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between Wilmington, IL and Selma, CA.  A service of fifty cars, totaling 200 truckloads, will and 

offers “door-to-door” service.  This industrial area is found along Interstate 55 and State Route 

53. 

 RidgePort Logistics Center: RidgePort Logistics Center is 1,500 building square foot intermodal 

logistics center that began development in 2012 and is still in construction phases (RidgePort, 

2013).  The investment firm, RidgePort Property Trust, was formed in 2003 to specialize in 

warehouse, distribution and manufacturing.  This logistics center has partnered with BNSF and 

has prioritized funding for the reconstruction of the Interstate 55 and Lorenzo Road interchange 

through the highway improvement program (WCCED, 2013). 

 First Park Joliet: First Park Joliet is a 262 acre property with 3.2 million square feet of industrial 

facilities that became functional in the fall of 2008.  This property also contains office space and 

commercial space and is found close to Interstate 55 and Interstate 80 (Paine/Wetzel, 2007).  

 Carlow Corporate Center: Carlow Corporate Center is 250 acre industrial park, located in 

Bolingbrook, IL near Interstate 55.  This center was built in 1993 (Showcase, 2013) and has had 

tenants, such as The Home Depot, Central American, General Motors, Precision Foods and 

Dedicated Logistics (SapceCoInc, 2013). 

 Internationale Centre: Internationale Centre is a 920 acre industrial and warehouse distribution 

center, located near 355 and Interstate 55 (Woodridge, 2012). 

 Bluff Point Park: Bluff Point Park is a three part industrial park that is located in Romeoville, IL.  

Bluff Point I was completed in 2004, Bluff Point II was completed in 2007 and Bluff Point III 

construction began in 2008.  These parks are over 100,000 square feet and over 75 acres in size 

and are located along Interstate 55 and State Route 53 (LAL, 2012). 

 Remington Lakes Business Park: Remington Lakes Business Park is located in Bolingbrook, 

Illinois close to the interchange of Interstate 55 and State Route 53.  
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 Rock Run Business Park: Rock Run Business Park is a 300 acre business park.  Completed in 

2007, this business park is located less than one mile to an interchange along Interstate 80 and 

approximately five miles from the Interstate 80 and Interstate 55 interchange (LoopNet, 2013). 

 Windham Lakes Southwest Business Park: The Windham Lakes Southwest Business Park is 

located close to Interstate 55 with 218 acres and almost 400,000 building square feet (Etus, 

2013).  This business park began construction in 1994 (Kerch, 1994). 

 Cherry Hill Business Park: According to the New Lenox Township Assessor’s office, there have 

been three major industrial and manufacturing developments in the area since 1998, which 

include Cherry Hill Business Park, Ferro Industrial Park and Plank Trail Industrial Center.  

Additionally, the comprehensive plan of New Lenox suggests an expansion of industrial and 

manufacturing land use for medium and large scale industry. Cherry Hill Business Park is the 

largest of the recent development and includes large-scale manufacturing and light industrial 

uses.  This facility was built in 2003-2004 and is located close to Interstate 80 and less than a 

mile from the interchange at US Route 30.  Cherry Hill Business Park is split between New 

Lennox and the City of Joliet, where the existing boundary agreement dictates the location of 

potential future developments within the park. New Lenox’s portion of this part includes a large 

warehouse, office, light manufacturers, such as Michaels Distribution Facility, Moulding and 

Millwork, Tital Steel, Kuhmo Tire and more.  While most of the development happened in the 

first three years of the park’s establishment, a new Public Works Facility will open in 2013-2014 

in a smaller lot in this business park (Northern, 2013). 

 Ferro Industrial Park and Plank Trail Industrial Center: The Ferro Industrial Park and the Plank 

Trail Industrial Center are two other industrial parks in New Lennox, IL; the first was built in the 

mid-1990s and the second entered an annexation agreement in 2003 and almost all was 

annexed by 2012.  Ferro Industrial Park is located near Interstate 80 and Plank Trail is located 
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near Highway 63 and Route 30.  Both of these facilities have smaller lots (1-2 acres per lot) and 

saw the most development in the mid-2000s; Ferro Industrial Park is 75% built-out and Plank 

Trail Industrial Center still has lots available for development.  Additionally, these lots permit I-1 

district uses for development. 

 CenterPoint Intermodal Center – Joliet: An economic assessment of a second CenterPoint 

Intermodal Center, located in Joliet, Illinois, was finalized in May 2008.  CenterPoint would 

invest $2 Billion in an intermodal center partially in the City of Joliet, partially in the 

unincorporated Township of Joliet and partially in the Village of Elwood.  The economic 

assessment estimated an economic benefit to local suppliers and services of $542 million in 

wages and an additional $682 million of “value-added” activities.  This ILC is located near 

Interstate 55 and Interstate 80 (Cambridge Systematics, 2008). 

 Corporate Corridors of Mokena North: Corporate Corridors of Mokena North, located along 

Interstate 80, was built in 2008 and is comprised of 250 acres of mixed-use development (TCB, 

2013). 

 Joliet Regional Multi-Modal Transportation Center: The Illinois Department of Transportation, 

State of Illinois, Will County, Regional Transportation Association, Metra, Pace, Amtrak, BNSF 

Railroad, Union Pacific Railroad joined as partners for the development of this transportation 

center in Joliet, Illinois.  This center is meant to serve as a local, regional and state passenger 

needs for passenger rail, mass transit, airport shuttles, taxis, bicycles and pedestrians, and will 

be located along Interstate 80 and State Route 53 (IDOT, 2010).  The project was formally 

proposed in August 2010, broke ground in September 2012 and is anticipated to be completed 

by 2015 (RT&S, 2012). 

 Laraway Crossings: Laraway Crossings is an master planned industrial park that offers 362 acres, 

48 exterior docks and parking for 96 cars and 72 trailers.  Built in 2004 (Loop Net, 2013), these 



   

43 
 

properties are advertised as strategically located because they are within two miles of 

CenterPoint in Elwood, Illinois with BNSF rail service and within two miles of CenterPoint in 

Joliet, IL with UP rail service.  Additionally, it is located close to a full interchange at route 53 and 

Interstate 80 and local and regional access at Interstate 55 and 355 (Laraway, 2013). 

 Joliet Crossings: Joliet Crossings is a 67 acre, master planned industrial park located five miles 

south of Interstate 80 on Route 53.  This industrial park began running in late 2007 and has 

more than 574,000 square feet of building space.  It advertises as a logistics hub for companies 

that use BNSF’s intermodal yard by CenterPoint properties (TCB Development, 2007). 

 

The initial analysis of industrial property’s equalized assessed value in Will County was used to gain a 

general understanding of the county’s industrial property trends.  While these general trends are telling, 

equalized assessed value trends along specific transportation corridors were explored in the following 

section. 

3.2.5 Transportation Corridor Equalized Assessed Value (EAV) of Industrial Property 

This section explores equalized assessed values of industrial property along specific transportation 

corridors.  Trends in equalized assessed values of industrial property have the potential to highlight 

differences between transportation corridors located close to intermodal logistics centers and 

transportation corridors located far from intermodal logistics centers. 

The interstates (I55, I80 and I57) were examined by creating buffers of a quarter mile, a half mile and 

mile around the interchanges.  The surface streets and waterway (S53, S50, US45 and Des Plaines River) 

were analyzed by creating buffers along the continuous corridor, using a tenth of a mile buffer, a quarter 

mile buffer and a half mile buffer.  Each buffer clipped the industrial property that fell within or 
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intersected the buffer to create a list of parcels and were analyzed in terms of their equalized assessed 

value.  In addition, the percentage of industrial property within the specific buffer was calculated.  These 

initial analyses can be found in the Appendix in section, A.2. 

Mile buffers from interstate interchanges, half mile buffers along continuous corridors and a tenth mile 

buffer along the Des Plaines River/Chicago Sanitary Ship Canal corridor were chosen.  These buffers 

allowed the analysis to encompass the highest number of parcels that benefit from the transportation 

corridor’s access, yet limit the unrelated economic reach of centers of population and employment. 

These results can be seen in Table 5. 

Table 5: Summary of the EAV per square foot of industrial land along treatment and control corridors 

 

Table 5 shows the industrial data of average EAV per square foot for the individual corridors. Average 

prices in 2002 and 2007 are higher for the treatment group, although the percent difference between 

2002 and 2007 is more consistent for the control group.   

Analysis Corridor Access Type

Average 

EAV/Sq Ft 

2002

Average 

EAV/Sq Ft 

2007

% Difference

Interstate 55
Interchange

Mile Buffer 1.94$                2.25$                16.43%

Interstate 80
Interchange

Mile Buffer 0.67$                1.04$                54.84%

State Route 53
Continuous Corridor

Half Mile Buffer 2.07$                2.10$                1.09%

Des Plaines River
Continuous Corridor

Tenth Mile Buffer 0.57$                0.59$                3.17%

Interstate 57
Interchange

Mile Buffer 1.52$                1.97$                30.01%

State Route 50 
Continuous Corridor

Half Mile Buffer 1.25$                1.60$                27.82%

US Route 45
Continuous Corridor

Half Mile Buffer 1.12$                1.48$                31.27%
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The primary analysis of AADT, and EAV per square foot was used to form this study’s methodology and 

choose the most telling data for the comparative statistical analysis.   

4. DESCRIPTIVE ANALYSIS 

Following the methodology, the data was adjusted by eliminating extreme outliers, industrial parcels 

that had an equalized assessed value of zero and industrial parcels that did not have an equalized 

assessed value in both 2002 and 2007.  From these values, the change in EAV per square foot (2002-

2007) was found by subtracting the EAV per square foot between 2002 and 2007 for each individual 

property. A descriptive statistical analysis for each interstate was performed to produce the means and 

standard deviations that reflect changing values from an individual parcel level to an aggregated level. In 

addition, visualizations of positive and negative change of industrial property and a Hot Spot Analysis 

were produced to highlight spatial patterns of economic impact. 

4.1 Descriptive Analysis of Transportation Corridors  

Because the data was adjusted for purposes of accuracy, means of EAV per square foot and means of 

change in EAV per square foot were calculated, along with their corresponding standard deviations.  

These values are different than the means from section 3.2.5, because several data points were 

eliminated, due to extreme outliers (defined as EAVs that exceed upper quartile plus three times the 

inter quartile range), industrial parcels that had an equalized assessed value of zero and industrial 

parcels that did not have an equalized assessed value in both 2002 and 2007. These newly calculated 

means and standard deviations were used to reflect the changing values on an individual parcel level.  

These means were calculated for individual corridors, as well as the varied treatment and control 

groups. 
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Table 6 describes the average EAV per square foot of 2002 and 2007 and the average change in EAV per 

square foot for individual transportation corridors.  The results reflect the high variation of the equalized 

assessed value data.  In 2002, the standard deviation is higher than the average EAV per square foot, 

which indicates that the data points range greatly.  In 2002, the standard deviation is much higher than 

the mean for the corridors of State Route 53, Des Plaines River and U.S. Route 45.  In 2007, the standard 

deviations are generally higher than the average EAV per square foot.  State Route 53 and U.S. Route 45 

have very high standard deviations and Des Plaines River has the greatest difference between mean and 

standard deviation.  In both 2002 and 2007, Interstate 55, has seen a mean that is higher than standard 

deviation, which indicates that the equalized assessed value per square foot were relatively similar. 

Table 6: Descriptive statistics of industrial parcels along transportation corridors 

 

Table 7 also presents means and standard deviations of EAV per square foot, but also associates 

different transportation corridors as “treatment” or “control.”  While the treatment group is originally 

defined to include Interstates 55 and 80, and State Route 53, three variations are developed to further 

investigate the corridor-by-corridor changes in EAV over time. The first variation includes Des Plains 

River near the ILC as the river provides convenient access to the facility and the traffic data indicate that 

after the opening of the ILC, the barge freight volume increased considerably.  The second includes only 

surface streets.  Surface streets are ground-level roads with more access points, such as commercial and 

Mean St Dev Mean St Dev Mean St Dev

Interstate 55  $       2.41 2.36  $       3.12 2.89  $            0.70 1.02

Interstate 80  $       1.28 1.74  $       1.52 2.01  $            0.24 0.78

State Route 53  $       1.54 4.42  $       2.10 5.07  $            0.56 1.58

Des Plaines River  $       1.22 5.98  $       1.32 6.31  $            0.11 0.46

Interstate 57  $       1.03 1.20  $       1.42 1.68  $            0.39 0.88

State Route 50  $       0.93 1.17  $       1.21 1.63  $            0.28 0.76

U.S. Route 45  $       2.62 3.30  $       2.89 3.48  $            0.27 1.03

Corridor

Average EAV/Sq Ft

(2002)

Average EAV/Sq Ft

(2007)

Average Change in 

EAV/Sq Ft (2002-2007)
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residential driveways, access roads and ground-level road intersections.  The third variation includes 

only the interstate expressways, which control access with interchanges. The control group that includes 

only Interstate 57 matches the second variation mentioned above.  These results reveal that standard 

deviations are higher than the means in each category, demonstrating a wide range in data points.  The 

large range in data points may be attributed to many factors, involving property size, environmental 

quality and speculation; this reveals this data’s limitations, which should be considered in following 

statistical analyses.  

Table 7: Descriptive Statistics for industrial parcels along treatment and control corridors 

 

The average change in EAV per square foot between 2002 and 2007 reveals a pattern; all treatment 

groups, except the Des Plaines River, had similar means of approximately $0.50 increase between 2002 

and 2007.  The control groups were more varied with means of $0.29 and $0.39, which may be a result 

of fewer data points.  This reveals on an early level of analysis that treatment corridors may have a 

higher change in average EAV per square foot between 2002 and 2007, than the control corridors. 

Mean St Dev Mean St Dev Mean St Dev

Treatment:

I-55, I-80, SR-53  $       1.70 3.55  $       2.24 4.12  $           0.54 1.33

Treatment Surface:

SR-53  $       1.54 4.42  $       2.10 5.07  $           0.56 1.58

Treatment Interstates:

I-55, I-80  $       1.94 2.186  $       2.44 2.67  $           0.50 0.95

Treatment Waterway:

Des Plaines River  $       1.22 5.98  $       1.32 6.31  $           0.11 0.46

Control:

I-57, SR-50, US-45  $       1.46 2.27  $       1.75 2.48  $           0.29 0.83

Control Surface:

SR-50, US-45  $       1.60 2.41  $       1.88 2.65  $           0.28 0.88

Control Interstate:

I-57  $       1.03 1.20  $       1.42 1.68  $           0.39 0.88

Corridor

Average EAV/Sq Ft

(2002)

Average EAV/Sq Ft

(2007)

Average Change in 

EAV/Sq Ft (2002-2007)
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With the change in EAV per square foot, calculated in this section, visualizations of these spatial changes 

were performed, which can be found in the following two sections.  A visualization of positive and 

negative change of industrial property is presented in the following section. 

4.2 Visualization of Change in Will County’s Industrial Property EAV between 2002 and 2007 

Positive and negative values were observed in regards to their change in EAV between 2002 and 2007. 

This analysis shows spatial locations of areas that have experienced increases and decreases in the 

equalized assessed values per square foot.   

Figure 12 shows that industrial parcels are spatially clustered in parts of Will County, Illinois.  While the 

majority of the EAVs are positive clusters (green hatched polygons), negative value clusters (dark red, 

diagonal striping) can be seen in long continuous rectangular parcels.  These continuous corridors of 

negative values were found along corridors, such as the Des Plaines River/Chicago Sanitary Ship Canal, 

which were often the property of utility or energy companies, such as Commonwealth Edison.  

According to industrial property and freight specialists in Will County, equalized assessed value 

decreases over time, when property is vacant, because property owners cannot pay higher taxes on land 

that is not being used productively.  While this is not necessarily the case for all of the negative parcels, 

vacant land could be the cause of some decrease in equalized assessed value. 
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Figure 12: Visualization of the difference in EAV per square foot between 2002 and 2007 

This analysis shows the spatial locations of areas that have experienced increases and decreases in the 

equalized assessed values per square foot.  The following section uses spatial-statistics tools to analyze 

the statistical significance of the change in equalized assessed values per square foot. 

4.3 Visualization of Hot Spot Analysis (Getis-Ord Gi*) 

This section uses the spatial-statistics tool, called Hot Spot Analysis (Getis-Ord Gi*), to analyze the 

statistical significance of the change in equalized assessed values per square foot.  Specific places that 

have benefited from higher industrial property values are highlighted by this analysis. 
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The Hot Spot Analysis produces visualizations of statistically significant spatial clusters of high values, 

called hot spots, and low values, called cold spots.  Z-scores and p-values are measures of this spatial 

clustering.  A z-score is a standard deviation; above 2.5 or below -2.5 indicates that the results are not 

random, they are significant.  A p-vale is the probability that the spatial pattern is random.  When the p-

value is small (often below 0.05), it means that there is a low probability that the pattern is random.   A 

high positive z-score paired with a low p-value indicates a hot spot, while a high negative z-score with a 

low p-value indicates a cold spot.  These hot spots and cold spots visually highlight that these areas on 

the map are spatially significant with high or low values, rejecting the null hypothesis that there are no 

statistically significant spatial patterns.  Below is a Hot Spot Analysis of the change between 2002 and 

2007 of equalized assessed value per square foot of Will County’s industrial property (ArcGIS, 2013).  

The Hot Spot Analysis of the change in Will County’s industrial property EAV between 2002 and 2007 

can be seen in Figure 13. 
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Figure 13: Hot Spot Analysis of change in industrial property EAV per square foot 

between 2002 and 2007 

In this analysis, property values were analyzed by areas that contained clustered industrial properties to 

ensure that each industrial parcel had a neighbor within a specified distance.   
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Box 1 (Top Left Box): According to the results, “Incremental Spatial Autocorrelation,” which uses z-

scores to indicate the intensity of spatial clustering, the parcels in Box 1 were measured at a fixed 

distance of approximately 13,500 feet.  Using this distance, a Hot Spot Analysis was performed, which 

reveals statistically significant high-value and low-value clustering.  Hot Spots (high-value clusters) were 

found at the intersection of Interstate 55 and Interstate 355.  Cold spots (low-value clusters) were found 

along State Route 53. 

Box 2 (Top Middle Box): According to the results of the “Incremental Spatial Autocorrelation” tool, the 

parcels in Box 2 were measured at a fixed distance of approximately 13,500 feet.  Using this distance, a 

Hot Spot Analysis was performed on the industrial property in the vicinity of Box 2, which reveals 

statistically significant high-value and low-value clustering.  Hot Spots (high-value clusters) were found 

at the intersection of Interstate 80 and U.S. Route 6.  Cold spots (low-value clusters) were found in 

isolated areas along State Route 53, but were less continuous than in Box 1. 

Box 3 (Top Left Box): According to the results of the “Incremental Spatial Autocorrelation” tool, the 

parcels in Box 3 were measured at a fixed distance of approximately 2,500 feet.  This fixed distance is 

much smaller than the distances of neighbors in Boxes 1 and 2.  Using this distance, a Hot Spot Analysis 

was performed on the industrial property in the vicinity of Box 3, which reveals statistically significant 

high-value clustering.  Hot Spots (high-value clusters) were found in a central area, which was somewhat 

close to the intersection of US Route 30 and US Route 45.  

This chapter of descriptive statistics highlights the improved data and spatially significant visualizations 

of the change in EAV per square foot.  The following chapter, “Statistical Analysis,” will use the 

differences-in-differences analysis to test the statistical significance of the treatment and control groups. 
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5. STATISTICAL ANALYSIS 

In this section, the differences-in-differences analysis is used to test the statistical significance of the 

treatment and control groups. 

5.1 Differences-in-Differences Analysis 

As described in Chapter 3, difference-in-difference model can be expressed as  

)()(ˆ
)0,0()1,0()0,1()1,1(   TiViTiViTiViTiVi YYYY  

Where Vi=1 for the treatment group and Ti=1for measurements from 2007. The statistical inference 

about the estimated DID,  ̂, can be conducted using a simple difference of the means test for two 

independent samples. 

The variables described as “before” are from year 2002 and the variables described as “after” are from 

year 2007.  The treatment group includes the corridors located in close proximity to the intermodal 

logistics center, which may include Interstate 55, Interstate 80, State Route 53 and Des Plaines River.  

The control group includes the corridors located far from the intermodal logistics center, which may 

include Interstate 57, State Route 50 and US Route 45. 

5.2 Treatment Group of I55, I80 and S53 vs. Control Group of I57, S50 and US45 

The Independent-samples T-test compared the treatment group of Interstate 55, Interstate 80 and State 

Route 53 to the control group of Interstate 57, State Route 50, US Route 45.  The difference in means 

between these two groups was found as significant.  The treatment group had a mean of 0.5358 with a 

standard deviation of 1.3323 and the control group had a mean of 0.2879 and a standard deviation of 

0.8266; degrees of freedom=1062, t-statistics=2.082, p=0.007.  The treatment group increased in EAV 

per square foot by $0.25 more than the control group. 



   

54 
 

Table 8: Results of independent-samples t-test for trucking routes 

Group 
Mean 

($) 

Standard 

Deviation 

($) 

Sample 

size 

T-

statistic 
P-value 

Difference in 

differences 

($) 

Treatment: I-55, I-80, SR-53 0.5358 1.3323 932 
2.082 0.007 0.25 

Control: I-57, SR-50, US-45 0.2879 0.8266 132 

 

An increase in equalized assessed value per square foot is present in the treatment group and the 

control group, but the increase found in the treatment group is significantly larger than the increase 

found in the control group.  These results suggest that major intermodal logistics centers are associated 

with a larger increase in equalized assessed value per square foot along major trucking corridors than 

major trucking corridors not located close to a major intermodal logistics center.  These corridors may 

offer more access and outlets for the intermodal logistics center, which makes the property more 

valuable. 

5.3 Surface Street Treatment Group of S53 vs. Surface Street Control Group of S50 and US45 

The independent-samples T-test compared the treatment group of State Route 53 to the control group 

of State Route 50 and US Route 45.  The difference in means between these two groups was found to be 

significant.  The treatment group had a mean of 0.5597 with a standard deviation of 1.5779 and the 

control group had a mean of 0.2755 and a standard deviation of 0.8753; degrees of freedom=609, t-

statistic= 1.851, p=0.016.  The treatment group increased in EAV per square foot by $0.28 more than the 

control group. 
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Table 9: Results of independent-samples t-test for surface streets 

Group 
Mean 

($) 

Standard 

Deviation 

($) 

Sample 

size 

T-

statistic 
P-value 

Difference in 

differences 

($) 

Treatment: SR-53 0.5597 1.5779 498 
1.851 0.016 0.28 

Control: SR-50, US-45 0.2755 0.8753 113 

 

An increase in equalized assessed value per square foot is present in the treatment group and the 

control group, but the increase found in the treatment group is significantly larger than the increase 

found in the control group.  These results suggest that major intermodal logistics centers are associated 

with a larger increase in equalized assessed value per square foot along surface street corridors than 

surface street corridors that are not located close to a major intermodal logistics center.  These corridors 

may offer more access to the corridor via side streets for the intermodal logistics center, which makes 

the property more valuable. 

5.4 Interstate Treatment Group of I55 and I80 vs. Interstate Control Group of I57 

The independent-samples T-test compared the treatment group of Interstate 55 and Interstate 80 to the 

control group of Interstate 57.  The difference in means between these two groups was found to be 

insignificant.  The treatment group had a mean of 0.5018 with a standard deviation of 0.9522 and the 

control group had a mean of 0.3921 and a standard deviation of 0.8762; degrees of freedom=573, t-

statistic=0.776, p=0.939. 

Table 10: Results of independent-samples t-test for Interstates 

Group 
Mean 

($) 

Standard 

Deviation 

($) 

Sample 

size 
T-statistic P-value 

Difference in 

differences 

($) 

Treatment: I-55, I-80 0.5018 0.9522 526 
0.776 0.939 0.11 

Control: I-57 0.3921 0.8762 49 



   

56 
 

 

The insignificance of this test is most likely due to the small sample size of the control group, which 

caused an extremely large range of data and a low confidence level. As such, the result has the high 

likelihood of being a “false negative”.  However, these results could suggest that industrial property is in 

fact not affected by intermodal logistics centers along interstates, alone. In any event, the value of DID is 

much smaller for this analysis than others, and it certainly indicates that  

5.5 Treatment Group of Des Plaines River vs. Control Group of I57, S50 and US45 

The independent-samples T-test compared the treatment group of the Des Plaines River to the control 

group of Interstate 57, State Route 50, US Route 45.  The difference in means between these two groups 

was found as significant.  The treatment group had a mean of 0.1066 with a standard deviation of 

0.4623 and the control group had a mean of 0.2879 and a standard deviation of 0.8266; degrees of 

freedom=344, t-statistic=-2.614, p=0.001.  The treatment group of the Des Plaines River increased in 

EAV per square foot by $0.18 less than the control group. 

Table 11: Results of independent-samples t-test for Des Plaines River/Chicago Sanitary Ship Canal 

Group 
Mean 

($) 

Standard 

Deviation 

($) 

Sample 

size 

T-

statistic 

P-

value 

Difference in 

differences 

($) 

Treatment: Des Plaines River 0.1066 0.4623 214 
2.614 0.001 -0.18 

Control: I-57, SR-50, US-45 0.2879 0.8266 132 

 

An increase in equalized assessed value per square foot is present in the treatment group and the 

control group, but the increase found in the control group is significantly larger than the increase found 

in the treatment group of the Des Plaines River.  These results suggest that major intermodal logistics 

centers are not associated with a larger increase in equalized assessed value per square foot along 

waterway-transportation corridors.  According to industrial property and freight specialists in Will 
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County, industrial property along the Des Plaines River is older industrial property than other industrial 

property in Will County.  Land along the Des Plaines River was logistically important in the 19th century; 

therefore this waterway value may change differently in comparison to trucking corridors in Will County.  

 

6. CONCLUSION 

When looking at value capture, one must look at more than the immediate vicinity around the 

intermodal logistics center, because the impact may be found miles away along transportation corridors.  

The differences-in-differences analyses resulted in statistically significant differences between the 

treatment and control group.  The comparison between the treatment group of Interstate 55, Interstate 

80 and State Route 53 and the control group of Interstate 57, State Route 50, US Route 45 found a 

statistically significant result. The treatment group increased in EAV per square foot by $0.25 more than 

the control group.  The comparison between the treatment group of surface streets (State Route 53) to 

the control group of surface streets (State Route 50 and US Route 45) found a statistically significant 

result.  Treatment group surface streets increased in EAV per square foot by $0.28 more than the 

control group surface streets.  The comparison between the interstate treatment group of Interstate 55 

and Interstate 80 to the interstate control group of Interstate 57 did not find statistically significant 

results.  Finally, the comparison between the treatment group of the Des Plaines River to the control 

group of Interstate 57, State Route 50, US Route 45 found a significant result.  The Des Plaines River 

increased in EAV per square foot by $0.18 less than the control group.  These results have economic 

planning implications, which are discussed in this chapter.  Freight specialists from Will County, Illinois, 

found these results useful for the validation of intermodal logistics centers in Will County.  Often, 

increased employment opportunities are the main attraction to their establishment, but increased 
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industrial property values along distant transportation corridors may also strengthen economic 

arguments of intermodal logistics centers.  

6.1 Industrial Property Value along Trucking Corridors 

This study’s results showed that intermodal logistics centers could be related to larger increases in 

industrial property values along major trucking corridors.  This research found that trucking corridors 

that serve ILCs may see a twenty-five cent higher EAV per square foot than trucking corridors that do 

not serve ILCs.  Surface trucking corridors may see a twenty-eight cent higher EAV per square foot, 

which could be caused by the more easily accessible side roads, which are not dictated by the 

construction of interchanges.  In accordance with these findings, planners should consider value capture 

tools along trucking corridors.  Increases in industrial property value and should be considered with 

projects that involve an intermodal logistics centers.  While industrial properties along these corridors 

may increase significantly, residential properties adjacent to these road corridors may see less growth in 

value or negative growth.  A study by Kawamura and Mahajan, found that residential property values 

can decrease when truck volumes increase on road corridors (Kawamura & Mahajan, 2006).  Overall, the 

development of robust transportation amenities should be used to facilitate truck and rail modes of 

freight transport.   

6.2 Industrial Property Value along Waterway Corridors 

While this study revealed that industrial land value increases significantly along road corridors close to 

major intermodal logistics centers, it also revealed that industrial land along the waterway corridors, 

such as the Des Plaines River/Chicago Sanitary Ship Canal, increased less than the control group’s value. 

The Des Plaines River/Chicago Sanitary Ship Canal, which is located close to CenterPoint’s ILC has seen 

an eighteen cent lower increase in EAV per square foot than the trucking corridors that do not serve 

ILCs.  Additionally, much of the industrial land along the river was long, narrow corridors, which 
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belonged to Commonwealth Edison and other energy companies.  These long, narrow corridors may be 

seen as less valuable because of their small size and less-aggregated shape.  More likely, this difference 

can be attributed to the property along the Des Plaines River being older industrial property and often 

privately owned.  Land along the Des Plaines River was logistically important in the 19th century and is 

treated differently in comparison to trucking corridors in Will County.  

6.3 Study limitations 

Industrial property speculation presented a limitation within this research. While this study does reveal 

significant differences in EAV per square foot before and after the establishment of a major intermodal 

logistics center, speculation of industrial land could have inflated prices before 2002, which was the year 

CenterPoint Properties began functioning as an intermodal logistics center.  Equalized assessed values 

before 2000, when CenterPoint Properties’ interest in the Joliet Arsenal land was initially announced, 

would have provided a better analysis of the effect of the implementation of an intermodal logistics 

center, because speculation most likely occurred after year 2000.  

6.4 Future Considerations 

This study revealed that intermodal logistics centers correlate with significant impacts on industrial 

property value.  Further studies could investigate this topic with data that reaches before the period of 

land speculation, which may show a more dramatic increase in industrial land value along intermodal 

logistics center trucking corridors.  In addition, future studies could explore the directional economic 

impact, which relates industrial land value to places of destination. 
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APPENDIX 

A.1 High Capacity Vehicle (HCV) Annual Average Daily Traffic (AADT) 

The HCV AADT can be an indicator of the change in freight that has occurred in relationship to 

transportation corridors and freight intermodal logistics centers.  

                                            

Interstate 80 Interstate 80 
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Figure A1: Depicts Interstate 80 (top), State Route 53 (middle left), Interstate 57 (middle right), State 

Route 50 (bottom left) and U.S. Route 45 (bottom right) with their relative position to CenterPoint in 

Elwood, IL and measurement points of AADT 

State Route 53 Interstate 57 

State Route 50 U.S. Route 45 
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Interstate 80: Interstate 80 had the second highest AADT values for trucks, when compared to the three 

other corridors.  Overall, Interstate 80 saw increases in truck volume between 1996 and 2005, then this 

corridor experienced dramatic decreases in AADT by 2009 and then a slight to full recovery of AADT in 

2011 or 2012 (see Figure A2). 

 

Figure A2: Graph depicting the High Capacity Vehicle Annual Average Daily Traffic on Interstate 80 

Table A1, below, indicates that there is a difference between the truck volume AADT east of CenterPoint 

and west of CenterPoint.  There are consistently higher AADT values east of CenterPoint (closer to 

Chicago) than the AADT values west of CenterPoint (farther from Chicago) (Schneider, 2012). 
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Table A1: High Capacity Vehicle Annual Average Daily Traffic on Interstate 80 

 

State Route 53: State Route 53 has seen the lowest high capacity vehicle AADT values, in comparison to 

the other treatment corridors of Interstate 55 and Interstate 80, but it has seen the greatest and most 

consistent growth (see Figure A3). 

 

Figure A3: Graph depicting the High Capacity Vehicle Annual Average Daily Traffic on State Route 53 

East Point 1 East Point 2 West Point 3 West Point 4

1996 9,500 9,400 7,900 7,900

1999 9,500 9,400 9,100 9,100

2005 15,700 18,100 14,800 14,800

2007 16,700 17,588 13,350 13,350

2009 9,100 9,100 8,400 8,400

2011 17,300* 11,300 11,100 11,000

Interstate 80 - High Capacity Vehicle AADT

Year 

Observed

East of CenterPoint - Elwood, IL West of CenterPoint - Elwood, IL

*Year observed in 2012
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In 1996, the AADT values ranged between 250 and 400, which more than doubled four years later in 

2000.  These values steadily increased, growing up to eight times their original AADT value in fifteen 

years.   

Table A2: High Capacity Vehicle Annual Average Daily Traffic on State Route 53 

 

The AADT has a dramatic difference between the AADT north of CenterPoint (between CenterPoint and 

Chicago) and south of CenterPoint (between CenterPoint and downstate); truck AADT is considerably 

higher north of CenterPoint (Schneider, 2012). 

Interstate 57: Interstate 57 is a control group corridor and had the third highest truck AADT values.   

Similar to Interstate 55 and Interstate 80, Interstate 57 increased between 1996 and 2007.  These values 

decreased in 2009 in correspondence with the economic downturn and began to recover in 2011 (see 

Figure A4). 

Point 1 Point 2 Point 3 Point 4

1996 400 250 250 250

2000 1,350 525 525 550

2001 1,200 500 500 700

2003 1,800 600 600 850

2005 1,800 1,200 1000 750

2007 2,450 1,600 1200 1200

2009 2,600 2,050 1150 900

2011 3,250 2,525 1350 775

North of CenterPoint - Elwood, IL South of CenterPoint - Elwood, IL
Year

State Route 53 - High Capacity Vehicle AADT
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Figure A4: Graph depicting the High Capacity Vehicle Annual Average Daily Traffic on Interstate 57 

The truck AADT between the test points north of CenterPoint and south of CenterPoint are slightly 

different; truck AADT is slightly higher for the corridor north of CenterPoint, which is located closer to 

Chicago, Illinois (see Table A3). 

Table A3: High Capacity Vehicle Annual Average Daily Traffic on Interstate 57 (Schneider, 2012) 

 

 

North of CenterPoint South of CenterPoint

Point 1 Point 2

1996 6,500 5,000

2000 6,500 4,400

2001 8,500 6,400

2006 8,700 7,700

2007 9,700 7,650

2009 4,900 5,800

2011 9,000 6,900

Interstate 57 - High Capacity Vehicle AADT

Year 

Observed

*Observed in 2012
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State Route 50: State Route 50 is a control group corridor and has had comparatively low truck AADT 

values.   Unlike Interstate 55, Interstate 80 and Interstate 57, high capacity vehicle AADT fluctuated 

between years without a clear pattern between 1996 and 2011 (see Figure A5). 

 

Figure A5: Graph depicting the High Capacity Vehicle Annual Average Daily Traffic on State Route 50 

As Table A4 shows, State Route 50’s truck AADT between the test points north of CenterPoint and south 

of CenterPoint are higher for the corridor north of CenterPoint. 
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Table A4: High Capacity Vehicle Annual Average Daily Traffic on State Route 50 (Schneider, 2012) 

 

U.S. Route 45: U.S. Route 45 is a control group corridor.   Similar to Interstate 55, Interstate 80 and 

Interstate 57, U.S. Route 45’s high capacity vehicle AADT values, generally, increased between 1996 and 

2005.  These values decreased in 2007 and further decreased in 2009, slightly before the United States’ 

economic downturn.  These values began to recover in 2011 (see Figure A6). 

Figure A6: Graph depicting the High Capacity Vehicle Annual Average Daily Traffic on U.S. Route 45 

 

North of CenterPoint South of CenterPoint

North Point 1 South Point 2

1996 700 200

2000 1,500 650

2001 500 400

2003 900 750

2005 600 475

2007 750 975

2009 375 400

2011 1,115 475

State Route 50 - High Capacity Vehicle AADT

Year Observed
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Unlike the previous corridors described, U.S. Route 45’s truck AADT between the test points north of 

CenterPoint, which are located closer to Chicago, IL, is lower than the test points that are south of 

CenterPoint, which are located farther from Chicago, IL. 

Table A5: High Capacity Vehicle Annual Average Daily Traffic on U.S. Route 45 (Schneider, 2012) 

 

 

A.2 Individual Corridors’ Equalized Assessed Value (EAV) of Industrial Property 

Interstate 55: In general, property near I55 interchanges properties at the I55 interchanges that are 

located closer to the interchange are more expensive; this pattern is consistent in years 2002 and 2007.  

At interchanges with a quarter mile buffer and half mile buffer, the cost per square foot decreased 

between 2002 and 2007, but at a mile buffer the cost per square foot increased between 2002 and 2007 

(See Table A6). 

The percentage of industrial property along the interchanges on I55 increases consistently as the buffers 

increase in size - from a quarter mile to a half mile to a mile.  In addition, these percentages of industrial 

land increase from 2002 to 2007 (See Table A6). 

 

North of CenterPoint Parallel with CenterPoint South of CenterPoint

Point 1 Point 2 Point 3

1996 450 500 600

2000 725 725 900

2001 500 500 900

2003 600 550 950

2005 850 750 1700

2007 600 725 1250

2009 265 475 925

2011 455 370 975

U.S. Route 45 - High Capacity Vehicle AADT

Year 

Observed
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Table A6: Cost per square foot and percentage of industrial land on Interstate 55 

 

Interstate 80: The I80 interchanges show a clear pattern of increased cost per square foot increase 

between 2002 and 2007, which increased for all three buffers.  In 2002, half mile buffers from the I80 

interchanges were the most expensive per square foot.  In 2007, the quarter mile buffer from the I80 

interchanges were the most expensive per square foot (see Table A7). 

The percent of industrial land also increased for the quarter mile, half mile and mile buffer of I80 

interchanges between 2002 and 2007.  The percent of industrial land increased for the quarter mile, half 

mile and mile buffer of I80 interchanges between 2002 and 2007 (see Table A7).   

Table A7: Cost per square foot and percentage of industrial land on Interstate 80 

 

State Route 53: Because this corridor is not an interstate with interchanges, this corridor was analyzed 

by creating buffers continuously along the corridor.  The cost per square foot increased for the half mile, 

but decreased for the tenth and quarter mile buffers between 2002 and 2007.   Additionally, the cost 

per square foot was highest at the smallest buffer, a tenth mile. 

I55

Interchange

Buffer 2002 2007 Difference 2002 2007

Quarter Mile 3.65$                      3.57$                   -2.26% 8.22% 9.33%

Half Mile 2.66$                      2.56$                   -3.47% 11.29% 14.77%

Mile 1.94$                      2.25$                   16.43% 14.00% 18.08%

Interchange EAV/Sq. Ft.

($/sq ft)

Percentage of Industrial Land

(%)

I80

Interchange

Buffer 2002 2007 Difference 2002 2007

Quarter Mile 0.62$                1.29$                108.84% 4.09% 4.25%

Half Mile 0.84$                1.17$                38.94% 6.86% 8.64%

Mile 0.67$                1.04$                54.84% 8.55% 11.31%

Interchange EAV/Sq. Ft.

($/sq ft)

Percent of Industrial Land

(%)
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The percent of industrial land along the continuous corridor increased as the buffers grew larger, from 

quarter mile buffer to a half mile buffer to a mile buffer and increased for the mile buffer.  Between 

2002 and 2007 the percentage of industrial land increased for the half mile buffer, but decreased for the 

other buffers (See Table A8). 

Table A8: Cost per square foot and percentage of industrial land on State Route 53 

 

Des Plaines River/Chicago Sanitary Ship Canal: Because this corridor is a waterway, it was analyzed by 

capturing industrial parcels continuously along the corridor.  The cost per square foot was the highest at 

a quarter mile buffer for both 2002 and 2007 with the highest percentage increase between those years.  

For all buffers, the EAV per square foot increased between 2002 and 2007. 

The percent of industrial land along this waterway corridor decreased as the buffers grew larger.  

Between 2002 and 2007 the percentage of industrial land increased for all three buffers (See Table A9). 

 

 

 

 

S53 

Continuous 

Corridor

Buffer 2002 2007 Difference 2002 2007

Tenth Mile 3.61$                        3.46$                        -4.11% 14.60% 14.35%

Quarter Mile 2.75$                        2.57$                        -6.63% 15.15% 14.61%

Half Mile 2.07$                        2.10$                        1.09% 15.36% 15.41%

Corridor EAV/Sq. Ft.

($/sq ft)

Industrial Area Percentage

(%)
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Table A9: Average EAV per square foot and percentage of industrial land along Des Plaines River/Chicago 

Sanitary Ship Canal 

 

Interstate 57 (Control Route): At a quarter mile buffer, half mile buffer and mile buffer, the cost per 

square foot increased between 2002 and 2007.  The percent of industrial land use decreased for a 

quarter mile buffer between 2002 and 2007, but increased for the half mile buffer and the mile buffer. 

Table A10: Cost per square foot and percentage of industrial land on Interstate 57 

 

State Route 50 (Control Route): Table A11 shows that, between 2002 and 2007, the cost per square foot 

of industrial property along State Route 50 was a lower value for a tenth mile buffer and quarter mile 

buffer, but increased at a half mile buffer.  These values decreased between 2002 and 2007 for the 

tenth mile buffer and quarter mile buffer, but increased for the half mile buffer.  The percent of 

industrial land use increased for all buffers, between 2002 and 2007.  The highest percent of industrial 

land was found at the quarter mile buffer. 

Table A11: Cost per square foot and percentage of industrial land on State Route 50 

River 

Continuous 

Corridor

Buffer 2002 2007  Difference 2002 2007

Tenth Mile 0.57$                   0.59$                   3.17% 41.43% 49.68%

Quarter Mile 0.62$                   0.71$                   13.55% 38.85% 44.51%

Half Mile 0.57$                   0.64$                   12.79% 33.89% 37.71%

Corridor EAV/Sq. Ft.

($/sq ft)

Industrial Area Percentage

(%)

I57

Interchange

Buffer 2002 2007 Difference 2002 2007

Quarter Mile 0.91$                       1.18$                       29.35% 10.46% 8.30%

Half Mile 0.87$                       1.80$                       107.76% 5.67% 7.95%

Mile 1.52$                       1.97$                       30.01% 7.26% 10.38%

Interchange EAV/Sq. Ft.

($/sq ft)

Percent Industrial Land

(%)
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U.S. Route 45 (control route): U.S. Route 45’s cost per square foot increased for all buffers between 

2002 and 2007.  The highest values were found at the quarter mile buffer.  The percentage of industrial 

area decreased for each buffer between 2002 and 2007 with the highest values at a quarter mile buffer. 

Table A12: Cost per square foot and percentage of industrial land on U.S. Route 45 

 

  

S50 

Continuous 

Corridor

Buffer 2002 2007 Difference 2002 2007

Tenth Mile 1.31$              1.09$              -16.90% 5.25% 7.94%

Quarter Mile 1.30$              1.17$              -9.93% 6.06% 10.30%

Half Mile 1.25$              1.60$              27.82% 5.71% 9.38%

Corridor EAV/Sq. Ft.

($/sq ft)

Industrial Area Percentage

(%)

U.S. 45 

Continuous 

Corridor

Buffer 2002 2007  Difference 2002 2007

Tenth Mile 1.08$             1.17$             8.32% 1.82% 1.68%

Quarter Mile 1.42$             1.62$             13.96% 1.92% 1.88%

Half Mile 1.12$             1.48$             31.27% 1.70% 1.69%

Corridor EAV/Sq. Ft.

($/sq ft)

Industrial Area Percentage

(%)
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