance between regional needs and local goals
must be maintained throughout the planning process.



Economic Development

The need for economic development is based on the general goal of maintaining livable and viable
communities in McHenry County. The local economy needs to be strong enough to supply jobs and
financial resources for the citizens. It also needs to be well-balanced in order to offer opportunities
for its citizens to both live and work within the county. Economic development is very dependent on
an efficient transportation system providing connections between land-use developments and roadway
facilities. In today's highly mobile society, businesses with little (or difficult) auto access may perceive
that they will suffer from decreased exposure to potential customers. In addition, almost all munici-

. palities feel that maintaining efficient access to the freeways, other major highways, and airports is.
vital to their economic development.

Environmental Concerns

Changes in the transportation network could affect the environment in many ways. Construction of
new roads may affect the water quality, wildlife habitat, and air quality of adjacent environmentally
sensitive areas. The possible loss of environmentally sensitive areas must be weighed carefully against -
the need for any proposed network changes.

Plan Issues

Both regional and local planning issues affect the transportation system in the county. In terms of the
region, the Chicago Area Transportation Study (CATS) is the metropolitan planning organization
- (MPOQ) responsible for long-range transportation plans. These plans are based on CATS travel
demand models that forecast traffic based on Northeastern Illinois Planning Commission (NIPC) land-
- use and socioeconomic data. Inaccuracies in the traffic forecasts may be caused by inaccuracies in the
land-use and socioeconomic data.

The McHenry County Department of Planning and Development is responsible for comprehensive
land-use planning at the county level. The county land-use plan historically has only dealt with
unincorporated areas. The county plan attempts to coordinate land-use types with those shown on
the applicable municipal comprehensive plan and advocates the protection of agricultural land in areas
removed from municipal services.

There is considerable sentiment in the county to upgrade the existing transportation system rather
than build major new facilities, yet efforts to upgrade the existing system are also met with opposi- -
tion. Municipal plans tend to support upgrading the existing system.

Municipal plans also show proposed new collector and arterial roads, but they are not necessarily
coordinated with the new collectors and arterials of neighboring municipalities. To avoid these
discontinuities, the county should begin to act as a coordinator of new roadway proposals. Efforts
such as the intergovernmental agreement regarding access to Randall Road need to be expanded
throughout the county. A concerted effort is needed to coordinate the comprehensive plans of the
communities in southeastern McHenry County.



Funding Sources

An issue of paramount importance is the availability of funding. A transportation plan that will meet-
all the county's needs is useless if sufficient funding is not available to implement it. Early recognition
of the budget available for transportation improvements is needed in order to develop a feasible and

realistic plan.

Depending on the type of improvement recommended, some projects may best be accomplished by
municipalities through their development approval process. Other potential funding sources include
the county option motor fuel tax and transportation impact fees. At the current time, the county does
not have the legislative authority (which requires a population of 400,000 or more) to collect impact
fees. However, the county does negotiate with developers for specific access-related improvements.

Response to Federal and State Transportation Programs

Decisions regarding transportation policy and improvements in McHenry County will be influenced
by national, state, and regional transportation policies. The most important of these policies and their
effects on the county are summarized below..

ISTEA/CAAA

Two recent acts at the federal level will have a very significant impact on the planning for transpor-
tation services and improvements. The first of these is the Intermodal Surface Transportation Effi-- - -
ciency Act (ISTEA), enacted in December 1991. Total funding of $155 billion was authorized for
highways, highway safety, and mass transportation for the next six years nationwide. Some of the key
features of the act are:

» A National Highway System (NHS), including interstate routes and a portion of the primary
system.

» More flexibility for state and local governments.

» Funding of new technologies.

+ Private-sector funding.

» Discretionary and formula funds for mass transit.

» Highway funds for environmental enhancement.

The Clean Air_ Act Amendments (CAAA) of 1990 have established five levels of nonattainment ..

(ranging from marginal to extreme), with deadlines for demonstrating attainment of the primary air
quality standards. The Chicago area has been designated as a severe nonattainment area for ozone. - -

There are strong links between these two pieces of legislation. The CAAA will strengthen the link -

between air quality and transportation planning. Plans and programs are being developed to reduce
both vehicle-miles traveled and emissions. A 15 percent reduction in emissions for the Chicago area
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is targeted for 1996. State laws and regulations to develop plans for employee trip reduction have .
been developed and are currently being implemented by IDOT. The effect of these laws and regula-
tions will be to raise the average vehicle occupancy (AVO) for work trips by 25 percent.

The flexibility in funding provisions in the ISTEA will be tied to the air quality and transportation
objectives. The effect of this will be a more thorough review of projects in terms of how they meet
these objectives. These requirements may create a restraint on highway projects that add capacity and
result in an increase in travel by single-occupant vehicles (SOVs). Such limitations could affect
development patterns.

Even though these laws have been enacted, there is still uncertainty about how they will be
implemented and what their ultimate impact will be. Regulations to govern the funding, planning, and
programming of transportation improvements by local governments are still being written. McHenry
County will need to keep abreast of these developments during the coming year, when their full
impact will be revealed.

Strategic Regional Arterials (SRAs)
IDOT has identified a network of Strategic Regional Arterials for which it is preparing studies. There are

_ many issues associated with the SRA system, including who will fund the recommended improvements

and how the public will react when specific improvements are actually proposed for construction. The
SRA program advocates right-of-way protection and access management as critical components in
maintaining the efficiency of this arterial system.

The.SRA system is part of the 2010 Transportation System Development Plan for the Chicago area,
which is intended to accommodate a significant portion of long-distance, high-volume automobile and

. commercial vehicle traffic in the region. It is a 1,340-mile network of existing roads encompassing.

i

146 route segments in Cook, DuPage, Kane,.Lake, McHenry, and Will counties. The SRA system

formed the basis for establishing the National Highway System (NHS) in northeastern Illinois.
The designated SRA system contains the following routes in McHenry County (see Figure 1):

IL. 31/Rakow Road/Randall Road.

U.S. Route 12.

IL 47.

U.S. Route 20/IL 176 (Boone County to IL 47).
I 23.

L 62/Algonquin Road.

H. 120/Charles Road.

U.S. Route 14.

« IL173.

Studies of these routes began in 1990, and all routes should be studied by 1996.
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SRA "design concepts" were developed for each of three types of SRA routes: urban, suburban, and
rural. The design concepts include recommendations regarding right-of-way width, median width,
lane configuration, access control, signal spacing, bicycle facilities, interchanges, etc. As each individ-
ual SRA route is studied, these design concepts are refined and evaluated for their feasibility on that
specific route. Ultimately, a recommended SRA design report will be published for each route.

The SRA program recommendations, if fully implemented, will have a major impact on the road sys-
tem of the county. The upgrading of the SRA system will assist in traffic movement within, through,
and into and out of the county and will help the county meet major travel corridor demands as it
continues to grow.

FAST Proposal

Metra and Pace have proposed the Future Agenda for Suburban Transportation (or FAST) program,
designed to improve commuter rail and bus service in the region over the next 20 years Some of the
key features of this long-range plan for McHenry County are:

» Link Huntley to the Metra/Milwaukee District West Line through Elgin.

» Extend the Metra/Chicago & North Western Northwest Line (CNW-NW) from McHenry north
to Richmond.

» Two new commuter rail stations along the CNW-NW line, one in Crystal Lake (Pingree Road)
and one in Ridgefield.

+ Increase operating speeds on the CNW-NW line to Harvard.

» New fixed-route bus service, expanded dial-a-ride service, and four commuter park-n-ride lots.

Regional Plans

The 2010 Transportation System Development Plan for the Chicago-area six-county region was
endorsed in 1989 by the CATS policy committee as the official long-range transportation plan. A
revision to the plan was released in 1993, The plan' does not include any new highway or transit
projects for McHenry County. However, two corridors of the future are identified for right-of-way
protection and future study (see Figure 2). These corridors are the Outer Belt Expressway, through
central McHenry County, near the IL 47 corridor; and the Richmond-Waukegan Expressway,
paralleling the U.S. Route 12 corridor. The plan includes the Strategic Regional Arterial System,
discussed previously in this section, and calls for Demand and System Management techniques to be

'Source: 2010 Transportation System Development Plan Summary, Chicago Area Transporta-
tion Study.
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implemented throughout the region. Demand and system management are methods aimed at meeting
transportation demand without building new facilities. They are designed to reduce demand and to
improve the efficiency of the transportation system. These methods will play an increasingly important
role in the area in implementing regulations for the Clean Air Act Amendments of 1990 (CAAA) and
the Intermodal Surface Transportation Efficiency Act (ISTEA) discussed previously.

Demand Management Technigues

Plan land-use to encourage transit and discourage single-occupant automobile trips.
Increase employer ridesharing programs.

Provide preferential parking facilities for high-occupancy vehicles and bicycles.
Discourage subsidized parking programs.

Develop peripheral parking and feeder transit.

Institute flexible work schedules.

Create public/private groups to address local problems collectively.

System Management Techniques

»  Provide traffic signal timing and coordination.
+ Expand the use of Intelligent Vehicle Highway Systems.
+ Expand traffic surveillance systems and emergency patrols.

« Consider one-way streets, dual left-turn bays, continuous turn lanes, bus turnouts, and high-
occupancy vehicle treatments. _

+ Maintain and expand traffic reporting systems.
» Provide alternative routes during construction projects.

» Promote bicycle use, including the use of roadway improvements.

Relative to McHenry County, the issues concerning the above techniques are acceptability and citizen
response. Will people respond positively to the changes in travel behavior implied by the techniques?
Which of these will be appropriate to McHenry County conditions?

Project Issues

Considering the above-described programs, there are a number of major transportation improvements -
that have been proposed in and around McHenry County. These improvements, which are discussed
briefly in the following paragraphs, will significantly impact travel patterns in the area. At the time
when transportation needs were being evaluated, the Fox Valley Freeway was the most intensely-
debated project. Since that time, the project has been terminated.

13



Rakow Road (Randall Road/IL 31 Connector)

Rakow Road, which was completed in November 1994, provides for a high-speed, limited access
highway and runs east-west from IL 31 to Randall Road.

Randall Road Widening

The construction to widen Randall Road is planned to begin in 1995. The design is for a five-lane
cross section from the county line to Rakow Road. This will be a major north-south route to supple-
ment IL 31. Randall Road is designated as an SRA and is included in the proposed National Highway

System.

New Bull Valley Arterial

A Phase I engineering report has been completed for the connection of Bull Valley Road to IL 31,
and the project is currently in the final design stage. The alignment of this segment north of the exist-
ing Bull Valley Road will serve to divert through traffic from the existing residential area. Design
work will be finalized in 1995, with construction planned for 1996.

River Road/Chapel Hill Road Connector

The purpose of this north-south connection is to link the new bridge over the Fox River at Bull Valley
Road with Chapel Hill Road north of IL 120. Design work is scheduled for 1996, with construction
planned for 1997.

Walkup Avenue

A three-lane roadway was being considered, including intersection improvements and signalization
from IL 176 to Crystal Springs Road. The project is currently on hold.

Algonquin Bypass

Several alignments have been identified and studied for a bypass on the northeast side of Algonquin
between IL 62 and IL 31 across the Fox River. A Phase I study identifying several alignments was
completed in the early 1980s. A study was subsequently performed to identify an alignment west of
the Fox River that would minimize the impact on residential areas. The Village of Algonquin has pre-
served a 120-foot-wide corridor on the east side of the Fox River. No further action has been taken
on this project.

14



This connection would relieve some of the congestion experienced in Algonquin, especially at the
intersection of IL 62 and IL 31. It would provide a bypass for travel to and from the north of

Algonquin (Crystal Lake, McHenry) to IL 62 and Cook County.

FAP 420 (Richmond-Waukegan Tollway)

In July 1993, the Illinois legislature authorized the Illinois State Toll Highway Authority (ISTHA)
to build four tollways, including one connecting U.S. Route 12, north of Richmond, to the proposed
Route 53 extension in Lake County. Some right-of-way has been acquired by IDOT. A considerable
amount of work on environmental impacts remains. ISTHA has not taken any recent action on this
project. The county's Year 2000 Long-Range Transportation Plan designated this project as a
"Regional Corridor of Access Control."

Socioeconomic Forecasts and Traffic Projections’

Socioeconomic forecasts for population and employment are developed by the Northeastern Illinois
Planning Commission (NIPC) in cooperation with each county and many municipalities in the six-
county area. McHenry County population and employment figures for the base year (1990) and the
forecast year (2010) at the quarter-section level are used by the Chicago Area Transportation Study
- (CATS) to determine-the trip generation and traffic assignment, using a subregional traffic model and
background trip data taken from the regional model.

Socioeconomic Data

.. A fundamental input to the transportation studies conducted by CATS is socioeconomic (household
and employment) data provided by the Northeastern Illinois Planning (NIPC). NIPC forecasts do not
include the impacts of some developments, such as the Huntley Meadows development at I-90 and
the planned Motorola plant in Harvard. To understand the changes over time expected in McHenry
County, the socioeconomic data are analyzed for the forecast years, 1990 and 2010.

Figure 3 shows the forecasted growth for households and employment in McHenry County. From
1990 to 2010, the county is forecasted to experience a 55 percent increase in households, but only
a 3 percent increase in employment. The implications of this growth is that McHenry County will
become more of a region of "bedroom communities," where people live but must travel elsewhere
to work.

?Much of the information in this section has been taken from *Base Year and Deficiency
Analysis, McHenry County Transportation Study,” Chicago Area Transportation Study, October
4, 1993.
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Figures 4 and 5 show the projected distribution of growth among the townships in the county. The
growth data shows that households increased greatly in Algonquin, McHenry, Nunda, Dorr, and
Grafton townships. Employment grew slightly in Algonquin, Dorr, Nunda, Marengo, and Dunham
townships.

A zone system is necessary for modeling traffic in any area. To maximize the utility of modeling,
zones of various sizes were used. The socioeconomic data provided by NIPC is of one-quarter-
square-mile areas, which served as the smallest size zone. When the combined household and employ-
ment measures were small, one- and four-square-mile zones were also established by aggregating the
one-quarter-square-mile zones together. Thirty-six-square-mile zones represent the Chicago metro-
politan area outside of McHenry County and a "buffer area." The study uses 814 zones altogether.

The study zone system was used in the analysis of the socioeconomic data. The McHenry County
distributions of changes in households and employment from 1990 to 2010 are shown in density
maps, Figures 6 and 7. These maps indicate interesting growth patterns that generally apply to both
household and employment. In the southeastern part of the county, there is a "filling in" as the Algon-
quin/Crystal Lake/Fox River Grove area becomes urbanized. Growth in the more rural towns of
Woodstock, Marengo, Huntley, and McHenry surrounds the established town. The established cen-
. ters of most towns decline, so that there is a redistribution of activity from the center to the fringes.
Rural employment is forecasted to grow slightly between Harvard and Marengo.

Trip Distribution

Estimating trips requires information about interaction between the various traffic zones. The regional
models at CATS provided this information for the McHenry County Transportation Study. In the
_ regional models, trips are established by surveys of travel behavior, comparing this information with
- socioeconomic data and then modeling a matrix of trips between specific locations.

Total trips grew 23 percent between 1990 and 2010, as shown in Figure 8. This graph also breaks
down the trips by trip type, including the work trip (home-to-work and work-to-home), the nonwork
trip (home-to-nonwork, nonwork-to-home, and other), and the truck trip. Though not the largest
group by number of trips, the work trip is typically longer in length and is very significant in travel
modeling, as longer trips tend to drive up the total vehicle-miles traveled. Work trips account for 22
percent of trips in 1990, moving up to 24 percent of all trips in 2010.

The countywide distribution and changes in trips were analyzed by grouping the zonal information
for the region into 17 "districts,” with 7 in McHenry County. The McHenry County districts and the
trip distribution are shown in Figure 9. In the graph, it can be seen that growth is greatest in District
3 (48 percent in Grafton Township), followed by District 6 (37 percent in Algonquin Township), and
then by District 4 (27 percent in Dorr Township).

17



8T

35,000

30,000

25,000

20,000

15,000 |

10,000 |-

5,000

0

Source: CATS, 1993

Richmond & Burton  Alden

Dunham Greenwood
Chemung Hartland

Nunda

Hebron McHenry Dorr

Seneca
Marengo

Riley
Coral

Grafton
Algonguin

Figure 4




61

25,000

20,000 |-

15,000 {~

10,000 |~

5,000 |-

0 :
Richmond & Burton  Alden Dunham Greenwood Nunda Seneca Riley Grafton
Hebron Chemung Hartland McHenry Dorr Marengo Coral Algonquin

Source: CATS, 1993

Figure 5




SOURCE: CHICAGO AREA TRANSPORTATION STUDY

HOUSEHOLDS/SQUARE MILE

Less than 0
0 To 50
s 51 To 300
301 or More

Figure &




5
ik
&

%@ Q; X)\S%x

KPR

%
Bt

B

%Al

12

%

]

2.2

e

S B

Y

Wb

EMPLOYEES/SQUARE MILE

XK KK
<)

A X X
ot X

8S

Less chan O
0 To 50

7777 51 To 300
. 301 or More

X K X
e

SOURCE: CHICAGO AREA TRANSPORTATION STUDY

Figure 7




22

600

500 T

400 |-

300

200 }

NUMBER OF TRIPS (THOUSANDS)

WORK
NON-WORK

. TRUCK

100

1990 2010
YEAR

SOURCE: McHENRY COUNTY TRANSPORTATION STUDY, CATS, 1993 Figure 8




€7

4 e ’ M ..=

1201

1136

SOURCE: CHICAGO AREA TRANSPORTATION STUDY, 1993

DAILY TRIPS BY CATS DISTRICT

185.3

L

Figure 9




A change in the distribution of trips from 1990 to 2010 occurs in District 1, southwestern McHenry
County. Trips to Boone and central Kane counties decrease, and trips to Dorr Township and northern
Kane County increase. This reflects a decrease in the rural aspect of this area, with more urban-based
trips to the nearby towns of Woodstock and Hampshire.

District 2, northwestern McHenry County, does not have a major shift in trip origins and destinations.
The Motorola facility in Harvard is expected to increase travel to and from the north and west.

District 3 is Grafton Township, the area around the town of Huntley, and it is the district where more
trips are made to places outside of the district than within. In 2010, trips to Cook and Kane counties

is expected to increase greatly.
District 4, Dorr Township, sees little change in.trip distribution in 2010.

Little change is forecasted in District 5's trip distribution in 2010. Central Lake County is the major
destination for this area, but longer trips to Cook County occur more frequently in 2010 than
localized trips to the western edge of Lake County.

District 6 is Algonquin Township, the most urbanized township in McHenry County. The urban
population makeup remains generally the same in 2010, and likewise, the trip distribution remains the
same over the 20 years. Most trips are made to the Elgin/Barrington area, Cook County, and Nunda
Township.

Nunda Township, District 7, is a generally urban area with many trips occurring to District 6 to the
south. Like Districts 3 and 5, District 7 has a change in the trip distribution in 2010, with more trips
occurring to Cook County than to the less urban district to the north.

The 1990 trip information was used to estimate 1990 traffic volumes, which were then compared to actual
IDOT 1990 traffic counts. Any unacceptable variations were then studied and the assignment model
modified until a reasonable assignment was found. This process of "calibrating” the network was
completed using the EMME/2 software. The resulting daily traffic volumes are shown in Figure 10.

A 2010 "No-Build" network was made by taking the 1990 calibrated base and adding the committed
(funded) highway improvements listed in the following table. The 2010 travel data was then assigned
to the calibrated network to obtain the "No-Build" scenario. The year 2010 No-Build daily traffic vol-

umes are shown in Figure 11.
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Committed Projects for McHenry County 2010 Base Network®

Road ' From-To Description

County Line Road Hanson-Randall Reconst/12-foot lane
Bull Valley Arterial IL 31-Fox River New, 2 lanes, 12 feet
Chapel Hill Extension River Road-IL 120 New, 2 lanes, 12 feet
U.S. Route 14 C&NW-Borden Add lanes

IL 120 River-Darrell Add lanes

IL 62/25 Hubbard/Bolz Add lanes

IL 31 IL 176-Rakow Road Widen

Randall Big Timber (Kane Co)-Rakow Add lanes

Rakow Randall-IL 31 New, 2 lanes, 12 feet

*McHenry County Transportation Study, CATS, 1993; revised August 18, 1993.

Operating Characteristics of the Existing Transportation System

The traffic volume assignments performed by CATS were evaluated to determine the performance
of the existing transportation system at base and forecast year conditions. The traffic projections pro-
vided by CATS for the forecast year (2010, No-Build network) and the resulting evaluation are based
on existing transportation facilities and the committed improvements listed in the preceding section.
Evaluation of the No-Build network with forecast year 2010 traffic volumes is used to identify any
deficiencies in the transportation system.

In addition to the quantitative analysis, the impact of developments not included in the NIPC
forecasts, and therefore not generating traffic in the CATS projections, must be considered. Both
systemwide and facility-specific measures are examined, including vehicle-miles traveled, travel times
for typical trips, and volume versus capacity measures.

The following planning assumptions were used in the evaluation of the base (1990) and No-Build
(2010) conditions:

« Regjonal roadway system remains constant outside of McHenry County (committed projects are
included).
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~« No major changes to the regional transit system will be made; the same primary mode-use levels
(auto versus transit) will continue.

» No major energy or environmental shifts will occur.

« Employee Commute Options (ECO) program effects are not included in the demand model rela-
tive to traffic volumes (especially peak-hour traffic), as this program is still being defined.

» Asmentioned earlier, the traffic assignment model does 7of include the impact of new develop-

ments, specifically Huntley Meadows and the Motorola plant, since these projects are not yet

-reflected in the official NIPC forecasts. A review of these developments was made from traffic
impact studies, and the conclusions were used in determining the plan recommendations.

To provide a background for the discussion of the transportation conditions associated with the alter-
natives, Figures 10 and 11 summarize existing traffic volumes and estimated year 2010 traffic vol-
umes for the No-Build network. These figures demonstrate that significant volume growth is
expected. This will be especially true for the major roadways in the southeast quadrant of the system.
Overall, it is estimated that vehicle-miles of travel will increase by about 11 percent, but the portion
of the network operating at overcapacity (congested) conditions will increase from 13 percent to 22
percent. Average speeds will drop by 2 percent.

Systemwide Evaluation

The information summarized in Tables 1 and 2 describes overall systemwide conditions. Table 1
summarizes the estimated future traffic volumes by screenlines. Screenlines are cross sections of the
system located at significant positions to demonstrate shifts and growth in traffic flow from one
region of the county to another. Table 2 shows the change in system measurements, such as the
number of vehicle-miles traveled, and the average speed of vehicular travel. This provides a way to
evaluate the impact of growth on the transportation network as a whole.

Key observations from each table are discussed below.

Table 1 shows that travel demand increases in the south sections of the county will be in the range
of 30 to 50 percent. There is an estimated 47 percent increase in travel crossing the Kane-McHenry
county line; this includes travel along IL 62, IL 25, IL 31, Randall Road, IL 47, and U.S. Route 20.

The estimated increase in travel crossing the IL 31 screenline is 30 percent. This includes travel along
Algonquin Road, Virginia Road, U.S. Route 14, and IL 176.

According to the screenline analysis, the projected increase in travel demand in the remainder of the
county will be approximately 14 percent.
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Table 1
EXISTING AND NO-BUILD TRAFFIC VOLUMES BY SCREENLINE (traffic volumes in units

of 1,000 vehicles per day)

Screenline Position Limits Existing No-Build % Increase
1 South of County Line IL 62 U.S. Route 20 102.0 150.1 47%
2 West of IL 31 BolzRd IL 176 72.8 94.9 30%
3 North of Ridgefield Rd  IL 31 Dean Rd 57.5 653 - 14%
4 South of Bull Valley Rd  RiverRd Crystal Lake 35.2 35.0 0% .
5 East of McHenry -Johnsburg Rd  Bull Valley Rd 487 55.3 14%

Notes: Screenline 1 is in an east-west direction to examine north-south trips.
Screenline 2 is in a north-south direction to examine east-west trips.
Screenline 3 is in an east-west direction to examine north-south trips.
Screenline 4 is in an east-west direction to examine north-south trips.
Screenline 5 is in a north-south direction to examine east-west trips.

Table 2 shows the system level measures. While these figures do not provide any indication of
specific deficiencies in the system, they do provide a method to measure the overall effects of
vehicular growth on the transportation network. The vehicle-miles traveled (VMT) evaluates the
overall demand for travel, considering both the number of trips and the length of those trips.
McHenry County can expect an 11 percent increase in VMT from 1990 to 2010, based on the NIPC

socioeconomic forecasts.

More interesting is the percent of travel that will be spent on congested road segments; this will
increase from 13 percent to 22 percent. This indicates a substantial number of key roads within the
county operating above capacity during at least the peak periods. Since the population is expected
to increase considerably, the VMT per capita and vehicle-hours traveled (VHT) per capita decline
in the forecast year.

The system speed, or the aggregate speed for all travel in the county, can be used to perform a rough
evaluation of the air quality impacts of vehicular travel. As shown in Table 2, the system speed
~decreases slightly, from 38.8 to 38.0 in 2010, indicating an overall increase in negative air quality
impacts. A more detailed evaluation of air quality impacts is provided in Chapter 5, "Evaluation of
Alternative Transportation Systems."
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Daily Excess  System Daily Daily
VMT VHT CGVMT VMT Speed  VMTper VHT per
Alternative (1,000's) {1,000's) % (1,000's) __ (mph) capita capita
Existing 3,745.6 96.5 13.38 62.7 388 204 0.53
No-Build 4,183.1 1100  22.00 122.8 38.0 17.7 0.47
Notes:

1. Future VMT up by at least 11% over existing system

Glossary of Terms:

VMT: Vehicle-Miles Traveled, daily

VHT: Vehicle-Hours Traveled, daily

CGVMT, %: Percentage of VMT that occurs on congested roadways
Excess VMT: The sum of the Vehicle-Miles Traveled in excess of capacity

Svstem Speed: Average speed of travel in the county

Link-by-Link Evaluation

Table 3 shows the existing and forecast year traffic volumes on selected roadways. The table is
divided into five sectors: the Algonquin sector, the IL 176 sector, the McHenry and Richmond sector,
the Huntley and Marengo sector, and the Harvard and Woodstock sector of the county. Key obser-

vations on the projected traffic volumes are:

Algonquin Sector:

o ThelL 62 bridge will attract approximately 7,000 additional vehicles per day in the forecast year

and will operate at or above capacity.

» The increase in traffic volumes on Randall Road justifies the additional lanes currently being

planned.

» The tollway will attract 27,000 additional vehicles in the forecast year, an increase of 50 percent.
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Table 3
EXISTING AND NO-BUILD AVERAGE DAILY TRAFFIC VOLUMES ON SELECTED LINKS

Lraffic volumes in units of 1,000s of vehicles per dav)

Roadway Existing No-Build

Algonquin Sector

IL 62 Bridge ' 30.1 36.9
IL 31 (north of IL62) 21.1 26.7
Algonguin Road (west of IL 62) 15.2 16.1
-Randall Road (south of Algonquin) - 13.5 303
1-90 Tollway (east of Randall) 56.6 84.1
IL 72 (west of IL 31) 92 18.3
Dundee Road (east of IL 31) 13.5 14.6
IL 176 Corridor
Rakow Road (east of IL 31) n/a 18.5
IL 176 (east of Main Street) 12.6 16.7
U.S. Route 14 (central Crystal Lake) 26.3 292
IL 31 (north of IL. 176, south of Edgemore Road) 13.4 19.8

McHenry and Richmond Sector

IL 120/IL 31 338 304
IL 120 (east, at bridge) 25.0 273
Ringwood Road (north of IL 120) 7.5 8.6
IL 31 (north of IL 120) 15.8 16.9
IL 31 (north of U.S. Route 12) 11.2 16.8
U.S. Route 12 (bridge) 17.7 20.3

Huntley and Marengo Sector

IL 47 (north of I-90) 12.2 14.3
Algonquin Road (east of IL 47) 5.6 %2
IL 47 (south of U.S. 14) 143 16.2
U.S. Route 14 (max west of Crystal Lake) 153 16.6
U.S. 20 (east of IL 23) 12.9 113
IL 23 (@ I-90) 2.0 20
IL 23 (north of IL 176) 11.1 9.6
Dundee Road (west of Square Barn) 5.0 4.7
Fleming Road (north of Country Club Road) 2.0 20
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Table 3 (cont'd) _

EXISTING AND NO-BUILD AVERAGE DAILY TRAFFIC VOLUMES ON SELECTED LINKS

{traffic volumes in units of 1,000s of vehiclesperday)

Roadway Existing No-Build

Harvard and Woodstock Sector

IL 47 (south of Country Club Road) 20.8 22.7
IL 47 (south of Charles Road) 7.5 6.3
IL 120 (east of Charles Road) 9.4 8.9
. U.S. Route 14 (Woodstock to Harvard-maximum) 10.7 92
U.S. Route 14 (south of IL 173) 14.2 13.6

«  There will be a significant increase in traffic entering McHenry County from Kane County, which will
lead to an increase in congestion on a number of key links: IL 62, IL 31, Randall Road, and IL 72.

IL 176 Corridor:

» Rakow Road will operate at or near capacity in the forecast year, suggesting that a five-lane cross
section will be beyond 2010.

. Rakow Road will feed traffic to the northern portion of IL 31, as expected; IL 31 will operate at
or near capacity in the forecast year.

+ Existing congestion on IL 176 in central Crystal Lake will worsen in the forecast year.

Since FAP 420 is not a committed project, it is not included in the No-Build network. The following
observations are made for the McHenry and Richmond sector:

o Traffic volumes on U.S. Route 12 will increase, causing more congestion and delay in Richmond.

+ Traffic volumes in McHenry will increase moderately (assuming the NIPC forecasts for local
development are accurate).

The Huntley and Marengo sector is a high-growth area for the county because of its proximity to I-90.

The NIPC land-use forecast does not include the planned developments in Huntley; the traffic impacts of

the developments are not included in the traffic volumes shown in Table 3. Key observations for this
sector are;

» Without the impact of the Huntley developments, moderate increases in traffic volumes are
expected.
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« IL 47 will approach capacity at various points between I-90 and U.S. Route 14.

The impact of the Motorola plant is included in the traffic model. With this in mind, key observations
for the Harvard and Woodstock sector are:

o IL 47 will attract 22,700 daily trips south of Country Club Road, indicating the need for a full
five-lane cross section from U.S. Route 14 to IL 120.

e QOther than the above, traffic volumes for this sector do not increase significantly.

General Conclusions

Based on the information contained in the preceding sections, a number of deficiencies in the trans-
portation system have been identified. The following general conclusions and comments describe the
existing transportation network under base and forecast year conditions:

« Significant increases in traffic will occur in the southeast quadrant of the county. According to
the CATS traffic assignment that is based on the NIPC land-use forecasts, this is caused by an
increase in work trips to the Schaumburg and Chicago areas caused by high residential growth
and relatively low employment growth.

» - The number-of vehicle-miles traveled under congested conditions increases from 13.4 percent in
1990 to 22.0 percent in 2010, indicating significant negative impacts for many users of the
system.

» Increases in systemwide congestion can be attributed to certain key travel corridors that are
operating at or over capacity. The travel corridors include all major routes exiting the central
area and the southeast quadrant of the county to I-90. These include: IL 176 east of U.S. Route
14; IL 47 south of IL 120; Randall Road; IL 31; IL 62; IL 25; County Line Road east of IL 25;
and U.S. Route 14, intermittently, southeast of Woodstock.

-«  Inaddition, a number of individual links are operating over capacity: Algonquin Road, where it
exists as a two-lane road east of Randall Road; the shared section of IL 120 and IL 31 in
McHenry; IL 31 south of McHenry; U.S. Route 12 near the Wisconsin state kine; and IL 23 south

of Harvard.

» Additional Fox River crossing capacity is needed in the southeastern corner of the county to
reduce congestion in downtown Algonquin, as well as at most other crossing points.
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o Once the traffic impacts of the Huntley developments, the Motorola plant in Harvard, and other
developments not anticipated by NIPC are considered, additional capacity may be necessary in
some regions of the county. Nonresidential developments may not produce the traditional travel
patterns evident in the southeast quadrant of the county, i.e.,. southeast-northwest flow.

» With the exception of the southeast quadrant of the county and & small number of other roads,
excess roadway capacity exists. This does not mean that land-use impacts may not encourage
urban area bypasses in Marengo or Harvard, for instance, but that from a link-capacity perspec-
tive, only intersection or traffic flow improvements may be necessary.

« .The impact of poor regulation of access to adjacent properties on high-volume routes is not
" included in the evaluation. For instance, as development occurs, poorly spaced curb-cuts and/or

intersections on IL 47 would reduce capacity and lead to increased congestion and delay. This
must be considered on routes where development is likely.

McH-3\mchn1194.ch2
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3. |
Goals, Objectives, Policies, and
Plan Assumptions

he results of the transportation needs analysis make it clear that a program of improvements
Tshould be planned for implementation over the next 15 years. The translation of needs into a

definition of such improvements should be guided by goals and objectives. When used as
-planning guidelines, goals and objectives give proper direction to the planning process in such a way
that transportation solutions will be appropriate for McHenry County. This chapter presents the goals
and objectives that have been used. These are also accompanied by a set of planning policies and as-
sumptions that were used as input to developing alternative transportation concepts.

Preliminary Transportation Goals and Objectives

The formulation of goals and objectives serves two primary functions in the development of the 2010
Transportation Plan. The first is to assist in the development of the transportation system alternatives
by limiting alternatives to those that are consistent with the goals and objectives. Second, the goals
and objectives provide a means of evaluating the effectiveness of the various sets of alternatives and
provide a basis or benchmark by which to evaluate the alternatives against each other.

Goal: To Provide for Safe and Efficient Travel within the County

Objectives

» Adequate lane capacity.
» Realistic travel times.

»  Acceptable level of service.

¢ Increased transportation planning.
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» Transportation system management measures.
« Alternative transportation modes.

Goal: To Provide a Transportation System that Will Allow for Economic Development

Objectives

s  Accessibility to employment and business opportunities.
» Improved travel times.
» Balance the need for access with the need for mobility.

Goal: To Enhance the Development of a Coordinated Street and Highway System

Objectives

* Promote coordinated land-use and transportation planning.
» Promote transportation planning at the local (municipal) level.
» Consistent and well-planned street connections between communities.

Goal: To Recognize and Respect the Character and Quality of Life in the County

Objectives

» Encourage improvements consistent with adjacent land-uses.
» Encourage innovative and creative improvements so as to maintain neighborhood character.
+ Consider providing multi-use trails adjacent to transportation corridors.

Goal: To Minimize the Disruption to Existing Land-Uses

Objectives

* Minimize business and residential displacement.

» Minimize taking of agricultural land.

* Minimize disruption to unique land-use areas.

* Plan for future rights-of-way and adequate building setbacks.

Goal: To Minimize Environmental Impacts

Objectives

* Minimize negative impacts on air quality.
+ Minimize negative water quality impacts through stormwater management.
* Minimize intrusions into environmentally sensitive areas.
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Goal: To Develop a Transportation Network that Is Economically Attainable

Objectives

Minimize reliance on real estate-based funding sources (tax cap).
Develop and support alternative funding sources.

Utilize public/private participation.

Define an implementation program and schedule.

Policies

Within the framework described by the goals and objectives, the following policies should be used

- to guide the definitions of transportation alternatives. These policies reflect certain choices about

planning that would be consistent with conditions in McHenry County.

L.

7.

8.

Land-use planning should incorporate growth management concepts that relate the availability
of adequate transportation facilities to the approval of new development. Land-use planning
should be conducive to a true multimodal approach.

Accessibility created by the transportation system should be consistent with the proposed land-use
concept, i.e., the composite of the county and municipal plans.

The county and local agencies should consider interagency agreements to better coordinate trans-
portation systems.

The plan will strive to meet the requirements of the 1990 Clean Air Act Amendments.
Consideration should be given to identifying environmental protection areas in the county.

Transportation performance standards should be adopted for both highways and public transpor-
tation.

Transportation projects should comply with the provisions of the Americans with Disabilities Act.

Transportation projects need to be prioritized to facilitate the implementation process.

Planning Assumptions

Using the policies, the definition of alternatives needs to reflect certain assumptions. These
assumptions (discussed below) help define the point of beginning and describe the broader factors that
would exist for the planning period.
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1. The plan will be based on the year 2010 forecasts for population and employment as prepared by
NIPC with county input. This establishes the planning period for the project. An analysis of travel
demand would be based on the official forecasts as included in the NIPC database. Any devel-
opment potential identified beyond or different from this would have to be separately considered.

2. The land-use plan will be the composite plan created by joining the county and municipal plans.
This recognizes that the transportation system needs to serve the total demand generated by land-
use in McHenry County, whether within or outside of municipal limits. Further, land-use planning
is accomplished by county and municipal agencies. These plans need to be merged into a mutually
compatible overall view of future land-use.

3. : Public transportation service will continue to exist at feast at current levels of service. This means
that the available service, i.e., Metra, Pace, and local public transit (area dial-a-ride and para-
. transit) would continue. As such, it is anticipated that public transportation will continue to
capture a similar share of the future travel demand as it does today. The plan does not have to
include a contingency element that considers a situation without any transit or very reduced tran-

sit service.

4. Federal and state finding for transportation will continue at levels similar to 1992-93. This means
that the ability to pay for transportation improvements would be similar to the existing program.
The feasibility of the plan will be a significant consideration.

5. Vehicle operating characteristics and clean fuels will be developed consistent with CAAA 1990.
The strategies for achieving clean air conditions entail changes in travel behavior (e.g., use of non-

- - auto modes) and improvements in transportation technology (e.g., less polluting vehicles and
cleaner fuels). It is assumed that both changes (travel behavior and technology) will be considered
in preparing the transportation plan.

6. A gas crisis will not occur, nor will the cost of fuel increase significantly. The plan will not assume
the type of crisis experienced in 1974 and 1977. The relative cost of transportation will not
change significantly (e.g., gas at $3.00 per gallon), and there will be no major disruptions in the
transportation system due to energy shortages. The plan will not need a contingency element to
deal with such events (as was needed in the late 1970s).

7. Recent car ownership trends for the county will continue in the future. This means that McHenry
County will continue to exhibit high auto ownership. The transportation system will need to
reflect the priority for use of the auto. The overall demographics and income levels of the citizens
will not change relative to the rest of the region.

8. Level of Service D (defined by the Highway Capacity Manual) will be the basic roadway system
performance standard. This is the common performance standard used in urban areas. It means
that the roadway system would operate at reasonable speeds (not necessarily at maximum speed
limits). At signalized intersections, traffic would typically be able to proceed without waiting more
than one signal cycie.

McH-3\mchn1194.ch3
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4,
Alternative Transportation

!Networl_g_i

his chapter describes the long-range transportation alternatives for McHenry County. These
are based upon the analysis of existing conditions; growth trends and forecasts for long-range
conditions; and the transportation goals, objectives, policies, and assumptions.

Regional Growth Implications

To properly consider the preliminary altematives, it is important to discuss the larger regional context
in which McHenry County is located. There are a series of developing corridors in the northeast Illi-
nois/southeast Wisconsin region that will affect McHenry County. I-90 may be the strongest, but the
emerging north-south corridor (west of the Fox River) extends to Wisconsin (even 1-43). Thisis a

growing work trip and recreational corridor.

Also, the high growth in Lake County (especially in employment) is influencing east-west travel. Major
shopping centers, Great America, and employment growth along the IL 120 to IL 176 corridor may set
the stage for substantial demand generation. The potential for a major east-west corridor for McHenry
County may be developing. This would link to the long-term growth in Boone County and Winnebago
County. The Rockford Airport could emerge as a major facility, with air service at a significantly higher
. level than today for the Midwest. The influence of these events and employment growth in the I-90
comidor could generate significant travel growth from McHenry County and Lake County. Such an east-
west corridor possesses potential impacts to west McHenry County. This includes major development
implications for communities such as Woodstock, McHenry, and Marengo.
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:Major Street and Highway Alternatives -

The following section describes the major street and highway alternatives. The focus has been on
identifying changes to the network in terms of physical facilities and function. The alternatives have
been organized to test various concepts. The recommended plan will be a combination of these
concepts.

Five alternative networks were developed for testing and evaluation. Each transportation network
focuses on one method for meeting the future needs of the county. Within each network, roadways
are classified as regional roads, major arterial roads, or minor arterial roads. Roadway improvements
and/or new alignments were selected so that each thoroughfare will function according to its
classification along its entire length. In general, all the state and U.S. routes are designated as regional
" roads in the alternatives, along with Randall Road from I-90 to Rakow Road, and then along Rakow
Road to IL 31. The county roadways and a number of township or municipal roads constitute the
arterial street system.

Tt is assumed that intersection designs at new or widened streets will almost always include left- and
right-turn lanes, and that most new or widened roads would be constructed with a center median
(except in the most rural areas of the county). With this in mind, new or widened roads are identified
as having three- or five-lane cross sections.

The following roadway capacity improvements are considered committed projects in the scope of the
study:
» Regional Road Improvements

Widen U.S. Route 14 to a five-lane cross section from Cary to Crystal Lake

Widen IL 120 from the Fox River to U.S. Route 12.

Widen IL 62/IL 25 to a five-lane cross section from Bolz Road to Sandbloom Road

Widen IL 31 from IL 176 to Rakow Road

Widen Randall Road to a five-lane cross section from I-90 to Rakow Road

Construct Rakow Road with a two-lane cross section from Randall Road to IL 31

-« Arterial Road Improvements

Construct New Bull Valley Road with a three-lane cross section from IL 31 to the Fox River
north of its current alignment

Extend Chapel Hill Road south and then east to meet River Road
Extend Algonquin Road with a three-lane cross section from IL 47 west to Marengo Road
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‘Each of the alternative transportation networks is described in detail in the following section.

Alternative 1

Alternative 1 focuses on enhancing the current transportation network. The Richmond to Grayslake

tollway is not included in this network. The functional classification of roadways for Alternative 1 is
shown in Figure 12.

The roadway improvements and new construction projects that are included in this alternative are
listed below:

Regional Road Improvements

Construct a westbound on-ramp and an eastbound off-ramp at the Randall Road interchange on
1-90

Widen IL 31 to a five-lane cross section from I-90 to U.S. Route 12

Widen IL 176 to a five-lane cross section from the Lake County border to IL 47

Widen IL 47 to a five-lane cross section from I-90 to Charles Road (north of Woodstock)
Widen U.S. Route 14 to a five-lane cross section from IL 176 to IL 23

Widen U.S. Route 12 to a five-lane cross section from the Lake County border to the Wisconsin
border

Arterial Road Improvements

Construct the Flat Iron Road-Lawrence Road connection across the C&NW railroad west of
Harvard

‘Realign Hughs Road to intersect with Kishwaukee Valley Road at the same location as Hobe

Road

Extend Deep Cut Road southwest from U.S. Route 14 to Dunham Road at McKinstry Road

Widen Algonquin Road to a five-lane cross section from Randall Road to IL 47
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Alternative 2

Alternative 2, shown in Figure 13, focuses on providing urban area bypasses for regional roads to
alleviate congestion and provide for increased through traffic capacity. The roadway improvements
and new construction projects that are included in this alternative are listed below:

New Regional Road Bypasses

Bolz Road Bypass, five-lane cross section, extends from IL 62 west to Dundee Road and then

along Kreutzer Road to IL 47 (uses the existing Bolz Road alignment from IL 25 to the Fox
River)

East Huntley Bypass, five-lane cross section, from IL 47 south of Kreutzer Road to IL 47 north
of Reed Road

West Woodstock Bypass, five-lane cross section along Lambs Road, Charles Road, and IL 47 north
of Charles Road to Jankowski Road, including a Lambs Road/U.S. Route 14 connection

East Marengo (IL. 23) Bypass, three-lane cross section, from IL 23 north of R atfield Road to IL
23 north of River Road

South Marengo (U.S. Route 20) Bypass, three-lane cross section, along Johnson Road, Pleasant
Grove Road, and Coral Road

East Harvard (U.S. Route 14) bypass, three-lane cross section, from U.S. Route 14 and IL 23 to
U.S. Route 14 south of Oak Grove Road

West Richmond (U.S. Route 12) from the existing intersection of IL 31 and U.S. Route 12, along the
proposed tollway right-of-way, to meet with U.S. Route 12 at the Wisconsin border

West McHenry Bypass from IL 31 north of Gracy Road west to provide a connection with
Mason Hill Road and north using parts of the alignment of Curran Road, Ringwood Road, and
School Road to join with IL 31

Other Regional Roadway Improvements

Construct westbound on-ramps and eastbound off-ramps at the Randall Road and IL 47
interchanges on I-90

Construct a full-access interchange at IL 23 on I-90

Widen IL 120 to a five-lane cross section from Ringwood Road (West McHenry Bypass) to
Greenwood Road; widen Charles Road from Greenwood Road to IL 47

Widen IL 176 to a five-lane cross section from IL 31 to U.S. Route 14

Widen IL 31 to a five-lane cross section from Rakow Road to the west McHenry Bypass and
from School Road to U.S. Route 12

Widen IL 47 to a five-lane cross section from the East Huntley Bypass to U.S. Route 14
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Arterial Roadway Improvements
Extend Lakewood Road from Algonquin Road to Dundee Road
Realign Galligan Road to meet the intersection of Square Barn Road and Huntley Road

Alternatives 3A and 3B

Alternatives 3A and 3B (see Figures 14 and 15) focus on upgrading the existing arterial street system
to accommodate future traffic needs. Alternative 3 A includes the Richmond to Grayslake tollway
project, with interchanges at Chapel Hill Road, Ringwood Road, U.S. Route 12/Tryon Grove Road,

~ and IL 173. Alternative 3B does not include the tollway, but does include widening a number of

regional roads that serve the same area as the tollway.

The roadway improvements and new construction projects that are common to both Alternatives 3A
and 3B are listed below.

New Regional Road Bypasses

Bolz Road Bypass, five-lane cross section, extends from IL 62 west to Dundee Road and then
along Kreutzer Road past IL 47 to Brier Hill Road (uses the existing Bolz Road alignment from
IL 25 to the Fox River)

Other Regional Roadway Improvements

Construct westbound on-ramps and eastbound off-ramps at the Randall Road and IL 47 inter-
changes on I-90

Arterial Road Improvements

Complete and upgrade Dean Road, Mensching Road, and Coyne Station Road from Algonquin
Road to U.S. Route 14 to form a Woodstock to Huntley route parallel to IL 47

Complete and upgrade Haligus Road, Mt. Thabor Road, and Doty Road from Freeman Road to
U.S. Route 14

Upgrade and extend Lakewood Road from Ackman Road to Dundee Road
Extend Miller Road west from Lakewood Road to meet Ernesti Road
Extend Ackman Road from Lakewood Road to Haligus Road

Upgrade and extend Hillside Road, Ridgefield Road, Lucas Road, and Perkins Road from Frank-
linville Road to IL 31

Extend Briarwood Road northeast from IL 176 to the intersection of Hillside Road and Oak Street
Realign Galligan Road to meet the intersection of Square Barn Road and Huntley Road
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Extend Curran Road southeast to meet Crystal Lake Road
Realign Deerpass Road to meet the intersection of IL 176 and Prospect Street
Extend Deep Cut Road southwest from U.S. Route 14 to Dunham Road at McKinstry Road

As shown in Figure 15, the Grayslake to Richmond tollway is not included in Alternative 3B. To
compensate, the following regional and arterial roadway improvements were added to this alternative:

Widen IL 31 (north of Rakow Road), U.S. Route 12, U.S. Route 14 (southeast of Harvard), and
IL 176 (east of IL 47) to five-lane cross sections
Extend and upgrade Fleming Road from IL 120, south to U.S. Route 14 to meet Doty Road

Alternative 4

Alternative 4, shown in Figure 16, is the Year 2000 Long-Range Transportation Plan developed in
1981. The Richmond to Grayslake tollway is included in this plan, with interchanges at IL 31, U.S.
Route 12/Tryon Grove Road, and IL 173.

The roadway improvements and new construction projects included in this afternative are listed
below.
+ Regional Road Bypasses

West McHenry Bypass from IL 31 north of Gracy Road west to provide a connection with
Mason Hill Road and north using parts of the alignment of Curran Road, Ringwood Road, and
School Road to join with IL 31

Algonquin Bypass, from Haeger's Bend Road north of Spring Creek Road to IL 31 near Klasen
Road (or using its alignment)
» Arterial Road Improvements
Extend Queen Anne Road south to U.S. Route 14
Extend Lakewood Road from Algonquin Road to Dundee Road
Extend Briarwood Road south to Ackman Road and northeast to the intersection of Hillside Road
and Oak Street; extend Hillside Road from Terra Cotta Drive Road to IL 31.
Extend Country Club Road east to the center of Woodstock
Realign the intersections of Lucas Road with Doty Road and Mt. Thabor Road
Extend South Rawson Bridge Road northwest to meet Buhl Road
Extend Main Street (Cary) west to meet the planned intersection of Rakow Road and IL 31
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Optional Elements

Because of the potential impacts of various road improvement concepts, it may be necessary to
consider an optional approach to addressing demand. This could be accomplished by recognizing a
series of transportation system management (TSM) corridors. While demand may warrant physical
expansion, such improvements would be considered difficult to accomplish. In principle, traffic
demand would be addressed using a variety of management techniques. The use of these elements
(all or in part) could be substituted in Alternatives 1, 3, or the current plan network. For the sake of
testing impacts, such substitutions in at least one of the alternatives would be suggested; this would
be most useful for Alternative 1.

Special Elements

Finally, the alternatives will include certain special characteristics. These concern multimodal
potentials for some of the routes. These concepts would be:

1. Major bikeways. While not having a major impact on commuter travel, bikeways could be
. included in various routes. A network penetrating both urban centers and major environmental/
scenic areas is shown, i.e., Crystal Lake Avenue, Bull Valley Road, Chapel Hill Road, and River
Road. These routes are consistent with the McHenry County Conservation District Trail Plan.

2. Parkways. As symbolic routes, parkways would be a highly landscaped routes with exceptional
aesthetic qualities. Such designs can achieve certain environmental objectives, e.g., protecting
wetlands and vegetation areas.

3. Guteways. Some of the routes could have a gateway character. Highly visual design features, with
information and tourist services, could be used to direct people into the county. IL 47 (from I-90)
could have such a function. It is central to the county and could be part of a major new develop-
ment corridor.

Multimodal Elements

The preceding alternatives respond to future travel demand estimates that reflect sustained use of the
automobile at very high levels. Future traffic conditions will produce the need for making roadway
capacity improvements. The opportunity may exist, however, to offset the need for some of these
roadway improvements by introducing multimodal transportation concepts. These ¢ould entail a
mixture of improvements, services, and relationships such as:

1. Commuter rail (Metra) improvements (route extensions, new stations, better service).

2. Regularly scheduled, fixed-route bus and demand-responsive bus (Pace) (new routes, better
service).
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3. Bikeways and pedways.

4. Transportation management techniques:

Ridesharing (carpool, vanpool).

Flextime.

Preferential facilities (e.g., HOV lanes, traffic signal priority phases).
Financial incentives to use transit.

aooe

The effectiveness of these multimodal concepts can be significantly enhanced if their application is
coordinated with special land-use and development policies. These would include consideration of
physical arrangements, land-use mixture, density, and connectivity.

In an area such as McHenry County, the achievement of a multimodal transportation system would
be a long-term goal. While all of the non-auto modes mentioned above are present in the county, they
have only marginal ability to meet peak-hour weekday travel demand. By virtue of the lines extending
to Harvard and McHenry through Crystal Lake, commuter rail enjoys the greatest use in terms of
public transportation trips. Generally, Metra serves trips oriented to the Chicago central area, but
these trips represent less than five percent of the daily travel market. Thus, with such a low level of
transit use at the present time, any significant change that would increase the non-auto share of travel
sufficiently to offset roadway capacity needs would have to be a long-term commitment. Nonetheless,
it would be a worthy goal and should be given serious consideration.

The following discussion is intended to briefly identify the nature of multimodal opportunities that
may exist for McHenry County. These might be evaluated to generally assess their possible relevance
and implementability. If the results were positive, further studies may be warranted that would prob-
ably involve other agencies such as the RTA, Metra, Pace, and CATS, since some of the concepts
must be extended beyond McHenry County in order to be functionally feasible.

The analysis of future traffic conditions has indicated significant traffic growth in the southeast quad-
rant of the county. This manifests itself in high traffic volumes on IL 62, Randall Road, U.S. Route

14, IL 47, IL 31, and I-90. Multimodal considerations might address these issues by specifically
considering:

1. IL 62 bridge. Can an intercept strategy, using multiple modes, be identified?

2. Randall Road corridor. From the south edge of Crystal Lake extending into central Kane
County; can transit facilities and operations be introduced effectively in this corridor?

3. IL 47 corridor. From Woodstock through Huntley to 1-90, can transit facilities and operations
be introduced effectively, including the extension of Metra service (from West Elgin) to Huntley?

These three locations entail many commuting and shopping trips that have one end of each trip out-
side of McHenry County. The solution could entail consideration of special transit facilities, different
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land-use policies, and transportation management concepts. The following paragraphs suggest how
these strategies could be considered.

Special Transit Facilities

The IL 62 bridge problem could be lessened if auto users would transfer to other modes or participate
in carpools before arriving at the bridge approach roadways. However, for this to work, transit and
carpool vehicles would need delay-free lanes to use in the corridor (e.g., HOV lanes on IL 62 and/or
1L 31).

The opportunity to create space for such facilities is unlikely. It may be a better strategy to offer transit
service or HOV facilities in the Randall Road and IL 47 corridors, where they are still feasible. A new Bolz
Road bypass could be designed with transitHOV space included. The key to any of these strategies is that

they reach a destination common to many commuters and/or shoppers. '

For Randall Road, transitHOV concepts could be extended from McHenry County into Kane
County. Linkage is possible between residential, employment, and shopping areas. For IL 47, access
could be developed for a new Metra station in Huntley or to I-90. If the latter is linked, then it begs
the question of whether HOV facilities could be incorporated in the tollway from the IL 47 area east
to at least the Hoffman Estates-Schaumburg area. This entails major regional planning activities.

Similarly, an HOV facility on Bolz Road would require that such facilities also be located on the con-
‘necting highways, e.g., IL 62, IL 25, and/or IL 31. These concepts would require a significant
regional planning effort.

The role that transit/HOV would have in these McHenry County corridors concerns the suburban trip
market, i.e., not to downtown Chicago. This is a growing market and should be addressed as
suggested above. However, the traditional commuter rail market should not be neglected. Commuter
rail will continue to be an important service. Service may be improved on the existing lines, along
with the previously noted extension to Huntley.

Land-Use Relationships

The IL 47 corridor presents an opportunity to enhance the relationship between commuter rail sta-
tions and land-use. The land-use policies could create the opportunity for convenient access to rail
(via bicycle, walking, and/or feeder bus). It is possible to envision a master plan for the IL 47 corridor
between Woodstock and Huntley that would include innovative land-use concepts that would be
"friendly" to multimodal transportation.

Such innovative land-use concepts would be instrumental in promoting bicycle use. Land-use mix-
tures and careful use of higher-density development could produce both shorter trips and higher trip
concentrations for effective transit use.
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Transportation Management Concepts

Beyond these considerations, which might employ new transit, HOV, or other mass transit services,
there is another type of multimodal concept that could be evaluated. This is defined as transportation
management schemes that use ridesharing, flextime, and other strategies. These schemes can be
applied to a broad area. However, such approaches tend to be more effective when applied at the site
level for major developments or employers.

McH-3\mchn1154.ché
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5.
Evaluation of Alternative

Transportation Systems

This chapter provides a detailed evaluation of the alternative transportation systems.

Information is provided to summarize the likely performance, impact, and capital cost of five alter-
native transportation networks. Each network focuses on one method for meeting the future trans-
portation needs of the county, such as enhancing the current transportation network; providing urban area
bypasses for regional roads; upgrading the arterial street system with and without the addition of a
regional tollway, or maintaining and completing the existing transportation network, including the tollway.
Each of the five transportation networks consists of a number of highway and arterial street improvements
that were developed to meet the expected transportation needs of the county.

The purpose of the alternatives evaluation task is not to select one of the five transportation net-
works, but to test which transportation concepts are most appropriate for the different regions of the
county. For instance, the results of the evaluation may show that the urban area bypasses are the most
efficient method to meet the needs of McHenry and Algonquin, but that strengthening the arterial
system is the most appropriate method for meeting the transportation needs of the western portions
- of the county. With this in mind, the alternative networks must be compared on a local and a regional
basis to determine which combination of network elements will satisfy the expected transportation

demands most efficiently.

The framework for evaluating regional transportation plans is defined in the goals and objectives
statement approved by the County Board. Among other criteria established in the goals and objectives
are guidelines provided in the Intermodal Surface Transportation Efficiency Act (ISTEA) and the
1990 Clean Air Act Amendments (CAAA). Though McHenry County's Long-Range Transportation
Plan is a subregional evaluation and is therefore not required to meet the criteria set forth in ISTEA,
the ISTEA criteria that emphasize transportation efficiency and air quality are important considera-
tions in the evaluation process.
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- Finally, it needs to be emphasized that the year 2010 travel forecasts used in this analysis are based
on the current set of official population and employment forecasts, which do not yet reflect the
changes associated with new major developments, especially the Motorola project in Harvard and
Huntley Meadows. Both of these developments were analyzed separately and are taken into account
in the recommendations.

The five alternatives were each evaluated for their performance according to traffic engineering
criteria, environmental impacts, and capital costs, as described in the transportation goals and objec-
tives (see Chapter 3).

Objectives and Criteria

The goal of the evaluation is to expose the differences between the alternative system concepts and
the individual projects. In this sense, some criteria are more appropriate for evaluating the systemwide
benefits of an overall approach, such as upgrading the arterial street system; other criteria are used
to evaluate the impact of specific projects at the local level. For instance, the evaluation of the
vehicle-miles-traveled (VMT) per capita is most appropriate on a regional level, whereas an
environmental impact criterion, such as new route-miles in residential developments, is most relevant
to the local community.

The criteria used will include estimated daily traffic volumes, volume-to-capacity ratios, travel time,
vehicle-miles, vehicle-hours, speed, alignment impact measures (displacement, penetration into sensi-
tive areas, land-use disruption), and capital cost. Overall, no priority is given to either systemwide
or site-specific evaluation measures. In exposing the differences between the different approaches
shown in each alternative, the county will be in a better position to discuss the impacts and trade-offs
associated with each solution.

To focus on geographically oriented performance and impacts, five sectors have been examined in
detail:

*» The southeast corner of the county suffers from congestion, which is expected to worsen as a re-
sult of future development. The previous county transportation plan recommended the construc-
tion of & northern, Algonquin bypass to ease traffic problems on IL 31 and IL 62. However, the
southern, Bolz Road Bypass is an alternative to the Algonquin Bypass and would serve the new
developments stretching along the county line corridor from Algonquin to Huntley.

* The commercial and residential developments south of Huntley and the developments along the
Algonquin Road corridor, including projects in Algonquin, Lake in the Hills, and Huntley, are
expected to generate more development and traffic along the IL 47 corridor from 1I-90 through
Huntley to the Woodstock area.

* Development is occurring in the central area of thé county, in both Crystal Lake and Woodstock,
that will put more demand on the road network surrounding U.S. Route 14 and IL 176.
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- Downtown McHenry experiences congestion as a result of the shared alignment of IL 31 and IL 120.
In addition, the proposed Richmond to Grayslake toltway will shift traffic patterns in the area.

« In addition to those already mentioned, communities such as Harvard, Marengo, Richmond, and
Woodstock may benefit from regional road or arterial road bypasses. Benefits could also occur
from the improvement of the arterial street network to achieve more continuity and provide
desirable accessibility.

Information Sources

In order to undertake the evaluation, information on travel demand, physical conditions, and capital
cost was assembled from several different sources.

Performance Evaluation

The five alternative networks, including the number of lanes and posted speed limit for each improved
roadway or new alignment, were submitted to the Chicago Area Transportation Study (CATS).
Based on socioeconomic forecasts developed by the Northeastern Illinois Planning Commission
(NIPC) for the year 2010, traffic assignments were developed for each alternative by CATS. The
traffic assignment model outputs, including the traffic volumes, network capacity, and travel time
information, as well as manual and tube traffic counts performed by Barton-Aschnw.n, formed the
basis of data used in the performance evaluation. .

Land.Use and Environment

Land-use data was provided by McHenry County and was supplemented by information provided by
the municipalities and information from Barton-Aschman's files. Project-specific environmental impact
data, such as lost acres of farmland and new alignment penetration into natural areas and residential
areas, were determined from 1990 aerial photographs obtained from NIPC based on potential
alignment corridors identified by McHenry County. Systemwide environmental impacts, such as air
quality and other VMT impacts, were calculated using the traffic assignment model outputs. Data
from the 1990 census and 2010 projected population and employment statistics were provided by
McHenry County.

Capital Cost

Capital cost data was calculated from quantities determined for each improvement, based on potential
alignment corridors approved by McHenry County for new and improved roadways. Unit costs for
construction were based on recent construction cost information in the Chicago area and costs being
used for state highway projects. Right-of-way and dwelling unit acquisition costs were provided by
McHenry County. The financial feasibility of alternatives was determined by comparing the order-of-
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. magnitude costs of the various alternatives with the expected funding available from the county and
other (federal) sources. '

Assumptions Used

As part of the evaluation analysis process, a series of basic planning assumptions had to be made, as
listed below:

+ Regional roadway system remains constant outside of McHenry County (committed projects are
included).

» No major changes to the regional transit system will be made; same primary mode use levels (auto
versus transit} will continue.

+ No major energy or environmental shifts will occur.

+  Employee Commute Options (ECO) program effects are not included in the demand model rela-
tive to traffic volumes (especially peak-hour traffic).

» Constant 1994 dollars are used for capital cost estimates.

+  Only aerial photograph level of detail has been applied to the evaluation of new alignments; this
is consistent with the fact that this is a planning study, not a design project.

» The traffic assignment model does not include the impact of new developments, specifically Hunt-
ley Meadows and the Motorola plant, since these projects are not yet reflected in the official
NIPC forecasts.

Evaluation Analysis Results

The evaluation results have been organized into three categories of impact. The first addresses the
estimated transportation conditions. The second focuses on the location impacts associated with
potential improvement projects and possible environmental and land-use impacts. The third deals with
capital cost and possible financial resources.

Transportation

To provide a background for the discussion of the transportation conditions associated with the alter-
natives, refer to Figures 10 and 11, which summarize existing traffic volumes and estimated year 2010
traffic volumes for the No-Build network. These figures demonstrate that significant volume growth
is expected. This will be especially true for the major roadways in the southeast quadrant of the sys-
tem. Overall, it is estimated that vehicle-miles of travel will increase by about 11 percent, but the
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- .-portion of-the network operating at over capacity (congested) conditions would increase from 13

percent to 22 percent. Average speeds would drop by 2 percent.

The five alternatives were developed to address the shortages and deficiencies associated with the
No-Build system. On the basis of the presumed additions to capacity, each network was examined
to assess its ability to serve year 2010 traffic. Figures 17 through 21 provide a graphical plot of the
results in terms of estimated year 2010 daily traffic volumes for the five alternatives,

Using these estimates, the performance of each alternative has been analyzed and evaluated. The
results of the evaluation are summarized by a set of overview statistics comparing the alternative
street systems, followed by comparisons that focus on sectors of the county. These sectors provide
a means to consider more specific transportation issues that are geographically oriented to certain
areas of the county and are not systemwide concerns.

Tables 4 and 5 describe overall systemwide conditions. Table 4 summarizes estimated future traffic
volumes by screenlines. Screenlines are cross sections of the system at significant locations to dem-
onstrate how well each alternative would perform. Table 5 provides overall system statistics concern-
ing vehicle-miles and hours of travel.

Key observations on the screenline data in Table 4 are as follows:

1. Travel demand increases (existing to year 2010) in the south sections of the county will be in the
- range of 30 to 50 percent, while in the remainder of the county they will be less than 15 percent.

2. For Alternatives 3A and 4, which include a new Richmond-Waukegan Tollway (FAP 420), travel
demand would increase by 10,000 to 15,000 vehicles per day (vpd). This would be associated
with the attraction of longer-distance trips to the tollway.

3. Alternative bypasses for the Algonquin area would attract additional trips. These would amount
to 5,000 to 10,000 vpd and would be attracted by the added traffic capacity along the east edge
of the county.

Table 5 provides system-level statistics about travel demand. The key findings are as follows:
1. Future travel demand will increase by 11 to 13 percent.

2. All alternatives improve conditions, with fewer congested vehicle-miles of travel than existing
conditions, even though travel demand will increase.

3. The average speed will also be higher than in existing conditions for all alternatives.

4. Asaresult of both land-use changes and possible transportation system improvements, the per capita
travel demand will decrease. This indicates possibly shorter trip lengths on average.
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Table 12 {cont'd)

POTENTIAL IMPACTS OF ROADWAY IMPROVEMENT PROJECTS

Road Beginning End Alternative Potential Impacts

IL 23 Bypass (Harvard)  Streit Road Oak Grove Road 2 Significant land-use planning issues

Flat Iron/Lawrence 0173 Ramer 3A,3B,4 Agricultural land

Lawrence at Oak Grove Intersection modifications and realignment 1,2,3A,3B,4 2 —

IL 3 |/McHenry Bypass 2 Wetland areas and some soil problem areas; traffic
impact on existing residences

U.S. 12/IL 31 Bypass Wisconsin line IL 173 2 Land-use impacts on existing Richmond

(Richmond)

New Bull Valley Road IL31 Fox River bridge 1,2,3B,4 —

approach

Chapel Hill Road IL 120 River Road 1,2,3A, 4 Agricultural land, some wetlands

Country Club Road IL 47 Lake Avenue 4 —

Randall Rakow 1-90 1,2,3A,3B, 4 —

IL 31 Rakow Wisconsin line 1,2,3B,4 Land-use disruptions along route due to widening
wetlands

US. 12 Lake County IL 3] 1,2,3B,4 —_

School Road Bamard Miil Ringwood 1,3A,3B, 4 Traffic impacts on existing residential land-uses

Curran Road Crystal Lake Road Bull Valley Road 3A,3B,4 Wetlands and poor soil conditions

IL 176 River Road IL 47 1,2,3B,4 Environmental impacts; existing residential

Us. 14 Pingree Main 1,2,3A,3B,4 —

1L 47 Jankowski 1-90 1,2,3B,4 Wetlands, traffic impacts in Huntley and woods ROW

constraints
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Table 12 (cont'd)

POTENTIAL IMPACTS OF ROADWAY IMPROVEMENT PROJECTS

Road Beginning End Alternative Potential Impacts

Algonquin Road IL 47 1L 62/IL 31 1 ROW issues, traffic impacts

Hughes-Hobe Comnection  Kishwaukee Valley 1 —

IL 23 Coral West Road I-90 2 —

I-80 Interchange AtIL 47 And at Randall Road = 1,2,3A,3B,4 —

Square Barn Dundee Road Past Bolz to north- 2,3A,3B,4 Agricultural land; development coordination

south collector

Road C (Huntley Realignment cast of IL 47 1,2,3A,3B,4 —

Meadows)

Queen Anne Country Club Road Us. 14 4 Major ROW issue with existing golf course

Ackman Lakewood Haligus 3A,3B,4 Major ROW required, agricultural land; development
coordination

Briarwood Lake Avenue Ackman Road 4 Major land-use disruption and traffic impact

Deerpass Road Kishwaukee River 1L 176 3A,3B Residential impacts

Miller/Emesti Coyne Station Lakewood 3A,3B,4 Agricultural land; development coordination

Hillside/Ridgeficld/Lucas Qak Street Franklin Road 3A,3B,4 Agricultural land; development coordination

1L 62/Algonquin Bypass  IL 62 and IL 25 Virginia and IL 31 4 Major ROW issue with existing residential development
and Camp Algonquin

Rawson Bridge Buhl Road Rawson Bridge Road 4 Environmental impacts

Tollway Richmond Waukegan 3A,4 Major ROW issue, wetlands, open space, agricultural

land




4. Some of the alternatives would require greater intergovernmental coordination. Alternatives 1

" and 4 would require the least. Alternatives 2, 3A, and 3B would require the most coordination.

Of these latter three, Alternative 3B may be the most challenging, since it features expanded state
highways, a local arterial network, and intercounty routes (McHenry-Kane).

- Air Quality Impacts

The federal Clean Air Act, originally enacted in 1963, is the nation's central air pollution control leg-
islation. In the Clean Air Act Amendments (CAAA) of 1970, the federal government established the
National Ambient Air Quality Standards (NAAQS) for six pollutants, including carbon monoxide
(CO) and hydrocarbons (HC). The CAAA of 1990 reaffirmed the nation's commitment to air quality,
recognizing that any reduction in mobile source emissions resulting from improved technology has
been offset by increases in the number of vehicle-trips and VMT. The CAAA also classifies non-
attainment areas into different classes of severity. Northeastern Illinois has been designated as a
severe nonattainment area for ozone, based on the NAAQS.

Ozone is produced by the photochemical reaction of HC and nitrogen oxides (NO,) emissions in sunlight
and is primarily a transportation-related poliutant. In fact, motor vehicles are responsible for aimost half
of HC and NO, emissions, precursors of ozone, and almost 90 percent of CO.

The rate at which emissions are produced is directly related to the speed at which vehicles operate.
CO and HC emissions are higher at slower speeds, especially below 20 mph, which are typical speeds
on urban streets and congested highways. However, since the relationship between vehicle speed and
emissions is nonlinear, at speeds below 20 mph emission rates increase at a greater rate as speeds
decrease. Alternatively, NO, emissions decrease with reductions in vehicle speed. CO and HC emis-
sions increase with speeds over 50 to 55 mph.

Although averaging speeds will provide some inaccuracies, it can be used as a tool for comparing

alternatives. For the alternatives examined in McHenry County, the average vehicle speed by
alternative is shown below:

Existing No-Build Alt. 1 Alt. 2 Alt. 3A Alt 3B Alt. 4
38.8 38.0 393 40.3 40.6 40.0 399

As described above, the higher the speed (until about 50 mph), the lower the emissions of CO and
HC. NO, emissions are relatively the same between 25 and 45 mph. Therefore, the higher speeds of
Alternatives 2, 3A, and 3B are preferred.

Another screening tool for comparing alternatives is the use of the Environmental Protection Agen-
cy's (EPA) MOBILES emission model's air quality factors to estimate changes in volatile organic
compounds (VOCs), which are primarily HCs—CO and NO, emissions. Using VMT forecasts at a
corresponding travel speed as the inputs, the base and new emissions are calculated for each emission
type. As before, the aggregating of VMT will generate some inaccuracies. However, this is used as
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a screening tool to compare alternatives. The results of this comparative analysis are shown in Table
13. Under the 2010 No-Build alternative, the average speed drops, resulting in increased VOC
emissions. Alternative 3B shows the lowest change in CO emissions. Since this alternative includes
a tollway, congestion decreases, resulting in lower CO emissions. Alternative 3A, with the highest

increase in VMT, has the highest change in CO and NO,, both of which are sensitive to increases in
vehicle-trips, VMT, and higher speeds.

Table 13
_EMISSION COMPARISONS
Existing  No-Build Alt 1 Alt 2 Alt 3A Alt 3B Alt 4
Daily VMT 4,196,265 4,701,749 4,745,607 4,669,661 4748649 4,699,013 4,700,303
Changes from — 505,434 549,342 473,396 552,384 502,748 504,038
Existing (1990)
Total Tons per Day
VOCs 15.016 17.086 16.936 16370 16.773 16.597 16.659
Cco 88.395 100.365 99.200 95.862 102,948 97.120 100.404
NO, 14,729 16.375 16.643 16.485 17.253 16.522 16.812
Change from Existing (1990)
VOCs — 2.070 1.920 1.354 1.757 1.581 1.643
COo — 11.97 10.805 7.467 14.553 8.725 12.009
NO, — 1.646 1.914 1.756 2.524 1.793 2.083
Average Speed 388 38.0 393 403 40.6 40.0 39.9
Capital Cost

Along with transportation performance and impacts analyses, the third essential part of this evaluation
is cost. For the improvements included in each alternative, order-of-magnitude capital costs have been
estimated. These are conservative estimates prepared for planning purposes. They allow relative com-

‘parisons. Later in the overall planning process, more details would be identified to prepare more
accurate estimates,

The capital costs have been based on a set of construction design standards and typical unit
construction costs. The design standards were embodied in a series of roadway cross sections. Unit
costs reflect construction experience in McHenry County.
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Roadway Cross Sections

Four standard cross sections will be used for new roadway alignments. In general, the alternatives

show four through lanes for bypass routes and two through lanes for arterial routes. The following
cross sections were used to estimate construction cost:

1. Rural Five-Lane Cross Section: This cross section will have four 12-foot through lanes and an 18-foot
median available for lefi-turn lanes along its length. Ditch drainage is assumed. A 120-foot right-of-
way is assumed for this cross section. This cross section will be used on all four-lane bypass routes in
unincorporated areas, except where development is currently planned. ' :

2. Urban Five-Lane Cross Section: This cross section will be similar to the rural five-lane section,
except that curb and gutter, sidewalks, and drainage structures are incorporated in the design. A
120-foot right-of-way is also planned. This cross section will be used for bypass routes in all

incorporated areas, as well as other areas where development is currently planned, e.g., Huntley
Meadows.

3. Rural Three-Lane Cross Section: This cross section will provide two through lanes and a left-turn
lane where required within an 80-foot right-of-way. It will be used for construction cost esti-

mation on all arterial alignments in unincorporated areas, except where development is currently
planned.

4. Urban Three-Lane Cross Section: This cross section will be similar to the rural three-lane section,
except that curb and gutter, sidewalks, and drainage structures are incorporated in the design. An
80-foot right-of-way is also planned. This cross section will be used in all incorporated areas, as
well as other areas where development is currently planned.

At intersections, additional costs associated with turn lanes, signalization, and roadway lighting were
included where warranted by traffic. (Single left-turn lanes are already accommodated in the median
within the proposed three- or five-lane cross sections.) The construction cost of bicycle lanes was not
included in the cost of improvements.

For each proposed roadway widening project, one of the cross sections listed above will be adopted
for each section of roadway. Based on the target cross section and assumed existing right-of-way,
the additional right-of-way required was determined for each roadway improvement project.
Complete resurfacing was assumed for widening projects. Obvious physical constraints, such as a lack
of right-of-way or inadequate building setbacks, were accounted for in the cost calculation as a

separate line item or as a contingency factor. The cost associated with utility modifications was
considered to be part of the contingency.
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Construction Costs

Table 14 shows unit construction costs, environmental impact costs, and right-of-way costs. Table
15 shows the construction and right-of-way costs that were used to estimate the capital cost of
roadway improvements for each standard roadway cross section.

The estimated capital costs are summarized in Table 16, including a preliminary breakdown by basic
jurisdiction (state, county, and local).

Table 14

JUNIT CONSTRUCTION COSTS
Item Unit Cost per Unit
Earthwork cubic yard $12
Pavement cubic yard 25
Drainage, Three-Lane Cross Section linear foot 30
Drainage, Five-Lane Cross Section linear foot 60
Curb and Gutter linear foot 11
Sidewalk square yard 10
Bridge Structure square foot 100
Demolition of Existing Roadway lane-foot 66
Lighting (for large state road to state road per intersection 150,000
intersections only)
New Traffic Installation per intersection 100,000
Traffic Signal Modifications per intersection 75,000
Dwelling Unit Acquisition per dwelling unit 145,000
Natural Area Mitigation square foot 3.50
Standard Construction and Contingency (including percentage 30%
utility relocation)
Right-of-Way, Urban acre 20,000 to 40,000
Right-of-Way, Rural acre 5,000
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Table 15

CONSTRUCTION COSTS PER LINEAR FOOT OF ROADWAY

Five-Lane Rurat

Five-Lane Urban Three-Lane Urban Three-Lane Rural
Item Unit Price Qty. Cost Qty. Cost Qty. Cost Qty. Cost
Earthwork $12/cu. yd. 260 cu. ft. $116 500 cu. ft.  $222 140 cu. fi. $62 200 cu. fi. $89
Pavement $25/cu. yd. 66 fi. 183 66 ft. 183 42 ft. 117 42 ft. 117
Drainage 60 30
Curb & Gutter  $11/lin. fi. 2tn. ft. 22 2 lin. ft. 22
Sidewalk $10/sq. yd. 10 fi. 11 . 10 fi. 11 .
Subtotal $392 $405 $242 $206
Contingency 30 percent 118 122 73 62
Roadway Costs $510 $527 $315 $268
ROW Rural $5,000/acre 120 sq. ft. $14 80 sq. ft. 9
ROW Urban $20,000/acre 120 sq. ft. $55 80 sq. ft. 337
Total ROW and Roadway Costs $565 $541 $352 $277
Cost per Lane Mile $596,640 $571,296 $929,280 $731,280




Table 16
ESTIMATED CAPITAL COST BY ALTERNATIVE

Bl S e

Cost by Alternative ($millions)
Approximate Jurisdiction Alt. 1 Alt.2  Alt.3A Alt.3B  Alt. 4

Illinois State Toll Highway Authority $0.87 $1.74 $431.74 $1.74  $430.00
(0.3%) (0.5%) (03%) (0.5%) (0.0%)

Tllinois Dept. of Transportation - 19378  200.40 22.31 198.09 2488
(70.2%) (62.9%) (11.9%) (54.7%) (26.0%)
McHenry County Highway Dept. 70.30 104.51 11479 11395 52.73
(25.5%) (32.8%) (61.2%) (31.4%) (55.0%)
Local 11.15 11.97 48.64 48.54 18.22
(4.0%) (3.8%) (259%) (13.4% 19.0%
Total $276.11 $318.61 $617.48 $363.31 $525.83

Note: Numbers in parentheses indicate percentage of total cost, excluding cost for the FAP 420
tollway.

As indicated, Alternatives 3A and 4 would have the highest cost. This is because of the inclusion of
the Richmond-Waukegan Tollway. Without this facility, the highest cost would be for Alternative 3B,
at $374.4 million. The least expensive alternative is Alternative 4.

An important aspect of these costs would be the relative shares allocated to the primary jurisdictions,
i.e., state, county, and local. For all alternatives, the shares are reasonably consistent. The exceptions
are Alternatives 3A and 3B, which have a high percentage of new arterials that could be county proj-
ects. As shown, the county share might be 61 percent in Alternative 3A. In dollar value, the county
share for Alternatives 3A and 3B is very similar.

Financial Resources
A critical requirement for the long-range transportation plan is that it must be financially attainable.

For this reason, possible financial resources have been inventoried to identify the order of magnitude
of funds that might be used to support an improvement program.
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Possible Sources

Funding for major roadway or intersection improvements comes from a wide variety of sources.
Potential sources are listed below in alphabetical order.

Bridge Replacement and Rehabilitation Program (HBRRP). Funding authorized through the
U.S. Department of Transportation and the Intermodal Surface Transportation Efficiency Act
(ISTEA) for bridge improvements.

Bridge Tax. Real estate tax providing funds for county highway bridges. _
Congestion Management Air Quality (CMAQ). Funding authorized by the federal government

to improve air quality through congestion management using traffic signal optimization and other
roadway improvements. '

Community Development Block Grant (CDBG). Authorized through the U.S. Department of
Housing and Urban Development (HUD).

General Obligation Bonds (GOB). Bonds authorized through general purpose units of govern-
ment for capital improvements.

1llinois Commerce Commission (ICC). Funds authorized for railroad crossing improvements.

llinois State Toll Highway Authority (ISTHA). Funding for improvements to I-90 and other toll
highways under the jurisdiction of ISTHA.

Impact Fees. Funds derived from private new development based on a formula relating trip gen-
eration to road needs.

Local. Funding from unspecified local funding sources, usually from the jurisdiction's general fund; also
includes Township Road and Bridge Funds and other special funds of local origin.

Matching Tax. Real estate based tax providing funds for transportation improvements.

Motor Fuel Tax (MFT). Taxes on gasoline and fuel oil to be used by the state or local govern-
ments for roadway improvements. This is also the source for State Bridge Funds.

MFT/County Option. Additional two-cent per gallon fuel tax authorized for McHenry County.
The legislation allows the county to increase the tax to a maximum of four cents.

National Highway System (NHS). A special category of federal funding authorized through
ISTEA for improvements on specially designated roadways of national significance.

Private. Funding committed toward a project from a private landowner or developer.
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' Property Tax. Locally authorized property tax revenues,

" Special Assessment (54). Special property taxes, assessed and assigned for a specific improvement.
State. Funding from the general funds of the State of Illinois.

. Special Purpose Authority. Authorized bonding for improvements.

Surface Transportation Program (STP). Funding authorized through ISTEA and administered
by the U.S. Department of Transportation.

STP-Enhancement (STP-E). STP funds earmarked for qualified projects that enhance the beauty
- of a roadway project, improve non-motorized transportation opportunities, mitigate the adverse
impacts of more traditional roadway projects, or for other qualified projects.

STP Hazard Elimination and Safety Funds (STP-HES). STP funds allocated specifically for qual-
ified projects that improve safety.

STP-Rural. STP funds allocated to counties for rural highways.

STP-State. STP funds allocated to the State of Illinois for use on state marked or unmarked
routes or other qualified projects at the state's discretion.

STP-Urban. STP funds allocated for use on qualified projects at the discretion of the metropolitan
planning organization (MPO).

Tax Increment Financing (TIF). Special bonding authority for designated TIF areas/projects.

FPotential Funding

The county currently has five sources of revenue available for the maintenance and construction of
highway improvements. These sources are estimated to be at the following levels in 1995.

1995 Estimated

Revenue Source _ Amount
Motor Fuel Tax (MFT) County's Share of State Gas Tax $2,400,000
County Option MFT County 2-cent Gas Tax $1,700,000
Matching Tax County Real Estate Tax 31,110,100
Bridge Tax County Real Estate Tax $ 106,000
STP (ISTEA) Federal Highway Funds $ 300,000

Totals $5,616,100

85



From these sources, approximately 50 percent must be allocated to rehabilitation, safety, and oper-
ational projects in order to properly maintain the existing infrastructure on the County Highway
System,

The revenues available to the county are assumed to increase over time, with the exception of the
federal STP funds, which are assumed to remain at their current levels. Motor fuel tax revenues are
assumed to increase at an annual rate of four percent, and real estate tax revenues are assumed to
increase annually at a rate three percent. Using these growth rates, the total funding available to the
county during the 15-year period (1995 to 2010) would be as follows:

1995-2010 Estimated

. Revenue Source Total Amount
Motor Fuel Tax (MFT) County's Share of State Gas Tax $ 52,378,875
County Option MFT County 2-cent Gas Tax $ 40,801,703
Matching Tax County Real Estate Tax $ 21,790,057
Bridge Tax County Real Estate Tax $ 2,080,665
STP (ISTEA) Federal Highway Funds $ 4,800,000
GROSS TOTAL $ 121,851,300

Safety/Rehab./Operational | (50% of Gross) $ 60,925,650
NET TOTAL AVAILABLE § 60,925,650

These funds would be applied to the county's share of the total transportation improvement program.
Additional highway funding for the state, tollway, and municipal shares of the program would orig-
inate from other sources. Federal transit funds, state motor fuel tax (Operation Green Light) and
RTA sales tax are utilized by the RTA and its service boards (Pace, Metra, CTA) and the IDOT
Division of Public Transportation to fund public transportation services in northeastern Illinois. Other
grant-style federal programs exist, such as the ISTEA enhancement program, and are tailored to a
specific type of improvement.

As noted earlier in this report, the capital cost for the long-range program could be in the range of
$100 million to $300 million dollars. Given the limited possible revenue sources, there will be a need
to prioritize the projects and funding with a staging strategy that considers the goals and objectives,
the transportation needs to be served, and a realistic time frame for implementation of major highway
improvements.
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Findings

The evaluation process summarized in this chapter has compared the various alternatives based on
the goals and objectives developed for the plan. The purpose of the evaluation process has been
twofold: (1) to develop levels of comparison between existing and future traffic conditions for all the

proposed improvements, and (2) to develop a basis for selecting the improvements to be included
in the recommended plan.

Overall, four basic observations were noted from the evaluation process:

L

-Alternatives 1 and 4 tend to focus transportation solutions on the state highway system, while

Alternatives 2 and 3B tend to spread the solutions on a broader network of state, county, and
local routes. Alternative 3A is a combination of all types of improvements.

The projected traffic volumes on the large majority of the network will not exceed the capacity
of the system.

Because project costs exceed estimated resources, the need to protect the long-range integrity
of the system via such techniques as right-of-way protection and access management is critical.

A more closely coordinated land-use and transportation planning process is needed for several
key corridors and subareas.

Specific Comparisons

Beyond these overall findings, some detailed comparisons can be made:

1.

The Bolz Road corridor may produce more net benefits if the land-use along this corridor is
closely coordinated with the transportation planning of the corridor.

A northern Algonquin Bypass would pass primarily through a developed corridor, and therefore
the potential for accelerating growth in this area would not be as significant an issue when
compared to Bolz Road.

Local area bypasses seem significant only for Huntley, Richmond, McHenry, and Algonquin. In

- general, the bypasses for Harvard, Marengo, and Woodstock would cause significant unused
- capacity. Bypasses are potentially effective in these areas as a long-range plan to preserve right-

of-way, however, their merit is associated with many land-use and development planning issues
that would need to resolved concurrently.

Local area arterials (north-south) in the Illinois 47 corridor are effective; however, their value is
again closely related to the issue of land-use.
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] Richmond-Waukegan Tollway would attract trips from other regional routes such as IL 31, IL
47, U.S. Route 12, and IL 120.

. Alternatives 2, 3A, and 3B in combination seem best. Alternatives 3A and 3B produce the best
- system results; however, they are the most expensive and will cause a broader distribution of
traffic across both regional and local arterials, Alternatives 1 and 4 tend to concentrate traffic on
the state highway system,

. Environmental impacts are potentially worse for Alternative 3B.

8. The capital cost of improvements will be a major issue. - Some alternatives (2, 3A, 3B) would

place an increased burden on municipalities for funding. The state and county would have a
majority of the responsibility for Alternatives 1 and 4.

. Multimodal considerations must be taken into account as part of the plan. A Metra service ex-
tension to Huntley, and ultimately to Marengo, needs to be considered. Furthermore, increasing
service to McHenry, Woodstock, and Harvard will be key to serving these emerging areas. Care-
ful coordination with land-use planning, especially in a corridor concept, could enhance the
effectiveness of public transportation and bicycle/pedestrian systems. For areas of concentrated
development, public transportation strategies should be considered.

McH-3\mchn1194.chS
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6.
R%coerndeg Planm

he recommended plan represents a system, that, if put in place by the year 2010, will serve
Ttransportation demand, respect the quality of life in McHenry County, set the stage for an

increase in public transportation, and, finally, develop a more pro-active program of
transportation planning initiatives. The plan is multimodal in content and represents a significant need
to achieve improved land-use/transportation relationships. While more details are identified for the
roadway elements, assertive action is necessary to achieve increased transit and non-motorized use
~ in the long term to help preserve overall mobility within the region. The plan stresses the need for
first considering the improvement of the existing transportation system where feasible.

This chapter first discusses the general rationale for selection of the various elements of the plan,
followed by a detailed discussion of the roadway elements, multimodal elements, and transporta-
tion/land-use planning elements. The roadway elements are discussed in functional hierarchy, begin-
ning with the regional roadways and then moving to the lower arterial system.

Rationale for Selection

The recommended transportation plan (see Figure 22, located in a pocket at the end of the report)
represents the integration of transportation elements that were selected based on the results of the
evaluation process, as well as discussions with county and municipal officials, and county residents.

Specifically, the concept for the plan represents the integration of transportation elements based on
the following considerations:

1. The plan elements satisfy the goals and objectives, described in Chapter 3.

2. The plan elements are buildable, considering local concerns over alignment and its potential for
environmental impacts. From a planning standpoint, the plan is financially constrained.
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3. The plan elements attempt to address the need for the protection of corridors to serve trans-
portation demand beyond the year 2010.

4. The plan elements provide for future land-use and transportation planning initiatives in
crucial transportation corridors. :

Roadway Elements

The concept behind the roadway elements of the plan is to upgrade the existing arterial system
in developing areas of the county. These improvements will provide needed accessibility and
alternative routes for local travel, thereby reserving the regional road system for moderate and -
longer-distance trips. In developed areas of the county, the regional roads would be widened to
* increase capacity and reduce potential congestion. Where the regional system cannot be upgraded
within urban centers because of extreme land-use impacts, bypass corridors are used to alleviate
severe congestion. The Richmond-Waukegan Tollway, previously known as FAP 420, is
included in the plan as a future corridor. It has the ability to remove long-distance trips from the

regional highway system in McHenry County as well as serve the emerging development in the
northeastern quadrant of the county by enhancing accessibility.

The recommended plan stresses the efficient use of existing transportation facilities by recom-
mending a combination of transportation management corridors (which involve local users in the
congestion mitigation process in urban areas) and land-use concepts, both of which can lead to
" an increase in multimodal travel. Finally, the plan considers the transportation needs of the
county beyond the year 2010 by identifying potential corridors for right-of-way protection.

Regional Road System

The plan recommends improvements to the regional road system within McHenry County. These
improvements are designed to accommodate growth of medium to long distance trips. The North-
west Tollway (I-90), which crosses the extreme southwestern portion of the county, is the only
existing fully access controlled, grade-separated highway within McHenry County. It provides
access to the suburban Cook County employment market. The proposed Richmond-Waukegan
Tollway (FAP 420) is included as a highway corridor.

Expressways (I-90 and the Richmond-Waukegan Tollway)

Additional interchanges or improvements to existing interchanges are recommended for 1-90. A
new interchange at IL 23 will help serve the increased demand for regional travel brought on by
the Motorola development in Harvard, as well as serving the demand from the projected residen-
tial and employment growth in the Marengo area. Completion of the interchanges at IL 47 and
Randall Road (both in Kane County) will also help serve the demand for travel that is being gen-
erated by residential development in McHenry County to and from desiring to access the employ-
ment opportunities in suburban Cook County.
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- The evaluation process results demonstrated that a propased tollway in northeastern McHenry

County could be effective in removing long-distance trips from the regional arterial roadway sys-
tem. Such reductions in trips could occur on U.S. Route 12, Randall Road/IL 31, U.S. Route
14, IL 120, IL 173, and even on IL 47. Since this type of travel is projected to increase in the
future, the tollway would protect the regional/arterial roadway system by preserving the system’s
capacity for intracounty travel. However, the projected demand for this facility does not warrant
" construction until near the year 2010 or slightly beyond. Furthermore, significant alignment

issues, such as Volo Bog, Glacial Park, and Ringwood, remain to be studied by the Hlinois State
Toll Highway Authority and other agencies prior to proceeding with this facility. Additionally,
in order for this facility to provide for regional continuity, the proposed northern extension of
IL 53 in Lake County must precede the construction of the Richmond-Waukegan Tollway.

Aside from its ability to remove longer distance trips from the regional arterial system, one of
the most significant elements of the proposed tollway will be the location of interchanges within
McHenry County. Access to and from the proposed tollway will help determine the overall ben-
efit of the facility to McHenry County as well as potentially influencing the land-use surrounding
the proposed tollway. As a result of the evaluation process, it was determined that interchanges
at IL 173 and IL 31 are warranted. In addition, an interchange at U.S. Route 12 in Lake County
will help to serve the eastern portion of the McHenry/Johnsburg/Lakemoor area. The IL 173

interchange would serve the growing Richmond-Spring Grove area and also serve to supplement
access to the Harvard area.

The estimated level of demand at the IL 31 interchange may lead to congestion on IL 31 and IL
120 in the downtown McHenry area. Consideration needs to be given to an additional partial
interchange to augment the IL 31 interchange. The additional interchange location should be
coordinated with the surrounding area land-use and therefore will require the joint cooperation
of the municipalities of McHenry, Johnsburg, Lakemoor, and the soon-to-be-established muni-
cipality of Ringwood. If these communities are planning on intense industrial or office land-uses
surrounding the proposed tollway, the issue of accessibility will have to be addressed, as these
uses will most likely rely heavily on easy access to this facility.

Regional Arterials

Based on the projected growth and the ability to widen a majority of the existing system of

regional state highways, the plan recommends that the following highway segments be improved
to a five-lane cross section:

* IL 31 (from north of Bull Valley Road south to Rakow Road)
» U.S. Route 14 (from IL 47 to IL 176)

e IL 47 (from IL 120 south to I-90 interchange)

* Randall Road (from Rakow Road to I-90)

» Algonquin Road (from IL 31 to IL 47)
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In addition, Algonquin Road is recommended to be extended as a two-lane highway from IL 47 west
to Harmony Road to help alleviate congestion in downtown Huntley.

Urban Area Bypasses

The evaluation process identified the potential for bypasses around Algonquin, Huntley, Richmond,
and McHenry. Of these, the most significant, from a traffic-carrying standpoint, would be the by-
passes of the Village of Algonquin. With the recommendation of the proposed Richmond-Waukegan
Tollway, there would no longer be a need for a bypass around Richmond. The need for a Huntley

e bypass can be reduced if existing IL 47 is improved to five lanes through town along with the recon-

figuration of the downtown intersections, and if the village adopts access management and consoli-

dation policies and encourages bicycle- and pedestrian-friendly development. The Village of Huntley

is currently opposed to a bypass. The west McHenry bypass would be the extension and improve-
ment of the existing arterial street system and is discussed under "arterial street features" below.

Bypasses Around Algonquin

The Jand-use decisions currently being made in southeastern McHenry County, and the subsequent
growth that follows, are taking place regardless of investments in transportation infrastructure. Even
with the major expansion of Algonquin Road and Randall Road, the current and projected growth
in this area will still result in significant congestion in downtown Algonquin. :While efforts at siting
an additional Fox River crossing north of IL 62 have been made in the past, those studies were never
completed and are now outdated. Clearly, a mew, multifaceted, multimodal approach must be taken
in addressing this regional problem. It is the recommendation of the plan that a joint federal, state,
and county planning initiative be undertaken to evaluate the feasibility of an additional bridge crossing
north of IL 62. The study should examine all possible routes from IL 62 north to Klasen Road, and

from IL 31 east to Haeger's Bend Road. Most importantly, the study should be pursued to a final
conclusion.

In dealing with the congestion in downtown Algonquin, a three-step approach is recommended. Each

- step represents a priority and order for implementation. . The omission of any given step will result

in accelerating the need for and priority of the other steps.

Step IA: Expansion of the Existing Arterials.With the demise of the Fox Valley Freeway, the only
immediate solution in this area is the expansion of Algonquin Road to five lanes from IL 31 west to
Randall Road, and ultimately IL 47, and the expansion of Randall Road to five lanes. The Randall
Road expansion will help to satisfy the new demand for travel in this corridor and help alleviate even
further pressure on downtown Algonquin. The widening of Algonquin from IL 31 west to IL 47 will
also help to satisfy the demand.
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Step IB: Transportation Management Strategies. As in many other urbanized areas, improvements
in Algonquin can be made within confined rights-of-way to maximize the flow of traffic without
significant improvements to infrastructure. The Village of Algonquin must give consideration to such
techniques as minimizing on-street parking by providing off-street lots that are easily accessible to
downtown merchants; restricting on-street parking during peak periods, and converting areas of on-
street parking to peak-period traffic lanes, managing and consolidating access; and finally, multimodal
considerations such as providing park-n-ride lots west of the river, requiring bicycle- and pedestrian-
friendly development, and providing for bus turnouts, etc.

Step II: Construction of a South Bypass. 1t is evident from the traffic projections.and currerit con-
gestion that even with Algonquin Road at five lanes, additional relief is needed in this area. When
examining the north and south bypass alternatives, the southern bypass (Bolz Road) appears, from
a feasibility and implementation standpoint, to be in advance of any northern bypass. The corridor
is within a rapidly developing area, and the Village of Algonquin is already in the process of securing
right-of-way through the annexation process, as well as providing for separation between the new
residential areas and the proposed roadway. It is important to point out that there is currently no
funding programmed for the construction of the Bolz Road crossing, and furthermore, the crossing
lies entirely within Kane County and is not under the transportation planning jurisdiction of McHenry
County. That project, like a northern bypass, is not without controversy, and therefore is subject to
public and political pressure. It is, however, advancing primarily as the result of a joint county/
state/federal process that involves extensive analysis of the existing roadways as well as a detailed
public involvement process.

Step IIl: Examination of a Northern Bypass. Although much time and effort has been devoted to a
north Algonquin bypass, a detailed study of past efforts reveals that these studies have been dis-
continuous in their scope, have never been pursued to a final conclusion, or have not been compre-
hensive enough to properly examine the relationship of travel efficiency, social, environmental, and
economic impacts in providing for a new facility. What has been popularly referred to as "the north
bypass" corridor contains several impediments that may present serious obstacles to utilizing this
corridor. The presence of a densely developed residential area on either side of a corridor reserved
by the Village of Algonquin, along with the environmental issues associated with traversing the Camp
Algonquin area, also raises many concerns. A new planning effort, similar to what has been undet-
taken in Kane County, is necessary to examine whether there are any feasible corridors left north of
IL 62. A multi-agency effort between the Federal Highway Administration, IDOT, and McHenry
County will be necessary to properly study this area.

Arterial Street System

The existing arterial street system is upgraded in key regions of the county to support the regional
system of highways and respond to the increase in demand brought on by development. These key
regions are areas where the existing regional system is currently over capacity, or will be over
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capacity by the year 2010 as a result of significant development, particularly in the southeast and
central/south-central sections of the county. Because the projected growth is outstripping the finan-
cial resources for roadway improvements, the recommended projects are considered more "reactive”
than "proactive” in terms of providing mobility and accessibility.

Most of the arterial roadways to be improved in the plan fall under the jurisdiction of the county or
municipal roadway agencies. Therefore, implementation of the plan requires coordinated participa-
tion among these agencies as well as with the development community. This participation would not
be limited to just coordinating roadway alignments and general design criteria, but would include
agreements concerning the functional hierarchy of the roadway system, access management policies,

-+ dnd application-of land-use policies that would be consistent with transportation system capabilities.

*The plan recommends the completion of a north-south arterial street network just east of IL 47 in the
Haligus Road/Doty Road corridor. The purpose of this system would be to increase access from the
regional routes of Algonquin Road, Randall Road, IL 176, and IL 47 to the planned and future
developments in the area. Land-use policies should emphasize both protection of this corridor and
access to this arterial street system rather than the regional system, thereby helping to protect the
efficiency of the regional system.

The extension of Lakewood Road to Dundee Road should be constructed as this area develops.

There is a need to provide an additional route for residential traffic to access other east-west arterials
south of Algonquin Road.

The plan also recommends the completion of an east-west arterial syétcm through the extension of
Miller Road and Ackman Road west to IL 47. Again, by emphasizing access to these arterial road-
ways, the efficiency of IL 176 and Algonquin Road can be preserved.

In Harvard, an improved arterial street system west of the downtown area would provide an alter-
native to travel through the central business district. With the presence of the Motorola facilities and
the estimated distribution of employee traffic, this arterial system will help alleviate congestion in the
Harvard business district and help minimize travel through Chemung,

In McHenry, the arterial street system is used to complete both western and southeastern bypasses
of the city. To the east, the River Road/Chapel Hill Road connection will be completed and will help
to serve traffic destined for IL 120 and the Richmond-Waukegan Tollway. The western bypass will
help serve the demand for access to the emerging southern McHenry industrial/business develop-
ments. The western bypass will involve the construction of a new roadway from IL 31 northwest to
Curran Road. Existing Curran Road can be utilized with some realignment required near the IL 120
intersection. North of IL 120, the existing Ringwood Road corridor can be utilized until McCullom
Lsake Road, where a new line would be constructed to intersect IL 31 east of the Village of Ringwood
in the vicinity of Barnard Mill Road.
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- In the Woodstock/Crystal Lake area, the extension of Ridgefield Road west to IL 47 should be
considered as this area develops. Similarly, in the Crystal Lake area, consideration should be given
to extending Hillside Road east to intersect with IL 31. Both of these improvements will primarily

serve the adjacent new growth projected for these areas and should be pursued at the time of devel-
opment.

Future Roadway Facilities

For the long-term future, development is expected to move west and northwest in the county. This
“will be influenced by the growth in the Huntley area, the IL 47 corridor developments, and the new
- growth in Harvard. Although the evaluation process showed that urban area bypasses did not attract

enough trips in Marengo, Harvard, and Woodstock to warrant construction by the year 2010, it is
likely that at some point in the future, either a fully developed regional road bypass or a significant

arterial system may be an appropriate solution to firture congestion problems. Bypasses around these
communities need to be studied soon so that the needed right-of-way can be identified for incorpo-
ration in the development planning process.

The Chicago Area Transportation Study's (CATS) Transportation Development Plan for 2010
includes a "Corridor of the Future" (known as the Outer Belt Expressway) within McHenry County
(shown in Figure 2). No specific location has been identified for that corridor, nor have its physical
characteristics been determined. It reflects a possibility that such a corridor could evolve as a result
of continued regional growth, and efforts to preserve a right-of-way in advance of growth should be
undertaken. For the CATS plan, this corridor is shown just west of IL 47 and represents an "Quter
Belt Expressway" originating at the proposed Richmond-Waukegan Tollway and extending south
through Kane County, ultimately intersecting with Interstate 55.

While the regional plan identified the corridor as originating at the Richmond-Waukegan Tollway,
as a result of the evaluation process there will be more than adequate capacity at the year 2010 in the
existing roadway network between Woodstock and the Richmond-Waukegan Tollway. Therefore,
to identify a "corridor” through an undeveloped area far in advance of any travel demand warranting
the facility would not be appropriate. However, with the recommended expansion of IL 47 between
IL 120 and the Northwest Tollway, there will be the need beyond 2010 to provide for a future
corridor between IL 120 in Woodstock and the Northwest Tollway. Therefore, a corridor of the
future is recommended in the 2010 Transportation Plan for McHenry County, but only between the
Woodstock area and the tollway. Travel demand is expected to grow in this area, and with the ex-
pansion of the major arterials to five lanes, new facilities need to be planned for now to accommodate
the growth beyond what the capacity of the expanded arterial system will be. Furthermore, planning
for such a corridor in advance of development can hopefully alleviate some of the negative land-use
impacts that result from siting such a facility through a developed area.

This corridor could represent an opportunity to achieve innovative planning in McHenry County.

This could include policies and provisions to encourage multimodal travel by integrating transit and
other modes of transportation within the corridor with an appropriate land-use policy. Should
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stibsequent updates of the county’s transportation plan reveal a need for future roadway capacity

north of the Woodstock area, then the corridor should be examined for a possible extension north and
east to the recommended Richmond-Waukegan Tollway.

Land-Use/Transportation Planning Elements

As mentioned previously, if an effective and efficient transportation system is to develop, the
transportation plan can no longer be developed in response to land-use plans. To successfully provide
transportation services to existing and future development under the conditions imposed by federal
- funding, the Clean Air Act Amendments, the National Environmental Policy Act (NEPA), and limited
financial resources, land-use and transportation plans need to be developed in a more coordinated
manner. -The ideal situation would be to develop land-use and transportation plans simultaneously.

As discussed further in Chapter 8, the transportation plan recommends that the relationship between
land-use and transportation be considered on a project-specific basis. If significant regional routes
such as IL 47 from I-90 to Woodstock are to achieve their intended purpose of convenient travel, an
interjurisdictional access and land-use policy will be needed to guide development in the corridor.
This policy must consider access and connections to an arterial system that supports IL. 47. Similar

efforts need to be taken along IL 31 south of Bull Valley Road and IL 23 from the Northwest
Tollway north to Harvard.

In developed areas, these planning efforts may take the form of transportation management corridors.
Transportation demand measures, access modifications, bicycle and pedestrian provisions, transit-
friendly design, and other congestion mitigation measures would be considered to manage the use of

the existing transportation system by employing operational improvements rather than capacity
projects.

From a regional perspective, the combined land-use and transportation approach must consider a

development policy that is likely to reduce the reliance on the single-occupancy vehicle and encourage
other modes of travel.

Multimodal Elements

In balance with the roadway elements, the plan envisions an expansion of the use (and effectiveness)
* of other modes. The land-use relationships discussed above would help begin the transition from the
single-occupancy vehicle situation of today to a new situation where transit, bicycle, ridesharing, and
pedestrian modes become truly significant.

The analysis of the future traffic growth has indicated that the recommended plan will provide enough
capacity for the year 2010 conditions. However, these recommended improvements are expected to have
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only a small amount of residual traffic capacity at that time (i.e., capacity for beyond 2010). The pos-
sibility of future capacity expansions for the post-2010 period will be limited, due to right-of-way
constraints, financial resources, and operational difficulties associated with arterials of six lanes or more.

The strategy represented by this plan is to set in motion a long-term commitment to multimodal
transportation. It reflects the reality that changing land-use concepts and personal behavior will take
along time. As the street system is improved, parallel actions in transit, non-motorized travel, and
land-use needs to be considered so that within the next 15 to 20 years, implementation of a multi-
modal transportation system will be possible.

Initially, the plan recommends that the Metra "FAST" proposal (Future Agenda for Suburban Transit)
be implemented in McHenry County. Specifically, the plan includes the extension of commuter rail
service to Huntley, Union, and Marengo, along with a new commuter station and increased service
to McHenry. Additional service to Woodstock and Harvard is also recommended. By providing for
increased commuter rail service within the county, intercounty single-occupancy vehicle-trips may
be reduced and, more significantly, intracounty single-occupancy vehicle-trips to employment oppor-
tunities have the potential to be reduced.

Bikeways and Scenic Routes

In an attempt to further address the desired shift from the single occupancy vehicle to a more
multimodal system, the:provision of bikeways along various routes in the county was examined.
McHenry County is fortunate in that a comprehensive system of trails is currently being developed
by the McHenry County Conservation District. These trails, which primarily run adjacent to active
or abandoned rail lines, will provide a high level of continuity throughout the county when completed.
They have the additional benefit of being primarily separated from auto traffic and therefore are
inherently more safe than trails adjacent to highways. The recommended plan (see map) suggests that
additional trails be considered along several roadways in an effort to complement the existing system
of trails and to potentially provide the ability to handle a limited amount of seasonal commuter traffic,
particularly to and from Metra commuter stations.

In addition to the bikeways, some of the roadways in McHenry County have an inherent scenic
quality or have special environmental qualities. It is recommended that these roadways be recognized
for these qualities and that policies to preserve these roadways be developed. River Road from IL
120 south to IL 176 is one example of such a road. Policies aimed at preserving and enhancing native
plants and wildflowers is one example of how the county could further develop these roadways..

Summary of Specific Recommendations

The recommended 2010 Transportation Plan for McHenry County includes the following improve-
ments (see chapter 7 for implementation priority): :
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Widen existing state highways:
* U.S. Route 14 from two to five lanes from IL 176 to IL 47.

* IL 31 from two to five lanes from IL 176 to Bull Valley Road.
* IL 47 from two to five lanes from IL 120 south to the I-90 interchange.

Widen existing county highways:

* Widen Randall Road from two to five lanes from Rakow Road south to the 1-90 interchange.
-+ Widen Algonquin Road fromtwo to five lanes from IL 31 west to IL 47. : : E

Construct new urban area bypasses:

* IL 62 corridor/river crossing capacity improvement, including a northern Algonquin bypass with
a new Fox River Bridge.

* Recommend and support Kane County's efforts to construct a Bolz Road bypass of Algonquin
from IL 62 west to Dundee Road.

*  West McHenry bypass from IL 31 near Barnard Mill Road south along the Ringwood Road/
Curran Road corridor to IL 31 approximately one mile north of Edgewood Road.

* Completion of east McHenry bypass, consisting of the Bull Valley Arterial and the River Road
to Chapel Hill Road connection.

Improving or adding additional interchanges to 1-90 (Northwest T ollway):
* New full interchange with IL 23 south of Marengo.

* Recommend and support Kane County's efforts to complete full interchanges at IL 47 and Randall
Road.

Extension of the county highway system:

* Extension of Algonquin Road as a three-lane road from IL 47 to Harmony Road.

* Extension of Ackman Road as a three-lane road to IL 47.

*  Extension of Lakewood Road as a three-lane road to Dundee Road (as development takes place).
¢ Extension and realignment of Lawrence Road from Oak Grove Road south to IL 173.
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- Extension of the local arterial street system:

Extension of Miller Road as a three-lane road to IL 47 (as development takes place).

Extension/realignment/rehabilitation of the Doty Road/Mt. Thabor Road/Haligus Road corridor
to Kreutzer Road (as development takes place).

Extension/realignment/rehabilitation of the Ridgefield Road/Hillside Road/Lucas Road corridor
from IL 47 east to IL 31 (as development takes place).

New Regional Facilities:

Recognize a new tollway to be constructed around the year 2010 between the Wisconsin state
line and the proposed IL 53 extension in Grayslake, following the Richmond-Waukegan Tollway
alignment with modifications for Volo Bog and Glacial Park. Interchanges are recommended at
IL 173, IL 31, and Chapel Hill Road (to and from the south only).

New public transportation facilities:

Recommend and support Metra's proposed commuter rail service to Huntley, Union, and
Marengo.

Recommend and support Metra's proposed construction of a new commuter rail station in

McHenry with increased service to McHenry (with possible extension to Ringwood).
Recommend and support Metra's proposal for increased service to Woodstock and Harvard.
Increase Pace bus service in the Crystal Lake area.

Enhance Pace service between residential areas and Metra stations.

Designation of Scenic Roadways:

Fleming Road

River Road

Ridge Road

Bull Valley Road west of Ridge Road
Rawson Bridge Road

Bikeway improvements:

Chapel Hill Road
Chapel Hill Connector
River Road

Crystal Lake Avenue
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Rawson Bridge Road
Bull Valley Road (entire length)
IL 176 (River Road to Lake County)

Transportation Planning Initiatives:

Planning for a new right-of-way corridor paralleling the IL 47 corridor from I-90 north to IL 120

" west of Woodstock. This proposed "Corridor of the Future" would be multimodal in nature.

- Corridor studies to address right-of-way protection, access management, land-use coordination,

and multimodal considerations in the following areas:

‘B Southeastern Crystal Lake, Lakewood, Lake in the Hills, Algonquin (IL 47 to Randall Road,

IL 176 south to county line)
B 1L 47 from IL 120 south to county line
B IL 31 from Bull Valley Road south to IL 176
B U.S.Route 14 from IL 176 to IL 47

Right-of-way protection and corridor preservation for urban area bypasses:

B Woodstock bypass
B Harvard bypass
B Marengo bypass

Transportation Management Corridors

Huntley—along IL 47, Algonquin Road

Algonquin—along IL 62, IL 31, Algonquin Road, Randall Road

Lake in the Hills—along Algonquin Road, Randall Road, Rakow Road
Cary—along U.S. Route 14

Fox River Grove—along U S. Route 14

Crystal Lake—along U.S. Route 14, IL 31, IL 176, Rakow Road

- Woodstock—along U.S. Route 14, IL 47, IL 120

McHenry—along IL 31, IL 120
Richmond—along U.S. Route 12
Marengo—along U.S. Route 20 and IL 23
Harvard—along U.S. Route 14 and IL 173
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7.
Implementation Program

dination from the various implementing agencies and will involve a combination of planning,

engineering, and construction activities. While construction of some of the recommended
projects is critical in the near future, construction of other projects will be needed closer to the
2010 horizon year of the plan. In either case, it should be recognized that new highway or transit
projects require a considerable expenditure of time and money to prepare the required project
documents and plans. Land acquisition alone typically takes a minimum of two years to accom-
plish, and if eminent domain proceedings are initiated, a five-year process is not unusual.

I mplementation of the 2010 Transportation Plan will require significant cooperation and coor-

The transportation plan implementation strategy calls for the preparation of the requisite planning
studies and engineering plans in the early years to ensure that the proposed projects are incorpo-
rated into new development. The implementation strategy calls for the preparation of corridor
plans for those regional roadways that are proposed to be improved. The corridor plan would
integrate transportation and land-use recommendations, and whenever possible, these improve-
ments would be included in the regional road construction projects.

Capital Cost and Financial Resources

For the roadway projects included in the plan, the estimated capital cost is approximately
$210,395,900 without improvements by the Illinois State Toll Highway Authority (ISTHA). If
the tollway improvements, including the Richmond-Waukegan Tollway, are added, the total cost
rises to $648,345,900. While the plan recommends several improvements that would extend into
Kane County, for purposes of estimating costs and implementation, the cost of these projects has
not been included as they would be funded through Kane County or other agencies.

Table 17 summarizes the recommended plan roadway projects, their approximate limits, the type
of improvements, and the estimated total cost and cost by roadway jurisdiction. It should be
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Table 17

ESTIMATED PROJECT CONSTRUCTION COSTS

Construction Cost by Jurisdiction

Total and Parcentage {without Toliway)

$210,385,900

Type of Length Estimated
Project Limits Improvemsnt {miles) Total Cost IDOT ISTHA MCHD Local Other®
us. 14 IL178 10 1L 47 2 to 5 lanes 5.5 $19,734,000 $19,734,000
ILa7® iL 120 to Kreutzer Rd 2 to 5 lanes 12 45,043,200 45,043,200
IL 31 Bull Valiey Rd to 1L 176 2 to 5 lanes 5.5 22,011,000 22,011,000
~Algonquinh Bypass tL31 toiL 682 New 2-lane/ 4.4 25,000,000 25,000,000
bridge
1-90/IL 23 Interchange At interchange Interchange 1.9 7,850,000 67,950,000
Richmond-Waukegan Tollway Richmond-Waukegan New Exprswy 19.7 430,000,000 430,000,000
Algonquin Road® fL 31 to Randall Road 2 to 5 lanes 25 7,935,000 47,935,000
Algonquin Road® Randall Road to IL 47 2 to 5 lanes 4.8 19,009,500 19,009,500 -
Algonquin Road® IL 47 to Harmony Ad New 2-lane 2 3,860,000 3,860,000
Randall Road? Algonquin Road to 2 to 5 lanes 2 4,400,000 4,400,000
County Line Road
Randali Road? Rakow Road to 2 to 5 lanes 2 4,400,000 4,400,000
Algonquin Road
Bull Valley Road? IL 31 to River Road New 2.lane 1.5 1,800,000 1,800,000
Chapel Hill Road iL. 120 to River Road New 2-lane 1 1,738,800 1,738,800
W. McHerry Bypass IL 120 to IL 31 (S) New 2-ane/rehab 4.5 8,845,200 8,845,200
W. McHenry Bypass iL120 to IL 31 (N} New 2-lane/rehab 2.8 6,318,200 8,318,200
Ackman Road Lakewood Rd to 1L 47 New 2-fane 2.3 4,422,800 2,211,300 $2,211,300
Lawrence Road iL 173 to Ramer Road New 2-lane 0.5 889,400 B69,400
Lakewood Road Algonquin Road to New 2-lane 1.5 2,948,400 1,474,200 1,474,200
Dundee Road
Mifler Road Lakewood Rd to iL 47 Naw 2-lane 5.5 3,900,000 3,900,000
Hillside Road Extension East Teira Cotta to IL 31 New 2-lane 0.8 1,474,200 1,474,200
Ridgefield/Lucas Road US. 14 toIL 47 New 2-lanefrehab 3.5 8,038,800 44,019,400 4,019,400
Doty Rd/Mt. Thabos/Haligus Rd  U.S. 14 to Kreutzer Rd New 2-tana/rehab 8.8 18,849,800 9,424,800 9,424,800
Total $648,345,900 4111,788,200 $437,850,000 462,659,600 813,444,200 422,503,900
53% 30% 8% 11%

Notas: Projact costs are increased at an annual rate of 3% from 1985 to the estimated date of construction. Costs for some local projects may be high as municipalities may assess more of the costs to

davelopers.

® "Other” category includes private participation (e.g., devalopers) or other funding sources such as fadaral STP, Council of Mayors, etc.
b IL 47 project wili most kkely be constructed to 1-90; IL 47 costs ara for McHanry County portion only.

¢ Algonquin Road project will be phased starting with iL 31 intersection.
4 Costs tor Randall Road and Bull Valley arterial are less because of minimal right-of-way or right-of-way acquisiticn by others.




noted that for purposes of developing the long-range plan, planning-based cost estimates were
used and therefore actual project costs may vary from these figures once a project proceeds to
the preliminary engineering stage.

As indicated, the Illinois Department of Transportation (IDOT) would share the burden of
funding, with approximately $111,788,200 (53 percent) worth of improvements. While the
county has little control over the level of IDOT funding in McHenry County, a review of
IDOT's previous programs has indicated an investment of approximately $8 million per year (in-
cluding rehabilitation funding), or $120 million over the proposed 15-year planning period. As
can be seen, while the program is attainable, the cost of rehabilitation funding may result in a
shortfall for new projects.

As mentioned in Chapter 5, it is estimated that the county will have available approximately
$60,926,000 for capacity improvements over the next 15 years. With the county’s estimated
share totaling $62,659,600 (30 percent), the proposed program is potentially attainable. Some
of the projects, such as the Lakewood Road and the Ackman Road extensjons could be further
offset by requiring developers along this corridor to dedicate the right-of-way and assist further
in the construction of the roadway. Reductions in the estimated cost of these two projects could
result in a "balanced" program. Therefore, the county’s program over the next 15 years appears
financially feasible, provided that funding continues at the levels estimated in Chapter 5.

Approximately 6 percent of the total program ($13,440,200) has been allocated to local funding.
This share could also be reduced by increased developer participation, or through an effort by
the* Council of Mayors to fund some of these projects. The McHenry County Council of Mayors
is currently allocated approximately $1 million per year in federal funding. Therefore, over the
15-year planning period, approximately $15 million is available.

Similarly, funding for the transportation planning initiatives could also be secured through
regional and federal grant programs. The estimated cost of these initiatives would be rather small
when compared to roadway construction costs. Because the scope of these planning studies has
not been determined, a cost estimate has not been developed. Some of these planning studies
could potentially be conducted utilizing county staff, and therefore would not require a significant
investment in consulting services.

Funding for public transportation improvements would come primarily from federal transit funds
and RTA sales tax receipts (see Chapter 5), and would then be distributed to Metra and Pace.
Some additional funding is available through the IDOT Department of Public Transportation. It
© is anticipated that proposals for new commuter rail stations, increased service, and commuter
rail extensions would be developed as part of the RTA’s overall long-range planning process.

Additional multimodal improvements that are part of a roadway improvement (such as park-n-

ride Jots, high occupancy vehicle lanes, etc.) would also be funded through federal programs
targeted to support such measures, or added to the roadway cost as part of an individual project.
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Federal transportation enhancement funding, which will be used by the McHenry County Conser-
vation District for construction of the Prairie Trail between Hillside Road and Ringwood along
the Chicago & North Western railroad line, could be used in the future for similar bikeway/

pedestrian projects as well as the scenic roadway program, if the enhancement program is re-
authorized by Congress.

Implementation Timeline

One of the overriding comments made at the public meetings for the plan was the importance
of developing a financially' constrained plan with a reasonable implementation program. In this
way, the various roadway agencies could assess the relative importance of the projects and

schedule their planning, engineering, and construction as growth takes place and the need for
the facility is warranted. | ‘

New roadway construction, however, is becoming increasingly difficult to accomplish. Even the
simplest projects are often met with extremely vocal opposition from local residents. Land acqui-
sition can take up to five years, and most environmental studies for new facilities take at least
one year. Therefore, major roadway expansion projects such as IL 31 or IL 47 have a realistic
timeline of 10 years. Today, new roadway projects require environmental, historical, archaeolog-
ical, air quality, and cost-analysis studies before even proceeding to the engineering stage. While
the public may not feel that this is an acceptable time frame to accomplish these improvements,
it is a realistic one within the current regulatory structure. In order to condense this time frame

" further, legislative action on the state and federal levels will be necessary to help streamline the
process.

In an attempt to develop a priority for implementation, Table 18 has been developed. It should
be noted that several of the projects, such as Bull Valley Road, have been previously pro-
grammed and are therefore "ahead" of other projects. The implementation program attempts to
correlate realistic project completion time, funding constraints, and the anticipated growth of traf-
fic in the county (e.g., it is anticipated that U.S. Route 14 will warrant expansion before IL 47).
Considerable public opposition, as in the case of the North Algonquin by pass, may significantly
delay a project, result in legal action, or may even remove it from future consideration. This
aspect of a project can be difficult to estimate.

Conclusion

From a planning standpoint, the recommended plan appears to be financially constrained and can
be implemented in the next 15 years, with some project construction extending beyond this time
frame. Detailed funding estimates were prepared for county funding, while the level of state
funding was based on historical levels. The burden of the local share of improvements can be
attained through successful cooperation with the development community and the use of outside
funding, such as STP funds distributed through the McHenry County Council of Mayors.

McH(3 )mchnl 194, ch?
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TABLE 18: IMPLEMENTATION TIME-LINE

LEGEND:

_ TYPE OF
PROJECT MPROVEMENT

[GS 13 2 — 5 LANES
147 2 — 5 LANES
Ly 2 — 5 LANES
ALGONQUIN BYPASS NEWRD & BRIDGE
1—90/ Il. 23 INTERCHANGE INTERCHANGE
RICHMOND— WAUKEGAN TOLLWAY NEW EXPAESSWAY
ALGONQUIN RD (IL31 - RANDALL) 2 — 5LANES
ALGONGUIN RD (RANDALL — IL47) 2 - 5 LANES
ALGONGUIN RD (IL47 — HARMONY AD) NEW 2 LN ROAD
RANDALL AD {ALG RD — CTY LINE) 2 - 5 LANES
RANDALL FD (RAKOW — ALG) 2 — 5 LANES
BULL VALLEY RD NEW2 LN ROAD
CHAPEL HILL RD NEW2 LN HOAD
W, MCHENRY BYPASS (IL31 TO [L120) NEW2ANREHAB | [l
W. MCHENRY BYPASS (IL120 TO RINGWD)| NEW 2LN/REHAB
ACKMAN AD EXTENSION NEW 2 LN ROAD . DEPENDENT

ILAWHENCE AD (IL173 — RAMER RD}) NEW 2 LN ROAD (ASSUMES DCGA FUNDING FROM MOTOROLA)
LAKEWOOD RD EXTENSION NEW 2 LN ROAD | GEPENDENT ON DEVELOPMENT |
MILLER RD EXTENSION NEW 2 LN ROAD [DEPENDENT ON DEVELOPMENT ]
HILLSIDE AD EXTENSION EAST NEW 2 LN ROAD DEPENDENT ON DEVELOPMENT
RIDGEFIELD/LUCAS RD NEW 2LN/REHAB DEPENDENT ON DEVELOPME
DOTY RDMT. THABOR/HALIGUS RD NEW 2LN/REHAB GEPENDENT ON_DEVELOPMENT.

CORRIDOR STUDY/ DETAILED PLANNING STUDY

ENGINEERING/ A.O.W. ACQUISITION/ CONSTRUCTION

NOTES:

SOME SMALLER PROJECTS WILL NOT REQUIRE A DETAILED CORRIDOR PLANNING STUDY AND
WILL HAVE ANY REQUIRED PRELIMINARY STUDIES AS PART OF THE ENGINEERING PHASE

THE IL47 CORRIDOR STUDY IS SHOWN AS LONGER AS THE CITY OF WOODSTOCK HAS ALREADY




8. |
Management Approach to
Ongoing Planning

mplementation and funding of the recommended plan has been discussed extensively in the
Iprevious chapters. How and when these projects will ultimately be constructed over the next 15

years is not something that can be developed at the beginning of the planning period, left static,
and be expected to remain unchanged. As can be seen by the Motorola developments in Harvard and
McHenry and the Huntley Meadows development in Huntley, area land-uses may change quickly and
deviate drastically from both regional and local comprehensive plans. Therefore, some level of
management needs to be developed to assist the County Board and County Highway Department
staff in assessing changes in transportation issues and further helping them stay apprised of the myriad
of municipal transportation and land-use decisions that are made in any given year.

Clearly, with approximately 47 different roadway jurisdictions and several different public transpor-
tation agencies within McHenry County, there will have to be increased intergovernmental and inter-
agency cooperation in helping implement the 2010 Transportation Plan as well as helping to deter-
mine when appropriate changes or revisions are necessary to the plan. Additionally, representatives
of these transportation jurisdictions could help to serve as a general advisory body to the county on
transportation issues. Furthermore, new ISTEA and Clean Air Act requirements are placing increas-
ing importance on involving more of the public in the transportation planning process and improving
the level of coordination between agencies.

In order to conceive of a management concept, it is essential to first set forth its objectives for the
implementation functions. These would be:

* Improve and enhance relations among county government, local units of government, and
the private sector.
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Q With limited financial resources available to all units of local government, the ability to
cooperatively effect the improvement of the county's transportation system will be necessary in
order to implement the plan. Furthermore, with land-use decisions driving the majority of future
travel patterns, increased cooperation on the impacts of land-use decisions is necessary. In those
area where further roadway expansion is unlikely, the ability to involve the private sector in deci-
sions that effect development will be necessary.

* Assist the county in monitoring the conditions and assumptions made in developing the
plan and the plan implementation.

*As development takes places, changes in predicted land-use will occur that may or may not
significantly affect the planned investment in the transportation system. By having representatives
of municipalities as well as the private sector included in an advisory body, the county can better

monitor these changes and potentially become pro-active in planning for future transportation
facilities.

Create advocacy with regard to federal, state, and regional agencies on transportation
issues and funding.

The majority of the funding that is available to the county and local municipalities is distributed
from the federal or state government. Federal STP funds are initially appropriated by Congress.
MEFT funds for county, township, and local municipalities are allocated from the state and can be
~:subject to reduction. The ability to assist the county and local governments in lobbying for main-
taining or increasing funding will be of increasing importance in the future. Also, the ability to
“help develop public policy on decisions that effect the private sector, such as mandatory car-
pooling, would be of value.

Assist in the coordination of transportation improvements between units of government
and the private sector.

Each year a myriad of roadway, utility, and railroad improvements are undertaken throughout the

county. These projects range from simple resurfacing projects to grade crossing replacements
- or major roadway expansions. The ability to help highway agencies coordinate their
- improvements can result in less delay to motorists as well as saving money.

* Assist in intergovernmental transportation planning efforts and corridor studies.

With municipal boundaries changing as growth takes place, there is a need to conduct sub-
regional or specific area planning studies to look at the net effect of transportation and land-use
improvements in an area. The ability to coordinate the comprehensive transportation plans of
various communities and the county can help to maintain a coordinated and continuous
transportation network.
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Management Implementation

An organizational structure and process needs to be developed by which the above objectives can be
accomplished. Most municipalities and counties have, at various levels, organizations such as plan
commissions of citizen committees whereby advice and recommendations are solicited by government
officials and staff. These bodies are advisory in nature and serve as additional resources in hielping
to develop public policy and address various concemns.

In order to implement a level of plan management that satisfies the above objectives, it is recom-
~mended that a Transportation Advisory Committee be organized. The actual form and membership

- +will have to be developed and approved by the county; however, a recommendation as to potential
membership is made below:

County Board Transportation Committee Chairman
Council of Mayors Chairman

Municipal representatives (2)

Township Highway Commissioners Association (1)
County Plan Commission member
Developer/Home Builder's representative
Economic Development Corporation representative
Public transportation providers (Pace and Metra)
County Engineer
'Director of County Planning and Development Department
McHenry County Conservation District
Representatives of State Legislators

Hllinois Department of Transportation

The majority of the objectives and potential responsibilities of the Transportation Advisory Com-
mittee would not warrant a high level of meetings. The McHenry County Council of Mayors, as an
example, meets approximately four times a year and manages to maintain a high level of attendance
as well as the annual programming of approximately $1 million in federal transportation funding. It
is anticipated that the proposed Transportation Advisory Committee would meet on a similar basis,
if not in conjunction with the Council of Mayors meetings.

Subarea Analysis

- While a Transportation Advisory Committee would have the ability to help the county monitor de-
velopment and the assumptions and implementation of the plan, the ability for technical staff to
develop quantitative relationships is still required. As part of the 2010 Transportation Plan process,
a transportation demand model will be developed for County Highway Department staff to utilize in
helping to maintain the plan. This computer model will have the capabilities to assess the impacts of
large developments, or the aggregate effect of numerous small developments, as well as to estimate
the level of demand on new highway facilities. It should be noted that the intent of this model would

108



be for staff'to study small sub-areas within McHenry County, and it would not have the capabilities
of the CATS model employed in the plan evaluation process. The CATS model is regional in nature
and involves not only the estimation of travel demand within McHenry County, but also the demand
for the entire six-county Chicago metropolitan area. For example, the ability to forecast the level of
travel between McHenry County and suburban Cook County would be possible through the CATS
model, but not the proposed McHenry County model. As a tool, however, the McHenry County
model could be used as a database to maintain a record of changes in local land-use and travel pat-
terns within McHenry County.

Conclusion

‘With the rapid growth being experienced in McHenry County and the limited funding available for
roadway improvements, it will be critical to maintain a high level of coordination, cooperation, and
planning between the various land-use and roadway agencies. The development of a Transportation

Advisory Committee to assist the county in this and to help serve as a forum on other transportation
issues would be of benefit to the entire county.

McH-3\mckn1194.ch
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