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1. What is the Illiana?  

The Illiana is a proposed 47-mile limited-access tolled highway that would connect I-55 in Will 
County, Illinois with I-65 in Lake County, Indiana. The road is currently planned to have eight to 
nine interchanges. The road would run slightly south of the Midewin National Tallgrass Prairie, 
Peotone, the proposed South Suburban Airport, and Cedar Lake. The alignment selected by IDOT is 
referred to as B3, as it was one of several potential route alternatives. See the following map 
(IDOT). 
 

 
 
The Illiana is being planned by the Illinois and Indiana Departments of Transportation (IDOT and 
INDOT) and is planned to be financed, at least in part, through a public-private partnership (P3). It is 
currently in the process of being reviewed by the Chicago Metropolitan Agency for Planning 
(CMAP) and the Northwestern Indiana Regional Planning Commission (NIRPC), the region’s two 
metropolitan planning organizations, for inclusion in their long-term plans. IDOT and INDOT have 
asked these bodies to vote on including these projects in their plans in the fall of 2013. To be 
eligible for federal funding, the Illiana must be included in both regions’ long-term plans. 

2. How much would it cost to construct? 

Summary: IDOT estimates that the Illiana will cost $1.35 billion to build, of which the State of 
Illinois’ portion would be about $950 million. An evaluation of other similar highway projects, 
however, suggests that there are reasons to question whether those projections are too low. In 
addition, this cost does not include an estimated $1.5 billion of road upgrades in the surrounding 
area that have been included in studies of the Illiana’s effectiveness but are not in the regional plan. 
 
Details: The cost of any major infrastructure project is difficult to estimate precisely, as the long 
and unpredictable process of planning, studying and then constructing a significant piece of 
infrastructure makes it necessary to make a series of assumptions about costs that may not reflect 
reality. It is relatively common for projects to cost significantly more than initially estimated. 
 
IDOT has projected the cost of the Illiana’s 47 miles of new four-lane roadway to be $1.25 billion, 
of which the Illinois share (based on distance) would be $950 million (see CMAP July 2013 analysis, 
http://www.cmap.illinois.gov/documents/20583/1356626/IllianaV6--07-30-2013.pdf/4f71fb90-
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c416-4d3d-a771-ac819a20626a). Based on a discussion with IDOT staff in August 2013, this figure 
has been increased to $1.35 billion based on design additions to the project, such as new 
interchanges. This estimate was established by IDOT based on an item quantity analysis that 
attempted to determine the cost of each item that would be necessary to complete the road. 
However, IDOT has so far not provided CMAP a detailed analysis because IDOT cited “the need for 
confidentiality during its solicitation for private investment in the project” (CMAP analysis, pg. 3). 
As a result, more detailed cost estimates for the road will not be known to the public until a private 
contractor is selected for the project. 
 
IDOT’s initial estimates for the Illiana suggest that the roadway will cost, on average, $4.5 million 
per lane-mile in 2011 dollars, or $8.1 million per lane-mile in 2020 dollars (accounting for inflation). 
CMAP’s analysis (pg. 4) suggests that IDOT’s costs per lane mile are significantly lower than those 
for most similar projects. These data were combined with a similar analysis conducted by MPC to 
produce the following table: 
 

Project Cost per lane mile Status Environment 

I-69, Indiana $1.5-$2.5 million 
(2010-2011 dollars) 

Under construction Rural 

US-67, Illinois $1.5 million (2011 
dollars) 

Under construction Rural 

IDOT estimates for Illiana $4.5 million (2011 
dollars)1 

Proposed Rural 

Dulles Greenway, Virginia $9 million (2009 
dollars) 

Completed Rural 

Pocahontas Expressway, 
Virginia 

$11 million (2009 
dollars) 

Completed Rural 

South Bay Expressway, 
California 

$16 million (2009 
dollars) 

Completed Suburban 

I-355 South Extension, 
Illinois 

$18.9 million (2013 
dollars) 

Completed Suburban 

SH 130, Texas $12.9 million (2009 
dollars) 

Completed Rural 

Triangle Expressway, 
North Carolina 

$14.9 million (2009 
dollars) 

Completed Suburban 

Intercounty Connector, 
Maryland 

$36.2 million (2009 
dollars) 

Completed Suburban 

GB Turnpike Western 
Extension 

$37.1 million (2009 
dollars) 

Completed Suburban 

 

                                                           
1 IDOT’s analysis (Tier 1 FEIS, Chapter 3, pg. 3-37) shows that the project’s cost, not including acquisitions, would be 
$854 million for a tolled road on the B3 alignment in 2011 dollars. IDOT projected these costs over years of 
expenditure, assuming future inflation, and found a cost of $1.25 billion, over the course of six years of planning and 
construction. This figure, according to a meeting between MPC and IDOT, has been revised up to $1.35 billion 
(meaning that the cost per lane-mile in 2011 dollars is now slightly higher than $4.5 million). CMAP projected IDOT’s 
costs per lane mile to be $8.1 million per lane-mile, adjusted for inflation. 
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Based on a comparison with similar completed highways, these data indicate that the actual cost of 
the Illiana Expressway could be 11% to 358% higher than IDOT’s initial estimates. It should be 
noted that while “CMAP was unable to locate an example of a recently constructed highway in the 
U.S. with lower- per-lane mile costs than IDOT’s cost estimate for the proposed Illiana Corridor” 
(pg. 4), IDOT argued that the now under-construction Section 3 of I-69 in Indiana and IDOT’s US-
67 recent project were both at costs less than IDOT expects for the Illiana. The bids that Indiana has 
received for its I-69 project and that Illinois received for its US-67 project are significantly lower 
than those on other similar roads. The lack of complete information about costs for the Illiana 
Expressway, however, makes it impossible to determine if IDOT’s lower estimates are reasonable. 
 
These costs do not, importantly, include the costs of highway improvements in surrounding areas 
that IDOT includes in its analysis of the road’s effect on traffic congestion and economic growth, as 
discussed in the following questions (CMAP analysis, pg. 4-5). IDOT’s Tier One EIS includes 33 miles 
of added lanes on I-80 and I-55, both in areas adjacent to the Illiana. However, these lane 
expansions are not included in CMAP’s GO TO 2040 plan and are currently unfunded. CMAP 
estimates that the total cost of these expansions could reach $1.5 billion (in 2009 dollars), which 
brings the total cost of the Illiana and associated improvements to at least $2.75 billion.  
 
In a written response to MPC’s draft analysis, IDOT noted that “these projects [added lanes on I-80 
and I-55] are very important for the region, and assumed to be in place by the year 2040 regardless 
of whether or not the Illiana Corridor project is implemented.” In addition, IDOT notes that their 
preliminary analysis suggests that the projects’ costs could be significantly less than the $1.5 billion 
CMAP estimates. Nonetheless, whatever the costs or IDOT’s arguments about the importance of 
these additional projects, they are not yet included in CMAP’s GO TO 2040 plan and an additional 
source of funds is necessary to finance them. 

3. Why build a road so far south of where most people in the region live? 

Summary: The Illiana was designed to address east-west travel patterns in the south suburbs of 
the Chicago region. A variety of potential routes were analyzed in terms of their environmental 
effects and likely use. The route that was determined to have the least negative environmental 
consequences is far south of the region’s currently built-up areas. 
 
Details: As an element of the federal environmental review process, the State of Illinois was 
required to consider a variety of route alignments for the Illiana project. The area selected for study 
is generally located south of existing development in the metropolitan area. It extends from I-55 in 
the west to I-65 in the east; and from roughly the Cook County line in the north to roughly the Will 
County line in the south. The study area is primarily in Illinois, though a significant portion is in 
Indiana. 
 
The South Sub-Region and Study Area are identified in the following image (from Tier 1 FEIS, 
Chapter 1, pg. 1-3). The study area is primarily rural in character, though it does include certain 
areas developed in a suburban manner. 
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Using a series of technical and environmental analyses based on assumptions about growth in 
population and employment, changes in road use, and other factors (see other questions below), 
the Illiana study team evaluated a number of potential corridors for the construction of the Illiana. 
These corridors were compared with one another and with a “no-action” alternative, which 
essentially means investing no more than “would have happened” under existing plans. 
 
The No-Action alternative, also known as the “Baseline” (pg. 3-2 of Tier 1 FEIS, Chapter 3), is used 
as the “base” for comparing the Illiana project with congestion, traffic movements, and more into 
the future. Any Illiana project would include every element of the Baseline alternative as well. 
Analysis was conducted for the year 2040, which is the base year for the region’s GO TO 2040 plan 
as well. The Baseline alternative would include a number of interchanges and lane additions to the 
existing road network. Notably, the Baseline alternative includes the presence of the South 
Suburban Airport, which would be located in Will County (pg. 3-3), but has yet to be funded. 
 
Alternatives were designed around a number of major Study Area constraints, which included the 
Midewin National Tallgrass Prairie, the Joliet Arsenal, the South Suburban Airport, the Colchester 
Mines, and several creeks and lakes. These areas were determined to be significant and to be either 
circumscribed or carefully approached by a new roadway.  
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4. What is the traffic forecast for the Illiana? 

Summary: IDOT’s forecasts for use of the Illiana Expressway suggest that the road will be poorly 
frequented, attracting between 9,000 and 26,000 vehicles a day. 
 
Details: The Illiana Alternatives Evaluation Report 
(http://www.illianacorridor.org/pdfs/illianaaer020613.pdf) offers information about the expected 
use of the Illiana roadway (pg. 4-9), given the B3 tolled alternative. The study indicates that use of 
the road will be as follows: 
 

Criterion High Toll Alternative 
(25% of non-tolled 
traffic retained) 

Low Toll Alternative 
(75% of non-tolled 
traffic retained) 

Current IDOT 
projections (40% 
of non-tolled 
traffic retained) 

Average Daily Traffic 
of All Vehicles (cars 
and trucks) 

8,800 26,300 14,000 

Average Daily Traffic 
of Trucks Alone 

5,000 15,000 8,000 

 

It should be noted that these vehicle use estimates assume that expansion of I-80 and I-55 are 
funded (as discussed in question 2, they are not funded in the GO TO 2040 plan). Without these 
expansions, traffic on the Illiana may be higher. However, IDOT has not provided a comparison of 
road use estimates with or without those expansions. 
 
There is a divergence in projected traffic between “high toll” and “low toll” alternatives because 
IDOT has not yet publicly established how much it expects to charge for use of the road. Lower tolls 
will attract more users than higher tolls, but high tolls may result in higher revenues. But the use of 
the road will fall somewhere between the two figures noted in the table above. According to an 
August 2013 meeting with IDOT, the state agency is currently modeling road use to equal 40% of 
theoretical non-tolled traffic retained in a tolled scenario, equaling 14,000 total vehicles using the 
road daily and 8,000 trucks using the road daily. 
 
To put these figures in comparison, large-scale highways in the Chicago region similar to the Illiana 
serve vastly more vehicles per day, as shown in the following chart (compiled by MPC from data 
from CMAP’s Expressway Atlas, 
http://www.cmap.illinois.gov/documents/20583/1350696/Expressway-Atlas-2012_2013-July-
30_draftWeb.pdf/a8e9b2e3-b002-46d2-b831-6de1d8cc1de0). These data indicate that the lanes 
on the Illiana Expressway would be significantly underused compared to other highways in the 
region.  
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Corridor Daily vehicles 
(both 
directions) 

Typical section Typical number 
of lanes (both 
directions) 

Average daily 
vehicles/lane 

Illiana IDOT Mid-
Range Projection 

14,000 Full corridor 4 3,500 

I-55 ~140,000 
average through 
segment 

Damen Ave-
Harlem Ave 

6 23,333 

I-57 ~120,0000 
average through 
segment 

147th St-Dan 
Ryan 

6 20,000 

I-80 ~70,000 average 
through segment 

I-57-I-294 6 11,667 

I-80 ~100,000 
average through 
segment 

U.S. 45-I-57 6 16,667 

I-80/I-94 
(Kingery) 

~180,000 
average through 
segment 

I-94-Indiana Line 8-10 18,000-22,500 

I-90/I-94 (Dan 
Ryan) 

~240,000 
average through 
segment 

75th St-95th St 10 24,000 

I-90/I-94 
(Kennedy) 

~160,000 
average through 
segment 

Harlem Ave-I-94 11 14,545 

 
Similarly, the following Chicago-area roads, none of which are grade-separated highways, currently 
have traffic similar to, or higher than, the Illiana is projected to have, as shown in the following 
chart (see http://www.gettingaroundillinois.com/gai.htm?mt=aadt for data). 
  

Corridor Daily Vehicles Section 

Ogden Avenue 27,500 Berwyn 

Cermak Road 33,900 Cicero 

Ashland Avenue 27,200 Chicago (Roosevelt Road intersection) 

Roosevelt Road 32,400 Chicago (Canal Street intersection) 

Western Avenue 26,800 Chicago (Chicago Avenue intersection) 

Irving Park Road 35,400 Chicago (Lincoln Avenue intersection) 
 
These data indicate that the grade-separated nature of the Illiana may be useful in terms of 
providing speedier travel between different parts of the region, but the relatively low travel 
projections for the road indicate that the investment may be more than what is necessary to 
provide for the traffic figures indicated. 
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Even the low projected ridership figures for the Illiana Expressway should be evaluated thoroughly 
before they can be assumed to be reliable. Changes in travel patterns (see questions 5 and 14) may 
significantly alter the use of the road. In June 2013, Fitch Ratings service noted 
(http://www.fitchratings.com/gws/en/fitchwire/fitchwirearticle/U.S.-Driving-Declines?pr_id=792767) 
that “U.S. driving declines could negatively affect toll roads” and that “toll roads with meaningful 
un-tolled competition, especially those designed to relieve congestion, could be vulnerable because 
their value would diminish with slower traffic growth.” “Caution remains warranted,” Fitch 
argued, “when future projections are the basis for investment.”  

5. How were the traffic forecasts for the Illiana developed? 

Summary: IDOT created a computer-based traffic model to determine the expected changes in 
traffic on roads with or without the construction of the Illiana highway. This model, however, was 
based on several assumptions that should be further analyzed. For one, it assumes far more growth 
in the far suburbs of the Chicago region than CMAP, the regional planning agency, has 
programmed into its long-term plan. Second, it fails to take into account recent trends that suggest 
that both population and traffic are declining compared to previous estimates. This suggests that 
the forecasts for the use of the Illiana may be too high. This should put into question road use, and 
therefore revenue, projections, for the road. 
 
Details: As part of the process to develop plans for the Illiana highway, IDOT commissioned the al 
Chalabi Group (ACG), in association with Parsons Brinckerhoff, to analyze past growth in the 
Chicago region and develop estimates for future growth 
(http://www.illianacorridor.org/pdfs/feis/app_e_p01.pdf). ACG’s study analyzed how population in 
the region has expanded over time and evaluated measures such as land vacancy, land prices, and 
other variables to make determinations about how population and employment will change in the 
Chicago region into the next thirty years. These estimates are important components of any 
transportation proposal, because the number of people living and working in an area near a new 
transportation facility directly affects the number of vehicles expected to use that facility. 
 
The ACG forecasts are not the same as those developed by the Chicago Metropolitan Agency for 
Planning (CMAP), the public Metropolitan Planning Organization (MPO) designated by the federal 
government to create a regional land use plan and set transportation investment priorities for the 
Chicagoland region. CMAP’s jurisdiction extends to Cook, DuPage, Kane, Kendall, Lake, McHenry, 
and Will Counties in Illinois. As part of the GO TO 2040 regional plan 
(http://www.cmap.illinois.gov/2040/main) completed in 2010, CMAP developed a Preferred 
Regional Scenario (http://www.cmap.illinois.gov/press-release-1-21-10) that recommends how 
development should proceed in the region. The Preferred Scenario includes a number of goals for 
determining how the region should grow, including: 
 
- Creating more livable communities with compact, mixed-use development to serve as building 

blocks of the region’s future; 
- Investing more effectively in education and workforce development, while fostering a business 

climate that encourages job growth and innovation by the private sector; 
- Improving the region’s high-quality system of parks and open space, while reducing 

consumption of energy and water; 
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- Planning multi-modally for transportation and target transportation investments to achieve 
outcomes such as economic growth, environmental protection, or congestion reduction, while 
finding more sustainable ways to finance infrastructure improvements; and  

- Tracking the region’s performance to assess where to make improvements to reach the desired 
future. 

 
CMAP’s Preferred Scenario is a policy-based plan whose purpose is to guide the region’s 
investments in an alternative fashion than what would occur in a “business-as-usual” environment, 
also referred to as the Reference Scenario. The plan as developed, for example, would result in 
about a third of new congested hours of vehicular travel as compared to the Reference Scenario. It 
would also increase the number of jobs accessible to the average resident by transit by almost 50 
percent compared to the Reference Scenario. 
 
The regional growth model developed by ACG for the Illiana does not follow CMAP’s Preferred 
Scenario. Its “market-based” planning system that does not reflect CMAP’s policy priorities. 
Comparing the ACG and CMAP scenarios, as shown in the following map (from the ACG study, 
pg. 30), demonstrates that the ACG scenario assumes far more growth (in red) in the region’s far 
exurbs, as far less growth (in blue) in the region’s center, in particular in the City of Chicago. 
Indicative of this difference is that, for 2040, the ACG study assumes about 148,577 more 
residents of Will County than CMAP and 465,587 fewer residents of Cook County than CMAP (pg. 
31). 
 
In a response to a draft MPC analysis of the Illiana, IDOT noted that its analysis was based on “90 
years of historic population and employment data for the region, current and previous CMAP/CATS 
socioeconomic forecasts, land availability for development, population holding capacity, 
demographic data and trends (household size, migration patterns, etc.), local land use policies, and 
independent Woods & Poole economic forecasts for the region.” As a result, IDOT argues that its 
forecasts are more accurate and more current than CMAP’s. However, MPC emphasizes that the 
role of CMAP is to guide regional growth, not react to trends, as IDOT suggests is necessary. In 
choosing which projects to select, CMAP’s goal is to articulate a strategy that promotes sound 
growth. 
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Planners of the Illiana Corridor used ACG’s estimates of population change, not CMAP’s, to 
determine how many people would live and work in different areas of the region. This suggests 
that IDOT is not approaching planning from the perspective of CMAP’s policy recommendations 
about regional growth. In essence, this means that CMAP’s goals for concentrating growth in the 
regional core and around public transportation are not being followed by IDOT in its assumptions 
about growth in the exurban areas of the Chicago region. This matters because IDOT’s estimates of 
growth in areas in and around the Illiana corridor are significantly higher than those developed by 
CMAP. Both, of course, are estimates, not any sort of guarantee of future growth. 
 
It should also be noted that the estimates produced for IDOT assume that Will County, through 
which the Illiana would run, will continue experiencing the rapid growth it has experienced in the 
past few decades. The Illiana estimates suggest that the county will practically double in population 
from 2010 to 2040, reaching practically 1.4 million people at that point. CMAP estimates in the GO 
TO 2040 plan suggest that Will County’s population will grow to 1.22 million by 2040. 
 
As shown in the following chart, IDOT’s estimates do not reflect growth that has occurred in recent 
years, and they do not reflect CMAP’s Preferred Scenario for suburban areas, either. Since 2010, 
the U.S. Census Bureau has recorded a major slowdown in Will County growth. Over the past few 
years, the county has seen far fewer new inhabitants than expected based on previous decades. If 
growth continues at these recent rates, the County’s population could grow to less than 800,000 
by 2040. 
 
Similarly, CMAP has defined preferred growth for suburban areas for its GO TO 2040 plan 
(http://www.cmap.illinois.gov/c/document_library/get_file?uuid=dfc51cd9-946b-4e9d-ba26-
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f3436d8b5999&groupId=20583). The plan suggests that suburban areas with access to transit 
should grow by about 25 percent between 2010 and 2040 (pg. 25), and that suburban areas with 
no transit access should grow by about 17 percent in the same time period (pg. 26). IDOT’s 
projections of growth, which assume roughly 100 percent growth, are far higher and out of 
alignment with the Preferred development patterns endorsed by CMAP. 

 
 
As part of the plan development, IDOT also conducted a series of analyses of existing vehicular 
movements through the region, and, in particular, in the area near the Illiana Corridor. In part, 
these studies took into account CMAP’s regional estimates of changes in vehicle miles traveled 
(VMT) in the region (http://www.cmap.illinois.gov/c/document_library/get_file?uuid=dfc51cd9-
946b-4e9d-ba26-f3436d8b5999&groupId=20583, pg. 45). These estimates suggest that regional 
VMT, assuming “business as usual,” will increase by about 25 percent, to 203 million annually, 
between 2010 and 2040. This figure was determined by developing a model of travel throughout 
the Chicago region that incorporates movement by road and public transportation and also 
includes information about freight 
(http://www.cmap.illinois.gov/c/document_library/get_file?uuid=cab76c8f-7d87-479f-8808-
037ed5c62b27&groupId=20583). This model “assigns” vehicles to the road and transit network 
based on a variety of criteria, such as congestion, available transportation capacity, and 
demographics. This model is used by CMAP to determine where congestion currently exists on the 
network, and where it could exist in the future depending on the creation of new infrastructure 
and the growth of population and jobs. 
 
IDOT used CMAP’s model to help it develop a forecast of travel on the Illiana, both in its 
Transportation System Performance (TSP) Report 
(http://www.illianacorridor.org/pdfs/feis/app_a.pdf) and in its Travel Forecasting Model 
(http://www.illianacorridor.org/pdfs/feis/app_d.pdf). In addition, IDOT incorporated data about 
existing users of road facilities in the area being studied for the creation of the new highway facility 
(pg. 64 of TSP). IDOT compared existing use of area roads with estimates based on expected 
population growth and noted that the number of vehicle trips entering, leaving and within the 
Illiana study area is expected to increase by 128% between 2010 and 2040, to 3.8 million daily (pg. 
76 of TSP). IDOT performed a similar analysis on the truck network and found similar projected 
growth. 
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Once projected growth was determined for the project, IDOT created a computer-based road 
network model that “assigned” vehicles to routes throughout the region based on their origins and 
destinations, and taking into account potential routes, congestion, and drivers’ willingness to pay 
(for toll roads).As such, the forecasts showed which roads are likely to become more congested and 
the degree to which their use will change. This model was used to create the “baseline” for traffic. 
Once the baseline was created, the Illiana was added to the model to demonstrate how use of the 
roads could be expected to change based on the addition of a new road. The results of this 
forecast were then used to determine the overall effects on traffic of the road’s construction. 
 
It should be noted that IDOT’s assumptions about changes in traffic include the assumption that 
lanes will be added on surrounding freeways, at a CMAP-estimated cost of $1.5 billion (see July 
2013 CMAP analysis, pg. 4-5). These expansions are currently not funded and are not included in 
the GO TO 2040 plan and thus are not included in comparable CMAP analyses. 
 
In addition, as the following chart illustrates, neither the CMAP nor the Illiana travel models take 
into account recent changes in driving patterns that may significantly affect the amount of drivers 
choosing to use the Illiana. After almost a century of nearly constant increases in VMT across the 
country and in Illinois, trends have been changing over the past decade. According to a May 2013 
report by the U.S. Public Interest Research Group (PIRG), VMT growth has slowed substantially 
(http://www.uspirg.org/sites/pirg/files/reports/A%20New%20Direction%20vUS.pdf). This reduction 
in driving results not only from a poor economy, but also from higher gas prices, increased use of 
public transportation options, a decline in the number of youth with drivers’ licenses, and an aging 
population. This change in driving habits has reduced the number of drivers on existing roads and 
indicates that forecasts of future road use, based on outdated models of driving habits, may not be 
accurate. 
 
In Illinois, the story is similar. VMT in the state peaked in 2004, including in the CMAP seven-county 
region, according to Illinois travel statistics (http://www.dot.state.il.us/adttravelstats.html). Since 
2004, despite a considerable increase in population, VMT has actually declined regionally. If the 
change in VMT between now and 2040 tracks the average trend between 2000 and 2013, driving 
in the Chicago region will only increase by a small amount over the next thirty years. Yet CMAP’s 
estimates of VMT growth – the same estimates used by IDOT to determine the number of vehicles 
expected to use the Illiana – suggest that there will be considerably higher VMT levels. The 
difference is equivalent to 40 million annual miles travelled, a significant percentage of which 
would likely be in the area near the Illiana. 
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These differences in population and VMT forecasts suggest that there is significant cause to be 
skeptical of the estimates developed for Illiana road use. If fewer people than expected move into 
the Illiana Corridor, and there is less demand for driving than assumed, the Illiana may see 
significantly fewer vehicles using the road than assumed. This could negatively affect the road’s 
financing, as most new toll roads are funded with loans based on estimates of future facility use. 

6. How would Illinois pay for the Illiana? 

Summary: IDOT has not yet disclosed the exact method by which the Illiana will be funded, 
though the agency is planning a public-private partnership (P3) that engages private financing. If it 
as built as a P3 that does not mean the private sector will cover all the costs of building and 
maintaining the road or that the government is not exposed to risk. In fact, if it is built as a P3 with 
availability payments, taxpayers will be on the hook for much of the cost of construction and 
maintenance. 
 
Details: Early estimates of the Illiana’s cost suggests that the project will cost the State of Illinois at 
least $950 million, though, as detailed in question 2, that estimate appears low compared to similar 
projects and does not include an estimated $1.5 billion in improvements to surrounding highways. 
 
Because of the limited availability of federal and state funding for road expansions such as the 
Illiana, IDOT and INDOT have agreed to market the project as a public-private partnership (P3), in 
which a private partner plays a significant role in financing, constructing, and/or maintaining the 
road. In addition, governments sometimes argue that P3s improve accountability and reduce costs 
during the design, construction, operations, and maintenance periods. Similar P3 deals have 
become increasingly common for infrastructure projects around the world because of a decline in 
public funds and a desire to shift certain risks away from the taxpayer. 
 
IDOT has not yet revealed how the Illiana P3 deal would be structured, but there are two potential 
models that could be used for the road. Typical arrangements for such deals, based on examples 
elsewhere, are detailed in the following table: 
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P3 Model Private sector 
role (may be 
several 
companies 
working 
together) 

Revenue 
risk 

Tolls Contribution 
to public 
sector from 
private 

Contribution to 
private sector 
from public 

Full 
concession 

Finance, 
design, 
construction, 
operations, 
and 
maintenance 

In private 
sector 
hands 

Collected by 
private 
company to 
repay cost of 
road 
construction 
over length 
of term 

Private 
company 
provides 
public initial 
payment in 
exchange for 
rights to road 

Usually none, 
though in certain 
circumstances 
public may 
contribute to 
initial capital 
costs 

Availability 
payments 

Finance, 
design, 
construction, 
operations, 
and 
maintenance 

In public 
sector 
hands 

Collected by 
public sector 

None Public sector 
provides private 
company 
previously 
negotiated 
annual payments 
over length of 
term 

 
The length of the operations and maintenance contract would have to be determined through a 
negotiation between IDOT and the selected contractor. Similar P3 deals have lasted for between 20 
and 100 years. 
 
In a concession model, a private company pays the government for the right to build, maintain and 
collect tolls on a road for a defined period. The company expects the toll revenues collected over 
that period to make up for their initial investment in the road. In certain cases, the public sector 
also contributes upfront to the capital cost of a road project, even when a private company takes 
full control over revenues collected from tolls. In an availability payments model, a private company 
agrees to finance the cost of a road in exchange for guaranteed payments from the public sector 
over a defined period. 
 
Another major difference between the concession model and availability P3 models is that the 
concession model transfers risks from the public sector to a private contractor, whereas the 
availability payment model keeps the public sector at risk. In effect, in an availability payment 
model, if toll revenues collected fall below expectations, the government must find the funds to 
pay the financing company its guaranteed annual payments—which may require dipping into 
general funds, depending on the revenues produced by the road. On the other hand, if toll 
revenues are higher than expectations, the government may, in essence, make a profit on the road. 
 
Because IDOT is conducting confidential negotiations with private companies that may be 
interested in a P3 deal for the Illiana, the state agency has not released any detailed information 
about the future deal. As such, the relative benefits of a P3 deal for the road will not be known 
until IDOT reveals the winning bidder in Spring 2014. 
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The State of Indiana commissioned Cambridge Systematics, a private transportation consulting 
firm, to conduct a “sketch-level financial assessment” of the Illiana Expressway in June 2010 (not 
available online). This analysis was based on early assumptions about the project’s use and slightly 
different alignments than the one chosen by IDOT. Notably, the analysis predicted more than 
30,000 daily vehicles using the corridor by 2030 at a toll level set at twice current tolls on the 
Illinois Tollway system (pg. 2-4). IDOT’s more recent estimates of roadway use predict far fewer 
vehicles actually using the road (see question 4). In addition, the study estimated that the capital 
costs of the project (including interest and financing costs) would be about $1.1 billion, which is 
less than the minimum of $1.25 billion currently estimated by IDOT (see question 2). 
 
Nonetheless, taking account of these differences, the Cambridge Systematics analysis suggests that 
the project running on the southern alignment (the closest to the B3 alignment selected) will only 
be able to support a revenue bond of $441 million based on projected toll revenues (pg. 4-3). This 
suggests that there is a gap of about $800 million in the financing structure for the road, even 
based on optimistic road use estimates. It is unclear how this gap can be filled. 
 
In response to a draft MPC analysis of the Illiana, IDOT noted that “Based on an analysis of world-
class financial advisors, the project will generate sufficient toll revenue over the period to 2053 to 
repay the initial cost of the project AND the operation and maintenance costs of the facility for the 
term of the agreement.” IDOT has not provided any evidence publicly to back this assertion, so 
MPC has been unable to assess the validity of this statement. 
 
These estimates indicate that it will be necessary for the public sector to provide a significant 
contribution to the capital costs of the Illiana if the project moves forward. CMAP’s GO TO 2040 
regional plan provides a total of $10.5 billion in funding between now and 2040 for major capital 
projects, of which the Illiana is an example. For roads, this estimated funding is derived from state 
and federal gas tax revenues; toll revenues; and private sector contributions. This $10.5 billion, 
however, is already entirely accounted for by six projects selected by CMAP when the regional plan 
was approved in 2010, including the extension of the CTA Red Line to 130th Street; the IL 
53/Central Lake County Corridor; the West Loop Transportation Center; the I-294/I-57 Interchange; 
the Elgin-O’Hare Expressway and West O’Hare Bypass; and the Circle Interchange. 
 
IDOT’s response to a draft MPC analysis notes that “IDOT can include the Illiana Corridor and not 
remove any projects within the GO TO 2040 plan. This can be done within the fiscal constraints of 
the GO TO 2040 plan by adjusting the costs for IDOT highway projects already contained in the 
plan.” IDOT argues that the $950 million Illinois contribution to the project can be offset by a 
reduction in costs for the I-55 Managed Lanes project from $1.32 billion to $400 million and a 
reduction in costs for the I-294/I-57 Interchange project from $580 million to $550 million. This 
would provide space in the CMAP plan for the addition of the Illiana. However, neither of these 
changes have yet been made in the plan nor does more available funding automatically suggest 
that the Illiana is the most appropriate project to be added. CMAP has a responsibility to assess 
which projects would provide the most significant benefits to the region. 
 
Adding the Illiana to the list of regional projects (see questions 12-13) may require cutting public 
funds already committed to other capital projects, or cutting planned maintenance and operation 



METROPOLITAN PLANNING COUNCIL  ILLIANA Q&A 

 
AUGUST 29, 2013  Page 16 of 42 

funding for existing transportation infrastructure. Either way, the Illiana’s high cost would have 
significant consequences for other planned improvements to the transportation system. 

7. What is the purpose of the Illiana? 

Summary: IDOT argues that the Illiana is necessary to provide expressway-grade east-west 
transportation in the southern exurban areas of the Chicago region. The project is designed with a 
specific focus on the needs of freight trucking, as it connects several large industrial areas and the 
potential future South Suburban Airport. It is also intended to address regional mobility and 
improve local system deficiencies in the southern sections of the metropolitan area. 
 
Details: According to Chapter 1 of the Illiana’s Tier 1 Draft Environmental Impact Study (FEIS, 
http://www.illianacorridor.org/pdfs/feis/section_01.pdf, pg. 1-1), the Illiana has been seen as an 
important future link in the regional highway system for decades. A new road that would connect 
Illinois and Indiana south of the City of Chicago and I-80 has been studied numerous times over the 
previous 40 years. The purpose of such “an east-west transportation corridor extending from I-55 
in Illinois to I-65 in Indiana” is identified by the FEIS as: 
 
- “Providing an alternate route for motorists travelling the I-90/94 corridor;” 
- “Relieving traffic on the I-80 Borman/Kingery Expressway and US 30;” 
- “Serving as a bypass for trucks around the congested metropolitan area highways;” 
- “Improving access to the one of the largest intermodal freight areas in the US;” 
- “Improving access to the proposed South Suburban Airport;” 
- “Supporting area economic development;” and 
- “Increasing the potential for substantial job creation.” 
 
In 2006, Illinois and Indiana agreed to advance studies of the corridor under a bi-state agreement. 
Several reports, including the 2009 Illiana Expressway Feasibility Study 
(http://www.in.gov/indot/files/FR_INDOT_IllianaExprsswy_07-31-2009.pdf), the 2010 Strategic Role 
of the Illiana Expressway (http://www.dot.state.il.us/Illiana/strategicrole.pdf), and the Illiana 
Expressway Economic Opportunities Analysis (http://www.dot.state.il.us/Illiana/finalreport.pdf), 
were completed. These initial studies predicted beneficial effects on reducing congestion on 
existing roads and expanding regional economic benefit, among other benefits. 
 
The Illiana FEIS Chapter 1 (pg. 1-4) notes that the area studied for the Illiana project “has a less 
balanced functional network [of roads] with a lack of east-west Interstates and multi-lane highways 
to handle growth demands.” One of the primary goals of the project, then, is to make an east-
west, grade-separated highway connection through the far south exurbs of the region. 
 
In addition, the project is designed to respond to expected increases in population and employment 
in this area. If current trends of population and employment growth continue, the expectation is 
that transportation facilities through the area will be overwhelmed with congestion. Thus the 
necessity of building a new road. 
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8. How much would tolls on the Illiana cost drivers? 

Summary: If the Illiana is financed with toll revenues, people driving vehicles on it are likely to pay 
at least $7 a one-way trip, based on toll rates on roads completed in other states. This is more than 
the tolls charged on the Illinois Tollway and much more than drivers making a trip on I-80 currently 
pay. 
 
Details: Because the Illiana would be constructed with private sector involvement, it would likely 
include tolling to ensure that users of the facility help pay for its construction and maintenance (see 
question 6). Tolls on the road have not yet been specified, as they will be determined after a 
contract with a private partner is negotiated. What is known is that the Illiana, since it will not be 
operating as part of the Illinois Tollway network, will not be using the same rate system as that set 
of facilities. 
 
An MPC analysis of toll rates on roads across the country shows that tolls per mile for vehicles 
operating on roads outside of Illinois (usually new roads) range from roughly 15 cents per mile to 
65 cents per mile, as shown in the following table. At those rates, the Illiana would be likely to cost 
drivers between $7.02 and $30.42 to complete the entire road’s 46.8-mile journey. Truck drivers 
would be likely to pay more. The Illinois Tollway charges, on average, 5.5 times as much for large 
trucks as it does for passenger vehicles. 
 

Toll road and state Toll per mile (with 
transponder) 

Cost for 46.8-mile Illiana trip 
with these tolls 

Illinois Tollway average for cars (tolls 
vary by facility) 

$0.06 $2.81 

Illinois Tollway average for trucks (tolls 
vary by facility) 

$0.33 $15.44 

I-355 Veteran’s Memorial North-South 
Tollway, IL 

$0.15 $7.02 

Dulles Toll Road, VA $0.17 $7.96 

Dulles Greenway, VA $0.32 to 0.38 $14.98 to 17.78 

InterCounty Connector, MD $0.26 $12.17 

E-470, CO $0.33 $15.44 

Northwest Parkway, CO $0.41 $19.19 

Foley Beach Express, AL $0.25 $11.70 

Southern Connector, SC $0.17 $7.96 

Triangle Expressway, NC $0.30 to $0.65 $14.04 to $30.42 

SH 130, TX $0.15 $7.02 
 
For comparison, drivers who currently drive on I-80 west and east between I-65 and I-55 currently 
must pay a $0.55 toll to complete their journeys (truck drivers pay $3 for the same toll). As such, 
the Illiana is likely to be at least 13 times as expensive for users. This cost difference would play an 
important role in determining whether people are likely to take advantage of the congestion 
alternative that the road may provide. 
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9. Are there alternatives to investing in the Illiana? 

Summary: Because there is a limited pot of funding for public expenditure, every potential 
transportation project should be evaluated in the context of performance measures that consider 
economic, environmental and social justice effects of any project. The Chicago region has a large 
list of potential transportation projects, many of which are currently unfunded. To be selected for 
funding, the Illiana should be determined to be cost effective and provide a maximum number of 
benefits, according to the same evaluation as all transportation projects included in the GO TO 
2040 plan. 
 
Details: The public funds that could be dedicated to the construction of the Illiana Expressway 
cannot be evaluated in isolation. Rather, MPC argues that projects should be considered from a 
benefits-cost perspective. Transportation infrastructure that is expected to yield the highest 
benefits-to-cost ratio should be prioritized. 
 
As part of the development of the GO TO 2040 regional plan, CMAP conducted a performance-
measures-based analysis of dozens of potential roads and transit projects for potential inclusion in 
the plan. This analysis compared projects’ effects on congestion, job growth, the environment, and 
other factors. This review of projects was used, in part to determine the five major transportation 
capital projects initially included in the GO TO 2040 plan. The Illiana was evaluated, though did not 
rank high enough to be included in the GO TO 2040 plan. 
 
It is vital that any new transportation infrastructure be compared rigorously with alternative projects 
to determine which will do best to improve the lives of the region’s residents and generate 
economic growth. It is not self-evident that just because a project is proposed by IDOT, it best 
meets the region’s needs. Indeed, before approving the Illiana as a recipient of federal dollars, 
CMAP should carefully review the project to determine that it would be the best use of the public’s 
funding. 
 
Using data provided by CMAP from 2010 (the GO TO 2040 Major Capital Projects document, no 
longer available online), MPC performed a sketch estimate of what other projects could be funded 
using the same $950 million in Illinois contributions (both public and private) that IDOT proposes to 
dedicate to the Illiana. A quick review suggests that the following projects, all of which are included 
in GO TO 2040’s constrained or unconstrained lists, could be funded using roughly the same 
amount of funds. Note that this list is purely illustrative and is simply meant to demonstrate a 
potential alternative method of investment, rather than a definitive list of priority projects. In 
addition, CMAP data is out of date and may not be exactly reflective of the most up-to-date 
information.  
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Project Cost Status Locality 

I-88 Add Lanes 
                  
20,000,000  Fiscally Constrained GO TO 2040 DuPage 

Metra BNSF Extension 
                  
75,000,000  

Fiscally Unconstrained GO TO 
2040 Kane, Kendall 

Metra Milwaukee 
District North 
Improvement 

                  
79,000,000  

Fiscally Unconstrained GO TO 
2040 Lake 

I-80 Add Lanes 
               
100,000,000  Fiscally Constrained GO TO 2040 Cook, Will 

I-94 Add Lanes North 
               
100,000,000  Fiscally Constrained GO TO 2040 Lake 

Metra Heritage Corridor 
               
178,000,000  

Fiscally Unconstrained GO TO 
2040 Cook, Will 

Elgin O'Hare Far West 
Extension 

               
210,000,000  

Fiscally Unconstrained GO TO 
2040 Cook, DuPage 

Metra Electric Extension 
               
260,000,000  

Fiscally Unconstrained GO TO 
2040 Will 

 
These projects—a mix of roads and transit improvements—would improve transportation service in 
six of seven CMAP counties, unlike the Illiana Expressway, which would benefit only Will County 
directly. The projects are mapped in the following map (with transit investments in red and roads 
projects in blue). 
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Together, CMAP estimated that, in sum, these projects would generate similar numbers of jobs and 
increase gross regional product by almost the identical amount as the Illiana. This makes sense, 
since the increase in regional product and number of generated jobs for a transportation project 
typically essentially corresponds to the level of investment initially put in. 
 
CMAP’s initial analysis, however, shows that this selection of projects would decrease the number 
of hours vehicles spend in congestion in the region, whereas the Illiana could actually increase the 
total number of hours spent in congestion. In addition, this selection of projects would increase the 
number of transit trips in the region, a CMAP goal, by an estimated 9,776 a day—whereas the 
Illiana would decrease transit use by a similar amount. 
 
In a response to an MPC draft analysis of the Illiana, IDOT noted that CMAP’s process to adding 
projects to the GO TO 2040 regional plan does not include the evaluation of alternative projects. 
 
Why, then, make this comparison? The region has an important choice to make about how it 
dedicates its investments in transportation. Should it focus on projects that yield new public 
transportation users and declining congestion and generate economic growth? As the body that is 
tasked with determining how the region will grow, CMAP has a responsibility to indicate which 
investments will be most effective. Continuing this sort of comparative analysis is of the essence for 
any decision making about infrastructure investments.  

10. Would the Illiana result in increased economic development in the region? 

Summary: An analysis of the Illiana’s projected benefits suggests that if the road were completed, 
it would make a very small contribution to increased regional economic product. The estimated 
benefits of the road may not be large enough to offset the project’s cost. 
 
Details: One rationale given for the construction of the Illiana project has been its supposed 
positive economic development effects. If the project resulted in major increases in economic 
development in the region, its cost to the public sector could be justifiable. 
 
Both CMAP and IDOT conducted studies to determine the level of economic development that 
could be expected to follow the construction of the Illiana highway (see CMAP’s analysis, 
http://www.cmap.illinois.gov/documents/20583/1356626/IllianaV6--07-30-2013.pdf/4f71fb90-
c416-4d3d-a771-ac819a20626a). The studies assessed the degree to which market access would 
be improved for businesses and the travel time savings for people traveling along affected routes, 
and estimated economic growth in terms of these improvements. Studies by CMAP and IDOT used 
different methodologies and thus should not be directly compared The results can be found in the 
following table (adopted from CMAP analysis, pg. 14): 
 

Economic impacts CMAP: Change from 2040 
baseline 

IDOT: Change from 2040 
baseline 

Gross regional product +0.053% +0.20% 
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These results show that neither CMAP nor IDOT expect the construction of the Illiana to increase 
the overall economic health of the region by any significant measure. For comparison, the proposed 
Central Lake County Corridor, included in CMAP’s GO TO 2040 plan, is estimated by CMAP to 
increase the gross regional product by +0.12%, more than double the estimated impact of the 
Illiana. Other projects evaluated in the region had less of a positive effect than either the Lake 
County Corridor or the Illiana. It should be noted that an improved version of CMAP’s analysis of 
comparable projects could incorporate an overall assessment of costs and benefits for projects that 
incorporates economic, time savings and environmental outcomes and produces an overall cost-
benefits ratio. Such an analysis would make comparisons between different potential projects far 
more effective. 
 
IDOT’s higher figure for the Illiana is based on the completion of additional road infrastructure (not 
currently funded in the GO TO 2040 plan) and more surrounding development than CMAP’s, but 
even it suggests that the road will increase the regional product by just two-tenths of one percent. 
 
In terms of nominal figures, CMAP’s estimate of increase in gross regional product by 2040 is a 
total of $425 million, which may sound large, but is not significant in comparison to the likely more 
than $1 billion cost of the roadway itself. IDOT estimates a higher growth figure ($2 billion, which 
remains a tiny percentage of overall regional product), largely because of that agency’s higher 
estimates of population and employment in the affected areas, as compared to CMAP? 
 
It should also be emphasized that IDOT’s assumptions about changes in gross regional impact 
include the assumption that lanes will be added on surrounding freeways, at a CMAP-estimated 
additional cost of $1.5 billion (see CMAP analysis, pg. 4-5). These expansions are currently not 
funded and are not included in the GO TO 2040 plan.  

11. How have similar rural toll roads worked and been financed? 

Summary: A number of new toll roads have been completed in recent years across the United 
States in areas that are predominantly rural. Though some facilities have operated successfully, 
many of the roads completed have suffered from lower-than-projected use and, as a result, had 
financial difficulties. 
 
Details: Though many of the expressways in the United States, and specifically the Chicago region, 
lack tolls, a growing percentage of the new roads being built around the country are being built 
with tolling integrated into their financing plans. By providing for tolling, governments have the 
ability to attract private investors that will help contribute to up-front capital costs (see question 6 
for more about public-private partnerships). When making deals to finance roads, investors typically 
rely on projections that make assumptions about how traffic is expected to change in the coming 
years, so as to determine how much growth in use and therefore revenues there will be. 
 
Though certain roads financed with private funds through a financing structure based on future 
tolls have done well, many others have faced difficulty. This is particularly true for toll roads built in 
rural areas on the assumption that significant growth would follow an investment in road capacity, 
similar to the Illiana (though it should be emphasized that this growth, in the case of the Illiana and 
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other roads, is typically forecast to occur with or without the construction of the new road facility). 
An MPC analysis of major rural toll road projects in recent years offered the following insight: 
 

Project Location Cost, length Completion 
Year 

Result 

San Joaquin Hills 
toll road 

Orange 
County, CA 

$800 million, 
16 miles 

1996 Agency asked its creditors 
to reduce its coverage 
ratio and annual debt 
service ratios; use is only 
43% of projections 

Inter-County 
Connector 

Maryland $2.4 b ($516 
m TIFIA loan), 
18 miles 

2011 Road use about a third of 
initial expectations, 
though they are in line 
with revised forecasts 

South Bay 
Expressway 

San Diego, 
CA 

$658 m ($140 
m TIFIA loan), 
9.2 miles 

2007 Operator filed for Chapter 
11 bankruptcy ($73 m in 
unsecured TIFIA loan, will 
not recapture full loan) 

SH 130 Austin, TX $1.33 b ($430 
m TIFIA loan), 
41 miles 

2012 Half of projected traffic; 
owner saw credit rating 
downgraded by Moody’s 
(2013) 

Pocahontas 
Parkway 

Richmond, VA $597 m ($150 
m TIFIA loan), 
8.8 miles 

2002 Initial owner (non-profit 
state entity) could not 
service debt; later road 
turned over to consortium 
of banks when earnings 
didn’t cover debt costs 

Dulles Greenway Loudoun, VA 14 miles 1995 Traffic below forecasts, 
peaked in 2005; owner 
records road as net 
liability; bond ratings 
reduced (2013) 

Camino Colombia Laredo, TX $90 m, 22 
miles (1 lane 
per direction) 

2000 Filed for bankruptcy 
(2003) after being unable 
to service its debt. Truck 
traffic was far below 
projections 

Southern 
Connector 

Greenville, SC $200.1 m 
(tax-free 
bonds), 16 
miles 

2001 Debt downgraded; filed 
for bankruptcy (2010) 
after use was less than 
half of projections 

 
These examples are particularly interesting because all are outside of already developed urban areas 
and were financed on the assumption that significant future growth would make them profitable. 
The federal government’s TIFIA loan program was used to finance several of these projects, 
indicating that the projects were assumed to be reasonable investments when first developed. 
However, the experience with many of these projects indicates that road use was far below 
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forecasts and revenues did not keep up with projections. As a result, several of the roads went into 
bankruptcy, putting publicly subsidized loans at risk.  
 
In a response to a draft of MPC’s analysis of the Illiana Corridor, IDOT noted that “A combination 
of more conservative revenue forecast methodologies and tighter lending standards makes it much 
less likely that Illiana would be put in the same position if IDOT and INDOT were to choose a 
revenue risk based P3 procurement.” In addition, IDOT argues that financial difficulties that 
affected the South Bay Expressway and Camino Colombia were due to delays and “unanticipated 
competing” projects. MPC agrees that any project that relies on future forecasts to project usage of 
a facility relies on a number of assumptions, some of which may not be correct. This difficulty in 
making accurate estimates of future use makes it impossible to know entirely accurately whether 
the financing and usage figures for new facilities will pan out as expected. 

12. Why does the Illiana need to be added to GO TO 2040, the region’s long-term plan, to 
move forward? 

Federal law mandates that metropolitan planning organizations (MPOs) include transportation 
projects funded with federal dollars in their long-term plans. CMAP is the federally designated MPO 
representing the seven-county Illinois portion of the Chicago metropolitan area. CMAP’s GO TO 
2040 is the Chicago region’s current long-term plan and was initially approved in 2010 by CMAP’s 
board and transportation policy committee, both of which are made up of elected officials, their 
representatives, and representatives of local governmental transportation agencies. 
 
GO TO 2040 has two categories for transportation projects: those included on the “constrained” 
list of projects expected to be funded and those on the “unconstrained” list, which could be 
funded in the future if new sources of funding are identified. Federal law requires that any major 
capital project funded with federal dollars is on the constrained list. Currently, the constrained list 
includes six projects, including an extension of the CTA Red Line to 130th Street; the IL 53/Central 
Lake County Corridor; the West Loop Transportation Center; the I-294/I-57 Interchange; the Elgin-
O’Hare Expressway; and the Circle Interchange. 
 
The Illiana is not on the list as a funded project. However, GO TO 2040 does include funding for 
Phase 1 Preliminary Engineering for the project and states that “CMAP supports initiating Phase 1 
engineering for the project in order to narrow the scope to a few feasible alternatives, and 
recommends that these activities begin as a high priority.” These engineering studies, which are in 
the process of being completed by IDOT, are intended to inform the discussion of whether or not 
to fund the construction of the road. 
 
As IDOT is promoting the Illiana as an addition to the region’s transportation system, it has asked 
CMAP to add the Illiana to its list of constrained projects. 
 
NIRPC, representing the Indiana portions of the region has its own regional plan and is also 
currently in the process of evaluating the Illiana project to determine whether to include the project 
on its own constrained list. The project must be added to the constrained lists of both CMAP and 
NIRPC to be funded by Washington.  
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13. What is the process for including the Illiana in GO TO 2040? 

In May 2013, IDOT formally asked CMAP to add the Illiana to GO TO 2040’s list of constrained 
infrastructure projects. In June 2013, at CMAP’s request, IDOT presented to the CMAP board and 
provided CMAP several details about the degree to which the project is expected to fulfill the goals 
presented in GO TO 2040. In July, CMAP staff released an updated evaluation of the Illiana project 
that took into account IDOT’s most recent information and inputted the Illiana project into the 
regional transportation model developed by CMAP. 
 
In October 2013, CMAP’s board and MPO policy committee will vote on whether to include the 
project in GO TO 2040’s list of constrained funding transportation projects. If the project is added 
to the list, and NIRPC provides similar approval, IDOT will have the go-ahead to continue working 
with INDOT to advance the project to reality. 
 
It should be noted that there is no precedent for removing a project from an MPO’s funded capital 
project list once it has been added and the state department of transportation has agreed to move 
forward with it. If CMAP approves the Illiana in October 2013 under certain assumptions (such as a 
low public contribution to the project’s capital costs), it would be difficult to remove it from GO TO 
2040 in Spring 2014 if IDOT asks for a larger public capital cost contribution than initially foreseen. 

14. Can we be confident about the future use of the road network by international 
intermodal freight? 

Summary: Fuel prices and the construction of the Panama Canal expansion may dramatically alter 
Chicago’s current role as the hub of U.S. intermodal freight distribution. Projections for the use of 
the Illiana do not take into account potential wide shifts of freight to trains due to high fuel prices 
and a reduction in cross-country freight movements due to easier sea links between Asia and the 
U.S. East Coast. 
 
Details: A serious issue is whether Chicago’s role as the hub of U.S. cross-continental freight will 
continue to be true into the future. Fuel prices are expected to increase over the next several 
decades, which will mean increasing demand for less energy-intensive transportation options. In 
the world of freight, this means shipping by boat and rail over shipping by truck. This should put 
into question the necessity of the Illiana project in terms of attracting future trucking demand. 
 
In addition, the planned expansion of the Panama Canal 
(http://www.pancanal.com/eng/expansion/), which will effectively double the amount of freight 
that can move through the canal by 2015, could dramatically alter the shape of international trade. 
 
A report by the Institute for Water Resources and the U.S. Army Corps of Engineers in December 
2008 (http://www.iwr.usace.army.mil/Portals/70/docs/iwrreports/WhitePaperPanamaCanal.pdf) 
shows that, thanks to recent improvements, the East Coast is receiving an increasing share of its 
imports from Asia via the Panama Canal and not the U.S. intermodal system (pg. 2, see below). In 
essence, this means that goods arriving to the East Coast are increasingly bypassing Chicago and 
the rail and trucking routes that serve it. 
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These trends may be magnified with the completion of the canal expansion. A Spring 2011 report 
from Jones Lang LaSalle (http://www.us.am.joneslanglasalle.com/UnitedStates/EN-
US/Documents/Panama_Excursion-JLL.pdf) shows that the completion of the canal will shift what is 
known as the “demarcation line for discretionary cargo” west. In effect, this means that it will 
become cheaper to move goods via boat to a larger portion of the U.S. via the east coast. This may 
result in less cross-country shipping through Chicago. One of the primary markets the Illiana is 
intended to serve is this specific freight corridor. 
 
Indeed, Jones Lang LaSalle Executive Vice President Richard Thompson noted in 2011 
(http://www.rejournals.com/2011/09/13/panama-canal-expansion-could-bring-shift-in-distribution-
patterns/) that the Panama Canal expansion could result in a rerouting of freight with a Chicago 
destination. He argued that a 1,000-mile shorter journey distance by land would make landing 
ships at Houston, rather than Los Angeles, a more promising route for goods coming from Asia. As 
a result, the primary increases that may be seen in truck congestion in the coming years may be on 
north-south, rather than east-west routes. 
 
A 2010 report on the Illiana Expressway by Cambridge Systematics for IDOT 
(http://www.dot.state.il.us/Illiana/finalreport.pdf) notes that “Chicago’s freight industry thrives in 
part due to the need for transfer of goods between the east and west coasts. Some predict the 
need for these transfers mat decline with the widening of the Panama Canal and the reduction of 
eastbound container traffic on western railroads… in this instance, Chicago’s isolation from the 
coastal markets could serve as a greater deterrent to new business” (pg. 3-6).  
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In a response to a draft MPC analysis of the Illiana, IDOT noted that its 2012 Freight Mobility Plan 
(http://www.illinoistransportationplan.org/pdfs/final_report/05_freight_mobility_plan.pdf) 
addressed the potential impact of the Panama Canal expansion. The report is ambiguous and, 
while it notes that “by enabling the use of larger container ships Panama Canal expansion will likely 
reduce transportation costs for goods imported from Northeast Asia through US East Coast ports,” 
it also does not suggest that Chicago’s role as the hub of U.S. intermodal freight distribution will 
change. Because the use of the U.S. intermodal system (as an alternative to water routes) is already 
declining for shipments bound for the East Coast, the long-term effects are unknown. But this is a 
factor that could significantly impact the overall use of roads like the Illiana and adds to the 
uncertainty about the road’s usage. 

15. Would the Illiana reduce congestion on I-80, in Will County and in the rest of the region? 

Summary: Studies by both CMAP and IDOT suggest that the Illiana would do little to minimize 
current and expected future congestion on roadways in the study area, and do even less for the 
region as a whole. 
 
Details: CMAP conducted an analysis in July 2013 of the Illiana project 
(http://www.cmap.illinois.gov/documents/20583/1356626/IllianaV6--07-30-2013.pdf/4f71fb90-
c416-4d3d-a771-ac819a20626a) that inputted the most recent information about the project into 
the regional transportation model so as to determine the effects of the proposed road on regional 
traffic. Notably, the goal of the study was to determine whether the project will result in less 
congestion on the region’s roads. 
 
The review of data demonstrates that the Illiana will have no net positive effect on traffic 
congestion within the region. The effects on regional congestion are documented in the following 
table (based on CMAP analysis, Figures 8 and 9, pg. 12): 
 

Regional travel 
demand 

2010 base CMAP 2040 estimate 
with no Illiana built 

CMAP 2040 
estimate with 
Illiana completed 

% of all vehicle miles 
traveled in congested 
conditions 

5% 9% 9% 

% of all vehicle hours 
traveled in congested 
conditions 

10% 20% 20% 

% of truck vehicle 
miles traveled in 
congested conditions 

9% 12% 11% 

% of truck vehicle 
hours traveled in 
congested conditions 

16% 29% 29% 

 

http://www.illinoistransportationplan.org/pdfs/final_report/05_freight_mobility_plan.pdf
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As the above table demonstrates, the share of both miles and hours traveled in congested 
conditions by all vehicles in the CMAP region are expected to increase significantly between now 
and 2040. However, the completion of the Illiana Expressway is not expected to decrease 
congestion for vehicles on average according to CMAP analysis. CMAP does find a slight decline in 
congested conditions for truck vehicle miles (1 percentage point decline), but no such decline in 
truck hours traveled in congestion. 
 
The following image (from CMAP analysis, pg. 13) demonstrates that the Illiana would do very little 
to relieve congestion on the region’s roadways, including I-80, for which the Illiana is designed to 
be a substitute. The image shows that roads predicted to be congested without the completion of 
the Illiana are largely expected to be congested, even with the completion of the road (in red). Very 
small sections of I-80 and I-55 may see slight declines in congestion (in blue), but as the map 
illustrates, these sections account for a very small portion of the regional highway network. 
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IDOT’s analysis of the results of the construction of the Illiana produces slightly different figures 
than those identified by CMAP. This is a result of IDOT’s use of a different methodology to 
determine future growth in the region (see question 5). The results recorded by IDOT are compared 
to those found by CMAP in the following table (based on CMAP analysis, Figures 8 and 9, pg. 12). 
 
 
 
 
 
 
 
 



METROPOLITAN PLANNING COUNCIL  ILLIANA Q&A 

 
AUGUST 29, 2013  Page 29 of 42 

Regional travel 
demand 

CMAP 2040 
estimate with 
no Illiana built 

CMAP 2040 
estimate with 
Illiana completed 

IDOT 2040 
estimate with 
no Illiana built 

IDOT 2040 
estimate with 
Illiana 
completed 

% of all vehicle 
miles traveled in 
congested 
conditions 

9% 9% 14% 13% 

% of all vehicle 
hours traveled in 
congested 
conditions 

20% 20% 27% 26% 

% of truck vehicle 
miles traveled in 
congested 
conditions 

12% 11% 19% 17% 

% of truck vehicle 
hours traveled in 
congested 
conditions 

29% 29% 36% 35% 

 

These data indicate that, overall, IDOT predicts significantly more regional congestion than CMAP, 
both in terms of miles and hours traveled. The IDOT analysis, however, shows little positive regional 
effects of the Illiana’s completion. The road is expected to decrease hours and miles of congested 
travel by all vehicles by one percentage point. IDOT expects a slightly larger decline for congested 
truck miles (two percentage points), but even this prediction means minimal improvement in the 
congestion situation for almost all trips. 
 
It is noted that in a response to a draft MPC analysis of the Illiana, IDOT emphasized that “all major 
capital expansion projects in GO TO 2040 have very small changes in hours of congestion (all less 
than 1%, except for the Central Lake County Corridor).” It should also be emphasized that IDOT’s 
assumptions about changes in regional congestion include the assumption that lanes will be added 
on surrounding freeways, at a CMAP-estimated cost of $1.5 billion (see CMAP analysis, pg. 4-5). 
These expansions are currently not funded and are not included in the GO TO 2040 plan. 
 
The Illiana Alternatives Evaluation Report (http://www.illianacorridor.org/pdfs/illianaaer020613.pdf), 
completed in 2013, provided some useful information about the performance of the Illiana project 
(pg. 4-9). Several of the key statistics for the tolled B3 route (the selected alternative for the project) 
are documented in the following table. 
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 Change in Number Change in Percentage 

Criterion High Toll 
Alternative 

Low Toll 
Alternative 

High Toll 
Alternative 

Low Toll 
Alternative 

Regional East-West 
Vehicle Hours of 
Travel 

-4,200 -10,200 - 0.11% -0.27% 

South Sub-Region 
East-West Vehicle 
Hours of Travel 

-7,400 -17,900 -0.83% -2.01% 

Regional Vehicle 
Hours of Travel 

-5,600 -12,600 -0.08% -0.18% 

South Sub-Region 
Vehicle Hours of 
Travel 

-7,600 -17,100 -0.48% -1.08% 

Number of Jobs 
Accessible within 30 
Minutes 

+18,000 +18,000 +1.00% +1.00% 

Study Area Congested 
VMT on Arterials 

-48,000 -95,000 -2.35% -4.66% 

Study Area Vehicle 
Hours of Travel on 
Arterials 

-4,100 -8,200 -1.61% -3.21% 

Regional Truck Hours 
of Travel 

-2,200 -4,900 -0.26% -0.57% 

South Sub-Region 
Truck Hours of Travel 

-4,700 -10,600 -1.85% -4.17% 

 

As the table shows, the Illiana would do very little to improve congestion in the region as a whole. 
Regional vehicle hours of travel would decline by a maximum of two-tenths of one percent. Along 
arterials in the study area, the number of miles traveled in congested would decline by between 2 
and 5 percent—equivalent to taking a maximum of five cars off a road lane with 100 cars on it. 
The overall effects, in other words, would be minimal in terms of actually improving conditions in 
the area and almost non-existent in the region as a whole. 
 
IDOT’s projections of future road use suggest that levels of service (LOS) on the roadways in the 
Illiana study area will decline substantially over the next thirty years. LOS is measured using grades 
from A to F, where A is best, uncongested traffic and F is very congested conditions. As the 
following map demonstrates, the LOS is expected to be worst on the area’s north-south highways, 
such as I-57 and I-65 (from pg. 96 of the Transportation System Performance Report, or TSP 
(http://www.illianacorridor.org/pdfs/feis/app_a.pdf)). Roads that run east-west through the study 
area would almost uniformly have relatively high LOS scores, ranging from A to C. It is unsurprising, 
as a result, that the addition of the Illiana would likely do little to solve the overall issues related to 
congestion in the area. 
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In its discussion of the need for the Illiana, IDOT argues that the lack of current east-west highway 
capacity through the area suggests a need for a new road. But the LOS scores projected by IDOT 
imply that the existing east-west roadways through the area would not be overburdened, even 
with significant increases in traffic through the area. 
 
Overall, these results indicate that there is significant reason to be skeptical of the idea that the 
completion of the Illiana will result in less congestion on area roadways. This is largely a 
consequence of the fact that the Illiana is located far outside of the region’s core and does not 
serve as a viable alternative for many commutes or long-distance trips in the region. 
 
It should be noted that if the region’s primary goal is to reduce congestion on area roadways, the 
Illiana would be less effective than other potential investments. Though I-80 and areas in Will 
County suffer from congestion, other roads in the region are far more congested. The following 
map shows that roads such as I-90 North, I-94 South and I-55—all extending from Chicago’s 
Loop—all suffer from considerably more travel time volatility than I-80 (map from Illinois State 
Freight Mobility Plan, Draft for Discussion, November 2012, pg. 107, 
http://www.illinoistransportationplan.org/pdfs/draft_freight_mobility_plan_Nov2012.pdf). 
 

Without Illiana 



METROPOLITAN PLANNING COUNCIL  ILLIANA Q&A 

 
AUGUST 29, 2013  Page 32 of 42 

 

16. Will the Illiana’s construction induce more driving? 

CMAP’s analysis of the Illiana project 
(http://www.cmap.illinois.gov/documents/20583/1356626/IllianaV6--07-30-2013.pdf/4f71fb90-
c416-4d3d-a771-ac819a20626a) demonstrates that the construction of the Illiana project would 
increase the number of vehicle miles traveled on area roadways by 1,706,000 miles every day (pg. 
12). Though this is a small increase (0.8%) compared to the overall miles traveled in the region, it 
would mean a meaningful increase in driving and, as a result, an increase in pollution. The project 
would also result in 151,000 more miles being traveled each day by trucks in the region, which are 
particularly heavy polluters. The project would, however, reduce vehicle hours of travel per day by 
9,100 hours (equivalent to a 0.13% reduction in the region’s overall vehicle hours), according to an 
IDOT analysis. 
 
CMAP’s analysis suggests that the Illiana will increase the annual carbon dioxide emissions in the 
region by 100,000 metric tons (see pg. 18). Though IDOT does not predict any increase in 
emissions, an increase in overall road traffic will undoubtedly result in more air pollution.  

17. Will trucks save time by driving on the Illiana compared to their current routes?  

Summary: An analysis of freight in the Chicago region indicates that most truck movements on 
through routes move from the west to Cook County, north of the Illiana, and states like Michigan 
and Ohio, rather than Indiana. As a result, the Illiana will provide no time savings for those drivers. 
 
Details: The growing industrial, distribution and manufacturing facilities located in the south 
suburban areas of the Chicago region will likely increase truck traffic. And certainly Chicago 
remains one of the nation’s largest hubs of intermodal freight shipments. The question is the 
degree to which those shipments require a new east-west highway in the southern part of the 
region. 
 
The Illiana Transportation System Performance (TSP) Report 
(http://www.illianacorridor.org/pdfs/feis/app_a.pdf) conducted an analysis of the movement of 
trucks entering the region, and documented that trucks coming from the west (notably on I-80) 
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“are traveling through the study area to locations in Michigan and Ohio (pg. 105). The following 
map (from pg. 106 of the TSP) illustrates the paths of trucks (in red) coming from an origin point 
on I-80 (in blue). This map illustrates that the large majority of trucks entering the region from the 
west either terminate in Chicago and its suburbs north of I-80 or east of the region in Michigan 
and Ohio. Very little of the traffic moves southeast into Indiana. This makes sense as traffic moving 
from the west to Indianapolis and similar destinations can travel via I-74 and avoid the congestion 
of the Chicago region altogether.  

 
For drivers currently moving through the Chicago region from west to east, or vice versa, using the 
Illiana instead of I-80 would require 56% more mileage. As a result, traffic on I-80 would have to 
be quite slow for it to be faster to take the Illiana rather than I-80 for trucks traveling through the 
region on an east-west axis. 
 
The following map shows the current destinations of trucks originating in the Joliet/Elwood 
intermodal centers. The map also shows the current locations of intermodal facilities, 
warehouse/distribution centers and port facilities, shown as green and blue dots. MPC added the 
rough route of the proposed Illiana Expressway, shown as a black line with two arrowheads. The 
areas in darker red represent destinations of higher densities, with lighter red indicating less 
popular destinations by truck. 
 

Without Illiana 
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The above map makes clear that the Illiana serves an area with limited demand from intermodal 
trucking. The large majority of trucking routes from existing intermodal facilities are in areas north 
of I-80 and far north of the proposed route of the Illiana Expressway. As a result, there is reason to 
suspect that few truckers will benefit from the construction of the new facility in terms of making 
connections between their destinations. 
 
MPC conducted a sketch analysis of different origin-destination pairs that could take advantage of 
either the Illiana Expressway (if it were built) or I-80. Movements to and from the following 
intersections were considered: 
 
- I-80 and I-55 (“Northwest”) 
- I-80 and I-57/I-294, depending on the direction (“North”) 
- I-80 and I-65 (“Northeast”) 
- Illiana and I-55 (“Southwest”) 
- Illiana and I-57 (“South”) 
- Illiana and I-65 (“Southeast”) 
 
These are illustrative origins and destinations. If a vehicle were traveling from Davenport, Iowa to 
South Bend, Indiana, for example, it would take I-80 today; in this analysis, this trip would be 
represented by a “Northwest to Northeast” route. The analysis that follows in this question and in 
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question 18 evaluates distance, time and cost differences between origin-destination pairs using I-
80 or, in theory, the Illiana.  The following map shows these origins or destinations in the zone 
between I-80 and the Illiana. 
 

 
 
The following chart shows the difference in distances between travel taken on existing I-80 routes 
between the blue arrow points noted above, and proposed alternative routes using the Illiana, 
based on an MPC analysis. 
 

Route Distance via Illiana 
(miles) 

Distance via I-80 
(miles) 

Illiana % Longer 

Northwest <> Northeast 76.3 48.8 56% 

Northwest <> Southeast 59.1 66.0 -10% 

Southwest <> Northeast 64.0 61.1 5% 

Northwest <> South 32.1 43.9 -27% 

South <> Northeast 44.8 42.1 6% 

North <> Southeast 46.2 40.7 14% 

Southwest <> North 38.4 37.6 2% 

Southwest <> Southeast 46.8 78.3 -40% 
 
The chart demonstrates that of eight through routes, the Illiana would make travel shorter on three 
of the routes. As the previous map illustrated, however, the most prominent route for through 
travel is from the Northwest to Northeast, and in that case, the Illiana route is significantly longer 
than the I-80 route.  
 
 

N 

S 

I-80 

Illiana 
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18. Will truckers be willing to pay a toll to drive on the Illiana?  

An MPC sketch-level analysis that evaluated the value of time for truck drivers, gas consumption 
and tolls shows that the distance differences between I-80 and Illiana routes are only one part of 
the larger equation. Indeed, those components are included in an analysis of the relative 
advantages of routes via the Illiana or I-80, in the following table. 
 

Route Average speed of I-80 from I-65 to I-55 at which Illiana would be 
more economical for trucks, assuming no congestion on Illiana 

Northwest <> Northeast 20 mph 

Northwest <> Southeast 52 mph 

Southwest <> Northeast 36 mph 

Northwest <> South 181 mph 

South <> Northeast 33 mph 

North <> Southeast 28 mph 

Southwest <> North 38 mph 

Southwest <> Southeast 530 mph 
 
This table shows that average speeds on I-80 must be very slow (unreasonably slow) for truck 
drivers to have an incentive to travel on the Illiana rather than use I-80 for most through-routings. 
This is because adding a toll for the Illiana makes driving on the route significantly more expensive 
than the mostly toll-free I-80 routing. The speed advantages of the Illiana are simply not high 
enough for most truck drivers to be likely to be willing to pay the toll rather than take advantage of 
the free route. The only exceptions to this are on trips from Northwest to Southeast, which are 
likely rare (because I-74, to the south, avoids Chicago altogether and is a free alternative), and from 
Southwest to Southeast, the exact Illiana corridor. Because demand on the Illiana corridor is low 
and is likely to continue to be low, the corridor is likely to suffer from low demand, as IDOT’s use 
estimates (question 4) already show.  

19. Were alternatives to the Illiana highway studied?  

Summary: IDOT conducted a review of several route alignment alternatives for the Illiana, but it 
did not commit significant resources to studying alternatives, such as freight rail or passenger 
transit investments. Nor did it review the possibility of investing in upgrading existing local roads in 
the study area. 
 
Details: The Tier 1 Environmental Impact Study conducted by IDOT, with the aid of consultant 
Parsons Brickerhoff (http://www.illianacorridor.org/pdfs/illiana_draft%20aer_071812.pdf), 
considered a variety of potential alternative routes for a new highway in the southern section of the 
Chicago region. These routes were compared with a “no-build” alternative in which no highway 
was constructed. However, the study did not substantially consider other options, such as 
substantial upgrades to existing roads; new freight rail facilities; and new passenger transit facilities. 
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According to the Illiana Alternative Evaluation Report, “passenger rail, commuter rail, intercity bus, 
and commuter bus do not have the ability to meet the project Purpose and Need as stand-alone 
modal alternatives” (pg. 3-5). 
 
The study included an analysis of the potential to create a new arterial running in an alignment 
north and south of the South Suburban Airport. The southern alignment was relatively close to the 
B3 alignment, , which is the alignment for the Illiana Expressway that IDOT is currently planning. An 
arterial, as compared to a highway, is not entirely grade separated and significantly less expensive 
to construct. However, an arterial roadway would be slower than a highway. IDOT’s analysis 
suggested that the arterial option would provide fewer benefits in terms of daily users than a full 
highway option. However, a comparison between costs was not made. As such, it is not possible to 
evaluate whether or not the cost-benefit ratio for an arterial alternative would be higher than the 
expressway option that was selected. 
 
IDOT conducted “discussions with UPRR, NS, and CN railroads, as well as correspondence with 
officials of the Illinois Railroad Association” (pg. 41). These discussions informed IDOT that “the 
freight railroads… do not see a need for a new east-west freight railroad corridor in the Study 
Area, and therefore are not willing to invest in one.” IDOT thus did not determine a need for a 
such a freight rail facility. However, IDOT does not appear to have proposed public funding for such 
a facility, which would be provided for the proposed highway, and thus a truly comparative analysis 
was never conducted. 
 
The study also very briefly considered the possibility of expanding bus service in the areas, but 
concluded that “there is not enough population and employment density for existing or 2040 
conditions to support east-west fixed guideway (rail or exclusive lanes) transit service” (according to 
Pace service guidelines). As a result, public transportation alternatives were not included in the 
study, and the project does not provide for new funding for transit or rail investment as a 
complement to the railway. In a response to a draft MPC analysis of the Illiana, IDOT noted that 
“this does not preclude the use of the Illiana for transit.” On the other hand, IDOT has provided no 
indication that it would support the operations of a transit line using the corridor, or evaluated how 
many riders might use such a transit line. 

20. How many jobs will the Illiana create, and how would they be distributed throughout the 
region?  

Summary: IDOT argues that the construction of the Illiana will create thousands of jobs. An 
analysis of IDOT’s data, however, shows that the project’s overall benefits will be fewer than 1,000 
additional people employed. In addition, the primary consequence of the project’s development will 
be a significant shift of jobs and population from the core of the Chicago region to the far 
southern exurbs and Indiana. 
 
Details: As part of the Tier 1 study of the Illiana, IDOT commissioned the al Chalabi Group (ACG), 
in association with Parsons Brinckerhoff, to conduct an analysis of the socio-economic effects of 
the Illiana corridor (http://www.illianacorridor.org/pdfs/feis/app_e_p02.pdf). This study reviewed the 
travel-time benefits of potential Illiana corridors and estimated future population and employment 
growth based on historical and mathematical models premised on a market-based regional growth 
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model (http://www.illianacorridor.org/pdfs/feis/app_e_p01.pdf). The model incorporated a number 
of factors in determining how households, population, and employment would change in the 
metropolitan region, including the availability and cost of land; quality of education; availability and 
quality of public services; quality of the landscape; and other considerations (pg. 5). 
 
The ACG study did not find any significant effects of the Illiana on increasing jobs or population in 
the metropolitan area as doing so would imply “more growth in the Chicago CMSA at the expense 
of other regions within the U.S. There is no basis for assuming such transfers among regions in the 
absence of a nationwide, single transportation modeling effort” (pg. 11). As such, the ACG model 
suggests that there is insufficient evidence to conclude that the Illiana corridor will create any 
additional jobs or attract any additional population compared to the base forecast (the model does 
show extremely small increases in population (+3) and employment (+217) compared to forecasts, 
but these are model variations, not forecasts of actual change). In general, as noted in an IDOT 
response to a draft MPC analysis of the Illiana, the ACG model was developed with the assumption 
that “population and employment forecasts should maintain a fixed control total for future 
population and employment forecasts, so there is a re-allocation of population and employment in 
the region as a result of implementing a major capital transportation project.” The goal of the ACG 
study, in general, was to show how population and employment would be redistributed in the 
region as a result of the road, not to show how they would grow because of the road. 
 
The ACG study did show very significant changes in the location of jobs and employment in the 
Chicago region because of the construction of the Illiana. An analysis of the effect of constructing a 
new highway along a corridor very similar to the B3 alignment selected by IDOT produced the 
changes in estimated population compared to the baseline estimates (pg. 15), as shown in the 
following chart. 
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 City or County Population change 
compared to baseline 

Employment change 
compared to baseline 

Counties or Areas in 
CMAP Metropolitan 
Region (Illinois) 

City of Chicago -2,695 -1,187 

South Suburban Cook 
County 

-177 -135 

North Suburban Cook 
County 

-471 -804 

West Suburban Cook 
County 

-272 -525 

DuPage County -503 -1,024 

Kane County -3,758 -1,956 

Kendall County -1,053 -431 

Lake County -1,570 -1,645 

McHenry County -1,695 -902 

Will County 4,874 3,553 

Overall CMAP Region -7,320 -5,056 

Other Illinois 
Counties 

Grundy County 523 213 

Kankakee County 1,077 562 

DeKalb County -850 -265 

LaSalle County -24 45 

Boone County -435 -126 

Lee County -8 -5 

Ogle County -98 -58 

Winnebago County -573 -306 

Overall Illinois -7,708 -4,996 

Indiana Counties Lake County 5,228 3,551 

Porter County 2,340 1,497 

LaPorte County 143 165 

Overall Indiana +7,711 +5,213 
 
The ACG model, therefore, indicates that the net impact of the Illiana will be a shift of population 
and jobs out of Illinois and into Indiana. Specifically, the CMAP region will see a net loss of more 
than 7,300 inhabitants and 5,000 jobs, with Cook and Kane Counties particularly hard hit, 
compared to baseline forecasts. On the other hand, Indiana Counties will see an increase of more 
than 7,700 inhabitants and a gain of more than 5,200 jobs compared to the baseline thanks to this 
investment. The following maps, from the ACG study, visually demonstrate how population and 
employment changes would result from the construction of the Illiana in the B3 alignment (pg. 20). 
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According to the 2013 Illiana Tier 1 Alternatives Analysis Report 
(http://www.illianacorridor.org/pdfs/illianaaer020613.pdf), IDOT accepts ACG’s methodology as 
reflective of the impact of the Illiana on jobs and population. The report states (pg. 5-3) that 
“Because all corridors improve accessibility and provide congestion relief, some projected regional 
population and employment growth is expected to shift to the Study Area and South Sub-Region, 
which in Illinois is a result of outward growth from points north, and in Indiana is a result of 
migration from Illinois.” In other words, the net effect of the road will be a shift of jobs and 
population from the region’s core to southern and western counties, with little net regional benefit. 
 
The Illiana Tier 1 Environmental Impact Statement Environmental Resources, Impacts, and 
Mitigation chapter (http://www.illianacorridor.org/pdfs/feis/section_03.pdf) did estimate job and 
population growth resulting from the construction of the Illiana roadway, outside of the general 
shifts in jobs and population noted in the ACG study. The construction of a tolled highway on the 
B3 alignment is expected to produce roughly the following number of short-term jobs per year over 
the course of the construction period (pg. 3-40) (figures in the below table were imputed from a 
chart and therefore may not be exactly accurate): 
 

Year Direct Construction or 
Planning Jobs 

Indirect Jobs Resulting 
from Worker Pay 

2013 100 0 

2014 300 80 

2015 1,550 450 

2016 2,950 900 

2017 2,150 650 

2018 10 0 

Average for all years 1,177 347 
 
During the six-year planning and construction period, the Illiana is thus expected to produce an 
average of about 1,200 jobs directly. During the height of the construction period, from 2015 to 
2017, the project will produce between 1,550 and 2,950 jobs per year. It should be remembered, 
of course, that any public investment in new construction will result in additional jobs. These 
figures were calculated by inputting the likely cost of the road into a projection of jobs needed to 
complete the facility. Any similar construction project using similar funds would produce similar 
construction jobs, so these jobs should not be attributed to the construction of the Illiana 
specifically but any public investment of funds into an infrastructure project. 
 
Over the long-term, a tolled road on the Illiana’s B3 alignment would result in the following 
number of jobs per year over the next thirty years (pg. 3-44), as shown in the following table. These 
estimates were produced based on an assumption that greater travel time savings would produce 
more employment.  
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Year range Years in period Average annual employment 

2018-2025 8 377 

2026-2030 5 720 

2031-2035 5 967 

2036-2040 5 1,217 

2041-2045 5 1,473 

2046-2047 2 1,655 

Average for all years 30 940 
 
As this chart shows, the number of people estimated to be employed per year given the 
construction of the Illiana is fewer than 1,000. These estimates are somewhat different than those 
completed in the ACG study. These figures do not reflect the possibility that these jobs may be 
redirected from another section of the region. However, even if they are new jobs, the Illiana’s 
impact on the region would be very low. At a cost of $1.3 billion, the project’s net impact would 
mean that over the course of thirty years, each job it would produce would cost about $1.4 million. 
 
Another projection of the Illiana’s impacts was produced by consulting firm Cambridge Systematics 
for IDOT in 2010 (http://www.dot.state.il.us/Illiana/finalreport.pdf). Based on a sketch-level design 
of the road, this report attempted to quantify how many jobs the project could create. The report 
did this by first quantifying travel and transportation cost benefits (pg. 4-3) and determined that 
these benefits would result in an average of 27 to 38 new jobs a year compared to the baseline in 
the Chicago region (pg. 4-6). The study also indicated that the development of land in the area 
around the expressway could result in the addition of 290 to 422 new jobs a year (pg. 4-12). 
 
It should be noted that CMAP’s estimates from a 2010 analysis of GO TO 2040’s proposed major 
capital projects (http://www.cmap.illinois.gov/documents/20583/80fae979-3077-44ad-9caa-
1e1dc6224049, pg. 9) estimated that the Illiana would add an estimated 3,856 long-term jobs to 
the regional economy above the 2040 baseline. Based on CMAP’s estimates, this would be a 
0.07% increase over the baseline projected to occur without the construction of the Illiana. This 
estimate, however, was based on a more northerly alignment for the road than is now planned and 
a much higher budget, both of which would likely result in higher job growth estimates. 


